THE INTERNAL GRAIN TRADE OF THE UNITED
STATES 1860-1890!

L1]

In the preceding studies on the internal grain trade of the
United States from 1860 to 1890, attention has been given
to the following aspects of the problem: first, the rapid
expansion in grain production in the United States during
this period; second, the geographie distribution of popula-
tion and grain production showing the rapid expansion of
the Middle West as the great surplus cereal produecing
region upon which the older sections of the country and the
western nations of Europe had become increasingly de-
pendent; third, the prineipal transportation routes con-
necting this region with the Atlantie and Gulf seaboards
and fourth, the growth of the great primary markets of the
Middle West. The purpose of this study is to present a
consideration of the movement of flour and grain from the
primary markets of the Middle West to the Atlantic and
Gulf ports.

In proceeding with a consideration of this aspect of the
problem, attention should be called to the fact that while
the Federal Government from the very beginning of the
national period of our history collected a great amount of
statistical information on the foreign commerce of the
United States, which was published in a document known as
the Annual Report on the Commerce and Nawvigation of the
United States, the whole subject of the internal trade of the

1 See the writer’s first two studies on The Internal Grain T'rade of the
United States, 1560-1890, in Tug [OWA JOURNAL oF HisTory AND Porirics,
Vol. XIX, pp. 196-245, 414455
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United States was treated with general indifference and
neglect down to the year 1872. In that year Congress, ree-
ognizing the need of detailed information bearing on the
internal trade of the country which had already assumed
vast proportions, passed an act providing for the appoint-
ment of a Select Committee on Transportation Routes to
the Seaboard ‘‘to investigate and report on the subject of
transportation between the interior and the seaboard’”’.
This Committee known as the Windom Committee, in its
two volume report published in 1874, made the following
pertinent observation:

Perhaps the most extraordinary feature of our governmental
policy touching the vast internal trade of the nation, is the ap-
parent indifference and negleet with which it has been treated.
While detailed information has been obtained by the Government,
under customs and revenue laws, in relation to commerce with
foreign countries, no means have been provided for collecting accu-
rate statistics concerning the vastly more important interests of
mternal commerce. No officer of the Government has ever been
charged with the duty of collecting information on this subject,
and the legislator who desires to inform himself concerning the
nature, extent, value, or necessities of our immense internal trade,
or of its relations to foreign commerce, must patiently grope his
way through the statisties furnished by boards of trade, chambers
of commerce, and transportation companies. Even the census re-
ports which purport to contain an inventory of the property and
business pursuits of the people, and which in some matters descend
to the minutest details, are silent with regard to the billions of
dollars represented by railways and other instruments of internal
transportation, and to the much greater values of commodities an-
nually moved by them.2

The reasons for the failure of the Federal Government to
provide for the collection of information on the internal
trade of the United States prior to this time are contained

2 Report of the Select Committee on Transportation Routes to the Seaboard
(Washington, 1874), Vol. I, p. 8.
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in the following statement by Joseph Nimmo, Chief of the
Division of Internal Commeree, in the first annual report
for 1876

At the time of the formation of the Federal Government the term
commerce was generally understood to comprehend trade carried on
by means of sailing-vessels employed in our coastwise trade and in
our trade with foreign nations. The commerecial interests of the
country were at that time almost exclusively maritime, and our
foreign commerce, on account of issues growing out of the war of
Independence and of the war of 1812, attracted publie attention
much more than did the then comparatively small internal com-
merce,

The omission to collect information in regard to internal com-
merce 1s also attributable to the fact that it has never been a source
of national revenue, whereas the Government has largely drawn its
means of support from duties laid upon imports from foreign
countries.?

Nimmo stated further that ‘‘during the first century of
1ts existence our internal commerce has assumed propor-
tions vastly greater than those of our foreign commerce.’’
He presented estimates showing that ‘‘the value of our in
ternal commerce on railroads is about sizteen times the
value of our foreign commenrce ", adding that the data on
internal commerce related ““only to railroads’’; and that
“1f 1t were possible to ascertain the value of the commerce
between the different sections of the country on the ocean
and Gulf and on the lakes, rivers, and other avenues of
transportation, we should probably find that the total value
of our internal commerce is at least twenty-five times
greater than the value of our foreign commerce.”” If ton-
nage rather than value be considered, Nimmo thought it
probable ‘‘that the tonnage transported on the various
avenues of internal commerce is more than one hundred

& Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1876, pp. 8, 9.
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times greater than the tonnage composimg our foreign com-
merce.” *

THE MOVEMENT OF FLOUR AND GRAIN FROM THE PRIMARY
MARKETS OF THE MIDDLE WEST TO THE ATLANTIC
AND GULF SEABOARDS

The movement of grain and animal produets from the
Middle West to the Atlantic and Gulf seaboards has always
constituted the major and econtrolling interest in our inter-
nal trade. Of these two classes of food, grain commands
primary consideration. A study of the production and dis-
tribution of grain shows that while the volume of corn pro-
duction has always exceeded that of wheat — amounting as
a matter of fact to more than all the other cereals (wheat,
oats, barley, rye, and buckwheat) combined — as an article
of commerce wheat has been of greater importance than
corn. The reasons for this are: first, that wheat is the most
important breadstuff, constituting the first article of neces-
sity in the food consumption of the United States, England,
and France, a very decided prejudice having always existed
in these countries against the use of corn as a breadstuff;
and, second, that wheat is especially well adapted to the
requirements of commerce, possessing relatively less bulk
and higher value and being less susceptible to injury in
transportation than corn. Wheat has therefore occupied
the leading place in the internal and export grain trade of
the United States. Corn, lacking the commercial advan-
tages of wheat, has been better adapted to the local markets
for feeding purposes. It has therefore been raised pri-
marily as an animal food reaching the ultimate consumer
largely in the form of beef, pork, dairy, and poultry prod-
ucts. Even so, however, corn has constituted an important
article of commerce, second only to wheat among the

s Annual Report on the Internal Commerce of the United States (Burean of
Statisties, Treasury Department), 1876, p. .
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cereals. Thus while primary emphasis must be given to
wheat in any study of the grain trade of the United States,
considerable attention should also be accorded to corn.
Oats rank third in importance: while barley comes next.
Rye and buckwheat occupy positions of comparatively
minor significance in the grain trade, buckwheat not being
listed at all in the commerecial reports of this period.

The region of surplus production, as already shown, was
the North Central division, the proportionate share of grain
contributed by this division amounting in 1859 to 46.7 per
cent of the entire product of the nation which in 1889 was
increased to 71.4 per cent of the whole product; while the
per capita production of this division was practically
doubled, being increased from 62.4 bushels in 1859 to 117.8
bushels in 1889.5 Production ran far ahead of the rapid
Increase in population, thus giving rise to an annual product
far in excess of loeal needs, for which there existed a grow-
ing demand in the Kast, the South, and the countries of
western Europe.

The predominant position which the North Central divi-
sion had thus achieved as the great surplus cereal pro-
dueing region upon which the older sections of the country
had become dependent, is shown by a statistical review of
the production and distribution of grain for the year 1872.
In that year the total volume of cereal production in the
United States was estimated at 1,656,198,000 bushels. Of
this amount the ten North Clentral States of Ohio, Indiana,
Illinois, Michigan, Wiseonsin, Missouri, lowa, Minnesota,
Kansas, and Nebraska (the other two States of this division
known as Dakota Territory until 1889 being omitted) pro-
duced 1,028,987,000 bushels, consisting of 156 228,00 bushels

gt

of wheat, 693,625,000 bushels of corn, 163,479,000 bushels of

5 Schmidt’s The Internal Grain Trade of the United States, 1860-1890, in
THE TowA JOURNAL oF HISTORY AND Porrrics, Vol. XIX, p. 242,
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oats, 10,092,000 bushels of barley, and 5,563,000 bushels of
rye. Wheat, as already noted, was the most important,
commercially, of all the cereals. According to the estimates
of the United States Department of Agriculture, the con-
sumption of wheat in these States amounted to five bushels
per capita,” which for a population estimated at 13,000,000
amounted to 65,000,000 bushels. The quantity of wheat
used for seed was estimated at one and one-half bushels per
acre, which for 13,811,008 acres under cultivation required
20,716,512 bushels. The estimated needs of this division,
both for consumption and for seed, therefore amounted to
85,716,512 bushels which, subtracted from the total amount
produced, left a surplus of 70,511,488 bushels available for
shipment to the distant markets. Of this surplus the com-
mercial reports show that 55,248,046 bushels were shipped
east to the Atlantic seaboard States; 11,281,328 bushels
were shipped south to the Gulf States; and 7,566,639 bushels
were shipped north through Canada. The whole shipment
amounted to 74,096,013 bushels which was destined for con-
sumption in the Atlantic and Gulf States and the countries
of western Kurope.® It will be noted that the estimated

6 Report of the Select Committee on Transportation Routes to the Seaboard
(Washington, 1874), Vol. I, p. 12,

7 **The requirement of wheat per capita is not the same in all sections. In
the South there is a large proportion of corn used, by whites as well as negroes.
There are localities in the cotton States where half the average rate of con-
sumption of wheat for the whole country is not sustained. In Maryland and
Virginia the proportion used is much larger than in Alabama or Mississippi.
Taking the twelve States from Maryland to Texas together, while some use
less than four bushels and others nearly five, four bushels may be deemed a
full average. For Tennessee and Kentucky a barrel of flour per capita, or 414
bushels, is assumed; and for the east, where little corn is used, and for the
west, where wheat 1s so abundant and cheap, 5 bushels per head.’’'— Annual

Report on the Internal Commerce of the United States (Bureau of Statisties,
Treasury Department), 1879, Appendix, p. 177.

8 Report of the Select Committee on Transportation Routes to the Seaboard
(Washington, 1874), Vol. I, p. 12,

“‘The portion of the country requiring a part of this surplus comprises New
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shipments exceeded the estimated surplus by 3,584,525
bushels; but this does not affect materially the general view
of the production and distribution of wheat as presented by
these statisties.

The large quantity of corn produced in these ten States,
amounting to 693,625,000 bushels, was used prineipally for
the feeding of animals and for conversion into spirituous
liquors, in which form it constituted a very large surplus
product of the Middle West; hence the quantity of corn
shipped to other States in the form of grain constituted but
a small part of the actual surplus corn produet. Oats were
also used as an animal food and so contributed to the sur-
plus products of this seetion largely in the form of animals
and their produets; though this cereal now began to assume
inereasing importance as a breadstuff. The barley and rye
produced in the North Central division was also consumed
largely by this division, but a small fraction being shipped
to the seaboard States. The total quantity of grain pro-
duced by the ten North Central States as already noted,
amounted to 1,028987,000 bushels. Of this amount 815,-
965,574 bushels were consumed in the States of this divi-
sion; 104,877,122 hushels were shipped to the Atlantic sea-
board States; 33,783,526 bushels were shipped to the Gulf
States; and 74,360,778 bushels were shipped to foreign
countries. The huge consumption of grain in the North
Central States, it should be emphasized, included not only

England, the Middle States, and the cotton States.

New England produces
nearly three-tenths of a bushel for eac

h inhabitant; the Middle States gTOwW
about half the quantity necessary for a full supply, or 314 bushels: the South-
ern Atlantic and Gulf States almost as much :
are self-supporting with nearly 6 bushels.
Nevada and Colorado, yield a surplus,

was 11 4/5 bushels per capita in the corn
2215 bushels in the Lake belt, and 23 in

and Kentucky and Tennessee
All the remaining States, except
Fhis surplus, for consumption in 1878,
-growing belt between Ohio and Kansas,

the Pacific States and Territories, but
o e i ' S :

fully 25 bushels in a year of large production in California.’'— Annual Eeport
on the Internal Commerce of the United Sta

tes (Bureau of Statistics, Treasury
Department), 1879, Appendix, p. 177.
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the quantity consumed as a breadstuff by the people, but
also the quantity consumed as an animal food and shipped
to other States and foreign countries in the form of animals
and animal produets.®

The dependence of the deficiency States of the North
Atlantic division on the surplus States of the Middle West
is set forth in an editorial on The Production and Distribu-
tion of Breadstuffs in The Merchants’ Magazine and Com-
mercial Review for June, 1869. The per capita wheat and
corn production of the deficiency States as compared with
that of representative surplus States is reviewed by this
editorial as follows:

Thus, while Pennsylvania produces ecorn and wheat to the value
of $19 for each of its inhabitants, and New York to the value of
$15, Massachusetts produces only $214 and Rhode Island $315%.
Vermont produces $12, Maine $415,, New Hampshire $5, and Con-
necticut $6; and, altogether, these States only produce an aggre-
egate of about 10 bushels per head to the population. Turn now to
some of the great producing States — lowa, Illinois, Ohio, and
Michigan.

lTowa raises of corn and wheat the value of $72 to each inhab-
itant, Illinois $60, Ohio $35, and Michigan $50; or altogether, they
produce 62 bushels to each inhabitant. If we add the aggregate
production of potatoes, rye, oats, barley and fruaits, some idea may
be formed of the vast food resources of these great States and the
immense surplus they have with which to make up the deficiency of
the Hastern States. It is thus out of their abundance that they
pour forth such lavish supplies to feed the population of less pro-
ductive portions of the Union and of foreign countries. The sur-
plus they send to the Lake ports is 80,000,000 of bushels. Four-
fifths of this, after the export is taken out, remain to supply the
wants of New England and the East, and to make up the deficient
average of grain production which we have shown above, and

¢ Report of the Select Committee on Transportation Routes to the Seaboard
(Washington, 1874), Vol. I, p. 13. See also Anaual Report on the Internal

Commerce of the United States (Bureau of Statistics, Treasury Department),
1879, Appendix, No. 19,
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which varies from $21/ a head in M assachusetts, whose energies are
given over to manufacturing, to $72 a head in lowa, which State is
the heritage of an agricultural people, and has the capacity to raise
food enough for the whole country. Only one-fourth of her area is
now under cultivation.1?

The bearing of these facts on the transportation of grain
and flour via the railroads and inland waterways from the
Middle West to the Atlantie seaboard and on the subjeet of
freight rates is also emphasized :

The figures we have given exhibit the vastly preponderant value
of the internal commerce of this country compared with the foreign
traffic. They suggest, too, the great value of the railroad system for
collecting these products at the centres of business and then dis-
tributing them wherever they may be needed over all the land.
The grain comes from Chicago to New York by water for 32 cents.
The railroad, in the heat of competition, brings it for 30 cents.
From Oswego to New York, hardly a quarter of the distance from
Chicago, the railroad charge is 58 cents for a barrel of flour, and
the water charge is 32 cents. From St. Louis to New Orleans the
freight on flour is 40 cents, from New Orleans to New York 75
cents — an aggrecate of $1.15, while from St. Louis to New York,
direct by rail, the freight is $1.30.

