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INTRODUCTION
Portage is a place to write about.  Each era writes from the perspective of its own times, purpose, and interest.  Portage has many chroniclers.  In the early years of settlement, early Portage chroniclers such as Ebenezer Childs (1906), Saterlee Clark (1909 [1879]), Colonel Thomas L. McKenney (1868) and Henry Merrell (1908 [1876]) conveyed their personal experiences drawn from everyday life and related those events they learned by word of mouth.  A.J. Turner, a noted newspaperman, documented local events and the experiences of early city founder.  He wrote from the first-hand experience of an early settler (Jensen 1941; Turner, A.J. 1868-1904; 1896-1904]).  His son, Frederick Jackson Turner, also recorded local events early in his career before shifting his focus to the broad interpretations concerning the impact of the West on American history (1883; 1889; 1963 [1893]).  Celebrating The Portage’s
 early history in 1896, Ira Ridgeway rendered a visual interpretation of  Fort Winnebago on canvas.  Other early twentieth century writers including O.D. Brandenburg (1917) continued to focus on the city’s early settlement along The Portage in the Democrat and Wisconsin State Register.  Zona Gale composed fiction based on life-experiences and the people she knew in Portage (see Derleth 1940; Gale 1943 [1929]).  Others, for example Louis F. Schultz (Schultz 1941), left recollections of their life recorded by others that conveyed glimpses of life in Portage in the mid to late nineteenth century.  In the late 1950s, Dorothy McCarthy (1958) examined the noted people, events, and places in the city based in part on interviews with long-time residents.  And, there were many others who studied and wrote about Portage.
The national preservation movement gained strength during the 1960s and 1970s as the 1966 National Historic Preservation Act was enacted.  It should be noted that Portage had participated in earlier phases of this movement.  Two national-level organizations, the Daughters of the American Revolution and the National Society of Colonial Dames, worked to preserve two important landmarks near the city, the Surgeon’s Quarters at Fort Winnebago and the Agency House, beginning in 1939 and 1930  respectively.  As Portage, like many communities by the 1960s, began to value the city’s cultural heritage embodied in  its surroundings, individual citizens of Portage drew from these early works and the recollections of long-time residents to write histories of the places that were important to them.  Its citizens sought to revitalize and reconstruct some of its most cherished places.  They explored the feasibility of reconstructing Fort Winnebago and the Portage Canal in 1967 and 1968 (Governor’s Council on the Portage Canal 1966; Henneger 1976; Frank and Stein Associates 1967; 1968; Freeman and Brandon 1967).  In 1974, Ina Curtis(1974)  examined the early settlement at the Fox-Wisconsin Portage.  It is this area that contributes to the city’s unique identity.  Historical attention understandably remained focused on the city’s development along The Portage.
In the late 1970s, architectural historians and archaeologists as well as local historians began to consider the city’s cultural landscape and broader historical issues.  They prepared thematic histories to interpret what was viewed as the significant physical remains of the city’s history.  The State Historical Society of Wisconsin conducted a brief architectural survey in 1974, identifying some of the city’s outstanding properties.  The Portage Bicentennial Committee prepared the first community history in 1976.  Individual properties and the Society Hill District (Appendix A, Map 3) were nominated to the National Register of Historic Places between the 1970s and the early 1990s.  In 1991, Bill Meindl incorporated the Portage Canal into his historical study of the Upper Fox Waterway (1991).
The Survey of 1992-1993 drew on the works of many of the past chroniclers and the rich primary materials available from private, city, state, and regional collections.  This volume is updated, verified,  and corrected by additional research completed after the first volume and through greater wisdom brought by the scrutiny of local readers.  This volume also incorporates generous contributions from Bob Curtis, Judy Eulberg, Millie Stanley, and Kathy Taylor.  To this text are added many historic photographic views and maps from Fred Galle’s extensive collection as well as from the Portage Library, Portage Historical Society, the State Historical Society of Wisconsin, and the Regional Office of the National Archives in Chicago.

The historical themes developed in this text are not intended to represent a complete history of Portage.  As noted, history can be written from many perspectives.  This work is intended to serve two general purposes. First, it provides a thematic overview of the history of Portage.  The themes are chosen to interpret the meaning of the Portage’s varied cityscape.  It interprets those aspects of Portage's historical development reflected in the current built environments, a common approach for the historian of this turn-of-the-century.

Secondly, it introduces researchers interested in a particular aspect of the city’s history to the voluminous resources available to them.   Please note that the parenthetical citations contained in the original text of the survey remain and others are added to enable readers to easily follow their research interests in the source materials.  The holdings of the repositories visited during research are described and all author and date citations are fully referenced in the bibliography.

The Survey and this history of Portage incorporate the research, writing, photography, and financial and moral support of many generous contributors.  Past and the current endeavors succeeded only with the assistance of numerous dedicated community members including but certainly not limited to Kathy Taylor, Fred Galle, Frederica Kleist, Leo and Rita Fredrick, Judy Eulberg, Bob and Kathryn  Curtis, Millie Stanley, Kate O’Hara, Yvonne Marshall, Georgie Giese, Kathy Bowley, and Jeff Wiessinger and his students at the Portage High School.  The publication of the book is supported by generous donations from the City of Portage, and the Portage Historical Society.

Part 1: Native American Presence and Euro-American Settlement at The Portage

CHAPTER 1: THE PORTAGE: NATIVE AMERICANS AT THE PORTAGE
Chapter 1 describes Portage's early beginnings as The Portage.  It portrays The Portage’s early physical setting including its appearance through the eyes of explorers, travelers, and fur traders.  It provides a brief review of pre-contact and historic Native American presence in the area within and immediately adjacent to Portage.  It includes Ho-Chunk occupation and discusses Red Bird’s 1827surrender.  This section of the text relies heavily on Nancy Oestreich Lurie’s interpretation of the documents of this event and the surrounding circumstances (Lurie 1952; 1978; 1980).


Portage's Location Between the Fox and Wisconsin
The development of the City of Portage is heavily influenced by its location.  The city lies along the watershed, the summit level or highest point, between the Fox and the Wisconsin Rivers in northwest Columbia County.  While Ward I of the city occupies the approximately 1.5 mile wide lowland between the rivers, the main part of the city lies along the hill that rises just to the northwest of this lowland.  Wauona Trail or Bronson Avenue now marks the approximate route of The Portage. The Portage Canal runs near the base of this hill between it and Ward I.

The Portage as a portage or carrying place and as the location of the Portage Canal bridges the gap between two major watersheds: the St. Lawrence, Great Lakes system, and the Fox River opening at Green Bay and the Wisconsin and Mississippi rivers.  From  its source in northeast Columbia County, the Fox River flows to Green Bay through a series of lakes in a generally northeasterly direction.  It touches Portage along its north and east banks.   Adjacent to The Portage, the Fox was sluggish and winding making canoe travel slow.  Finding its source at Lac Vieux near the Wisconsin-Michigan border, the Wisconsin River heads south and southwest.  After the river leaves the narrows at Wisconsin Dells, it swings around to Portage in a great southeast curve.  It touches Portage along its south and west banks as its curves southeast and then southwest in the channel cut during the recession of the most recent glacier about 10,500 years ago.  The river empties into the Mississippi at Prairie du Chien.  Shifting sand bars made its navigation rather treacherous, particularly during high water.  The Wisconsin flowed about six feet above the Fox at normal water levels.  During severe floods, waters from the Wisconsin once crossed the Portage into the Fox (Kleist 1987: 3 [quoting Jefferson Davis, 6/3/1829]; Butterfield 1880: 337-38; Mitchell 1978: 45, 53; U.S. Army Corps of Engineers 1983: 15; Kinzie 1948 [1856]: 60; Marryat 1837: 137, 141).  The Fox-Wisconsin Waterway with its connection at The Portage then connects two historically significant thoroughfares, the St. Lawrence and the Great Lakes and the Mississippi River.  This passage was utilized by both Native Americans and Euro-Americans by the seventeenth century.  The Charles Brown’s Archaeological Atlas (1925) illustrates a Native American trail crossing a portion of The Portage traveling due south from the Fox toward the east side of the Wisconsin River and continuing south about a miles east of the river.

By settlement,The Portage was a low, wet prairie or marsh supporting marsh and sedge meadows.  The adjacent lowland hardwoods including willow, soft maple, box elder, ash, cottonwood, and river birch rests on unconsolidated swamp accumulations placed over glacial ground moraine.  Lands further to the south and east were described as low or slightly rolling and covered with prairies (Martin 1965: 355).   The hill to the northwest of The Portage supported oak openings.  This vegetation regime of prairie patches surrounded by oak forests and occasional marshy areas along the rivers is common for south-central Wisconsin (Curtis 1959: 133; Finley 1951: 217-22; 1976; Center 1832-33; Turner 1904: 89).

By the first half of the nineteenth century, The Portage trail forked from east to west with one leg ascending the hill at Ketchum’s Point and following the ridge to the northwest approximately along Cook Street.  The other leg went directly across the lowland approximately along Wauona Trail to the Wisconsin (Appendix B, Maps C and I). This fork appeared both on A.J. Center’s 1832-33 map of the Military Road and on the Canal Company’s map illustrated in A.J. Turner’s 1904 history (1904: 89).  At the east end, Ketchum's Point, which marked the fork in the trail, was and remains an easily identifiable ridge or mound above the lowlands to the south and east.  It is a sandstone outcropping that defines an upper terrace above The Portage.  The fork remained as late as about 1850 (Mitchell 1978: 52-54; Turner, A.J. 1904: 89).  Ketchum's Point was a distinctive and identifiable point of reference for The Portage.

Missionaries, explorers, and fur traders traveling through Wisconsin along the waterway left descriptions of The Portage.  While Nicolet and Radisson may have visited the general area as early as the 1640s and 1650s, it was not until a later period in the 1670s when visitors wrote known descriptions of The Portage.  Marquette and Joliet briefly referenced The Portage in 1673.   Father Louis Hennepin provided one of the earliest descriptions of The Portage in 1680 in his work Description de la Lousisiane of 1683.  Hennepin and his party of eight descended the Mississippi River from the St. Francis River in Minnesota in the late summer of 1680.  Of The Portage, he wrote (Hennepin 1938 [1683]:126):

We found that river [Wisconsin] as wide as the Seignlay [Illinois] and with a swift current.  After traveling sixty leagues
 we found a portage of half a league which the chief of the tribe had marked for us.  We passed the night there in order to leave marks and crosses on the trunks of the trees.

The next day we entered a river [Fox] so tortuous that after six hours of paddling we were only opposite the place where we had embarked.

When Jonathan Carver visited the area almost a century later in 1766-67, The Portage connected a well-known water route.  He characterized half of the Portage as a marsh and the other portion as an oak plain  (1766-67: 41-42; 1769).  He  noted the presence of a Frenchman who transported goods and probably boats across The Portage.  Carver’s map of 1769 (Appendix B, Map A-1) shows the trail along the Fox, across The Portage, and down the Wisconsin (Carver 1769).  In the late 1700's, John Long ascended the Fox River from Green Bay.  He described his anticipated trip down the Wisconsin and also across The Portage (Long 1904 [1768-82]):

We pursued our voyage to Ouisconsin, a fine River, with a strong current for about sixty leagues, which our canoes ran down in a day and a half; and upon which we saw an immense quantity of ducks, geese, and other fowl.  On this river we were obliged to unload our canoes, in order to transport our goods across the portage about two miles in length.  We encamped on the banks [of the Wisconsin?] and intended setting off at break of day....

In 1783, Robert Dickson, a fur trader, noted two routes between Mackinac, a regional fur trading post, and the Mississippi.  One route went along the Chicago and down the Illinois River, and the second followed the Fox and Wisconsin rivers.  The later was the preferred route because of the shortness of the carrying-place.  Dickson also noted that when the water was high, canoes passed over The Portage without unloading (Robert Dickson in Cruikshank 1893 [1793-94]).  In his recollections of 1857, Augustin Grignon, a longtime resident along the waterway, recalled that Laurent Barth, a trader from Mackinaw, maintained a transporting business across The Portage by 1793.  He had erected a dwelling in the lowlands along The Portage.  However, he was later forced to move to higher ground in 1794 because the water overflowed the area.  Goods and by at least 1798 boats were hauled in carts across The Portage (Grignon 1904 [1857]: 288-89).  About 1817, James Lockwood noted the hauling of boats, furs, and other goods 1.25 miles across The Portage for a set fee per 100 pounds of goods and for each boat.  He also noted that other portages existed along the Fox River, for example a three-quarter miles portage at Little Kaukauna, one at Grand Chute, the lower end of Lake Winnebago where they passed the boats over the rapid half-full (Lockwood 1856: 109). 

When Henry Schoolcraft visited The Portage in 1820, boats continued to be transported across The Portage on carts along a wagon road.  Shaw (1888: 222) described it as a corduroy road, a road of logs placed crosswise along wet areas.  Schoolcraft described The Portage and the periodic flooding occurring over the lowland between the two rivers during high water (Schoolcraft 1821: 363-64):

The length of the portage, from the Ousconsing, to the Fox river, is a mile and a half across a level prairie.  There is a good waggon road, and a Frenchman lives on the spot, who keeps a number of horses and cattle, for the transportation of baggage, for which twenty-five cents per hundred wight, is demanded.  Such is the little difference in the level of the two streams, which during high water, canoes frequently pass, loaded across the lowest parts of the prairie, from one river to the other.  The portage is very muddy in the spring and fall, being over a rich alluvial soil, but we found it dry, and pleasant.

Colonel Thomas L McKenney reached The Portage during the surrender of Red Bird in 1827.  Traveling across The Portage had not altered greatly (McKenney 1907 [1867]: 188):

Having crossed the Fox River to the opposite landing, on the portage, an oxcart was provided for our transportation across to the Wisconsin - the width of the Portage being about twenty-five hundred paces.  The entire way was miry, and full of rattlesnake.  The veteran interpreter, Pauquet, was employed to drive us over.  The wheels of the cart, though broad, sank deep into the mud, and the sturdy beasts bent to their duty.

In 1828, John T. De La Ronde found a trading post, a house for the Indian subagent, two small dwellings on the west side of the Fox River at the east end of The Portage and the Le Roy house on its east side.  This family continued to transport boats across The Portage.  A warehouse and three dwellings occupied the west side of The Portage (Ronde, De La 1908 [1876]: 346-47).  As shown by A.J. Center’s map of 1839 (Appendix B, Map F), The Portage remained in active use in the 1830s and into the mid-1840s until a small canal joining the two rivers made the traditional manner of crossing The Portage unnecessary (Merrell 1908 [1876]: 375).
Recognizing the importance of The Portage in the founding of the City of Portage, the approximate route of this Portage, the Wauona Trail, was marked as a National Register site in 1973 (Wisconsin HPD 1970-93 [1973]).  


Pre-Contact Native American Presence at The Portage
Pre-contact Native American sites include those that predate the 1500s and early 1600s.
  During his 1979 literature search recording sites in and near Portage, Salkin documented 131 pre-contact sites in the archaeological site files of the SHSW in Portage and the adjacent towns of Lewiston, Pacific, Fort Winnebago, Caledonia, and Dekorra.  Salkin found that these sites tended to cluster along the terraces and marshes near the Fox River and the terraces along the Wisconsin River in the towns of Caledonia and Dekorra in the immediate area of Portage (Salkin 1980: 169-70).

In addition to its riverine transportation route, the immediate area of Portage provided a variety of environments attractive to pre-contact Native Americans.  The oak openings of the uplands in the vicinity of the City of Portage once contained a limited number of edible plants, for example bracken fern, milkweed, wild strawberry, false Solomon’s seal, Solomon’s seal, black, white, and bur oaks, and frost grape, which, with others, attracted such fauna as rabbits, squirrels, deer, and bison.  The marshes and other wetlands included stands of edible plants enabling easy harvest.  They attracted raccoon, muskrat, turtles, frogs, migratory waterfowl, and deer.   And, fish and waterfowl were gathered from the adjacent rivers.  Although glacial till covered much of the area, the Pre-Cambrian formation of quartzite rock exposed in the nearby Baraboo Range provided lithic material for tools.  Thus, for pre-contact population, the area was rich in resources (Van Dyke 1993: 7-12).

Many of the recorded sites in the Portage area were identified in the early twentieth century by Charles E. Brown, director of the State Historical Society of Wisconsin museum.  Brown built the statewide files of identified sites into the early 1930s.  Descriptions and locations of many of these sites were published in the Wisconsin Archaeologist.    In part because the sites were recorded prior to knowledge of the cultural sequences currently in use by archaeologists today, many lack an affiliation with a cultural time period (e.g., Brown 1925: 26-29). The recording of sites significantly diminished in the1930s after he left the society until the mid-1960s when the Archaeological Codification File was created. Archaeological surveys completed for federally funded or permitted projects have added some additional recorded sites to the files in this period and sought to verify these early site locations (Van Dyke 1993: 13).  By the mid-twentieth century, as the field matured, professional archaeologist have not only located sites but are increasingly able to interpret what they represented.

Although the last glacier receded from central and northern Wisconsin about 10,500 B.C., the area’s environment failed to offer man an adequate subsistence base until about 9500 B.C.  The earliest identified period of human existence in Wisconsin, the Early Paleo-Indian period of the Paleo-Indian Stage, existed between 9500 and 8000 B.C.  However, the earliest-known site identified in the Portage area to date is associated with the Late Paleo-Indian period generally dating between 8500 and 6000 B.C.  Located in 1961, the Johnson Site (47CO109)
 lies in an old channel of the Baraboo River northwest of Portage.  It incorporates evidence from several additional pre-contact periods.  The Late Paleo-Indian portion or component was identified through associated projectile points, usually interpreted to be spear points.  The East Ridge camp site (47CO147-148) was also identified with the Late Paleo-Indian period through its artifact types including a distinctive thumbnail scraper and other lithic or stone tools located in association with each other.

During the Late Paleo-Indian period, small, closely organized groups occupied central Wisconsin.  The sites associated with them were small and widely scattered, suggesting that hunters ranged over a considerable territory.  These sites appeared to occur on high terraces above lake outlets and along lake shores.  Artifacts usually included a varied tool kit of both exotic and local materials,  including an unfluted lanceolate and stemmed projectile point.  While perhaps unspecialized and wide ranging, the form of environmental exploitation by the Late Paleo-Indian included smaller faunal resources in addition to the megafauna that were undergoing extinction in this period.  However, while such fauna as mammoth, mastodon, giant ground sloth, Pleistocene species of buffalo, horse, camel, and antelope were found west of the Mississippi in association with the Paleo-Indian stage, such sites are rare in the east.  Evidence of mastodon in probable association with a Paleo-Indian projectile point was found at Richland Center in 1897 (Green et al. 1986: 190).  The hunting of modern species such as buffalo, deer, and caribou and gathering of floral resources were likely sources of subsistence (Benchley et al. 1985: 12; Salzer 1974: 43-45; Ryden 1983: 27-29; Bruhy et al. 19179: 115-22).

The Archaic period has come to refer to the development of a new adaptive strategy necessitated by the emerging post-glacial environment.  The amelioration of the climatic conditions by the beginning of the Archaic permitted the growth of coniferous forests in the region. The most distinctive difference between the Paleo-Indian and Archaic Stages lies in the stone tool technology.  However, the timing of the introduction of other changes in the adaptive strategies representing a shift from the Late Paleo-Indian to the Early Archaic remains less clear.  Although the Early Archaic is dated approximately between 6000 and 5000 B.C., the groups represented by the two periods appear to overlap in time (Overstreet 1980: 11). 

Because of the sparse under story of coniferous trees, such forest did provide an attractive environment for browsing animals such as deer and elk.  Other than the elimination of megafauna, subsistence patterns may not have altered extensively to accommodate the changing environment.  The small, widely scattered, temporary camps of the earlier period appear characteristic of the Early Archaic.  Sites do occur in a wide range of environments including ridges above smaller streams and on second terraces above larger waterways as well as on floodplain.  Such use tentatively suggests the initial broadening of the resource base and the first stage of the development of the seasonal use of resources in a specific area.   However, the small variety and number of utilized resources appear to have limited number and size of groups relying on hunting and gathering the area, and evidence of the Early Archaic in central Wisconsin is minimal.  Limited evidence for the Early Archaic does exist in the Portage area.  Determined from a surface collection of characteristic artifacts, the Johnson Site (47CO109) near the Baraboo River includes Early Archaic as well as the Late Paleo-Indian components (Arzigian 1989; Arzigian and Dowiasch 1995; Overstreet 1980: 11-12, 24).

By the Middle Archaic dating between 5000 and 1200 B.C., climate and vegetation patterns had altered significantly from the Late Paleo-Indian period.  The dry, Atlantic Climatic Episode occurred between 6000 and 3000 B.C.  The severest period of dryness dated between 5200 and 4600 B.C.  These changes allowed the hardwood forests, oaks savannahs, and prairies to advance further northward into Wisconsin than their current location in southern Wisconsin.  Some of the smaller streams would have disappeared during much of the year.  Most Middle Archaic sites are found along timbered uplands just above river valleys, representing a more reliable location for needed resources than the more arid uplands.  By this period, the subsistence patterns had shifted toward a more localized, seasonal exploitation of a broader resource base.  Rather than depending heavily on wide-ranging mammals, fauna including fish as well as plant resources of an identified area were utilized. Ground stone tools, for example ground stone axes, adzes, gouges, and milling and grinding stones, became a significant part of the tool kit.  Such tools point to the importance of processing vegetable matter as well as woodworking.  These tools would also characterize the Late Archaic and Woodland.  In the central Wisconsin, the Middle Archaic is represented by surface finds.  The degree of participation by the population in this portion of the state is poorly understood.  Remains associated with the Middle Archaic have not been identified in the Portage area (Salzer 1974: 41; Bruhy et al. 1979: 124-27; Brockington 1986: 17-19; Ryden 1983: 29; Salkin 1990).

Dating between about 1200 B.C. and 800/1 B.C., the climate of the Late Archaic cooled slightly and came closer to current conditions.  Although there is no dramatic evidence for environmental and cultural discontinuity between the Middle and Late Archaic, site density and size expanded. A well-established seasonal exploitation of an increasing range of environmental niches, particularly an aquatic base but also mammals and plants, extended available resources.  Exploited environments included uplands, small marshes, lakes, and rivers.  Despite the existence of a larger, more stable population, groups remained mobile, traveling within a well-defined territory.  An elaborate burial ceremonialism characterized by cremation and burial in graves with grave offerings and red ocher became evident by 1000 B.C.  Offerings of utilitarian artifacts as well as copper mortuary goods, turkey tail projectile points, and sandal sole gorget, a large neckless-like decoration, were included in the offerings.  Additional elements that tend to mark the Late Archaic in non-secular areas include stemmed and corner notched projectile points and a wide variety of scraper forms of local quartz (Bruhy et al. 1979: 127-33; Salzer 1974: 46-47; Ryden 1983: 30; Brockington 1986: 20).

Participation in the Old Copper Culture, a Late Archaic manifestation (Salkin 1990), occurred between about 3500 and 1500 B.C.  Although associated copper tools are found across much of Wisconsin except the northwest, the heaviest concentration occurs in eastern Wisconsin between the Fox and Wolf rivers and near Green Bay.  The use of copper primarily for tools but also ornament across a broad area some of which lacked surficial copper deposits suggests an exchange of goods and ideas and mingling of different cultural groups rather than its use by one cultural tradition.  Copper existed in almost pure form along the Keweenwa Peninsula.  The artifact inventory included tools such as side-notched projectile points, knives, drills, scrapers, and fish hooks as well as decorative items such a C-shaped bracelets and rings.  These copper tools have been found in association with conical antler points and ground stone tools.  Although some of its associated projectile points have been tied to domestic sites, the Old Copper Tradition is best known as a burial complex.  It  is found in association with cemetery sites and rock shelters in the driftless area in the region to the west of Portage, for example as close as Juneau County (Salkin 1990; Stoltman 1969; Mason and Mason 1961; Overstreet 1980: 13).

Although Late Archaic sites tend to be considerably more numerous than sites from earlier periods, the number in the Portage area is limited.  The low number is surprising given the marshes and riverine environments that surround Portage.  The multicomponent Johnson site (47CO109), a camp site,  is the single site associated with this period.  Work in 1995 identified several features or concentrations of artifacts including projectile points, other stone fragments, and associated natural materials such as fire cracked rock, stone broken by exposure to heat such as produced by a hearth, charcoal, and soil stains.  The site also included a copper awl that may be associated with the Late Archaic or a later period.  Additional surface evidence included the presence of copper tools and Late Archaic projectile points typed as Raddatz side-notched and Durst Stemmed which are associated with the Old Copper Tradition of approximately 3000 to 1200 B.C.  Elsewhere, surface finds of copper artifacts were found in the marshy areas near Duck Creek south of Portage.  One find, a copper awl, occurred within the city limits (Green et al. 1986: 217-27; Salkin 1980: 176-85 [reprinted in U.S. Army Corps of Engineers 1981: G-1-6 to 10).

Pre-contact sites in the Portage area proliferated in the later part of the Woodland Stage, a period persisting in Wisconsin between ca. 600 B.C. up to the contact period.  As the Woodland Stage developed, different cultures became increasingly regionalized with periodic additions of new cultural elements.  The exploitation of a broad range of resources on a seasonal basis within a clearly defined area and the introduction of ceramics continued and intensified through the Woodland

Lasting between approximately 500 B.C. and A.D. 100, the Early Woodland has been identified in southeastern Wisconsin and along the Mississippi River.  However, sites associated with this period are considerably rarer in central and northern Wisconsin.  Environmental differences may significantly contribute to this variation in cultural development between southern and central and northern regions.  In the later areas, there may be considerably greater continuity between the Late Archaic and Early Woodland subsistence and settlement patterns, making the distinction between the two periods difficult to detect archaeologically.  The Early Woodland is generally denoted by contracting stem points and a heavy pottery with incised lines over a cord-marked body.  A classic ceramic type is known as Marion thick (Salzer 1974).  Early Woodland sites are generally small in size and scarce in number. Features associated with house forms or storage areas found in later periods are rare.  Burials are found at habitation sites both in shallow graves and occasionally in burial mounds.  

Despite the general rarity of Early Woodland sites in central and northern Wisconsin, several were identified in the Portage area.  Its location along a major water course provides a possible explanation for their appearance.  Projectile points known as Waubesa contracting stemmed which are associated with this period were recovered East of Portage along the Fox River (Salkin 1980: 188).  There may be some evidence of the Early Woodland at the Johnson Site (47CO109), but, again, this period is difficult to distinguish from the Late Archaic that preceded it.  The Lauterbach Site (47CO176) was identified along the Fox River near a wetland area.  The camp site contained fire-cracked rock, projectile points including Waubesa contracting stem points, chert flakes produced while producing stone tools, and Marion thick ceramic fragments (Dirst 1999).

Dating between approximately 200 B.C. and A.D. 500, the Middle Woodland overlaps in time with the Early Woodland.  By this period, there was a trend toward greater sedentism, growing population densities, and larger habitation sites.  Because of the comparatively short growing season and limited soil fertility in many areas of Wisconsin, agriculture was probably not practiced during the Middle Woodland. The gathering of edible plants and hunting of such mammals as deer, moose, black bear, beaver, and raccoon continued to be important subsistence activities.  Fishing and the gathering of wild rice also grew in importance.  Site distributions suggest a preference toward locations near aquatic habitats.  Sites often occur along rivers, at lake outlets, along the shore of lakes, and on islands.  Extended family groups appear to occupy summer fishing villages along river and lake shores as well as small camp sites.  The existence of semi-subterranean house forms, storage pits, and rise in site frequency point to the increased aggregate population sizes and more intense utilization of resources.  Ceramics tempered with the grit of crushed granite appeared along with exotic forms from the south.  The local types displayed, for example, cord marking, stamped detailing, and finger nail incisions as decorative techniques.  The varied tool inventory includes stemmed knives and projectile points of extra-local materials as well as copper tools. Stone Durst stemmed point type is characteristic marked of the Middle Woodland.

Contact with the contemporary Hopewellian interaction or trading sphere appears evident through the presence of exotic materials at Wisconsin sites from the south.  However, there is no clear evidence of direct Hopewellian connections to  groups in Wisconsin.  The cultures most closely associated with the Hopewell developed in central Illinois and southern Ohio during the Middle Woodland.  Elements from this area spread to southern Wisconsin and other peripheral areas and were likely integrated into existing cultures.  These cultural traits included decorative patterns from Hopewellian pottery as well as the burial of significant persons in log tombs placed in conical mounds.  Burials incorporated grave goods of exotic materials including copper acquired from considerable distances.  Two areas in Wisconsin where the Middle Woodland cultures absorbed and integrated some of these influences include Trempealeau County and the Jefferson, Rock, and Waukesha county area.  But, especially in the later area, the mounds are much less elaborate and grave goods are far fewer.  Ceramics decorations with their double rows of punctates on the outer rim reflect such influences, for example.  Between these two centers, the Middle Woodland sites occasionally produce diagnostic Hopewellian artifacts.  For example, the Millville Site along the Wisconsin River in Grant County serves as a type site for the Millville Phase in southwest Wisconsin.  Its study indicated the ways in which elements of the Hopewellian culture were incorporated into Wisconsin’s Middle Woodland cultures.  This small village site included evidence of a cluster of floors under small oval or round huts.  Their globular pots exhibited a variety of decorating techniques including stamping, punctates, incising, cord-wrapped stick, and double rows of nodes or bosses reminiscent of techniques found to the south.  Such villages maintained a relatively typical Middle Woodland based as they participated in the Hopewellian trade network (Green et al. 1986: 263-73).

Evidence of the Middle Woodland in the Portage area parallels other areas in southern Wisconsin between the two noted centers.  While possibly related to the Early-Middle Woodland periods, the relatively large number of conical mounds near Portage probably belonged to the Late Woodland and are noted below (Salzer 1974: 47-48; Benchley et al. 1985; Brushy et al. 1979: 135-44; Brockington 1986: 30; Overstreet 1980: 15, 26).  Lying along the Wisconsin River, site 47CO36 included a hearth and cache of seven blue hornstone knives about six inches in length, an exotic find that may be identified with the Middle Woodland.  Charles Brown reported the site in 1909 in the Wisconsin Archaeologist (1909 [8, 4]: 118).  In the Portage area, the Johnson Site (47CO109) yielded characteristic projectile points and exotic Hopewellian Havana type pottery fragments (Salkin 1980: 66, 190; Green et al. 1986: 241-82).

Many of the known archaeological sites in the Portage area date to the Late Woodland which occurred between approximately A.D. 500 and the period of European contact in the 1500 and 1600s.  European contact generally refers not only to actual contact between the European and Native Americans, but also the receipt of European trade goods through other Native American groups.  The Late Woodland represents a complex cultural development indicated by alterations in the settlement pattern and intra-site spatial relationships.  The period is characterized by considerable variation between different groups.  In the area, the local variation is characterized by the Lakes phase.  Within the phase, there occurs an increasing differentiation between the functions of different sites types and significant site proliferation in number.  Habitation sites range from one acre to 40 acres in size.  Many of these sites appear at lacustrine locations, and many others occur along rivers at rapids or at the juncture of two or more streams.  Subsistence continued to depend on hunting a wide variety of mammals and aquatic species and gathering of plants.  Conical, linear, and tapering linear burial mounds are most commonly associated with this period.  The burials in them include such forms as ossuaries or bundled bones, individual flexed burials, and cremations.  Cemetery burials are also known (Salzer 1974: 49-50; Bruhy et al. 1979: 145-48; Benchley et al. 1985: 13-14; Ryden 1981: 31).  Associated artifacts include a thin-walled cord-marked, ceramic  jar with decoration along the upper rim, known as Madison Cord-Impressed.  A shift to small, triangular projectile points, generally arrow rather than spear points, and a further decline in the use of copper compose the most characteristic aspects of the material culture.

Camp and village habitation sites associated with the Late Woodland in the Portage area include a component of the Johnson site (47CO109).  Associated artifacts include the small triangular points and three cord-marked fragments of ceramic.  Located south of the Baraboo River, a cemetery identified on Columbia County plats between 1927 and 1942 by Charles Brown as a Ho-Chunk burial ground (47CO281) also contained artifacts associated with the Late Woodland. They include small fragments of grit-tempered ceramics, two side-notched points,  chert and quartzite flakes resulting from tool manufacture, and fire-cracked rock.

Burial mounds are numerous in the Portage area and along the Wisconsin River.  The conical and linear mounds were probably associated with the Late Woodland groups.  However, some mounds may have been constructed in the Middle Woodland period.  In addition, a separate group or groups identified as the Effigy Mound culture also constructed burial mounds during the Late Woodland.  Post-dating the Late Woodland, the Oneota also left burial mounds.  The Effigy Mound culture may represent a tradition or a group of related Late Woodland cultures which shared common traits such as the construction of mounds.

Extant between about A.D. 600 and A.D. 1000, the sites associated with the Oneota have a wide distribution across south and central Wisconsin and into adjacent Minnesota, Iowa, and Illinois.  The group displays a seasonal hunting, gathering, and fishing subsistence base with limited evidence for supplementary horticulture in some areas.  A relatively heavy reliance on wild plant resources is evident.  Large, permanent villages as well as seasonal camp sites occur both adjacent to and separate from the mound locations.  The central based, seasonal wandering system includes a larger, centralized semipermanent village with temporary camps established to hunt and gather needed resources within a specific bounded territory.  Habitation sites tend to be located along rivers, streams, and lakes, especially at their juncture with intermittent streams while burial mounds often occur in prominent locations above water sources.  However, although the existence of functionally different site types associated with the Effigy Mounds groups are recognized, well-defined associations between site types and environments that would enhance the understanding of site functions and interrelationship remains incomplete.

Artifacts associated with the Effigy Mounds habitation sites include stone tools such as knives, drills, and scrapers; stemmed and notched projectile points and the small triangular points associated with the bow and arrow as well as simple cord-marked or cord-impressed jars belonging to the Madison ceramic types.  Because of the similarities in artifact types and the occurrence of artifacts from other Late Woodland groups, the Effigy Mound peoples mostly interacted with contemporary Late Woodland groups (Goldstein 1983; Hurley 1966; Salkin 1990).

