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Preface

IN EvERY MOUNTAINOUS land the rivers determine the routes of
travel. Coursing through gaps in tall ranges and moving down
valleys to the sea, the rivers form natural highways, and men fol-
low them afloat, afoot and on wheels. When a river valley hap-
pens to connect two large areas that are suitable for habitation,
it becomes a well-trodden and much used pathway of com-
merce, and its history becomes one of movement.

Such a valley is the narrow one through which the Cowlitz
River flows after leaving its headwaters in the shadow of Mt.
Rainier, running a crooked course westward through deep can-
yons and over foaming cascades till it reaches the great bend at
the prairie and turns south to follow a usually gentle course to
the Columbia.

The Pacific slope was so made that the high range of the Cas-
cades, containing such lofty peaks as Baker, Rainier, St. Helens
and Adams, traverses the state of Washington completely from
north to south. The Columbia penetrates this range through a
spectacular gorge and so the only low level route from the inter-
ior to Puget Sound was and is down the Columbia and up the
Cowlitz.

The Cowlitz Valley connects the prairies south of the Sound
with the Columbia Valley and Oregon. It is a natural corridor,
used continuously and with ever increasing frequency for more
than a century.

The story of the Cowlitz Corridor is primarily one of modes of
travel. It begins with foot trails and shovel-nosed Indian canoes
and ends with U. S. 99 converted to four lanes and astra-domed
streamliners traveling over the same roadbed where once puffed
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the first standard gauge locomotive in Washington, the sturdy
hut small Minnetonka.

In between were long years when even a governor's wife, in
order to traverse the valley, was forced to sit all day cramped in
a narrow canoe, when the one road was so muddy and steep the
stagecoach horses had to be changed at the end of a nine-mile
run, and when the only way a farmer could get his oats out to
the Portland market was on a shallow draft steamboat that could
make regular runs when the water was just right.

But always there was movement of some kindexplorers tak-
ing a first look at new country; families moving in to settle; the
first produce going out to market; sheep being herded north; cat-
tle for export being floated south; farm machinery going up;
potatoes and hops coming down; gold seekers rushing south to
California in '49 and north to Alaska in '98; first citizens canoe-
ing down to Monticello to petition for a territory in 1852 and
going north to Olympia to establish a government in '53; new
army draftees being hurried up to the Seattle Port of Embarka-
tion in 1942; rotation troops going home from Korea in 1952.

Through the years the movement has been steady, sometimes
exciting, always interesting. This is the story of the corridor.
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I: First Came Explorers

AN AMERICAN DISCOVERED AND named the Columbia River, but it was an
English naval officer who first made his way upstream as far as the Cowlitz
and farther. He was Lieutenant \V. R. Broughton, commander of His Majes-
ty's ship Chatham, and second in command to Captain George Vancouver
himself, the leader of the famous exploring and trading expedition that
paused in 1792 to check on the report of Captain Robert Gray, a Boston
trader, that he had found a great river.

On October 26 Broughton put a crew into the ship's cutter and headed
up the Columbia, naming geographical features he encountered along
the way. Above a towering rock covered with Indian dead, which was
named appropriately "Mount Coffin," the party found two rivers emptying
into the Columbia from the north. "The westermost was named River
Poole;" Vancouver's Journal relates, "and the eastermost Knight's River,'
the latter honoring a friend who was captured along with Broughton after
the second battle of Bunker Hill. Many of Broughton's names (Mt. Hood,
Mt. St. Helens, Vancouver Point, Tongue Point among others) endured, but
these two rivers came to be known eventually as the Cowlitz and the Co-
weeman.

Thirteen years later the American exploring party headed by Lewis and
Clark floated down the Columbia and it called the river by its Indian name,
the "Cowiliskee."

Some white man may have looked beyond the mouth of the Cowlitz a
few years after that, but the first record of such a visit came with publica-
tion of Gabriel Franchere's remarkable journal. Franchere was a young
Frenchman who shipped out with the Astor expedition which sailed to es-
tablish an American fur trading post at the mouth of the Columbia in 1811.
Shortly after the post was established Franchere set out with Tom McKay,
aged 15, Robert Stuart and Ovide de Montigny, like Franchere "clerks" or
junior partners in the expedition, together with a boat crew, to see what
was up river.

In Franchere's own words . . . "we arrived at a large village of the same
name as that which we had passed the evening before, Kreluit, and we
landed to obtain information respecting a considerable stream, which here
discharges into the Columbia, and respecting its resources for the hunter
and trader in furs. It comes from the north, and is called Cowlitsk by the
natives. Mr. McKay embarked with Mr. DeMontigny and two Indians, in a
small canoe, to examine the course of this river, a certain distance up. . .

We were not a little astonished to see Mr. DeMontigny return on foot and
alone; he soon informed us of the reason; having ascended the Kowlitsk
about a mile and a half, on rounding a bend of the stream, they suddenly
came in view of about twenty canoes, full of Indians, who had made a rush
upon them with the most frightful yells; the two natives and the guide who



conducted their little canoe, retreated with the utmost precipiancy, but see-
in that they would be overtaken, they stopped short, and begged Mr.
M Kay to fire upon the approaching savages, which he, being well ac-
quainted with the Indian character from the time he accompanied Sir Alex-
ander M'Kerizie, and having met with similar occurrences before, he would
by no means do; hut displayed a friendly sign to the astonished natives, and
invited them to land for an amicable talk; to which they immediately as-
sented. Mr. McKay had sent Mr. DeMontigny to procure some tobacco and
a pipe, in order to strike a peace with these barbarians. . . . We were then
informed that the Indians . . . were at war with the Kreluits....On the
5th we paid a visit to the hostile camp; and these savages, who had never
seen white men, regarded us with curiosity and astonishment, lifting the
legs of our trousers and opening our shirts, to see if the skin of our bodies
resembled that of our faces and hands. We remained some time with them,
to make proposals of peace; and having ascertained that this warlike dem-
monstration originated in a trifling offense on the part of the Kreluits, we
found them well disposed to arrange matters in an amicable fashion......

Thus the first white men who ventured up the Cowlitz were cast in the
role of peacemakers. Unlike other portions of the Northwest, the Cowlitz
remained a peaceful part of the land ever after.

A Scotchman, David Douglas. arrived in Astoria in 1840. He was con-
cerned neither with the fur trade nor claiming new territory for his go'-
ernment. He was a botanist, come to examine the things that grew in the
heavily forested region. The Hudson's Bay Company welcomed him and
offered hospitality, even when Douglas proved to be an unappreciative
guest.

One of his trips took Douglas up the Cowlitz and back. He told of keep-
ing the Indians in awe by dropping effervescent tablets into a cup of water.
The Indians assumed the resulting agitation meant the water was boiling
and when Douglas drank the bubbling liquid they considered him big
medicine.

Douglas was, in truth, a dour Scot. He complained about the Indian ca-
noe men who brought him down the Cowlitz, saying they overcharged him
for the journey that may have been the first round trip by a white man
through the Cowlitz Corridor. He had a low opinion of the Hudson's Bay
personnel, too, saying that there wasn't a man among them who had a soul
that couldn't be bought for the price of a beaver pelt.

Whatever Douglas thought of the human beings he encountered in the
Northwest, he was impressed by the fauna and flora, and named many spe-
cimens. The world of science in turn was impressed with Douglas' findings,
and the largest specie of fir was named in his honor.

,un LITZ

Cowtitz dugout canoe, as drawn by James Swan

:7



8:

II: Canoe and Bateau

NATIVES OF TilE CowI.ITz Valley, of course, were the first to use the river
for transport. They were masters of canoe navigation and besides war ca-
noes they had less elaborate craft for ordinary transport. These were ho!-
lowed out laboriously from cedar logs and were so shaped that Lewis and
Clark called them "shovel nosed dugouts." They were designed to with-
stand the erosion of sharp gravel in the shallow rapids and were quite dif-
ferent from the graceful war canoes used on the lower Cowlitz and the
Columbia.

The Indians who lived on the Cowlitz were commercial people. Their
wares consisted mainly of woven baskets, blankets made from the hair of a
special breed of dog they developed, cooked camas roots, and some slaves.
These were transported down the Cowlitz and up river to the great Indian
mart at \Vishram above The Dalles. There they were traded for copper
beads, Obsidian, bear grass for basket weaving and beaded adornment for
the squaws. Indians from the Willamette paddled up the Cowlitz to trade
salmon and trout for camas root.

Hudson's Bay Company traders and trappers were the first Occidentals
to make extensive use of the Cowlitz Corridor. They carried their wares in
90-pound bags, penetrating far into the interior areas to trade for furs.

The river became a regular highway of commerce for the British com-
pany when its subsidiary, The Puget's Sound Agricultural Co., located on
Cowlitz Prairie at the north end of the corridor and started producing crops
for export.

Hudson's Bay specialized in the fur trade but it would engage in any-
thing that would turn an honest pound and so turned to farming. Cowlitz
Prairie was one of the few places not covered with dense forest so that place
was chosen in 1839 as a site for a 4,000-acre farm.

The principal customer of Cowlitz Farms was the Russian-American
Company which was busy trying to make something of Russia's claim to
Alaska. An agreement entered into at Hamburgh in 1839 stipulated that
the Hudson's Bay Co. should provide the Russian company annually with
certain articles of agricultural produce at fixed prices. The agreement was
to run from 1840 till 1850. Wheat, flour and beef were among the items
covered by the agreement.

The produce of the farms had to be transported to the mouth of the Cow-
litz where it could be loaded aboard ship for delivery to the Russians. Ba-
teaux were used on these runs.

A bateau was a large fiat bottomed boat pointed at both ends, 30 to 32
feet long with a beam of 53i to 6i feet. The craft was built of quarter-inch
pine or cedar boards, light enough to be carried across portages by a crew
of eight men.

Hudson's Bay operated several sailing ships to haul its goods in the coast
and oriental trade, among them the Cowelitz. Explaining why the Cowelitz
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This drawing, by James Swan, is reproduced from a page of his book,
"Northwest Coast," published in 1857. It shows the type of war canoe
used by Cowtitz and Chinook Indians.
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was delayed on one trip, Chief Factor John McLaughlin wrote to the home
office on Nov. 20, 1845:

"It is true the Cowelitz was detained at the entrance of the Cowelitz
River to receive wheat as an unexpected call was made on us by the Rus-
sian American Company for an additional quantity of two thousand bushels,
as it would not have been worth while to send a vessel with that small
quantity, and as the Cowelitz had to proceed to the Coast with the Coast
outfit, we considered it advisable to fill her up with wheat. For this purpose
as we had not the wheat here, I sent her to the entrance of the Cowelitz
River to receive it as it was brought down in the boats, by which she may
have been detained fifteen days longer than if she had loaded at this place,
but which I could not avoid as it has been from the number of calls upon
us impossible to build a store at the entrance of the Cowelitz River to re-
ceive the wheat from the Cowelitz Settlement till this year, and Sir George
Simpson ought to have known that there must have been some good reason
why we had not a store built at the entrance of the Cowlitz, or if he had
asked Mr. vlacTavish he could have told him the reason."

McLaughlin's last comment was in reply to a letter his superior, Sir
George Simpson, had written on June 16 of that year saying:

"The operations of the Cowelitz partake . . of a ruinous character, as
that vessel only performed a single voyage to Sitka between the 6 June

1844 & 11 March 1845. . . . We learn that this vessel was detained at the
mouth of the Cowelitz River for 6 weeks, while the wheat from the Farm

in' canoe v1itclt I had ptirchasvd was a bea ty. he
l foi f?/- / 1 ftL/ /ônq and .i' / 'Fe/i, util 1 it thut

indians in hcr when she crossed the bar at thu mouth
of tln B't SIte wis the hrg st C uiot th t luid ii. a
brought from up the coast, although the Indians round
Vancouver's and Queen Clial.lotte*s Islands luive camies
C'tpll)lC of c rr ing one hundred w'trriors These canoe 5
'tre be'tutitul specimens of na'al 'trehitectere Fonuod
of 't single log of ced'tr, they present a model of which
a white mechanic might well be proud.
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was being lightered down the river We think this loss of time might have
been avoided . . by having a small Granary at the mouth of the Cowelitz
River for the reception of the grain as it might be brought down gradually
from the farm, instead of making a granary of the ship."

Eventually the granary Simpson suggested was built, the first buildings
of an intended permanent nature constructed on the Cowlitz River. They
were located at the site that later was to become Monticello, now Longview.

When the time came for the U. S. government to settle up with the Hud-
son's Bay Co. after northern Oregon became American territory and the
Briti.shers had to get out, the establishment at the mouth of the Cowlitz was
described as follows:

"The post at the mouth of the Cowlitz River, consisting of dwelling
house, granaries, and outbuildings erected by the company of the value of
400 pounds sterling; and the land occupied and used by them of the value
of 100 pounds sterling; making together the entire sum of 500 pounds ster-
ling equal to $2,433.33."

Americans thought this an outrageous valuation. An article in the Pacific
Tribune of Aug. 12, 1865, said in part: "Many of our readers have seen
these old buildings at the mouth of the Cowlitz River near the present
town of Monticello. Few have seen the land, worth $500, occupied and
used by said company. We think $1,000 would be a very large compensa-
tion for these granaries, etc., and we venture the assertion that they never
cost any such money. But we assert without fear of denial that this was not
a 'trading post' for carrying on Indian trade, that it was not even used as
such, and that it was entirely abandoned as early as 1850 or 1851." That
would be the termination date of the agreement with the Russian-American
Company.

1ThOD 03 avzxa.

Method of burial of the indians along the Cowlitz and Colu,nbia. The dead
were placed in canoes along with their personal possessions and raised
above ground. This drawing is from Swans book.



III: Came Religion
arid Government

Tn HuosoN's BAy Company wanted to be alone in the Columbia
district. Sharing the territory with others would threaten the monopoly
on the fur trade that the company enjoyed. Chief Factor John McLoughlin
felt that he had all the civilization he wanted at Fort Vancouver and he
was not enthusiastic, therefore, when French Canadians in the Willamette
valley petitioned the Bishop of Juliopolis at St. Bomface of Red River
in the late 1830s to send in a priest or two.

Some of the Wilamette settlers were former employes of the company
who had a good record and upon retirement were given the opportunity to
settle on lands governed by the company. Three such faithful employes,
Simon Plamondon, Marcel Bernier and Antoin Garbar in 1837 were given
the chance to take land claims on Cowlitz Prairie. McLaughlin loaned Pla-
mondon cattle, seed and some farm equipment. With these he and his fain-
ily set out for the prairie through the wilds of the Corridor. An emissary to
the Indians was sent in advance saying Hudson's Bay would brook no inter-
ference with Plamondon in his pioneering efforts at farming. It was two
years later that the company's Cowlitz Farms were established adjoining
Plamondon's land.

For various reasons the company didn't want priests iss the Willamette
area, but it did agree to transport two adventurous fathers out from Red
River if they would settle on the Cowlitz. Accordingly, Fathers Blanchet
and Demeres were sent to Fort Vancouver in 1838. There, on Sunday, Nov.
25, Father Blanchet celebrated the first mass on the Columbia. On Dec. 12,
Father Blanchet, accompanied by Augustine Rochon, a servant, set out for
the Cowlitz in a canoe paddled by four Indians. The canoe and its later
famous passenger reached Cowlitz Landing on the morning of Dec. 16 and
a mass was promptly said at the home of Plamondon.

A site of 640 acres was selected for a mission near the company holdings,
and on it was established St. Francis Mission, the original Catholic church
in the Northwest. A church and girl's school are still located there.

By the time the priests arrived the number of Hudson's Bay settlers on
the prairie totaled 13 whites and their Indian families.

Four years later a young French priest, Father S. B Z. Balduc. was sent
to the Cowlitz mission and in his journal he wrote of his trip through the
Corridor:

"On the 28th we began to ascend the Cowlitz River, which would not be
difficult if it were not for the rapids. Most of the way it is necessary to use
poles and even then one strains greatly to advance a few yards.