The grain and flour start from the Liake ports and are dropped
everywhere oy the way. The large cities demand millions of bush-
els; the manufacturing towns hold out their hands for a supply;
the small villages all take their quota, and the farmer’s wagon
comes to the railroad station and bears away to his farm the barrel
of flour which represents the food the unkind climate refuses to
produce. In this work of distribution, as we remarked in a former
article, the routes are few and fixed. New land routes are opening
daily, and are penetrating to every part of the country. The flour
which is transported over half the continent for a dollar, is charged
on the local routes 30 or 40 cents, or even more for a dozen
miles; and one may ship a barrel of flour from Chicago to New

York for less than the cost of getting it to a point not without the
reach of the sound of the City Hall bell

10 The Merchants’ Magazine and Commercial Eeview, Vol., LX, June, 1869,
pp. 454457,

R e e ——
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The period before railroads and canals was the period before
manufactures. It was the era of home production and home con-
sumption. The New England farmer was obliged to raise his food ;
he could not bring it from distant regions. Soon followed the mar-
vellous growth and extension of the lines of intercommunication.
As soon as the fertile valley of the Genesee was reached, New Eng-
land found that food could be bought cheaper than it could be
raised, and that the muscle and brain of her people could be more
profitably employed in other pursuits than agriculture. The Ohio
was reached, and the States along the Lakes; and as these immense
granaries began to empty their riches into the lap of the East, the
latter found new fields for its energies. Production and distribution
have gone hand 1n hand, and the channel to market never remains
long over-crowded. As a new demand is made upon 1t, new facilities
are offered, and the restless energy of commerce is ever on the
alert to make easy the transfer and interchange of commodities.!!

Until about the year 1856, almost the entire surplus grain
and flour of the Middle West was transported to the Atlantie
seaboard by way of the Great Lakes and the Erie Canal
and to the Gulf States by way of the Mississippi River and
its tributaries. New York was almost the sole distributing
port in the East and New Orleans in the South. The exten-
sion of the railroads throughout the Middle Western States
effected radical changes in the conditions of transportation
during the sixties and seventies. The most significant
changes in the movement of grain from the Middle West to
the seaboard was effected by the competition between the
railroads and the inland waterways. This competition,
culminating in the diversion of the major part of the traffic
to the railroads, was first developed on the eastern routes.

The competition between the rail and water routes was at
first comparatively ineffective. The railroads of the country
were as a rule short; consequently through billing was diffi-
cult, if not impossible. Iron rails were still in use; hence

1t The Merchants’ Magazine and Commercial Review, Vol. LX, June, 1869,
pp. 454—457.
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small train loads and resulting high operating expenses.
Moreover, terminal facilities for loading and unloading
grain were as yet undeveloped. The railroads were there-
fore at a decided disadvantage in the competitive struggle
with the lake and canal route for the western flour and grain
traffic. Gradually, however, they achieved the victory. By
means of combinations of roads and by the organization of
through freight lines, the railroads were enabled to trans-
port grain from interior points to the local and export trade
centers of the East without breaking bulk. The introdue-
tion of steel rails in 1869 and the consequent inerease in the
size and hauling power of locomotives, and the construction
of elevators with loading and unloading machinery enabled
the railroads to compete on more even terms with the water-
ways. Active competition sprang up in many directions.
By 1872, sixty-seven per cent of all the grain shipped east
was transported by the main trunk railroads.!2

The railroads competed most vigorously for the flour,
corn, and oats traffic. The flour traffic was quiekly and al-
most completely absorbed by the railroads. The reasons
for this were: first, that flour was susceptible to injury by
moisture, thus giving the railroads a distinet advantage over
the Great Lakes route in the transportation of this com-
modity; second, flour was more difficult to handle, hence
through shipments were made by rail rather than by water
to eastern lake ports, at which points it was necessary to
transfer the flour to the eastern lines: and, third, a consid-
erable portion of the flour shipped east was destined for
consumption at local points along the way to the seahoard,
which were situated remote from, and out of reach of, the
waterways. In short, flour was shipped east by rail because

12 Report of the Select Committee on Transportation Routes to the Seaboard
(Washington, 1874), p. 24; Monthly Summary of Commerce and Finance of
the United States (Bureau of Statisties, Treasury Department), January, 1900,
p. 1962,
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the rail routes were safer and quicker and because flour con-
stituted a finished product ready for consumption at the
local markets.!*

The railroads were more successful in the competitive
struggle for the corn traffic than they were for the wheat
traffic. This is to be explained by the geographic location of
the areas-of surplus production.'* The great bulk of the
eastbound shipments of wheat came from the States west
and northwest of Lake Michigan, thus giving the lake route
a strategic advantage over the railroads in the transporta-
tion of this commodity ; while the bulk of the eastbound corn
shipments originated in the States south and west of the
lake region and so afforded the railroads an advantage over
the lake route in the transportation of corn. The railroads
practically controlled the transportation of grain from those
parts of Illinois and Indiana lying south of a latitudinal line

13 ““The railroads gained this traffic, partly because shipment by lake to
points not accessible to lake eraft involved a transshipment, and flour could not
be transferred with the same ease and faecility that grain could be trans-
shipped; partly because barrels are broken in this process and in passage if
rough weather be encountered; and finally because expeditious delivery is fre-
quently demanded — the elements of time being of much greater importance in
the movement of flour than of grain. To these causes may be added a fourth
— the cost of marine insurance’’.— Tunell’s The Diversion of the Flour and

Gramm Traeffic from the Great Lakes to the Railroads in The Journal of Polit-
ical Economy, Vol. V, 1897, p. 348,

14 Schmidt’s The Internal Grain Trade of the United States, 1860-1890, in
THE IowA JOURNAL oF HisTory AND Poritics, Vol. XIX, pp. 205-219. See
also Blodgett’s Relations of Population and Food Products in the United
States (Bulletin No. 24, Bureau of Statisties, United States Department of
Agriculture, 1903), pp. 16-21, 27-32; Annual Report on the Internal Com-
merce of the United States (Bureau of Statisties, Treasury Department), 1879,
Appendix, No. 19; Brewer’s Report on the Cereal Production of the United
States in the Tenth Census of the United States, 1880, Vol. III, maps 2 to 9
inclusive, showing the geographic distribution of wheat and corn production
in the United States in 1879; Statistical Atlas of the United States: Eleventh
Census, 1890, maps 291 to 294 and 297 to 300 inclusive, showing the geographie
distribution of wheat and corn production in the United States in 1889.

VOL. XX—6
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sixty miles south of Lake Michigan.'® This control was
extended into the region north of that line by high local rates
to Chicago which constituted an effective diserimination
against the lake route. This is shown by a comparison of
the cost of transporting a bushel of wheat from Sandoval,
Ilhmnois, to New York City by direct all-rail and by rail and
water route via Chicago, the Great Lakes, the Erie Canal,
and the Hudson River to New York. The direet all-rail rate
in 1874 was 34 cents; while the rail-water rate via Chicago
was 47.3 cents, which was distributed as follows: Sandoval
to Chicago, 15.8 cents; transfer charges at Chicago, 2 cents;
Chicago to New York by lake and canal, 26.6 cents; transfer
charges at Buffalo, 1.3 cents; lake insurance, 1.2 cents; and
Erie Canal and Hudson River insurance, 0.4 cents. This
shows that the average all-rail rate was 11.3 cents or i5 per
cent lower than the average cost of transport by the rail and
water route, ineluding transfer charges and marine insur-
ance but not including commissions which amounted to
about 2 cents a bushel.’® Many illustrations of this kind
could be given; but the one just given 1s sufficient to show 1
that grain could be transported from many points in the
Middle West to the eastern and southern markets by the all-
rail lines at less cost than by the lake and canal route.

Rates were not the only determining factor, however, in
the choice of routes for the shipment of grain from interior
points to the seaboard. Terminal facilities for the handling
and storage of the huge volume of grain which was poured
mto the markets after harvest also had a determining in-
fluence on the course of the grain trade which the railroads |
could not ignore. The lake ports of Chicago, Toledo, Mil-

15 Keport of the Select Committee on I'ransportation Routes to the Seaboard
(Washington, 1874), Vol. I, p. 24,

16 jfff}('rl-f fJ}" !hf' JSE’IFE'I! (-f}};’!]".fll-_fff"f' on T{I.j'[',ﬂj'f.:.,‘j‘r”]'r'-;i'r'”” R“Hrt"d\ i’-f’ lfhr::- "{pab‘-’j{]rgf
( Washington, 1874), Vol. I, pp. 24, 25.
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waukee, and Detroit, including Buffalo, the Gate City to the
Fast, through the capitalistic interests of those cities, pro-
vided these facilities. The lake ports therefore captured the
oreat bulk of the eastbound grain traffic. In 1872 the
amount of grain passing through these ports amounted to
86 per cent of the whole volume ; while the remaining 14 per
cent was shipped from the interior points direct to the
Atlantic seaboard without first passing through the lake
ports.t”

Chicago affords the best illustration of the effects of com-
petition between the railroads and the Great Lakes for the
western grain and flour traffic.'® It was here that the rail-
roads entered most vigorously and most successfully into
competition with the lake vessels. The rail distance from
this port to Buffalo and thence to the Atlantic seaboard was
the shortest; while the distance by lake was the longest.'”
Even so, however, competition between the rail and lake
routes was unequal, as shown by a comparative study of the
eastbound flour and grain shipments during this period.

The flour traffic, for reasons already given, was rapidly
absorbed by the railroads. It will be seen by reference to

17 Report of the Select Committee on Transportation Routes to the Seaboard
( Washington, 1874), Vol. I, p. 26.

18 See Tunell’s The Diversion of Flour and Grain from the Great Lakes to
the Railroad in The Journal of Political Economy, Vol. V, 1897, pp. 348-355;
Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1876, pp. 110-114 and Appendix, No. 4,
1879, pp. 99-103 and Appendix, No. 3, 1880, pp. 101-118 and Appendix, No. 1,
1882, pp. 59, 60 and Appendix, No. 3.

190 The distance from Chicago to Buffalo by lake is 889 miles and from Buf-
falo to New York City by the shortest rail route is 410 miles. The total lake
and rail distance from Chicago to New York City is therefore 1299 miles.
The rail distances from Chicago to the different seaboard cities are as follows:
Chicago to Boston, 1000 miles; Chicago to New York City, 912 miles; Chicago
to Philadelphia, 822 miles; Chicago to Baltimore, 802 miles; Chicago to New
port News, 896 miles; and Chicago to Norfolk, 984 miles— The Railroad
Gazette, Vol. XXIX, No. 13, pp. 215, 216.
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Tasre T

CHicaco EasT BounDp SHIPMENTS OF FLOUR BY LAKE AND Ram
FROM 1860 To 189()20
YEAR LAEE | _ RAIL | ToTAL
( BARRELS) (BARRELS) (BARRELS)
1860 218,741 408,082 626,823
1861 452 927 1,001,618 1,544,545
1862 1,057,803 672,961 1,730,764
1864 1,007 343 270,855 1,478,198
1865 1,034,793 208,747 1,243,540
1866 646,356 721,068 1,367 424
1867 481,491 1,585,776 2,067,267
1868 650,367 1,187,582 1,837,949
1869 774,556 1,749,973 2.524 59¢
1870 574,393 989,160 1,563,553
1871 488.705 694 274 1,182,979
1872 223 457 1,022 968 1,246,425
1873 428 321 1,773,467 2,201,788
1874 555,152 1,672,037 2,227 189
1875 328,283 1,872,943 2,201 226
18786 236,501 2.309,530 2,646,121
1877 148,779 2,229.729 2,378,508
1878 321,648 2,371,623 2.693 271
1879 330,257 2 675,402 3,005,659
1880 527,873 2,264,886 2,792.759
1881 159 415 4,235 559 4,394 974
1882 792 764 2,887,603 3,680,367
1883 801,099 3,067.275 3.868.374
1884 753,357 3,930,576 4,683 933
1885 652,373 4,450,051 5,102,424
1886 1,391,235 2 244 376 3,635,611
1887 1,544,196 4 682 546 6,226,742
1888 1,711,370 3,613,922 5,325,292
1889 1,811,467 1,951,274 3,762,741
1890 1,757,745 2,172.761 3,930,506

20 The statistics in Table T showing the comparative eastbound lake and
rail shipments of flour from Chicago from 1860 to 1890 are taken from the
Monthly Summary of Commerce and Finance of the United States (Bureaun of
Statistics, Treasury Department), January, 1900, p. 1964.




THE INTERNAL GRAIN TRADE 85

Table I showing the eastbound lake and rail shipments from
Chicago during the period from 1860 to 1890 that in 1860
and 1861 the railroads transported almost twice as much
flour as the lake vessels; but in 1862 the lake route gained
supremacy and easily maintained the lead during the next
two years. In the year 1866, however, the railroads be-
gan to encroach upon the lake route. In that year they
transported 53 per cent of the flour; in 1867, they carried
77 per cent; in 1872, they carried 82 per cent; in 1877, they
carried 94 per cent; and in 1881, they transported 96 per
cent. After that date, however, the relative importance of
the railroads as carriers of the Chicago eastbound flour
traffic declined. In 1882, they transported 79 per cent of
this traffic; in 1886, they transported 62 per cent; in 1889,
they transported 54 per cent; and in 1890, they transported
ob per cent.

The eastbound flour traffic from Chicago reached its max-
imum volume in 1887 when 6,226,742 barrels were shipped.
Of this amount 4,682,546 barrels were transported by the
railroads and 1,544,196 barrels were carried by the lake
vessels. After 1887 the relative importance of the railroads
in the transportation of flour declined. This deeline was
coincident with the diversion of the great bulk of the east-
bound flour traffic from Lake Michigan to Lake Superior
ports which was made possible by the completion in 1888 of
the Minneapolis, St. Paul, and Sault Ste. Marie Railway.
This road shortened the direct water route to the east by the
whole length of Lake Michigan, at the same time that it
also made good connections with the Canadian Pacific Rail-
road. These advantages were determining factors in favor
of the new route to which the great bulk of the surplus
flour of the northwest was thereafter diverted, thus avoid-
ing the delay at Chicago due to the congestion of the flour
traffic at that point. By 1897, the flour shipments over the
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““Soo’’ route exceeded the combined rail and lake shipments
from Chicago.*!