Occurring singly or in groups, the mounds associated with the Effigy Mound Tradition include conical, oval, linear, and dumbbell-like form mounds as well as effigy mounds shaped horizontally in animal and human forms.  The animal forms such bears, birds, and turtles are most common.  The size of these mounds varies greatly.  The conical mounds may be as small as 30 feet in diameter while linear forms may reach 60 to 90 feet or more in length.  The animal effigies are usually more massive than the conical mounds.  Most mounds are low, often less than three feet in height.  Some mounds contain burials, both primary burials and secondary, bundle burials.  They may be single or multiple, as many as six burial episodes in a mound.  Other mounds possess altars or hearth-like features, and some lack features all together.  The mounds may contain grave goods such as pottery fragments from the Madison ceramic series and stemmed, notched, and triangular projectile points.  The function of the mounds associated with the Effigy Mound groups remains unclear.  Clark Mallam suggested a socio-political function, perhaps to mark the territories in which each group moved seasonally.  He hypothesized that each central-based wandering group exploited an environment of perhaps 40 to 50 miles (Mallam 1976).

While it is clear that the effigy forms are associated with the Effigy Mound groups, the other geometric forms adjacent to the effigies or at separate locations may be associated with the Effigy Mound groups, other Late Woodland groups, Middle Woodland groups, or the Oneota discussed below.  Archaeologist leave mounds so that the artifacts they may contain that would identify the group are not recovered.

Mounds adjacent to Portage occur primarily along the Wisconsin River, in the marshes adjacent to the Fox River, and along Duck Creek. By the late 1930s, Charles E. Brown (Brown 1924) counted  approximately 274 mounds in Columbia County and about 193 mounds with 26 mounds groups in Portage and its adjacent towns.  However, in comparison to concentrations in such counties as Dane, the number is relatively low.   Because many of these mounds were looted, disturbed, or destroyed in the last half century, it is not always known which of those noted below remain.

Several recorded mounds occurred within Portage itself.  A single conical mound (47CO73) and a conical mound group (47CO74) once stood along the Wisconsin River.  Both sites appear to be destroyed (Salkin 1980: 145-50; Brown 1924).  With some noted exceptions, Charles Brown reported the following mounds to the east of Portage along the marshes associated with the Fox River and Swan Lake in his 1925 volume of the Wisconsin Archaeologist (Brown 1925): the Swaney Mounds (47CO190), two conical mounds; a mound group (47CO64) composed of 15 conical, linear, and one effigy mound as well as stone artifacts that were probably destroyed in 1977; a group of two conical mounds (47CO65); and a linear arrangement of five mounds about 8 feet in diameter and four feet high (47CO67) (Brown 1906; Dirst 1999).  Several mounds were also located near Duck Creek.  In 1963, two panther effigies named the Portage Mound Group were recorded southeast of Portage (Salkin 1980).  Noted in Brown’s 1925 volume, the Duck Creek Marsh Mounds (47CO69) are composed of a group of five conical and oval mounds, and a nearby large conical mound (47CO71) measuring 31 feet in diameter and 3.5 feet high contained burials and implements including a quartzite knife.

A large concentration of mounds once existed along the Wisconsin and Baraboo rivers west and northwest of Portage.  Charles Brown also recorded most of these in the early twentieth century.  The Stock Mounds (47CO2) are a group of two conical and one effigy mound found in 1908 (Brown 1908: 5).  A single mound site was composed of a combination lizard effigy mound and circular mound (47CO53).  Additional mounds groups included two linear mounds 40 feet and 32 feet long respectively that were reported in 1925; a linear mound (47CO188) and associated camp site reported in 1930; and a group of three effigy mounds and a conical mound (47CO55) reported in 1925.  Finally, several separate mound groups occurred in closed proximity to each other.  The Kingsley Bend Mounds that included conical, linear, and effigy mounds (47CO57) were reported in 1906 and listed on the National Register in 1998.   A State Historical Society of Wisconsin marker notes its location along STH 16 four miles east of Wisconsin Dells. The Halverson Village site (47CO58), a habitation site was located nearby.  The Bennett Mound Group (47CO59) contained four conical mounds, four linear mounds, a bird effigy, and a panther mound reported in 1925.  It was partially relocated in 1997.  The Gale Group (47CO60) with two bear effigies, three linear mounds, and two conical mounds were recorded in 1925 and relocated in 1997.  The Crossing Group (47CO61) with six conical mounds were reported in 1925 as were a nearby group with six effigy and conical mounds (47CO62).

The extent of participation of central Wisconsin in the Oneota Tradition that followed the Woodland Stage between A.D. 950 and 1500 remains unclear (Salzer 1974).  Oneota village settlements tended to cluster in the Lake Koshkonog, Grand River, and Lake Winnebago regions and along the Mississippi River north of Vernon County.  At these locations, the growing season, rainfall, and soils are suited to horticulture, part of their subsistence strategy (Gibson 1986: 314; Ryden 1983: 32; Goldstein 1983).  Although the Oneota did settle in riverine environments as well as along lakes, sites associated with this group do not appear too abundant even along the rivers in Columbia County.  However, sites associated with the Oneota tradition are found in surrounding counties with similar marshy environments.  Its absence in Columbia County may result from the limited number of archaeological investigations (Salkin 1980: 29, 116, 198).  And, several identified sites do include possible Oneota association.  Charles Brown described the Sand Hill Camp (47CO68), located in the marshy areas north of Duck Creek, as  a collection of rhyolite and copper projectile points including small arrow points, copper awls, and “ornamented pottery” (1925: 28).  Nearby, site 47CO27, containing flakes removed during stone tool manufacture by heat treatment, may simply represent an extension of 47CO68.  These few artifacts may represent trade with the prevailing Late Woodland culture rather than an Oneota habitation.

Archaeologists are unable to associate about 15sites identified in the area with a specific period, in part because a site lacks diagnostic artifacts and charcoal from hearths used in carbon-dating archaeological sites.  While historical records or more recent surface examination may identify a site at a particular location, others remain uninvestigated.  Culturally unaffiliated sites can be significant because small sites may assist in explaining a common Native American activity, for example, the procurement of raw materials and the making of stone tools.  Charles Brown simply identified some of these as camp sites without a description of their features or with the notation that it contained several projectile points, for example 47CO24 or a small camp in the vicinity of Fort Winnebago (47CO25).  Some appear to be relatively small camp sites with a limited number of artifacts.  Such sites may contain a small number of stone flakes and perhaps a stemmed projectile point such as 47CO217 and 47CO147 near the Wisconsin River, sites 47CO275 and 47CO274 near Swan Lake, and 47CO70 along Duck Creek.  Others included references to burials (47CO66) that were probably Native American.  Two adjacent burials denoted as site 47CO175 and associated site 47CO185 near Swan Lake included ceramic fragments and stone artifacts.    Another site included burials associated with a camp site (47CO173).  Site 47CO250 contains a cache of leaf-shape flint blanks that may once have been enclosed in a perishable container.

Sites that have not been tied to a cultural period were also located in the City of Portage.  During the phase I archaeological survey conducted in 1993, a site of unknown affiliation (47CO282) was located near the Portage Levee.  It contained several worked stone fragments (Dirst 1993).  Site 47CO36 appears to include a cache of blue hornstone knives.  And, site 47CO218 is described as an ephemeral camp site containing chert flakes , perhaps a location to exploit faunal resources.  The paucity of sites listed for the city likely reflects the lack of systematic investigation and a high level of disturbance as the city expanded.  Its adjacent marshes and the river terraces are prime locations for Native American sites.  And, unfortunately, once artifacts are removed and the associated soil layer disturbed, little understanding can be gained about the group that left the artifact.

Early Historic Native American Settlement
Historic Native American groups are usually defined as those cultural groups extant at European contact.  These groups include not only those who came in physical contact with Europeans but also those who received European trade goods from other Native American groups who acted as middlemen.  Thus, while the beginning of the contact period may be dated to 1634 when Nicolet arrived at Green Bay, contact actually occurred at different times for each group and often prior to actual physical contact.  Some groups such as the Iroquois, Ottawa, Petun, Neutral, and Huron to the east, served as middlemen in the fur trade, passing the trade good to groups further west.  Because The Portage linked a vital transportation route that connected the Great Lakes with the Mississippi River, many Native American groups crossed through and in some cases camped and utilized the natural resources of the area for a comparatively short period of time.  Native American groups identified during early travels along the Fox-Wisconsin Waterway in the vicinity of The Portage include the Kickapoo, Mascouten, and Miami.  Additional groups that remained in the area later in the European settlement process include the Sauk, Fox or Mesquakie, and Menominee.  The Winnebago or Ho-Chunk stayed in Wisconsin through Euro-American settlement.  During this movement, The Portage not only acted as an transportation link but also included a Native American trail The Portage from the north, traveling south east of the Wisconsin River east of the marshes along the river (Brown 1924).  As it the pre-contact period, it provided an attractive area to utilize multiple environments within a seasonal wandering pattern as well as a place for brief camps during travel.

The westward expansion of the Iroquois began in the 1630s as these confederated tribes acted as the middleman in trade between groups to the west and early European settlers.  The Iroquois soon retreated before European encroachment, forcing numerous other Native American groups to their west further west.  The Huron and Ottawa entered northeast Wisconsin in the 1650s and 1670.  This movement resulted in confrontations between several groups, creating a generally unstable situation in areas such as Wisconsin.

By 1685, the English reached Mackinaw.  In the 1660s and 1670s, early European explorers who crossed the Portage noted the presence of the Miami, the Kickapoo, and Mascouten. Between the 1630s and the 1660s, the Miami lived along the south shore of Lake Michigan.  Marquette and Joliet encountered the Miami in their village along the Fox in 1673.  Louis Hennepin noted that the Miami had left the Fox River area by 1680.  During the 1680s, they lived with the Kickapoo between The Portage and Kaukauna and soon relocated to the Mississippi River or Green Bay.  Charles Brown noted the presence of a Mascouten village in section 16 of the Town of Fort Winnebago.  This is a very tentative location.  Citations, instead, refer to the Mascouten village noted by Marquette and Joliet in 1673 as two to three miles southeast of the Village of Berlin on the Fox River in Green Lake County (47GL124).  Two Miami residing at this village led Marquette and Joliet across the Portage.  Although there is evidence of the Miami living on the Wisconsin River near the Baraboo River in the area as late as 1695, these Miami may have been living with other groups.   Also reported by Hennepin in 1680, the Kickapoo lived in a village 5.2 miles north of Portage about 1665.  Just before the end of the 1600s, both the Mascouten and Kickapoo left villages along the Fox, traveling south out of Wisconsin to the tributaries of the Illinois River (Salkin 1979: 8; 1980: 93, 208-09; Butterfield 1880: 329; Turner, F.J. 1889: 69-70; Hennepin 1938 [1679-80]: 126; Van Dyke 1993: 18; Bruhy et al. 149-60;  Wyatt 1986 [vol. 1, Native American]: 6/1, 7/1, 9/1).

The Sauk and Mesquakie were located on the lower peninsula of Michigan prior to their migration into Wisconsin.  By 1665-66, they occupied the area around Green Bay, and had established their hunting territory as far west as the Wisconsin River as early as the late 1600s.  By the 1660s, Sauk and Mesquakie settlement had begun to ascend the Fox River from their villages on the lower Fox.  This area was already becoming over hunted.  The Mesquakie occupied a village at Lake Butte des Morts by 1684.  As the Mesquakie with the Sauk gained control of the Fox-Wisconsin Waterway in the late 1600s, they displaced the three earlier groups to the south (Salkin 1979: 8; Butterfield 1880: 329; Hennepin 1938 [1679-80]: 126; Wyatt 1986 [vol. 1, Native American]: 13/1, 4/1). 

Engaged heavily in the fur trade, the Mesquakie entered the position of middleman along the Fox-Wisconsin Waterway by 1670 and retained control until the 1730s.  During the wars between the Mesquakie and French occurring sporadically beginning between 1699 and 1705 and ending in 1743, the Mesquakie periodically closed the Fox-Wisconsin Waterway to the French.  These encounters resulted in the construction of the French post at Green Bay in 1717.  In 1728, the French under De Lignery conducted an expedition from Mackinaw up the Fox River against the Mesquakie.  By the end of the period, these wars had decimated the Mesquakie.   Following their defeat by 1743-1745 in a battle at Buttes des Morts on the Fox west of Green Bay, the Mesquakie joined the Sauk.  Although the French continued trade at Green Bay, the wars with the Mesquakie shifted a significant amount of  the fur trade from the Fox-Wisconsin Waterway to the northwest and along the Pigeon River in central Canada.  During the French and Indian War, these fur traders played a significant role in maintaining French alliances with adjacent Native American groups in opposition to the British.  They included the Mesquakie, Sauk, Ho-Chunk, Menominee, and Chippewa (Turner, F.J. 1889: 73; Grignon 1904 [1857]: 204).

In 1766, Jonathan Carver noted that The Portage area was within the territory of the Sauk and Mesquakie.  His map of 1769 (Appendix B, Map A-1) places the Sauk along the upper portions of the Wisconsin River south to approximately Mazomanie and included The Portage and east along the Fox River to about the area of Marquette (Carver 1766-67; 1769).  The Mesquakie, denoted as the “Ottigaumies” by Carver, are to the east, occupying west Wisconsin to the Mississippi River.  Although there is no known Mesquakie or Sauk village immediately adjacent to The Portage, the Sauk occupied a large village at Sauk Prairie between at least 1740 and 1761 and perhaps as late as the mid-1770s when they moved to the mouth of the Rock River in Illinois.  A main Mesquakie village was established at Muscoda by 1760 and other villages were placed along the Mississippi.  Reduced in numbers by recent wars and threatened by the Chippewa, the Mesquakie continued to shift west along the Fox-Wisconsin Waterway, occupying villages above Prairie du Chien and gradually relocating to the west side of the Mississippi south of Dubuque in the Mines of Spain State Park, now a National Register District (McKay 1988), as early as the 1740s.  John Long’s  map of 1791(Appendix B, Map A-2) that illustrated his travels of 1768-1782 placed the Mesquakie along the Mississippi River, noted a Sauk village in the vicinity of Sauk Prairie, and located the Ho-Chunk to the west of Portage.  In the 1780s, the Sauk had relocated in Iowa and Illinois, eventually placing their main village at the mouth of the Rock River in Illinois (Long 1904 [1868-1782]: front piece, 186;Thwaites 1908: xii, 282; Works Progress Administration 1938: 25; Kellogg 1935: 16; Grignon 1904 [1857]: 197, 200-205; Turner, F.J. 1889: 69-72; Van Dyke 1993: 18; Smith 1973: 130; Butterfield 1880: 337-38, 369; Salkin 1980: 206; Rogers 1966 [1765]:163; Lockwood 1856: 131; Wyatt1986 [vol. 1; Native American]: 13/1, 4/1).

During this period, both the Sauk and Mesquakie maintained a relatively similar settlement-subsistence system.  However, while the Mesquakie founded one or several main villages, the Sauk established a growing number of spring and summer villages during the historic period.  Both engaged in horticulture, often planting near these main village locations.  During the fall months, they moved to small temporary camps in their hunting territories that covered broad areas.  As early as 1634, Jean Nicolet observed that these two groups hunted and wintered along the lower Wisconsin. By the 1760s, they had relocated their communal hunting area west to the Iowa prairies.  The communal hunting of deer and raccoon and sometime bear provided furs for trade and subsistence.  Larger camps were placed in river valleys during winter months (Wyatt 1986 [vol. 1; Native Americans]: 13/1, 4/1; McKay 1988).  The Sauk and Mesquakie also exploited the lead mines of southwest Wisconsin and adjacent Iowa.  The Mesquakie mined in the Mines of Spain south of Dubuque between 1788 and ca. 1830, trading lead to supplement the fur trade.  The Sauk exploited the lead mines near Blue Mounds in Iowa County in the 1760s.  Both groups works small surface deposits and smelted the ore in simple, open furnaces (McKay 1988; Wyatt 1986 [vol. 2, Industry]: 3/2).

Under the United States Constitution, the federal rather than state government directed affairs with Native American groups who were viewed as separate foreign nations.  As settlers pressed westward, special commissions purchased their lands through treaties.  The United States created treaties with the Native American groups from the founding of the Republic until the 1870s.  An Indian Office was created in the War Department in 1824 and incorporated into the Department of the Interior as the Bureau of Indian Affairs in 1849.  The Mesquakie and Sauk entered into such a treaty in 1804.  Although receiving permission to use the land east of the Mississippi until needed for settlement, these two groups gave up their claim to southern Wisconsin and northern Illinois in this treaty.  By this date, recognized and ceded Sauk and Mesquakie territory lay well south of The Portage (Lurie 1980: 18).  In 1825, the U.S. government convened an intertribal council at Prairie du Chien to define the boundaries of each group’s territory.  It utilized these boundaries as it dealt with each group through later treaties.  It completed similar treaties in 1827 and 1828.  The treaty of 1829 attempted to end use of the area for hunting by the Sauk and Mesquakie.  By this time, they were primarily located in eastern Iowa. Their Wisconsin lands were in turn occupied by the Ho-Chunk and Potawatomi and repurchased from these later groups in treaties and agreements between 1816 and 1833 (Smith 1973: 130; Lurie 1980: 14-19; Salkin 1980: 206; Thwaites 1908: xii).

In violation of the 1829 treaty that had ended their hunting privileges within the tract ceded in 1804, both the Sauk led by the Prophet, a Ho-Chunk, and a band of the Mesquakie, led by Black Hawk and known as the British Band, crossed to the east side of the Mississippi in 1831. Black Hawk had never recognized the land cessions of 1804 and 1829 and resented the surrender of their rights to the lands east of the Mississippi without a consensus of all the tribal leaders.  The band was hopeful that their allies, the British, would recover sovereignty of the territory.  Without success, Black Hawk had sought recompense from the Agent at Rock Island.  Although returning to their territory in that year, they re-crossed the river to a former village location in northern Illinois in 1832. Although soon aware of the futility of their goal, the band remained unable to communicate to the troops of their intent to return to Iowa.

General Atkinson pursued the Black Hawk’s Band as they were forced north along the Rock River to join the Chippewa.  Although a group of Ho-Chunk who were aligned with Black Hawk and camped four miles from Swan Lake threatened to attack Fort Winnebago recently erected at The Portage, Black Hawk's group traveled well to the southwest of the fort.  Another faction of Ho-Chunk offered protection to the settlement at Fort Winnebago by camping adjacent to the Indian Agency House across the river from the fort.  The fort lacked sufficient defenses including appropriate artillery and pickets to withstand an attack.  Thus, beyond sending most of its troops to Fort Atkinson and receiving several Ho-Chunk prisoners who later escaped, Fort Winnebago played a minor role in the Black Hawk War.  In August, 1832, General Henry Atkinson's army decimated Black Hawk's band at the mouth of the Bad Axe while attempting to cross the Mississippi near Victory in southern Vernon County (Clark 1908 [1879]: 312-16; Butterfield 1880: 353; Jones 1914 [1]: 46; Kinzie 1948 [1854]: 318-35; Powell 1978: 28; Salkin 1980: 228; Lurie 1978: 698;1987: 17; Smith 1973: 137-38; Long 1904 [1768-1782: 186; Smith 1854: 252).

Entering northeast Wisconsin by 1670, the Menominee occupied territory in northeast and north-central Wisconsin by the 1760s.  The 1769 Carver map showed the Menominee to the north of the Ho-Chunk and Sauk and west of Green Bay (Appendix B, Maps A1).  Long’s map, reflecting the 1768-82 period and completed in 1791(Appendix B, Map A2), placed these groups in the same general area (Long 1904 [1768-1782]: frontpiece).  Many of the Menominee villages were  along the Menominee, Peshtigo, Oconto, and Wolf rivers, well to the northeast of The Portage.  Like other groups, the Menominee utilized the resources of a much broader territory than the area of their villages that spread north of the Fox and east of the Black River in the early to mid-nineteenth century.  And, during this period, they often wintered as far west as the Mississippi.  The Wisconsin Territory sought to open their territory to logging in the 1830s.  In the treaty of Cedar Point in 1836, the federal government secured from the Menominee a cession of timber lands three miles wide along both banks of the Wisconsin.  The strip extended 48 miles upstream from approximately Point Bas or Edward. The Menominee sold their remaining lands to the federal government in 1849 and relinquished it in 1851.  They received a reservation of 276,400 acres in 1854 that was reduced to 232,400 acres in 1856 (Lurie 1980: 10; Wyatt 1986 [vol. 1, Native American]:8/1; Ellis 1857: 438).  A large portion of the City of Portage north of Ward I and the Portage Canal lay within their territory until the land cession by the 1849 treaty.  As a consequence, much of the land occupied by the City of Portage was not entered until this land came on the market after 1849 (Smith 1973: 123, 141-45; Jones 1914 [1]: 29-32; Wyatt 1986 [vol. 1, Native American]: 15; De La Ronde 1908 [1876]: 355, 359, 362; Merrell 1908 [1876]: 394; Nesbit 1973: 98; Butterfield 1880: 329-30; Turner, A.J. 1904: 67; Ellis 1857: 438; Lockwood 1856: 131).

As Native American groups became decimated by Euro-American diseases, shifted to the west, and were forced on reservations, temporary villages composed of several groups were established by the late eighteenth and early nineteenth century.  For example, a village of Sauk, Mesquakie, Chippewa, and Ho-Chunk existed along the west bank of the Wisconsin River south of The Portage opposite the mouth of Rocky Run or Rowan Creek by ca. 1783 (Van Dyke 1993: 18). Additionally, the Potawatomi may have occupied a village along Duck Creek in the Town of Pacific in about 1800.  However, this group traditionally located in the Green Bay area and south to Milwaukee rather than in south central Wisconsin (Salkin 1980: 116, 209; 1979: 9; Butterfield 1880: 330; Krug 1946: 24; Smith 1973: 141; Wisconsin State Register 11/6/1875; Jones 1914 [1]: 21; U.S. Department of the Army 1866; Turner 1889: 93; Cruikshank 1892: 135).

Each Native American group developed its own distinct cultural strategy as it coped with the rapidly changing landscape during the European and American settlement of Wisconsin.  However, most historic groups did depend heavily on hunting and gathering.  Because of this dependence, these groups gathered plants or hunted fauna at the season and environment they became available within a large, identified territory.  Since resources existed in many different niches, mobility remained vital to their survival.  Depending on the season and the type of resources, smaller units established small, temporary, seasonal camps away from the main village to harvest a particular resource.  As noted for the Sauk and Mesquakie, some Native American groups engaged in limited horticulture, planting gardens of semitropical corn, beans, squash, pumpkins, and tobacco during Wisconsin’s short growing season.  With their available technology and the northern location, gardening was not a reliable source of food stuffs but complimented other food sources.  Their gardens were usually located adjacent to comparatively large, seasonally occupied village sites into which the group coalesced in the spring and summer.   As groups became involved in the fur trade, they tended to go farther from their summer villages to locate game, which was becoming increasingly rare.  In addition, these groups had established broad trade networks through which valued resources might be obtained.  This network became one way more remote Native American groups secured items of Euro-American manufacture  (Lurie 1980: 8-9).

The Ho-Chunk Nation
Many of the historic Native American sites near Portage identified in the historical literature are associated with the Ho-Chunk or Winnebago.  Prior to 1670, the Ho-Chunk were located along the east shore of Green Bay.  As other groups moved into their territory, they withdrew by 1700 to the Lake Winnebago area.  Heavy reliance on the fur trade resulted in their increasing dispersal into smaller units and expansion south and west across Wisconsin as the late eighteenth and nineteenth century progressed.  Although remaining along Lake Winnebago, the Ho-Chunk also moved into the Rock River valley by the 1730s.  Until the 1750s, they occupied large, semi-permanent agricultural villages of bark-covered lodges along lakes and rivers during the summer.  The Ho-Chunk continued to plant large gardens near their villages.  They supplemented these foods sources with the gathering of wild rice and other plants as well as fishing during the summer months.  Dividing into smaller groups, they engaged in hunting trips for buffalo, deer, and elk in the fall and winter across their acknowledged territory.  The Ho-Chunk hunted along the Wisconsin River as early as the 1630s.  During this period, they established camps in uplands near oak savannahs, wetlands, and hardwood forests for hunting as well as maple sugaring and other seasonal activities.

Beginning in the 1750s, the Ho-Chunk began to move into the territory occupied by Sauk and Mesquakie between the Rock River and the Fox-Wisconsin Rivers.   As they participated more heavily in the fur trade by the 1760s and placed less emphasis on agriculture, they located their villages further south and west in their hunting territory.  The fur trade took them further afield onto the western prairies and north to Lake Superior.  Occupied the area adjacent to The Portage by the late 1700s, the Ho-Chunk continued to establish summer villages and practice limited horticulture.  Reduced in size and moving with increasing frequency, the number of villages rose from about six in 1805, to 11 in 1812, 21 in 1823, and 36 in 1829 (Wisconsin HPD 1970-93 [1972]; Lurie 1978: 691-93).

In addition to Green Bay, Prairie du Chien and The Portage served as major trade centers by the turn of the eighteenth century.  Although the Ho-Chunk initially aligned with the British in the War of 1812, they began trade with the Americans at its conclusion.  And, as early as the 1790s, the Ho-Chunk had sold the right to portage between the Fox and the Wisconsin.  Laurent Barth purchased this privilege in 1793.  Perhaps attracted by potential trade in combination with a varied environment and access to a major waterway, a number of relatively short-term Ho-Chunk village locations of about 100 to 300 members were established between the 1790s and 1830s in the Portage area.  Some village sites were occupied discontinuously over a long period of time.

The village of Old Gray Hair Decorah was relocated in the vicinity of The Portage multiple times between 1793 and 1836.  In 1794, Decorah had located two miles south of the Portage.  Grignon located his village two miles north of The Portage in this period (Grignon 1857: 288).  Later, the Ho-Chunk moved this village west of The Portage near the Baraboo River and remained there at least intermittently until 1836.  This site may be identified as 47 CO 205 that includes a Ho-Chunk village and burial ground  (Merrell 1908 [1876]).  Another Ho-Chunk village associated with Decorah occurred eight miles north of Portage in section 2 of the Town of Fort Winnebago.  Between 1816 and 1832, Choukeka’s or White Ox’s village was located in the vicinity of Fort Winnebago (Radin 1970 [1923]: 3).  When Henry Schoolcraft visited The Portage in 1821, he noted the existence of a Ho-Chunk village three or four miles along the river above The Portage (1821: 363).  Whirling Thunder located a village at the Portage north of the Wisconsin River bridge in 1830.  In 1832, Little Sioux founded a village along the Baraboo (Salkin 1979: 9, 204-06; 1980: 93, 95, 148, 205-06; Wyatt 1986 [vol. 1; Historic Indians]: 15; Spector 1974: 48-60; Grignon 1857: 288-89; 1904 [1801-02]: 286; Jones 1914 [1]: 21, 40; Brown 1925: 27-29; Lurie 1978: 693; 1980: 14).  In 1837, the son of the Ho-Chunk chief White Crow was buried along the Wisconsin River in Portage (47 CO 73/BCO
-160).  Charles Brown recorded an undated Ho-Chunk camp site three miles southeast of Portage (47 CO 178).

The confrontation with the Ho-Chunk during 1827that involved Red Bird marked the beginning of a series of treaties by which the government gained Ho-Chunk lands in Wisconsin.
  By the 1830s, the Jackson government adopted a policy removing the Native American groups west of the Mississippi onto reservations to facilitate American settlement.  On the reservation, they were to be introduced to American cultural practices by missionaries and other agencies and eventually become farmers, a time-honored occupation of the prevailing society.

Probably because it was a clearly identifiable location involving the juncture important waterways, the Portage often became part of a convenient boundary between Native American nations, especially the Ho-Chunk,  as the American government attempted to remove them west across Wisconsin.  As noted, Menominee lands lay north of The Portage until 1849.  Following the confrontation of 1827, the Ho-Chunk signed a series of treaties removing them from their lands in Wisconsin.  In the 1829 treaty, the Ho-Chunk surrendered a strip of land including the southwest lead mining district and lands in northwest Illinois that reached the south of The Portage.  In return, the Ho-Chunk received 80,000 dollars to be paid annually over thirty years at Prairie du Chien and Fort Winnebago, 3000 pounds of tobacco, 50 barrels of salt, two yoke of oxen, a cart for their use at The Portage, the use of three blacksmith shops for thirty years, and $23532.28 for unspecified claims. The treaty underscored the Ho-Chunk’s growing dependence on American technology.  The 1832 cession involved the lands in southeast Wisconsin, east of the Wisconsin River and The Portage and west of the Rock River.  The treaty was signed by Ho-Chunk from three different areas of concentration: Prairie du Chien whose holding were not affected by the treaty, the Rock River area, and The Portage area.  Under this treaty, the Ho-Chunk received a reservation in Iowa and an annual payment of $10,000 for a period of 27 years in addition to the amount owed through the 1829 treaty.  Indebtedness to traders was deducted from the price of the land.  Attempting to force acculturation, the agreement established a boarding school with needed buildings for Ho-Chunk children to provide a basic education with instruction in agriculture and crafts.  This school was to be established near Fort Winnebago or Prairie du Chien.  In 1835, Pierre Pauquette established the Indian Farm in the Town of Caledonia, perhaps the specified institution.  The government was also to furnish six agriculturalists and farming implements, blacksmiths, and physicians.  Whether the government fulfilled its agreement is not verified (Lurie 1952: 110-113; 1978: 698-704; 1980: 18; De La Ronde 1908 [1876]: 346; Merrell 1908 [1876: 373, 376).

The history of the Indian Agency House is intimately associated with the Ho-Chunk.  John Kinzie with his wife Juliette served as the Indian agent for the upper bands of the Ho-Chunk between 1829 and 1833.  After their arrival, the Kinzies initially lived in the officers' barracks at Fort Winnebago.  In 1831, they moved across the Fox River into a four room, one story log barracks which had served as the dwelling of the blacksmith.  The blacksmith shop was located to the east of the current Agency House.  As noted, the Indian Office in the War Department provided the services of a blacksmith to allow the repair of Ho-Chunk guns and traps.  In 1831, a tamarack log dairy, stable, and smokehouse were added to the site.  In the fall of 1832, John Kinzie supervised the construction of the Agency House extant at the end of Agency Road.  The house stands on Indian Agency Hill across from the site of Fort Winnebago along the west side of the Fox near its juncture with the east end of the canal.  The two story, six room, heavy timber frame and brick insulated house included a one story kitchen at the rear.  The front facing gable with two column entry porch displays simple Federal Style lines.  At this site as well as at The Portage, the Ho-Chunk gathered, usually in the fall, to receive their annuity in the 1830s to as late as 1914.  After the Kinzies left for Chicago in July, 1833, officers of the fort, including Robert Irwin and Captain McCabe in 1833 and 1834,  served as Indian agents.  By 1850, when Gideon Low and later his wife utilized the dwelling as a tavern, the house appears to have been transferred to private hands.  E.S. Baker then purchased the property and operated it as a farmstead.  A plat of 1890 (Appendix B, Map X) shows the property including the agency house, a second house at the approximate site of the interpretive center, barn, two granaries, and hog house (U.S. ACE, Chicago District n.d., 1873-1928 [71/204. 13-C-1 1890]).

The site denoted as 47CO288 denotes the Indian Agency House, its associated buildings both standing and archaeological including the blacksmith shop and log barrack, and the site of the American Fur Company trading post.  The vicinity of the Indian Agency House, a periodic gathering and camping place for the Ho-Chunk, also served as a traditional camping location for earlier groups.   In Wau-Bun, Juliette Kinzie noted that the Ho-Chunk camped in this area as they met with traders and collected their annual annuities (Kinzie 1948 [1854]).  Charles Brown (1925: 27) reported the presence of a pre-contact Native American village site and burial ground (47CO288) associated with Indian Agency House.  Salkin (1980: 93, 111-12) described the Baker Site (47CO23) or what appears to be the same or an overlapping site.  It contained five different components: a Native American, probably a Ho-Chunk camp site, north of the Agency House; a culturally unidentified camp site south of the house; a concentration of Native American and Euro-American artifacts and Woodland materials southwest of the Agency House; a nineteenth century Native American site or farmstead; and the linear Indian Agency Mound.

In 1930, the National Society of Colonial Dames of America purchased the Indian Agency House and associated property and began the restoration of the building.  In 1962 when the society began to operate the building as a museum, they constructed the adjacent interpretive center in a style imitating the Greek Revival.  They may have located the building in the approximate location of the DuBay trading post noted in Chapter 2.  In 1972, the Agency House was listed on the National Register of Historic Places (Wisconsin HPD 1970-93 [1972]; Kleist n.d.: 19-20; Turner, A.J. 1903: 4-5; Merrell 1908 [1876]: 373, 376; Kinzie 1832 [letter, 10/1/32]]; Kinzie 1948 [1856]: 57, 264-66, 370; Jones 1914 [1]: 31; Williams 1835; Brandenburg 1917).

In the treaty of 1837, the Ho-Chunk were forced to surrender their lands north and west of the Wisconsin River between The Portage and the Mississippi River, the last H-Chunk cession in Wisconsin.  This treaty required their removal within eight months, in the spring of 1838.  The tribe considered it invalidate since a consensus agreement had not been gained from its members, and its terms had been misrepresented.  It solidified a growing split in the tribe.  One faction agreed to removal from Wisconsin, eventually to Iowa, Minnesota, South Dakota, and finally to Nebraska in 1865 while the other led by Yellow Thunder and Dandy refused to leave, hiding in central Wisconsin to evade the military.  Attempting to place the Ho-Chunk on lands west of the Mississippi in 1838, the military continued to pursue removal until the 1874.  It assembled many of the Ho-Chunk at The Portage in 1840 in one removal attempt (Lurie 1980: 18).

Although some Ho-Chunk were eventually relocated on a reservation, during each removal between 1846 and 1873, many either evaded the military and remained or returned to their territory in central Wisconsin.  By 1873 through the turn of the century, the remaining Ho-Chunk continued to live primarily along the Fox, Baraboo, and Wisconsin rivers.  The social disruption created by these circumstances resulted in the breakdown of their traditional settlement and subsistence patterns.  As their dependency on trade goods grew, the knowledge of traditional crafts diminished.  Although the Ho-Chunk continued to maintain their tribal identity, they divided into wandering groups of two to three related families.  Once dependent on the fur trade as a medium of exchange for goods, they increasingly participated in a seasonally itinerant economy, planting gardens in the summer, picking berries to sell to settlers, and gathering in larger groups along the LaCrosse River in the fall to hunt.