"On the 29th we saw several tombstones of the Cowlitz nation, which

11
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consisted of canoes raised about five feet above the earth. The deceased is
placed inside, well wrapped with a blanket and mats of rushes. At his side
is his carbine or his fusel and on the other side of the canoe are suspended
his tools, his cauldrons (kettles) etc.

"To the northwest and southeast are two mountains (Rainier and St.
Helens) . . they are covered with snow, even in the greatest heat of sum-
mer. One of them, the southeast (St. Helens) is conical in shape and faces
roy dwelling. The fifth of December, last, at three o'clock in the afternoon
one of the sides opened and there was an eruption of smoke such as our
oldest travelers here have never seen. These eruptions of smoke took place
during several days at delayed intervals, after which eruptions of fire broke
forth. They take place almost continually, but with an intensity that varies
greatly in a short time. I am led to believe that there are three craters at
least, for I have several times observed three eruptions at once at different
places, though close to each other. It is especially in the evening that all
this is better ohserved and offers the spectator a magnificent view. At the
foot of the mountain is a little river that empties into the Cowlitz (Toutle?).
Since this volcano has broken forth, almost all the fish that are edible have
died, which is attributed to the quantity of cinders with which the waters
are infected......

Prior to the middle 1840s the Cowlitz country was almost exclusively the
province of the Hudson's Bay Company. The first permanent settler north
of the Columbia came in 1844. He was John B.. Jackson, as Englishman,
who located on the north side of a gentle slope at the edge of a wide prai-
rie some miles north of the Covlitz mission. The same year Michael Sim-
mons, an American, explored as far up as Puget Sound and then went back
to report to his wagon train that was camped near Fort Vancouver. Because
one of the Simmons party was a mullato, and no Negroes were wanted in
southern Oregon, they all agreed to go north in spite of the objections of
Hudson's Bay which wanted no Americans in the area they still hoped
would be British territory. This party settled near Puget Sound where Sim-
mons founded the town of Tumwater.

Each year following more Americans ventured north into the Cowlitz
country, the number increasing as the great Oregon question finally was
settled and the boundary line was set at 49 degrees of latitude, far north of
the Columbia River. In the late 40s many of these families began taking
donation land claims on the lower Cowlitz.

Peter Crawford, who became the founder of Kelso, is the first one who
is known to have come looking for land on the Cowlitz. He and two com-
panions, E. W'est and James 0. Rayner, entered the river in December,
1847, and on the west bank "spied a house or houses near the bank of a
curious shape, no chimney. Landing our little boat . . . we soon discovered
that they were Hudson's Bay structures. (The granary). Coing up to a
dwelling house, we found that the tenant of the dwelling house was a "Ca-
nadian Frenchman living with a native woman of one of the lower Colum-
bia tribes." This man was named Thibault. Another Frenchman herding
1-ludson's Bay stock on the other side of the river was Anton Cobar. The
Coweeman River once was called Gohar's River.

By 1850 many families had taken up donation land claims on the lower
Cowlitz and the little settlement where Harry Darby Huntington built his
house near the hudson's Bay sthsctures was called Monticello.

This became the southern entrance to the Cowlitz Corridorthe point of
departure for those going north and the place of arrival for those coming
south. The original Monticello was swept away in a flood of 1867. It stoo



13

on the bank of the river opposite the highway underpass at the southern
entrance to Longview.

The other end of the Corridor, some 37 miles up river, was the place
where the Cowlitz bends, coming from the mountains to the east and turn-
ing south. There the trail from the Sound reached the river, and where the
canoes and bateaux were landed another tiny settlement came into being.
It was called Cowlitz Landing. Its site was about a mile down river from
the present town of Toledo on the west bank.

By 1851 the newly arrived settlers north of the Columbia came to the
conclusion that for geographical and other reasons Oregon should be di-
vided and a new and separate territory created on their side of the Colum-
bia. In furtherance of this ambitious idea a convention was held at Cowlitz
Landing in August, 1851, and to it came the settlers from the banks of the
Cowlitz and the shores of the Sound. They drafted a memorial to Congress
requesting a territorial government of their own and for good measure ex-
pressed numerous other wants including some appropriations for roads. At
that time there were none.

When nothing came of this effort plans were made for a second meeting.
But the necessary enthusiasm to hold it wasn't engendered until September,
when a newspaper, The Colombian, was established in Olympia, adjacent
to Michael Simmons' Tumwater. It called for more action on the territorial
question. Then a second convention was held on Nov. 25, 1852, this time at
Monticello, at the other end of the Corridor, primarily to encourage the at-
tendance of the down river settlers, who, living closer to the center of Ore-
gon, were not expected to be as much concerned about territorial separation
as those farther north.

Edward J. Allen, later to gain fame as a Cascade road builder, Civil
War soldier, and eastern businessman, and the grandfather of Hervey
Allen, author of "Anthony Adverse", was a young man recently come to
Oregon and his worldly good consisted largely of some oxen. The fall of
'52 was an especially wet one, but Allen was determined to go from Van-
couver to Puget Sound and so made an agreement with a family by the
name of Wilson to lend one yoke of his oxen to pull their wagon on the
trip provided they would haul his belongings.

In his journal Allen describes the route from Vancouver to the Cowlitz:
"Winding through the woods and the wet underbrush, following a trail
not as plain as a cow path, off which we wandered 20 times a day, having
frequently to brush the moss off the pines to hunt for the old blaze, was
no cheering work

After a harrowing crossing of the swollen Cowlitz the party reached
Monticello. "In the flourishing town of Monticello," Allen wrote, 'consist-
ing of four houses, we ate ouz breakfast and listened to the oft repeated
tale of the horrible prospect we had ahead of us."

After several days of arduous sloshing, Allen often stepping out of his
boots in the mire, the party reached "Warbose port (Covlitz Landing) a
little place of two or three houses."

Allen had known Quincy Brooks in Pennsylvania and had written to him
in Olympia. Much to his surprise he encountered Brooks at Cowlitz Land-
inn. He was one of a partY of delegates coing to the Monticello Convention
and he insisted that Allen go along. It made no difference, Brooks told him
in answer to his protests, that he had been in the territory only a few weeks.
He had as much right to vote at the convention as others who may have
been in the area several months or even a couple of years.

The trip back to Monticello was made in canoes, and there Allen was
named on the committee that drafted the famous memorial. He wrote later
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of a gay evening spent in story telling, singing and playing mumble peg
in the attic of one of the crude buildings, probably the home of "Uncle
Darby" Huntington.

Allen and the other delegates departed up river the next day and a few
weeks later received the news at their homes on the Sound that Congress
had actually created Washington Territory.

Isaac I. Stevens was appointed first governor. This young army officer
came west on a railroad surveying expendition and then went back for his
family. They arrived in December, 1854, having come by sea via Panama,
traveled on to Vancouver by steamboat, then back down the Columbia to
Rainier. There the party took canoes, manned by Indians, and went to
Monticello. The next morning at daylight the governor, his wife and four
children, embarked in one large canoe with their baggage in another.

Mrs. Stevens described the journey in part as follows:
"We were placed in the canoe with great care, so as to balance it evenly,

as it was frail and upset easily. At first the novelty, motion and watching
our Indians paddle so deftly, they seize their poles and push along over
shallow places, keeping up a low, sweet singing as they glided along, was
amusing. As we were sitting flat on the bottom of the canoe, the position
became irksome and painful. We were all day long on this Cowlitz river.
At night I could not stand on my feet for some time after landing. We
walked ankle deep in mud to a small log house, where we had a good meal.
Here we found a number of rough, dirty looking men, with pantaloons
tucked inside their hoots, and so much hair upon their heads and faces
they all looked alike......

Thus came religion, followed by governmentvia the Cowlitz Corridor
to the new area that was to be Washington.

Porn phrey's Landing was on the bank of the Cowlitz at the nwuth of
Ole qua Creek. In this contemporary picture Joe (Pine) Porn phrey, left.
rtands on the spot where his father, William Pumphrey, established an inn
and tavern. With him is Jean Huntington, grandson of another Cowlitz
pioneer, Darby Huntington, founder of Monticello.
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IV: Terrible Road But Beautiful

WnEN PETEU Cn.&\TouD came homestead hunting on the site of present
day Kelso he climbed out of the skiff he and his two friends were paddling,
in order to lighten the load, and started walking up the river bank. "There
was a little circuitous trail winding through the brush near the bank," he
wrote. "This trail is called the Hudson's Bay trail leading from Vancouver
to Nisqually, their fort on Puget Sound. It is the only passage over which
some immigrants drive their cattle toward the sound."

Such was the Cowlitz Corridor's first land route, fit only for feet and
hooves and then not in the rainy season. Freight and passengers were
moved almost exclusively by canoe and bateau. This kind of travel not
only was difficult but it was expensive. From Cowlitz Landing to Monticello
the freight charges were $40 per ton. This was regarded, not without
reason, as highway robbery. What passed for a road from Cowlitz Landing
on north to the Sound also resulted in terrible transportation.

The government of Washington Territory was organized in 1854 and in
his first message Governor Isaac I. Stevens gave especial attention to the
problem of roads. The new territory's legislature made it a first order of
business to ask Congress for federal aid to build military roads through the
territory. The 33rd Congress responded with an appropriation that included
$30,000 to be spent on a road between Fort Vancouver on the Columbia
and Fort Steilacooin on Puget Sound.

The supervision of road construction in the territory was placed under
the Pacific Coast office of Military Roads with headuarters in San Francisco.
Lt. George H. Derby was assigned to Vancouver to superintend the field
work.

Jefferson Davis, later to become the only president of the Confederate
States of America, was then the Secretary of War. He studied niaps of the
area and proposed that the general route of the road should be along the
Columbia and Cowlitz Rivers.

Lt. Derby turned his attention first to Oregon roads in the summer of
183.5 and in September sent his engineering assistant, George Gibbs, to
make a survey for a trail along the Columbia and the Cowlitz and on up
to Steilacoorn. Gibbs' surveying party returned to Vancouver from Fort
Steilacoom in November and construction was planned for the summer of
1836.

Derby divided the route into seven sections. The first two were between
Fort Vancouver and Monticello along the east bank of the Columbia. The
cost of this construction along a route 53 miles long was estimated at
896,000. The cost of the remainder of the road in five sections between
Monticello and Stejlacoorn (Tacoma) a distance of 84 miles was fixed at
$163,500.

The funds proved inadequate and road construction was slow. Difficulties
encountered led to the removal of Li Derby and his replacement by Lt.
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George H. Mendell, under whose direction \V. W. De Lacy prepared a de-
tailed "Map of the U. S. Military Road from Drews House to Monticello,
W.T.," which is on file in the National Archives.

This route, called a "Territorial Road," started at Monticello opposite
the "Red Slough" (now Lake Sacajawea) and proceeded north along the
bank of the Cowlitz past claims identified as belonging to N. Stone, Judge
Catlin, J. C. Leonard, A. Crawford, W. Hays, McMillan, Washburn's, J.
Catlin, L. P. Smith, Capt. McCorkle, E. Chapman, and then took off across
a ridge of hills with "deep ravines" on either side, until it reached H. Jack-
son's place on Arkansas Creek. From there the road re-entered the woods
over a "gravelly ridge covered with burnt timber" (Pumphrey's mountain)
and came out again at the river bank where "Iroquois creek" flows into the
Cowlitz. This is the creek long known as Olequa and the author does not
knows whether "Olequa" is a corruption of "Iroquois" or whether De Lacy
misunderstood and wrote down "Iroquois" when told the creek's name was
Olequa.

At this point on the Olequa William Pumphrey established his hotel a
few years later.

The route then meandered northward "through much fallen timber" to
Mill Creek where Drew had his mill and farm.

By November, 1857, Mendell succeeded in getting a useable road com-
pleted between Cowlitz Linding and Steilacoom. He had $10,000 remain-
ing and proposed to start construction southward from Cowlitz Landing
toward Monticello. There were three possible routes. Two were on the
east bank but Mendell preferred the one on the west because it was some-
what shorter and there would be no ferry problem at the landing.

Lt. Mendell did not think that $10,000 would do the job and requested
an additional $15,000. During the spring and summer of 1858 George
Drew and William James, local road builders, pushed the military road
southward from Cowlitz Landing for 17 miles. Again Mendell asked for
$10,000 to finish the road. But federal funds were shut off, the military
road office was closed and Lt. Mendell was assigned to other duties. The
program then was placed under Capt. George Thom.

-

Captain Thom served as liquidator of the road program from 1858 to
1860. He approved the work of Drew and James and then used what little
there was left of the federal appropriation to clear a trail from the end of
the 17 mile road southward to Monticello. This made it possible for pack
trains to get through.

The 36th Congress was prevailed upon to appropriate $10,000 to be
spent entirely between "the CovIitz River and Monticello" along the Fort
Vancourer-Steilacjm road.

Then Capt. Thom examined the area and found that "the first six miles
out from Monticello is already opened, and requires but little improvement;
from the sixth to the tenth mile it has been partially located, but the season
is now too far advanced to commence operations to advantage in its open-
ing and construction." (Letter from Thom to Topographical Bureau, Sept.
19, 1860).

Thom renewed his recommendation that another $40,000 be appropriated
for a road from the Cowlitz River to Vancouvera suggestion that Con-
gress continued to ignore in an era when steamboat transportation along
the Columbia was considerably more practical than wagon travel along its

The next year, on Sept. 20, 1861, Thom reported to his superiors that
he had changed his mind and that in order to render that portion of the
road through the Corridor "already opened available for travel, in con-
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junction with the 'trail' between Monticello and Arkansas Creek, I entered
into contracts with Mr. George Drew and Mr. William Jackson for cor-
duroying the road in its worst places, in all 180 rods which was satisfactor-
ily completed about the first of November of that year." (1860)

Then he continued:
"Preparatory to commencing operations in the spring, I caused the coun-

try between 'Jackson's and Chapman's' to be carefully and thoroughly ex-
amined, which resulted in my selecting a new route lying to the west of
the old 'trail', along which the road had previously been located.

"About the first of May I set a party at work, under charge of Mr. Ira P.
Thrasher, as foreman, and the new route has been opened and constructed
in a manner reflecting much credit on his judgment and energy. The road
has also been much improved otherwise, in places between Monticello and
Cowlitz Landing, so that the road between Monticello, Olympia, and Steila-
coom is now open to travel, the mail having been for the first time, on the
16th instant, carried over the route in coaches.

"Under the appropriation, 84 excellent bridges, (being in total length
1,567 feet) and 800 rods of corduroying have been constructed, in addition
to much heavy grading, embankment, and ditching.

"An appropriation of $5,000 is recommended for the further improve-
ment of this, the most important road in Washington Territory......

Thus the military road was finished, but at best it was little more than
a trail and in fact was often so called. Until the building of the Northern
Pacific Railroad in 1871-1872 travel conditions were anything but pleasant
between the Puget Sound and the Columbia River.

In 1869 Alvin Flanders was governor of Washington Territory and in
his message to the second biennial legislative assembly he said:

"One of the most immediate and pressing wants of our Territory is roads,
and there is no place in the Territory where a good wagon road is more
needed than between Monticello and Olympia. Neither is there any road
in which more of the people of the Territory are interested than in this.
Over this road passes all the mail to and from the Sound country. In the
best weather it is bad, and in bad weather it is well nigh impassible. Your
attention is especially called to this matter with the hope that you will be
able to devise some means for greatly improving this road and keeping it
in repair."

The Legislature couldn't do much and the wagon road continued awful.
Mrs. Frances Fuller Victor. who later wrote several of the western history

books that Hubert Howe Bancroft claimed credit for writing, wrote a book
in 1872 entitled "All Over Oregon and Washington." She had this to say
about wagon road travel through the Cowlitz Corridor:

At Monticello "we find one or more stages waiting tO convey mails and
passengers to Olympia; and if competition be strong, for very cheap fares.
Our stage, on this occasion, is a long, light, open wagon, well loaded down
with mad matter. . . . The first six miles are along the river bank, in sand
and dust, with very little open country in sight; this portion of the Cowlitz
valley being of no great extent. Then commences the crossing of the Cow-
litz mountains.