The wheat traffic was diverted from the lake vessels to
the rail routes less rapidly and completely than the flour
traffic. A comparison of the eastbound lake and rail ship-
ments of wheat from Chicago (Table I1) shows that in 1860
the railroads seeured three per eent of the total shipments.
In 1861 they secured five per cent; while in 1862 they trans-
ported but one per cent and in 1864 but four-tenths of one
per cent of the total shipments. After the Civil War, the
railroads entered upon a vigorous competition for the wheat
traffic with the result that by 1867, they transported 38 per
cent of the total shipments, which, however, represented an
abnormally high proportion of the entire easthound wheat
traffic. In 1871 the rail shipments were reduced to five per
cent; while in 1874 they were increased to 37 per cent.
From that date to 1877 the rail shipments decreased rap-
1dly, but 1n 1878 they were rapidly increased to 44 per cent.
[n 1879 they constituted 41 per cent of the total shipments
which now amounted to nearly 30,000,000 bushels. After
that date the rail shipments underwent a slight relative
decline with the exception of the years 1881 and 1885 when
they amounted to 50 per cent of the total shipments. In
1890 the railroads carried 42 per cent of the total shipments.
From 1895 to 1897 they carried but 32 per cent of the total
shipments.

The diversion of the corn traffic from the lake to the rail
routes was effected even more slowly and less completely
than the wheat traffic. A comparison of the eastbound lake
and rail shipments of corn from Chicago (Table IIT) shows
that 1n 1860, the railroads carried four per cent of the en-
tire shipments. During the war period, however, the rail

21 Monthly Summary of Commerce and Finance of ithe United States (Bu-
reau of Statisties, Treasury Department), January, 1900, p. 1988.
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TasLe 11

Cricago East Bounp SHIPMENTS OF WHEAT BY LAKE AND RAIL
rroM 1860 To 1890 2=

Ve [LAKE RAIL ToTAL

- (BUSHELS) (BUSHELS) (BUSHELS)
1860 11,817,476 377,647 12,195,123
1861 15,005,735 730,873 15,7.‘56,[5{18
1862 13,466 325 175,322 13,641,647
1864 10,646,052 39.768 10,685,820
1865 9,983,567 114,075 10,097,642
1866 6,502,575 1,147,510 7,650,085
1867 5,827,846 3,605,618 9,433,464
1868 8,492 187 1,072,078 9,564,265
1869 8,896,647 2,114,300 11,010,947
1R70 13,429,069 2,621,699 16,050,768
1871 12,120,923 576,648 12.697.,571
1872 8,831,870 2,363 810 11,195,680
1873 15,528,984 8,149,209 23,678,193
1874 16,974,149 9.725,.251 26,699,400
1875 16,061,054 5,956.609 92,017,663
1876 7,396,369 5,378,792 12,775,161
1877 10,345,983 2,957,250 13.303,233
1878 12,903,481 10,018,880 22.922 361
1879 17,622,796 12,232,323 29 855,119
1880 16,685,046 4742343 21,427,389
1R8] 7,688 072 7,728,124 15,416,196
18382 14,944 258 2,920,526 17,864,784
1883 7,067,657 2,696,071 9,763,728
R84 11,518,884 6,322,493 17,841,377
1885 5,436,461 5,496,544 10,933,005
1886 10,513,126 2,462,918 12,976,044
1887 17313,351 6,893,504 24 206 855
1888 5,895,379 3,998,998 9,894 377
1889 10,330,675 4 814978 15.145,653
1890 6,965 834 2,953 826 9,919,660

22 The statistics in Table IT showing the comparative eastbound lake and
rail shipments of wheat from Chicago from 1860 to 1890 are taken from the
Monthly Summary of Commerce and Finance of the United States (Bureau of
Statistics, Treasury Department), January, 1900, p. 1964,
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Tasre I11

FROM 1860 1o 189023

CHIcAGO EasT Bound SHIPMENTS OF CORN BY LLAKE AND RATL

YFRAR

LAKE
(BUSHELS)

RATL
(BUSHELS)

TorAL
(BUSHELS)

1860
1861
1862
1864
1865
1866
1867
1568
1569
1870
1871
1872
15873
1874
1875
1876
1877
1878
1879
1880
1881
1882
1883
1884
1885
18865
1887
1888
1R89
1890

13,063,043
23,987.240
29,248 677
24.749 400
11,998 475
24,421 660
31,457 855
19,940.172
21,671,071
13,598 387
34,200, 87€
41,589,508
34,487,205
30,242 311
21,850 652
28,104,265
38,607 611
46,368,653
41,561,336
72,400,769
44,164,571
31,394 261
47,738 117
27,360 924
29,382 591
40,956, 177
38,710,856
47,759,708
63,200,754

07,255,466

616.077

674 053
1,452 162
1,612,851
3,067,718
4 018,479
2,435,220
SR8 402
,194 361

2,364,833

4.321.559
17.299 232

7,657,511
13,504 458
19,711,615
21,100,849
29,625,348

16,965,706

Lo Of

22,766,745
24 626,517
28,682 864
13,903,051
10,674,781
20,520,599
20,070.032

31,834 558

13,040.654
24,339,284
29 373,839
24 870,094
12,614 552
20,095,653
32,910,017
21,553,023
25.038.780
17,616,866
36,636,096
46,977,910
36,681,566
32,607,144
26,172,211
45 403,497
46,265,122
09,873,111
61,272,951
93,501,618
73,789,919
48 359 967
70,501,862
01,887,441
08,065,455
o4 859 228
49 385,637
68.280.307
83,270,786

89,090,024

23 The statistics in Table III showing
rail shipments of corn from

the comparative eastbound lake and
Chicago from 1860 to 1890 are taken from the

Monthly Summary of Commerce and Finance of the
Statistics, Treasury Department), January, 1900 p.

United States (Bureau of

1965,




THE INTERNAL GRAIN TRADE R0

shipments declined in both absolute and relative impor-
tance, amounting in 1862 and 1864 to but four-tenths of one
per cent of the entire shipments. At the close of the war
the railroads entered upon a vigorous competfition for the
corn traffie, with the result that by 1870, they had captured
23 per cent of the entire shipments. In 1876 the rail ship-
ments suddenly mounted from an annual average of less
than 5,000,000 bushels to more than 17,000,000 bushels,
which constituted 38 per cent of the entire shipments. In
1884, the railroads carried 48 per cent and in 1885 they car-
ried 49 per cent of the entire shipments. After that date
the eastbound rail shipments of corn declined in both abso-
lute and relative importance. In 1894 they carried but 14
per cent of the total shipments.

The oat traffic was diverted more rapidly and completely
from the lake to the rail routes than either the wheat or the
corn traffiec. It will be seen by Table IV that there was a
rapid growth in the volume of oats shipped east from Chi-
cago during the war period. This is explained in large part
by the fact that the principal contracts for supplying the
armies 1n the south were filled in Chicago. The blockade
of the Mississippi River had closed that important highway
of commerce, hence it was impossible to send commodities
by that route. Moreover, there were as yet no north and
south railroads adequate for this purpose, and so it be-
came necessary to utilize the railroads connecting Chicago
with the Atlantic seaport cities for the transportation of the
great bulk of the oats destined for the southern States.
After the war the rail shipments declined in both absolute
and relative importance; but in 1870 the railroads began a
vigorous competition for the oat traffic, with the result that
by 1873 they carried 60 per cent of the total shipments which
now amounted to nearly 16,000,000 bushels. From that date
to 1886 the railroads secured nearly all the oat traffic. In
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TasLe IV

CHICAGO EAST BOUND SHIPMENTS OF OATS BY LARE AND RAIL
FrROM 1860 To 1890 24

- LAKE RAIL ToTAL
Y EAR

(BUSHELS) ( BUSHELS) ( BUSHELS)
1860 605,304 242 580 847 884
1861 1,422,776 69.73 1,492 507
1862 2,470,745 357,451 2,828,196
1864 5,696,800 2.213.058 7.909,858
1865 12,098,000 2,922,792 15,020,792
1866 8,719,900 1,538,383 10,258,283
1867 7.895.113 1,911,664 0366, 777
1868 9,745,205 388,114 10,133,319
1869 12,755,929 2,004,191 14,760,120
1870 6,339,220 2,064,333 8,403,553
187 8,797,599 3,312,421 12,110,020
1872 6,370,784 5,853,319 12,224,103
1873 5,985,954 9,559,635 15,545,589
1874 4,741,088 0,674,137 10,415,225
1875 4,;'17'.";:3-15 9,012 812 10,092 060
1876 2,997,335 8,166,155 11,163,490
1877 5,013,278 7,424,788 12,438,066
1878 6,255,003 10,149,386 16.404.389
1879 1,589,939 11,880,719 13,470,658
1880 2,139,473 18,402,996 20,542,469
1881 4,807,581 17,844,017 22,651,598
1882 3,633,638 18,966,513 22,600,151
1883 4 938,546 26,372,649 31,311,195
1884 0,444 889 27,780 317 33,225,206
1885 1,571,481 29,925,784 31,497,265
1886 3,219,833 27.756.005 30975 838
1887 10,215,112 24,612 448 34 827 560
]RER 13,764,336 25,761,204 39,525,540
1889 24 948 459 24 814,104 49 762,563
1890 18,522,884 00,604,575 69,127,459

24 The statisties in Table IV showing the comparative eastbound lake and
rail shipments of oats are taken from the Monthly Summary of Commerce and
Finance of the United States (Bureau of Statistics, Treasury Department),
January, 1900, p. 1965.
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the latter year the lake vessels entered the field again and
secured a large share of the oat shipments; but the rail-

roads still continued to retain the major portion of this
traffic.

The railroads were therefore more successful in the com-
petitive struggle for the eastbound oat traffic than they were
for the wheat and corn traffic. Sinece oats constitute a com-
modity of large bulk with relatively low value why did the
railroads transport a larger proportion of this grain than
of either wheat or corn? The reasons have been stated in
part by one writer as follows:

Oats take up moisture more readily than other grains and as a
very small amount will cause oats to become musty, and thus unfit
for horsefeed, this grain when not in the best of condition is gener-
ally shipped by rail. Recently there has been a device invented for
‘“‘clipping’’ oats by which the portion that most freely absorbs
moisture can be removed at slight expense. By ‘‘clipping’’ the
weight of the measured bushel is also increased by some four to
six pounds. During the germinating season grain is more liable
to spoil and during this period it is safer to ship by rail. But there
is another and far more potent reason for the unusually large rail
movement of oats. It is the lake rates. These are fixed more upon the
basis of bulk than weight, and as oats is a bulky product the freight
per hundred pounds is considerably higher than on wheat and corn.
Enough oats ecannot be stowed away in the hold of a ship to secure
a cargo equal in weight to that of the same ship loaded with wheat,
and therefore it is mecessary to fix a higher rate per hundred
pounds upon oats than upon wheat. The grain car, on the other
hand, is so large that there is no difficulty in loading it to its full
carrying capacity with the bulky product oats, and as a consequence
the rail rates on oats are no more per hundred pounds than those
on wheat and corn. Lake rates per hundred pounds on oats are
very much higher than the rates on wheat and corn.?®

25 Tunell’s The Diversion of the Flour and Grawm Traffic from the Great
Lakes to the Railroads in The Journal of Political Economy, Vol. V, 1897, pp.
354, 355.




92 IOWA JOURNAL OF HISTORY AND POLITICS

Milwaukee was the next important western lake port in
the competitive struggle between the lake and rail routes
for the eastbound flour and grain traffic. This city is lo-
cated about 85 miles north of Chicago on the western shore
of Lake Michigan. It is therefore farther removed by the
all-rail route from the seaboard than Chicago; though it is
correspondingly nearer by the lake route. Consequently
the railroads were not as successful in securing the east-
bound flour and grain traffic at Milwaukee as they were at
Chicago. The rail shipments were sent southward around
the lower end of Lake Michigan throngh Chicago. Large
shipments were also made via the transit lines across Lake
Michigan and thence by rail eastward and southeastward
without unloading. The great bulk of the traffic, however,
was sent directly eastward by the all-lake route.2s

A comparative review of the eastbound lake and rail
shipments of flour from Milwaukee shows that in 1876 the
rallroads transported 1,289,147 barrels of flour, or 49 per
cent of the total shipments. This represented the largest
shipment of flour, both absolutely and relatively considered,
that was seecured by the railroads throughout the entire
period. 1In 1877, the rail shipments from Milwaukee de-
clined to 102,675 barrels, which represented but 9 per cent
of the entire shipments. After that date they constituted
only about 10 per cent of the entire shipments. From 1895
to 1897 the all-lake shipments amounted to 50 per cent of
the total shipments; and the transit line shipments amount-

26 See Thompson’s The Rise and Decline of the Wheat Growing Industry in
Wisconsin (Bulletin of the University of Wisconsi n, Economics and Politieal
Seience Series, Vol, YV, No. 3, 1909), Pt. IT, Ch, VIT; Merk’s Economic His-
tory of Wisconsin Da:n ng the Ctwil War Decade, Ch. XV, This is Volume T of
the Studies published by the State Historieal Society of Wisconsin. See also
Annual Eeport on the Internal Commerce of the United States (Bureau of Sta-
tisties, Treasury Department), 1882, Appendix, No, 10,
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ed to 39 per cent; while the all-rail shipments amounted to
but 11 per cent.*”

Milwaukee during the war period became the most im-
portant primary wheat market in the world — a distinetion
which had previously been held by Chicago but which after
the war and in the seventies passed back and forth between
the two cities. In 1873 the Milwaukee wheat shipments
amounted to nearly 25,000,000 bushels. In 1877 they were
reduced to a little less than 18,000,000 bushels. After that
date the Milwaukee wheat market rapidly declined, while
the Chicago wheat market was for a time maintained as to
quantity of wheat received and shipped; although Chicago
was soon overtaken in the early nineties by Minneapolis
and Duluth-Superior which had now become the leading
primary wheat markets of the Middle West. Meanwhile
Milwaukee declined in both absolute and relative impor-
tance as a wheat market. After 18380 the annual wheat
shipments amounted to considerably less than 8,000,000
bushels. The rail shipments during the Civil War period
were almost negligible. After the war they were suddenly
increased to over 300,000 bushels, which amount was main-
tained with slight fluctuations until 1873 when the rail ship-
ments suddenly rose to about 1,700,000 bushels. From
1873 to 1876 they averaged nearly 3,000,000 bushels. After
that date the rail shipments declined in amount but in-
creased 1n proportion to the total shipments. In 1873 the
rail shipments of wheat from Milwaukee amounted to seven
per cent of the total shipments; the transit line shipments
to two per cent, and the lake shipments to 91 per cent. By
1895 rail shipments had been increased to 57 per cent and

27 These statistics showing the relative importance of the eastbound lake and
rail shipments of flour from Milwaukee from 1860 to 1890 are taken from the
Monthly Summary of Commerce and Finance of the United States (Bureaun of
Statistics, Treasury Department), January, 1900, pp. 1965, 1966.
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the transit line shipments to ten per cent; while the lake
shipments had been reduced to 33 per cent.?®

The eastbound corn shipments from Milwaukee were of
minor importance. Throughout the entire period from
1860 to 1890 there were but three years in which the ship-
ments exceeded 1,000,000 bushels and but four years in
which they exceeded 500,000 bushels. The great bulk of the
corn was shipped by the lake route. In 1872, the lakes car-
ried 98 per cent of the total shipments; in 1880, they car-
ried 92 per cent; and in 1897 they carried 91 per cent. The
oat traffic though more important than the corn traffie, did
not undergo a rapid growth until about 1890. The bulk of
the oats was shipped out by the lake route.2”

Chicago and Milwaukee have been selected for this study
for the reason that competition between the lake and rail
routes for the western grain and flour traffic was practically
confined to shipments from these two great primary mar-
kets to points located on the Great Lakes-Erie Canal-Hud-
son River waterway and to New York City: the eastern
terminus of that line. The other leading primary markets
of the lakes were Toledo, Detroit, Duluth, and Superior, not
to mention a host of minor cities which contributed very
materially to the total volume of the eastbound flour and
erain traffie.?®

28 These statistics showing the relative importance of the eastbound lake and
rail shipments of wheat from Milwaukee from 1860 to 1890 are taken from the

Monthly Summary of Commerce and Finance of the United States (Bureau of
Statistics, Treasury Department), January, 1900, p. 1966.