By the 1860s, Native Americans came to be viewed as wards of the federal government.  The charge to provide for and teach these groups to become farmers on their individual plots of land and to reduce their strong tribal allegiance, to “de-Indianize” them, was first placed in the War Department in 1824.  It was transferred to the Bureau of Indian Affairs in 1849 (Lurie 1980: 22-23; Wyatt 1986 [vol. 1, Fur Trade]: 1-1).   Although many were afraid to become involved with American authorities and most lacked the money to pay the minimal fees, the Homestead Act was extended to Native Americans in 1875. The government sought to scatter land holdings to accelerate their assimilation.  By the 1880s, the concept of maintaining Native Americans on their own reservations had thus fallen from favor.  The Dawes Act or the General Indian Allotment Act of 1887 directed the division of remaining reservations into 40 to 60-acre parcels for each family head, again dividing the tribe and turning them to farming.  These parcels were scattered across ten Wisconsin counties and located in several Minnesota counties.  Most were located on the poorest lands in Wisconsin.  They also received a small annual stipend.  Presumably intended to grant the Native Americans their personal liberty, the act divested them of their land holdings and resulted in the impoverishment of many Native Americans.  In part because of their unfamiliarity with the concept of individual land ownership as opposed to tribal ownership, often unfamiliar with the English language, and non-literate, many of the Ho-Chunk were unable to keep this land.  In time, these parcels were subdivided within the family until they could no longer sustain their owners.  Speculators purchased many allotments for small sums (Lurie 1952: 110-113; 1978: 698-704; 1980: 18-20, 24-25; Henry 1970: 217).

Because the Ho-Chunk evaded removal, sites associated with the Ho-Chunk near Portage date from the 1830s to the turn-of-the-century.  Yellow Thunder was able to obtain a quarter-quarter section of land under the Homestead Act of 1875 that lay northwest of Portage in Delton.  Several Ho-Chunk families occupied the land with him, living in two log buildings and farming five acres of land (47 SK 398) (Radin 1970 [1923]: 3).  The Ho-Chunk under the leadership of John Swallow camped at a site along the Baraboo west of its confluence with the Wisconsin River in the 1890s (47 CO 146/BCO-113).  He eventually obtained a nine-acre tract in the vicinity.  The site also included pre-contact materials.  To the west of Portage in the Town of Caledonia, a Native American and Euro-American cemetery with burials dating as late as 1900 reputedly contained the burial of White Feather who was probably Ho-Chunk (Site 47 CO 203).  Groups eventually clustered  around two nodes of settlement at Black River Falls and Wittenberg  (Lurie 1978: 703;1980: 10, 13; Goldstein 1983; Wyatt 1986 [vol. 1; Native American]: 13/1).

The tribal affiliation of several historic Native American burials in Portage remains unidentified. The Old Catholic Cemetery or Cook Street burial (47 CO 249/BCO-0090) was located along Cook between Adams and Jefferson streets and contained five Native American and perhaps pre-contact burials (Anonymous [post] 1849).  Grave goods included a red pipestone pipe.  During the 1904 excavation for the Port-Axtell Funeral Home at 302 E. Conant, then the Baptist parsonage, the Portage Daily Register noted the former use of the entire vicinity as "an Indian cemetery" or the “Indian Burial Ground” (BCO-0089) (Turner, A.J. 1904: 68-69).  Located in blocks 184 and 185, the area lay adjacent to grave of John Eucuyer buried in ca. 1828 (see Appendix 2, Map I).  It produced such burial goods as a calumet and silver bracket.  The article explains that numerous skeletons had been exhumed during the excavations for buildings in that area of the city (Portage Daily Register 8/8/1904).

The Surrender of Red Bird
The government began leasing mineral lands to miners in the lead region that included southwest Wisconsin, northeast Iowa near Dubuque, and northwest Illinois around Galena in 1822.  The population of the lead region expanded rapidly from 200 to 4,000 individuals between 1825 and 1827.  The 1821 to 1828 lead production represented almost 90% of the contemporary output on government-owned lands in the United States.  The Ho-Chunk with other groups concluded treaties in 1825, 1827 to establish territorial boundaries for each group and separate the mineral lands from the Ho-Chunk lands.  It became the first in a series of treaties that separated the Ho-Chunk from large blocks of their traditional lands in Wisconsin.  The Ho-Chunk were likely well aware the government had set these boundaries with the intent of future land purchases.  The government also shifted military assignments at forts in the region.  Fort Crawford at Prairie du Chien and Fort Howard at Green Bay constituted the outposts of American authority in the Wisconsin territory that maintained peace along the line dividing settlers and the Native Americans.  Limited military activity at forts Crawford and Howard and the completion of Fort Snelling along the exterior defense line of the frontier led to abandonment of the deteriorated post at Prairie du Chien in October 1826.  Recent floods had added to its poor condition.  Secretary of War Calhoun had recently initiated a policy of fortifying the exterior line of settlement and concentrating troops at a limited number of outposts including Fort Snelling.

The rapid population expansion in the region, the working of mines across the treaty line on Ho-Chunk lands by miners, and, more significantly, the “...series of indignities and assaults...” directed toward the Ho-Chunk by the encroaching miners and settlers embittered them (Lurie 1978: 697; see also1952: 106-07, 109).  The Ho-Chunk also objected to the American involvement in the traditional enmity between the Chippewa and Ho-Chunk (U.S. Secretary of War 1828a: 6).  Joseph Street, Indian Agent at Prairie du Chien, also attributed the uprising primarily to the treatment of the Ho-Chunk (U.S. Secretary of War 1828b: 12-18).  The "great indignities" against Red Bird's band and some of its leading men led to the uprising (McKenney and Hall 1934: 436-37).

On June 26, 1827, the Ho-Chunk attacked settlers near Prairie du Chien, killing two members of the Gagnier household.  On the same day, several Ho-Chunk were to have stopped a supply boat at the mouth of the Bad Axe Creek as it descended from Fort Snelling on the Mississippi River.  The confrontation resulted in the death of two crew members and one Native American.  Ho-Chunk leaders had delegated the revenge for indignities against the Ho-Chunk to Red Bird and two others.  Typically, the Ho-Chunk were organized under a dual system, with one leader associated with peace and the other with war.  Since Red Bird was associated with peace, the reason for assigning this task to him remains unclear.  Evidence suggests that the task did not appear to be one he wished to carry out.  After these confrontations  in Prairie du Chien, the Ho-Chunk moved up the Wisconsin River.  In early July at a council with the Ho-Chunk at Butte des Morts, territorial governor Lewis Cass advised the Ho-Chunk to surrender the participants to avoid a general reprisal against their people.  The council was later reconvened to complete the August 1827 treaty (Powell 1978: 16-19; Turner, A.J. 1898: 66-69; McKenney [1867]: 179; Snelling [1867] 1907: 123, 143-52; U.S. War Department 1828b: 8-19; Lurie 1952: 107-09; 1978: 697; 1952: 107-12, 170; 1980: 19).

To create a show of strength and quickly end the confrontation, the military assembled a large force.  By August 16, 1827, Major General Edmund P. Gaines wrote James Barbour, Secretary of War, about the capacity of the forces at Fort Armstrong “...to inflict on the hostile bands of Winnebagoes, that chastisement which their insolence demands, and such as will be necessary to ensure their respect and future observance” (U.S. Secretary of War 1827: 152).  Initially, local militia were gathered in Galena under Captain Abner Fields to occupy Fort Crawford.  Colonel Snelling arrived at the fort in July 1827 to take command.  Troops from the Right Wing of the Western Military Department at Jefferson Barracks, St. Louis, under Brigadier General Henry Atkinson arrived at Fort Armstrong, Rock Island, by July 23 and at Prairie du Chien by about August 27.  The combined forces at Prairie du Chien totaled about 700 men.  Although the military found no evidence of the Ho-Chunk associated with the confrontation near Prairie du Chien upon their arrival, it did confine as many as six Ho-Chunk at Fort Crawford.  Atkinson's forces and volunteers in the lead mining region organized under Colonial Henry Dodge joined these forces at English Prairie or Muscoda on September 2 and moved up to the Wisconsin River toward Portage.  With a comparatively small force, Major William Whistler ascended the Fox River from Fort Howard, Green Bay, arriving at The Portage on September 1, 1827.  A company of Oneida and Menominee joined his forces at Butte des Morts.  Whistler established his camp on a bluff opposite and east of The Portage at the site where Fort Winnebago was to be constructed beginning in 1828 (U.S. Secretary of War 1827: 152-59).

A large gathering of Ho-Chunk camped along the ridge paralleling Cook Street between about MacFarlane and the Wisconsin River and informed Whistler of the imminent surrender of Red Bird.  Ho-Chunk villages were then located in the area (Radin [1923]: 1970: 3; Lurie 1952: 110). On September 3, 1827, Red Bird and We-Kau, two of the three surrendered by the Ho-Chunk for their association with the uprising, moved in a group of about thirty Ho-Chunk east along the Cook Street ridge.  They were initially recognized by the military encampment at the mound or eminence above The Portage or Ketchum's Point.  Karramannee, a Ho-Chunk chief, surrendered Red Bird and We-Kaw at the Whistler's military encampment east of The Portage.  In 1924, the Wau-Bun Chapter of the Daughters of the American Revolution dedicated a monument to Red Bird which stands at the site of his surrender at the juncture of CTH E and STH 33 (Clough 1957 [1924]: 2-3, 9-12; Titus 1930: Sivesind and Kanetzke 1961).  Although these two Ho-Chunk probably did not participate in the incident involving the supply boat along the Mississippi, they appear to have been offered to represent the guilt of the entire nation (Lurie 1952: 109; McKenney 1904 [1867]: 178-203; Turner, A.J. 1898b: 100-102; 1904: 114-22, 238; Strong [1879] 1908: 252-65; Snelling [1867] 1907: 152; Jones 1914 [1]: 43-49; Butterfield 1880: 341-46).

A bluff rising above the juncture of west Cook and Edgewater, Ketchum Point is a prominence above The Portage where the trail across it splits with one leg heading across the lowland and the other traveling along Cook Street ridge.  The location where Red Bird  symbolically passed from his tribe to captivity, Ketchum's Point represents a clearly identifiable place and one of strong historical association to the community of Portage.  The prominence occurs in block 170 in the Fort Winnebago and Guppy City Plat and was specifically identified as Ketchum Point on the Haslam and Abbott plat of 1855  (Haslam and Abbott 1855) (Appendix B, Map L).  This identification exists on or was added to an undated map post-dating 1849 entitled "Map of the Claim of the Portage Canal Company."  It was drawn to show lands associated with the Portage Canal Company but also includes a reference to the Webb and Bronson 1849 plat in the Town of Fort Winnebago (Anonymous [post] 1849; Columbia, County of 1849-[1849, sheet 103]) (Appendix B, Map H-I).  A.J. Turner also incorporated the map in a history of Portage (1903: 2-3, 8-9; 1904: 64-69; Haslam and Abbott 1855; Ligowski 1861).  Butterfield also noted the ridge as a mound and as Ketchum's Point in two separate references in the 1880 history of Columbia County (Butterfield 1880: 345, 593).  Later writers including W.G. Clough (1924: 9) and A.J. Turner (1904: 89, 115) similarly refer to the ridge by that name.  A State Historical Society of Wisconsin marker stands near the site of its location where Edgewater curves into Cook St. in the City of Portage.

The name Ketchum may refer to an early resident, A.C. Ketchum.  Noted on a copy of the 1851 General Land Office plat (Appendix B, Map A), a Ketchum owned a large parcel of land east of Duck Lake and northwest of Ketchum's Point.  This parcel composed the southeast quarter of the northwest quarter of section 5, township 12 north, range 9 east.  Ketchum's Point lay on the north line of the northeast of the southeast quarter.  On this plat, a trail led from The Portage, through Ketchum's Point, in the direction of Ketchum's lands.  These lands were platted as Ketchum's Addition in 1855 (Wisconsin Commissioner of Public Lands 1851; Butterfield 1880: 603; Ligowski 1861; Columbia, County of 1849- [1855, sheet 103]).  In 1850, A.C. Ketchum and other directors received a charter for the Duck Creek Plank Road Company which was constructed from Portage south (Turner, A.J. 1903: 29).  Ketchum also served as an early judge in Columbia County, and he fought with Company D, Fourth Regiment formed at Kilbourn, Columbia County in June 1861.  He left the state prior to 1880 (Butterfield 1880: 594; Jones 1914: 171-72).

General Atkinson joined Whistler at The Portage several days after the surrender.  While in council with General Atkinson on September 8, the Ho-Chunk surrendered two additional prisoners.  The four Ho-Chunk were brought to Prairie du Chien by September 21, 1827 (U.S. Department of War 1827: 160).  They were initially to be hanged.  While Red Bird died during his imprisonment on February 16, 1828, prior to his long-awaited trial (Kinzie [1856] 1948: 199), Red Bird and the others were pardoned by President John Quincy Adams on November 3, 1828, in part because of the gravity of the Ho-Chunk grievances.  There was some general recognition the situation as Smith stated in 1854 (1854: 245): 

The settlements of the whites continued to increase in the Indian Country, and doubtless many outrages were committed by them on the persons and effects of the Indians, in order to hasten their voluntary departure from the country which they had ceded to the United States.  

Indeed, in returned for pardoning those involved in the uprising, the government pressed the Ho-Chunk to sign a treaty ceding their lands in southwest Wisconsin in 1829 (Lurie 1978: 697-98; 1980: 20).  The confrontation resulted in the re-garrisoning of Fort Crawford and the construction of Fort Winnebago at the east end of The Portage beginning in 1828.  The fort became apart of the frontier fortification system, protecting this vital link in the transportation network from similar confrontations (Powell 1978: 20-21).  This shifting of military forces represented a significant change within a short time period in the Secretary of War's frontier protection system.  He spread troops among frontier stations rather than concentrating them at several ports along the exterior line of the frontier.  With the construction of the temporary barracks at Fort Winnebago, the Ho-Chunk lost control of The Portage (Powell 1978: 19-21; Clough 1957 [1924]: 2-3, 9-12; McKenney [1867] 1904: 178-203; Turner, A.J. 1898: 69-70, 100-102; 1904: 114-22; Butterfield 1880: 340-42, 346; Lurie 1978: 697-98; McKenney and Hall 1934: 439).

Thus, Ketchum's Point is a landmark that gains significance because of its association with The Portage between the Fox and the Wisconsin.  A bluff above the adjacent lowland, Ketchum’s Point marked the fork in The Portage where the trail rose to high ground.  In September 1827 while The Portage was still an important connecting link in the trade route between the Great Lakes and the Mississippi and also near the villages of the Ho-Chunk, it became associated with the surrender of Red Bird.  The surrender ended the confrontation with the Ho-Chunk, becoming an event associated with the removal of the Ho-Chunk from Wisconsin as miners and soon settlers moved into southwest and southeast Wisconsin.


CHAPTER 2: THE FUR TRADE AND THE PROTECTION OF THE PORTAGE:
FORT WINNEBAGO
The Fur Trade at The Portage
The Portage gained significance as a link along one of several main routes in the fur trade, providing access to fur-bearing regions along the Wisconsin and Upper Mississippi and a route to eastern markets.  Existing nineteenth century maps illustrate The Portage crossing the 1.5 miles interval at approximately its narrowest width between the Fox and the Wisconsin (Appendix B, Map F).  Until 1850, the Portage forked with one leg ascending the hill to the northwest and the other going directly west to the Wisconsin (Appendix B, Map I) (Anonymous post-1849; Webster 1839; Turner, A.J. 1898a: 89; 1904: 89-90).  A corduroy road eventually improved travel across the marshy portage (Shaw 1888: 222).  Placed on the  National Register in 1973, the Wauona Trail or Bronson Avenue approximately follows the course of The Fox-Wisconsin Portage (Wisconsin HPD 1970-1993 [1973]).

The Interaction Between Cultures
Until the mid-twentieth century, the fur trade historically represented one of the first steps in the spread of western civilization into the Midwest frontier.  From this evolutionary perspective, the forces of progress were bringing productivity to transform the land by establishing farms and markets and eventually industrial communities.  Because this perspective relied on one of the first theses or analyses of American history that attempted to shift interpretation from significant individuals and piecemeal glimpses of the past to an emphasis on the development of a region based on the harnessing of its vast resources, the Turner thesis is a significant step in the understanding of historical development (Turner, F.J.1963 [1893]).
  However, since the 1950s, this interpretation of the fur trade, although significant historiography, has altered considerably (Gilman 1982: 1).  As Gilman states, the advance of settlement and agricultural development was, in fact, antithetical to the fur trade.  In a sense, the fur trade retarded settlement. However, settlement and its clearing brought the decline of the environment in which the fur-bearing animals thrived and displaced the Native American groups involved in the Upper Midwest fur trade.

The fur trade is currently examined, rather, from the perspective of the interaction between many cultures involved and the ways in which the exploitable natural resources were extracted within this framework.  This cultural interaction involves not only the economic impacts on its participants but the adjustment of both cultures within the framework of the fur trade.  Each culture in this interaction had established ways of dealing with those they considered to be outsiders.  For example, Native American groups tended to deal with outsiders through their political structure as a tribe or band and through the family institution.  Hence, the French discovered the importance of marrying a woman with the proper family to create needed trade linkages. Later, Americans found the most effective way to form agreements was through a treaty that recognized all the leaders of a group, indicating that a consensus had been reached, a significant aspect of Native American governance. The French learned the importance to the Native American of the exchange of goods not only to economic necessity but to the formation of political allegiances.  Also, because survival required cooperation within the Native American group, goods were not amassed but given to others. The gesture of giving, then, had different cultural meanings for the Native American than for the Euro-American.  Trade goods were of great importance in this inter-cultural interaction. For the most part, these generalizations apply to most fur trade situations through the different periods and locations of interaction  between the different Euro-American and Native American groups.  However, far from homogeneous, the methods of trade and the players involved changed through time and location.  Despite this complexity, some broad patterns exist that assist in understanding specific trade situations (Gilman 1982: 1-2).

The fur trade provided the milieu within which Europeans in Wisconsin first exploited its resources, formulated policies toward its native inhabitants, and adopted new life styles.  The Native Americans, in turn, began to adapt their traditional cultures to the presence of the Europeans.  Gilman has identified three phases of interaction between the two groups.  The timing and specifics of these phases varies across different regions.  The different phases appear to have transpired independent of the identity of the trading partners.  The interpretation below focuses on the St. Lawrence-Great Lakes-Upper Mississippi trading network and primarily Involves Algonkian groups.  The Iroquois-speaking Huron originally established the trade corridor by 1640.  The French and Ottawa, and after 1763 the British, followed this avenue of trade.  By the late eighteenth century, the British North West Company spread its trade network westward well beyond the Mississippi in the United States and Canada.  After the War of 1812, the trading network was split between the merged British North West Company and Hudson Bay Company north of and the American Fur Company south of the United States and Canadian border  (Gilman 1982: 2-5).

Phase 1: Native American Trade at Major European Settlements
During the first phase, approximately between the opening of the seventeenth century and the 1670s to the 1680, Europeans, primarily the French, engaged in trade in a passive fashion.  Native American groups in Wisconsin participated in the fur trade well before the appearance of the Europeans in Wisconsin.  While the French established themselves at a single location, in Montreal, Native American groups organized the method of trade, delivered the furs to this location, and possessed considerable control over the trade.  They traded as a band or tribe rather than on an individual basis.  In time, Native American groups tended to take one of two roles in the trade, either as those who hunted and provided the furs for trade or as those who performed transporting and bargaining with Europeans, acting as middlemen.  The Native American groups competed for hunting locations and for trade goods as well as for the opportunity to serve in the middleman status.  Through this method of trade, goods traveled far inland.  Well aware that goods often went through several groups before reaching their destination, the French eventually attempted to work around the middlemen, often at first unsuccessfully (Gilman 1982: 2; Lavender 1964: 2).

During the first phase of trade, the Huron and the Ottawa, who occupied the territory east of Wisconsin, served as middlemen between the French at Montreal and Wisconsin groups who provided the furs.  The struggle between the Ottawa, who were Algonkian, Huron, and other Iroquois groups to protect their positions as middlemen from competing groups to their west, particularly the Sioux, resulted in the movement of Native American groups west into Wisconsin in the 1640s and 1650s.  By the 1660s, the Ottawa and Huron, having been defeated by the Iroquois, reestablished themselves at Chequamegon Bay along Lake Superior.  Since these two groups continued their role as middlemen between the Wisconsin and other Native American groups of the upper Mississippi and the French at Montreal, Chequamegon Bay remained a major fur trade center in Wisconsin until 1670.  The Wisconsin groups sought those European goods and associated technologies which represented an improvement over weapons and tools already in use.  Thus, at this stage, the Native American adapted primarily the economic aspects of the European culture.  They shifted the emphasis in their economy toward hunting but did not abandon their other seasonal economic activities.  These groups expanded their territory, engaged in additional warfare to accomplish it, often formed progressively smaller living units, and gained greater mobility to secure the furs but did not initially alter the essential patterns of their culture.

Although likely preceded by and contemporaneous with an unknown number of independent French coureur de bois or illegal independent traders, several identified traders/explorers reached northern and northeast Wisconsin in the first half of the seventeenth century.  In 1615, Samuel de Champlain and Etienne Brule traveled as far west as Georgian Bay.  Between 1621 and 1623, Brule had reached the south shore of Lake Superior, engaging in trading with the Huron.  In search of a trade route to the Orient, Jean Nicolet reached as far west as Green Bay in 1634.  In 1656-1659, Pierre Esprit Radisson and Medart Chouart, Sieur des Groseilliers engaged in the fur trade with the Ottawa along Hudson’s Bay, returning to Montreal with considerable quantities of furs.  While the French government failed to invest in the potential trade presented by Radisson in 1656, the English founded the Hudson Bay Company of Adventurers in 1670 in response to their inquiries.  The Hudson Bay Company erected its posts at the mouths of rivers emptying into Hudson Bay (Appendix B, Map A-1).  The English thus ventured to the perimeter of Hudson Bay, going further inland than the French.  However, furs were still brought to their posts at this location by Native Americans (Wheeler 1985: 4-5). Although several French traders accompanied the Huron and Ottawa middlemen westward, the fur trade in Wisconsin remained in the hands of these two Native American groups who continued to transport the furs to the French in Montreal.  Missionaries including Father Claude Allouez also followed these early explorer/traders west in the 1660s.  Father Allouez established the St. Frances Xavier Mission in DePere in 1671.

The French achieved a temporary peace with the Iroquois by 1667, and the Sioux drove the Huron and Ottawa from their position as middlemen in 1671.  Without significant opposition, the French were soon able to fill the void.  In that year, Simon Francois Daumont de Saint Lusson arrived at Sault Ste. Marie to claim lands north, south, and west of lakes Huron and Superior for the French government (Appendix B, Map A-1) (Wyatt 1986 [vol. 1; Fur Trade]: 2/1; [Native American 11/2]; Thwaites 1902: 89-91, 143-151, 177-88; Kellogg 1968 [1925]: 194; Smith 1973: 25-32). 

Phase 2: Decentralization of the Fur Trade
During the second phase that began roughly in the 1680s in Wisconsin, European traders became more active in trading process.  Native American groups continued to hunt and process the pelts.  Increasingly traveling into Native American territory to exchange trade goods for furs, European traders began initiating more direct contacts with groups producing the furs rather than dealing with Native American middlemen and eventually managed the transportation of the furs. However, the middleman role was not relinquished immediately in the late seventeenth and early eighteenth centuries.  The Mesquakie attempted to assume this role from the Ottawa and Huron.  It was, in part, the attempt to eliminate the competitive position of Native American middlemen that caused conflict between them and the Europeans.  Those groups acting as middlemen lost their profitable position, while the European governments began to relinquish their control over the Native American groups to individual traders and partnerships.  Because of this rising number of contacts between the French and English with Native American groups rather than their middlemen, the trade thus became more decentralized.  The greater involvement of the individual trader with the tribe, for example by marriage and Native American ceremony such as gift exchange and the use of ceremonial metals, gained greater importance.  However, toward the end of the period, partnerships and small companies began to dominate the trade in a single area.  Despite the increasing European presence associated with trade, these nations were not actively seeking to settlement the region.  Settlement tended to destroy the needed animal habitats and types of interactions required for the fur trade (Gilman 1982: 2-3; Nute 1931: 60; Grignon 1904 [1857]: 204).

The trip of Jacques Marquette and Louis Joliet would open a new era in the fur trade as the French government strove to understand the parameters of the fur trade.  The French government commissioned Joliet to determine whether the Mississippi provided a trade route to the Pacific.  Joliet and Marquette traveled what would become one of the main routes to the Upper Mississippi, through the Great Lakes, up the Fox or “Hunting” River, over The Portage, and along the Wisconsin River to the Mississippi (Appendix B, Map A-2).  On May 17, 1673, Marquette and Joliet left St. Ignace mission established in 1672 near old fort of Michilimackinac, initially erected about 1671 at the west end of Lake Huron.  Its site was placed on a peninsula about three leagues or nine miles from its later location established on an island in 1763 (Appendix B, Maps A-1,  A-2) (Schoolcraft 1820:115-16).  Their Miami guides led them across The Portage on June 14, 1673, and they entered the Mississippi on June 17.  Marquette and Joliet reached the mouth of the Arkansas before returning north in July by way of the Illinois, Des Plaines, and Chicago rivers to Lake Michigan.  The Wau-Bun Chapter of the DAR recognized the significance of the trip by placing a granite marker at the west end of Wauona Trail that approximately traverses The Portage near the Wisconsin River in 1905.  The State Historical Society of Wisconsin placed its marker at the east end on STH 33.  This route become one of several used to move goods and furs from the Great Lakes to  the Upper Mississippi Valley.  The route along the Illinois River through the site of Chicago tended to be utilized for access with St. Louis and the Central Mississippi Valley and Missouri River system.  The third route traveled north through Lake Superior (Milwaukee Sentinel 10/22/1905; Wyatt 1986 [vol. 1; Fur Trade]: 1/1, 2/2; Lavender 1964: 8).

During the 1680s, French traders gradually began to establish posts at key trading locations, for example at a portage or river mouth or along an important lake, often adjacent to a Native American village (Turner 1889: 66; Wheeler 1985: 5).  Traders explored waterways primarily to locate available trade routes, remaining alert to possible opportunities in which they might engage the Native American groups in the fur trade.  Sent by La Salle to explore the Upper Mississippi, Father Louis Hennepin, a Jesuit missionary, crossed The Portage with his party in 1679.  Daniel Greysolon de Du Luth later recovered him from the Sioux.  Rene-Robert Cavelier de La Salle first traveled the waterway and crossed the Portage to contact and establish trade relations with the Sioux in 1683.  Striving to establish a monopoly over the French fur trade, he erected a series of posts one of which may have been at the mouth of the Wisconsin River near the future site of Prairie du Chien.  In 1685, Nicolas Perrot traversed the Fox-Wisconsin Waterway and the intervening portage to establish a fur trading post at Lake Pepin in Sioux territory.  He was transporting his furs across The Portage as were other Frenchmen whom he encountered in 1690-1691.  These individuals constituted some of the better-known traders and missionaries crossing The Portage in the late 1600s, but there were certainly many others after 1673 (Gilman 1974: 3-5; Thwaites 1902: 89-91, 143-151, 177-88; Kellogg 1968 [1925]: 194; Smith 1973: 25-32; Nesbit 1973: 25; Wyatt 1986 [vol. 1; Fur Trade]: 2/2).

The fur trade system in Wisconsin remained in transition in the 1670s and 1680s as the French assumed the role of the Native American middlemen, bringing the trade goods to Wisconsin and removing the furs to Montreal.  Because its northern location reduced spoilage, the Fox-Wisconsin Waterway became a favored route, especially after the 1740s.  The Mesquakie, Sauk, and Potawatomi resisted their loss of the middleman position and attempted to block French passage through Wisconsin by the 1690s.  The Mesquakie demanded payment of a tribute for passage along the Fox River (Grignon 1904 [1857]: 204).  The French engaged the Sauk and Mesquakie in a series of wars until their defeat in 1746.  Although the French remained at Green Bay, this interference lead to the abandonment of French posts south and west of the Great Lakes in the 1690 to 1740s period.  The French shifted their trade into northern Wisconsin and Canada.  It was not until after these wars that the French finally gained complete control of the Wisconsin trade.  By that date, the French initiated the trading system which they had previously developed outside the Great Lakes and Mississippi River Valley (Wyatt 1986 [vol. 1; Fur Trade]: 2/2-3; Turner, F.J. 1889: 69-72; Grignon 1904 [1857]: 200).

Because of the great distances from Montreal and its dispersed nature, the fur trade remained difficult to regulate. The French government attempted to establish a licensing system in 1681.  It required that each merchant or bourgeois financed by credit from a trading company obtain one of a limited number of  licenses from the government at Montreal or Quebec for trade in a specified region.  Under this system, the merchant sold his beaver pelts at a fixed price to a designated buyer at Montreal.  Later, the merchant and his company would engage more directly in marketing the furs.  The merchant required capital to purchase supplies and trade goods, employ individuals to obtain, pack, and transport them to and from the interior, and ship furs to markets. The trade goods ranged from utilitarian goods such as metal cookware, steel traps, fire arms, blankets, and clothing, to decorative items such as silver ornaments, glass beads, and vermillion, and to alcohol, later an illegal commodity.  Furs included beaver, the primary pelt, martin, fox, lynx, bear, otter, wolf, muskrat, deer, raccoon, and badger pelts.  Because of the length of time between purchasing supplies and trade goods and selling the furs, the merchant carried credit for one season’s harvest over as many as three or four years. 

There appears to be three levels of posts in the second and third phases: a major or regional post; a series of sub-posts tributary to it; and temporary wintering or jackknife posts reporting to the sub-post and occupied for one or two seasons.  Both the major posts and sub-posts were usually stockaded.  The major post, for example, Michilimackinac (Appendix B, Map A-2) erected by the English after 1763, included a stockaded garrison with bastions, houses/offices belonging to merchants, barracks for the British military, a French Catholic Church, and warehouses to sort and store goods and furs for transport as well as other major buildings.  The post at Michilimackinac served the upper and middle Mississippi River, the Wabash and Illinois river posts, and the area surrounding Lake Superior into the nineteenth century.  The typical sub-post contained storage buildings as well as a shop often for a blacksmith, clerk’s house, and quarters for employees.  Although some Native Americans were present at the major trading posts including Michilimackinac, trade with Native American groups occurred at the sub-post and wintering post.  Traders also periodically left these posts to collect furs from  more distant groups  (Nute 1931: 60, 77, 87; Wheeler 1985: 40-42; Wyatt 1986 [vol. 1; Fur Trade]: 1/1; Lavender 1964: 10-12; Turner, F.J. 1889: 67, 91; Rogers 1966 [1765]: 163, 253-57; Carver 1766-67: 34; Pond 1908 [1773-73]: 327; Hubbard 1911 [1888]: 25; Thwaites 1911: 212; Schoolcraft 1821: 121-22).

In charge of one or more sub-posts, the merchant’s trader directed operations in the field.  He oversaw the activities of his engages or voyageurs who transported the goods and furs.  One group of voyageurs carried trade goods to major interior posts and returned the furs to Montreal in canoe brigades.  The hivervant transported trade goods and furs between the major post and sub-posts and to the wintering posts, often remaining for a season near the Native American groups. Clerks, training to step into the position of the trader, usually supervised the voyageurs.  Travel was by the 32 to 36 foot-long “Montreal” canoe along large rivers such as the St. Lawrence and on the Great Lake between Montreal and the major posts, and by the “North” Canoe, about 25 feet long, along the smaller rivers and lakes.  The bateau, a light, flat bottom boat about 32 feet long and 6.5 to 15 feet wide and constructed with planks with flaring sides, was also used.  They could be manned by five voyageurs and the clerk.   Hubbard noted their use during the fur trade in the early 1800s.  Goods were made into 90-pound packs at Montreal, and the voyageur carried two packs at a time over the portages (Nute 1931: 5-13, 24-25, 38, 60; Wheeler 1985: 18-23, 31, 45; Grignon 1904 [1857]: 198; Lavender 1964: 54-55; Lockwood 1856: 110-11; Turner, F.J. 1889: 88; Wheeler 1985: 20-21, 31; Hubbard 1911 [1888]: 24).

Along the Fox-Wisconsin corridor, Native American groups including the Fox, Sauk, Menominee, Potawatomi, and Ho-Chunk now interacted with the trader, the representative of the merchant.  The French established the major trading post for the Upper Mississippi region at Michilimackinac in about 1671.  Trade goods and supplies were stored in its warehouses brought from Montreal in the spring.  Traders from sub-posts including those at Green Bay, Prairie du Chien, and Milwaukee and the associated wintering posts brought their furs and other goods to Michilimackinac in the late spring and early summer.  Here, these furs were sorted, graded, counted, priced, and shipped to Montreal.  Traders bargained with merchant’s agent to reach a fair price for the furs. This period in the early summer, as goods came from Montreal and traders and voyageurs brought their furs to the post and received supplies and trade goods for the coming year, became a period of intense activity.  Traders and their voyageurs lingered at the post.  This period, known as the rendezvous, included such activities as visiting, competitions, singing, dancing, and consumption of alcohol before the return to the interior. The rendezvous in the Great Lakes involved few Native Americans.  Prairie du Chien also became the site of a rendezvous
 in 1700s.  By late summer and early fall, the trader made the trip back to his trading area.  At the start of each fall season, the trader supplied Native American groups with needed supplies on credit against pelts to be procured over the fall and winter months.  Under this system, the Native American accumulated increasing debt to the trader (Lavender 1964: 6-9, 22-25, 27, 68, 287; Schoolcraft 1820: 114-15; Turner, F.J. 1889: 77-79, 88-90; Baird 1909 [1882]: 319; Carver 1766-67: 34; Rogers 1914 [ca. 1766]: 117).