"What strikes us most in this drive, are the magnificence of the timber
on the mountain, and the roughness of the country for a highway. In this
July weather it is well enough, jolting through the forest, over roots of giant
trees, and into hollows between them; but in the rainy season, it is a dif-
ferent undertaking. . . . Such a forest as this is something to remember
having seen; and fills completely our conception of solemn and stupendous
grandeur. Fir and cedar are the principal trees. They stand thickly upon
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the ground; are as straight as lonian columns; so high that it is an effort
to look to the tops of them; and so large that their diameter corresponds
admirably to their height. If there is anything in nature for which we have
a love resembling love to human creatures, it is for a fine tree. The God
Pan, and the old Druidicial religion are intelligible to us, as expressions of
the soul struggling 'through Nature up to Nature's God'; and as a religion
free from arrogance and the temptation to build upon itself worldly am-
bitions recommends itself even in the nineteenth century,..."

A few years earlier in 1865 Samuel Bowles, editor of the Springfield
(Mass.) Republican, made a summer journey to the coast and he wrote of
his trip through the Corridor. At Monticello ("two houses and a stage
wagon") "the question was how to put eleven passengers in an open wagon
that only held seven. . . . It was successfully achieved by putting three of
them on saddle horses; and off we bounced into the woods at the rate of
three to four miles an hour. Most unpoetical rounding to our three thousand
miles of staging in these ten weeks of travel, was this ride through \Vash-
ington. The road was rough beyond description; during the winter rains
it is just impassable, and is abandoned; for miles it is over trees and sticks
laid down roughly in swamps; and for the rest, ungraded, and simply a
path cut through the dense forest......

But the grandeur of the forest through which the wagon road ran made
a favorable impression on the uncomfortable editor just as it did on Mrs.
Victor.

"The majestic beauty of the fir and cedar forests through which we rode
almost continuously for the day and a half that the road stretched out,"
Bowles wrote, "was compensation for much discomfort. These are the
finest forests we have yet met. . . . Washington territory must have more
timber and ferns and blackberries and snakes to the square mile than any
other state or territory. We occasionally struck a narrow prairie . . . but
for the most part it was a continuous ride through forests, so high and
thick that the sun could not reach the road, so unpeopled and untouched,
that the very spirit of solitude reigned supreme, and made us feel its
presence as never upon Ocean or Plain."

Kelsey Conger, a pioneer of the Castle Rock area, said this about the
wagon road in an interview in 1937:

"We traveled by horseback, by stage, or walked. The stage coach
changed horses at Jackson's. (This house is still standing near the entrance
to Delameter Valley near Castle Rock.) They used four or six horses, de-
pending on the condition of the roads. There were never any hold-ups on
this stage route. Sometimes the road was too bad for the stage coaches to
travel, so the passengers had to go by horseback. The roads were some-
times terrible. The military road sourds good, but it was an awful road
really. Father said the men who built it looked for the highest hills and
went over them. Pumpbrey's mountain was an awful pullonly nine miles
from Jackson's to Pumphrey's, but so steep a change of horses was needed
at the top."

Roads of that time were usually built along ridges so that natural drain-
age could be provided and creeks avoided. This accounted for the up hill
and down dale course of the Corridor's military road that served as the only
method of land travel from the time of its completion in 1861 until the
railroad was finished in 1872.
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V: Commerce Comes to Cowl it z

EVERY MAN AND \Voxi who came to the Oregon territory in the late
184Os or early '50s left friends and relatives behind in their former homes
in the Midwest and East. Thus mail service was an unusually important
factor in their frontier existence. The arrival of mail, whether by steamship,
which brought up packets from the crossing at Panama, or by cross country
stage, was a much looked forward to and often exciting event.

Those who settled on Cowlitz Prairie and Puget Sound in the late 1840s
of course wanted mail service at once and so to meet the demands the gov-
ernment established regular mail nrns through the Cowlitz Corridor as early
as 1851.

\Varbass and Townsend, who operated a store at Monticello, were given
the first contract for carrying the mail. Their mode of transportation was
canoes. Having to make regular runs to carry the mail, they soon expanded
into a general transportation service and on July 5, 1851, inserted the fol-
lowing advertisement in the Portland Oregonian:

"The subscribers having the mail contract for the Cowlitz river are pre-
pared to carry freight and passengers to and from Cowlitz Farms; leaving
Fox's on the Columbia River every Monday morning, and returning leave
Cowlitz Farms on Wednesday morning."

This first regular transportation run on the Cowlitz prospered as was
indicated by the advertisement of Warbass and Townsend in the Oregonian
the next year. On April 10, 1952 this "notice" appeared:

"The undersigned have bateau and canoe running constantly on the
Cowlitz River and are now prepared to forward passengers and freight f or
the Sound without delay. The mail boat leaves regularly every Tuesday
morning at 6 o'clock for the Cowlitz Landing."

These boats connected with the steamer James P. Flint at Monticello for
Portland. The steamer left Portland on Wednesday for the Cowlitz River
and made the return trip from Monticello on Thursday.

Henry Winsor, who had crossed the plains with a horse team in 1852.
began boating in bateaux on the Columbia and Cowlitz rivers in the spring
of 1853. The records show he had the mail contract between Rainier and
Cowlitz Landing for a year. In 1854 Winsor moved to Cowlitz Landing
where he engaged in the renting of horses for travel to Olympia and in the
mail carrying business from Cowlitz Landing to Olympia.

Winsor is the one who married one of Darby Huntington's daughters
in Rainier on a "dare." They didn't realize the preacher was in earnest until
the ceremony was over and they found themselves married. But the union
proved to be a happy one and they spent the rest of their lives in the
Northwest, celebrating their golden wedding anniversary in 1903.

By the spring of 1853 Warbass and Townsend were doing a thriving
business with their batéaux and canoes. Some bateaux were large enough
even to carry wagons. A crew of one of these large but light craft consisted
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of eight or ten expert Indians who could bring heavily loaded bateaux up
the river to Cowlitz Landing in about three days.

More than the paddles and poles were required t& get heavily loaded
bateaux past swift parts of the stream on upstream trips. The river men
sometimes resorted to "cordelling" which consisted of men towing a boat
along the bank by means of a long line or of fastening a bateau's line to a
tree on the bank and taking it in on a crude windlass operated by man-
power. The marks on the trees used in this manner could be seen many
years after steam driven paddle wheels supplanted laborious manual
propulsion.

Prosperity brought competition. In March of 1853 M. A. Clark an-
nounced he was going into business in the Cowlitz corridor with this ad-
vertisement:

"The subscriber has placed upon the Cowlitz river a line of boats and
canoes for the transportation of passengers and freight from Rainier to
Cowlitz Landing in Lewis County. One or more boats will leave Rainier
on Monday evening on the arrival of the steamer Lot Whitcomb and re-
turn on Thursday. Boats or canoes furnished at all times for the con-
veyance of passengers, on reasonable terms, on application to the under-
signed at Cowlitz Landing or to Mr. Smith at Monticello."

Fred Clark held the mail contract from Sept. 1, 1857 to June 30, 1858
between Cowlitz Landing and Boisfort Prairie, 15 miles and back, once
in two weeks for $30 a month. Also in 1837 Daniel \V. Bush held the con-
tract for carrying mail from Oak Point on the Columbia River to Grand

lound, 50 miles north, for $90 per month. The mail was to be carried
once every two weeks allowing 35 hours for the trip each way through
the woods.

Winsor and Smith were in business with Clark whose advertisements
urged the public to apply to either of them for freight or passenger serv-
ice at Monticello or Rainier.

This Smith apparently was Royal C. Smith, who was only 14 when he
arrived on the Cowlitz in 1849 but who was able to take up a donation land
claim because the law permitted minors to do so provided their parents
were coming to join them soon. Mrs. Mary Smith, Royal's mother, crossed
the plains in 1854 with her daughter and son-in-law, Chandler Huntington,
who settled on the present site of Huntington Rock, the W. A. Taylor
Farm in Longview.

Another who sought a share of the lucrative Cowlitz bateau business
was \Villiam Simmons, who on June 30, 1854 advertised as follows:

"The undersigned will run a regular line of canoes up and down the
Cowlitz River, starting from Rainier and Monticello on the arrival of the
steamers from San Francisco and Oregon and starting from Cowlitz Land-
ing to connect with the above steamers at the mouth of the Cowlitz. Also
extras always ready. I have engaged the best Indians, and shall accompany
the canoes myself. Passenger rates to suit the times."

This latter statement indicates that rates were quite flexible. They de-
pended upon competitive conditions, and were changed almost from day
to day.

One of the biggest freight orders carried on the Covlitz bateau was
the first threshing machine north of the Columbia which was shipped to
Cowlitz Prairie in July, 1856. It was a Buffalo Pitts machine purchased
by John B. Forbes, Thomas %V. Glasgow, Daniel J. Hubbard and H. W.
Corbett of Portland for $1,150. It was shipped by steamer to Monticello
where it was dismantled and sent piece by piece to Cowlitz Landing where
it was re-assembled and taken to the Prairie for use in the wheat fields.
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Harvey Scott, editor of the Oregonian, reported that under the most fa-
vorable conditions this machthe could thresh 500 bushels in 12 hours.

Both Monticello at the southern end, and Cowlitz Landing at the north-
ern end of the corridor, grew in size and importance during the bateau
and canoe period of the 1850s. The Landing also was called Warbassport
after the town's leading merchant, Actually Warbass' claim was adjacent to
the Landing but there were usually thought of as being one place. The
Landing itself was on the Clark Donation Claim.

Cowlitz Landing or Warbassport had two hotels, two general stores, a
saw and gristmill, a blockhouse, built in 1849 for the protection against
hostile Indians, several dwellings, and a crude wharf where the bateaux
and canoes docked. One account said the Cowlitz Convention of 1851 was
held at Clark's hotel. The Oregon Legislature in December, 1852, desig-
nated Cowlitz Landing as county seat of Lewis County. The probate court
of Lewis County held a term of court there on July 10, 1854.

An advertisement inserted in the Oregonian by Clark and Brunn Octo-
ber 2, 1852 stated:

"The subscribers have refitted and greatly improved their house at the
Cowlitz Landing, and are now prepared to accommodate the public with
the best the country affords. Saddle horses can be had at all times upon
reasonable terms. \Ve have a relay of horses at the residence of Mr. Ford,
so that travelers can reach Olympia in one day from Cowlitz Landing."

Ezra Meeker, who in his old age became a sort of professional pioneer,
describes a midway stopping place at the confluence of the Toutle and the
Cowlitz rivers which he designated as "Hardbread's."

"Hardbread's is an odd name for a hotel, you w111 say," he wrote, "and
so it is, but the name grew out of the fact that Gardner, the old widower
that kept 'batchelor's hail' at the mouth of Toutle River, (opposite Pum-
phrey's place, Olequa, on the left bank of the Cowlitz), fed his customers
on hard tack three times a day, if perchance anyone was unfortunate
enough to be compelled to take three meals at his place."

Life was not all hard work between arrivals of the mail, as was indi-
cated by the following account of the celebration of the Fourth of July
held at Cowlitz Landing in 1853. An eye witness wrote to one of the
newspapers:

"Herewith I send you an account of the celebration held at Cowlitz
Landing on the Fourth of July. Having no guns, we put powder into 13
of the large fir logs and touched them off at sunrise. People gathered quite
early and raised a liberty pole. At 12 o'clock a procession of 30 people
formed and marched, with music, to the dinner table on the banks of the
river. The table was canopied with boughs and spread with an abundance
of good cheer.

"After a half-hour's intermission, the procession again formed and
marched to the grove with music. Halting at the speaker's stand, the first
part, made up of the younger class of the people, opened file and the
president, ieader of the day and the marshall, followed by the ladies,
walked up and took seats and all found a place on the seats, green turf,
piles of boughs or in the trees.

"The president, John R. Jackson, after the music introduced the reader,
Mr. H. S. Robinson, and the Declaration of Independence was responded
to with cheers and appropriate music. The Rev. J. W. Godell, orator of
the day, was introduced and delivered one of those appropriate addresses,
instructive and gratifying to every American citizen .

"After the oration Dr. Pasquirer addressed the audience in French, re-
minding us of the honor and thanks due to Lafayette for aid in our strug-
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gle for independence. Many of our French citizens were present and
joined heartily in the celebration. The presenc of the ladies from the coun-
try round added much to the pleasure and good order of the day. The
party at the toast table had a merry time and broke up in good season
for the people to reach home that evening."

This report indicated that John R. Jackson, who was the first settler
in the region and who was an Englishman, had changed his national alle-
giance when it was finally determined that northern Oregon was American
territory.

During the years of heavy migration Cowlitz Landing and Monticello
were busy places. The Columbian, published in Olympia, reported in
May of 1853 that "the number of families which have arrived at this point
(Cowlitz Landing) in the last three weeks enroute for the Sound, cannot
have been less than fifty and what will not be the least interesting to very
many of our populace, these families contain a handsome representation of
female youth, of fine intelligence, well adapted to grace parlor or school-
room, sensible souls, who know how and have the fortitude to say no, and
would not dislike to say yes provided such a word would he deemed neat
and proper."

The Columbian described Cowlitz Landing as follows:
"This being the head of navigation on this truly formidable river, it is

here the weary immigrant leaves his water conveyance, sets up his wagon,
yokes his team, and whistling to the tune of 'Auld Lang Syne', takes up his
line of march with his wife and children, filled with confident hopes and
joyful anticipation of a homea happy and prosperous home on the Sound.

The journey across country from Cowlitz Landing to the Sound was
hard and trying on the womenfolk and especially on small children. When-
ever possible the immigrants would stop at a settler's cabin for rest after
being jostled and jounced in a slow, nimbling ox-drawn wagon. Those who
had established homes themselves had experienced the rigors of the trail
and knew how welcome a good meal and a soft bed were to a weary mother
and her small children. Accordingly homes were thrown open to the tired
travelers all along the way and sincere hospitality extended to those who
became ill.

In 1853 the stage fare for the 60 mile all-day trip from the Landing to
Olympia was $20. The freight rate was 5 cents a pound and baggage was
7 cents. The stage companies seemed to charge all the traffic would bear.

The following account tells of a trip by Territorial Governor Gaines and
Indian Agent Starling through the Corridor on June 29, 1852.

"We (referring to Governor Gaines and Mr. Starling) arrived at the
mouth of the Cowlitz on Tuesday morning (June 29, 1852) at 8 o'clock.
Boats were soon engaged to convey us to Monticello, where we arrived,
by hard rowing at 10 o'clock am. At this place we were cordially wel-
comed by Mr. Huntington, who owns the first farm on the west bank of
the Cowlitz. Mr. Huntington has under cultivation several acres upon
which corn, potatoes, oats, etc., are growing which bid fair to produce a
beautiful crop. About half a mile above Warbass & Townsend's store, we
engaged a canoe and four Indians for our trip up the Cowlitz.

"After procuring a supply of provisions, we started at 12 o'clock. The
water from the Columbia havine backed up the Cowlitz for several miles,
our Indians were able to make about four miles an hour with paddIes.
Soon, however, the paddles were laid aside, and resort had to setting
poles, as the current became strong. The Cowlitz river is generally about
100 yards wide with low banks, for some ten miles, when the banks become
higher and timber much larger. The rapids also, as we ascended, became
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more numerous. At 7 o'clock we arrived at the forks of the Cowlitz, where,
to our gratification, we found a hospitable welcome under the roof of Mr.
Vincent, who has a claim there which will eventually become valuable.
There is an apparent difference in the color of the water of the two streams
as they come together herethe eastern branch sends forth a pure clear
stream, similar to the mountain brooks in New England, whilst the other
appears white, unlike any stream we have ever before seen. The cause of
this is in consequence of this branch of the Cowlitz Passing through beds
of chalk. We visited and examined some coal mines which have just been
opened near this place.The land on either side of the river is of good
quality, and heavily timbered. There are as yet but few claims taken until
you get up near the Cowlitz Farms. These claims offer great inducement to
those who are willing to encounter a hardship of clearing a farm. We doubt
whether better land can be found in Oregon than is found upon the banks
of the Cowlitz.