29 These statistics showing the relative importance of the eastbound lake and
rail shipments of corn from Milwaukee from 1860 to 1890 are taken from the
Monthly Summary of Commerce and Finance of the United States (Burean of
Statistics, Treasury Department), Ja nuary, 1900, p. 1966. See same reference
for oat shipments.

30 Among these eities may be mentioned Racine. Kenosha, Sheboygan, Port

Washington, and Green Bay, See map showing the freioht traffic on the
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The most significant feature of this development was the
rapid northwestward movement of the wheat growing and
flour milling industries and the consequent diversion of the
wheat and flour traffic from Lake Michigan to Lake Superior
ports. As long as the surplus wheat areas were tributary
to Chicago the railroads had a strategic advantage over
the lake vessels in the competitive struggle for the east-
bound flour and wheat traffic. The rail route from Chicago
to Buffalo is almost a direct line; whereas the lake route is
extremely circunitous, thus making necessary a considerable
deviation from the direct route. That is to say the distance
from Chicago to Buffalo by rail is 540 miles; while the dis-
tance by lake is 889 miles. This is equivalent to saying that
for every mile by the direct rail route, the lake vessels must
2o 1.65 miles.?® The movement of the surplus wheat areas
into Minnesota and the Dakotas in the eighties and the
nineties brought Minneapolis into prominence as the great-
est primary wheat market and flour milling center in the
world; while the construction of the St. Paul and Duluth
Railroad brought Duluth and Superior at the head of Lake
Superior nearer to the wheat ficlds of the Great Northwest
than Chicago. Duluth and Superior are no further by lake
from Buffalo than Chicago and Milwaukee; consequently
these two lake ports were able to secure the great bulk of
the surplus wheat destined for the eastern markets. Du-
luth also became a great flour milling center, thus becoming
an important shipping point for both wheat and flour.
Moreover, the completion of the Minneapolis, St. Paul, and
Sault Ste. Marie Railroad in 1888 opened up a direct route
Great Lakes during the year 1890 in the Annual Report on the Internai Com-

merce of the United States (Bureau of Statistics, Treasury Df‘-l}ﬂr“”““t)’
1891, opposite p. 96.

31 The time tables of the New York Central Railroad give 540 miles as the
distance by the main line and 535.88 miles by the Michigan Central route.
The Rand MeNally Commercial Atlas of America (1921 edition), p. xl, gives
the shortest rail distance between Chicago and Buffalo as 513 miles.
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between the twin cities and the east, with the result that
considerable quantities of flour and wheat were sent over
this route to Sault Ste. Marie, at which point these com-
modities were sent by the lake route to Buffalo or over the
Canadian Pacific Railroad to Montreal,

An accurate description of the eastbound flour and grain
traffic of Duluth and Superior is furnished by the statisties
of the volume of flour, wheat, and other grains passing
through the St. Marys Falls Canal. This statement is sup-
ported by two facts: first, that there was but little local
grain traffic on Lake Superior, since most of it was destined
for the lower lake ports; and second that the Lake Superior
traffic had to pass through this canal. In 1860 the flonr
shipments through the Soo Canal amounted to 50,250 bar-
rels. No wheat shipments were reported; while shipments
of other grains amounted to 133,000 bushels. In 1873 the
flour shipments amounted to 172,692 barrels; the wheat
shipments to 2,120,000 bushels; and all other grains to
310,000 bushels. 1In 1884, the flour shipments amounted to
1,248,243 barrels; the wheat shipments to 11,986,000 bush-
els; and all other grains to 517,000 bushels. By 1890 the
flour shipment had been inereased to 3,239.104 barrels, the
wheat shipments to 16,217,000 bushels, and all other grains
to 2,044,000 bushels.32

The eastbound flour shipments over the Minneapolis, St.
Paul, and Sault Ste. Marie Railroad amounted in 1888 to
931,002 barrels, and in 1889 to 1,367,792 barrels. In 1895
they were increased to 2,111,455 barrels and in 1897 to
2,807,942 barrels. This now exceeded the eastbound ship-
ments from Chicago by both lake and rail which amounted
to 2,618,076 barrels.?3

32 Monthly Summary of Commerce and Finance of the United States ( Bu-
rean of Btatisties, Treasury Department), January, 1900, p. 1990,

83 Monthly Summary of Commerce and Finance of the United States (Bu-
reau of Statistics, Treasury Department), January, 1900, p. 1988,
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These movements explain the extent to which the lake
vessels were able to recover a considerable portion of the
grain and wheat traffic which had hitherto been lost to the
railroads. The Great Lakes occupied a midway position in
the movement of grain from the Middle West to the Atlan-
tic seaboard. Duluth, Superior, Milwaukee, Chicago, Green
Bay, Port Washington, Sheboygan, Kenosha, and Racine
sent vast quantities of wheat, corn, and oats by lake lines to
the lower lake ports of Detroit, Toledo, Cleveland, Erie,
Buffalo, Oswego, and Ogdensburg. From these lower lake
shore cities the grain and flour receipts were transshipped
to the eastern and foreign markets. Most of the lake lines
were in the serviece of the railroads which reached these
ports. All the leading trunk lines owned lake lines of
steamers which transported grain and flour from the upper
to the lower lake ports.®!

The principal transshipment point was Buffalo: the gate
city to the East. Through this city passed the great bulk of
the western flour and grain shipped east to the Atlantic
seaboard by the lake route. The rapid growth in the volume
of this traffic is shown by Table V which gives the annnal
receipts from 1860 to 1890. Of special significance is the
remarkable expansion in the volume of flour receipts during
the latter part of this period. It will be noted that the flour
receipts were increased from 2,903,280 barrels in 1885 to
6,245,580 barrels in 1890. The rapid growth in flour re-
ceipts continued after that date, amounting in 1891 to
11,488.530 barrels. A comparison of the relative quantities
of flour and wheat received at Buffalo shows that from
1877 to 1888 the total flour receipts amounted to 22,100,000
barrels; while the agegregate wheat receipts amounted to

3% Annual Report on the Internal Commerce of the United States (Bureaun of
Statistics, Treasury Department), 1880, p. 158; Annual Report of the New
York Produce Exchange, 1875-1876, pp. 220, 221.

YOIt XX—i
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Burraro FLour AND GRAIN RECEPTS BY LAKE
FrROM 1860 To 189035

TorarL FLOUR

YEAR Frour WHEAT CorN OATS AND GRAIN
(BARRELS) | (BUSHELS) | (BUSHELS) | (BUSHELS) (BUSHELS)
1860 1,122,335 18,502,649 | 11,386,217 1,209,594 37,053,115
1861 2,150,591 27,105,219 | 21.024.657 1,797,905 61,460,601
1862 2,846,022 30,435 831 24 388 627 2,624,932 72,872,454
1863 2 978,089 21,240,348 | 20,086,952 7.322 187 64,735,510
1864 2,048,530 17,677,549 | 10,478,681 11,682,637 51,177,146
1865 1,788,393 | 12,437,888 | 19,840,931 8,494 799 51,415,188
1866 |. 1,213,543 | 10,479,694 | 27,894,798 | 10,227,472 58,388,087
1867 1,440,056 11,879,685 | 17,873,638 | 10,933,166 50,700,060
1868 1,602,731 12,555,731 16,804,087 11,492,472 49,949 856
1869 1,598,487 19,228,546 | 11,549,403 5,459,403 45,007,163
1870 1,470,391 20,556,722 9410,128 ] 8465 983 46,613,096
1871 1,278,077 22,606 217 26,110,769 9.006,409 67,155,742
1872 762,502 14,304,942 | 34,643,187 6,050,045 32,260,332
1873 1,259,205 | 30,618,372 | 28,550,828 5,972,346 73,636,595
1874 | 1,693,585 | 20,778,572 | 24,974,548 | 5.396,781 70,030,552
1875 1,810,402 | 32,967,656 | 22,593,891 8404 124 74,246,726
1876 807,210 19,324,612 | 20,939 853 2,397,287 50,074,648
1877 693,044 23,284,405 | 33.362.866 4.279 229 65,199,291
1878 911,980 35,419,136 | 35,133,853 5,122,972 84,046 052
1879 897,105 37,788,501 | 32,990,993 1,104,793 78,865,354
1880 1.317,911 40,510,229 | 62,214,417 649 350 112,042,927
1881 1,051,250 18,495,320 | 34,434 830 3,565,737 62,062,895
1882 1,199 350 26,050,030 | 21,664,530 1,650,170 56,830,340
1883 2,071,570 24,105,420 | 34,975,040 3,226,900 76,079,930

1884 2,615,510 32,469,710 18,538,340 3,174,730 70,041,52
1885 2,903,280 27,130,400 | 21,028.230 767,580 64,329,230
1886 4,582,190 | 41,430,440 | 29.155,370 1,014,670 95,425,790
1887 4. 001,360 48,111,180 30,199,490 4 656,280 104,737,710
1888 5,244 930 27,548,110 | 36.,422.270 7.807.310 99 448 150
1889 | 5,480,710 | 26,051,600 | 47,127,150 | 14,309,800 | 118,273,430
18390 6,245,580 24 868,630 44,136,060 13.860.,780 120,540,700

35 The statistics in Table V showing the flour and grain receipts of Buffalo
from 1860 to 18090 are taken from the Monthily Summary of Commerce and
Finance of the United Siates (Bureau of Statisties, Treasury Department},
January, 1900, p. 2015. The total receipts given in the last column include
barley and rye. See also Brewer’s Report on the Cereal Production of the

United States, p. 162, in the Tenth Census of the United States, 1880, Vol. IIL
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354,800,000 bushels. From 1889 to 1898, however, flour
receipts amounted to 97,700,000 barrels; while the wheat
receipts amounted to 594,000,000 bushels. That is to say,
whereas in the first period Buffalo received one barrel of
flour for_every 16 bushels of wheat, in the second period it
received one barrel of flour for every 6 bushels of wheat. Or,
to state it in another way, in the first period 22 per cent of
the total wheat receipts of Buffalo was in the form of flour;
while in the second period, 42 per cent of the wheat receipts
was in that form.?®¢ This change in the relative importance
of wheat and flour receipts at Buffalo emphasizes the rapid-
ity with which the milling industry was shifted from the
Atlantic seaboard States to the Middle West s

The relative importance of Buffalo as the transshipment
point for western grain and flour shipped by the lake route
is shown by the fact that in 1890 this city received 92 per
cent of the wheat shipments, 74 per cent of the corn ship-
ments, 73 per cent of the oat shipments, 92 per cent of the
barley shipments, and 63 per cent of the flour shipments.
Oswego, Ogdensburg, Cleveland, Erie, Chicago, and Mil-
waukee received nearly all of the remainder. 8

Buffalo thus continued to be the great transshipment
center — a position which this city had achieved upon the
completion of the Firie Canal in 1825 — for the great bulk
of the flour and grain shipped eastward by the lake route.
At this point the shipper had the choice of water and rail

36 Monthly Summary of Commerce and Finance of the United States (Bu-
reau of Statistics, Treasury Department), January, 1900, p. 2014.

37 See Thompson’s The Rise and Decline of the Wheat Growing Industry in
Wisconsin (Bulletin of the University of Wisconsin, Eeonomics and Political
Science Series, Vol. V, No. 3. 1909), Pt. TI, Ch. VI; Monthly Summary of
Commerce and Finance of the United States (Burean of Statisties, Treasury
Department), January, 1900, pp. 1988-1990.

38 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1891, p. xxvi.
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routes to the seaboard. The water routes consisted of:
first, the Erie Canal and Hudson River to New York City;
and, second, the Welland Canal and the St. Lawrence River
to Montreal, at which point shipments could be continued
by that river to Europe or transferred to the Canadian
Grand Trunk Railroad to Portland and Boston. The rail
routes consisted of : first, the New York Central Railroad to
Albany and thence to New York City or to Boston; and,
second, the Erie Railroad to New York City.

The Welland Canal-St. Lawrence River route entered
into competition with the Canadian Grand Trunk and Cana-
dian Pacific Railroad for the flour and grain trade destined
for Montreal. The greater part of the corn traffic was
handled by the lakes; while the flour traffic was rapidly and
completely absorbed by the railroads. Of the total flour re-
ceipts of Montreal in 1875 the proportion carried by the
Canadian Grand Trunk Railroad amounted to 75 per cent,
thus leaving but 25 per cent for the Welland Canal and St.
Lawrence routes; while in 1882, the Grand Trunk Railroad
carried 85 per cent of the total shipments received by Mon-
treal. The wheat traffic was also secured by the railroads,
although muech more gradually. In 1875, the Grand Trunk
Railroad carried 14 per cent of the total shipments received
by Montreal ; while in 1882, they handled 19 per cent of the
total flour and grain receipts of Montreal. In 1898, the
ailroads carried 83 per cent of the flour, 24 per cent of the
wheat, 14 per cent of the corn, 77 per cent of the oats, 28
per cent of the barley, and 17 per cent of the rye.*® It will
therefore be seen that the Welland Canal-St. Lawrence
River route surrendered a considerable proportion of the
eastbound traffic for Montreal to the railroads. HKven so,
however, it is noteworthy that the Welland Canal had an

80 Monthly Summary of Commerce and Finance of the United States (Bu-
reau of Statisties, Treasury Department), January, 1900, p. 1968.
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advantage over the Erie Canal with respect to length, depth,
and geographie position. At the same time it also occupied
a more favorable position with respect to its natural com-
petitors (the Canadian Grand Trunk and Pacific railroads)
in the struggle for the eastbound flour and grain traffic des-
tined for Montreal than the Erie Canal occupled with refer-
ence to the New York Central and Erie railroads in the
competitive struggle for the traffic destined for New York
City.