The volume of the fur trade intensified after the British gained control of the Mississippi Valley.  The trading patterns established by the French generally continued under British rule beginning after the fall of Quebec, which effectively closed the French and Indian War in 1759.  The formal Treaty of Paris followed in 1763. These patterns included the decentralized trading system using Montreal as the main port and base of operation for fur merchants.  Three major trading posts included Michilimackinac, Detroit, and the Grand Portage in Canada.  The English arrived at Michilimackinac in 1761, and it continued to funnel goods and furs into the Great Lakes and Upper Mississippi Valley region.  The major posts continued to serve as supply, fur processing, and warehousing depots for the region.  Many of the same sub-posts including Green Bay and Prairie du Chien remained as bases from which the traders operated.  London now became the primary destination for the furs and a main source of trade goods.  Scotch and English investors replaced most of the French merchants, many of whom relocated to St. Louis and New Orleans.  French voyageurs as well as some independent French traders, some of whom gave allegiance to England, continued to work in the region under English and Scotch merchants (Rogers 1966 [1765]: 162-63; 1914 [ca. 1766]: 117; Lavender 1964: 9-10, 54-58; Nute 1931: 7; Wyatt 1986 [vol. 1; Fur Trade]: 2/3, 3/1; Pond 1908 [1773-75: 326-28; Phillips 1961: 5-6; Wheeler 1985: 6).

While the Canadian Hudson Bay Company, founded in 1670, remained, merchants generally did not form companies of significant size until after the Revolution. The formation of large fur trading companies later became a significant change in the conduct of the fur trade that had its beginnings after the establishment of British control over the fur trade.  In 1775, Peter Pond, the Frobisher Brothers, and Alexander Henry, who traded in Wisconsin and the Upper Mississippi Valley, met at Beaver Lake in Canada and agreed to pool their interests.  The pooling of resources reduced the expense of shipping supplies and furs  increasingly longer distances as traders pushed further west.   Incorporated in 1784 with its headquarters at Grand Portage on Lake Superior then in Canada, the North West Fur Company grew from this agreement.  Montreal merchants had also begun to fix the prices of furs by the last third of the  eighteenth century.   Prior to the 1780, however, most attempts to form a company among the merchants outside of Hudson’s Bay floundered (Turner, F.J. 1889: 76-77; Pond 1773-75: 314-15; Mackenzie 1927 [1801]: 17, 25-27; Phillips 1961: 6; Wheeler 1985: 7).

Most of the Algonkian tribes in Wisconsin had allied with the French against the British and Iroquois groups during the French and Indian Wars.  As a consequence, the British met considerable resistence from these groups when attempting to take over the fur trade after the war in the early 1760s.   In 1763, Pontiac, an Ottawa, formed a confederation of Algonkian tribes.  Pontiac’s Rebellion attempted to resist settlement of western lands. The British Crown established thirteen posts to protect the frontier including Green Bay and Michilimackinac in 1763.  In the same year, these associated groups destroyed the post and settlement at Michilimackinac, and the post at Green Bay was abandoned.  The English then relocated Michilimackinac to a nearby island.  Although Wisconsin Native Americans were involved, confrontations during this period occurred to east and not within the boundaries of Wisconsin (Wyatt 1986 [vol. 1; Fur Trade]: 3/1; Lavender 1964: 9-10; Gorrell 1903 [1761]: 25; Mackenzie 1927 [1801]: 15; Baird, H. 1856: 77).

Located at either end of the Fox-Wisconsin Waterway, both Green Bay and Prairie du Chien became important sub-posts in the Wisconsin trade, operating through Michilimackinac.  Augustin with his son Charles De Langlade settled at Green Bay about 1745.  He appears to have engaged in the fur trade by the early 1760s.  When the British gained control in 1761, De Langlade took the oath of allegiance from the British.  The English quickly established the garrisoned post at Green Bay that was abandoned during Pontiac’s uprising.  By 1785, the small settlement include approximately seven families including the Grignons and Roys and, by 1790, Jacques Porlier and John Lawe who were also engaged in the fur trade.  The French may have established a stockaded trading post at Prairie du Chien as early as 1737.  However, more permanent, significant settlement and an associated military fort would not be established until after the Revolution.  In 1781, three Canadian traders established themselves at Prairie du Chien, conducting an annual rendezvous to supply traders.  The event also attract Native Americans.  The French Canadian village then contained thirty to forty houses.  The French traders continued to winter at interior settlements such as Green Bay and Prairie du Chien (Grignon 1904 [1857]: 201-202, 223, 241-42, 250; Lockwood 1856: 114-15; Turner, F.J. 1889: 74; Lavender 1964: 8, 29-30; Schoolcraft 1820: 116-17; Boilvin 1811: 249-50; Cruikshank 1892: 135).

Semi-permanent settlement at The Portage appears to have remained very limited until the 1790s.  A deserter from a French garrison in Illinois, Pinneshon, became the first identified settler at The Portage by 1766.  Jonathan Carver noted the presence of the Frenchman as he crossed The Portage in that year.  Although it is certainly possible, there is no evidence that he operated as a small trader.  He engaged in the transport business, moving at least goods if not vessels such as canoes and bateau across The Portage.  Pinneshon erected a dwelling midway between the Fox and the Wisconsin.  It is possible that temporary wintering posts were established at The Portage in the period prior to 1790 (Turner, F.J. 1889: 97; Carver 1766-67). However, The Portage’s primary importance in the fur trade at this date was its geographical location along a main waterway that moved of supplies and furs across Wisconsin.

In 1774, the Great Lakes and Ohio Valley regions were placed in the Province of Quebec and governed from Montreal.  With the onset of the Revolution, the hostilities between Native American groups supporting the British and the Americans tended to turn traders away from the Upper Mississippi Valley to its northwest until after 1783 (Nesbit 1973: 34, 42-45).

Phase 3: Domination of the Fur Trade by the Fur Companies: 1783-1840s
During the third phase of the fur trade, the organization of the fur trade shifted from dominance by independent traders or limited partnerships, with the exception of the Hudson’s Bay Company, to the eventual dominance of fur trade companies.  Reflecting the rising tendency of the United States to tap its natural resources as the basis of its fledgling industries, this third phase of the fur trade along the Fox-Wisconsin Waterway is characterized by gradually increasing, more permanent Euro-American settlement to utilize these resources.  These entrepreneurs also sought additional investments in such resources as timber and minerals and engaged in land speculation and general merchandising to miners, fur traders, and early settlers in addition to harvesting furs.   The large fur companies influenced the political decisions of government.  With such investments at stake, the  national government became more involved in protecting and regulating settlement of the territory.  An increasing number of treaties with Native American groups reflected the growing recognition of the land’s potential value.  At the beginning of the nineteenth century, the government increased its efforts to define the boundaries of settlement to safeguard settlers’ access to these interests.  The land’s rising value led to conflict with Native American groups, their displacement as boundaries of the territory were redefined, and ultimately the end of the fur trade in the region.  By the end of the War of 1812, the Hudson’s Bay Company and the North West Company, which merged during the period, and the American Fur Company, controlled the fur trade north and south of the international boundary respectively. These fur companies maintained control not only over Native American trading partners but over their own partners by providing needed goods.  Both trader and Native American survived with a very limited means.  Advanced needed supplies to complete the next winter’s hunt, the Native American was always in-debt to the trader.  Likewise, the small trader often barely managed to procure sufficient furs to cover expenses incurred in the purchase and transportation of supplies from the company.  The trader sometimes had other income sources such as general merchandising or exploitation of other resource; the Native American had only his land.

While the organization of the fur trade in the Great Lakes and Upper Mississippi region eventually altered from independent trade and partnerships to company ownership, the method of trade at the local level including the contact between participants and movement of goods underwent limited, gradual change. At the beginning of the period, Montreal remained the location of the Canadian merchants and a major source of goods.  New York City later rivaled its lead.  Michilimackinac retained its role as a major or regional trading center from which traders took their packs of supplies and trade goods and to which they brought furs.    Traders continued to operate temporary wintering posts as well as sub-posts.  The roles in the fur trade continued to be fulfilled by trader, clerk, voyageur, and Native American hunter.  Euro-American hunters typically did not replace Native Americans in this region as in the Far West.  With declining Native American interference, the Green Bay and Prairie du Chien sub-posts appear to have taken on greater roles in the transfer of goods and become the location of several independent traders and representatives of major fur companies.  Traders continued to hold a rendezvous at Prairie du Chien.  The two main routes between Michilimackinac and the Upper Mississippi remained the route through Chicago and the Fox-Wisconsin Waterway.  The second, shorter route was preferred. Transportation was still by the canoe measuring as much as forty feet in length, the bateau, and, by 1800, the Durham boat (Gilman 1982: 2-3; Anderson 1909 [1882]137-59; Cruikshank 1892: 134-35).

Although the Revolution closed with the Treaty of Paris in 1783, the British traders retained control of the fur trade from their Canadian posts until the end of the War of 1812.  The Jay Treaty of 1796 stipulated that the British withdraw from the territory in the Great Lakes region and evacuate posts occupied in American territory. Under the Jay Treaty, the United States gained control from the British of several trading posts within the national boundaries including Michilimackinac.  However, it allowed both nations to engage in trade with Native Americans on either side of the boundary.  The treaty permitted the British to use the Fox-Wisconsin Waterway.  It also recognized French traders within American borders as citizens and guaranteed title to their property if proof of ownership was provided.  Thus, the chain of title to lands known as the Grignon Tract from John B. L’Ecuyer to Augustin Grignon was confirmed as late as 1832.  Containing 648.82 acres, the property spanned The Portage between the Wisconsin and Fox (Wyatt 1986 [vol. 1, Fur Trade]: 3-2; Turner, A.J. 1904: 67-68) (Appendix B, Maps A and I).

After 1783, British traders strove to reduce competition between the growing number of traders by changing the structure of the fur trade organization by associating in companies.  The North West Company, formed in 1784 from an earlier, less formal partnership, dominated the trade along the Great Lakes region including Lake Michigan and Superior posts.  Its merchants and traders who oversaw the operation in the field held shares in the company.  They imported the needed goods from England; stored them in Montreal; made them into ninety pound packs; forwarded them to trading posts; received furs in Montreal; and packed and shipped them primarily to London.  The merchants maintained sufficient capitol to support this major investment that required about 42 months between ordering of trade goods to sale of furs.  It divided its trade territory between its traders.  Traders such as Robert Dickason (or Dickson) at Prairie du Chien and Jacques Vieau at Milwaukee by 1795 and 1780 respectively were associated with the company.  Located in the United States by the 1783 treaty, the company’s headquarters at Grand Portage was moved into Canada in 1803.  The North West Company continued to gather furs south of the Canadian border, most actively in Wisconsin and Minnesota.  The Hudson Bay, which had historically focused on trade through its posts along Hudson’s Bay, and North West companies engaged in heavy competition within Canada, merging in 1821.   Founded about 1798, the X-Y Company briefly threatened the dominance of the North West Company until they merged in 1806 (Wheeler 1985: 6-8; Phillips 1961: 4, 12, 99, 110-11; Mackenzie 1928 [1801]: 27-31; Wyatt 1986 [vol. 1, Fur Trade]: 3/2-3; Vieau 1888: 218; Cruikshank 1892: 134; Nute 1931: 9; Turner, F.J. 1889: 76-77, 88; Lavender 1964: 47).

In 1805, several Canadian traders, including independent traders at Green Bay and Prairie du Chien, formed Robert Dickason and Company.  The company attempted to limit the ruinous competition among the traders by expanding their trading areas to the northwest and assigning specific areas to each trader.  After this company's failure in 1807, the same group of Montreal merchants who controlled the North West Company absorbed the former company into their newly formed Michilimackinac Company to control the trade south of the Canadian border.  In 1811, Astor purchased half interest in the Michilimackinac Company to maintain trade south of the border as the South West Company.  The Southwest Company was dissolved as a separate entity and absorbed into the American Fur Company in 1817 (Wyatt 1986 [vol. 1, Fur Trade]: 3/2; Lavender 1964: 47, 92, 111, 148-49, 252; Phillips 1961: 131, 168, 348; Schoolcraft 1821: 122; Turner, F.J. 1889: 83).

During the period between the Revolution and the War of 1812, the French-Canadian traders operating along the Upper Mississippi, some of whom were based at Prairie du Chien and Green Bay, lost their trading advantage derived from their proximity to the source of the furs to the less expensive British trade goods.  To continue operating as independent traders or short-term partners, some shifted their trade territory to the west.  During the late 1700s and early 1800s, an increasing number of furs came from the Missouri River Basin, and these traders utilized the middle Mississippi and Missouri river corridors.  St. Louis, established in the 1760s, served as the trading center for this area (Lavender 1964: 43, 46-47, 58; Wyatt 1986 [vol. 1, Fur Trade]: 3/2).

Immediately after the Revolution, the Americans carried on a very limited trade.  American fur traders were fewer in number than their European counterparts, were not formally organized into companies, often lacked capital, and found a limited market for furs in the United States. Navigation laws and tariffs closed British markets to Americans, and Dutch and French furriers bought their furs within the British market. Because trade goods were manufactured in the United States in small quantities, they were comparatively expensive.  They were also perceived as being inferior to British goods.  In the 1790s, fur prices fluctuated because of the wars in Europe.  Traders independent of such companies as the North West Fur Company at the end of the century and through the War of 1812 included Daniel Whitney, Charles de Langlade, Pierre Grignon, Jacques Porlier, and John Lawe at Green Bay; Augustin Grignon near Kaukauna; and Joseph LeRoy, Joseph Roberts, and John Campbell at Prairie du Chien.  These traders or their representatives periodically traded in the vicinity of  Portage (Wheeler 1985: 7-8; Phillips 1961: 12, 99-100, 130; Lockwood 1856: 104-107; Anderson 1909 [1882]: 145; Grignon 1904 [1857]: 250-51).

Under the Articles of Confederation as well as the Constitution, the new federal government possessed control over foreign affairs including relations with Native American nations.  In 1796, the government attempted to regulate the trade through a dual system of government fur trade factories and the licensing of private traders.  However, the regulations governing the licensing system were poorly enforced.  The government created two regions divided east-west by the Ohio River to administrate relationships with Native Americans.  The Superintendents of Indian Affairs for these regions, who reported directly to the Secretary of War, licensed traders who were required to be American citizens.  However, Canadian traders continued to operate outside this system.  In 1796, Congress established the government fur trading houses or factories at military posts created to protect the edges of settlement.  Operated by an appointed agent, the factories provided supplies to Native Americans.  Their presence was intended to assist in the maintenance of order along this boundary.  But, their trade capability was hampered by the agent’s inability to extend credit to the Native American, the basis that sustained the trade. The trading houses were not established in the Great Lakes region until the early 1800s.  The settlement at Chicago included a factory by 1805, and one was established at Michilimackinac in 1806-1808.  Competition with private traders and the absence of credit, gifts, and alcohol doomed the government factory system, which closed in 1822 (Phillips 1961: 67-69, 74-80, 130; Whittlesay 1903 [1832]: 66).

By the 1780s, The Portage began to serve as an established gathering place for traders and Native Americans as well as a link along a major thoroughfare between two the sub-posts at Green Bay and Prairie du Chien.  Although not entirely reduced, the threat of Native American reprisal along the waterway that had existed periodically in the past had considerably diminished.  Initially, most of their stays were short, perhaps several winters.  At least the temporary presence of a someone engaged in transport at The Portage, Pinneshon, was noted in 1766.  More than twenty year later, in 1787, Joseph Ainse described his arrival at Green Bay, his ascent of the Fox, and the meeting and gift exchange with the Puant or Ho-Chunk at The Portage. Thus, The Portage may have served as a meeting place to interact with area Ho-Chunk.   Primarily Green Bay traders or their representatives began temporary settlement at the Portage with increasing frequency by the 1790s.  Some operated a transport business.  In 1792-1793, James Porlier and Charles Reaume traded and transported goods for a short period.  Laurent Barth obtained permission from the Ho-Chunk to transport goods across The Portage in 1793. At that time, De Kaury of the Ho-Chunk had settled on the Wisconsin two miles north of The Portage.  Barth and subsequent operators hauled the goods and later canoes or Durham boats over the Portage on carts.  Engaging in the fur trade as an independent trader and selling his furs at Michilimackinac, Barth also established a small trading post.  He first constructed a cabin at the west end of the Portage on the lowlands of The Portage and removed to higher ground in 1794.  Barth appears to have resided at The Portage during much of the year.  In 1798, Jean Lecuyer (L’Ecuyer) established a similar business, placing himself at the east end of the Portage.  John Campbell purchased Barth's business rights in 1803, and Barth departed. Campbell and Lecuyer died in 1808 and 1810 respectively.  After 1810, Laurent Filey, and in 1812, Joseph LeRoy, his son-in-law, continued the transport business of Lecuyer.  Both maintained a store of goods and traded with the Ho-Chunk.

Some traders operated at The Portage without involvement in the transportation of goods. In 1797 and 1798, Jacques Vieux, who is usually associated with Milwaukee, wintered and traded at The Portage, perhaps as a trader for a fur company.  During the 1780s, he had worked in the employ of the North West Company, but his fur-trade affiliations while at The Portage are not clear.  In 1801-1803, Augustin Grignon, a noted Green Bay trader, also wintered at The Portage.  Members of the family including Augustin, Perrish, Lavoin, and Louis Grignon either stopped or wintered at The Portage until 1823.  The family acted as an independent trading concern, periodically combining with other traders such as John Lawe at Green Bay.  These traders presumably provided the local Ho-Chunk with supplies and collected their furs for transport to Michilimackinac (Gilman 1974: 6-11; Kellogg 1968 [1925]: 307; 1935: 17, 94-96; Clough 1957 [1924]; Jones 1914 [1]: 40; WPA 1938: 25-26; Thwaites 1882: 148-50; 1906: 10-15, 22-25, 135-39, 323; 1908a: 280-282, 333-34; 1911: 132-33; De La Ronde 1908 [1876]: 347; Vieau 1888: 218-23; Turner, F.J. 1893: 73; Turner, A.J. 1904: 45, 68; Nesbit 1973: 58-60; Grignon 1904 [1857]: 285-90; Smith 1973: 49, 76-81).

The United States entered the War of 1812 in part to gain control over its western frontier including the fur trade and relations with Native American groups.  The Non-Intercourse Act of 1812-1813 barred British ships from American ports, ending trade with England.  This and similar acts severely limited the activities of the American fur traders.  The British captured posts along Wisconsin’s frontier, but did not directly involved The Portage.  In 1814, the British seized key trading points including Detroit and Michilimackinac.  In the same year, British commander Colonel McKay secured posts at Green Bay, occupied Prairie du Chien, and engaged American troops along the Mississippi as far south as Rock Island.  Just before the engagement, American troops had arrived at Prairie du Chien to revitalize an existing garrison.  The United States recaptured Michilimackinac in July 1814.  The war ended in December 1814, and the Treaty of Ghent was signed in February 1815.  In 1816, the American government established garrisons to protect key trading points including Fort Howard at Green Bay and Fort Crawford at Prairie du Chien (Lavender 1964: 109, 126-28, 148-49, 197, 203, 223; Wyatt 1986 [vol. 1, Fur Trade]: 3/3; Grignon 1904 [1857]: 281; Smith 1854: 243-44; Phillips 1961: 82, 133, 306; Turner, F.J. 1889: 84).

Following  the War of 1812, Americans gained control of the final years of the fur trade through the domination of large companies.  To establish such control and regulate interaction with Native American groups, a new 1816 law reminiscent of the 1896 regulation excluded foreigners from trade with Native Americans within the borders of the United States.  It required the licensing of merchants and traders.  The laws forced Wisconsin traders, a majority of whom had supported the British, to gain American citizenship or act as agents for a merchant  under the direction of a licensed American clerk.  Foreign traders often conducted their trade through the American Fur Company.  Congress also passed the 1816 tariff to bar the exploitation of American furs by Canadian fur merchants.  The government continued to engage in the fur trade with Native American through its factories system and associated Indian agent under the Department of War.  The Wisconsin factories were at Green Bay, Prairie du Chien, and Fond du Lac.  The factory system ended in 1822 before the placement of the first agent, John Kinzie, at The Portage in 1829, coincident with the construction of Fort Winnebago in 1828.  Because they were not required to make a profit, the factory provided limited competition with fur merchants.  After the factories closed, the federal government attempted to maintain tighter control over trade with Native Americans by designating trade areas administrated by its Indian agents (Wyatt 1986 [vol. 1, Fur Trade]: 4/1; Lavender 1964: 230, 232-33, 245, 266, 278-79, 352; Phillips 1961: 82; Turner, F.J. 1889: 84-85).

Although John Jacob Astor dominated the Wisconsin fur trade after the War of 1812, Canadian merchants and independent merchants at such locations as Green Bay and Prairie du Chien also continued to provide significant competition.  Immigrating from Germany in 1784, Astor became an established fur merchant by 1788 and America’s leading fur merchant by the early 1800s.  He incorporated the American Fur Company in the State of New York in 1808-1809.  Astor established his company when the fur trade conducted by Americans was just developing ,and European markets for furs were limited because of European wars on the Continent.  He sold some of his goods to China in this period.  The 1816 laws forced foreign traders to work within the framework of the American Fur Company.  The American Fur Company restructured part of the fur trading system to eliminate competition between its traders.  Traders were assigned to specific regions as well as Native American groups.  Astor operated by either hiring agents to manage the trade in each region or contracting with independent traders who dealt only through the American Fur Company.  Because the distances made transportation expensive, many small traders were forced to purchase furs and stored them for sale to and shipment by the American Fur Company.  Astor gained a significant portion of his income by providing goods to his partners through J.J. Astor and Company.  The agent or trader worked on commission, fronting  a high percentage of the payment for goods and their transportation.  They sold their furs to the company at its prices. Traders advanced goods for the season’s hunt to Native Americans and received payment in furs the following spring.   By operating in this fashion, Astor absorbed many of his competitors.  As the fur harvest waned, Astor profited while his agents accumulated debts to him and many eventually failed.  He also safeguarded his growing monopoly through his influence with the United States Congress.  For example, he played a role in persuading the Congress to end the factory system (Turner, F.J. 1889: 83, 91-92; Wyatt 1986 [vol. 1, Fur Trade]: 4/1-2; Nesbit 1973: 66-69; Lavender 1964: 109, 229, 234, 253, 267, 334, 337; Phillips 1961: 115-18, 120-21, 126, 132-33, 138, 168, 361, 367; Lockwood 1856: 110; Hubbard 1911 [1888]: 23-24).

At other levels of organization, the general pattern of trade prevailing in the region during eighteenth century continued into the nineteenth century.  Traders dealt with Native Americans from the sub-posts and wintering posts, often sending  voyageurs to collect furs and sell goods.  As late as 1836, traders emphasized such furs as deer and muskrat and bear, raccoon, otter, marten, lynxes, fox, wolf, badger, and skunk in addition to beaver.  Many earlier trading locations were reestablished.  Under the leadership of Ramsey Crooks of the American Fur Company, Michilimackinac remained a center for outfitting traders during the summer rendezvous as well as the location for  processing and shipping furs east.  Although some furs were shipped south along the Mississippi, traders continued to ship them along the northern route across the Fox-Wisconsin Waterway to warehouses at Michilimackinac where they were sorted, counted, packed, and pressed for shipment onto New York to prevent spoilage.  The American Fur Company maintained warehouses and craft shops at this location.  While the port at Buffalo on Lake Erie gained importance for the transfer of furs and supplies, New York became a center of the fur trade as Astor expanded his operations.  Steamboats rather than canoes carried goods and furs along the Great Lakes to and from Michilimackinac by 1819.  With the introduction of the steamboat Virginia on the Mississippi by the 1823, some trade goods came up the Mississippi rather than across the Fox-Wisconsin Waterway.   However, canoes and the Durham boat, which may have replaced the bateau after 1816, continued to carry goods and furs along connecting rivers.  Measuring 45 to 60 feet in length and 10 to 12 feet wide, the Durham boat was larger than the bateau that reached 32 feet in length.  The Durham boat operated in relatively shallow water, drawing 18 to 20 inches of water, and carried 25 to 30 tons of cargo (Gilman 1974: 11-18; Wyatt 1986 [vol. 1, Fur Trade]: 4/1; Lavender 1964: 234, 245, 250-51, 255, 285-87, 293; Hubbard 1911 [1888]: 16, 20; Phillips 1961: 361, 368, 372; Turner, F.J. 1889: 84, 88-91; 139; Merrell 1908 [1876]:370; Baird, H. 1856: 107-08).

When Astor retired from the fur trade in 1834, the company underwent reorganization under the leadership of Ramsey Crooks, Hercules Dousman, Henry Sibley, and Joseph Rolette.   Rolette and Dousman had been employed by the company in Prairie du Chien since about 1818.  Crooks moved the headquarters of the company from Michilimackinac to La Pointe, Wisconsin.  Following the pattern of other fur companies of the period, Crooks diversified it enterprises, including fishing and ship building.  Fur companies might also engaged in such industries as lumbering, general merchandising, the railroad, steamboat lines, and land speculation.  In 1842, the American Fur Company failed.  The control of the fur trade then shifted to the Chouteau Company at St. Louis, which primarily operated along the upper Missouri.  As settlement expanded from the lead mining centers in southwest Wisconsin and adjacent states, Native American populations were removed to reservations.  While some groups remained on reservations in the state or returned to the state, most were placed west of the Mississippi.  In the 1830s, silk began to replace beaver in the manufacture of top hats, and the demand for and price of pelts began to decline.  The market for other kinds of furs continued to hold into the 1840s, but the fur trade waned rapidly in that decade  (Nesbit 1973: 66-69, 86-87; Wyatt 1986 [vol. 1, Fur Trade]: 4/2; Lavender 1964: 346, 412, 418; Fonda 1907 [1867]: 235; Hubbard 1911 [1888]: 15; Phillips 1961: 428; McKenney 1907 [1867]: 198; Wheeler 1985: 8; Turner, F.J. 1889: 94).

The fur trade resumed along the Fox-Wisconsin Waterway after the War of 1812 (Turner, F.J. 1889: 97).  The American Fur Company continued to ship supplies and furs through Green Bay to the Mississippi River and Prairie du Chien became a major warehousing and distribution point for supplies.  Agents for the American Fur Company, Hercules Dousman and Rolette maintained a thriving trade at Prairie du Chien. Traders in Green Bay controlled much of the trade with the Menominee and some of the Ho-Chunk.  John Lawe, a trader associated with the American Fur Company, and Augustin Grignon, who located at a sub-post twenty miles upriver near Kaukauna, dealt with the Menominee.  The Grignons also traded among the Ho-Chunk from sub-posts or wintering posts along the Wisconsin River.  As noted, Augustin, Perrish, Lavoin, and Louis Grignon either stopped or wintered at the Portage periodically between 1801 to 1803 and 1823.  This family unit acted as an independent trader periodically combining with other traders such as John Lawe.  In 1820, partners Jacques Porlier, John Lawe and the Grignons of Green Bay established a new trading company, the Green Bay Company, to compete with the American Fur Company.  Sometime during this period, Jacques Porlier maintained a wintering post at The Portage.  Merchants for the American Fur Company, Ramsey Crooks and Joseph Rolette, eventually destroyed the company (Turner, F.J. 1889: 93; Thwaites 1911: 132-33; 232; De La Ronde 1908 [1876]: 347).

After 1810, Laurent Filey and in 1812 Joseph LeRoy, his son-in-law, continued the transport business of Jean Lecuyer.  LeRoy maintained teams and an ox cart to haul goods, furs, and boats over The Portage.  For this service, he charged forty cents per 100 pounds and ten dollars for each boat.  Both Filey and then LeRoy maintained a store of goods and traded with the Ho-Chunk.  In 1828, LeRoy sold his property to the United States Army prior to the construction of Fort Winnebago.  He moved to the west side of the Portage where he remained until at least 1831.  By 1824-1827, Pierre Pauquette also hauled goods and boats across The Portage (Grignon 1901 [1857]: 285-289; Thwaites 1910: 368; Lockwood 1856:108-109, 130; Ellis 1908 [1876]: 213, 240; McKenney1907 [1867]:188; Merrell 1908 [1834]: 374; De La Ronde 1908 [1876]: 347; Turner, F.J. 1889: 93-94).

By 1828, Daniel Whitney, an independent merchant from Green Bay, established a warehouse for supplies at both ends of The Portage.  Although he was likely providing his and other small traders with goods in the local trade, he also operated as a general merchant.  He competed successfully with Astor perhaps in part because he operated multiple enterprises.  Whitney engaged in lumber milling along the Wisconsin River at Point Bas 70 miles above The Portage by 1831, speculated in land, had the City of Green Bay platted, became associated with the Portage Canal, and operated the Helena Shot Tower.  Some Native Americans in southwest Wisconsin, the Dubuque area, and northwest Illinois had turned from the fur trade to the manufacture and sale of lead to fur traders (Appendix 2, Map I ) (Nesbit 1973: 94-95; Thwaites 1900: 452-53; Turner, A.J. 1898a: 68; 1903: 39-40; 1904: 68; Anonymous post-1849; Merrell 1908 [1876]: 369; Morgan 1888: 387; Libby 1895: 340; Lavender 1964: 321; Turner, F.J. 1889: 92; Ellis 1857: 437).  The sutlers at Fort Winnebago also provided voyageurs and traders with necessary supplies.  Representing Oliver Newberry of Detroit, Saterlee Clark served as a fort sutler beginning in 1830.  Henry Merrell, later an important businessman in Portage, became the fort sutler for Newberry between 1834 and 1838.  The sutlers stores were located outside but adjacent to the fort (Appendix 2, Map E) (Merrell 1908 [1876]: 373, 391; Clark 1908 [1876]: 311; Butterfield 1880: 429-31; Ellis 1857: 437; Turner, A.J. 1898a: 64, 82; Williams 1835; Jones 1914: 54-55).

In 1821, the American Fur Company established itself at The Portage.  The South West Fur Company and its predecessor acquired the fur trading post located at the east end of The Portage just north of the site of the Agency House and across the Fox from the site of Fort Winnebago in 1808 (Archaeological Site 47CO288).  Joseph Rolette purchased the post as an independent trader in 1815 and sold it to the American Fur Company in 1821.  The government constructed the fort in part to protect Astor's fur trading interests including transportation needs at The Portage.  The company maintained a series of traders at the post.  Pierre Pauquette maintained the post perhaps by 1824 but before 1827 until 1834.  He employed five or six men and maintained oxen to haul boats across The Portage.  By 1828, the post included a log house, barracks, and a barn.  In 1834, Pauquette pursued his trading activities independently.  He moved to the Wisconsin River, placing his building complex on a knoll west of the south end of the site of the Wisconsin River bridge, later the Barden property.  He erected a trading house, dwelling, and two or three farm buildings and operated a ferry at this site.  Following Pauquette in 1834, Henry Merrell, then sutler at Fort Winnebago, represented the American Fur Company.

John Baptiste DuBay became the American Fur Company agent at the post in 1839.  The 1835 O.P. Williams map of Fort Winnebago locates the post east of the Indian Agency House on the Fox River (Appendix 2, Map E). Prior to 1839, perhaps as early as 1837, DuBay was located on the Grignon Tract to the west and participated as an independent trader.  The post remained under the ownership of the American Fur Company and its assigns until 1851 when Hercules Dousman transferred his rights to the post to DuBay.  DuBay continued as the trader at the post until his departure in 1857,following the shooting of John Reynolds.  His exit represented the close of the fur trade adjacent to what had become the City of Portage (Krug 1946: 29-30, 81, 90, 140; 191-99, 207-15; Turner, A.J. 1903: 2-4; Merrell 1908 [1876]: 373, 382-84, 400; De La Ronde 1908 [1876]: 346; Williams 1835; Morgan 1888: 387; Clough 1957 [1924]). 


Fort Winnebago at the Confluence of the Fox and Wisconsin
Fort Winnebago overlooked the east entrance to The Portage.  Erected in the 1830s, the Military Road would cross a bridge over the Fox and extend across the fort property just to the south and turn north to its east.  The fort was positioned east of the City of Portage on a bluff above the east bank of an oxbow in the Fox River south of the mouth of the Portage Canal.  Its site stands near the current juncture of CTH F and EE and STH 33 on the town line between Fort Winnebago and Pacific.  Note that the main road over The Portage was located south of the later site of the Portage Canal opposite the fort.  The Indian Agency House would stand across the Fox River to the northwest and north of the mouth of the canal.  Listed on the National Register of Historic Places in 1979, the fort remains as an archaeological site (47CO210), partially disturbed by the construction of a farmstead (Freeman and Brandon 1967; Powell 1978).  A State Historical Society of Wisconsin marker notes its location on STH 33, one-half mile East of Portage.

When the American government first gained control of the territory west of the Great Lakes in 1816, it constructed a widely dispersed series of military posts along the Native American frontier.  Placed at Prairie du Chien and Green Bay in that year, Fort Crawford and Fort Howard stood at the opposite ends of the Fox-Wisconsin Waterway.  These two forts provided a vital line of military defense protecting military and civilian communications and trade between the Great Lakes and the Mississippi River.  Their position followed a policy established by Secretary of War Calhoun.  His strategy placed the proportionately small numbers of available men at posts built in strategic locations along an exterior line of military posts and abandoned interior posts as the area they protected became settled.  Forts Crawford and Howard along with a fort at Detroit, Fort Armstrong at Rock Island, Jefferson Barracks at St. Louis, and in 1819 what became Fort Snelling at the Twin Cities protected the Mississippi and Upper Great Lakes region.  Fort Crawford was deemed obsolete because flooding in 1826 caused significant deterioration and this prevailing military strategy developed by Calhoun made the fort obsolete.  Troops were temporarily removed to Fort Snelling in 1826.  However, it was regarrisoned by four companies during the Ho-Chunk uprising of 1827 (Powell 1978: 5-20).