"We arrived at Warbassport today (June 30, 1852) at 12 o'clock."
A news dispatch from Oregon City, December 31, 1860, relates that

"the new mail contract, for the daily service between Portland and Olym-
pia begins tomorrow, compensation $12,000 per annum, scheduled time,
36 hours distance from Portland to Monticello by river, thence by stage
to Olympia. The river portion is performed by Capt. R. Hot of the steamer
Multnomah who has been running between Portland, Vancouver and As-
toria for seven or eight years

"Monticello is three or four miles up the Cowlitz River and though yet
small there are yet some hopes of it one day becoming quite an important
point. The river is navigable several miles above where the boat occasional-
ly goes to take on wheat and all kinds of country produce. Passengers fre-
quently go through this way to Olympia. The soil of the vicinity is rich and
very productive though hard to clear on account of the dense timber. Many
industrious and worthy citizens are located here, among whom are Hugh
MeMillen, Bernard Laffey and William King, and within friendly and hos-
pitable walls of their respective dwellings, I sat once more and went back
in a retrospective glance at old times and old homes. Monticello is very
pleasantly located, contains two stores and a first rate hotel, kept by the
Hon. A. B. Burbank, besides several nice dwellings."
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VI: N. P. Lays Its First Rails

THE FIRST STANDARD GAUGE railroad in Washington ran through the Cow-
litz Corridor. This was a perfectly natural development since the corridor
connects Puget Sound and the Columbia River, and the Cascade mountain
barriers were such that the pioneer engineers preferred to go around
rather than over and through if possible.

Talk of a transcontinental railroad began as early as 1834. The first
action came in 1845, when Asa Whitney, a New York merchant, con-
ducted a militant campaign among members of Congress urging the con-
struction of a railroad connecting Lake Michigan and the mouth of the
Columbia River, following the Lewis and Clark trail.

As a result of Whitney's effort Congress in 1853 appropriated $150,000
for the exploration of four routes through to the Pacific. Isaac I. Stevens,
first governor of the Territory of Washington, was placed in charge of
the northern route survey. Assisting him were W. T. Gardiner, George
B. McClellan, afterward commander of the Army of the Potomac; and
a number of other officers and engineers, geologists, naturalists, artists
and astronomers.

Steven's exhaustive survey was completed and the results published in
two volumes but nothing was done about building a railroad.

At the suggestion of Stevens the Washington Legislature in 1857 in-
corporated the Northern Pacific Railroad and named as incorporators
Stevens, Sen. Ramsey of Minnesota and a number of prominent North-S
west men including A. A. Denney of Portland. The trouble with this
original corporation was that it had no money. In 1860 a railroad
convention to boost the northern route was held in Vancouver, attended
by delegates from both Oregon and Washington. Meanwhile California
had enjoyed a great boom as a result of the gold rush and the Union
Pacific actually became the first transcontinental line to be constructed.

In 1864, Thad Stevens, a leader in the House, authored a bill which
was passed and signed by President Lincoln incorporating the Northern
Pacific Railway Company, and giving it a grant of land to aid in
building a railroad and telegraph line from Lake Superior to Puget
Sound.

The land grant, however, proved insufficient to raise the money needed
to build the long railroad. Then J. Cooke and Company undertook to
raise 100 million dollars with seven and three tenths per cent bonds
issued in $6 lots to attract small investors. This offering was accepted
by the public and on Feb. 15, 1870, ground was broken at Thompson
Junction. 24 miles west of Duluth.

Surveys for the NP line between Portland and Tacoma were made
in the slimmer of 1868 and the spring of 1869. In May of 1870 C0fl
struction was started at Kalama.

The Minnetonka, the first locomotive of the Northern Pacific Railway,
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was purchased on July 18, 1870, and was used in construction of the
line west from Carlton for some months. Then it was shipped to San
Francisco and from there by steamboat to Kalama. It arrived in 1871
and was used in construction of the line from Kalama north to Tacoma.

Where rail was to meet water the town of Kalama grew and at first it
grew fast. To promote the area and attract settlers to the vast holdings of
land granted to the N.P. all along its right of way by Congress, a news-
paper was established in May 1870. Though the publishers were listed as

H. and M. L. Money, Edmund S. Meany in his "Newspapers of Wash-
intgon Territory" wrote that this paper, the Kalama Beacon, "was owned
and controlled by the Northern Pacific Railroad and published in its in-
terest."

The Beacon was Cowlitz County's first newspaper and it did a creditable
job of reporting the news, especially news of the construction of the line
which started at Kalama. For months on end Page 1 carried the contract
form explaining how immigrants could settle on and buy N.P. land on easy
terms. Page 3 was almost entirely taken up each issue with Ezra Meeker s
recital of the virtues of Washington Territory, written expressly for the

P. to encourage immigrants to settle in the promised land soon to be
served by the new railroad.

On April 12, 1872, The Beacon reported that the number of applica-
tions for railroad land reaching the office in Kalama was "averaging 40 to
50 a day." The same issue commented that "we are told by one who had
occasion to examine the land office records that to his surprise scarcely
half the original donation claims in this part of the country have been

- .

The Minnetonka, first engine owned by the Northern Pacific Railroad. It
an'ked at Ka!ansa in 1871 and was used on construction. Weight, 12 tons.
Cost, $6,700.
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proven up! Some of them have been left in that neglected condition of
title for 20 years; settlers about the Cowlitz are especially remiss in prov-
ing up. Every year will render the proof more and more difficult until at
last they will find themselves without any means of perfecting their original
titles."

Railroad construction news in the spring of '72 included a description
of the "long bridge" at Pumphrey's (Olequa), written by a correspondent
of the Olympia Courier who interviewed L. F. Compton, the bridge con-
tractor:

"The bridge is to be a Howe truss, two (connected) spans 160 feet each
total length of bridge 320 feet, requiring 96,000 feet of lumber, 124 iron
angle blocks, each weighing 150; also iron suspension rods, each from one
and one-eighth to two and three-eighth inches in diameter, and 24 feet
long. The bridge will rest on three solid wooden piers, the center and larg-
est one to be at the base 23 by 63 feet-58 feet high, about 48 feet above
low water mark; this pier alone will have 230,000 feet of the best fir lum-
ber, to be firmly dovetailed together. The size of the other piers, of course,
will not be as large as the center one. Total cost of the bridge and piers,
$40,000."

What might well be the beginnings of Kelso was described in the issue
of May 3, 1872:

"Crawford'sa new railroad station on the Cowlitz by that name has
been opened recently, Messrs. Ed Vallerie and Cody being placed in
charge. A telegraph office and ferry are located there."

"Crawford's" was Peter Crawford's land claim where in 1884 the pioneer
surveyer changed the name of the railroad flagstop to "Kelso," naming it
after a favored town in his native Scotland.

The Beacon in May carried an item from the Olympia Tribune saying
that "William Pumphrey has deeded to the NPRR Company 40 acres of
land for a station at his place. The company will doubtless lay out a town
there and it is proposed to call it Olequa after the stream of that name
that empties into the Cowlitz at Pumphrey's."

A contractor by the name of Montgomery was engaged in railroad con-
struction in the vicinity of Olequa that spring and the amount of food con-
sumed by his crews of white laborers and Chinese coolies impressed the
editors of The Beacon who reported:

'By the amount of beef furnished the contractor's principal boarding
house at Pumphrey's, Montgomery's force must be exceedingly carnivorous
in their tastes and appetite. On Tuesday and Wednesday last at Schell's
boarding camp, Young and Hilton delivered per order 3,000 pounds of fresh
beef! It speaks well for the place that with all its proclivity for meat diet
at a single camp. there are only two whisky mills in the town! And they
are said to be doing a land office business."

This first piece of railroad construction in the territory did not escape
labor trouble. In June of 1872 the carpenters on Montgomery's contract at
Pumphrey s struck for $350 a day. They had been receiving $3. This was
possibly the first strike in Washington's history and it was unsuccessful.
After a few days a number of the strikers returned to work at the old rate,The Beacon reported.

B' July daily trains were running between Kalama and the end of the
track about four miles south of the Olequa bridge site, where a connection
was made with a steamer. On the Fourth of July an excursion train withz37 aboard made a holiday run from Kalama to the end of the track andback. The train, gaily decorated with fir boughs, consisted of an engine andfour flat cars.
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The August 24, 1872, issue of The Beacon carried the following descrip-
tion of Kalama from the Pacific Christian Advocate:

"The city of Kalama, the terminus of the Northern Pacific Railroad on
the Columbia river, assumes the appearance of a business city. A little more
than a year ago there was but a single house on the bank of the river in
this place; now we find quite a population, with two churches - a bell in
eachone printing office issuing a weekly paper, many hotelssome of
which rank among our bestmany stores, shops and offices, one steam
sawmill, a Masonic Hall, school house, fine wharves, a line of steamers
leaving in the morning for Portland and returning in the evening, a train of
cars leaving for Olympia in the morning and returning in the evening,
with many more steamers calling at the wharf from day to day, and with
the prospects of 40 miles more of the road being finished in a few weeks.
I must say that I know of no place that has shared such prosperity in so
short a time. It speaks well for General Sprague, who has charge of the
interest of the NPRR . . . ma7 the Lord continue to bless Kalama in every
possible way.J. F. DeVore.'

That fall the bridge at Olequa was finished and track finished all the
way through the Corridor to Tenino (Hodgden's). On Oct. 19 The Beacon
reported that "the cars now run daily to Tenino (Hodgden's) leaving
Kalama at 6:30 a.m. and reaching end of track about noon; returning
leaves about 1:00 p.m. for Kalama, reaching there about 6:30 p.m. The
fare from Kalama to Olympia is $7.50 - $5.50 to end of track, and $2.00
stage fare to Olympia from Hodgden's. Last winter $12.00 was fare over
same route."

There were no towns in the Corridor along the route of the railroad since
the rails did not touch any of the three river settlements - Monticello,
Freeport and Cowlitz Landing. But here and there along the route flag
stops were established, consisting of little more than an uncovered plat-
form. A wave of a flag would halt the train at any of these stops.

How such stops were located was described in the Olympia Transcript
in February of 1872 by J McDonald of Lewis County - who resides at
'MacDonald's Flag Station' 38 miles north of Kalama."

"The actual settlers in the central, eastern and western sections of Lewis
county, desiring to have a railroad station at a certain point in this vicinity,
I was asked to go around amongst them in order to get their signatures to
a petition for that purpose, addressed to Gen. Sprague, the general agent of
the NPRR company who I am glad to say, for obvious reasons, acquiesced
in their views and complied with the wishes of the majority of the citizens
of Lewis county by promptly establishing a 'flag station and platform
with the prospect of a depot as soon as business will justify it at the inter-
section of the stage and railroad in the most central part of the county
easy of access all seasons of the year and called 'McDonald's station.

In May, 1873, the railroad construction prosperity of Kalarna began to
wane and there was grumbling and complaints. The May 10, 1873, issue
of The Beacon carried a long editorial intended to reassure those who had
become fearful that Kalama wouldn't become a great city after all. The
paper said the railroad would have to be completed all the way across-the
country before Kalama's destiny could be fulfilled.

But The Beacon couldn't see the worst that was to come the next
month. In June a financial crash occurred in the east and J. Cooke and Co.
failed.

By act of Congress the Northern Pacific was required to have a line
completed to Puget Sound by December 31, 1873, or it would lose its land
grant. The land grant act did not say that the tracks had to be completed
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all the way across the country - just that they must reach Puget Sound.
This explains starting at Kalama, where there was almost nothing until the
railroad caine in, and pushing the tracks northward, connecting the Colum-
bia river with Puget Sound.

News reached the Pacific Coast that the New York Stock Exchange had
been closed for 10 days by Presidential order. That ended the buying of
N.P. bonds and credit for wages and equipment was shut off. Track had
been laid only as far as Tenino when this disaster struck.

A shipment of rails had just arrived, however, and the construction
crews were urged on. But then money for wages ran out. One contractor
is reported to have tried to raise money on his own to pay the crews, but
he wasn't successful and the workers began quitting.

Then a desperate measure was resorted to in order to raise enough
money to complete the line and save the land grant. Company owned land
in Tacoma, which was being held in anticipation of a boom that would
push real estate values high, was sold for what it would bring. Just enough
was raised to pay the wages of construction crews who finally finished the
line. On December 16, 1873, only 15 days ahead of the deadline, a "last
spike" ceremony was held in Tacoma. The land grant was saved.

A handcar load of Chinese laborers in ported to work on construction of
the Northern Pacific railroad in Washington and elsewhere. Paid SI a day,
they numbered 15,000.
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The Beacon was moved from Kalama to Tacoma where it was estab-
lished as the "Northern Pacific Headlight," but hard times continued
and the journal soon expired.

Ten years went by before new ownership brought more capital to the
N.P. and construction could be resumed. For nearly a decade the only
standard gauge railroad in the territory ran from Kalama through the
Cowlitz Corridor to Tacoma and out to the little town of Wilkenson.

In the meantime surveys were completed for a line from Goble, across
the Columbia from Kalama, up the river on the Oregon side to Portland.
The Coble-Portland connection was completed in April, 1883.

A way had to be found to connect the rails at Goble with those in
Kalama so a transfer steamer, the Tacoma, which at the outset was
known as the Kalama, was shipped knocked down on the clipper ship
Tilly E. Starbuck, which completed an ocean voyage from Boston to
Portland in February, 1884. The Tacoma or Kdama was assembled
immediately and the records show that her trial trip was made Oct. 1,
1884, and the first actual transfer of cars from Kalama took place Oct. 9,
1884.

Northern Pacific operations between Tacoma and Portland continued
until 1908 over the rails horn Seattle to Kalama, crossing the Columbia
River from Kalama to Goble by ferry, thence by rail into Portland. Mean-
while in 1902-3 the railroad built a branch line extending south from
Kalarna to Vancouver, and this line was opened for through service Mar.
1, 1903. It was rebuilt as the main line in 1908 the same year the railroad
bridge across the Columbia was constructed at Vancouver. This became
a part of the NP route from Seattle to Portland and the ferry service
between Goble and Kalama was abandoned for the operation of through
trains.

Fifteen thousand Chinese were imported to work on the construction
of the Northern Pacific, some of whom worked on the Kalama-Tacoma
line.

The magazine "The Northwest" in July, 1883, carried this description
of railroad construction on the NP line:

"It is an interesting sight to see the forward movement of the steel
rails pushing steadily ahead, every day a mile or two, over hill and valley,
through sombre canyons, across green plains and over swift rivers,
never halting, never resting - a type of the powerful and steady move-
ment of civilization into the new regions of the Far West."

"The construction train is lodginghouse and boardinghouse, shop
and store, for the workmen 'at the front.' It is a long row of uncouth,
two story structures on wheels, pushed forward by a locomotive as fast
as the track advances. In this singular caravan there are kitchens and
dining rooms, a shop for repairing tools, a store where clothing, shoes
and tobacco are sold, and sleeping bunks for perhaps two score men.

"Behind the track train comes the tie train. The ties are hauled by
teams along the side of the grade to the track gang that keep about a
quarter of a mile in advance of the trackmen. At the front of the track
train are cars loaded with steel rails. A small Hat car, drawn by two
horses, conveys the rails forward to the track gang, and the business
of placing them on the ties, spiking them down, and fastening the fish-
plate joints goes on systematically as if the men were parts of a machine."

The Chinese were paid a dollar a day. In addition to the 15,000
Chinese another 10,000 white laborers were used in the construction of
the road.

By September, 1883, when the last spike of the transcontinental NP
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line was driven, Cowlitz County had had rail service for a whole
decade. Therefore the wild rejoicing that had greeted the first train all
along the line was not encountered through the Corridor. Portland had
a great celebration and so did Tacoma, but if there were any along the
line between the cities the records make no mention of them.

C. E. Denney, formerly president of the NP, recounted the history of
the raikoad before a Newcomen Society meeting in 1949 and said this:

"In 1864 Northern Pacific set out to conquer a wilderness. Slowly
but surely the frontier was pushed back, and, with the passing of time,
construction camps became great cities. Along the main line are Duluth,
Superior, St. Paul. Minneapolis, Fargo, Jamestown, Bismark, Mandan,
Glendive, Miles City, Billings, Livingstone, Bozeman, Helena, Butte,
Missoula, Spokane, Pasco, Yakima, Seattle, Tacoma, Vancouver and Port-
land, comprising nearly all the great cities of the Northwest. So it was
but natural and inevitable that the distribution and marketing centers
of this vast territory was developed around the favorite route of the first
of the northern transcontinentals.'