The Erie Canal — once the great highway of commerce
between the Middle West and the Atlantic seaboard — was
now superseded by the railroads in the competitive struggle
which ensued after the Civil War for the western flour and
grain traffic. For a time the encroachment of the railroads
upon the canals continued unobserved. Confidence in the
ability of the eanal to compete successfully for the grain
traffic was frequently expressed. Apropos of the belief in
the superiority of the Erie Canal and the cost of transport-
ing a bushel of wheat from the Mississippi River to New
York City, the following editorial in The Merchants’ Maga-

eime and Commercial Review for May, 1869, is of pertinent
Interest :

The subject of cheaper transportation from the West to the East
has attracted much attention of late. The report of the Hon.
Israel T. Hatch, of Buffalo, to the Secretary of the Treasury; the
speech of the same gentlemen before the New York Produce Ex-
change; the mission of representatives of New York grain interests
to the shippers and dealers of the lake cities; the action of the
Board of Trade in these eities; and, finally, the convention of
delegates from boards of trade in the lake cities at Chicago during
the last week, attest the interest that is felt in this matter by
shippers and commereial men. This action and agitation has been
stimulated by the eonviction that the cost of transportation of grain
and breadstuffs is hicher than is necessary, that the transfer
charges at Chicago, Buffalo, Oswego and New York are too great,
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and to the further fact that the merchants of St. Louis and New
Orleans are energetically moving with reference to making the Mis-
sissippi the outlet to the sea for agricultural produets of the North-
west. Other disturbing causes are the agitation in reference to a
Niagara Ship Canal, the enlargement of the Welland Canal, and
the marvellous growth of the railroad interest which menace the
ordinarily cheaper lines of water communication.

Grain and flour will, as a matter of course, take that route to
market which, all things considered, is the cheapest. Time is not
an important element. To the millions of bushels of grain in the
Northwest which seek a market various routes are presented, and
the solicitations of these are of various degrees of strength. Thus
far transportation by the Lakes and the Erie Canal or by the rail-
roads direct to the seaboard have been the favorite routes. Rivals
have risen and grown threatening; direct trade with Europe has
been talked and dreamed of, but there has been no really formidable
competition to the route which has for so many years been the
natural outlet. The fact that the Erie Canal earned over and
above expenses some $3,000,000 last year, at once suggested the
thought that the canal tolls were excessive, and this stimulated an
investigation which has shown that freight and transfer charges
could be reduced, and that the whole business of shipping grain
could be transacted at less cost, and the saving to be transferred to
the pockets of the producer and the consumer.

In the discussion of this question of cheaper transportation there
are two classes of reasoners: One believes that the cheapening of
freicht must be in the direction of water transportation; the other
looks to the railroads as the certain means for reducing charges
and as the commanding power in transportation for the future.
Into this question we do not propose to enter at present. Our
object is to show that freight and transfer charges are now too
high, and that they can be reduced. To transport a bushel of grain
from the Mississippi to the seaboard, it now costs 521/ cents. The
details are as follows:

Freicht by rail to Chicago........cooooooemieiieeeeeeee 20
Inspeetion (in rand oul) . i N 14
@fanied a1k Ca) e e LR, W L K W b Ml e 114

Freight to Buffalo.......ccoomooeeeeeee . 616
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InStranes fosee ol el v s o - il il e = 114
Elevator at Buffalo....................___._..._ 2
12 L o385 e e G R el L 14
Commissions at Buffalo.................__..____ 114
Freight by Canal to New Nork 181
Expenses in New York.................. . 3
Total EXPENSES.......cooeinrnmen e ene e DO

Of this sum, 40 cents are for carriage, and 1214 are for transfer
and local charges. The railway West of Chicago receives 20 cents
for 200 miles. The canal, 352 miles, and the Hudson River, 150
miles, require 1315 cents, of which 6 cents are for tolls. The lake
charges for a distance of more than a 1,000 miles are but 614 cents,
The aggregate is about $10 a ton from Chicago, or $17 from the
Mississippi. The charges at grain elevators vary from one cent to
two cents bushel. The charge for shoveling is from $2 to $5 for
1,000 bushels. At Buffalo, last year, the transfer and shovelling
charges on 36,754,948 bushels exceeded the canal tolls by $216,000;
and at Oswego the transfer charges alone on 6,270,466 bushels
exceeded the tolls by $15,000. To this the charge for shovelling is
to be added. It is a curious fact that the steam elevators have
actually been in the habit of charging more than the same work
could be done for by hand power. Two cases are cited at Buffalo.
In one instance a cargo of 87,000 bushels of oats was transferred
by an elevator in fifteen hours. The elevator fees were $1,740, the
cost of shovelling $435; total, $2,175, or 214 cents a bushel. In
another case, two vessels were unloaded by hand, and the cargo
transferred to cars, at a cost of 114 cents a bushel. An inspection
and comparison of these figures indicate that in order to cheapen
transportation, it is not necessary merely to reduce canal tolls and
freight charges. The local charges for transfer, etc., also require
reduction. . ., , .

As the elevator charges at Chicago, Buffalo, and New York are
o¥4 cents a bushel, and the shovelling from 1 to 114 cents more, a
movement for a general reduction has been made. The work ean
be profitably done at half the price, and the leading dealers in the
ports named have agreed to make the reduction. It remains for
the Legislature of the State of New York to reduce the Canal tolls
to a proportionate extent, and for the transportation lines West
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of Chicago to reduce their rates. They now charge from 20 to 30
cents a bushel. The result of this is that grain is earried past
Chicazo and as the journals of that city complain, it can be carried
from Central Illinois half way to New York for the cost of carrying
it to Chicago alone.

This subject is of great importance not only to New York City
and State, but to the whole seaboard. It has an interest too for
every producer in the great Northwest, and it is not strange that
such vigorous efforts are put forth to secure so important a trade
in the channels now occupied by it, or to divert it into new chan-
nels. The business of the Erie Canal comes from the West. Only
one-ninth of its traffic is local. The residue is from beyond Buffalo.
There are single States in the West which, when the Erie Canal
was due, had not even a name, that furnish 1t now more traffic than
all that the State of New York now supplies. Year by year this
business increases, and it is the part of wisdom to see to it that the
channel of trade is equal to the demands upon it, and that the Erie
(Canal remains what it has so long been, the great route of trans-
portation between the seaboard and the West.*"

The railroads with their improved facilities*' and low
rates continued nevertheless to encroach upon the Hrie
(lanal in the transportation of the eastbound flour and
grain traffic, and this in spite of the fact that the Erie Canal
was enlareed, freight rates on the Canal lowered, elevator
and storage charges lessened, and tolls reduced and finally
abolished in 1882.*2 The Erie Canal became less a factor in
the movement of flonr and grain to the seaboard. This is
shown by a comparison of the total flour and grain receipts
at New York by the rail and canal rontes. In 1860 the total
receipts of New York by the Erie and Champlain canals

w0 The Merchants’ Magazine and Commercial Review, Vol. LX, May, 1869,
pp. 385-387.

41 See Schmidt’s The Internal Grain Trade of the United States, 1860-1890,
in THE Towa JournAL oF HisTORY AND Povritics, Vol, XIX, pp. 428, 429,

42 Monthly Summary of Commerce and Finance of the United States (Bu-
reau of Statisties, Treasury Department), January, 1900, pp. 1972-1974.



THE INTERNAL GRAIN TRADE 105

amounted to 41,122,000 bushels; while the total receipts by
the rail routes amounted to 16,010,000 bushels.** In 1870,
the total receipts of New York by the eanal route amounted
to 36,312,000 bushels; while the total receipts by the rail
route amounted to 34,208,000 bushels.** In 1880, the total
receipts by the canal route amounted to 71,090,000 bushels;
while the total receipts by the rail route amounted to 97,-
903,000 bushels.®® In 1890, the total receipts by the canal
route amounted to 30,185,000 bushels; while the total re-
ceipts by the rail route amounted to 90,219,000 bushels. S
That is to say, in 1860 the Erie and Champlain canals car-
ried two and a half times as much flour and grain to New
York as the railroads; while in 1890 they carried only about
one-third as much as the railroads. It will therefore be
seen that while the Great Lakes were maintaining their
relative position with the railroads and even regaining in
part their old supremacy near the close of this period, the
Erie Canal was becoming less and less important. The
break in water transportation, however, was not in the west
but at Buffalo, the point where the lake and canal routes
met.

In order to understand the nature of the competition be-
tween the KErie Canal and the New York Central and Erie
railroads for the eastbound flour and grain traffic it is
necessary to inquire into the conditions which controlled
the shipments from Buffalo by the various routes. These
shipments consisted almost entirely of flour and grain re-
ceived at Buffalo by the lake route. The railroads connect-

13 Annual Report of the New York Produce Exchange, 1872-1873, pp. 338-
391.

44 Annual Report of the New York Produce Exzchange, 1872-1873, pp. 338~
391.

15 Annual Report of the New York Produce FExchange, 1881, p. 407.

16 Annual Report of the New York Produce Exchange, 1890-1891, p. 5.
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ing Buffalo with the Middle West brought very little traffic
to the canal. It was estimated in 1876 that probably not to
exceed three per cent of all the freights received at Buffalo
were shipped by lake from that point.*” But the trunk line
railroads which competed with the canal at Buffalo had
both rail and lake connections with the west. This gave
them great advantages over the canal. The steamer lines
on the lakes brought to these roads large amounts of grain
and flour from Chicago, Milwaukee, and the lake ports.
Their rail connections also brought them considerable traffie
from the Middle West. Moreover, the eastern and lateral
connections of the New York Central and Erie railroads
afforded these lines great advantages in the competitive
struggle for the western grain and flour destined for the
Atlantic seaports and the interior points in the seaboard
States. These roads were therefore enabled to secure a
large volume of traffic whieh led to a great reduction in the
actual cost of moving grain by rail from the lakes to the
seaboard. This fact constituted the most important condi-
tion in the lowering of freight rates. As long as the east-
bound flour and grain was marketed almost exelusively at
Chicago, Milwaukee, Toledo, and other lake ports, the Erie
(Canal was the prineipal transportation route; but after the
trunk line railroads were built and direet rail connections
were formed throughout the Middle West, a large propor-
tion of the traffic was secured by these roads. The trunk
line railroads opened up new areas of surplus production.
Thus was developed an eastbound flour and grain traffie
which far exceeded the amount diverted from the water
lines to the railroads. The traffic secured by the railroads
throughout the country was, as a matter of faet, developed
by them rather than diverted to them from other transpor-

47 Annual Report on the Internal Commerce of the United States (Bureau of
Statisties, Treasury Department), 1876, p. 115.
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TasLe VI
FREIGHT RATES ON WHEAT BY LAKE AND CANAL, BY LAKE
AND RAIL, AND BY RAIL FrRoM CHICAGO TO NEW
YorK FrROM 1860 1o 189048
AVERAGE RATES PER BUSHEL IN CENTS

: By LAKE BY LAKE By ALL RAIL

YEAR AND CANAL AND RAIL

1860 24,83

1861 26.55

1862 26.33

1863 22.91

1864 28.36 :

1865 26.62

1866 29,61

1867 22.36

1868 22.79 29.0 42.6
| 1869 25.12 25.0 35.1
b 1870 17.10 22.0 33.3

1871 20.24 25.0 31.0

1872 24.47 28.0 33.5

1873 19.19 26.9 33.2

1874 14.10 16.9 28.7

1875 11.43 14.6 24.1

1876 9.58 11.8 16.5

1877 1.24 15.8 20.3

1878 ] 9.15 11.4 377

1879 11.60 13.3 17.3

1880 12.27 15.7 19.9

1881 8.19 10.4 14.4

1882 7.89 10.9 | 14.6

1883 8.37 118 16.5

1884 6.31 9.55 13.12

1885 4 5.87 9.02 14.00

1886 | 8.71 12.00 16.50

1887 8.51 12.00 16.33

1888 5.93 11.00 14.50

1889 6.89 8.70 15.00

1890 5.85 8.50 14,31

48 Annual Report of the New York Produce lLizchange, 1890-1891, p. 72.
The lake and canal rates include eanal tolls until 1882, but not Buffalo trans-
fer charges. See also 4nnual Report on the Internal Commerce of the United
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tation lines. Although rail rates were considerably higher
than the lake and canal rates, the railroads, by making
direct shipments, effected such saving of commissions,
transfer and warehousing charges, insurance, and other
expenses inecident to transportation by the water line as to
enable them to become successful competitors for the trans-
portation of flour and grain and other bulky produets from
the Middle West to the Atlantic seaboard.

The great reduction in rail and water rates may be seen
by Table VI showing the average annual freight rates on a
bushel of wheat by lake and canal, by lake and rail, and by
all rail from Chicago to New York from 1860 to 1890. In
1860 the lake and canal rates amounted to 24.8 cents a
bushel. In 1870 they were reduced to 17.1 ecents; while the
lake and rail rates for that year amounted to 29 cents, and
the all-rail rates amounted to 42.6 cents. In 1880, the lake
and canal rates were further reduced to 12.3 cents, the lake
and rail rates to 15.7 cents, and the all-rail rates to 19.9
cents. In 1890, the lake and canal rates were still further
reduced to 5.9 cents, the lake and rail rates to 8.5 cents, and
the all-rail rates to 14.3 cents. These rates were the pub-
lished rates. As a matter of fact, there were great varia-
tions in these schedules. During the summer months when
the waterways were open the rail rates were lower than the
published rates; while during the winter months when the
waterways were closed to navigation the rail rates were
considerably higher.*® The value of the water line in the
States (Bureau of Statistics, Treasury Department), 1891, p. xliii; Monthly

Sum mary {'Jf Commerce and .;""111‘.'.{‘.!.'!{‘{ Hf the United States .(Eun_vau ﬂf St;]_ri:qt i[_fg-;.’
Treasury Department), January, 1900, p. 1973.

49 This fact was elearly brought out in the testimony before the Windom
Committee in 1874, Mr. Hayes, manager of the Blue Line Fast Freight,
tostified that the general freight agents of the western roads based the rail
rates upon the water rates. That is to say, the water rate was taken as a
competitive rate and the rail rates were fixed accordingly. ‘‘For seven months
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transportation of western produects to the seaboard is there-
fore to be measured not only by the amount of traffic carried
by this route, but also by the fact that during a period of
about seven months in the year when it was free of ice and
open to navigation it served as a potent factor in reducing
rail rates, thus effecting a great saving in the cost of trans-
portation of produets from the producer to the consumer.®

The westward movement of cereal production and the
competition between the water and rail routes and in turn
between the railroads themselves for the surplus flour and
grain destined for the markets of the east and of western
Europe effected important changes in the distribution of
these produets at the eastern terminals. Formerly much of
the grain sent to the Atlantic seaports was shipped by the
coastwise route from New Orleans. The opening of a new

of the year during the period of open canal navigation the rates are much less
than that indicated by the foregoing averages for the year, and during the
four months in which canal navigation is closed by frost, the rates largely
exceed the foregoing season averages.’’— Report of the Select Committee on
Transportation Routes to the Seaboard (Washington, 1874), Vol. II, pp. 7, 95.
See also statistical chart showing the average freight rates on grain from
Chicago to New York for each month during the years 1869 to 1873 inclusive,
by lake and canal, by lake and rail, and by all rail, in the Adnnual Report on
the Internal Commerce of the United States (Bureau of Statistics, Treasury
Department), 1876, Chart No. 6, opposite p. 254.