Following the Ho-Chunk uprising, the military policy altered in 1828. The 1827 confrontation resulted in part from the expansion of the southwest Wisconsin and northwest Illinois lead mining settlements begun in 1822.  These lands had not been surveyed, and the Ho-Chunk continued to claim them.  The federal government issued mining permits, leasing to the miners who established their claim to lead mines.  The permits provided for a small tract of land adjacent to the operation to allow the extraction of the ore.  Once this system was established, settlement in the area rose rapidly.  Between 1825 and 1827, the population expanded from about 200 to 4,000 individuals.  The Ho-Chunk viewed the miners as intruders onto their lands, defending it against further intrusions.  Appointed in 1828, Secretary of War Peter B. Porter changed the Calhoun’s strategy.   Porter created a connected line of defense along the frontier, spreading troops among the frontier military posts rather than concentrating troops at key points beyond the frontier line.  Forces in St. Louis were reduced and spread among the frontier outposts.   A new post was established between forts Howard and Crawford at The Portage to protect the strategic communication link in the Fox-Wisconsin Waterway and defend the area from additional Ho-Chunk uprisings.  Because the Ho-Chunk levied tolls against the American Fur Company for the transportation of its goods across the Portage, John Jacob Astor had petitioned the government to establish a post protecting its operations at that location (Powell 1978: 16-21; Clark 1908 [1879]: 309-10; Turner, A.J. 1898b: 66-71).

Responding to Order No. 44 dated August 19, 1828, from Major General Macomb, Major David E. Twiggs with the three companies of the First Infantry arrived at the Portage from Fort Howard on September 7, 1828.  He established the position for the fort overlooking The Portage (U.S. Department of the Army 1828-66 [orders dated 8/19/1828; letter from Major Twiggs to Adjutant General's Office, 9/7/1828]; Turner, A.J. 1898b: 71).  The 4000-acre military reservation on which the fort was located was withdrawn from the market in January 1835 (U.S. Department of the Army 1835).  Juliette Kinzie, wife of the John Kinzie who served the Indian agent between 1829 and 1833, described its situation (Kinzie 1948 [1856]: 59-60):

The bold promontory on which Fort Winnebago was built looked down upon the extended prairie and the Fox River on one side, and the other stretched away into the thickly wooded ridge that led off to Belle Fountaine and Lake Puckaway....In front [of the fort] lay an extent of meadow, across which was the Portage road, of about two miles in length, leading between the Fox and the Wisconsin Rivers.

Others including Charles Whittlesey (1903 [1832]: 75) and Henry Merrell (1908 [1876]: 374), who initially visited the fort in 1832 and 1834 respectively, commented on the fort’s strategic placement on the plateau well above The Portage and the surrounding marshy lowlands as well as on  beauty of its aspect.

After the departure of one company to Fort Snelling, the remaining men constructed temporary quarters for the upcoming winter.  Completed in December, 1828, the tamarack log barracks stood slightly east of the fort site.  During the winter of 1828-1829, the soldiers gathered materials for the fort's construction.  Work parties cut pine fifty miles from the fort along the Yellow River, floated the logs down the Wisconsin, cut them into lumber with whip saws, and made the shingles.  They quarried sandstone from Stone Quarry Hill which is located several miles east of the fort (Appendix B, Map D).  The quarry provided foundation stone for many of the nineteenth century buildings in Portage.  Brick came from clay mined along the banks of the Wisconsin near present-day Pauquette Park at the west end of W. Cook Street.  The army obtained much of its lime from Belle Fountaine, about twelve miles east of the fort (Appendix B, Map C) (Clark 1908 [1879]: 310; Turner, A.J.  1898b: 70-74; Merrell 1908 [1876]: 375).

The fort's construction began in May 1829 after the arrival of a third company which included Jefferson Davis.  Although construction did not reach completion until 1832, the troops moved into their new barracks in 1830 (Powell 1978: 21-28; Davis 1830; Anonymous 1830; Butterfield 1880).  Existing drawings (Davis 1830; Anonymous 1830; U.S. Department of the Army 1828-66 [plans 7/12/1830]) completed in 1829 and 1830 illustrate the fort's proposed plan and vertical elevations.  The 36-foot wide buildings were aligned around and facing inward toward a 400-foot square quadrangle with a deep, stone-lined well at its center.  The main entrance faced southwest toward the Fox River. The heavy timber frame and weatherboard, primarily one and a half story, buildings rested on random rubble sandstone foundations.  The foundations enclosed full, fourteen foot high basements.  The first floors and garrets measured 10 and 8.5 feet high respectively.  Interiors were finished with lath and plaster walls insulated with brick in-filled and mud.  Brick chimneys were placed regularly along the ridge of the roofs.  Dormers along the steeply pitched roof provided light to the second floor rooms.  Initially, only a low picket fence surrounded the buildings.  The soldiers erected a stockade or what Merrell described as a substantial board fence with arched entrance in the east and west sides during or immediately following the Black Hawk War in 1832.

The 1830 plan denotes three barracks containing the soldier's quarters with two also housing the adjutant's office and guardhouse, an officer's quarters, a special officer's quarters, a commanding officer's quarters, an original Surgeon's Quarters and hospital, a frame chapel, and magazine.  Two blockhouses sat at the southwest and northeast corners.  One contained the ordinance store, and the other included the quartermaster's store.  The Williams map of 1835 (Appendix 2, Map E) in combination with A.J. Turner’s memories of Fort Winnebago stimulated by the Ira N. Ridgeway 1896 oil painting provides a description of the fort in the mid-1830s.  While the map is schematic and memories sometimes inaccurate, the final configuration of a complex often does not completely follow the original plans.  From the entrance in the center of the south wall, the guardhouse stood to the right on southeast and to its left or northwest was the armory.  Along much of the rear wall and the left or northwest wall stood the officers’ quarters.  The one-story, stone magazine was placed in the south corner of the fort.  The soldiers’ quarters composed the right or southeast side.  A frame chapel occupied the north corner of the fort.  The pyramid roof blockhouse was located at the west corner.  A.J. Turner refers to a second blockhouse at the east corner, but this location is not illustrated on the 1835 Williams map, and Ridegway (1896) painting is composed from a perspective that obscures the rear side.

Outside the fort near the river bank to the southwest of the fort, the 1835 map (Appendix B, Map E) illustrates the one-story, log sutler’s store and, to its southeast, a wine cellar both occupied by Henry Merrell in 1834.  To the east of this store, stands the Surgeon’s Quarters, a portion of which currently remains, and the hospital, both located almost due south of the entrance to the fort.  The Commissary, which remained until 1912, and a second sutler’s store occupied by Henry Jones sat along the river, north of a bridge and northwest of the Surgeon’s Quarters.  An additional small building southwest of the fort included two ice cellars.  The complex incorporated three buildings southeast of the exterior fence, a stone stable and a one story stone blacksmith shop and bake house, one of which may have been identified by A.J. Turner as a carpenter shop.  Well to the northwest of the fence sat the log theater and the fort cemetery, now southeast of CTH EE a little over 1000 feet northwest of its junction with STH 33.  Three buildings probably erected for private use stood to the west of the fort across the river.  Directly west of  the fort and his sutler’s store stood the H. Merrell’s House, the first story of the dwelling located at 505 East Cook Street, as well as a second blacksmith shop and the one and a half story Whitney Store House south of the Merrell house along a bend in the Fox River.  Merrell’s dwelling stood on section 4 of the Military Reserve (Appendix B, Map D)established by the army in 1835, and Merrell purchased the land from the military in 1853.  The grounds also include an officers and soldiers garden in which they raised necessary vegetables (Turner, A.J. 1898b: 64; 1898a: 64, 68, 82; Williams 1835; Merrell 1908 [1876]: 375; Columbia County Title Company n.d.; Purdy n.d.; .Cleland 1968: 30; Wisconsin Visual and Sound Archives n.d. [1834];  Ridgeway 1896; Frank and Stein Associates 1968 [part 1]: 1-3, 10; Brandenburg 1917; Clough 1957 [1924]).

The position of the sutler’s stores, commissary, and later Surgeon’s Quarters along the Military Road and the Fox River permitted the unloading of fort supplies from Durham boats and canoes arriving up the Fox directly into the commissary store.  Saterlee Clark who represented Oliver Newberry of Detroit as fort sutler occupied the building now known as the Surgeon's Quarters between 1830 and 1834, and from 1834 to 1838 Henry Merrell operated the sutler store to the southwest of the post.  Operating the sutler’s store to the north, Henry Jones’s activity in the area has not been identified (U.S. Department of War 1828-66 [Report by Capt. J. Plympton 7/12/1831]; Clark 1908 [1879]: 311; Curtis 1974; Merrell 1908 [1876]: 374).

The army purchased the building later known as the Surgeons Quarters (W8687 STH 33 East) and the surrounding property from Francois LeRoy in 1828.  LeRoy probably erected the building between 1819 and 1824, before 1828, when purchased by the Department of the Army. This one-story and attic, log, U-shaped building served as a sutler's store from 1828 until 1834 when it became the Surgeon's Quarters.  Its  horizontal, pine logs are hewn square and attached at the corners with dovetail notching.  The building now contains four rooms finished with lathe and plaster and floor boards dating to 1834.  The first surgeon to occupy the house, Lyman Foote, remained there until 1839.  It was subsequently occupied by surgeon Charles Laub until 1845.  A private physician, James Prentice, occupied the building after the evacuation of the fort.  Sometime after the sale of the fort in 1853, it became the private residence of local farmers until its purchase with three adjacent acres by the Daughters of the American Revolution in 1939.  The hospital was removed in 1912.  The DAR restored the building shortly after its purchase and in 1960 added the 1850 garrison school building to the site.  The Surgeons Quarters was placed on the National Register in 1970 (Wisconsin HPD 1970-93 [1970]; Curtis 1974; Register-Democrat 2/28/1939; Meindl 1991: 29; Kleist 1987: 7-8).

Set aside as the fort's burial grounds in 1828, the Fort Winnebago Cemetery located on CTH EE northeast of its juncture with STH 33 (SW1/4, SW1/4, section 33, T13N, R9E, BC0-00056) contains few known burials representing personnel at the fort.  Their burials were not marked at the time of interment.  Its seventy-five interments contained war veterans as well as burials of individuals from the local community.  It remained open until 1920.  The DAR has marked the site with a granite marker.  Still under supervision of the federal government, the cemetery was eventually enclosed with a fence and restricted to burials of military personnel.  It was placed on the National Register of Historic Places in 1979 with Fort Winnebago (Kleist 1987: 6; n.d.; Salkin 1980: 235; Wisconsin HPD 1970-93 [1979]; Turner, A.J. 1898b: 99).

The fort was intended to provide the necessary military presence to maintain peace along the frontier.  The fort itself was never engaged in and, given its original defense system, may not have been intended for a significant military encounter.  Until 1832 when the stockade was added, Fort Winnebago lacked defenses including a stockade, proper defense work in the barracks, artillery, and a commissary store within the fort to undergo an attack.  The Black Hawk War of 1832 only peripherally affected Fort Winnebago.  At this time, most of its troops were dispatched to Fort Atkinson.  Although the adjacent country side was alarmed, Black Hawk did not approach the fort, and most of the Ho-Chunk in the immediate area did not collaborate with him (Powell 1978: 28-31; Turner, A.J. 1898b: 89, 93; Frank and Stein Associates 1968 [part 1]: 3, 9; Butterfield 1880: 357).  By the fall of 1834, a larger gathering of Ho-Chunk received their federal annuities and provisions as specified in the recent treaties from the quartermaster at the fort. The soldiers of the fort were engaged between 1832 and 1837 in the construction of the Military Road connecting Fort Howard with Fort Crawford (Appendix B, Map C).  They completed the 66-mile section connecting Hasting's cabin along Hasting's stream near the Wisconsin southwest of Portage in the Town of Dekorra and the east side of Fond du Lac River.  The road was of strategic military importance because it allowed more rapid movement of soldiers between the forts and improved the system of communication.  It also facilitated the transportation of early settlers and goods during early settlement between the late 1830s and the early 1850s (Powell 1978: 31-32; Jones 1914: [1]: 89; Merrell 1908 [1876]: 376).

The fort functioned as a small community and served as an important point of contact between the Euro-American and primarily Ho-Chunk communities.  The military provided the necessary social controls.  The fort area also functioned as a small commercial center periodically receiving and sending from local producers natural resources including furs and shipping them to Green Bay and receiving need finished products from Green Bay and perhaps other small trade centers  in the region such as Prairie du Chien.  The fort sutler and for a time Daniel Whitney provided goods to traders, and the Indian agent supplied the Native Americans in the form of annuities.  The agency blacksmith repaired Native American tools.  Missionaries offered services to the fort community and the adjacent Ho-Chunk groups.  An informal garrison school educated the children of families associated with the fort.  Entertainment occurred on an informal level.  The fort’s soldiers erected a log theater by 1835 and helped prepare the necessary sets and costumes for the entertainment of the fort and surrounding community (Kinzie 1948 [1856]; Merrell 1908 [1876: 377).

The military began to reduce the number of troops at the forts Winnebago, Crawford, and Howard by the mid-1830s.  During the Second Seminole War occurring between 1835 and 1842, the number of men at Fort Winnebago declined from 215 to 80 between 1835 and 1837.  Although 166 men temporarily occupied the fort in 1839, it was reduced to a single company in 1840 as the military shifted its men to far western posts.  As the population in southern Wisconsin reached about150,000 individuals and the military frontier shifted to the southwest, Fort Howard was abandoned in 1841.  With the threat of war with Mexico, the army abandoned Fort Winnebago on September 10, 1845 and Fort Crawford on September 17, 1845.  Although both forts Howard and Crawford were briefly re-occupied after 1845, Fort Winnebago was not.  In 1845, military goods were removed, auctioned, or appropriated by local residents, and the fort was evacuated, leaving only Ordinance Sergeant Van Camp and later William Weir to oversee the premises.  These frontier forts were probably generally perceived by the federal military strategist as temporary installations.

Secretary of War Jefferson Davis ordered the sale of the 4000-acre Fort Military Reserve in 1853 (Appendix B, Map D).  After being platted into 45 acres lots, the land was sold at public auction.  J.B. Martin et. al. of Milwaukee purchased the fort property.  In 1856, a fire concentrating in its northwest corner destroyed about one-third of the buildings.  Most of the remaining buildings were removed in 1866.  Brandenburg (1917) described the transport of different sections of the fort to nearby farmsteads for use as barn timbers and to the City of Portage for framing after the abandonment of the fort.  Stones from the foundations were used to construct the Wisconsin River levee.  The hospital and commissary store survived until 1912.  Much of the land immediately surrounding the fort was purchased by Merrell and Hainsworth for use as a stock farm (Wisconsin Visual and Sound Archives n.d. [1897, 1898, ca. 1920]; Brandenburg 1917; Merrell 1908 [1876]: 374; Turner, A.J. 1898b: 98-99; Wisconsin State Journal 12/13/1923; Powell 1978: 34-39; Schultz 1941; Clough 1957 [1924]; River Times 1853 [6/27: 1/6]).  Known surviving buildings, sites, and structures associated with the fort and its immediate vicinity include the Fort Winnebago Cemetery (BC00056), the Surgeons Quarters (@), the fort's well, perhaps the squared timber frame form one of the soldier's quarters preserved in a nearby barn, the first floor of the Henry Merrell house now located at 505 E. Cook (29/29), and the Indian Agency House.

The State Historical Society of Wisconsin conducted a four-day test excavation at Fort Winnebago in September1967.  This project coincided with the 1967-1968 feasibility study conducted by Frank and Stein Associates for the State of Wisconsin (Frank and Stein Associates 1967; 1968).  The overall study  examined the level of preservation exhibited by the canal and the fort ruins, the potential for fort reconstruction and canal rehabilitation and interpretation, and the economic viability of the project.  The test excavations were intended to ascertain the degree of foundation preservation, the manner of construction of the small sample under examination, and the quantity and types of artifacts present at the site; to refine excavation techniques for the examination of the remainder of the fort; and to establish the proper orientation of plans drawn for the fort at the time of its construction.  As stated above, it is possible that the original plans were altered during construction.  The study inspected what was believed to be the site of the commissary store which lies outside the fort proper along the Fox (Appendix B, Map E).  The trenches and small test units located a mortared sandstone foundation measuring approximately 33 by 43 feet and the foundation of a second smaller building.  The test excavations also encountered a comparatively dense deposit of artifacts dating to the fort occupation.  These artifacts are curated at the Museum Division of the State Historical Society of Wisconsin.  During the project, foundations and depressions lying within the location of the palisade walls were also observed along the ground's surface.  The study concluded that the building remains and associated artifacts appeared quite intact.  With the relatively large quantity of documentation for the fort to aid in interpretation, the site warranted a full-scale historical archaeological study (Freeman and Brandon 1967; Frank and Stein Associates 1968 [part 1]).

CHAPTER 3: SETTLEMENT AT THE PORTAGE AND THE DEVELOPMENT OF THE CITY OF PORTAGE

Early Communities at the Portage
The many shifts in government authority at The Portage fascinated the city's early local historian, Andrew Jackson Turner (1898a), and his son, Fredrick Jackson Turner (1883) who wrote about Portage’s political development early in his career.  The colonial rule of particularly the French government in central Wisconsin between 1671 and 1763 and of the English between 1763 and 1783 was relatively stable since it involved few actual shifts in government policy.  However, long distance made government authority remote.  During the colonial era, policies affecting The Portage and the Great Lakes and Upper Mississippi region dealt primarily with the fur trade.  As noted in chapter 2, such policies included the licensing of traders, the designation of trade areas for each trader or company, and the sale of furs at designated prices in Montreal.  The authority of the American government also remained relatively limited during the transitional period between British and American rule between 1783 and 1816.  The 1796 Jay Treaty had relatively little impact on the influence of the new government in this region.  While the Americans legally ruled The Portage after 1783, the British continued to control the fur trade and hence retained influence over the area until 1816.

Even after the creation of the Northwest Territory under the Articles of Confederation in 1787, the focus of authority on the fur trade shifted little until the Native American land cessions 1820s and 1830s.  The Portage, then, remained under very limited government authority until the Americans gained control of the area in 1816.  As part of the Northwest Territory by 1787, those east portions of The Portage which lay in the Lake Michigan watershed had nominally become part of Washington County with its remote county seat at Marietta, Ohio.  The remainder of The Portage remained unorganized.  Still ineffective, Civil authority shifted slowly closer to The Portage as it became part of Wayne County with its county seat at Detroit in the Northwest Territory in 1796.  The Portage became part of Indiana Territory with county seat at Vincennes, Indiana, in 1800; St. Clair County, Illinois with county seat at Kaskaskia in 1809; and Madison County, a subdivision of St. Claire County, Illinois, with county seat at Edwardsville in 1812.  In 1818, Wisconsin became part of Michigan Territory, and the division between Brown and Crawford counties bisected The Portage.  County seats were at Green Bay and Prairie du Chien respectively.  In 1829, part of The Portage was also placed in Iowa County.  With several minor revisions in county boundaries, The Portage's legal placement remained stable until Wisconsin became a territory in 1836.  

Prior to 1836, there were few individuals to govern at The Portage.  Maintenance of order from the period of actual American involvement in the region after the War of 1812 in 1816 until 1836 came primarily from the presence of the military.  Part of the Menominee and Ho-Chunk lands, The Portage was not under direct civil authority.  Between 1816 and 1828, military authority came intermittently from forts Howard and Crawford.  Powerful traders or trading companies including Astor and the American Fur company wielded considerable influence and often informally maintained the peace to permit uninterrupted trade.  The creation of Fort Winnebago and the establishment of its Indian agent in 1828 and 1829 brought military authority directly to The Portage.  The Ho-Chunk ceded the lands southeast of the Wisconsin River, the south part of the City of Portage, in 1832.  This part of The Portage area then came under civil authority of the counties of Brown and Crawford, Territory of Michigan.

The creation of Portage County, which then included most of Columbia and parts of Dodge and Sauk counties, followed the establishment of the Territory of Wisconsin in 1836.  The south portion of The Portage, then the county seat and referred to as the Town of Winnebago, lay at the southeast tip of Portage County.  Even though designated as its county seat, The Portage remained unorganized as a platted community until 1849.  After 1838 to 1841, Portage County appears to have had no legal county seat.  In 1841, the territory enlarged Portage County to the north to include a large portion of north central Wisconsin.  The territory again designated the Town of Wisconsin Portage precinct as the county seat in that year.  In 1844, the county seat was moved to Plover.  The territorial government formed Columbia County in 1846.  With the exception of the Menominee Territory which included much of the City of Portage north of the canal, the county gained its current boundaries in 1847.  Although the Menominee ceded their territory in 1848, Columbia County legally received its lands in the Menominee Territory in 1851.  Between 1846 and 1849, the south part of The Portage remained in the Town of Winnebago Portage precinct and was not organized at the community level.  No county seat was designated for Columbia County in 1846, and it was temporarily placed at Wyocena in 1847.  In 1848, the county seat was moved to Columbus.  The Town of Winnebago Portage, which included the south part of The Portage as well as that part of The Portage north of the canal even though still nominally part of the Menominee land, became the Town of Fort Winnebago in 1850.  Later the same year, the town's name was altered to the Town of Portage City.  In 1852, the Town of Portage City became the permanent county seat.  The Town of Portage City was incorporated as Portage City in 1854.  The city council altered the name to Portage in 1875 (Smith 1973: 204-206; Jones 1914 [1]: 80, 103-106; Butterfield 1880: 362-68, 378, 603-604; Turner, A.J. 1898; 1904: 14-37, 73, 76; Nesbit 1973: 124; Titus 1830: 783; Murtagh 1976-89 [1987]).

On April 26, 1832, the land office patented to Augustin Grignon a 648.82-acre grant between the Fox and Wisconsin rivers that included the site of The Portage and the Portage Canal (Appendix B, Maps A, I, and N).  The most northerly point of the claim reached the intersection of Conant and Adams streets.  Known as French Claim No. 21 or the Grignon Claim, these lands eventually included all of current ward 1 and parts of adjacent wards 2, 3, and 4 of the City of Portage.  Grignon had received the rights to this tract from Joseph LeRoy in 1828, the date the United States purchased his property to the east of the French Claim. Lucius Lyon surveyed the French claims in Portage, Prairie du Chien, and Green Bay in the same year.  LeRoy's right to the land was based on agreements made by his father-in-law, Jean Lecuyer, as early as 1798.  The Jay Treaty of 1796 confirmed the right of French Canadians to their land claims.  The American government patented the surveyed claim to Grignon at the time of land surveys in 1832.  Grignon then sold his claim to Daniel Whitney, a land speculator and owner of the Helena Shot Tower, in the year of the patent.  In 1836, Whitney sold the claim to Shieldon Thomas and DeGamo Jones of Buffalo and Detroit, two trustees of the Wisconsin Shot Company.  The Portage Canal Company which was controlled by associates of the Wisconsin Shot Company in turn purchased the tract in 1839 (Appendix B, Map I).  Thompson and Jones repurchased the property in 1842 and sold it as trustees of the shot company to Benjamin Webb in 1844.  Alvin Bronson acquired part of Webb's rights to the land in 1849 (Appendix B, Map H).

The Ho-Chunk lands ceded in 1832, surveyed by the General Land Office between 1832 and 1834, and placed on the market in 1835 lay south of the Grignon Claim and the City of Portage.  Land purchases to the south of the city first occurred in 1836.  Few of the lands sold by the government in the Military Reservation in 1853 (Appendix B, Map D) were incorporated into the City of Portage.  The General Land Office surveyed the lands within the Menominee territory north of the canal in 1851 (Appendix B, Map A) and placed them on the market in 1852 (Schaffer 1922: 27; Turner, A.J. 1904: 64-69; 1903: 2-3; Jones 1914 [1]: 46, 75-76, 79-80; Butterfield 1880: 365, 600; Smith 1973: 166; Titus 1930 [2]: 780; Turner, F.J. 1883).

Speculators held a sizable portion of the City of Portage and significantly delayed development by residents who were then unable to purchase property.  In the 1830s, townsite speculation, often by nonresident speculators with local representatives, was a common practice in newly settled regions (Smith 1973: 417; Nesbit 1973: 136-41).  Speculators invested in property between the Fox and Wisconsin at Portage with the faith that improvements were soon to come.  Henry Merrell represented at least one such speculator.  He sold lots in Portage for Benjamin Webb.  Merrell himself owned a significant amount of land in the vicinity of Fort Winnebago (Schaffer 1937: 84; Merrell 1908 [1876]: 66-414; Columbia County Title Company n.d.).  Because speculation delayed land purchase, settlers squatted on the land attempting to establish claims to which they lacked recorded ownership (Wisconsin State Register 6/13/1874; Democrat 3/1/1915).  Also noted for Portage, such situations caused considerable friction in frontier areas.  The Columbia County Settlers' Mutual Protection Association formed at Portage in 1851 to protect all settlers establishing claims on the lands of the Menominee in Columbia County.  Most of the committee drafting the constitution were associated with the Town of Portage City.  The association elected judges who arbitrated the land disputes of its members (River Times 1851 [9/4: 3/1-2]).

Although almost all of the lands within the City of Portage were essentially not available for individual land purchase until 1852, three informal communities totaling about 200 residents emerged within or adjacent to the community beginning in the 1830s.  The earliest community gathered along the Fox adjacent to Fort Winnebago by the time of Henry Merrell's arrival in 1834.  Services included Merrell's hotel which now stands at 505 E. Cook and was placed on the National Register in 1993, the mercantile stores operated by Henry and G.H. Merrell in 1838 and by C.H. Moore and N.R. Keegan, the post office, the grocery business of L. Berry, a tinsmith, blacksmith, jeweler, the Whitney and the C.W. Mappa warehouses, Wells and Craig grist mill, a boarding house for canal workers, and Dr. Prentice.  They served  the military personnel as well as local citizens including those building the first canal in 1838.  Few private dwellings appear to have been built at this location.

During the late 1830s and 1840s, a second community began in ward 1 along The Portage or Wauona Trail.  This settlement located near the site of the first canal and slightly later along the Wisconsin River.  Gideon Low built the Franklin House in about 1838 along Wauona Trail.  The Franklin House served as the site of town meetings and informal entertainment.  Adjacent was a small provisions store.  Along East Wisconsin, other establishments included at least one tavern owned by Henry Carpenter; hotels known as the U.S. Hotel, the Washington House, and the Wisconsin House; Carpenter's and Dean's mercantile stores; Andrew Dunn's provisions store; one or two steam sawmills; Whitney's second warehouse; a steamboat landing; several dwellings; and, somewhat later, a newspaper office.  Many of these commercial undertakings emerged to serve the lumber trade then developing to the North along the Wisconsin River.

The third community began along current Main Street and adjacent Cook in the late 1840s and became the nucleus of the current city.  Business enterprises in the late 1840s and early 1850s included the Veeder House first built in 1850 and replaced in 1860; the Old City Hotel; the mercantile stores of Smith and Wilson, C.J. Pettibone, and at least one other; a grocery; butcher shop; the drugstores of Carleton McCulloch and Dr. Best; a barber; tin shop; numerous law offices; and several taverns.  A small number of houses were scattered along the hill around this business district.  The community adjacent to Fort Winnebago declined by the mid-1840s when the military evacuated the fort.  Not far from the main business district, the second community failed to develop as rapidly as the area along Main and Cook and eventually merged with it (Butterfield 1880: 430-32, 439, 589, 591-93; Portage Public Library n.d.; Portage Daily Register 8/19/1972; Wisconsin State Register 1874 [6/13, 10/13]; Curtis 1974: 45; De La Ronde 1908 [1876]: 345-52).

Portage finally emerged as a platted, incorporated community in the early 1850s.  Benjamin Webb and Alvin Bronson, nonresident investors of Detroit, Michigan and Owego, New York, purchased the 648-acre Claim No. 21 or the south portion of the current city in 1844 and 1849 respectively.  They directed John Mullett to survey the Webb and Bronson Plat of the Town of Fort Winnebago in 1849 (Appendix B, Map H).  The Menominee lands opened for settlement in 1851.  The federal townsite law of 1844 permitted citizens acting as a corporate body through representation by a county judge to enter improved lands as a townsite.  Acting in such a role, Joshua Guppey had the original part of the city platted by Henry Merton in 1852.  This plat (Appendix B, Map J) included the business district and adjacent residential lands north to Oneida, west to MacFarlane, and southeast to the canal.  However, Richard Veeder had improved lands in a portion of section 5 of the plat, much of wards 2 and 3.  After considerable litigation, the court finally confirmed Veeder's title.  A sheriff's sale of his lands in 1860 to recover several claims against him provided land owners technically squatting on their claims with clear title (Butterfield 1880: 601-03; Turner, A.J. 1903: 2-3, 8-9; Columbia County Register of Deeds 1849-1950 [1849: sheet 103; 1852: sheet 102]; Democrat 7/30/97; Jones 1914 [1]: 186-87; Merrell 1908 [1876]: 390; Smith 1973: 421; U.S. General Land Office 1851).

A large percentage of the remaining portions of current City of Portage was platted between 1852 and 1856, often well before significant settlement occurred within the boundaries of the plat (Appendix B, Maps L and M).  The original or Guppey plat and the Fort Winnebago Plat included most of wards 1, 2, and 3.  Ward 4 lay west of MacFarlane.  Platted in 1853, the MacFarlane, Dunn, and Armstrong Addition lay south of W. Wisconsin Avenue, west of MacFarlane, and approximately east of Pierce.  The 1854 Dunn, Haskell, and Tenney Addition lay directly to the north of the 1853 plat and south of the Oneida.  The Pixley and Prospect Hill additions and their extensions platted in 1854, 1856, and 1887 respectively composed the residential section west of approximately Pierce to the west boundary of the city.  Mainly in the second ward, lands immediately north of the railroad in the H.R. Pettibone Addition; Ketchum's Addition; the McNeal, DeWitt, and Holme's Addition; and the Northern Addition and its supplement plat and platted in 1856, 1855, 1856, 1854, and 1901 respectively were sparsely settled even after the turn of the century.  Although within the city limits, the area surrounding Silver Lake was settled as outlots, in some cases as early as the 1850s.  Many of the individuals who platted the city lived at least for a short period in Portage.  Most of these individuals like Hugh MacFarlane who was also director of the LaCrosse and Milwaukee Railroad and the Madison and Portage Road were investors in multiple enterprises (Columbia County Register of Deeds 1849-1950 [1854-1901]: sheets 98, 103, 104, 105, 106, 108, 114; Pettibone 1856-99 [1901]; Turner, A.J. 1903: 25-26).

Actual settlement within the city limits
 began along E. Wisconsin and in a few isolated locations northwest of the current canal as the second community described above in the mid to late 1830s, well before the first plat of 1849.  However, settlement remained sparse and often fairly temporary.  First settled in the late 1840s, the community centered at the business corner of Cook and Main by 1850 remained limited to an area east of DeWitt, south of E. Pleasant, north of the canal, and probably west of Jefferson.  However, the River Times of 1850 (1850 [11/4: 2/2]) reported that as the canal rapidly neared completion in the central business district,

Good buildings have been erected and are still going up at all seasons for a little over a year.  The number built within that period is over two hundred.  Among them are stores of all descriptions, mechanics' shops, taverns, offices, &c., &c.

Although the description is likely exaggerated, growth in both population, the number of buildings, and the amount of trade was clearly proceeding at a more rapid pace than the preceding decade (Wisconsin State Journal 6/13/1874).  At least some expansion in business and small industry continued until the panic of 1857.  The depression of the late 1850s and the Civil War considerably checked development until after 1865.  By this period, Portage served a growing rural population within a distance of about 20 miles to the south, perhaps as many as 40 miles to the east and west, and 50 or more miles to the north.  It provided goods and services to  the northern interior counties by 1860 (Smith 1973: 188).

During the 1850s, Portage expanded physically as it became a supply center for the lumber trade operating to the north along the Wisconsin River and provided services to the lumbermen driving rafts to the Mississippi.  Rapid commercial expansion filling vacant lots along Cook and DeWitt and occupying the block from W. Wisconsin to Lock occurred in the late 1860s, 1870s, and 1880s as Portage developed as a railroad and regional trade center.  In 1867, the Wisconsin State Register (1867 [5/4: 3/1]) observed likely with some exaggeration, displaying the community boosterism characterizing developing communities in the late nineteenth century that:

Four elegant blocks on the burnt district are now taking shape, and when completed will add a vast deal to the appearance of Cook Street, and the City generally....The vacant lots on both sides of Cook Street from the hardware store to the Catholic Church [near Lock] have all been disposed of.  With the buildings which have been moved on them together with the new ones to be built immediately every lot will be in a few weeks occupied.

The quote also underscores the common practice of moving buildings short distances to fill new needs.  The buildings in the Portage Retail National Register Historic District, nominated in 1993, encompasses an irregular area along DeWitt between Canal and Edgewater and along Cook and Edgewater west of Wisconsin to Main.  They were erected between the mid-1850s and 1950.  

Industrial and commercial development, including large wholesale warehouses as well as large craft shops, and  industries, began along Edgewater, Mullett, and Dodge by the late 1840s.  Just to the east emerged a concentration of hotels and several taverns along E. Wisconsin in the same period.  By the 1870s and 1880s, this area became one of two industrial and commercial areas in the City of Portage.  Some but not all of the early hotels, taverns, and other businesses in this area disappeared by this period.  Nominated in 1993, the Portage Industrial Waterfront National Register Historic District encompasses an area south of the Portage Canal between DeWitt, Dodge, and Wisconsin.  Most of these commercial and industrial buildings date between 1862 and 1936.

A third business area gradually developed along the Chicago, Milwaukee and St. Paul Railroad tracks which run along the north edge of the city.  At least one hotel and a separate depot appeared in the late 1850s and a combination depot and hotel and roundhouse were built in the early 1860s along Oneida between Dunn and Armstrong.  Residences owned by railroad employees probably began to dot the area between Oneida and Marion after 1860.  Residential and commercial development adjacent to the railroad increased significantly in the 1890s and early 1900s.  Between 1890 and 1918, three hotels, a restaurant, grocery, and several taverns stood along Oneida near its intersection with Dunn and MacFarlane.  An adjacent industrial and commercial area developed to the east along the railroad tracks between DeWitt and Monroe between 1900 and the mid-1920s, providing for easy access to the transportation of materials and shipment of goods.