It was natural also that smaller towns would develop along the same
route. And so beside the railroad arose these towns along the Cowlitz Cor-
ridor: Winlock, Vader, Olequa, Castle Rock, Ostrander, Kelso, Carrolls and
Kalama.

While steamboating on the Cowlitz continued long after the railroad
came in, Monticello and Cowlitz Landing, the two old gateways, soon
fell into disuse and decay and were almost forgotten. Also the railroad
provided a welcome opportunty to abandon the mud, dust, steep grades
and the spine jolting bumps of the military road up the west side of the
river, and it grieved no one to do so.

I

?liie idamt uon.
KALAMA, W. T.

N. P. R. R.PACWIC Divizo Tzt CAll,.
To take effect on Monday, July Itt, 1872:
Bound North] STATIO5. [Bound Sowh.

5A6 A. X 04) Kalam& 26 6.55 ,. .6.06 A. a 5 CarroU 20 6.35 . a.
0.20 A. U...... 9 Monticello 10 6.20 p, M.
6.&.4.U...... 12 Cowlltz 53 6.10 p. .
7.00 A. U...... 20 CatIe Rock 5 5.40 p. a.
7 .11 .&. N 23 OrRveI Pit... 2 5.26 P. U.
7.2.5 .t. M 25 Endoftraci 0.15 p. a.

Frf day, - - - July 5, 1S7L
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B 1853 THE CowLn-z CoRRIDoR was a busy place. E. D. Warbass and
Alfred Townsend had the mail canoe contract. "Warbass has a store at
Cowlitz Landing where Fred Clark keeps hotel for the traveling public
and also saddle horses to convey passengers to the Sound," Peter Crawford
wrote. "Alfred Townsend has a store and hotel at Monticello where he also
accomodates travelers, and a store to supply settlers. Thus far the coun-
try has made quite an advance in mail matters and inducement to travel
which in former days was tardy and at times impossible. In winter travel
from Cowlitz Landing to Olympia is difficult. In places the roads are
impassible."

So it was at this time that men started thinking seriously about running
steamboats on the Cowlitz. Stern wheelers by then had been operating
on the Columbia for some years.

The very first steamer to enter the river, Crawford relates, was the
Black Hawk, a mere 40 feet long, but with an iron hull and capable of
carrying a dozen passengers and a ton of freight. She made an appearance
on the Cowlitz in the spring of 1852 with two small scows to take on a
cargo of potatoes. Crawford acted as pilot for the captain, B. Williams.
"The Black Hawk is nothing more than a long boat with propeller machin-
ery in the stern," he wrote.

Crawford tells of what must have been the first venture far up the
Cowlitz with anything bigger than a bateau. "In the spring of 1853" he
relates, "Charles E. Fox and others induced the captain of the steamer
Ma/or Redding to try the Cowlitz River with his little propeller, and he
was willing to try it. Fox said he would assist him in pointing out the
channel. She ascended as far as Plomondo's landing a distance about 40
miles by the meandering stream. She being a propeller, drawing too much
Water, made slow progress, there being 26 ripples in the distance traveled.
But she made the trip without accident."

While on this trip Crawford noted the position of the mountains and the
valley and wrote that the Corridor "must be in all time to come the grand
thoroughfare connecting the inland travel between the most southern part
of California with the most northern part of Washington Territory and

British Columbia."
As early as 1852 farmers up the Cowlitz, needing a better way of get-

ting grain down to the Columbia than by bateau, talked of organizing a
steamboat company. Shortly after the territorial government was set up
in 1853 a few of the more enterprising decided to act. John B. Jackson,
Fred A. Clark, Seth Catlin, C. B. Roberts and Henry N. Piers rtitioned
the territorial Legislature for a charter to incorporate the Cow itt River



34

Steamboat Co. Catlin, quite conveniently, was on the legislative commit-
tee to which the petition was referred on March 7, 1854. Next day, re-
ported the Pioneer and Democrat of Olympia, "Mr. Catlin introduced a
bill for the incorporation of a company to improve the bed of the Cowlitz
River, with authority to introduce (under charter) a steamboat thereon."

This company was to have a capital of $10,000 divided into shares of
$100 each. The bill set the maximum rates that could be charged at $15
per ton on freight and $4 per trip for passengers. The company was to
be given six months to get organized and six months after that to put a
steamboat in operation. If those requirements could be met the company
was to have a six-year monopoly.

The Pioneer and Democrat then carried this advertisement:
"Notice is hereby given that the hooks will be open to receive sub-

scriptions to the capital stock of the Cowlitz River Steamboat Company, at
the house of Seth Catlin, Monticello, John R. Jackson, Cowlitz, C. H. Hale,
Olympia, John \V. Chapman, Steilacoom, on and after the fifteenth day of
May till the capital stock is taken."

On August 17, 1854, a public meeting was held at the Landing by en-
thusiastic supporters of the new steamboat company and $10,000 was
pledged for the construction of a steamer. Named as directors of the
company at this meeting were John Jackson, H. \V. Peers (H. N. Piers) and
E. L. Finch.

Not everyone was convinced that the Cowlitz was deep enough to
enable a steamer to make it all the way up to the Landing regularly, and
this skepticism may account for the fact that this first company never
actually put a boat in the water, although Jackson took soundings all the
way down and satisfied himself that the channel was deep enough.

Years went by and the rates charged by the bateau, canoe and wagon
line operators rose. The growing of grain and livestock, complained The
Pioneer and Democrat, was restricted by the "enormous duties exacted for
freight passage up and down the Cowlitz River." The only answer was
steamboats.

When the Legislature met in 1858 at least three petitions sought
charters for the operation of steamers on the river. Rep. Seth Catlin pre-
sented a petition for Royal C. and Noyes H. Smith of Monticello. Another
charter was sought by Charles Holman and associates. F. Daulne and 94
others urged that a charter be granted to Henry Winsor, Darby Hunting-
ton's son-in-law, who pioneered commercial water transportation in the
Corridor. The Smith charter was approved finally, after the defeat of a
last minute effort to strike the names of Royal C. and Noyes Smith and
insert the name of Henry \Vinsor.

This charter, for the CovIitz River Steam Navigation Company, pro-
vided that the company had to get a steamer in operation within six
months and within nine months was to have all obstructions in the river
removed from Monticello to Cowlitz Landing. Charges were limited to
$5 a ton for freight and $5 per person for passengers. The act gave the
company a five-year monopoly but provided that each stockholder was
personally liable for any debts run up by the company to the extent of
twice the amount of capital stock owned. If the company couldn't keep
its steamer running for three months the District Court could revoke the
charter.

These strings attached by the Legislature proved too entangling and the
Smith company also went by the board.

Gold was discovered on the Fraser River in Canada in 1858 and there
began at once a rush northward. The transportation business on the Cow-
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litz boomed. Describing events of this time Crawford wrote:
"Henry Winsor was a Huntington by marriage. 0. Olson was another

by marriage, and Capt. Charles Holman, a brother-in-law, another Hunt-
ington by marriage, Holman and Olson marrying sisters.

'H. D. Huntington owned most of the buildings in Monticello and for
a long time entertained the traveling public. 0. Olson ran the mail canoes
up the Cowlitz. Winsor ran the pack train across from Cowlitz Landing
to Olympia. Those three sagacious men saw this vast travel going north
to the Fraser gold mines as the excitement is becoming tense. Winsor is
now mail contractor and has the only through line from Columbia to Puget
Sound. Those three found a chance to buy a small steamer about 76 feet
long.

"This new steamer was built at Canemali on the Willamette River above
Oregon City for the purpose of navigating the Tualitin River. They gave
the sum of $7,500 for this snug little steamer of 24 horse power. She is
brought down below the falls, fitted up and named the Cowlitz of Cowlitz
River, hailing from Monticello, \V. T.

"Charles Holman becomes captain, 0. Olson deck hand. H. D. Hunting-
ton has a large farm at Monticello and supplies butter and milk, eggs etc.

"So off they put steamboating and make a complete success, except that
Holman gets a little afraid at the declining passenger list in late fall and
early winter of 1858 and 1859 as travel is impossible from Cowlitz Landing
to Olympia. As the saying is, 'this mud would mire a saddle blanket'."

Lewis and Dryden's "Marine History" reports that the Cow!itz ran on
the Cowlitz River until 1866 and then was put in the Lewis River trade
for awhile. Holman was succeeded in command by Oliff Olson and he
in turn by Thayer and Kern.

In 1863 the lonticello and Cowlitz Steamboat Company was chartered
by the territorial Legislature. The charter limited rates to $7 a ton for
freight and $5 for passengers, required that a steamer be placed in op-
eration in six months, and gave the company a six-year monopoly on the
Cowlitz trade. Nathaniel Stone was the only one mentioned in the articles
of incorporation but there were a number of others including one listed by
Crawford, a Mr. Spirlock, "a cattle driver driving north to Victoria, who
felt sore at some transactions of the old Cowlitz Company who had the
whole of the transit line from Portland to Olympia." He invested $1,000
in the new company apparently to show his spite for the old.

Cattle transport through the corridor at this time was a major item of
business. These cattle had to be taken by steamboat up the Cowlitz since
the condition of the trail was such that they couldn't be driven. "Large
bands proceed north weekly to be consumed by the Victoria market,"
Crawford wrote, "as Englishmen like beef x x x

'This species of commercial industry . . . was chief among the com-
mercial commodities of this new era and continues for many years. It
would be impossible to estimate the many thousands of head of stock pass-
ing through the Cowlitz valley in the course of a year, and for so many
years, as the trade kept increasing beyond all possible conception."

The Cowlitz trade needed something bigger than a 76-foot steamboat
and since there were no craft for sale at that time the Monticello and
Cowlitz Landing Co. owners decided to build their own boat. Olson was
selected to supervise the job and the keel was laid on the west bank of
the Cowlitz between Monticello and Freeport. sideways to the current.
The builder, Crawford tells us, was James Clinton whose father was a boat
builder, but "James wasn't very good at keeping many hands at work." The
construction of the huJl continued until late in the fall "when the river
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swelled with rain and there was very little need of launching as it almost
floated off itself. It was towed to Portland to receive machinery at the
Portland Iron Works

Christened the Rescue, this light draft craft made her trial trip up the
Cowlitz in February of 1864 in command of Captain Levi White. She was
96 feet long with a beam of 21 feet and a depth of hold of 3 feet, 7 inches.
She was described as "an awful big little boat and carried a large cargo
despite her diminutive dimensions."

The Rescue was the first and the last home built, home owned and
home run steamer in the Corridor and ran stiff competition to the little
Cowlitz from the outset. Twice during 1864 the Rescue was mortgaged by
her owners, first in June to 011ff Olson for $2,200 and again in October to
C. H. Hale of Olympia for $4,000. In the spring of 1865 the mortgages
were paid off.

Late in 1864 the Oregon Steam Navigation Co., which operated boats
on the Columbia, decided it would tap the profitable Corridor trade anl,
placed the Steamer Express on the run. This started a "steamboat war.
The local company filed suit against the Oregon Steam Co. seeking an
injunction. The judge ruled that the exdusive grant of the Legislature
was void because it conflicted with the powers of Congress to regulate
commerce among the several states.

Then the Rescue, with Capt. Thayer in command, and the steamer
Julia were put on the Cascade run in retaliation for the Oregon company 5
invasion of the Cowlitz, at the same time Cowlitz, which operated on the
Portland-Monticello run from 1858 to 1866, was chartered to replace the
Rescue on the Cowlitz run. Rates dropped to the point where passengers
were taken from Monticello to Portland for 25 cents. In 1866 the Rescue'.
was sold to the rival Oregon company. It continued to operate on the
Cowlitz, with occasional trips to Astoria, until 1871 when the company
gave up the Cowlitz run and sold the vessel to Joseph Kellogg.

Charles Holman, a Cowlitz Valley settler with considerable business
daring, decided in 1862 to get into the steamboat business on the Columbia
and set out to build a boat. He hired a Scotch ship carpenter named John
Bruce who carved out the ship's keel on Puget Island. Oak timber for the
craft was transported from Victor Wallace's place on the Cowlitz to the
sawmill at West Port opposite Puget Island in Peter Crawford's new scow.
Finished in the spring of 1863, this vessel, a side wheeler, was named the
John R. Couch. But he didn't keep it long.

When the fast growing Oregon Steam Navigation Co., headed by J. C.
Ainsworth, expanded on the lower Columbia and put the Express on the
Cowlitz run, the independent owners of the down river steamboats de-
cided it was time to sell out. So the "Couch," the "Belle" and the "Cow
litz," together with the mail contract from Portland to Monticello and to
Astoria, were offered to Ainsworth who bought them from Holinan, Olson
and H. D. Huntington for $27,000. Then the Oregon firm bought the
Rescue for $10,000. and the Monticello pioneers were out of the steamboat
business and somewhat glad of it.

Apparently Oregon Steam didn't take good enough care of the Cowlitz
River trade for there was dissatisfaction among the farmers on Cowlitz
prairie. The river was their onl way to the Portland markets and when
the steamboats didn't run regularly they were hurt. Finally in 1867 a
group of enterprising farmers in the vicinity of Cowlitz Landing decided
to organize another steamboat company. On August 19, 1867, M. Chap-
petier and John F. Kerris filed articles of incorporation for the Cowlitz
Steam Navigation Co. The company was empowered to construct a
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steamboat, build wharves and warehouses and carry on a general steamboat
business on the river with headquarters at "Cowlitz Prairie Landing, Lewis
County."

The following officers were elected: Dean Blanchard, president; Javan
Hall, vice president; H. H. Pinto, secretary; Ferdinand Schable, treasurer;
and John R. Jackson, W. B. Gosnell, and J. D. Tackleberry, directors.

The company contracted with John Holland to construct a small stern
wheeler, 68 feet in length with a beam of 18 feet, at Rainier. She was
named the Rainier and placed in command of Captain John T. Kerns who
made the first run from Monticello to Cowlitz Landing in October, 1867.

Service was anything but regular in the following weeks, however, and

H. D. Huntington, one of thc original Cowlitz businessmen who began
steamboat transportation on the Cowlitz river in 1858.

the Vancouver Register complained about it. Then in mid-December came
the high water on the Cowlitz that turned out to be what is still referred
to as the "flood of '67."

The Olympia Transcript reported: "The dwelling house and stock of
'iesley Cosnell, at the old Cowlitz Landing, are reported to be entirely

swept away. The whole Cowlitz country is supposed to be cleaned out.
The insane asylum (then located at Monticello). farm houses and Monti-
cello itself is gone."

During the flood, the river was choked with debris and no steamers were
able to ascend the river. The Rainier tried it and broke a shaft. Then
came a heavy freeze which closed the Columbia to all traffic.

The Rainier ran again, however, starting in the spring of 1868.
At that time Dr. C. C. Pagett purchased a general stock of merchandise

in Portland and had it shipped to Cowlitz from Monticello on the first
regular trip of the Rainier.

A letter to the Olympia Transcript gave an account of a trip up the
Cowljtz on their little river boat.
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"Allow a passenger just arrived from the Columbia River, who has
traveled both routes, to discourse a little on the route by the Cowlitz
River steamer and Butler & Buchannan's passenger line to and from the
Cowlitz Landing and Olympia: To a traveler at Olympia desiring to
reach the Columbia river, or if he be at Monticello wishing to reach
Olympia; the question naturally arises how he is to get across from one
point to the other, with the most comfort and the least expense. Being
at Freeport the other day, and having occasion to cross over to Olympia,
at the request of a friend (who wouldn't be influenced by a friend),
coupled with a curiosity to observe the scenery on the Cowlitz River
and look at the prairies, we stepped on board the light-draught steamer
Rainier, which under the efficient control of Capt. Kerns made the trip
to Cowlitz Landing in a little over JO-hours run. Going down she makes
it in about five hours, including stoppages.