60 ¢“Mr. J. C. Brown, statistician of the New York Produce Exchange, shows
that the average freight rate on wheat from Chicago to New York in 1890 was
9.85 cents a bushel by lake and canal, and 14.31 cents a bushel by rail — the
water cost being $1.94 a ton and the rail cost $4.77 per ton. That the rail
cost between the two points should be less than one-half the average earrying
rate for all the roads of the country is due to lake competition; and that, low
as this rail cost is, the lake and canal cost for the same service is more than
one-half lower still, affords a sharp conception of the great value of the lake
line to the States of the North and Northwest — for they not only furnish a
water carriage cheaper by one-half than the lowest rail cost, but they force the
rail cost down to one-half the general average for the whole country. It
would be within the limits of a reasonable estimate to say that the 16 feet of
water all the way from Chieago to Buffalo savee to the people of those States,
on freight charges, $10,000,000 a year, if not double that sum.’’— Annual Re-
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water route to the east by the completion of the Krie Canal
in 1825 and the consequent rapid diversion of this surplus
flour and grain of the Middle West from the southern to the
eastern routes gave New York City a great ascendancy over
Boston, Philadelphia, and Baltimore. The Erie Canal, in
short, made New York City ‘“the commercial metropolis of
the east.”” From this port, grain and flour shipments were
made to the other Atlantic seaports. The completion of
the Welland Canal in 1833 and the St. Lawrence canals in
1848 opened up another water route to the east with Mon-
treal as the terminal shipping point for western produects.
Thereupon began an active competition between New York
City and Montreal for the traffic between the Middle West
and the countries of Western Europe which has continued
to the present. Formerly the competition with respeet to
the transportation of grain and other western produets was
I 5 I
confined almost execlusively to the two rival water lines:
the Great Lakes-Canadian Canals-St. Lawrence River route
and the Great Lakes-Iirie Canal-Hudson River route. The
competition of the rail lines for the transportation of grain
to New York was begun in 1856; but it was not until 1867
that grain was first shipped by rail from the west to Mon-
port on the Internal Commerce of the United States (Bureau of Statisties,
Treasury Department), 1891, p. xlIviii. It was further estimated that in 1890
the Erie Canal effected a saving of $4,000,000 a year on the wheat receipts
alone, and probably five times as much on all the domestic receipts and ship-
ments of New York City. Mr. Albert Fink, an eminent authority on the sub-
ject of railway transportation, testified before a special committee of the New
York legislature that ‘“the Erie Canal regulates the freight rates on all the
railroads east of the Mississippi River, not only on those whose tracks run
parallel with the canal, but upon those which run in an opposite direction.”’’
Quoted from the Annual Eeport on the Internal Commerce of the United States
(Bureau of Statisties, Treasury Department), 1891, p. xlix. “‘It is not neces-
sary, therefore, that a water line should carry the freight to eheapen the rate;
it cheapens what it does not carry as well as what it does. In short, it regu-
lates rates on all lines of carriage that converge at a common point with it."’

— Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1891, p. xlix,
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treal.®® The railroads connecting these two seaports with
the west constituted important commercial highways be-
tween which the competition for western agricultural prod-
ucts became quite as active as between the two water lines.

The competition between New York and Montreal was
confined almost exclusively to the transportation of the
products of the west to Europe. Montreal did not compete
with New York City or any other Atlantic seaport for the
enormous traffic between the Middle West and the Atlantic
seaboard States. This traffic greatly exceeded the traffic
between the Middle West and Europe, as shown, for exam-
ple, by the fact that in 1872, the eastbound shipments of
grain amounted to 178,000,000 bushels, of which but 63,-
000,000 bushels, or 35 per cent, were shipped to Europe.??
It was the shipment to Europe which constituted the entire
volume of grain for which the Montreal route entered into
competition with the routes in the United States. The total
exports of wheat at Montreal were nearly equal to the total
receipts of wheat at that port from the United States.5
Moreover, all the corn received and shipped at Montreal
was exclusively of American growth. It may therefore be
assumed that practically all the American wheat and corn
transported by the St. Lawrence route was intended for
exportation beyond Canada. Nearly all the grain exported
from Montreal was shipped to Europe and chiefly to Great
Britain. The distance of Montreal from Liverpool via the

81 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1880, p. 162.

52 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1876, p. 120.

83 For statisties showing the flour and grain receipts and shipments of Mon-
treal from 1860 to 1890 see the Monthly Summary of Commerce and Finance

of the United States (Bureau of Statistics, Treasury Department) January,
1900, p. 1978,

5% Annual Report on the Internal Commerce of the United States (Bureau of
Statisties, Treasury Department), 1876, p. 120.
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Straits of Belle Isle (the usual route) was 2766 miles; while
the distance from New York City to Liverpool was 3075
miles®— a difference of over 300 miles in favor of Mon-
treal, although the comparative distance of export trade
centers of the Atlantic seaboard from the markets of
FEurope was of no ecommercial importance in the determina-
tion of ocean freight rates.

Montreal became New York’s most formidable competitor
for the western flour and grain destined for the continent of
FEurope. This 1s shown by the relative inerease in the grain
recelpts of these two eities during the period from 1856 to
1872. The total grain receipts of New York were inereased
from 67,045,000 bushels in 1856 to 90,482,000 bushels in
1872 — an 1ncrease of 33,437,000 bushels, or 57 per cent;
while the total grain receipts of Montreal were inereased
from 4,847,000 bushels in 1854 to 17,629,000 bushels in 1872
— an 1ncrease of 12,782,000 bushels, or 263 per cent.’® The
rapid growth in the relative importance of Montreal as an
exporting center for western grain and flour led the com-
mercial interests of New York to become alarmed lest the
grain trade would be ultimately diverted to the St. Law-
rence River. This is evidenced by the Report of the New
York Produce Exchange for 1875-1876 which observed that
““If the export Grain trade shall once be turned down the
St. Lawrence, it will be more diffienlt to regain it than to
regain the export trade already diverted to Baltimore and
Philadelphia. These large seaboard cities will always have
a large Grain trade, but it will be limited chiefly to their
domestic requirements for consumption.?’’5

55 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1876, p. 120.

56 Annual Report of the New York Produce Exchange, 18721873, p. 237.

57 Annual Report of the New York Produce Exchange, 1875-1876, p. 224.




THE INTERNAL GRAIN TRADE 113

But while the competition of Montreal threatened the
supremacy of New York City during this period it was not
destined to be an effective barrier to the development of
that eity as a flour and grain market. Nor did it divert the
flour and grain traffic to the St. Lawrence route. Although
Montreal by the usunal route (the Straits of Belle Isle) was
nearer to Liverpool than New York City, it was subject to
several serious disadvantages as an export center. These
disadvantages may be stated as follows:

Iirst. The trade of Montreal was entirely suspended by
ice for five months of the year, whereas the harbor of New
York was never closed.

Second. The St. Lawrence route was subject to dangers
and difficulties in consequence of fogs and floating ice dur-
ing a period of several weeks after the opening and before
the close of navigation.

T'hard. The rates of insurance on vessels and cargoes
from Montreal to Liverpool were higher than the rates cn
vessels from New York City to Liverpool.

Fourth. Montreal was not advantageously situated as an
importing center while New York City was the most favor-
ably situated of all the seaports not only as an exporting
but also as an importing center. This was a factor of great
importance for the reason that the export trade depends to
a large extent upon the import trade which shall pay a part
of the expenses of the whole voyage to and from foreign
ports. The absence of an import trade had the effect of
raising the cost of ocean freights on exports, which consti-
tuted a serious disadvantage in competition with ports
which are favored by a large import trade.

Fifth. The absence of a sufficiently large and regular
amount of shipping at Montreal also rendered the grain
and flour exporting business precarious; whereas New York
always had a large amount of available shipping.

YOI XX—N




114 IOWA JOURNAL OF HISTORY AND POLITICS

Swcth. The distance of Montreal from the West Indies
and South America was much greater than the distance
from New York City to these countries. The St. Lawrence
route was not therefore in any sense a competitor of New
York City and other Atlantic seaports for the flour and
grain exports destined for these markets.

Seventh. Grain and flour shipped to Montreal from the
Middle West could not be distributed to points in the At-
lantic seaboard States except upon payment of a duty. This
had the effect of practically prohibiting such trade, thus
giving New York City another advantage over Montreal as
a shipping point for western produects.

Ehghth. Montreal had practically no home market, while
New York had a home market which absorbed large quanti-
ties of the western surplus which was poured into that city.®

These conditions gave New York City a great advantage
over Montreal which was reflected in ocean freight rates on
grain from these two cities to Liverpool. TIn 1871 the ocean
rates on wheat from Montreal to Liverpool by steamer
were four eents a bushel higher than the New York rates.
In 1872 the Montreal rate was six and one-half cents higher
than the New York rates. These rates more than counter-
balanced the advantages which Montreal enjoyed over New
York City in freight rates from Chicago. This ig illustrated
by the fact that in 1872 the wheat rate from Chicago to
Liverpool by steamer was 53.7 cents via New York; while it
was 06.0 cents via Montreal. By sailing vessel the rate via
New York was 51.4 cents; while the rate via Montreal was
07.1 cents. Similar though smaller differences prevailed in
the relative rates on corn shipped to Burope via these two
cifies.™

58 See Annual Report on the Internal Commerece of the United States ( Bureau
of Statistics, Treasury Department), 1876, pp. 120-125, 1880, pp. 161-1686.

60 Monthly Summary of Commerce and Finance of the United States (Bureau

—

of Statistics, Treasury Department), January, 1900, p. 1977.
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From 1872 to 1890 the total grain and flour receipts of
Montreal were maintained at a fairly even level;% while
they decreased relatively to the total receipts of New
York.®® At the same time Baltimore and Philadelphia, the
leading Atlantic ports south of New York City, began to
come in for a larger share of the surplus flour and grain of
the Middle West destined for the markets of the east and of
western Kurope. The diversion of the eastbound grain and
flour traffic to these ports therefore next commands brief
attention.

It has already been shown that this traffic favored the
terminal cities of Chicago and New York City. As long as
the great bulk of the eastbound flour and grain was trans-
ported by way of the Great Lakes and thence by the Hrie
Canal-Hudson River route and the New York Central and
Erie railroads, New York City enjoyed a great preémi-
nence over other Atlantic ports, her chief rivals being Mon-
treal and Boston. The advantages thus secured by New
York City taken in connection with her naturally fine har-
bor and good terminal facilities gave that city a predomi-
nant position in the export and import trade of the country,
which was further strengthened by the density of the popu-
lation tributary to New York. The extension and develop-
ment of the trunk line railroads south of the northern water
and rail routes, however, brought the more southern sea-
ports of Philadelphia and Baltimore nearer to the markets

9 See total of grain and flour receipts of Montreal during this period in

Monthly Summary of Commeree and Finance of the United States (Bureau of
Statistics, Treasury Department), January, 1900, p. 1978,

61 In 1872 the total flour and grain receipts of Montreal amounted to 17,
947,000 bushels; while the total receipts of New York City amounted to
90,217,000. 1In 1890 the total receipts of Montreal amounted to 17,445,000
bushels; while the total receipts of New York City amounted to 122,013,670
bushels.— Annual Report of the New York Produce Exchange, 1872-1873, pp.
372, 376, 1890-1891, Pp. 25, 28.
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of the Middle West than New York City.** The shorter
distance of these cities, as well as the advantage of the dif-
ferent rates which they enjoyed,*® enabled them to secure a
larger proportion of the eastbound traffic than they had
hitherto possessed, with the result that New York City de-
clined in relative importance as a flour and grain market,
although the total receipts of this city were maintained at a
high level throughout the period.

The relative importance of the four leading Atlantic sea-
board ecities of New York, Boston, Philadelphia, and Balti-
more 1n the competitive struggle for the western flour and
grain traffic 1s shown by Table VII which gives the per-
centage of the total volume of flour, wheat, and corn re-
ceived at these ports for the years 1872 to 1890 inclusive.
Norfolk and Newport News, although of negligible impor-
tance, are ineluded in this table. It will be seen that while
New York City in 1873 secured 61.4 per cent of the total
receipts of these six ports, in 1890 the proportion of the
traffic secured by this eity had been decreased to 50.8 per
cent. Boston inereased its share of the total receipts from
10.9 per eent in 1873 to 15.2 per cent in 1890.%* Philadelphia
increased 1ts share from 14.3 per cent in 1873 to 15.9 per
ent in 1880; but in the eighties Philadelphia suffered a
relative decline, its share of the total receipts in 1890
amounting to 8.7 per cent. After 1890, however, Phila-
delphia recovered 1ts former relative position achieved in

62 See note 19 above for statement of distances from Chicago to the six

Atlantic ports of Boston, New York, Philadelphia, Baltimore, Norfolk, and
Newport News.

63 See Monthly Summary of Commerce and Finance of the United States
(Burean of Statlisties, Treasury Department), January, 1900, pp. 1984-1986.

¢4 For a consideration of the transportation lines and commercial movements
of Boston, see Annual Report on the Internal Commerce of the United States
(Bureau of Statistics, Treasury Department), 1876, Appendix, Nos. 6, 11.
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Tasre VII
PERCENTAGE OF THE ToTAL RECEIPTS OF FLOUR, WHEAT, AND
CorN AT EAacH OF THE SIX ATLANTIC PORTS OF NEW
York, BosToN, PHILADELPHIA, BALTIMORE,
NORFOLK, AND NEWPORT NEWS FROM
1873 To 1890 65
YEAR ?EW BosSTON | PHILADELPHIA | BALTIMORE| NORFOLK :‘E_WPGRT
YoRrK NEWS

1873 61.4 10.9 14.3 13.3 01
1874 | 62.5 9.7 12.6 15.2
1875 58.0 11.0 16.3 14.6 41
1876 47.0 12.0 19.1 21.7 2
1877 51.5 12.3 14.3 21.6 3
1878 53.6 9.8 17.2 9.3 T |
1879 51.1 0.8 16.2 22.8 1
1880 52.2 11.4 15.9 20.4 1

| 1881 55.1 144 | 11.3 19.1 3l
1882 57.3 15.7 | 10.5 16.1 0.4
1883 | 525 17.6 | 10.8 18.4 3 4
1884 | 54.1 18.0 9.2 18.1 6
1885 55.5 15.0 10.8 18.1 6
1886 | 55.0 151 | 8.2 18.6 3.1
1887 53.4 14.4 11.0 19.4 3 1.5
1888 54.9 15.9 8.8 19.4 1 9
1889 44.5 12.6 17.3 23.8 1.8
1890 50.8 15.2 8.7 244 | 9

[

66 These statistics are taken from a table in the Eeport on Trunk Line Traf-
fic and Differential Rates in the Monthly Summary of Commerce and Finance
of the United States (Bureau of Statistics, Department of Commerce and
Labor), April, 1904, p. 3979. See also diagrams showing course of flour and
grain receipts in millions of bushels at Montreal, Portland, Boston, Phila-
delphia, New York, Norfolk, Newport News, New Orleans, and Galveston for
1880 to 1903, opposite pp. 3976, 3978. For a good discussion of the competi-
tive forces which exerted a controlling influence on the trade relation between
the Middle West and the Atlantic ports of Boston, New York, Philadelphia,
and Baltimore, see the 4dnnual Report on the Internal Commerce of the United
States (Bureau of Statistics, Treasury Department), 1876, pp. 67-91.