In the 1850s, sparse residential settlement expanded around the main business district along Main, DeWitt between Edgewater and Conant, Cook between Adams and Clark, and Edgewater between Adams and W. Wisconsin.  The residential area immediately to the north of the business district from approximately Conant to Franklin and MacFarlane to Monroe was sparsely settled in the 1850s and primarily developed between the 1860s and 1880s.  Some in-fill occurred between the 1890s and the 1920s.  As late as 1868, most of the concentrated residential development occurred in a three-block area between DeWitt and Adams and Conant and Carroll.  By 1882, residences still did not extend northwest of Adams and Carroll.  A portion of this residential area rimming the business to the northwest contains most of the city's churches, which were constructed between the 1850s to the 1890s.  This neighborhood extending along Pleasant and Howard and between MacFarlane and DeWitt and along MacFarlane to Franklin was built between the 1850s and the 1920s and designated as the Church Hill National Register Historic District in 1994 (Wisconsin HPD 1973-94 [1994]).  Although only the school in ward 1 continues to stand, the city established grade schools in each ward.   It placed its high school and a ward school, which are now replaced by the existing schools, in the triangle between DeWitt, MacFarlane, and Franklin beginning in 1864.

Prior to the 1860s, the residential area south of Marion to Cook and west of MacFarlane to Cass and Armstrong remained heavily wooded, occupied only by a sparse scatter of dwellings.  Residential development began after the Civil War, primarily between 1870 and 1910.  This area contained residences of prominent businessmen.  More modest, later construction between these dwellings owned in part by skilled railroad employees increased the housing density between 1900 and 1930.  The area approximately between Emmett and Wisconsin and MacFarlane and Armstrong was nominated to the National Register as the Society Hill Historic District in 1992 (Wisconsin HPD 1970-94 [Cartwright, 1992]).

Although a small number of isolated dwellings were constructed across Ward 1 southeast of the canal in the 1840s and 1850s, the building of many of the residences which concentrate in the area between E. Wisconsin and Griffith and Pauquette and Huron appear to date between 1900 and 1930.  Established by 1882, the fair grounds occupy an eight-block area in the center of Ward 1.  Except for isolated dwellings, the peripheral residential areas east of Hamilton, west of Armstrong, along much of Edgewater east of Monroe and west of Cass, the area northeast of Franklin and Adams, and the section of Portage north of the Chicago, Milwaukee and St. Paul tracks underwent much of their development beginning in the 1930s (Foote, C.M. & Co. 1890; Harrison and Warner 1873; Stone 1882; Rugen 1868; Sanborn-Perris Map Co. 1894; 1901; 1918; Butterfield 1880: 589-91, 597-98; Jones 1914 [1]: 186; Wisconsin State Journal 6/13/1874; WPA 1938: 36, 43, 50-52).


Portage's Settlement Composition and Population Mobility
With the exception of the single French-Canadian who resided at The Portage in the 1760s, settlement began adjacent to it in the 1790s with one to two permanent residents who engaged in the fur trade and transportation and a small number of fur traders who occasionally wintered at The Portage.  Because of the restructuring of the economy in the 1830s coupled with a rising level of prosperity, the American population in the Northeast began to head west.  Lands in Wisconsin were also opening for settlement in the early 1830s.  Recently completed in 1825, the Erie Canal funneled these immigrants through Upstate New York and the Great Lakes to Wisconsin.  The reporting of the Black Hawk War of 1832 in newspapers advertised Wisconsin to perspective settlers.

The garrison at Fort Winnebago attracted the small settlement adjacent to The Portage after 1828.  In 1830, the territorial census counted 208 individuals.  The second of the three communities emerged in the  1830s along the east end of The Portage and Wisconsin River.  The development of the canal attracted laborers, some businesses, and speculators to the area.  However, because the soldiers stationed at Fort Winnebago began to depart, the population still included about 200 in 1840.  By 1847, Portage remained a community of transient population.  The reported count remained near 200 individuals.  Because settlers tended to spread out from the lake ports and from the Mississippi River, settlement in southwest and southeast Wisconsin occurred prior to significant occupancy of south central Wisconsin.  Settlement pushed west along the Fox and up along Wisconsin River valleys in the late 1840s and 1850s.  Portage's population grew relatively slowly until the period between the late 1840s and 1857 when it underwent rapid expansion as the community centered at Main and Cook.  However, the rapid rise in population from several hundred to 1175 may result from inaccurate counts in the early censuses and from shifting political boundaries affecting the totals for a particular area.  A parallel growth in businesses served the rising tide of immigrants and provided supplies and services to the growing logging industry along the Wisconsin.  Although Portage's population doubled rising from 1175 to 2879 between 1850 and 1860, the count likely continued to include a large transient population (Smith 1973: 464-66, 470-74; Nesbit 1973: 150; 1985: 502; Butterfield 1880: 588-90, 889; Jones 1914 [1]: 121, 185-87; WPA 1938: 36; U.S. Bureau of the Census 1853; 1864; Thwaites 1895: 470).

The rapid rise in population in the 1850s represents early years of population mobility when influx well exceeded departure.  Continuing to the 1890s, this movement was characteristic of many nineteenth century communities.  In the 1850s, one out of every four Americans moved from one state to another.  In Trempealeau County, for example, less than one-half of the population remained for a decade (Current 1976: 59, 73-76).  And, villages tended to be less stable than rural areas.  A stable core of "established" citizens did remain, giving continuity and leadership to the community.  Examination of population counts and the flux of European immigrants into Ward 1 suggested that Portage's population fits the pattern for transient populations noted for Trempealeau and Grant counties as well as for villages in Illinois (McKay 1981, 1985).  Of the total 1850 population for Ward 1, 41% was adult male and 21% was adult female.  Such a high percentage of males is indicative of mobility.  Laborers and others working along the canal and lumberman composed a large portion of the male population by 1850.  These individuals tended to occupy hotels functioning as large boarding houses.  The private households were also large and often included several male boarders.  This additional evidence points to a transient population attracted by temporary employment (McKay 1981: 33-34; 1985; Nesbit 1985: 343; 1973: 342-43; WPA 1938: 43; Smith 1973: 476).

In the 1850s, the nation entered a relatively prosperous and speculative era.  A large westward movement from the Northeast began in this period as its soils became depleted and its agricultural production declined.  Its emerging factories had just recently begun to attract workers from rural areas to industrial villages.  The State of Wisconsin and other private organizations such as the railroad actively advertised Wisconsin's assets to potential immigrants.  Established initially between 1852 and 1855, the Commissioner of Emigration for Wisconsin promoted the state in northeast as well as western Europe.  Main attractions offered by these agencies included abundant, bountiful and inexpensive lands; ease of land cultivation; a healthful climate; timber resources; industrial sites along the plentiful water resources; and no state debt (Current 1976: 42-47).  

In 1860, Wisconsin attained the second highest number of foreign-born population in the nation.  A study of population composition in Ward I revealed a rise in the number of foreign-born and a decline in the number of native-born, indicating that the composition probably remained unstable in the 1860s and 1870s.  However, because Ward 1 generally contained the dwellings of laborers, this sample may not be entirely representative.  Between 1850 to 1860, the percentage of foreign-born rose compensating for a decline from 1850 in the numbers of New Englanders and New Yorkers represented in the population.  Additionally, the study indicated that the high percentage of Irish present in 1850 markedly decreased while the number of German rose in 1860 and 1870.  Such data strongly suggest considerable movement into and from Ward 1 and probably the remainder of Portage.  The 55 unoccupied dwellings in ward 1 in 1860 again indicates considerable instability.  Visual inspection of The Portage population census for these two decades points to a large influx of German immigrants into the remaining wards.  Smaller percentages of English, Scotch, and Welsh were also present in the 1860s and 1870s.  This composition parallels the predominant groups arriving in Wisconsin during the 1850s and 1860s (McKay 1981; WPA 1938: 36, 43; Nesbit 1973: 151; Current 1976: 78; U.S. Bureau of the Census 1850-1910 [1850; 1860; 1870: population schedule]).

The State of Wisconsin generally experienced continuing population instability in the 1870s and 1880s as both rural and urban areas underwent extensive settlement and development.  In some areas, the level of mobility affected 50 to 70% of the population between 1880 and 1885.  This movement involved small businessmen as well as laborers (Nesbit 1973: 342-43; 214-15).  Belatedly responding to the arrival of the railroad in 1856, Portage underwent a period of rapid business expansion in the 1870s and 1880 following the depressed period of the late 1850s, part of the 1860s, and early 1870s .  However, its population figures fail to reflect this economic growth rising from 3945 in 1870 to 4346 in 1880.  The Ward 1 study found that the population composition altered relatively little and continued to include a lower number from the Northeast, a relatively high number German, a small percentage of Irish, English, Welsh, and Scotch, and a rising number of those born in the Midwest including Wisconsin.  The group born in Wisconsin for the most part represented children of foreign-born parentage (McKay 1981: 40-41; Nesbit 1985: 502; U.S. Bureau of the Census 1872; 1883).

Population mobility began to stabilize during the depression of the 1890s.  The total population of the city continued to climb gradually as the community became more established, growing from 5143 in 1890 to 5459 in 1900.  By 1910, Portage's growth had crested and slightly declined to 5440.  The population grew slowly from the 1920s through the 1940s, numbering 5582 in 1920, 6308 in 1930, and 7016 in 1940.  In Wisconsin and likely in Portage, the direction of population movement changed toward the end of the century to a rural to urban migration rather than migration into Wisconsin from states further east or from Europe.  Thus, mobility was more localized.  Like the state trends, a rising portion of Portage's citizens were now born in Wisconsin or other states in the Midwest.  Many of these individuals continued to represent second generation Irish or German as well as Scotch, English, and Welsh.  Ethnic population concentrations in Portage described below for earlier decades were no longer evident (Jones 1914 [1]: 121; U.S. Bureau of the Census 1895; 1900; 1901; 1913; 1921; 1930; 1943).  At the turn of the century to the 1920s, Portage's economy remained stable as did its population.  The city's economy survived the shift from the large craft-based industries to a stable, small manufacturing economy while maintaining a strong retail and commercial center.  The economy during this period did not boom but accommodated the changing technology and transportation systems of the period.


Early Yankee Settlement in Portage
Immigrants from New England, New York, and the upper Midwest excluding Wisconsin dominated the native-born population and the total population of Portage in its early years of settlement.  Although particularly the Irish and English immigrants began to appear in Portage by 1850, the dominant group in the early part of this decade were the Yankees, especially those from Vermont and New York and Ohio, those who were one generation removed from their Yankee heritage.  This large Yankee contingent characterized many early Wisconsin communities.  To many New Englanders, Wisconsin represented the last or intermediate stop on their journey west.  While the Yankees dominated Wisconsin's population until 1860, Portage's population exhibited a large portion of Irish and German groups by that year.  Across Wisconsin, the percentage of Yankees in Wisconsin's population dropped to 28% of the total by 1880.  This count reflected the large numbers of foreign-born which had entered the state in the previous decade (Nesbit 1985: 271; Current 1976: 78).  The proportionate decline of Yankees in Portage's population by 1860 reflects trends occurring in much of the state one to two decades later.  An early community, Portage was more established than many of the state’s cities and sat at the crossroad of early transportation systems.

The early Yankee influx resulted from a reaction to adjustments in agriculture and industrial development in New England and New York.  By the early nineteenth century, little free agricultural land remained to accommodate Yankee population expansion in the Northeast.  By 1825, the soils of the rocky, hillside farms had become depleted.  Because of the growing scarcity of land, its value was also rising.  Thus, it became difficult for eastern farmers to succeed when farmers to their west with fewer expenses sold wheat at reduced prices.  The contradictory factors of soil depletion and rising land values made farming for the young Yankee farmer unappealing in comparison with the promises held by lands to the West.  This population then tended to move to an urban environment or to head west first to Upstate New York, then Ohio, Indiana or Illinois, and finally Wisconsin when its lands first opened for settlement in the 1830s.  And, as the Yankee farming communities declined, those who served the farmers, the businessmen and professionals, soon followed.  The depression of 1837 even set loose factory workers in its young industries.  The influx of primarily New Yorkers began immediately after the Black Hawk War in extreme southeast Wisconsin as its lands opened.  The area just to the south of Portage was settled beginning after 1833, and occupation of the remainder in the 1850s followed the Menominee land cession and the land survey.

These early settlers tended to establish communities adjacent to water resources.  Rivers provided transportation and water power to run small industries such as sawmills and gristmills necessary to early settlement.  Portage like many of the small communities settled in southern Wisconsin in the early 1850s appeared to offer such resources.  The native-born American also displayed a greater tendency than his German neighbor to leave their newly established settlements in Wisconsin after several years, sell their investment, and move onto lands further west (Current 1976: 13; Nesbit 1973: 151-55, 243; 1985: 268-72; Bogue 1963: 18, 47-48; Rohrbough 1978: 326-27; U.S. Bureau of the Census 1850
; Wyatt 1986 [vol 1, settlement]: 11; Schaffer 1922: 58-64, 78; Current 1976: 60; Register Democrat 8/24/36).

Being initially dominated by the Yankee, Wisconsin strongly felt the influence of its culture (Holbrook 1950: 62-66).  The Yankees were familiar with the public land survey and land sales system; they had lines of credit from eastern promoters; and they established in Wisconsin the system of county and local government common to New York.  In the early years of settlement, Yankees, therefore, tended to dominate business, industry, and municipal government.  They established settlement pattern familiar to New England and New York, a rural landscape served by a network of trade centers.  The Yankee, often but not always, became the early townsite developer. The Yankees also placed considerable emphasis on education through community supported, public schools as a means to a better living as well as a means to combat Evil.  They along with the Protestant and Catholic churches often informally established the private schools before the town or municipality created public schools which also followed the Yankee model.  Several such schools including the Classical Institute were founded at Portage (see Chapter 12).  The Yankees also tended to promote temperance forming voluntary organizations to limit consumption among its members.  While such organization were extant in Portage, they were not necessarily limited to this group. The Fort Winnebago Commandeer No. 4, Knights Templar formed in Portage in 1861.  The Portage Temple of Honor No. 16 formed in 1875 and possessed a membership of 75 members by 1880.  Organized in Portage in 1876 for a short period, Shu-na-ha-ha Council No. 19 of the Mendotas was also a temperance group (Butterfield 1880: 658, 660-61; Wisconsin State Register 1867 [5/4: 3/1]; Voshardt 1910: 23).  While these groups did exist in Portage, temperance was not a central issue in the city.  The large German population and importance of the brewing industry in the city probably submerged the movement. Finally, the Yankee brought his architectural heritage which by the 1820s through the 1850s was the Greek Revival (Wisconsin Visual and Sound Archives n.d.).  Nineteenth century photographs of the residential districts of Portage reveal a considerable number of Greek Revival dwellings such as the Merrill house at 505 E. Cook, the Corning-Clark house at 532 W. Wisconsin, or the former Methodist Church at 216-218 W. Howard.  Other, unidentified examples once existed (Nesbit 1973: 152-53, 242-43; 1985: 272, 312; McKay 1984; Wyatt 1986 [vol 1, settlement]: 11; Smith 1973: 497).


Foreign-Born Population at Portage
In 1860, following a peak of European migration to the United States, Wisconsin attained the second highest number of foreign-born residents in the nation.  This group composed 36% of the state's population in that year.  Since this percentage remained at 30 to 36% between 1850 and 1890, the total proportion declined gradually through the decades.  The Germans contributed to 36% of the foreign-born in 1850.  In 1860, they composed the largest foreign-born group in the state, about 45% of the foreign-born.  German immigration declined in the late 1850s and rose again after the Civil War, peaking in 1873 and reaching one-half of the foreign-born population by 1890 (Current 1976: 59, 77-78, 131, 419-20; Nesbit 1985: 262-63).  The German became Portage's largest immigrant group from 1860 onwards.  The Norwegian, Irish, English, and Canadians represented a large percentage of the other foreign-born groups arriving in Wisconsin.  The Irish composed the second largest immigrant group in the state in 1860, and English arrived by the 1840s and 1850s.  Their immigration rate to Wisconsin dropped between the 1860s and 1880s.  By the 1860s and 1870s, the Scandinavian, particularly the Norwegian, immigration into the state rose rapidly.  By 1890, the Germans and Scandinavians represented 70% of the foreign-born population in Wisconsin while the English-speaking groups composed only about 20%.  While the Irish and English composed a portion of Portage's early population expansion, the later Scandinavian groups did not settle in any numbers within the community (Current 1976: 422; Nesbit 1985: 299).

In general, Europeans migrated to America to maintain their economic situation.  Some came for political and religious reasons, but they represented the minority.  European immigrants were seldom dissatisfied with their cultural norms, and they often retained elements of their former culture after migration when situated in groups.  Such groups were often conservative in the sense that they had departed from Europe seeking to maintain their income and their former way of life which was rapidly changing.  Although they were conservative, once in America, they frequently adapted their economic outlook rapidly and mingled aspects of their traditional culture to create something that was neither entirely American nor like the European culture from which they came.  Immigrants were often more successful in the preservation of these elements when forming closely knit neighborhoods and common organizations.  Although ethnic enclaves formed in larger cities such as Milwaukee and some groups concentrated in rural areas, immigrants did not usually cluster in the neighborhoods of small communities.  Perhaps because of Portage's intermediate size, the Irish and German did concentrate in several Portage neighborhoods for short periods.

While repelled from their European countries for primarily economic reasons, European immigrants were attracted to Wisconsin by persuasive letters from relatives and friends already in America and by guide books and promotional pamphlets written both by Americans and European observers and the railroad. 

In 1852, the state of Wisconsin itself hired agents to advertise Wisconsin's advantages in pamphlets and foreign newspapers.  Representatives of European churches or labor unions also appointed agents to examine the prospects for life in America.  Except for the Irish, most Europeans came directly from their homeland to Wisconsin.  Although there were a number of available routes to Wisconsin, these immigrants commonly arrived at New York or Boston and found their way along the Erie Canal and Great Lakes .  They also came up the Mississippi from New Orleans, or traveled along the Pittsburgh or Ohio River from Philadelphia.  And, once in Wisconsin, they gravitated toward settlements established by or dominated by their own groups (Nesbit 1985: 340-41; McKay 1984; Current 1976: 43-47, 63-66).

The Irish: An Early Immigrant Group at The Portage
Portage was an existing although perhaps not a well established community at the time of an early, large Irish immigration to the United States in the 1840s.  First, arriving in southwest Wisconsin in smaller numbers in the 1830s, the Irish emigrated following the potato famine of the 1830s and 1840s.  The worst years of famine occurred in 1845 and 1846.  Oppressive political and religious treatment by their British rulers and an onerous land tenant system provided additional reasons for emigration.  They became the largest immigrant group in Wisconsin between 1830 and 1850 and the second largest group in 1850.  Although the Irish continued to migrate to America through the rest of the nineteenth century, the number of Irish in Wisconsin slowly declined between 1860 and 1880.  They usually immigrated as individual families.

Arriving in poor financial circumstances, the Irish often sought work as laborers near their place of disembarkation.  Rather than heading directly to Wisconsin, many were only able earned sufficient money, often at construction projects related to canals and railroads, to slowly work their way west.  It took an Irish family an average of seven years to arrive in Wisconsin.  Moving from job to job, the Irish thus tended to be a comparatively mobile group moving within and out of Wisconsin once arriving.  In Wisconsin, the projects requiring temporary labor occurred along the Fox-Wisconsin Waterway in Winnebago and Columbia in the late 1830s, late 1840s, and early 1850s and along the railroad routes beginning in the 1850s.  In addition to being an early settlement, Portage offered work along the canal, railroad, and plank road.  Because these projects required large pools of labor, the Irish tended to cluster near them.  At the end of the construction job, they settled in the surrounding area or sought similar work elsewhere.  The large number of Irish in Portage in the 1850s, 1860s, and 1870s were identified as laborers.  Particularly in the 1850s, many of them lived in boarding houses in Ward 1.  But not all Irish were laborers.  They eventually became businessmen, professionals, and farmers.  Two of Portage's early speculators, Hugh MacFarlane and Andrew Dunn, for example, were Irish not Yankee.

The poverty associated with this group and their Catholic faith emphasized the Irish immigrants' differences from the dominant Yankee population.  Irish life in America tended to center around the Catholic Church and its organizations as it did in Portage.  There were also Irish benevolent societies, but they were not evident in Portage.  The Irish with the German Catholics often became the object of the nativistic movement beginning in the 1850s.  But, as with the Germans, it was not only that the Irish were Catholic but their numbers threatened the Protestant Yankee dominance.  The Irish joined with the German to confront their Protestant neighbor, but these two groups did not necessarily mingle in other circumstances.  Although both Irish and German attended St. Mary's Catholic Church (305 W. Cook) after its founding, the German formed the Xavier Church which they built adjacent to St. Mary's at the southeast corner of MacFarlane and W. Conant in 1877.  They publically celebrated St. Patrick's Day in 1863 and likely in following years. The Irish tended to cluster in urban environments.  Inspection of the population census for 1850, 1860, and 1870 indicates clustering of Irish-born in Ward 1 of Portage (McKay 1981: 37).  But, the Irish also blended more readily into the American society through their language.  They soon became its leaders and prominent businessmen (Nesbit 1973: 51, 103, 150-57, 243, 347; 1985: 272, 299, 525; Current 1976: 60-63, 75, 132, 140, 422; Wisconsin State Register 6/13/1874; 1863 [3/21: 3/1]; U.S. Bureau of the Census 1850-1910 [1850; 1860; 1870; 1880: population schedule]; 1872; 1883; Portage Daily Register 3/17/66; Schaffer 1922: 51-52; Smith 1973: 489; Wyatt 1986 [vol. 1, settlement]: 10; Butterfield 1880: 661; Current 1976: 347).

The English Settlement at Twigg's Landing
By the 1840s, English settlement was relatively heavy although dispersed across Wisconsin, forming few areas of concentration.  Most British immigrants emigrated fearing the consequences of the establishment of free trade by the British government and seeking to escape the horrible conditions described by Charles Dickens in the British mills.  The growing efficiency of the factory system required fewer skilled factory workers and led to considerable unemployment by the 1840s.  This consequence of industrialization particularly affected the potters of the Staffordshire District.  After his visit to Wisconsin, Frederick Marryat wrote a description of his travels for his British audience.  He described the small prairies bordered by oak openings adjacent to Fort Winnebago.  Such works played an important role in the attraction of British as well as other European immigrants to Wisconsin (Marryat 1898 [1837]: 137-43).  Their similar cultural background, tendency to immigrate as individual families or as small family groups, and their often dispersed settlement in Wisconsin blended the British with Yankee populations (Nesbit 1973: 153-54, 312; Current 1976: 60-61, 124-25, 584; Smith 1973: 497; Schaffer 1922: 56-57; Wyatt 1986 [vol. 1, settlement]: 10; Butterfield 1880: 465).

One of two organized English emigration societies did purchase land adjacent to The Portage.  The owners of ceramic factories and the unemployed workers formed the Potters Joint Emigration and Savings Fund at Staffordshire in 1844.  This organization grew from an extant association which paid benefits to unemployed potters.  The association was intended to reduce the number of unemployed potters by settling some of them on lands in America.  By reducing the number of workers, the society hoped to improve the wages and employment prospects of those who remained.  In 1846 and later, company agents purchased lands in Wisconsin near the current communities of Montello, Marquette County and in the Town of Scott and the Town of Fort Winnebago north of Portage in Columbia County.  Members of the society paid dues into an emigration fund.  The unemployed members who periodically emigrated were chosen by lottery.  The fund supported their travel to America, a twenty acre plot purchased by the society, a log dwelling, five acres of broken land planted with corn or wheat, and credit at a company store for provisions.  The emigrant was to repay the society without interest in specified, annual increments.

In 1849, the potters association purchased 50,000 acres in section 4 of the Town of Fort Winnebago along the Fox River and in Marquette County.  They settled adjacent to Twigg's Landing where Thomas Twiggs, who had selected the land, established a general store and blacksmith shop.  Unskilled in agriculture and possessing only twenty acres of land which was insufficient to engaged in the prevailing cash wheat agriculture of the period, the inhabitants at Twiggs Landing and at other settlements failed to repay their interest free loans and never received the advertised improvements.  Discontent with the project both at Fort Winnebago and in England ended investments by the English participants and the project failed in 1849 despite its reorganization in 1847-1848.  Most of the English settlers who emigrated in the 1840s remained in the area of their settlement, either farming or settling in the adjacent communities such as Portage (Turner, A.J. 1904: 70-73; Current 1973: 61; Nesbit 1973: 154; Wisconsin State Register 6/13/1874; Foremen 1938; Butterfield 1880: 465-67; Jones 1914 [1]: 84-87).  A State Historical Society of Wisconsin marker placed at the juncture of CTH T and CM five miles northeast of Portage notes the location of this settlement (Church 1976: 20).

British settlers were particularly numerous in Portage in the 1850 and 1860 census, the decades following the failure of the emigration company at Twiggs Landing.  More than other foreign-born groups, the British tended to establish businesses, large craft shops, or small industries.  But, the British also followed a wide variety of occupations including work as laborers and craftsmen (U.S. Bureau of the Census 1850-1910 [1850; 1860; 1870; 1880: population schedule] 1872; 1883; 1890).

The Scots and Welsh of the Adjacent Towns of Caledonia and Cambria
The federal population census indicates a modest number of Scotch and Welsh living in the communities at The Portage from 1850 through the nineteenth century.  These groups primarily settled in the towns of Caledonia, Cambria, and Dekorra which lie adjacent to Portage.

A comparatively small immigration of Scots found its way to Wisconsin.  Primarily immigrating in the 1850s, their number totaled only 3000 in 1860.  Most located in southeastern Wisconsin, and in only four southeastern counties including Columbia did the number exceed 300.  Unlike the Irish or the potters of England they possessed at least limited means.  These settlers traveled as individual families directly to Wisconsin and purchased their own agricultural lands or established businesses or craft shops in villages and cities.  The Welsh primarily clustered in rural areas of southeast Wisconsin.  Although the Welsh continued to immigrate to America between 1840 and 1890, many of them arrived in Wisconsin during the decade of the 1850s.  Mainly participating in tenant farming under English landlords, forced to pay tithes to the Anglican Church in which few were members, and committing their youth to an English educational system which failed to teach their language and honor their traditions, the Welsh emigrated to maintain their identity by the formation of their own communities in America.  In the 1850s, the Scots formed an agricultural settlement southwest of Portage along the Wisconsin River in the Town of Dekorra as well as settlements in the Town of Caledonia.  One of the largest concentrations of Welsh settlements in Wisconsin occurred in the eastern half of Columbia County in the Town of Columbus and near Cambria and Randolph.  The settlement on Welsh Prairie near Cambria was founded in 1845.  The social life of these communities formed around the Calvinistic Methodist or Congregational churches.  The Calvinistic Methodists later merged with the Presbyterians.  Although they located around and in Portage, isolated evidence of the Welsh cultural traditions remains.  A private Welsh cemetery (BS98-0380) remains in section 22 of Caledonia.  Burials date to the 1850s into the late twentieth century.  The cemetery appears to have had a Methodist affiliation (Wyatt 1986 [vol. 1, settlement]: 10; Butterfield 1880: 435, 497; Smith 1973: 490; Schaffer 1922: 54-55; Wisconsin HPD n.d.).

The Scots in Dekorra introduced curling, playing their early games on Silver Lake in 1850.  The Scots in Caledonia used Lost Lake.  Although first played by the Scots, it soon became a popular sport among many citizens in and adjacent to Portage.  By 1879, the curlers erected a shed over the canal to protect the ice and themselves from the elements.  In 1880, they constructed a curling rink at the northwest corner of W. Conant and W. Wisconsin.  This rink disappeared between 1894 and 1901.  By 1918, a four sheet which was later expanded to a nine sheet rink was constructed along the south bank of the canal adjacent to the Portage Lock.  Although this building burned in 1946, the foundation of this building remains visible adjacent to the canal.  In 1950, the curlers pursued their sport in a new building at 107 Albert (Wyatt 1986 [vol. 1, settlement]: 10; Smith 1973: 490; Schaffer 1922: 55; WPA 1938; U.S. Bureau of the Census 1850-1910 [1850; 1860, 1870; 1880; 1900: population schedule] 1872; 1883; 1890; Register-Democrat 8/24/36; Portage Daily Register 3/25/1972; Sanborn-Perris Map Co. 1885; 1889; 1894; 1901; 1910; 1918; Portage Centennial Committee 1952).

The German: A Dominate Group in Nineteenth Century Portage
The German states sent the largest group of non-English speaking, European immigrants to the United States during the nineteenth century.  They in part became a numerically dominant emigrant group because the German states failed to regulate the departure of its citizens.  Since a German state did not form until the late nineteenth century and then only as a loose federation of adjacent states, the group of peoples identified as German is difficult to count.  The German states historically included those in portions of Holland, Belgium, Switzerland, and Austria as well as Poland, several Russian states, and the Baltic states.

German immigration to the United States remained low until 1845 and numerically rivaled other groups through the remainder of the century.  The immigration concentrated in three major periods.  The peak of the first period occurred between 1845 and 1855.  Most of the Germans in this period arrived from the southwest German states.  Few Germans arrived in Portage by 1850.  But, the 1860 census recorded a sizeable number, probably immigrating in the early to mid-1850s from the predominately Catholic southwest region of Bavaria, Baden, Wurtenberg, Saxony, and Hesse.  These groups also composed much of this first migration from Germany across other sections of the state.  But Portage settlers in the first period also came from the northwest state of Hanover and the northeast states of Prussia and Mecklenberg.  The greatest number came from Pomerania (Levi 1898: 354).  Much of the second period of German immigration to Wisconsin, which peaked between the end of the Civil War and 1874, came from the northwestern region of Germany.  Those settling in Portage came from the northwest states of  Holstein and Hanover in the 1870s and 1880s.  Others in this period also came from the northeastern Germany including Prussia and Mecklenberg as well as Bohemia.  Immigrating between 1880 and 1893, those in the third period arrived in Portage primarily from the northeast states including Mecklenberg.

By 1885, peoples of German origin or descent composed one-third of Wisconsin's population.  Reflecting state trends, the Germans remained the largest foreign-born group in Portage's population in the 1850s, 1860s and 1870s.  By 1900, the numbers of recent German immigrants coming to Portage declined considerably.  However, there was a high proportion of second generation Germans.  Thus, the Germans in Portage represented many of the German states and did not predominately arrive from a single region (Wyatt 1986 [vol. 1, settlement]: 2; McKay 1981: 41; Current 1976: 78; Nesbit 1973: 154, 264; 1985: 287-88; Schaffer 1922: 52-54; U.S. Bureau of the Census 1850-1910 [1850; 1860; 1870; 1880; 1900: population schedules] 1872; 1883; 1890).  

Like other European groups, the Germans emigrated to America leaving a rapidly changing economic order.  Industrialization jeopardized the economic status of craftsmen; land consolidation and rising prices threatened the position of the landholder and rapidly changed their agrarian order; crop failures added to these problems, political upheavals disrupted life; and the government became increasingly bureaucratic, extracting high taxes for its services.  Immigrants from the German states sought to ensure their economic future and escape changes which threatened their traditions.  Thus, once in Wisconsin, they cherished their freedom from government and quickly adjusted to changes in the ways they pursued their livelihood.

First created in 1852 and 1855, the Wisconsin Commission of Emigration reopened in 1867 as the second period of German emigration began.  The office remained in place through 1900.  Acknowledging the money, labor, and skills brought by immigrant groups, this office and the other agencies promoting settlement in the Midwest advertised Wisconsin's advantages in guidebooks and newspapers and facilitated their trip.  The literature emphasized the large quantities of unsettled, inexpensive lands, the growing communities requiring the services of craftsmen and businessmen, and the low state indebtedness (Nesbit 1973: 152, 155-57, 347, 353; Current 1976: 60; Wyatt 1986 [vol. 1, settlement]: 2; Nesbit 1973: 155-56; Levi 1898: 312-14; Jones 1914 [1]: 208).

German settlement in Wisconsin began along the eastern shores of the Great Lakes south of Green Bay.  Containing large, German neighborhoods, Milwaukee frequently served as a staging place for the dispersal of later German immigrants.  Settlement spread westward reaching Green Lake and Outagamie counties by 1848 to 1860 and moving to the west and north after 1860.  This settlement appears to have reached Columbia County in the early stages to this movement during the decade following 1850.  German settlement eventually spread into every Wisconsin county, displaying little preference for rural, village or urban environments (McKay 1981: 41; Current 1976: 78; Smith 1973: 441).

Although German settlement often clustered according to regional and religious affiliations, Portage contains populations from many of the German states and four religious groups associated with German-Americans, including the Lutheran, Catholic, Evangelical United Brethren, and the German Evangelical churches.  Portage's St. Mary's Church (305 W. Cook) served both Irish and German groups until 1877 when approximately 100 German families formed Xavier Church which once stood at the southeast corner of MacFarlane and W. Conant just north of St. Mary's.  This German congregation rejoined St. Mary's in 1907.   St. John's German Evangelical Lutheran Church began serving its German congregation in 1854.  Its 1874 brick church continues to stand at 701 MacFarlane.  The German Evangelical or Trinity Church held its services beginning in 1865 in the fire station at the site of the current city hall and erected its church at 602 W. Wisconsin in 1871.  The Evangelical United Brethren Church or the Portage Zion Evangelical Church formed in 1852 and built its church in 1871 at 233 W. Howard.  These German-American congregations frequently maintained the use of their native language until at least the second decade of the twentieth century.  St. John's Lutheran Church continued one service in German through 1944.  The German Evangelical Church held services in German into the 1930s.  Although the Portage Germans associated with many denominations, these churches provided a strong bond which crosscut and for most issues united the German community (Glad 1990: 77; Butterfield 1880: 630-33; Register Democrat 1946 [10/18: 3/1]; Trinity United Church of Christ 1985; St. Johns Evangelical Lutheran Church 1944; Portage Public Library n.d. [ca. 1965]; St. Mary's Church 1934).

Wisconsin's Bennett Law of 1889 required that all public schools use the English language.  This law was based on the strong Yankee faith in the powers of education, which in this case were intended to teach the foreign-born American traditions and assimilate them into the Yankee population.  Many public schools in communities with a high proportion of recent immigrants struggled with this law.  By ca. 1869,  Portage received enough German-born immigrants to add the German language to the public high school curriculum.  In communities where they held a considerable majority, ethnic groups often persuaded the public school boards to provide courses in their native language.  This policy appears to have continued through much of the nineteenth century in Portage, despite the Bennett Law.