"From the Landing on the above passenger line, we made Olympia
in one day very comfortably and considered it the most comfortable
and shortest route between the two points. Capt. Kerns informed us he
will hereafter connect at Monticello with the steamer Couch every Mon-
day and Friday, for Olympia, via the Cowlitz Landing and the above
line, and returning the next morning connects at Monticello with the
Couch, for Portland, on Tuesdays and Saturdays.

"As the roads become better they propose to shorten the time and
increase the speed to suit this very fast age. Already this new steamer
on the Cowlitz seems to have infused new energy among the farmers and
settlers along its banks. Here and there a new house, a widening field,
a falling forest and increased value of lands betoken a brighter day
dawning on this valley."

In April, 1868, the government seized the Rainier through custom house
officials at Monticello charging that the vessel carried passengers without
a license. She was returned to the owners in May and then seized agam
in late October and sold to Capt. J. C. Kingsley, Fred Harbaugh and J. G.
Toner who operated her as the Carrie. That brought another interruption
to early day steamboat service in the corridor.
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VIII: Opening of Kellogg Era

A RAILROAD THROUGH THE Cowlitz Corridor opened a new era and solved
most of the early transportation problems. But the rairoad didn't much
help the farmers of the Cowlitz prairie area. The rails crossed the Cow-
litz at Pumphrey's (Olequa) and went straight up the grade through
Vader and Winlock. Separating Winlock and the prairie were several
miles of hilly country, presenting a hard haul to the railroad for a farmer
with heavy grain to be moved to market.

So the need for steamboat service on the Cowlitz continued, and in
fact increased as the Cowlitz country built up. Promises of regular
patronage led Joseph Kellogg, one of the pioneer Columbia steamboat
men, to form the J. Kellogg and Company, in Portland, in the late '70s.
Associated with Joseph were his brother, Jason, and his two sons, Captains
Orrin and Charles H. Kellogg.

They built the steamer Toledo in Portland in 1878. She was a big,
handsome double decked stern wheeler, quite a contrast to some of the
little craft that ran on the Cowlitz earlier. She had a length of 109 feet,
a beam of 22 feet and a 4 foot hold. Captain Orrin Kellogg took proud
command of her upon completion and headed for the Cowlitz.

After a number of trials it was determined that the Toledo could
navigate safely about two miles above Cowlitz Landing. At this point,
near a cluster of three or four houses, the Kelloggs decided to locate
a warehouse and dock. Orrin Kellogg purchased an acre on the river
bank from one of the settlers, Augustine Rochon.

To celebrate the transaction Rochon's wife gave a dinner at which
the steamboat captain was the honored guest. It was generally agreed
that the moving of the landing to this new location would result in a
new town springing up, and the captain gallantly suggested that his
hostess select a name. Mrs. Rochon looked out the window and noticed
the name of the captain's boat tied up at the river bank. Thereupon
she proposed that the new town be named Toledo.

So the town of Toledo came into being, but it didn't amount to much
until 1886, when Captain Orrin Kellogg induced some members of a
Missouri colony, who had located at Yaquina Bay, Ore., to migrate to
Toledo. Together with Kellogg they purchased the town site from Rochon
and organized a town company. The organizers were Orrin, Joseph and
Chester Kellogg of the steamboat line and E. D. Barton, G. W. Mclii,
J. M. Patterson and Peter Patterson.

At the time the town site was named, the Toledo made biweekly trips
to Portland. It would leave Toledo on Tuesday and Friday mornings
at 7 o clock and return on Thursday and Mondays. The steamer carried
passengers, supplies, news and farm implements to the isolated settlers
of the little river towns along the way.

Before ffe railroad reached Wjalock the mail for Toledo and vicinity
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came on the steamer by way of Portland. All merchandise sold by the
town stores was handled by the boat.

On the down river trip the steamer carried out wheat, oats, hay, eggs,
butter, cream, potatoes and whatever else the farmers had to sell. Pas-
sengers were picked up along the way for Portland and way points.

The Kellogg Company always did its best to accommodate the
shippers in the Valley. In "Portrait and Biographical Record of the
Willamette Valley, Oregon," the following was said of Captain Orrm
Kellogg: "In the running of his steamer he has sought to accommodate
ranchers all along the line of the boat, giving each a landing, taking
their produce on his boat, selling it at market, and bringing back the
money, or purchasing for the rancher any farm machinery, household
goods, etc., that they might need. His accommodating spirit ha.s made
him very popular and he has a host of warm friends among the people
of the Cowlitz Country."

A signal system was devised whereby any rancher having produce to
ship could set out a flag along the bank. The Toledo would stop where-
ever the rancher had put out a flag and pick up the freight. The pilot
would make a "mud landing." The crew would pull down the gangplank
and load on the goods. The engines were then reversed, the boat was
backed into the channel and the journey continued from one flag stop
to the next all the way to Freeport.

Hazards to navigation in the form of snags, accumulation of drift and
sandbars were numerous, especially during low water. The condition of
the Cowlitz and its need for improvement was brought to the attention
of Congress by the Kelloggs and this resulted in a survey being authorized
and made which showed that the obstructions to navigation in the Cowhtz
included five bars, two rapids and at least 300 snags and drift piles.
The Army Engineers estimated $5,000 would be nedeed to do the work.

Congress came through with the money. Up to June 30, 1884, a total
of $3,997 had been spent in snag removal and scraping of the bars to
give, at all times, an easy and safe navigation for boats of light draft

as far as Cowlitz Landing."
The steamboat company also helped in clearing and deepening the

channel by blasting snags. During April, 1892, Major Handbury of the
U. S. Army Engineers made a trip up the Cowlitz to Toledo to ascertain
what improvements were needed. The trip showed the need of placing
wing dams at the Keegen Bar, three miles below Toledo, and at other
places on the river.

Three thousand dollars had been appropriated by Congress for work
on the Cowlstz in 1892. Similar amounts were allocated for 1894, 1896
and 1899.

As a result of these appropriations the U. S. Government snag boat
Corvallis began working on the river and came up as far as Toledo.

Work on the task of keeping the channel open went on intermittently
for several years.

Despite the work done the river remained untamed and difficult to
navigate. At times the boats couldn't get up to Toledo at all. The
ingenuity of the navigator was often called into play to devise new
methods of getting over the shallow places during low water.

In 1902 Congress allocated $9,500 for use on the Cowlitz and Lewis
Rivers. In 1905 the appropriation was $10,000, the amount earmarked
for the Cowlitz being based on the freight tonnage carried on the river.

During 1903 work on wing dams along the Cowlitz was completed.
Although this did make a substantial improvement in the channel it did
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not satisfy the Toledo Improvement Club. That organization was en-
deavoring to obtain improvements which would keep the river open to
navigation the year around.

The dub believed that the only permanent solution to the river problem
was to dredge the channel from Toledo to the mouth of the Cowlitz. A
dredge was placed on the Cowlitz by the Army Engineers in 19O5.
In the late fall of that year the Toledo Improvement Club sent statistics
to Congress giving information on freight shipped out from the corn-
munitv and the amount that would be sent out if the river were open
to navigation the full 12 months of the year.

Thus, just after the turn of the century, the forces were at work which
brought steamboat navigation on the Cowlitz to its period of greatest
activity and prcperity.

Joseph Kellogg, patriarch of Cowlitz
rfrani&setin. founder of the Kellogg
Transportation which serred the Cor-
ridor for nearly 40 years.
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IX: Steamboating in Its Heyday

\VHEN JOSEPh KELLOGG & Co. began Serious stearnboatmg on the Cow-
htz River in the 1880s. company property consisted of the sternwbeel steam-
ers Toledo and Joseph Kellogg. together with docks and warehouses at
Freeport, Castle Rock and Toledo.

The Toledo was kept on the Cowlitz run until 1891 and then was sold
to the Woodland Navigation Co. for use on the Lewis River.

The Joseph Kellogg, a handsome sternwheeler named for the founder
of the steamboat line, was 197 feet long with a beam of 23 feet. Her hold
was 3 feet 4 inches deep.

The Joseph Kellogg was a double decker, with the pilot house and upper
works constructed of cedar and other light woods. Her lounge, cabin
and appointments were the finest of any vessel on the Colombia. This
vessel was commanded at different times by Captains Joseph, Charles and
Orrin Kellogg. In 1890 V. P. Whitcomb became master and remained in
command the remainder of the time the vessel was on the Cowlitz.

At the outset the Joseph Kellogg made tn-weekly trips between Portland
and Freeport. Occasionally when the water on the Cowlitz was high. the
Kellogg went on up to Toledo. After the railroad was built in '72 Freeort
lost its importance as a trading point, and Kelso came into its own. Then
the steamboats stopped at ketso across the river from the old landing at
Frseport.

During the late fall of '87 business on the Cowlitz was so good that
the Toledo made three trips a week between Portland and Toledo. Still
she wasn't able to take care of the traffic so plans were made to build a
new boat designed especially for the shallow waters of the Cowlitz. This
steamer was 1:35 feet long hut when launched was so tight that it "sat on
the water like a duck." Its hull actually drew only 6 inches of water.
This vessel, the construction of which was superintended by Captain
Joseph Kellogg hiusself. was christened the Northwest.

The Northwest made her maiden trip up the Cowlitz just before
Christmas in 1889. A contemporary described her in this way:

"She is the fint looking and the most handsome craft now afloat in
Y'sotthwet water. There are five handsomely furnished staterooms, mote
artistic in design and finish than any on the steamer I. Kellogg: two 12%
inch cylinders with 4% ft. stroke make her go. The Northwest draws ii
inches of water when empty and with 90 tons of freight on board will
skim along the Cowlita Valley when the dew is onK 22 inches deep.

Passenger business on the Cowlitz became so htisk that in the early
part of '97 12 extra berths were installed in the Northwest. Fitted with
electric lights and other modern appointments, she was indeed the queen
of the CowIitL

The Northwest operated until 1907 when Kellogg sold her to a British
Columbia concern. During her 18 years in the corridor the Northwest had
three captains. Orrin Kellogg was the first and Edward Kellogg was the
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second. The last was Captain Nelson Delude.
Despite her light draft, the Northwest could not navigate on the Cowlitz

the year around. In the period of low water in late summer and early fall
it was seldom that she could make it up as far as Toledo.

In an attempt to remedy this situation the Kellogg Company ordered
another steamer which was to be even lighter in draft than the Northwest.
Captain Joe Kellogg designed her and it was built in the Joseph Supple
Yards in Portland.

This was the little stern-wheeler Chester, named for Chester Kellogg,
son of Orrin. She was 101 feet long with a beam of 21 feet and a hold 3
feet 10 inches deep.

In "Stern-Wheelers Up the Columbia" Randle V. Mills describes the
Chester as follows:

"The Chester's hull had little if any dead rise, a short rake astern, and a
very full forward gave the greatest bearing surface possible, so that in the
water the boat floated like a shingle on a pond. The hull was flexible, sup-
ported by hog chains and flanked with cedar, and it had to be. Sand bars
meant nothing to the Chester. When she came to a place where there was
less water than she drew, the steamboat merely slid its broad flat hull up
to the bar, spun her wheel and sucked out the sand so that she could inch
her way across. After a trip or two the Chester had to he hauled out and
new planking put on her ribs.the sand having literally worn away the
bottom of the boat.

"The steamer had other odd habits in operation. The Cowlitz in its up-
per stretches is not only shallow, but narrow as well and the Chester did
not worry about heading into a wharf or a levee. When she came abreast of
a landing, she just stopped there and farmers casually drove their teams
and wagons into the river beside the boat. There was no danger that the
horses would be sucked away; water came no higher than their fetlocks.
When too little freight to be handled in a wagon had to be moved, a deck
hand merely took off his shoes, rolled up his pants a couple of inches,
stepped overside and waded ashore with the parcel. On board the Chester
steamboating became charmingly informal; it was something like working
in a rambling warehouse that really rambled. Up and down the Cowlitz
the Chester ran, connecting with larger boats at Kelso, giving the people
along the river the means for reaching the outside; net until 1910 did the
Chester withdraw for a season and then only because the river fell so low
that a channel a foot deep could not be maintained."

(Chester Kellogg, in a letter to Albert Kletsch, stated that the Chester
actually did draw only 6 inches of water when first built.)

At one point in her career a passenger cabin was built on the upper
deck.

The Chester carried from three to six deck hands, whose duty it was to
load and unload freight. The deck hands worked all day and night and
were permitted to retire only when the boat was loaded. These men re-
ceived a dollar a day and meals and lodging.

When the Northwest ran from Portland to Castle Rock it was customary
for the deck hands to have day duty on the Chester and night duty on the
Northwest.

All boats of the Kellogg line burned cord wood, cut in four-foot lengths
and stacked at various landings to be loaded as needed.

Rates were reasonable. A typical round trip fare from Toledo to Port-
land was S2.O. Freight from Portland was carried for $3 a ton. These
rates were considerably less than the limits imposed by the Territorial
Legislators years before when charters for steamboat liies on the river
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were being formulated. The minimum charge for hauling small items such
as packages or cans of cream was 25 cents.

Schedules changed from time to time. When the Northwest was built,
the Toledo was taken off the upper Cowlitz and placed on the Kelso-Port-
land run where she made tn-weekly trips. The Joseph Kellogg operated be-
tween Portland and Freeport, connecting with the Northwest at Freeport
for Toledo, Castle Rock, Olequa and way points. The Northwest left Free-
port on Mondays, Wednesdays and Fridays at 6 am, for points up the flyer.
She returned on Tuesdays, Thursdays and Saturdays. At Kelso, Castle Rock
and Olequa the Northwest made close connections with both north and
south bound Northern Pacific trains for Puget Sound and Portland.

By the end of 1893 business on the river was down. The Northwest was
cut down to one trip a week up river to Toledo. During most years, how-
ever, three times a week seem to have been the regular schedule. Many
persons preferred traveling on steamboats to riding on the railroad. Che-
halis people frequently came to Toledo to take the boat for Portland. The
slower water route was popular partly because the fare was considerably
less than on the train.

Mines were opened in the Mt. St. Helens region in the sprine of 1897
and this brought enough traffic to justify the Northwest again mating three
round trips a week between Portland and Toledo. The stern-wheeler left
Portland at 11 p.m. Mondays, Wednesdays and Fridays and docked at To-
ledo the next morning at 10. She took just enough time to unload and take
on freight and then sounded her whistle at 12 noon sharp for departure
down river. At this time the fare was $1.25 one way and 82 a round trip.

When the river was low the Northwest would run between Portland and
Castle Rock where passengers and freight were transferred to the smaller
Chester for transport on to Toledo. Lower berths on the Northwest were 75
cents and uppers were 50 cents. Meals were ser.ed for 35 cents.

To encourage freight business, the Kellogg Company built warehouses
at strategic places along the river where farmers could store their grainand other field crops waiting transport to the Portland markets. A large
warehouse was constructed at Toledo and other smaller ones at Cowlitz
Landmg, Sandy Bend and Ostrander.

In 1885 the farmers on Cowlitz Prairie produced 125,000 bushels of
wheat, a major portion of which was shipped out by boat. Because of low
water in September and October, most of this was stored in the Toledo
warehouse awaiting shipment. Farmers vied with one another for ware-
house space which was free.

Usually the Toledo warehouse was full, often containing hundreds of
sacks of potatoes, and large quantities of wheat, oats or hay.

Demand for warehouse space at Toledo became so great that in 1898
the warehouse and dock were enlarged.

Even with this enlargement, the warehouse that fall was completely
filled wsth freight awaiting down river shipment. There was not even room
to unload incoming cargoes except when items were taken out of the ware-house to make room. As soon as space became available it was quickly
seized upon by an anxious shipper. Newspaper accounts of that period re-ported at vanous times that the warehouse was filled with oats and hops,a real picture of prosperity." One thousand sacks of oats piled in the ware-house was descnbecl as a mountain of grain." In mid-October of 1905 250
tons of freight awaiting shipment in the warehouse and that was spoken ofas only a starter,

Up river shipments by the Kellogg Company consisted mostly of gro-ceries, dry goods. furniture, hardware, buildin'g material, mill and farm
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machinery, horses and wagons. Also great quantities of logging supplies
such as cable and machinery, were hauled to the camps along the river.
Several of the merchants in Winlock and Mossy Rock had their merchan-
dise shipped in by boat to Toledo and then hauled it in wagons to their
own communities.