118 IOWA JOURNAL OF HISTORY AND POLITICS

the seventies as a grain and flour market.®® Baltimore came
in for a large share of this traffic, securing 13.3 per cent of
the total receipts in 1873 and gradually increasing its share
until 1890 when it secured 24.4 per cent of the total re-
ceipts.’” However, New York City easily retained the lead
over its rivals as the foremost flour and grain market on
the Atlantic seaboard®-—a position which it has main-
ained to the present, though threatened in more recent
years by its ecompetitors on the Atlantic and Gulf seaboards.
With these facts in mind attention will now be given to a
brief consideration of the southbound flour and grain traffie
and the relative importance of New Orleans as a flour and
grain market during this period.

It has already been shown that New Orleans had by 1860
lost its importance as an export trade center for western
flour and grain.”® Formerly, the cereals of the surplus pro-

66 For a consideration of the transportation lines and commercial movements
of Philadelphia, see dAnnual Report on the Internal Commerce of the United
States (Bureau of Statistics, Treasury Department), 1880, Appendix, No. 10.
See also references under note 67 below.

67 For a consideration of the transportation lines and commerecial interests of
Baltimore, see Annual Report on the Internal Commerce of the United States
(Bureau of Scatistics, Treasury Department), 1876, Appendix, No. 7, 1879,
Appendix, No. 16, 1880, Appendix, No. 5, 1885, Appendix, No, 71,

68 For a consideration of the transportation lines and commercial movements
of New York City, see Annual Report on the Internal Commerce of the United
States (Bureau of Statisties, Treasury Department), 1876, Appendix, No. 2,
1879, Appendix, Nos. 1, 2. The volumes of the Annual Report of the New
York Produce Exchange for this period contain a great deal of valuable his-
torical information, both deseriptive and statistical, bearing on the commereial
movements of New York City, These reports are also useful for a study of the
commercial movements of the other eastern ports of Montreal, Boston, Phila-
delphia, and Baltimore, the Gulf ports of New Orleans and Galveston, and the
primary markets of the Middle West. The reports of the Statistician in the
annual reports of the Commissioner of Agriculture may also be consulted to
advantage in a review of the flour and grain movements of this period. See
for example the Annual Eeport of the Commissioner of Agriculture, 1876, pp.

164-209.

60 See Schmidt’s The Internal Grain Trade of the United States, 1850-1860,
in THE IowA JOURNAL OF HISTORY AND PoLITICS, Vol. XVIII, pp. 94-124,
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ducing areas of the Middle West destined for the consuming
sections of the East and the countries of western Europe
were sent down the Mississippl River to New Orleans and
thence shipped by the coastwise route to the Atlantie ports
or exported to Europe. The opening of the water routes
and the trunk line railroads between the Middle West and
the Atlantic seaboard effected a rapid diversion of this
traffic from the southern to the eastern routes and the conse-
quent decline of New Orleans as a flour and grain exporting
center. In 1860 New Orleans exported only 80,500 barrels
of flour, 2000 bushels of wheat and 224,000 bushels of corn;
while the oat and rye shipments were of negligible impor-
tance.™ The Civil War completed the destruction of the
New Orleans flour and grain export trade which this city
was thereafter unable to recover. This is shown by the fact
that in 1873 New Orleans exported less than two and one-
half per cent of the entire corn exports of the country and
less than one-half of one per cent of the total wheat ex-
ports.™

But while the competitive struggle between the eastern
and southern routes for the western flour and grain des-
tined for the eastern and European markets resulted in a
vietory of the former, the southern States continued to
provide a market for large quantities of breadstuffs, in-
cluding meat and dairy products, which the Middle West
was able to furnish. These commodities were shipped
southward by river and rail routes to St. Louis, Cincinnati,
Louisville, Memphis, Nashville, New Orleans, and other in-
terior points and seaports which served as distributing
centers. There was, in short, a considerable southward
movement for western grain and flour not intended for

"0 Eighth Census of the United States, 1860, Agriculture, p. elvi.

1 Monthly Summary of Commerce and Finance of the Umited States (Bu-
reau of Statisties, Treasury Department), January, 1900, p. 1979.
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export but destined for consumption in the south Atlantic
and Gulf States. This is to be explained in part as follows:

The Lancashire cotton famine, caused by our Civil War, had left
its mark in the very high prices for cotton which were obtained
during the beginning of the decade. Prices ranged from 30 to 100
and even 200 per cent above those of the antebellum period. The
result was the going over of the Southern States to the one crop
system and the cultivation of cotton to the exclusion of cereals.
The South was hailed as the market for the surplus erops of the
West, and it was held that it was better to transport grain from
the center of the grain belt, a distance of 800 miles to the center
of the cotton belt, than to transport it 4,506 miles to Liverpool,
especially as it was generally believed that by creating an American
demand sufficient to absorb the whole erop, the prices of American
erain would be independent of the fluetuations of the British mar-
kets. This enhanced grain movement to the South was a consum-
mation the more devoutly to be wished as transportation charges
entered far more largely into the price of grain than into that of
cotton : the freight to Europe forming only 5 per cent of the Liver-
pool price for cotton, while for wheat the proportion was 29 and
for corn 50 per cent. The vigor with which this policy of sending
corn and corn produects to the south, and cotton to England, was
prosecuted is partially reflected, however, in the extremely low
prices of cotton which now prevail.”?

The Seleet Committee on Transportation Routes to the
Seaboard ascertained from statisties submitted by cham-
bers of commerce and railroad companies that the east-
bound shipments of grain from the Middle West in 1872
amounted to 178,000,000 bushels: while the southbound
shipments amounted to 35,000,000 bushels.”® The south-
bound shipments therefore amounted to about one-fifth of

72 Monthly Summary of Commerce and Finance of the United States (Bureau
of Statisties, Treasury Department), January, 1900, p. 1979, See also Keport
of the Seleet Committee on Transportation Routes to the Seaboard (Washing-
ton, 1874), Vol. I, pp. 43—-45.

78 Report of the Select Commatlee on I'ransportation Routes to the Seaboard
(Washington, 1874), Vol. I, p. 43.
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the eastbound shipments, a considerable portion of which,
as already pointed out, was destined for exportation to
foreign countries; while the southbound shipments were
destined for consumption in the United States. Of the
southbound traffic 15,750,000 bushels were shipped from St.
Louis, 5,356,000 bushels were shipped from Nashville,
4,965,000 bushels were shipped from Cairo, and 2,784,000
bushels were shipped from Cincinnati, and 6,145,000 bushels
were shipped from other points. That is to say, 45 per cent
of the total southbound flour and grain traffic in 1872 was
shipped from St. Louis, 15 per cent from Nashville, 14 per
cent from Cairo, 8 per cent from Cincinnati, and the re-
maining 12 per cent from shipping points of minor impor-
tance. The major part of this traffic was still carried by
river, the shipments from Cincinnati being made chiefly by
water; while 70 per cent of the shipments from St. Louis
and 77 per cent of the shipments from Cairo were made by
that route.” Thus the southern route for the southbound
flour and grain traffic in 1872 still corresponded to a consid-
erable extent with the old Ohio-Mississippi River route of
the ante-bellum period.

St. Louis was the most important shipping point on the
Ohio-Mississippi-Missouri River system for the surplus
flour and grain of the Middle West destined for the southern
States.” Situated in the heart of the great agricultural
empire of the Mississippi Valley and at the junction of the
Mississippi and Missouri rivers, it occupied a strategic
position in the development of the intra-valley trade. It

74 Report of the Select Committee on Transportation Routes to the Seaboard
(Washington, 1874), Vol. I, pp. 42, 43,

75 For a consideration of the transportation lines and commercial movements
of St. Louis, see the Annual Report on the Internal Commerce of the United
States (Bureau of Statistics, Treasury Department), 1876, Appendix, No. 13,
1879, pp. 14-35 and Appendix, Nos. 6, 7, 8 1880, pp. 123—-145 and Appendix,
No. 2, 1882, pp. 19-54 and Appendix, Nos. 1, 24,
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was the gate city through which passed the great bulk of
the western flour and grain which was shipped to the con-
suming States of the south; though Cincinnati,’® and
Louisville”™ on the Ohio River and Cairo™ at the junetion
of the Ohio and Mississippi Rivers ecame in for a consider-
able share of this traffiec. St. Louls became, moreover, an
important railroad center, and the chief competitor of Chi-
cago for the flour and grain traffic of the Middle West
during this period.”™ Although St. Louis had become a
thriving commercial city before Chicago had achieved any
importance, the diversion of the great bulk of the grain
traffic from the southern to the eastern routes gave Chicago
the unquestioned lead over 1ts rival. Even so, however, St.
Louis held second place among the primary flour and grain
markets of the Middle West. In 1880 its receipts ecame from
Ohio, Indiana, Illinois, Missouri, Iowa, Minnesota, Nebras-
ka, Kansas, Texas, Tennessee, Kentucky, and California.®®
It supplied most of the grain consumed in the southern
States, both east and west of the Mississippi River. It be-

76 'or a consideration of the transportation lines and eommercial movements
of Cincinnati, see the Annual Report on the Internal Commerce of the United

States (Bureau of Statistics, Treasury Department), 1876, Appendix, No. 8,
1880, pp. 72-101 and Appendix, No. 3, 1882, Appendix, No, 7.

77 For a consideration of the transportation lines and commercial movements
of Louisville, see the Annual Report on the Internal Commerce of the United
States (Bureau of Statistics, Treasury Department), 1876, Appendix, Nos. 1,
16, 1879, Appendix, No. 14, 1880, Appendix, No. 7, 1882, Appendix, No. 5.

78 Annual Report on the Internal Commerce of the United States (Bureau of
Statisties, Treasury Department), 1891, p. 80.

79 For a consideration of the competitive struggle between St. Louis and
Chicago for the western flour and grain traffie, see the Annual Report on the
Internal Commerce of the United States (Bureau of Statistics, Treasury De-
partment), 1876, Appendix, No. 5, 1879, pp. 54-67 and Appendix, Nos. 4, 5,
10, 17.

80 Annual Rppnrt on the Internal Commerce of the United States (Bureau of
Statisties, Treasury Department), 1882, p, 32 and Appendix, p. 15.
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came an important shipping center after 1856 — the year
in which rail connections were first established with the
Atlantic seaboard — for large quantities of flour and grain
which were sent eastward via the trunk line railroads to
Baltimore, Philadelphia, and New York City.** The con-
struction of the jetties at the mouth of the Mississippi
River in 1879%2 further increased the importance of St.
Louis as an exporting center for wheat and corn which
found its way southward via New Orleans to the western
countries of Kurope.®® In addition to these considerations,
St. Louis also became a great flour milling center.®

The growth of St. Louis as a distributing point is shown
by Table VIII giving the flour and grain shipments from
this eity by all routes from 1865 to 1890. This shows that
while the shipments of flour and grain fluctuated more or
less there was a steady increase in the total volume distrib-
uted. From 1878 to 1880, the average annual shipments
amounted to 37,144,000 bushels; from 1881 to 1885, the
average annual shipments were increased to 39,749,000
bushels, and from 1886 to 1890 the average annual ship-
ments were further increased to 44,697,000 bushels.

The shipment of flour and grain by the southern and
eastern routes is of special interest and importance as
showing the general course of the intra-valley flour and
grain trade and the conditions governing its movement.
These two movements may be illustrated by the flour and

81 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1882, Appendix, p. 15,

82 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1882, pp. 54-56, 1887, pp. 254-256.

83 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1882, Appendix, p. 15.