However, the Bennett Law did not apply to the German parochial schools which taught a significant number of the German youth in Portage.  St. John's Lutheran Church founded its parochial school in 1865 and placed its 1884 brick school at the corner of W. Wisconsin, W. Franklin and Pierce (520 W. Wisconsin).  St. Mary's established its parochial school primarily for religious instruction in the early 1850s.  In 1866, it became the parochial school, teaching a full curriculum.  A former school building, now a dwelling, stands at 303 E. Conant.  The German press including the Columbia County Wecker  and the Rundeschau founded in 1874 and 1886 respectively.  They also preserved German identity and assisted their understanding of the dominate Yankee culture in the local area.  By 1909 and perhaps as early as 1901, its office was located at 114 W. Cook.  By 1918, it had moved to 233 W. Cook (Jones 1914 [1]: 143, 207-208; Nesbit 1973: 349, 354; Columbia County Historical Society 1982; Portage Daily Register 7/2/52; St. Mary's Church 1983; St. John's Evangelical Lutheran Church ca. 1934).

Because of the size of the immigrant German population, the group strongly influenced the political orientation of the state.  Since the Germans did not support such issues as temperance and abolition, they generally favored the Democratic Party.  Liquor control laws such as the Graham Law of 1873 did not receive German support.  It interfered with their cultural traditions as well as their ability to pursue their personal rights, which many had immigrated to protect.  The social consumption of beer in conjunction with other group activities such as music and dancing in German meeting halls was an important component of the German tradition.  While temperance groups did form in Portage as noted in the discussion of Yankee settlement, it was overtly not a central local issue.  The size of the German population and the dominance of the brewing industry in the city most likely reduced the impact of this issue.

The Germans also participated heavily in their own style of American voluntary organization.  They maintained ties among each other through church groups, the Turnverein, militia units, German Democratic associations, benevolent associations, the German Masonic Lodge, Odd Fellows, and musical groups.

The Turnverein advocated the maintenance of mental as well as physical well-being.  The group often constructed Turner Halls in which to hold activities which included sports such as bowling and gymnastics, musical presentations, lectures and debates, and informal gatherings in their beer hall or gardens.  Although a Turner Hall has not been identified, the Turnverein formed in Portage in 1877.  The Odd Fellows was founded in Portage in 1854 with Yankee and German members.  As it became a generally German-speaking group by 1862, the Yankee members slowly withdrew and formed their Wauona Lodge in 1867.  The German group may have held its meeting above the Eulberg beer hall after 1881 (137-139 W. Cook).

German musical societies in Portage included the Liederkranz Society formed in 1856.  It opened a select school of music with a German teacher between approximately 1864 and 1872.  The group held its school in a former store moved to the northwest corner of Clark and W. Conant, the site of 201 W. Conant.  Then moved to the northeast corner of Clark and W. Pleasant, the building later served as the city hall, which was replaced by the current building.  The society also sponsored annual balls by the 1860s and played for Portage's July Fourth celebrations in the 1870s.  This society may have also met in the hall above 137-139 W. Cook.  Organized locally in 1913, the German Verband was a patriotic society which strove to further German interests in the United States.

Other German voluntary organizations included the German Protestant Cemetery Association, organized in 1862 to provide a location for the burial of indigent Germans in the Silver Lake Cemetery (Cemetery Road).  In 1877, John Von Gonten representing the German Protestant Lutheran Cemetery Association purchased the location of the current Oak Grove Cemetery (Cemetery Road).  By 1927, the cemetery had acquired its current name.  Between at least 1890 and 1916, the German Pasture Association owned outlot 149 north of the Wisconsin River and just west of the city.  Oblique references to this group suggest that German households within the organization possessed the right to pasture their livestock on the land and perhaps hired an individual to supervise them (Appendix B, Maps Y and EE).  Some low-level conflict between the Irish and German surfaced in the formation of voluntary groups.  In 1874, the city purchased the Champion Fire Extinguisher, and the Excelsior Engine Company No. 2, primarily a German group, organized to operate the equipment.  In 1877, the Silsby Steamer Company No. 3, composed primarily of Irish immigrants, was also founded to run the same equipment.  The two groups competed in fire fighting exercises and other activities.  Beyond this competitive interaction, overt conflict between the two groups, however, were not identified.

Several crafts and industries were traditionally associated with German immigrants in the state.  The lager beer industry was frequently established in Wisconsin community by Germans immigrants.  Hettinger and Haertel, both German, founded Portage's lager beer industry which grew to become one of the city's major enterprises.  Established in 1852, the Haertel or later Eulberg brewery, operated a hall at 137-139 W. Cook, which continues to stand.  John Hettinger established the Fort Winnebago Brewery in 1849.  The Epsteins expanded the brewery after their purchase in 1876 and also operated a beer hall.  A more recent hall with one remaining portion of the industrial complex stands at 401-403 E. Edgewater.  These halls served as a primary meeting place for German community.  The Portage tailors, many of whom were German, formed the Portage Journeymen's Tailor Association in 1890.  It functioned as a union supporting a strike in 1894 and as a brotherhood offering social companionship and recreation.  The minutes of this organization were written in German.  The group formed at one of the Liederkranz halls at 216 E. Wisconsin which no longer stands.  Many of these groups were dedicated to the preservation of certain elements of the German culture.  But, they often also assisted with the introduction of  German immigrants into the American culture (Wyatt 1986 [vol. 1, settlement]: 2; Nesbit 1973: 155-56, 174-75; 1985: 301-02, 503; McKay 1985; Levi 1898: 312-14; Register-Democrat 8/24/36; 2/25/1948; Portage Daily Register 7/2/1952: 8; 8/17/1959; 3/7/1961; 2/28/1970; 7/11/1970; Butterfield 1880: 659-61; Foote, C.M. & Co. 1890; Brooks 1916).

German settlement tended to cluster in neighborhoods of both large urban and rural areas, but not usually in small cities. The 1860, 1870, and 1880 population censuses indicate some clustering of the German-born population in ward 1 of Portage.  Additional concentrations occurred in Ward 2 in 1860.  There was also a clustering of Pomeranians households in Ward 5.  By 1900 as second generation Germans began to dominate Portage's population, such clustering disappeared (McKay 1981: 37, 41, 43; U.S. Bureau of the Census 1850-1910 [1850; 1870; 1880; 1900: population schedule]; Register Democrat 2/2/1924).  When  it existed at all in ethnically mixed, small cities, such exclusiveness in ethnic neighborhoods began to disappear across Wisconsin at the turn of the century (Nesbit 1973: 348-49).

German groups did attract animosity from their Yankee neighbors.  The Yankees founded their new communities to build their own wealth, not to create a free and open society for late-comers.  Equally conservative, the German came to improve economic circumstances but rarely to alter their basic traditions.  Much of this friction centered around prejudice against the Catholic Germans by American Protestants.  The Yankee generally saw the relatively rigid hierarchy of the Catholic religion as anti-democratic.  The tension between ethnic groups and the native-born tended to appear rather subtly at the local level.  Newspapers which might report such conflicts were also the local mouthpiece, attempting to attract  immigrant groups to build their communities.  Although the anti-German sentiment became submerged by the issues of the Civil War, it resurfaced in the 1870s.  Portage's Ancient Order of Mendotas formed in 1876 and the Portage Temple of Honor founded in 1875 also directed its propaganda against the German population.  But, these groups often catered as much to the social needs of its members as to the issues about which they formed.  However, the American Protective Association which existed briefly in Portage by the turn of the century had a clear dominate goal, aiming its prejudice against German Catholics as early as  the 1850s and later.  As with the Irish, the animosity between the German and Yankee groups may have also derived in part from the threat of growing numerical dominance by immigrant group as from religious differences.  And, not all Germans associated with the Catholic faith.

By 1895, the foreign-born composed 30.7% of the state's population to which the German contributed the largest share.  But in communities such as Portage, which were initially established by the Yankees, Germans were forced to learn English and adapt to the prevailing economic organization and government.  Thus, despite the definition of the German as a separate religious group, the ill-defined clustering which occurred generally disappeared by the end of the century.  While the ethnic tension subsided by the end of the nineteenth century, it became pronounced across Wisconsin during World War I.  Strong anti-German sentiment evident during World War I ended the practice of many German-American traditions in Wisconsin.  However, the precise effects of these trends during both world wars was not clearly documented for Portage (Wyatt 1986 [vol. 1, settlement]: 2; McKay 1984; Nesbit 1973: 174-75, 243, 252, 346-349; 1985: 339, 354; Glad 1990: 3; Ogle, Geo. A. & Co. 1901: 316).

During the second half of the nineteenth century, Portage's population was dominated by the Yankee, German, Irish, and British.  Since the traditions and language of the British paralleled the dominate Yankee culture fairly closely, this group soon lost its identity after initial settlement.  In general, the Irish and German often remained socially and sometimes physically separate from the native-born American.  Although the native-born wished to Americanize these groups, to mold them or their children into Yankees, the foreign-born preferred to maintain their own blend of traditions wholly belonging neither to the Yankee or the country from which they emigrated.  The Irish remained separated primarily by their Catholic religion and in the late 1830s to early 1850s by their poverty.  The German formed a clear subgroup in the population based on sharing several common religions, education, language, voluntary organizations, and several distinctive enterprises.  The church, in particular, through its own schools and its maintenance of the German language provided a means of ethnic identification.  Despite the efforts of the German ethnic group to sustain native cultural elements and the Yankee's rejection of these traditions through their voluntary organizations and the political process, the Germans were slowly assimilated.  World War I merely ensured the rapid disappearance of German culture traditions (Nesbit 1973: 357; 1985: 365; Current 1976: 550-55).

Part 2: ECONOMIC GROWTH: MILITARY SETTLEMENT TO REGIONAL COMMERCIAL CENTER
CHAPTER 4: 

THE BEGINNING OF LONG-DISTANCE TRANSPORTATION AT THE PORTAGE: THE PORTAGE CANAL
Portage served as a center of transportation for central Wisconsin.  The community developed at The Portage that served as a critical link between two waterways during the fur trade era, and sat astride the Portage Canal uniting the Fox and Wisconsin into a continuous waterway joining the Great Lakes and Mississippi.  By the mid-1830s, it was positioned along the Military Road joining Green Bay and Prairie du Chien at opposite sides of the state.   A local plank road connected Portage to its southern hinterlands. And, by the mid-nineteenth century, it stood at the juncture of several main railroad lines.  The presence of The Portage, the watershed between two major trade thoroughfares, established the location as an essential link in the fur trade as early as the late seventeenth century and by the end of the eighteenth century as a significant trading point.   During early settlement in the late 1820s and early 1830s, speculators and businessmen promoted the development of transportation systems across the state.  The railroad had not yet proved to be a viable system for long-distance transportation.  Despite the brief popularity of the plank road, the technology for road construction remained dormant until the twentieth century.  Since waterways had traditionally carried long-distance travel, promoters focused on the development of this resource. 


The Geography of the Portage Canal

The rather unique geographical setting at The Portage (Appendix B, Map F)  in the Fox River-Great Lakes-St. Lawrence to Wisconsin-Mississippi river system and its central role in transportation of furs and goods during the fur trade stimulated the development of the Fox-Wisconsin Waterway for navigation by steamboat as this form of transportation developed in the 1820s and 1830s.  During the period of the waterway’s initial conceptualization, the State of New York began the Erie Canal project, which would provide an additional avenue for trade to the East from the Great Lakes region.  This project stimulated great interest in canal development in states in the Great Lakes region.

The improvement project for the Fox-Wisconsin Waterway (Appendix B, Map NN) encompassed four components along its physically distinct sections: the Lower Fox between Green Bay and Lake Winnebago, the Lower Fox between Lake Winnebago and the Portage Canal, the Portage Canal, and the lower Wisconsin between Portage and the Mississippi River.

The Lower Fox River flows from Lake Winnebago in two channels at the north end near the cities of Neenah and Menasha to Green Bay.  The government dam at Menasha controls the depth of the water flow along the Lower Fox.  Lake Winnebago serves as a storage reservoir for the maintenance of navigation and power during periods of low water and for the reduction of the level of spring floods.  This section drops an abrupt 168' in 39 miles between Lake Winnebago and Lake Michigan at Green Bay.  Between 300' and 3,000' in width, it flows between high banks and crosses eight sets of rapids.  Because of this significant drop in elevation and the rapids, the improvement of the Lower Fox resulted in the gradual development of a slack water system in which the natural fall of the river was altered to a series of steps by the construction of dams that created pools between them.  Short canals with one or more locks lifted boats around the dams between the pools.  Seventeen locks provide access around the navigation and power dams.  The Lower Fox flows through an urbanized area, connecting Neenah, Menasha, Kimberly, Little Chute, Combined Locks, Kaukauna, De Pere, and Green Bay.  Its dams provided power to pulp and paper mills and other industries of the lower valley (U.S. ACE [Report] 1839-1963 [serial 1278, S. Doc. 16, 1867: 2; serial 9664, H. Doc. 212, 1932: 5-6]; Whitbeck 1915: 17-19).

Connecting the Portage Canal to Lake Winnebago at Oshkosh, the Upper Fox flows for a distance of approximately 137 miles and descends relatively gradually, a total of 40'-0" or 5" to the mile (Appendix B, Map NN).  The Fox River originates in the marshes in northeast Columbia County, northeast of Portage.  It curves northwest toward Portage where it abruptly turns northeast toward Green Bay within 2 miles of the Wisconsin River.  Placed in a rural setting of fields, marshes, and wooded areas, this portion of the Fox meanders through a level, glacial landscape which includes peat marshes, muck, and fine loam with poor drainage.  Several small communities of Omro, Eureka, Berlin, Princeton, Marquette, Montello, Packwaukee, and Endeavor are located along it.  Originally, navigation of the Upper Fox was to be accomplished by dredging and cutting channels across the sharp bends of the river.  When this approach failed to maintain an adequate channel in the sandy river bed of the Upper Fox, the construction of low, navigation dams established the slack water system along it in the 1870s (Kabat 1957: 18; Whitbeck 1915: 14).

The Wisconsin River flows generally south from its source in north central Wisconsin, curves abruptly southwest and away from the Fox River at Portage, and runs southwest 118 miles to the Mississippi River at Prairie du Chien.  The Wisconsin River lies 6' to 7' higher than the Fox River at normal flow.  For this reason, water moves east through the Portage Canal from the Wisconsin to the Fox.  Before the construction of levees along its banks, the Wisconsin flooded the lowlands and occasionally flowed across The Portage into the Fox during high water.  Prior to the construction of dams in the twentieth century, the Wisconsin River was a shallow river with multiple channels separated by small islands.  One of these channels retained a depth of 5' to 6', but it usually followed a crooked and changing course.  The Wisconsin River flows over a bottom of course sand.  Although its sand bars were generally permanent in their location, they altered frequently in size, shape, and depth of water above them. A navigation channel along the Wisconsin River section was to be created by the construction of wing dams and dredging.  Its sandy bottom, shifting sand bars, and the sinuous course of the channel finally frustrated the development of a navigation system along it in 1884 (General Engineering Co., Inc. 1991: 5; U.S. ACE [Report] 1839-1963 [serial 1278, S. Doc. 16, 1867: 27]; Meindl 1991: 9).

The 2.12-mile Portage Canal, located north of the route historically designated as The Portage, connected the two rivers of this navigation system (Appendix B, Map JJ, KK).  Encompassing 36.07 acres, the canal property was listed on the National Register of Historic Places in 1977 (Wisconsin HPD 1973-1994 [1977]).  The Portage or Wisconsin River lock is located at the west end of the canal (Appendix B, Map LL) and is incorporated into the Portage Levee (Appendix B, Maps LL and AA) which follows the east bank of the Wisconsin River in the City of Portage and in the towns of Lewiston to the northwest and Pacific to the southeast.  The precise width of the right-of-way along the canal property has been periodically questioned, primarily because of encroachments upon it.  Giving the state title to the property, the Wisconsin Board of Public Works selected the right-of-way for the canal from lands granted by the federal government on July 3, 1851.  Additionally, in September 1853, 36.07 acres on both sides of the Fort Winnebago Lock were reserved for waterpower from the sale of the Fort Winnebago United States Military Reservation (U.S. ACE 1958-59) (Appendix B, Map Q).

The United States eventually regained the canal property from the state and its assigns through a deed dated September 18, 1872, from the Green Bay and Mississippi Canal Company.  L.M. Mann, assistant engineer of the Army Corps of Engineers, surveyed the tracts in 1901 (U.S. ACE 1901).  His report described the then approximately twenty-two acre Canal Reservation and the 190-foot wide right-of-way along the canal which extended southwest from the canal reservation to the Wisconsin River (Appendix B, Map AA).  In the city limits, the canal right-of-way extended 40 feet on the left and 150 feet on the right side of the inside top of the towpath along the north or left bank.  The original description included a reference to a towpath, probably placed along the north bank of the canal.  (Schultz 1941; East Central Wisconsin Planning Commission 1948-85 [file: Portage Lock Correspondence]).  The U.S. Army Corps of Engineers transferred the canal property by quitclaim deed in 1961 and 1972 to the state.  The deed described: "A strip of land including the United States Canal and 190 feet wide [tract]..." (Wisconsin Department of Natural Resources (WDNR), Southern District 1946-92 [File: Portage Canal, 1979-81]; WDNR, Facilities and Lands 1958-97 [file: Portage Canal, 1958 copy of doc. 308165, p. 71, vol. 288, Columbia County Register of Deed]).  Governor Lee Dreyfus directed the Wisconsin Department of Natural Resources (WDNR) to complete a certified survey in 1981.  Completed June 21, 1983, this survey conducted by Bridwell Engineering Company, Inc., Madison, provided a right-of-way of 75 feet across the canal property from the centerline of the Fox River to the north line of the Wisconsin River including a total of 21.2 acres (Bridwell 1983).


The Significance of the Portage Canal  
The historical significance of the Portage Canal lies not in whether it succeeded financially as a carrier of goods from and through the Fox Valley, but in what the structure represents.  It gains National Register significance as part of the Fox-Wisconsin Waterway.  As part of the waterway, the canal is historically associated with several related areas of water resource policy and transportation.  State, private, and federal agencies developed the waterway in the third quarter of the nineteenth century to construct a transportation corridor connecting the Erie Canal and Great Lakes.  During its original conceptualization, waterways were the only transportation mode to move large quantities of goods relatively cheaply.  The Fox-Wisconsin Waterway was one of several connecting waterways between the Great Lakes and Mississippi under consideration in the 1820s and 1830s.  Because the direct role of the federal government in transportation improvements remained a constitutional dilemma until the Civil War, the states and less often private enterprise served as the primary agencies in waterway improvements.  During this period, the Army Corps of Engineers (Army Corps) completed studies determining the feasibility of navigation and occasionally constructed the improvement but did not usually engage directly in the operation of such projects until after the mid-nineteenth century.  The federal government also lent support primarily through the donation of lands whose sale would fund the improvement.  After the Civil War, navigation became a recognized area of federal involvement.  The development of the Portage Canal and Fox-Wisconsin Waterway reflected this shift in policy.

During the canal's initial conception and development in the 1820s into the early 1850s, a waterway connecting the Great Lakes to the Mississippi River appeared to provide the most efficient method to transport goods and settlers to the Upper Midwest.  The construction of canals and improvement of waterways were heavily promoted and developed between 1815 and the 1850s as significant settlement and commercial development required transportation improvements.  The growth of commercial wheat agriculture and trade centers in Wisconsin depended on the movement of goods across the Great Lakes to eastern markets (Taylor 1951: 169; Wyatt 1986 [vol. 2, sec. 2, transportation]: 1-3).  Before the rapid displacement of water transportation by the railroad which occurred in most areas during and immediately after the Civil War, water routes remained a reasonable means to move bulk goods.

When the Wisconsin River did not prove susceptible to navigation improvement in the 1880s and the Fox-Wisconsin Waterway would no longer connect the Great Lakes to the Mississippi, the U.S. Army Corps of Engineers developed and maintained the Fox Waterway to provide low cost, local transport of goods to and from central Wisconsin.  The Portage Canal then became the west end of the waterway.  Although carrying limited cargo by the late nineteenth century, the Fox Waterway and similar local waterways were viewed as significant by contemporaries because their lower rates helped reduce railroad costs.

Shortly after the turn of the century and especially during World War I, the railroad lines failed to provide adequate facilities for the transport of goods  between America's major trading centers.  The federal government encouraged the reintroduction of bulk commodity shipment by water and began the development of deep channel waterways adequate for the movement of contemporary vessels.  The government first introduced this improvement to the lower and later to the upper Mississippi and the Illinois River.  Local spokesmen also advocated a similar program for the Fox and Wisconsin in the 1920s. The existing concrete Portage Lock which was built between 1926 and 1928 was constructed so that it could serve as part of a deep waterway channel.

Additionally, the Portage Lock provides an important link in the Portage Levee system which protects the City of Portage and adjacent towns of Lewiston and Pacific from flooding by the Wisconsin River (U.S. ACE, St. Paul District 1992 [1993-94]: 6).  The development of the Portage Levee is typical of the piecemeal local, state, and federal flood control programs which emerged during the nineteenth and early twentieth centuries.  The federal government only gradually acknowledged its role in the flood control as well as other water management issues as the twentieth century progressed.  Flood control along the Wisconsin River at Portage shifted from the action of local agencies to the occasionally uncoordinated involvement of local, state, and federal agencies, to oversight primarily by the state, and finally to local, state, and federal cooperation.


The Development of The Fox-Wisconsin Waterway: 1820s-1872
The Portage
The Fox-Wisconsin Waterway was a vital transportation corridor for Europeans engaged in the fur trade as early as the late seventeenth century.  As the fur trade waned between the late 1830s and 1850s, it continued to carry goods for the fur trade and military as well as early merchants and settlers.  The most common conveyance along the waterway remained the Durham boat, a vessel that could be portages over rapids and The Portage.  By the 1820s, steamboats were introduced to Mississippi and Great Lakes navigation, and the Fox-Wisconsin retained its importance as a means to goods to these points, as a more direct route than the ocean voyage from the mouth of the Mississippi, and as a north route to prevent spoilage of furs (Fonda 1907 [1828}: 235).  A semi-permanent settlement of traders and merchants became established at The Portage in the first decade of the nineteenth century.  Before the military became established at The Portage in 1828, Henry Schoolcraft and James Duane Doty accompanied Governor Lewis Cass of Michigan Territory examined the territory that he governed in 1820.  Cass with Captain David Douglas Bates, topographer of the Army Corps of Engineers, returned to Detroit along the Mississippi, up the Wisconsin, and across to the Fox River, examining the area for navigable waterways (Smith 1973 166-68; Larson 1979: 6-7-11; Tweet 1984: 37; Turner, F.J. 1889: 83, 85; Merrell 1908 [1876]: 370).

Early Promotion of the Portage Canal and the Fox-Wisconsin Waterway: 1828-45
Beginning as early as the late 1820s while apart of the Michigan Territory, the promoters of the Fox-Wisconsin Waterway sought a reliable system to ship their products to eastern ports: to carry lead to the Great Lakes from the southwest mining district; to transport bulk agricultural products, particularly wheat, to the Great Lakes ports; and to move other natural resources such as timber.   Few shipments of grain came east from Wisconsin as western wheat from other states and territories bordering the Great Lakes entered the Port of Buffalo at the west end of the Erie Canal grew from 3,640 bushels in 1829 to 500,000 bushels in 1837.   The expense of freighting wheat, the main cash crop, long distances across what were essentially trails in south central and southeast Wisconsin to the lake ports was almost prohibitive.  Freighting absorbed much of the income derived from its sale.  Wisconsin farmers as well as shippers of other natural resources such as timber and wood products required some form of inexpensive, long distance transportation to survive.  Beginning by 1822,  lead shipments, for example by Henry Dodge and Daniel Whitney at Helena, went to forts Winnebago and Howard, Detroit, and Buffalo.  Since Missouri lead dominated the Mississippi market, Wisconsin lead tended to travel east across Wisconsin either by this route or, especially in the late 1830s and early 1840s, by wagon to Milwaukee. Whether or not large quantities of lead in fact went along the Fox-Wisconsin route (see Clark 1955: 5), it was a sufficiently valued commodity about which to initiate the promotion of the waterway.

In 1834, the transportation of Henry Merrell’s goods between New York City and The Portage required six weeks. This journey presumably brought the goods to Buffalo via the Erie Canal, transported them to Green Bay on a schooner rather than a steamboat which only went to Detroit, and included a contract with Alexander and Irwin to move them by Durham or flat bottom boat along the Fox River to The Portage.  This journey required portaging the goods at several locations (Merrell 1908 [1876]: 367-68, 370-71).  It was not until 1836 that the territory gained Military Road uniting Fort Howard with Fort Winnebago and Fort Crawford, which served as one of the few main transportation corridors across the territory (Center 1833).  Despite its improvement, these roads became impassable wet weather and rutted in dry.

Lacking adequate local markets for their products, adjacent states along the Great Lakes would invest heavily in waterway improvements between 1815 and the 1850s to resolve long-distance transportation problems.  In the late 1820s and early 1830s, Wisconsin's inland waterways did not provide reliable transportation without such improvement.  Hazardous travel along the Wisconsin with its periodic low water and shifting sands, the marshy portage itself, and the rapids of the lower Fox presented serious obstacles to shipping along the Fox-Wisconsin Waterway.  Shipping on the Fox by the 1820s and through the 1830s as Merrell’s experience portrays continued to be limited to canoes and Durham or flat bottom boats which could be portaged around the rapids and across the portage.  By the early 1840s, small steamboats appear to have pulled these boats along navigable portions of the Fox River, principally Lake Winnebago.

To provide such a corridor, Captain T.J. Cram outlined three alternative routes connecting the Mississippi with the Great Lakes in his 1840 report following his survey (Appendix B, Maps F and G): 1) from the Mississippi River, along the Wisconsin River, to "The Portage," and along the Neenah or Fox River to Green Bay; 2) from the mouth of the Rock River at the Mississippi, up the Rock River to its head of navigation, by canal to the south bank of Lake Winnebago, and up the Fox River in Wisconsin to Green Bay; and 3) from the mouth of the Illinois River at the Mississippi, up the Illinois River to its head of navigation, by a canal along the unnavigable portion of that river and the portage, and to the southwest shore of Lake Michigan through the site of Chicago.  Cram recommended sufficient improvement to permit the use of steamboats along the chosen route (U.S. ACE [Report] 1839-1963 [serial 359, S. Doc. 318, 1840: 2-3).  

Promotion of all these routes between the Mississippi and the Great Lakes diffused state and federal governments’ attention among these projects that then competed for their funding.  The first alternative, the Fox-Wisconsin Waterway, was heavily promoted. The State of Illinois began the improvement of the third alternative by building a portion of the Illinois and Michigan Canal connecting Lake Michigan with the Illinois River beginning in 1836.  The state's financial plight in the late 1830s delayed the completion until 1848.  Byron Kilbourn, town promoter and civil engineer, championed a variation of Cram’s second alternative.  Receiving a charter in 1837, this route connected the Great Lakes to the Mississippi by the Milwaukee and Rock rivers with a forty mile, intermediary canal.  Lead from the mines of southwest Wisconsin was to be shipped over this route to Milwaukee.  In 1838, Captain Cram had also investigated its feasibility.  In the same year, Congress provided support for the Milwaukee and Rock River Canal through a land grant of alternating sections which totaled 165,000 acres.  Between 1839 and 1842, one mile of canal and the North Avenue Dam along the Milwaukee River were constructed, but the project went further and eventually powered nearby industry (McKay 1993d: 31).  A second variation of the Rock River alternative promoted by territorial Governor James Duane Doty linked the Rock River to Lake Winnebago and the Fox River at Fond du Lac (Appendix B, Map G).  A land speculator in the area of Fond du Lac, Madison, and other town sites along the Fox, Doty held a vested interest in the Fox to Rock River route.  He also considered connection of the Fox River with the Wisconsin via Duck Creek which empties into the Wisconsin south of Portage (Mermin 1968: 4, 6, 10-12, 194-95; Larson 1979: 49, 73-74; Wisconsin Governor [Executive Records] 1840-1914 [1863-68, file 2, box 10]; U.S. ACE [Report] 1839-1963 [serial 359, S. Doc. 318, 1840: 2-3, 16-23; serial 346, H. Doc. 102, 1839: 1-11
; serial 347, H. Doc. 175, 1839: 1-4
]; Smith 1954: 181-89).

Thus, prior to the 1850s, improved waterways constituted the only viable alternative for long distance shipment of bulk loads.  Recently completed in 1825, the success of the Erie Canal provided the solution, and the rampant speculation of the era supplied the impetus to complete such experiments.  Town site promoters, land speculators, early industrialists, businessmen, and politicians, often the same individuals, with Wisconsin's farmers pressed the territorial and federal governments for river improvements.  Daniel Whitney and Morgan L. Martin with others of Green Bay lobbied for the improvement of the Fox-Wisconsin Waterway as early as 1829.  During the territorial period, Congress received a relatively constant flow of memorials requesting support for the improvement of the Fox-Wisconsin Waterway from the legislatures of the territory of Michigan and the territory of Wisconsin, established in 1836.

Martin and Whitney proposed the improvement of the Fox with channel excavation and a slack-water system of dams, canals circumventing the rapids, and lift locks to overcome the drop between The Portage and Green Bay.  They supported the excavation of a canal across the 1.5 mile wide portage and recognized the need to complete limited channel improvements along the Wisconsin.  In the speculative era of the 1830s, Whitney and Martin were able to promote and raise funds for the improvement through a number of schemes which ultimately relied on the largess of the federal government to support a public thoroughfare (Smith 1973: 448-49; Childs 1906 [1855]: 183; Butterfield 1880: 589; Meindl 1991: 13, 18; Mermin 1968: 17; Libby 1895a: 306-10, 313, 316; 1895b: 338, 344, 357-58; Taylor 1951: 154; Clark 1955: 3-5; U.S. ACE [Reports] 1839-1963 [serial 346, H. Doc. 102, 1839: 8-9]
).

The Portage Canal became the initial emphasis of the Fox-Wisconsin Waterway improvement project.  A public meeting at Green Bay petitioned Congress to improve the waterway in 1829.  Guided by Morgan L. Martin, the Summit Portage Canal Company and Road Company was incorporated under the laws of the Territory of Michigan with a capital stock of $10,000.  The company proposed to construct a canal and adjacent turnpike road between the Fox and Wisconsin.  The Michigan Territory incorporated the company in 1829.  By January 1834, it proposed to excavate a canal 5' below the surface of the Wisconsin River, 28' feet wide at its base, and 33' wide at its surface.  After numerous time extensions, this company proved unable to fulfill its commitments.  The only professional engineers to guide their efforts at that time were in the Army Corps (Mermin 1968: 17; Meindl 1991: 19; East Central Wisconsin Regional Planning Commission 1948-85 [letter, 2/4/48 from R.A. Wheeler, Chief of Engineers Office]; Martin 1888: 403; Fox-Wisconsin River Improvement Company 1829-51: 1-6; Bambery Papers 1866-1960 [copy of articles of incorporation, 10/23/1829]).

In March 1834, the Michigan territorial legislature incorporated the Portage Canal Company to accomplish the same task as its predecessor.  Shareholders included Daniel Whitney, John Lawe, Henry Baird, and John Arndt.  While constructing the shot tower in Helena in 1835, Benjamin Webb, a representative of Daniel Whitney, sent John Wilson with sixty men to dig a canal across The Portage approximately along Wauona Trail.  High water ended their activity.  The effort produced what was described as a two-foot wide by one-foot deep ditch sufficiently deep to accommodate canoes (Libby 1895a: 307; 1895b: 345-46; Meindl 1991: 19; Martin 1888: 403-04).  However, a group of merchants did privately begin the construction of a wooden lock and dam at De Pere in 1835.  Completed by 1848, this improvement eventually became incorporated into the Fox Waterway.  Associated with John Lawe, the Fox River Hydraulic Company existed briefly between 1836 and 1838.  Its goal had been to construct a 4' deep by 20' to 36' wide canal with a 4' lift lock across The Portage (Meindl 1991: 19; Mermin 1968: 2; Fox-Wisconsin River Improvement Company 1829-51: 7-15, 37-39).

Whitney with eastern capitalists, some of whom were also trustees of the Wisconsin Shot Company including DeGamo Jones, Sheldon Thompson, Robert McPherson, and S.P. Griffith, reorganized the Portage Canal Company in 1838.  This same group claimed ownership of the Grignon Claim in Portage for a brief period (Appendix B, Map I) (Anonymous n.d. [map]; Butterfield 1880: 610; Martin 1888: 403-04).  The company received estimates for completion of the canal and locks from Benjamin Wright associated with the construction of the Erie Canal, Daniel Whitney of the company, and Orlin S. Trusdell of Madison.  In 1838, Trusdell began the 7'-6" deep by 30' to 50'-wide canal with a single timber lock of 35' x 140'.  These improvements totaled $10,000.  Although work ceased as the depression of the late 1830s continued, the company remained in existence until at least 1842 when it maintained a warehouse at The Portage.

In 1838, Morgan Martin with support from Brown County citizens continued to promote the project to the territorial legislature.  The legislature responded with two memorials to Congress.  The memorials emphasized the military and commercial importance of the waterway to substantiate the request for a land grant of odd-number sections along five miles of the banks of the Fox.  The legislature also sought a parallel grant for improvement of the Rock River and funds to remove obstructions from the Wisconsin River and improve the Mississippi River.  Similar memorials by the legislature were repeated between 1839 and 1846 (Mermin 1968: 4-5; Libby 1895b: 339; Meindl 1991: 19; Fox-Wisconsin River Improvement Company 1829-51: 42-67; Bambery Papers 1866-1960 [copy of articles of incorporation, 3/7/34, 6/20/38, 1/13/1840]).

In the interim, the War Department completed surveys along the Fox and Wisconsin rivers and across The Portage to establish the most practical method of improvement.  Lieutenant Alexander J. Center began a survey which included six miles of the Fox River near Green Bay in 1836.  Colonel John B. Petitval of the Topographical Engineers completed a brief survey of the Fox River in 1837.  In it, he described the physical characteristics of the different sections of the river including the locations of significant navigation obstacles.  Petitval gave limited support to the improvement of the Fox-Wisconsin Waterway, warning that the canal across The Portage would be a costly undertaking.  He also described the two other routes competing for federal support, the Illinois River as well as Rock routes described above in the same report (Appendix B, Map G) (U.S. ACE [Reports] 1839-1963 [serial 346, H. Doc. 102, 1839: 5-11]).