Down river freight consisted mainly of farm produce. Eggs and butter
were taken aboard all along the river. The boat stopped for anything the
farmer had to sell from a cord of wood to a can of cream. A passenger on
the steamer Toledo gives this account of the freight taken on by the boat
on a down river trip in 1887:

"As she proceeded, she gathered into her hold the products of the rich
Cowlitz Valley': East Toledo, 140 sacks of potatoes; Brinker's Landing, 50
sacks; Calvins, 40 sacks; Chevalier's, 60 sacks; Tommy Carver's, 135
sacks that couldn't be beaten in all Ireland; at Klutchey's 32 bales of hay;
at Meikle's 85 sacks of potatoes and at Moore's landing 40 sacks of oats.
Here she crossed the Lewis-Cowlitz county line. We are told that the boat
will be loaded down to the guards when she will have arrived at Freeport.

A summary of the trade on the Cowlitz River for the year ending June
30, 1890 showed that the boats hauled 13,845 passengers; 4,850 head of
livestock; 2,800 tons of hay; 9,425 tons of general merchandise; 140,520
shingles; 1,620,240 feet of lumber.

Potatoes were the chief crop in the 1890s. Farmers were paid 50 cents
a bushel for all potatoes delivered to the Toledo warehouse. The purchasers
even provided the farmers the sacks and twine.

Another source of business for the steamboat line were families moving
household goods, cattle, wagons and horses. In the '90s it was said that
nearly eveiy boat brought up and took out one such outfit.

In the fail of the year the steamers usually loaded out bales of hops from
the Betty and Henriot Hop Yards. At Olequa the Pattersons had a large
hop ranch and the Kelloggs hauled a large amount of tonnage from their
landing.

Sometimes the cargoes were uncommon. In 1890 J. F. Griner bought
up old iron and shipped it to Portland. When work in the St. Helens
mining district was at its height, ore was carried out to the smelters. In
1902 P. Antrim sent out 36 ship knees. Five tons of cascara bark were
loaded on the Chester in 1905 by H. D. Clark.

Ezra Meeker arrived in Toledo on the evening of June 5, 1905. That
evemng the local granges were holding a reception in honor of the dele-
gates to the state grange convention which was to convene in Toledo on
June 6. Meeker attended the reception and entertained the Grangers With
remlmscences of his pioneer life. The next day he loaded his well traveled
covered wagon and team of oxen on the steamer Northwest and left for
Portland and the Lewis and Clark Exposition.

Sometimes when the river was high the boats went above Toledo to
pick up cargo. In the 'QOs the Northwest made occasional trips to the Ed
Taylor landing four miles above Toledo to load potatoes and shingles. The
Star-A-Star Stiinglesthe best grade_sold at 90 cents a thousand at the
mill. In May of 1902 the Chester went up the river as far as Hinklev's mill
and brought down 200,000 shingles. Both the Northwest and the Chester
at times went as far as ten miles up river above Toledo.

In 1904 R. L. Catterinole began making coffins and sent to Jones' Cash
Store in Portland for pewter handles. Three years earlier 100 Angora goats
were shipped to Toledo and driven to the Bg Bottom country.

The Kelloggs offered an unusual service to their freicrht customers. The
Chehalis-Bee-Nugget in 1887 reported:
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"He (Orrin Kellogg) practically brings the market to the door of these
farmers. Oftentimes when the hay, grain and vegetables are loaded, the
farmer can get his money by going to the purser's office as the captain
brings the buyers along with him on the boat; if not, he receives the prod-
ucts, puts them in the market at Portland, and sells them, purchases the
articles which the farmer orders bought and brings the same and delivers
them at the landing. He can sell the products better and purchase the goods
lower than the farmer could were he present, and only charges the simple
freight on products and goods."

Carl lotter of Chehalis was a produce buyer who practically lived on
the steamer Northwest. For several years he trafficked along the river, pur-
chasing hay, hops and potatoes. Because of the business he created the
Kelloggs provided him with a berth and meals free of charge.

The passenger business also flourished. Newspapers of the period re-
ported passengers coming and going by steamboat in every issue.

All the while, year after year, the steamboats battled the natural haz-
ards of the river: high and low water, snags and sand bars. One Toledo
resident remarked that "when the water is low the steamboat can t get
over the bars; when the water is too high she can't get under the Olequa
bridgean unaccommodating river is the Cowlitz."

During mid-November of 1896 the Cowlitz Corridor suffered the
greatest flood of recorded history. The waters completely submerged some
of the settlements along the banks. The long east approach of the old Red
Wagon bridge at Toledo was washed away.

The Northwest was unable to ascend the river beyond Kelso even after
the river had subsided. New bars had been built up, and new snags de-
posited in the chamiel. Sometimes a vessel would run aground and it would
take hours to free her and repair damages. Once the North west, heavily
loaded with wheat and machinery for the Toledo flour mill, struck a bar
a few miles below Toledo and was stranded for two days. Even the light
draft Chester was held up occasionally. Sometimes she was as much as a
whole day late arriving at the up river terminus. Because of the Ingersoll
bar between Cowlitz Landing and Toledo, steamers frequently were obliged
to discharge their cargo at the Landing rather than at Toledo. Objections
to having passengers dumped off in the mud at the Landing led to the
kellogg Company engaging a man with a team and wagon to meet the
boat at the Landing and convey them on to Toledo.

John A. Gaither, a veteran steamboat engineer on the Lewis and Co-
lumbia, describes a mechanical aid the boats often used to get past rapids
on the Cowlitz that was similar to the cordelling employed by the bateau
men. A heavy rock anchor would be located above the rapids to which
was attached a long heavy line. The free end was fastened to a buoy.
Needing help getting past the rapids, the steamboat crew would pick up
the buoy, wrap the line around the capstan on the forward deck, and by
turning it, either by steam or manpower, helped inch the vessel upstream
against the heavy current. Once past the rapids the buoy was tossed over-
board to carry the line back down stream for use next time up.

Despite the good service that the Kellogg Company rendered, and the
popularity of the proprietors, the frequent interruptions in service due to
river conditions led to niany complaints and much dissatisfaction. As early
as 1880 Toledo merchants were looking around for someone else who might
give better service. Then in 1891 a stock company was formed to build a
light draft vessel to haul freight on the river.

Nothing came of this effort but the agitation over what some people
in Toledo called "the wretched steamboat service given by the Kellogg
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duie poiu. 1..turning ely,.. . u

Mo4ay. Wonea7 a Trid.ay
For l'r , I It h t. II . ml

Advertising poster of the 1880s.
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Transportation Company" (this was in its first years of operation) had a
good effect. The Pacific Railway and Transportation Company placed its
steamer Three Sisters on the Cowlitz run and promised dependable service.
This goaded the Kellogg Company into providing more frequent runs and
the Three Sisters soon withdrew.

The Kelloggs had their first real competition on the upper Cowlitz in
the early 1890s when the steamer Messenger, commanded by Capt. Fred-
erick Lewis, came up from Portland. The Messenger, a small boat built in
1891, was only 70 feet long. Capt. Lewis said his steamship would make

SOS. IELLO & CO'S STEAMERS
Far the ('owUl: Ra,'t

TOLEDO AITD JOSEPH KELLOGG
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regular trips to Toledo. Handbills were scattered around the country side
announcing the new service and Lewis declared he would run as long as
the patronage given the boat justified his coming that far up the river.
An agent was appointed and a store building designated as a warehouse.

The owners of the Messenger made a determined effort to establish
themselves as a permanent business and the town council gave them per-
mission in 1894 to erect a warehouse at the foot of Cowlitz Avenue. On one
trip up the river in July the little steamer brought a thousand head of sheep
enroute to Tacoma. Returning, she loaded 200,000 shingles. Then the
Messenger announced passenger service at 50 cents a trip. The Northwest
had been charging 75 cents.

In the spring of '93 Lewis tried to interest the Toledo people in a new
proposal. He proposed the construction of two boats, one large and one
small. The larger was to ply between Portland and Castle Rock and the
smaller between Castle Rock and Toledo. A number of meetings were held
to discuss this proposition but no action was ever taken. The Messenger
eventually faded out of the picture, and the Kellogg Company was left
with a monopoly on river trade that endured until the last boat made its run.

Officers of the Northwest. The pictures are unidentified, but it is presumed
that the man at center, top, is Captain Orrin Kellogg.



X: Close of Steamboat Era

Tunoucu THE EARLY YEARS of the 20th Century steamboating on the
Cowlitz river was at its height. The arrival and departure of the steamboat
was as conunon an event along the river as the coming and going of the
train. Yet when the steamboat came around the bend, its paddle wheels
churning up a wake of white foam, everyone in sight of the river would
pause to watch. And the people liked to ride the steamboat, even when
they had no place in particular to go.

In the summer months when the weather was at its best and the trees
along the river banic were in full leaf, excursions were popular. A lodge or
society frequently chartered one of the Kellogg boats for an excursion from
one town to another and back. Often they ran from Castle Rock to Toledo
or from Kelso all the way to Toledo and back.

In the winter of '93 the Castle Rock band went up river on the North-
west. That evening they gave a dance in Patterson Hall. At the Fourth of
July festivities that year theNorthwest brought an excursion party of about
ninety people from Castle Rock to Toledo.

On Memorial Day it was customary for the boat to carry veterans of the
Grand Army of the Republic at reduced fare to Toledo where the GAR
always held an observance.

Life in Toledo seemed to center around the coming and going of the
Steamer. The arrival of the boat was always something of an event. As
the steamer rounded the bend below town, the captain gave a shrill blast
on his whistle. Grownups as well as young folks rushed down to the wharf
to watch the boat come in. Others would line the railing of the Red Wagon
bridge to watch the steamer maneuver a turnabout before tying up at the
dock. No group of modem day "sidewalk superintendents ever watched
more carefully than the Toledo people when the steamboat unloaded its
freight.

The first trip of the steamer after a late summer layoff was the cause
of much excitement in Toledo. Everyone who could possibly get away went
down to the water front to participate in the welcome. Merchants were
on hand to see if their long awaited freight had come at last. Others came
merely because the boat's arrival broke the monotony of daily life. The
resumption of steamboat service meant a reopening of contacts with the
world down the river and the broadening of everyone's horizon.

Sometimes the steamers were agents of a mercy a conveying the sick
and injured to doctors and hospitals in Portland.

Newly weds often began their honeymoons on the Kellogg steamers. Oc-
casionally the boats helped administer justice. Once a Mr. Conoway, said
to be one of the leading citizens of the Napavine community, shipped his
household goods by steamer to The Dalles. Before taking his departure he
let it be known that he was going to Idaho. Conoway, however, skipped
town without paying his bills. Two of his creditors sent an attorney by
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train to Castle Rock where they intercepted the steamer and convinced
Conoway, after some argument, that he should pay up before going any
farther.

Once when the steamer Chester was enroute to Toledo a pig consigned
by Plinny Shepardson to the Foster ranch above Olequa escaped from its
box on the forward deck. The pilot spied the escaped pig and rang the
bell to summon the crew from dinner. They gave chase and during the
ensuing scrimmage the pig jumped overboard and swam ashore. The pilot
then ran the Chester in close to the bank and the crew followed the pig
into the underbrush. E. R. Huntington's ugly bull put a stop to the pur-
suit, however, and the pig ran wild until he was picked up on a subsequent
trip.

As Toledo grew in size, the importance of the steamboats to the econ-
omy of the community increased. Hence more efforts were devoted to the
problem of keeping the channel open. Congress authorized further surveys
and appropriated more money for work on the channel.

In 1911 a dredge was assigned to the river. The dredge cut channels
through the many bars all the way from Kelso to Toledo. This dredge, the
Cowlitz, spent a year and a half on the river, working constantly at the
task of improving the channel. In April of 1913 the good word was received
that the government dredge and a pile driver were on their way to start
the construction of jetties on all the principal bars along the river route to
prevent the seasonal shifting of sand. This raised hopes that steamboat

J. Kellogg Transportation Company
COWLITZ RIVER ROUTE

STR. NORTt1WEST
Leaves Port1ind Mondays and Thursdays 6;4 a. in tol

Toledo, Castle Rock and way pomt on owlitz river. Ar-
riving at Portland Wedru'sday and Saturdays at 1:00 P- '

Subject to change with.ui rietice. Wharf fo.t of Salmo,'
Strpet. H. H.i...'r, Agent.

Pho. Man. 332.

Advertisement of Kellogg Line, about 1900.
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service could be maintained 12 months of the year, something that had
never been possible. Two full months were spent at the Keegan Bar alone,
deepening the channel, building jetties and wing darns. All of August and
September were spent in the vicinity of Olequa building more jetties and
wing dams.

On the evening of September 29 about 20 people came aboard the dredge
Cowlitz and gave Capatin and Mrs. DeLude a farewell surprise party, thus
"making lively the dredge's last night before leaving for Castle Rock."

(Jpon completion of the initial dredging work conducted during 1912
Capt. DeLude said: "For the first time in history the upper Cowlitz has
more than a scratch channel. There is plenty of water in the river but the
great trouble has been in confining it within a given space. Once you have
marked out a path for the current, kept it free from obstructions, and have
given the stream a chance, there cannot help but be a channel Jetties
will always be essential, of course, but ther do not need to be expensive
and in many places only a few will suffice.'

Thus after the completion of the jetty work in 1913, the river channel
was in the best condition ever achieved.

Even so the river was not navigable the year round. In late September,
1913, Captain Kruse of the steamer Chester said the river was as low if
not lower than ever before. Kruse blamed government engineers for con-
structing a jetty in a faulty manner below Kelso. He said the Monticello
Bar jetty, constructed at right angles to the current, made the sand bar
worse than ever.

Thus the jetty building and dredging program fell short of its objective.
It became apparent that continuous dredging would be necessary to keep
a channel open as far up river as Toledo.

The early 1900s were the most prosperous for the steamboat line. In
1908 the value of the cargo handled by the Chester was $1,058,120.
The Kellogg Company advertised, showing it was cheaper to bring in
merchandise and other goods to Toledo by boat than by railroad and pay
dray charges across the hills from Winloek.

While 70 per cent of the company's business was freight, numerous
passengers were carried. In 1908, for example, 2,400 persons were carried
to and from points above Castle Rock. The steamer Northwest had 22 state-
rooms with two berths to a room. Each stateroom had hot and cold running
water. On many trips the staterooms were all taken and the steward set
up folding cots elsewhere on the boat. He charged 50 cents per cot and
on many a trip had as many as 80 cots in use.

Shipping lists showed changes in the types of cargo carried as the years
went on. In the spring of 1911 four new Mitchell automobiles came U
river on the Chester. They were for County Commissioners Gray an
Harms and for Charles Blufim of Winlock. The editor of the Toledo Mes-
senger wasn't able to find out who the fourth automobile was for. In Feb.,
1915, Marvin Clark had a Studebaker Six sent to him by steamer. The Ca!
shipments attested to the condition of the roads in those days. Buyers of
automobiles would rather import them by boat than subject themselves to
the trials of driving them overland from Portland.

The two main factors that brought steamboating to an end on the Cow-
litz were increasing difliculties with the channel and the construction of
the Pacific Highway.

It was said that the Chester helped kill herself off when in 1912 and
1914 it brought up considerable cement and cement tile for use on the
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Pacific Highway in the vicinity of Toledo. Long before paving was fin-
ished on the Pacific Highway, trucks were in operation, taking business
away from the steamboats.

By the summer of 1916 the stage of water in the Cowlitz was excep-
tionally good but even so services to Toledo were discontinued, not for
lack of water but because of a lack of business. At the close of July Cap-
tain Kruse declared: "The Kellogg Transportation Company has been los-
ing money every run lately, as there is no outgoing freight." That state-
ment foretold the end of river transportation on the Cowlitz.