84 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1882, Appendix, pp. 15, 17, 18, 245-246.
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1865 1,521,465 67,710 2,591,155 | 3,083,864 50,000 | 32,445 | 13,427,052
1866 1,700,740 635,818 6,757,199 | 2 624,044 89,750 225,460 | 18,835,969
1867 1,450,475 | 321,888 | 4,318 0937 2 244,756 55,720 56,076 | 14,249,752
1868 11,499,337 542231 | 1,611,618 1,925,579 64,426 | 192,553 | 11,860,097
1869 2,172,761 1,715,005 | 1,298,863 2,903,002 57,134 } 110,947 ‘ 16,148,756
1870 1,790,739 636,562 | 3,637,060 3,144,744 70,451 100,254 | 21,039,776
1871 | 2,676525 | 1,048,532 ‘ 4,469,849 | 2,484,582 62,843 138,756 i 21,587,187
1872 2,247,040 918 477 | 8,079,739 | 3,467,594 87,566 150,208 | 23,885 784
1873 2,506,215 1,210,286 | 0,260,916 3,215,206 125,604 206,652 22,549,739
1874 2,981,760 1,938 841 4,148,556 3,027,663 227,418 166,133 24,417,411
1873 2,480,877 1,662,453 ‘ 3,023,974 2,877,039 | 146,330 134,960 20,649,147
1876 2,217,578 I' 2,630,007 | 12,728,849 1,032,083 223 680 304,192 ‘ 28,907,601
1877 2,205657 | 2,410,190 | 9,309,014 1,550,665 188,251 397,183 | 25,333,588
1878 2670,740 | 6,900,802 | 6,382,712 1,792,801 244,799 757,621 20 432,435
1879 3,045,035 | 7,302,076 8,311,005 2,154,026 260,422 423,720 33,676,424
1880 3,292 803 11,313,879 | 17,571,322 2,541,613 155,113 276,041 | 48,321,983
1881 2,696,245 6,921,630 | 15,390,180 3,222 858 187,064 304,761 39,509 218
1882 3.305,765 12,446,060 9,376,975 | 4,410,011 | 86,245 344 870 41,540,103
1883 2.751,182 6,430,765 | 15,199.849 | 3,047,559 180,900 393 557 37,632,949
1884 3,014,105 7,177,082 | 16,533,259 | 3,082,360 169,781 700,526 | 41,227,380
1885 2,551,499 2332,609 | 20491416 | 3,680,829 210,340 636,640 | 38,833,580
1886 2,243,361 2 429 462 11,848,995 I 2,764,922 | 215,377 337,018 | 27,690,878
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grain shipments for the year 1878. In that year the flour
shipments south amounted to 1,018,000 barrels which repre-
sented 38.9 per cent of the total shipments. Of this amount,
452 000 barrels were sent by rail ; while 566,000 barrels were
sent by river. The flour shipments east amounted to
1,601,000 barrels, which represented 61.1 per cent of the
total. Of this amount 1,579,000 barrels were sent by rail
and 22,000 barrels were sent by river. The wheat ship-
ments south amounted to 2,126,000 bushels, or 31.5 per cent
of the total. Of this amount the railroads carried 228,000
bushels; while the river handled 1,898,000 bushels. The
shipments east amounted to 4,625,000 bushels, or 68.5 per
cent of the entire shipments, and of this amount the rail-
roads carried 4,610,000 bushels and the river carried 15,000
bushels. The corn shipments south amounted to 3,747,000
bushels; or 58.8 per eent of the total shipments, of which the
railroads carried but 363,000 bushels, while the river
handled 3,384,000 bushels. The shipments east amounted to
2,628,000 bushels, or 41.2 per cent of the entire shipments,
of which the railroads carried 2,604,000 bushels, while the
river carried but 24,000 bushels. The entire flour and grain
movement (including wheat, corn, oats, barley, rye, and
flour reduced to bushels) south amounted to 13,373,000
bushels which represented 46.13 per cent of the entire ship-
ments, of which the railroads transported 3,314,000 bushels,
while the river carried 10,059,000 bushels. The shipments
east amounted to 15,614,000 bushels, which represented 53.9
per cent of the entire shipments, of which amount the rail-
150; the Annual Report on the Internal Commerce of the United States (Bu-
reau of Statisties, Treasury Department), 1880, Appendix, p. 39; the Monthly
Summary of Commerce and Finance of the United States (Bureau of Statistics,
Treasury Department), January, 1900, pp. 2006, 2007. The writer is indebted

to Mr. Bugene Smith, Seecretary of the Merchants Exchange of St. Louis, for
assistance in the preparation of this table.
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roads carried 15,456,000 bushels; while the river carried but
158,000 bushels.®¢

These statisties show : first, the relative importance of the
eastward and southward flour and grain movements; and,
second, the relative importance of the rail and water routes
in the transportation of these commodities. It will be noted
that the establishment of trunk line conneections between St.
Louis and the Atlantic seaboard effected a diversion of a
considerable amount of traffic from the southern to the
eastern routes, thus making St. Louis a competitor of New
Orleans whereas formerly the commereial interests of these
two cities were identical. The building of the southern
trunk line railroads in the seventies effected a further di-
version of traffic from the Mississippi River. While it is
mmpossible owing to the lack of statistical data, to show the
relative importance of the river and rail routes in the trans-
portation of flour and grain to New Orleans it is elearly
evident that the railroads in the eighties began a rapid
absorption of this traffic.5” Great quantities of breadstuffs
were also shipped by rail directly into the southern States
from St. Louis, Cairo, Memphis, Vicksburg, Louisville, and
Cineinnati. At the same time the construetion of the north
and south railroads west of the Mississippi River brought
Galveston into prominence during the latter part of this
period as a flour and grain market.

The relative importance of the Atlantic and Gulf ports in
the competitive struggle for the surplus flour and grain
traffic of the Middie West may now be summarized.

In 1866 (Table IX) New York easily held first place with
59,470,000 bushels of grain. New Orleans ranked second

86 Annual Eeport on the Internal Commerce of the United States ( Bureau of

Statistics, Treasury Department), 1879, pp. 25, 26, 1880, pp. 52-59, 135, 136.

87 See Monthly Summary of Commerce and Finance of the United States
(Bureau of Statisties, Treasury Department), January, 1900, p. 1981.
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TasLE IX

FLOUR AND GRAIN RECEIPTS OF THE SIX PRINCIPAL SEABOARD
CrTiEs FOR THE YEAR 186688

SEABOARD FLOUR WHEAT CorN
MARKETS ( BARRELS) (BUsSHELS) ( BUSHELS)
MONTREAL 740,750 951,597 2,122 87
NEw YORK 2,721,657 5,766,664 22,218,519
BosTON 1,504,253 16,5637 2,157,292
PHILADELPHIA 037,512 1,219,670 1,503,394
BALTIMORE 179,298 1,359,605 4,479,030
NEW ORLEANS 993 331 1,431 6,009 528
SEABOARD OATS BARLEY Ree ToTAL GRAIN, IN-
MARKETS (BUsHELS) | (BUSHELS) | (BUSHELS) CLUDING FLOUR RE-
DUCED TO BUSHELS
MONTREAL 2,069,747 173,872 336,390 10,394 454
NEw YORK 8,703,220 2,076,203 1,277,701 59 469 684
BosToN 1,219,717 190,658 37,864 7,521,265
PHILADELPHIA | 1570,218 279,673 7,260,515
BALTIMORE 1,333,515 73,490 8,197,130
NEW ORLEANS| 1,285,728 12,288,590

with 12,289,000 bushels. Montreal was third with 10,394,000
bushels. Baltimore stood fourth with 8,197,000 bushels.
Boston was fifth with 7,521,000 bushels. Philadelphia stood
sixth with 7,261,000 bushels.

In 1870 (Table X) New York held first place with 70,-
020,000 bushels of grain. Philadelphia advanced from sixth
to second place with 15,307,000 bushels. New Orleans was
reduced from second to third place with 14,602,000 bushels.

88 The statistics used in Table IX are taken from tables in the Annual Eeport
of the New York Produce Ezchange, 1872-1873, p. 338, 1873-1874, pp. 282,
347, 348, 350, 354. The total grain receipts of these ports as listed in the last
column include the following items not given in Table IX: Montreal, 1,036,000
bushels of peas; New York, 418,000 barrels of corn meal, 553,000 bushels of
peas, and 594,000 bushels of malt; Boston, 26,000 bushels of corn meal:
Baltimore, 55,000 bushels of peas; and New Orleans, 25,000 bushels of beans.
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TABLE X

FLOUR AND GRAIN RECEIPTS OF THE SIX PRINCIPAL SEABOARD
CITIES FOR THE YEAR 187059
SEABOARD i F'LOUR WHEAT l CORN
MARKETS _ ( BARRELS) ( BUSHELS) i ( BUSHELS)
MONTREAL ' 1,032,091 6,153,392 | 82 713
| . |
NEW YORK ' 4.120,941 23,913,748 9,230,340
BOSTON | 1,562,579 213,471 | 2,420,942
PHILADELPHIA | 1,015,127 3,294,400 ‘ 3,080,250
BALTIMORE 1,117,314 3,039,357 3,831,676
NEwW ORLEANS 1,541,281 13,765 ‘ 4 886,460
‘ | T & v = -
SEABOARD OATS BARLEY RYE LOTAL ('_[H‘”h" i;
. : 'LUDING FLOU z-
MARKETS (BusHELS) | (BUSHELS) | (BUSHELS) D Sl e
DUCED T0O BUSHELS
MONTREAL 48 371 17,629 34,634 12,230,093
NEw YORK 9,621,946 3,907,822 563,184 70,520,445
BosToN 2,166 603 390,514 34,480 13,102,703
PHILADELPHIA | 2.360,543 775,850 720,333 | 15,307,011
BALTIMORE 1,243,720 77,778 | 13,819 101
NEw ORLEANS| 1,970,928 i 14,601,922

Baltimore still held fourth place with 13,819,000 bushels.
Boston still held fifth place with 13,103,000 bushels. Mon-
treal was reduced from third to sixth place with 12,230,000
bushels.

In 1880 (T'able XI) New York held first place with 169,-
042,000 bushels. Baltimore advanced from fourth to second
place with 60,631,000 bushels. Philadelphia dropped from
second to third place with 49,255,000 bushels. Boston ad-

89 The statistics used in Table X are taken from tables in the Annual Report
of the New York Produce Exchange, 1872—1873. p. 338, 1873-1874, pp. 282,
347, 348, 350, 354. The total grain receipts of these ports as listed in the last
eolumn include the following items not given in Table X: Montreal, 833,000
bushels of peas; New York, 827,000 bushels of corn meal, 199,000 bushels of

peas, and 1,054,000 bushels of malt; Boston, 35,000 bushels of corn meal;
Baltimore, 40,000 bushels of peas; and New Orleans, 24.000 bushels of beans.
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Tasre XI

FLOoUR AND GRAIN RECEIPTS OF THE SIX PRINCIPAL SEABOARD
CITIES FOR THE Y EAR 188090

SEABOARD FrLour WHEAT CorN

MARKETS ( BARRELS) (BUSHELS) (BUSHELS)
MONTREAL 735,596 9,637,124 7,772,549
NEW YORK 0,422 353 59,492 246 61,076,810
30STON 2,730,715 3,920,317 16,161,419
PHILADELPHIA 933,944 15,123,330 24,950,750
BALTIMORE 1,313,012 36,414,393 16,590,291
NEW ORLEANS 642,460 6,707,982 11,508,685

SEABOARD OATS BARLEY RYE LAY, mf‘im' ot
MARKETS (BusHELS) | (BUSHELS) | (BUSHELS) OLUDING l'_l'm'f_'{ 35
DUCED TO BUSHELS
MONTREAL 1,191 531 443,528 357,176 25,329,746
NEw YORK 13,997,960 | 3,929,517 2,045,758 169,042,362
BosToN 3,559,392 422 165 31,070 37,091,005
PHILADELPHIA 3,638,760 1,049,600 117,000 49,255,163
BALTIMORE 1,172,487 321,125 224,506 60,631,426
NEw ORLEANS| 1,598,180 45,208 22,754,957

vanced from fifth to fourth place with 37,091,000 bushels.
Montreal advanced from sixth to fifth place with 25,330,000
bushels. New Orleans dropped from third to sixth place
with 22,755,000 bushels.

In 1890 (Table XII) New York held first place with 122,-
014,000 bushels. Baltimore continued to hold second place
with 46,435,000 bushels. Philadelphia still held third place
with 35,215,000 bushels. Boston continued to hold fourth

9 The statistics used in Table XI are taken from the Annual Report of the
New York Produce Exchange. 1881, pp. 102-407. The total grain receipts of
these ports as listed in the last column include the following items not given in
Table X1 Montreal, 2,618,000 bushels of peas; New York, 991,000 bushels of
corn meal, 291,000 bushels of peas, and 2,820,000 bushels of malt; Boston,

<08,000 bushels of corn meal; Philadelphia, 173,000 bushels of malt; and New
Orleans, 4,000 bushels of beans.

YOL. XX—9
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TasrLe XIT

Frour AND GRAIN RECEIPTS OF THE SIX PRINCIPAL SEABOARD
CITIES FOR THE Y EAR 1890°1
SEABOARD :I FrLour WHEAT ' CoRN
MARKETS | ( BARRELS) ( BUSHELS) ‘ (BUSHELS)
MONTREAL 978,843 J 4,155,970 | 5,302,057
NEW YORK 5,635,384 15,794,857 ' 24,261,466
BOSTON 9 494,671 526.965 | 9,659.010
PHILADELPHIA 2,164,422 1,644 582 ‘ 17,949 350
BALTIMORE 3,369,759 6,378,638 ‘ 21,093,894
NEW ORLEANS 640,373 1,593,275 | 13,780,264
SEABOARD OATS BARLEY IVE LOTALIIGRADN, AN,
MARKETS (BusHzLS) | (BUSHELS) | (BUSHELS) BTG
DUCED TO BUSHELS
MONTREAL 1,648,193 167,996 282,014 17,444,966
NEw YORK 33,744,000 | 4295640 | 1228393 122,013,670
BOSTON 7,636,618 396,863 119,715 30,815,742
PHILADELPHIA 4 522,670 1,056,300 08,425 35,214,826
BALTIMORE 2,556,630 288,036 469 880 46,435,135
NEW ORLEANS| 3,320,225 || 21,575,442

place with 30,816,000 bushels. New Orleans forged ahead
again from sixth to fifth place with 21,575,000 bushels, thus
replacing Montreal which dropped from fifth to sixth place
with 17,445,000 bushels.

In concluding this study of the internal grain trade of the
United States during the period from 1860 to 1890 it should
be borne in mind that the movement of flour and grain from
the Middle West to the Atlantic and Gulf seaboards may be

91 The statisties used in Table XTI are taken from tables in the Annual Re-
port of the New York Produce Exzchange, 1890-1891, pp. 25-28. The total
grain receipts of these ports as listed in the last column inelude the following
items not given in Table XII: Montreal, 1,484,000 bushels of peas; New York,
619,000 bushels of peas, 5,027,000 bushels of malt, and 1,685,000 bushels of

corn meal; Boston, 1,251,000 bushels of corn meal; Philadelphia, 204,000
bushels of malt; and Baltimore, 484,000 bushels of malt,
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divided into the following classes of shipments which were
subject to varying degrees of competition:

1. Direct shipments from the Middle West to interior
points in the States of the Atlantiec seaboard. This traffie
was for consumption at these points. It was less affected
by the competition of rival lines and of rival seaports. It
was 1n some cases confined to one of the trunk lines and
consequently formed a part of its local traffic. In other
cases two or three trunk lines might compete for this traffie,
but it was excluded from the direct competition of all the
trunk lines by certain well defined geographic limitations.

2. Shipments from the Middle West to the Atlantic and
Gulf ports. This traffic was destined either for local con-
sumption, or for distribution coast-wise or to interior parts
in the United States, or for exportation to foreign countries.
It was also competitive but not to such a great extent as
direct shipments from interior parts of the Middle West to
the markets of Europe. The movement of grain and flour
from the Middle West to the seaport markets involved not
only the question of transportation routes and facilities but
also the question of relative advantages afforded by the
several markets, the relative magnitude of the home and
foreign demand, and the facilities for storage and for inte-
rior, coast-wise, or foreign shipments at each port.

3. Direct shipments from interior points of the Middle
West to Europe. This traffic was in the highest sense com-
petitive, since the trunk line railroads from such interior
points connected directly with ocean-steamship lines to
Furope at Boston, New York, Philadelphia, and Balti-
more.*?

Lovis BERNARD SCHMIDT
THE JowA STATE COLLEGE OF
AGRICULTURE AND MECHANIC ARTS
AMES Jowa

92 Annual Report on the Internal Commerce of the United States (Bureau of
Statistics, Treasury Department), 1876, pp. 69-7R.