Chester Kellogg, looking hack in 1940, said: 'The company enjoyed
quite a profitable business until around 1915 as a good deal of the traffic
between Portland and the Sound country would travel by boat. But after
the highways were built the trucks and autos afforded more rapid trans-
portation, and we found it unprofitable so discontinued."

Deterioration of the condition of the channel in later years was blamed
on logging. The water ran oft the hills faster when forests were depleted,
thus causing sudden rises in the river that shifted the sand bars and brought
down much logging debris to clog the channel.

Another factor contributing to the downfall of steamboating was the
mechanization of the draying business in Portland and other large cities
resulting in a decreased demand for fodder crops. This induced the farm-
ers of the middle Cowlitz area to turn from farming to dairying which re-
duced materially the freight tonnage shipped out by the Chester.

The Chester made her last trip to Toledo in the spring of 1917. Then
the Kellogg Company closed its warehouse and agency at Toledo and the
Chester was tied up at Kelso where she came to rather an inglorious end.
Unprofitable to operate, her machinery was removed. A Toledo resident
declared the Chester was condemned because the war was going on and
there was no shipyard free to repair her rotting bottom.

According to reports, the Chester sank in the Cowlitz during the high
waters of 1917-18 and lies buried in the river sand near Kelso.

Captain Albert Kruse was master of the Chester for the first years of her
operation. Other captains were Joseph Peck and Arthur Riggs, who was
in command on her last trip on the river.

In January, 1918, the Kellogg Company made one more try. It leased
the steamer Oregona and sent her up the Cowlitz with a cargo of freight.
But due to the poor condition of the river the boat could go only as far
as Ingersoll Bar below Toledo. The Ore gona made only a few trips.

The last steamer to go all the way up to Toledo was the Pomona. On
April 14, 1918, after some difficulty at the Ingersoll Bar, the Pomona
pulled alongside the Kellogg dock at Toledo where she took on a cargo of
oats and barley. Co_pilots on this last voyage were Orrin Kellogg and Arthur
Riggs.

lt was a full 36 years then since the little steamer Toledo made its first
run to the new landing and had the town site named for her. It was nearly
three-quarters of a century since pioneer settlers organized the first steam-
boat companies and risked their limited capital to bring the first mechan-
ized transport to Cowlitz Corridor.

The people along the river were a little sad to see the steamboats
go, but they had little time to mourn their passing. By 1917 the main
concern was the new highway and the coming into their own of the
automobile and the truck. The slow ways of the past were left behind.
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XI: Good Roads at Last

STEAMBOATS IN '56, military roads
in '61, and the railroad in '72. But
it was not until 1923, the year
Longview was founded, that the
Cowlitz Corridor had a hard sur-
face highway from one end to the
other. That was the year the great
Pacific Highway, winding a tortu-
ous course through Clark and Cow-
litz Counties and on north to Puget
Sound, was finally completed.

There were roads through the
Corridor prior to '23, but most of
them were almost unbelievably bad.

In territorial days roads connect-
ing counties were constructed under
territorial legislative sanction. Three
territorial highway commissioners
supervised the work. The same sys-
tem was followed for a few years
after Washington became a state in
1889, the commissioners being
known as state highway commis-
sioners. This system proved unsatis-
factory, and in 1903 the Legislature
passed a law creating the office of
state highway commissioner and
designated 10 inter - county high-
ways as state roads. The bill was
vetoed by an unprogressive gov-
ernor but was passed over his veto
in 1905. Then a fund of 8100,000
was created for the construction of
10 roads and $10,000 was made
available for the salaries and ex-
penses of the highway office.

Under the law counties were
obliged to pay one-third the cost of
construction and furnish all neces-
sary engineering both on location
and construction. The roads were
turned over to the counties on com-
pletion and the state had no re-

sponsibility for maintenance or re-
pairs.

In 1907 the law was modified to
release counties from financial
obligation on state roads, the state
furnishing all engineering and bear-
ing all cost of construction.

Cowlitz County, like other coun-
ties in the state, had nothing more
than a few dirt wagon roads prior
to the establishment of the office of
Highway Commissioner in 1905. By
that time a few automobiles had
made their appearance in the state
and there was a growing demand
for "good roads."

In 1910 one state road was lo-
cated in Cowlitz County but it was
not in the Corridor. It was state
road No. 15, running up the Lewis
River out of Woodland. This road
was first described and an examina-
tion of it ordered by the Legislature
in 1907. An appropriation of $15,
000 was granted for its construction.
A survey of it was made in 1909
at a cost of $6,000. The survey
proved it to be an ideal location
for a railroad but impractical for a
highway. The highway commission-
er at that time wrote, "I would
recommend that this road be aban-
doned as a state road and no further
appropriation be provided for it."

In that same year, 1910, the state
highway commissioner listed pro- -

posed new roads. Among these was
one beginning at Kelso and leading
westward through Wahkiakum and
Pacific Counties through South
Bend. "The present road from Kelso,
to Oak Point is very badly located,'
the commissioner reported, "grades



of 30 per cent and 40 per cent
being common. A new location,
with a maximum grade of about 5
per cent, is perfectly feasible. In
Wahkiakum County the road will
follow the Columbia River very
closely......

Three contracts were awarded in
Cowlitz County in 1908 and 1909,
all on the Carrollton Road, between
Kelso and Carrolls. The procedure
then was for the county commis-
sioners to ask the state for funds
to build a road and the state would
then provide some funds and crews
of convicts to perform the manual
labor.

In the whole state, in the eight
years after 1905, only 200 miles of
state roads were built at a cost of
one million dollars. In addition the
state aided the counties in building
145.76 miles of state aid roads at a
cost of $1,136,189.

"The value of good roads to the
State of Washington," the conimis-
sioner wrote, "will be better under-
stood when it is known that the
56,000 farms of Washington yield
five million tons of produce an-
nually, which is hauled over the
roads an average of eight miles
from farm to shipping point."

Thus at that time the main con-
cern was for roads to benefit the
farmers, not through highways to
take care of the traveling public.
In the Cov1itz Corridor it was
thought sufficient to have roads
good enough to enable farmers to
get their produce to the steamboat
landings.

The Pacific Highway, running all
the way through the state from
Blame to Vancouver, was at least in
the planning stage by 1910, how-
ever, as was indicated by the high-
way map at that time showing the
proposed route all the way through.

In 1912 State Highway Commis-
sioner W. J. Roberts wrote:

"The most important addition to
a proper system of state roads
should be a north and south trunk
road from Blame to Vancouver to
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be known as the Pacific Highway
or state road No. 6. Such a road
traversing nine counties, containing
48 per cent of the wealth and popu-
lation of the entire state, passing
through nine county seats and the
state capital, would be for the gen-
eral good. This road would follow
county roads already established,
with a few exceptions. For about
two thirds of the 350 miles from
Blame to Vancouver, the road may
be considered a fairly good road,
but the other third, about 120 miles,
needs reconstruction. Every one of
the nine counties has done perma-
nent work on this road. King
County has expended no less than
$600,000 on the Pacific Highway,
and Pierce has expended and con-
tracted for over $300,000 worth of
construction and the other counties
have done proportionately well."

The counties in the Cowlitz Cor-
ridor may have been doing propor-
tionately well, but that wasn't
much as was indicated by the
description of the route through the
area contained in the "Automobile
Road Book of Western Washing-
ton, 1913."

These are the instructions given
for driving a car from Chehalis to
Vancouver at that time:

"Chehalis to Kelso, 46b miles.
"Run southeasterly on brick pav-

ing on Market Street. Follow direct
southeasterly road. This road as far
as Toledo is more or less over plank-
ing, much of it very bad, and re-
pairs in progress will call for care.
The road is so clearly marked, how-
ever, that details of the very num-
erous forks and crossings seem un-
necessary, and only a few controll-
ing points are mentioned.

"Pass Forest postoffice and school
(7.20 M); right fork beyond this
place connects to Napavine. Take
right fork (11 M), trestle over
slough (14 M), right fork (16 M)
(left is road to Mossy Rock and
Ethel). From this point take left
fork throughout to bridge (19.80
M), then.clown grade to Toledo.
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"Do not drive through Toledo,
but turn right, cross bridge over
Cowlitz River, drive over short,
steep hill, rough road, descend into
valley, follow along river past old
ferry to junction with old road.
From this point to Castle Rock the
road, though clearly marked, is very
bad, with continuous succession of
pitches reaching over 20 per cent.
Cross bridge over Toutle River (32
M) and enter Castle Rock (35.65
M). Between Castle Rock and
Kelso either side of the river may
be followed - but the best road is
on the east side. Cross railroad at
station and turn left with tracks;
recross (363i M) and turn right
again with tracks and follow main
south road more or less close to
railroad. For west road turn right
at station and run down grade to
ferry over Cowlitz River - up
grade and take left fork at ferry;
left fork and bridge (.36 M), bad
log chute just beyond (37 M),

nasty hill, mostly corduroy from
here to (38i M); numerous bad
pitches from here to (41 M); just
beyond (41 M) cross logging rail-
way; at foot of hill cross tracks (42
M). Cross bridge at Old Lexington
and reach bank of Cowlitz where
cross railroad at store at Lexington
44ii M) and bridge (463 M) into
Kelso."

"Kelso to Vancouver and Port-
land.

"This road still needs some un-
provements, but the worst part of
it - Carrolltoji Hill - has be
fixed.

"From Kelso Bridge follow along
river. Turn left ii mile and right at
the bank building. Take center fork
(0.6 M), cross two bridges, then
up grade; right fork at hairpin tufo
at top of grade (53k M), right fork
(6.50 M) and right across trestle
at school at Carroilton. Left fork
then right (9.50 M), cross bridge
(10 M) and right under trestle at

Plank roads were common through the Corridor before Pacific Highway
paring was finfshed in 1923. Here a Model T travels a particularly bad
stretch north of Toledo.



end of bridge. Cross long trestle
into Kalama (12 M). Up steep
pitch passing out of town, turn right
(12.60 M) then follow 'phone line.
Road from this point to Woodland
is a series of up and down pitches.
Pass sIartin's Bluff Station on the
right (17 M), sharp right turn on
bluffs (18.30 M); road is bad at
this point. Pass cemetery (21.45 M)
and take left turn (223k M) to
Woodland. At Woodland a new
bridge has been built across the
Lewis River the past year, doing
away with the old ferry. The road
runs now through La Center, and
is easy to follow. Cross railroad
track several times, meet streetcar
line, follow main paved street into
Vancouver. Cross Columbia River
on steam ferry (fare 15 cents, 21&
cents per passenger. Landing on
Oregon side, follow car line over
trestle, take right fork away from
car line, continue direct south along
Vancouver Avenue into Portland."

During World War I work on the
Pacific Highway was carried on
intermittently. One project listed as
50 per cent completed on Sept. 30,
1918 was 5.21 miles between Wood-
land and Martins Bluff. Application
for grading only for this part of
the highway was made on June 2,
1917; federal approval was granted
Sept. 27, 1917; plans, etc., finally
approved Sept. 28, 1917; estimated
total cost $91,194.51; federal aid
allowed $40,000; from state public
highway funds $46,194.51; from
Cowlitz County credit permanent
highway fund, $5,000.

Up to April 1, 1917, a total of
$676,309 had been spent on the
whole Pacific Highway in the State
of Washington. Approximately one
half of the total length had been
hard surfaced by the counties
through which the highway pass-
ed. That year $254,017 was appro-
priated for work on the route be-
tweeri Chehalis and Vancouver, in-
cluding the Kalama River Bridge,
$45,000, and the Coweeman River
Bridge, both still in use in 1953,

$20,000.
Cowlitz County, as of Sept. 30,

1918, had only 4.8 miles of hard
surface state highway. Of this 1.3
miles was concrete.

The supervisor of highways in his
biennial report of 1920-22 reported
on the number of Pacific Highway
contracts which were under way or
near completion. An example was
the paving contract for the road be-
tween Kalama and Kelso, a distance
of 9.94 miles. Work was begun
April 17, 1922, and was 85 per
cent completed Sept. 30 of that
year. The contract price was
$53,527.

Thus the Pacific Highway through
the Cowlitz Corridor was construct-
ed piece by piece and little by little
between the years 1914 and 1923.

Finally on Oct. 24, 1923, the new
daily newspaper in Longview re-
ported:

"An event of international im-
portance, having its influence felt
in all nations, is the official open-
ing tomorrow of the Pacific High
way, extending from the Dominion
of Canada through California, and
on to the Mexican border. No other
road opening in the history of the
United States has more significance
than this border to border highway.
The newly completed section is free
from sharp curves, is 100 per cent
danger proof, its scenic beauties
rival any other highway in the
country.

the final stretch of road
to be paved, from Toledo to Ka-
larna, was completed on Sept. 29 at
a cost of $380,000. This final link
is now the opened gateway through
which tomorrow's caravan is to
pass.

Longview will be well repre-
sented in the caravan. A party con-
sisting of Wesley Vandercook,
Hamilton Higday, Alex Hay and
Leith Abbott will leave Longview
for Olympia in two machines to
join the caravan tomorrow morning.
More than 25 local machines are
expected to leave tomorrow for
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Toledo to joint the caravan."
The next day The Daily News

reported that "without record of a
single mishap the five mile caravan
of automobiles, in one of the great-
est road celebrations the country
has ever known - that of opening
the border to border Pacific High-
way - thundered into Longview
today on the first stop of their
interstate journey."

Prior to the official opening the
new road between Vancouver and
Kelso had been opened and visitors
from Portland flocked down and
crossed the river on the ferry at
Longview. "From early dawn to late
at night," The Daily News reported,
"a constant procession, both coming
and going over the new highway.
The ioop drive up one side of the
river over the Columbia River High-
way or the Pacific Highway and
back the other route proved a popu-
lar drive for the Portland folks. The
actual running time yesterday was
an average of 4 hours and 10 min-
utes

So in 1923 fast highway travel
came to the Cowlitz Corridor. Ini-
tially state law permitted cars to
go speeding along at a maximum
of 35 miles an hour. Such a speed
was certainly safe, even on the
sharp curves and steep grades of
Carrolls Crest, where the convicts
had carved the road out of the rock
cliff. (During construction the con-
vict crews were housed in a stock-
ade on top of Carrolls Hill.) Not
for many years later, with the speed
limit increased and more powerful
cars on the road, did motorists start
to be critical of the engineering that
sent the Pacific Highway on such
a winding route through the hills
of Clark and Cowlitz Counties.

By 1940 the new highway was
an old highway, much too narrow
and far too hilly and crooked for
the heavy north and south traffic.
So plans were made and appropria-

tions were started to straighten the
Pacific Highway and widen it to
four lanes. This work was inter-
rupted by World War II, but was
much accelerated in the postwar
years by the passage of a 60 mil-
lion dollar bond issue, most of
which was to be spent on the Paci-
fic Highway. The new route by-
passed Kalama, cut past the foot of
treacherous Carrolls Hill, skirted
around Kelso and ranged on north
past Castle Rock and Toledo with
only gentle deviations from a bee
line.

In 1953 work was scheduled on a
new bridge across the Cowlitz, only
a little way downstream from old
Cowlitz Landing, where the steam-
boats had so much trouble with the
shifting bar.

All along the new route, from
Toledo to Kelso, the speeding
motorist can catch occasional
glimpses of the Cowlitz River. It
is now a lonesome river. Long gone
are the canoes and bateaux. Van-
ished too are the paddle wheel
steamers and even the log rafts, ex-
cept in the smooth water below
Rocky Point. Here and there along
the banks are rotting piling, the
remnants of river docks long aban-
doned.

The pace of travel has so quick-
ened that the all day trip by canoe
from Monticello to Cowlitz Landing
has shortened to 27 minutes from
Kelso to Winlock on the stream-
lined "Train of Tomorrow" pur-
chased by the Union Pacific in
1950 and placed on the Portland-
Seattle run. And on airliners that
wing their way along the edge of
the Corridor, air travelers have
time to catch only a fleeting glimpse
of the straight ribbons of steel
and concrete that mark the course
of modem commerce beside the
river that has run a steady course
through the destiny of Washington.