At the request of the War Department in 1838 and in response to numerous petitions from the citizens of Wisconsin, Congress appropriated funds for a second survey which was conducted by Captain Thomas Jefferson Cram of the Corps of Topographical Engineers in 1839 (Appendix B, Map G).  Cram, who was then stationed at Racine, surveyed the Fox but not the Wisconsin River.  He strongly supported the Fox-Wisconsin Waterway in favor of the improvement of the Rock and Illinois rivers.  His 1840 report pinpointed the locations for the locks, dams, and canals to overcome the rapids and 169 foot drop between Lake Winnebago and Green Bay.  Lock chambers were to measure 30 by 110 feet, and canals were to reach 5' deep, 40' wide at the bottom, and 55' wide at the surface.  Dams were to be constructed at each of the rapids.  He recommended locks and dams at De Pere, Kaukauna, Combined Locks, Rapide Croche, Little Chute, Appleton, and the Winnebago Rapids.  Cram advised the removal of sharp curves, bar deposits, and trees at the banks along the Upper Fox River, but he did not recommend the construction of locks and dams.  His report indicated a new location for the proposed 7739' long x 40' to 55' wide Portage Canal to the north of the 1835 effort.  Cram advised the construction of a lift lock at the Fox River end and a guard lock at the Wisconsin River end of the canal to prevent flooding of the canal from the Wisconsin River and protection of the banks of the canal.  He estimated the modifications along the Fox at $448,470 and provided no cost estimate for the improvement of the Wisconsin River.  Cram acknowledged that low water along the Wisconsin inhibited navigation because of its shifting sandbars and suggested that boats of a small enough size could be constructed to overcome the problem (Appendix B, Map F) (U.S. ACE [Reports] 1839-1963 [serial 490, H. Doc. 551, 1846: 1-18; serial 1744, H. Doc. 1, pt. 2, 1877: 208-10 and map]).

Cram recommended the route’s construction because of the military and economic importance of a waterway connecting the Great Lakes to the Mississippi for not only Wisconsin but for adjacent states and those west of the Mississippi.  The supervising committee for the survey recommended public support of the project through a series of land grants.  The Cram study which included the optimistic recommendations about navigation on the Wisconsin and the low estimates for the cost of improvement guided the engineering approach to the improvement project for the next twenty to thirty years (Meindl 1991: 19; Wisconsin DHP n.d. [memo from Richard W. Henneger, 3/31/76]; Mermin 1968: 5-10; Schaffer 1937: 82-91; Libby 1895: 345-46; Smith 1954: 188; 1973: 455-57; Raney 1940: 109; WPA 1938: 40-41; Larson 1979: 38-39, 48-49).

Between 1838 and 1846, there were a continuous stream of petitions for federal assistance (Mermin 1968: 10-11, 56) including those of James Doty who maintained public interest in the project during the territorial years.  In 1844, Senator Nathaniel P. Tallmadge, land speculator in the area of Fond du Lac and possessing a vested interest in improving its value, collaborated with Doty, also a large land holder, to introduce a bill to Congress for the waterway project.  It provided for a land grant of alternate sections of land two sections in width or 320,000 acres along the Fox and the Portage Canal.  The federal lands were to sell at $2.50 per acre.  The bill was much debated and supported by legislative memorials from the territory  in 1844 and 1845.  An added appeal to overcome federal constitutional scruples against funding for transportation for local areas became its use to convey troops and munitions to the western frontier.  Much debated in 1844 and 1845, the bill became attractive as war with England over the Oregon Territory had become a real concern in the mid-1840s.  Morgan Martin replaced Tallmadge in Congress as proponent of the bill in 1845.  Congress authorized the bill for the waterway with little debate in the summer of 1846.  The next step was for the state to achieve statehood (Mermin 1968: 13-18; Schaffer 1937: 97).

Advocates for the Fox-Wisconsin Waterway pressed Congress for its improvement during the speculative era following the completion of the Erie Canal in the late 1820s and early 1830s.  This high level of support for internal improvements encountered in Wisconsin was typical for the times.  The need to move goods along a through-route from the interior of Wisconsin to the expanding eastern markets so that its farmers and fledgling industry might prosper provided great impetus.  However, as planning for the improvement progressed, federal funding became limited during the Jackson Administration in the 1830s and 1840s.  The Democratic Party which opposed federal funding for internal improvements dominated Congress.  During this period, the states had to fund many of their improvements by relying principally on loans and began to default their loans in the late 1830s at the onset of the depression.  Loans for such projects became much less available from eastern and foreign sources by the 1840s.  Such improvements were delayed in Wisconsin until 1848 because the territory had no power to authorize funding and secure internal improvements.  It awaited statehood before it could accept this role.  Support from the territorial legislature through its numerous memorials maintained the visibility of the project before Congress.  Along with these delays in its planning stage, the funding of Wisconsin's project faced much competition from projects from within and outside the territory.  Wisconsin was to await statehood to receive Congress's largess (Schaffer 1937: 93-94; Smith 1954: 187; Armstrong 1976: 39).

The State Board of Public Works: 1846-53
Congress eventually followed the recommendations made in the 1840 report based on the Cram survey.   Contingent on Wisconsin's statehood, Congress provided a land grant to the state in support of the improvement of the Fox and Wisconsin rivers and the construction of a connecting canal at The Portage on August 8, 1846 (United States 1868-1958 [1846, Chapter 170]).  By its acceptance of the land grant dated June 29, 1848, the state became responsible for the project's completion.  The land grant was equivalent to one half of three sections in width on each side of the Fox including the lakes through which it flowed and the proposed site of the canal between the mouth of the Fox at Green Bay and the Wisconsin River side of the canal at Portage.  Lands already entered within the odd sections were replaced with an approved section.  The alternate sections remaining in government hands cost at $1.25 per acre.  The right of preemption was applied to these lands as to any public lands.  The Wisconsin constitutional convention placed this stipulation in the 1848 constitution which Congress accepted.  The grant delegated the selection of the appropriate sections to the governor with approval by the President.

Congress included one significant restriction in the land grant.  The Wisconsin legislature could sell only that amount of land worth $20,000, about 16,000 acres, in any given period.  No new construction could begin until the amount of land required to be sold was entered at the land office and land sales could not commence again until $10,000 were expended on construction.  In addition, the completed improvement was to function as a public highway free of tolls for the use of the United States government.  The improvement was to reach completion in the twenty years following statehood (Schaffer 1937: 98-100, 104; Mermin 1968: 22-23).

The state constitution permitted the stewardship of this public improvement project because under the provisions of the land grant the state would not contract a debt for the internal improvement.  Revenues generated from the improvement could also be applied to its completion.  In 1848, the legislature formed the Board of Public Works composed of five and after 1849 three individuals appointed by the legislature.  The board was to supervise the land sales, let contracts, and oversee the work.  It located the state land office for these lands at Oshkosh.  The legislature gave the board the right of eminent domain which permitted entrance onto and possession of all lands necessary for these improvements.  It also granted the board the power to establish regulations for both construction and operation of the waterway.  The governor became the general supervisor of the project.  The board appointed the superintendent and engineer to oversee the construction.  Condy R. Alton served as the first engineer until May 6, 1851 when Kip Anderson, the assistant engineer, replaced him.  J.E. Day acted as the consulting engineer in 1851, primarily to substantiate decisions concerning construction.  Day had worked on improvements along the Monongahela River and on other improvements in Pennsylvania.  In June 1853, the board dismissed Anderson after work on improvement was suspended (Schaffer 1937: 100-103; U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, pt. 1, 1876: 211-12]
; Mermin 1968: 21-22, 27; Green Bay and Mississippi Canal Company 1848-1909 [Board of Public Works, vols. 1-2]).

In 1848, Alton conducted surveys and prepared plans for the project, and the board supervised the land sales.  The plans deviated from Cram's recommendations altered the project depth from 5' to 4' and lock size from 110' x 30' to 140' x 30'.  The width of the base of the canal was to measure 40', and the side slopes were to equal 1'-6" or 2'-0" to 1'.  Alton intended these sizes to accommodate small, flat bottom, stern-wheel steamboats of eighty-ton capacity.  Growing concern about the accommodation of the larger 
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Major Construction Episodes of the Portage Canal and Its Associated Locks
Component


Dates
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Type
Portage Canal


1849-51
Excavation/Timber

  Revetments

1858-59
Dredging

1875-76
Extensive Dredging

 Timber Revetments

1891-92
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Timber revetments

1897    
Timber revetments
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Dredging
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Dredging
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Closed
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      Timber
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1900   

Repaired
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1849-51
Built


      Timber

1858-59
Rebuilt


      Composite

1874-75
Refurbished

1878-79
Repaired

1890

Rebuilt


      Composite

1900-01
Repaired

1936

Renovated

1959-60
Dismantled

steamboats in the waterway in 1851 led to enlargement of the lock size to 160' x 35' and a 5' depth.  The board required that locks at Kaukauna, Little Chute, Grand Chute, and Cedars conform to these specifications.  Although the two locks at Portage and those at Rapid Croche and De Pere were completed with timber, locks built after 1851 were to be stone, lined with timber or composite locks.  Alton also examined two potential routes for the Portage Canal, both entering the Fox River near the Agency House and occurring north of the work finished in the 1830s (Appendix B, Map I).

In an act of March 6, 1849, the legislature instructed the Board of Public Works to begin the project with the construction of the Portage Canal followed by the improvement of both the Fox and Wisconsin rivers (Wisconsin, State of [Laws] 1848- [1849: 45].  On March 6, 1849, it advertised for bids to construct the canal's guard lock and lift lock, to excavate the two sections of the canal, and to protect its sides with timbers.  The board let two separate contracts for the work on May 1, 1849.  It let the excavation and the construction of revetment along the banks of two sections of the 2.25-mile-long canal to Thomas Reynolds of Madison for $15,645.  It selected Nelson McNeal of Southport or Kenosha to build both locks for $21,479.  The contract directed that the Board of Public Works pay 75 percent of the cost of the work whenever sufficient funds were realized from the land sales.  Reynolds began excavation of the canal in June 1849, and McNeal appears to have commenced at about the same date.  The original contract required completion on June 1, 1850.  This deadline was extended several times so that the canal was finally completed by the June 9, 1851 deadline (Wisconsin Board of Public Works 1850-53 [box 1, statements dated 6/9/51]).

Although the board prepared general specifications for the excavation of canals and for the construction of timber locks (Wisconsin Governor 1840-1914 [1844-50, folder 6, box 9, specifications]), the engineers and contractors did not necessarily follow them completely.  The specifications for this portion of the project defined a canal 4' deep at ordinary stages of water, 44' wide at the bottom, and 60' wide at the top.  The towpath measured 10' wide.  The construction of the canal included grubbing and clearing all trees and brush from the area of construction; excavating all perishable matter, loose stone, and porous soil and removing it from the area of the site; excavating within the area of the banks and depositing the dry and durable spoil when not needed as fill evenly along and at the same grade as the resulting bank; grading the embankments to the required slope; lining the canal bottom by puddling with muck to limit water seepage; and finishing the banks with plank revetments.  Composed of pine planking and oak structural members, the revetments included 10' to 12' long, 8" x 10" posts driven into the slope of the inner face of the bank at 8' intervals.  Wood coping ran along the top and timbers 3' to 4' long were driven back into the bank as supports.  The piles carried 2" horizontal pine planking.  Few descriptions of the actual excavation of the canal were provided in the minutes of the Board of Public Works.  Reynolds began his project by ditching and removing muck and surface soil so that the board's steam dredge could complete the excavation.  The steam dredge was never made available.  The minutes suggest that Reynolds completed the excavation through this wet soil with shovel and wheelbarrow rather than horse and scraper or the dredge (Shank 1982: 19; McFee 1963: 56; Goodrich et al. 1961: 3; Chorpening 1953: 1000; Shaw 1966: 90-94; Wisconsin Board of Public Works 1850-53).

The Portage or Wisconsin River Lock at the west end of the canal functioned as a guard lock to prevent sand from washing from the Wisconsin into the canal.  The Fort Winnebago Lock served as a lift lock between the Fox River and the canal to raise vessels up to the level of the Wisconsin River.  McNeal constructed both locks as timber structures, a common form of early lock.  The specifications required lock chambers, denoting the area inside the gates and side walls, to measure 35' x 140'.  Closing in the shape of a V at the end of the wall, lock gates are opened against the flow of the water, from west to east in the canal (Wisconsin Board of Public Works 1852: 81).

The excavation of the two lock pits proved to be very time consuming.  McNeal received his timber by rafts of pine floated down the Wisconsin.  Timbers packed with gravel and puddling between them composed the foundation.  The miter sills were composed of oak timber while the contractor was to use white pine to line the floor.  Except for the oak top timber and the V-shaped miter sills against the gates closed, white or yellow pine composed the walls.  Two adjacent tiers of timbers hewn on the upper and lower sides and secured with oak cross ties formed the full height of the sides of the lock chamber and recesses which received the gates as they were swung open against the flow of water.  The timber work was then finished on the interior with two layers of white pine planking set in place with treenails of white oak.  Composed of a white oak timber frame covered with pine planking, the gates swung from a miter post placed on pivots or pintels in the floor and along the wall.  Balance beams maneuvered the gates. Located at the outside end of each gate against the wall, the wood  hollow quoin was semicircular in cross-section.  It stood with its rounded side against a groove along the side of the lock chamber and with its squared side against the edge of the gate.  They were intended to limit leakage between the gates and the sides of the lock.  Extending on top of and parallel with and outward from the top of the gate well outside the lock chamber, the balance beam pivoted on top of the quoin post.  The landward weight of the beam counterbalanced the weight of the gates, making them easier to open.  Banks at either end of the lock were revetted.  The entrance to the Wisconsin River was also protected. The board purchased valve gates and their hardware to close the openings near the base of the gates which allowed water to fill and empty the lock.  Seymour and Wood of Utica, New York provided them.  The same gates were used along the Erie Canal.  And, the board acquired Henry McCarties' patent for suspending and opening and closing the lock gates on October 25, 1852 (Wisconsin Board of Public Works 1850: 552, 569-70; Wisconsin Governor 1840-1914 [folder 6, box 9, 1844-50: specifications]).

The legislature also authorized the construction of bridges across the canal between 1850 and 1852 (Wisconsin, State of [Laws] 1848- [1850: 48; 1851: 280; 1852: 342, 375, 612]).  Thomas Reynolds signed a contract to erect a swing or draw bridge across the Portage Lock, and McNeal erected a similar bridge across the Fort Winnebago Lock.  The crib work of the locks provided support for the bridges.  Work occurred between May 20, 1850 and January 1852, after a period of work suspension.  Confirming the completion of this bridge, an 1881 map showed Lock Street traveling across the Portage Lock.  Charles S. Hawley of the Town of Waukesha contracted with the board to build three wood float bridges across the canal between December 25, 1852 and July 1853.  Specified in preceding legislation, the contract indicated their placement across Main, Center, and Wisconsin streets (Wisconsin Governor 1840-1914 [1852-53: folder 8, box 9]; U.S. ACE, Milwaukee District 1881).

The state accepted the canal as complete on July 3, 1851.  At this time, the Board of Public Works met at Portage to formally accept the tract along the canal (Appendix B, Map X).  The tracts associated with the canal included one bordering the Fox, one along the Wisconsin River, and an 190' wide linear strip between the two rivers (Bambery 1866-1960 [folder 5, box 2, report by C.B. Davis, 5/31/1890]).

The flood of September 1851 broke through the banks at three places along the canal including locations near both locks.  Limited repairs were quickly completed.  On November 12, Nelson McNeal received the contract to place cribbing along the Wisconsin near the canal to prevent continued flooding at this point.  J.E. Day inspected the canal in late 1851.  He pinpointed numerous problems in its construction.  Day found that the guard lock was insufficiently backfilled.  The gates of both locks did not open their full width.  The west section of the canal, which was 48 feet wide at the base, proved too narrow to admit the passage of steamboats.  The 80' width of east section was sufficient, but the bank required raising above the water line of the Wisconsin River and needed greater stability.  The planking had been improperly attached to the sides of the canal and had floated to the top of the water line when water was let into the canal.   The revetment would require rebuilding after the widening of first section of the canal by driving the piles well into the bank.   Finally, a waste weir had not been built at the east end of the canal (U.S. ACE, Chicago District, 1873-1928 [map, n.d.]; Schaffer 1937: 102-03; U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, pt. 1, 1876: 211-12]; Green Bay and Mississippi Canal Company 1848-1909 [Board of Public Works, vols. 1-2]; Wisconsin Governor 1840-1914 [1851: folder 7, box 9, letter from J.E. Day]).

The delay of work along the canal under both contractors resulted from the inexperience of the contractors, engineer, and the board in gauging the amount of work required to build such a structure as well as the approach to constructing both the canal and the locks.  Outside of the Army Corps of Engineers, the number of engineers experienced with the improvement of waterways remained few in number even by the early 1850s.  This problem was exacerbated in newly settled areas such as Wisconsin.  Thomas Reynolds claimed additional costs in excavating the canal.

In 1849, Condy Alton, the first engineer of the waterway, noted the considerable value of the Fox River's waterpower for industrial and commercial purposes.  The legislature directed the board to consider bids offered to enhance the development of waterpower along the improvement in 1850 (Wisconsin, State of [Laws] 1848- [1850: 226-27]).  Much of this development occurred on the lower Fox River.  However, under direction of the legislature, the board did lease the waterpower at the Fort Winnebago Lock to Joseph Burger for thirty years on January 1, 1853 (Wisconsin, State of [Laws] 1848- [1852: 690]; Wisconsin Governor 1840-1914 [1852-53: folder 8, box 9]).  Burger erected a mill at this site immediately east of the lock.  The entrance to the head race left the canal along its southeast bank southwest of the Fort Winnebago lock.  The tail race connected to the Fox River just east of the canal entrance (Appendix B, Map P).  This improvement appears to be the same waterpower leased by Nelson McNeal by 1855.  The mill continued to stand through 1868 (U.S. ACE, Chicago District 1873-1928 [map, n.d.]; Merrell 1888: 400; Haslam and Abbott 1855; Ligowski 1861; Rugen 1868).  

On October 3, 1848, the Board of Public Works contracted with Abel Hawley for the building of a dredge to open the section between the Portage Canal and Oshkosh on the Upper Fox.  It intended to improve the Upper Fox River by dredging rather than building a lock and dam or slack water system.  During the ensuing four years, the dredge deepened the channel and made cutoff across some of the many sharp bends in the river.  Lumbermen used this section of the waterway and the Portage Canal to move timber rafts from the Wolf River to the Wisconsin and Mississippi rivers.

Awarded contracts and agreements for work on the Lower Fox River included improvements of the rapids at De Pere (1849-51), Rapide Croche (1849-51), Winnebago Rapids at Menasha (1849-50), Grand Chute or Appleton (1850-), Kaukauna (1851-), Cedar Rapids (1850-), and Little Chute (1852-).  Curtis Reed offered to improve the Winnebago Rapids for the privilege of developing its waterpower.  Work at Grand Rapids and the canal at Neenah was also begun during this 1849 to 1852 period.  The lock at De Pere was replaced.  To advance the project more quickly, Morgan Martin contracted with the board to complete the improvements at Kaukauna and Little Chute in 1851 and 1852.  Except for two locations, the construction of lift locks and dams remained generally unfinished by 1853.  In its annual report for 1852, the board noted the importance of completing the project because railroads and the plank roads sought connections with the waterway that would substantially increase the revenues of the project, rather than competing with it.

Because of its numerous channels and sand bars, the engineer reported in 1849 that the creation of a navigable channel along the Wisconsin River by dredging and vegetation removal required more work than initially realized by Cram.  In 1852, the legislature set aside one-sixth of the proceeds from the land sales for this improvement including the construction of nine wing dams and removal of overhanging trees along a small portion of the river (Wisconsin, State of [Laws] 1848- [1852: 690]; Schaffer 1937: 102-03; Sanborn 1900: 189; U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, pt. 1, 1876: 211-12]; Mermin 1968: 28, 31; Green Bay and Mississippi Canal Company 1848-1909 [Board of Public Works, vols. 1-2]; Vogel 1993: 33-39).

The board hired C.M. Kingsbury to act as lock tender at Portage City on April 27, 1853.  He supervised the operation of the locks and collected tolls for the transportation of lumber and other goods through the canal according to the schedule adopted by the board on May 9, 1851.  Although the full waterway remained incomplete, the minutes of the board noted limited use of the west end of the improvement by steamboats and durham boats in 1853 (Green Bay and Mississippi Canal Company 1848-1909 [Board of Public Works, 1848-53, vols. 2]).

Construction costs chronically exceeded income from land sales.  Land sales yielded sufficient funds to operate within the stipulations of Congress only through January 1851, when land sales declined.  To finish the remaining construction, the board and governor executed a second agreement with Morgan Martin, an advocate of the waterway, to complete the works between Green Bay and Lake Winnebago between 1851 and June 1853.  He accepted the state's certificates of credit when land sales did not offer sufficient funds to provide payment.  The board also extended this credit to other contractors at an interest of 12 percent (Schaffer 1937: 104; Martin 1851).  This approach to funding the improvement was contrary to the intent of the restrictions established by the land grant.  While the state constitution prohibited the accumulation of debt, it did permit its representatives to pledge income from the sale of public lands (Schaffer 1937: 104).  The new Whig governor, who probably sought the completion of the Rock River improvement rather than the Fox-Wisconsin Waterway, delayed the issue of scrip to Martin in 1852.  This move slowed the completion of the work until the legislature overruled the governor's actions.  Repayment of the certificates, scrip, and stock certificates could occur only through land sales and was backed only by potential revenues from the improvement.  Debt mounted through the 1850s, and the value of the state's credit declined. The total debt was equivalent to twice the sum estimated in Cram's 1839 report, the approximate figure used by the board to estimate the original cost of the project.  Since primarily marginal lands remained unsold from the land grant, this source provided insufficient revenue to cover the growing debt.  The faith that Congress would ultimately provide such support was characteristic of the return of the speculative mood of the early 1850s (Schaffer 1937: 103-105; Sanborn 1900: 190-91; Smith 1973: 455; Wisconsin Division of Historic Preservation n.d. [memo from Richard W. Henneger, 3/31/76]; Meindl 1991: 11, 19, 37; Mermin 1968: 28-9; River Times 1851 [7/20: 1-2/1]; Martin 1888: 411-12).

As the debt rose, the legislature conducted investigations of the Board of Public Works in 1852 and 1853.  It found that the board committed errors in engineering resulting from the limited experience with such projects in Wisconsin and remained unable to find evidence of corruption.  Contracts proved favorable to the interests of the state.  Although the investigation did find that the issuance of scrip and certificates might result in contracting an unconstitutional state debt, court rulings in the early 1850s ruled that they acted within the limits of the state constitution.  The granted lands and revenue from the improvement were being used as the basis for issuing the scrip and certificates.  The favored means of resolving the debt would become the disposition of the improvement to a private, bonded enterprise (Mermin 1968: 39, 44, 59-60).

The Wisconsin Board of Public Works failed to complete the construction primarily because many federal lands provided for sale were marginal wetlands, sales provided insufficient revenue to cover the costs of improvement, and the slow process of land transfer and sale to the state in increments of work completed halted individual building projects before completion.  Thus, many of the legal restrictions of the grant added as a safeguard against sustaining state debt primarily created to the financial plight of the improvement (Mermin 1968: 25-26, 60).

The improvement of the Fox-Wisconsin Waterway in many ways reflected projects of the antebellum period.  The congressional act which supported the project with a land grant specified state management of the project.  A state board had become the typical mechanism to guide such projects.  Private enterprise did not usually undertake such improvements because it lacked sufficient capital to support them as demonstrated by the next phase of waterway improvement.  Since the waterway provided public access to trade, a concern existed that private promoters would fail to serve the public interest.  Despite the constitutional prohibition of contracting a state debt as Wisconsin's neighbors had through the sale of bonds, the quasi-unconstitutional issue of scrip and certificates based on the sale of lands eventually forced the state to transfer the improvement to private hands.  This response had been one common solution to relieving state indebtedness during the late 1830s and early 1840s.  The undertaking of such a project by a new state with limited population and capital even in the 1850s was a financial and engineering challenge that was not easily met.

The Fox and Wisconsin Improvement Company: 1853-66
To continue construction of the improvement, the legislature chose to convey the responsibility for its completion to a private company.  The agreement specified that the state would not be liable for debts or incomplete work and that the company would repay all indebtedness accumulated during the construction of the project by the state.  The company would benefit through the operation of the improvement and from the sale of the remaining lands (Schaffer 1937: 106; Vogel 1993: 40; River Times 1853 [2/21: 2/1-2]).  The Wisconsin legislature incorporated the Fox and Wisconsin Improvement Company on July 6, 1853, under Chapter 98 of the Laws of Wisconsin.  The state provided to the company all its unsold lands, claims in its improvements, plats, maps, and papers so that it became the state's successor in title to the improvement and its lands (East Central Wisconsin Regional Planning Commission 1948-85 [letter, 2/4/48 from R.A. Wheeler, Chief of Engineers Office]).  As before, the federal government travel and use of the main channel excluding the locks by the public was without charge.  Each member of the company posted bond with the secretary of state.  The agreement required completion of the waterway improvements by 1856, and the state retained the right to repurchase the structure within twenty years (Vogel 1993: 41).

Established on June 1, 1853, before the July act, the company included eight members from the Green Bay to Fond du Lac area.  Mason Darling initially served as its president, but Morgan L. Martin provided the company's primary leadership.  As delegate to Congress in 1846, he had obtained passage of the original act which provided the land grant.  Martin served as the president of the second state constitutional convention held in 1847.  Contracting with the State Board of Public Works to build a portion of the improvement in 1851-1852, Martin agreed to complete an unknown portion of the improvement for this company in 1855.  Additional officers of the company included Otto Tank, its vice president; Joseph Lawton, secretary; and Edgar Conklin, treasurer.  J. Kip Anderson served as the company's first engineer.  By 1856, Daniel C. Jenne supervised work along the Fox River, and D.C. Isaac appears to have overseen work along the Portage Canal and inspection of the Wisconsin River between 1853 and 1860.  George McDonald replaced Jenne between at least 1860 and 1862.  C.D. Westbrook of New York, also an engineer, represented the interests of the eastern capitalists in the improvement, inspecting the waterway in 1854 (Smith 1967; 1954: 69; Schaffer 1937: 106, 128; Martin 1888: 408, 412; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company 1853-66, 1862 report]; U.S. ACE [Report] 1839-1963 [serial 1173, H. Doc. 55, 1863: 3]; Mermin 1967: 55-57).

Since the original land grant failed to provide sufficient funds to complete the improvement, the company sought other sources of revenue early in its operation.  In addition to the lands it received, the company began the sale of bonds to pay the state debt and support the improvement.  By October 1859, it began to develop the waterpower created by the navigation dams along the Lower Fox to lease to private industry.  It also erected warehouses along the waterway for storage of goods shipped by the company and for lease, constructed barges, and negotiated with steamships to ship goods.  The company raised a mortgage of $500,000 in bonds secured against the company's property.  Isaac Seymour and William Averill of New York City became the trustees for the bond holders.  Between 1853 and 1855, members of the company experienced continual problems in selling the bonds as the market became flooded with other improvement investments.

In 1854, Westbrook inspected the improvement for its investors.  His conclusions about the low amount of work necessary to make the Wisconsin River navigable, the limited threat of railroad competition to the waterway, the high value of both the waterpower and tolls, and the growth of future commerce painted an overly optimistic economic picture.  Although the Portage Canal had been completed, Westbrook doubted the longevity of the locks and found that sand washed into the canal from the Wisconsin River and from the banks of the canal.  He believed the improvements along the Lower Fox could be built by the end of 1855 (Schaffer 1967: 106-109; Mermin 1968: 61-74).

The Fox and Wisconsin Improvement Company completed significant improvements along both the upper and lower Fox River.  Beginning in the fall of 1853 and continuing through 1855, it resumed construction at the locations along the lower Fox River where original projects remained incomplete: Winnebago Rapids, Grand Chute, Kaukauna, Cedar Rapids, Little Chute, and Menasha.  In the summer of 1855, the company brought a large number of laborers and carpenters from Buffalo, Chicago, and Milwaukee to expedite the work.  Defects in original lock construction slowed the company's progress.  By the close of 1855, work totaling $32,389 remained, principally the excavation of the Little Chute channel.  The dredge boat operated along the Upper Fox River during at least 1854 and 1855.  The company also began to improve the Upper Fox by the creation of a slack water system.  It erected the Governor Bend lock and dam structures, the one closest to the Portage Canal (Appendix B, Map NN), between 1863 and 1865.  The lock provided a lift which exceeded 3' and originally measured 35' x 160'.  It was built as a composite structure with walls of unmortared, stone-filled, timber cribs and sheathing of wood planks.  An unknown level of work had begun on the Montello Lock by July 1858 (Schaffer 1937: 128; Smith 1967; Vogel 1993: 42-43; Meindl 1991: 23-24; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company 1853-66]; Wisconsin Governor 1840-1914 [1854-62, folder 1, box 10, 1854-55 reports of the Fox and Wisconsin Improvement Company]).

The legislature extended the completion date of the improvements in 1856, specifying in addition the reconstruction of the locks at Portage and the enlargement of the Portage Canal so that boats could pass each other.  All improvements were to reach completion by November 1858, and the dredging was to be finished by November 1859 (Wisconsin, State of [Laws] 1848- [1856, chapter 112]).  After the completion of its construction in 1851, the Portage Lock underwent few additional improvements during the 1850s and 1860s.  In 1867, G.K. Warren of the Army Corps noted that this lock remained in dilapidated condition.  The company did conduct a large amount of dredging along the canal in 1858 and 1859 so that boats could pass from the Wisconsin to the Upper Fox River.  However, Warren later observed that the canal varied from 5' at the Fort Winnebago Lock to 18" in depth at the Portage Lock.  He explained that the mill at the east end tended to draw down the water (Appendix B, Map Q).

At the Fort Winnebago Lock, the company may have replaced the east gates in 1856. This lock was rebuilt between November 1858 and 1859.  Providing a lift of 7', it was constructed on the site of the first lock, and placed 5' lower to provide adequate depth for navigation.  Composed of sides of stone-filled timber cribs and masonry head walls, this lock measured 35' x 160' (Meindl 1991: 27-28; Fox and Wisconsin Improvement Company 1859-62 [1862: 6, 9]; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company 1853-66]; U.S. ACE [Report] 1839-1963 [serial 1278, S. Doc. 16, 1867: 18; serial 1744, H. Doc. 1, pt. 2, 1877: 224-26]).

By 1856, the level of improvement and a period of high water allowed the steamboat Aquila to travel the waterway from Pittsburgh, down the Ohio River, up the Mississippi, and along the Fox-Wisconsin Waterway to Green Bay (Martin 1888: 413).  However, although steamboats navigated the Fox River between Green Bay and Berlin with some regularity by 1856, use of the Upper Fox River above Berlin was primarily confined to lumbermen with flat bottom boats or travel at its extreme west end at Portage.  Even the lumbermen divided their load to decrease their draft within several miles of the canal.  Its shallow depth as summer seasons progressed frequently closed navigation.  The tolls, generated only at the locks, remained insufficient to support the costly maintenance of the waterway and expand its capacity (Fox and Wisconsin Improvement Company 1859-62 [1862: 4]; Vogel 1993: 41-43).   Between 1852 and 1855, the company failed to raise sufficient funds from its land grant and bond sale to complete the improvement.  By the mid-1850s, capital had become increasingly tight with the onset of depression in the late 1850s.  Investors tended to put their limited capital into railroads rather than waterways.  By the end of 1855, the company reduced the amount of improvement work, focusing increasingly on repairs or the completion of projects already begun (Schaffer 1937: 112-16; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company, 1853-66]; Wisconsin Governor 1840-1914 [1854-62: folder 1, box 10, 1854 and 1855 reports of Fox and Wisconsin Improvement Company]).

In June 1855, the company also secured a loan of $160,000 from Horatio Seymour, Erastus Corning, and Hiram Barney, all of New York.  The circumstances of the loan which were highly favorable to the eastern capitalist resulted in their direct operation of the company.  In that year, Erastus Corning, the Albany railroad financier for the Grand Central, politician, and industrialist, became president of the company.  Martin served as its vice president and the primary manager of its affairs.  The involvement of eastern financiers had become a common means to provide funding of transportation improvements, primarily railroads, in newly settled areas chronically short of capital.  Under chapter 64 of the general laws of 1855, the legislature also authorized an increase of capital stock of the company to $250,000 (Martin 1888: 413).

To secure more funds, the improvement company amended the original land grant of 1846 and received in 1848 to include the absolute length of the Fox and a five rather than a three-mile width under acts of 1854 and 1855.  These acts provided an additional 100,000 acres in 1854 and 268,000 acres in 1855.  The act of 1854 also provided to the state the remainder of the lands granted in 1848, principally the lands compensating for those already disposed by the federal government prior to 1848.  Including these later additions to the land grant in 1854 and 1855, the grant totaled 700,000 acres.  Congress provided these lands to the state rather than directly to the company (Schaffer 1937: 112-16, 120-21; Sanborn 1900: 191; Mermin 1968: 61-71).  Prior to releasing the lands to the company, the state legislature investigated the company in 1856.  Its inability to meet payments on state indebtedness, complete the improvements within the allotted deadlines, and maintain its condition as well as its recent measures to borrow capital had eroded public confidence.

After its investigations, the legislature permitted the company to continue and provided it with the additional lands secured from the federal government.  However, on October 3, 1856, the legislature required enlargement of the original improvement by 1859 (Wisconsin, State of [Laws] 1848- [Chapter 112, 1856: 123-31]).  An increase in project depth would handle greater tonnage, provide a more reliable facility less subject to fluctuations in precipitation, and generate more revenue.  Based on plans drawn by the company's engineer, Daniel C. Jenne, the act specified that the canal accommodate boats at a low water draft of 4' between Green Bay and Lake Winnebago and 3.5' draft between Lake Winnebago and the Wisconsin River.  The waterway was to accommodate a minimum vessel size of 33' x 140'.  The act required the reconstruction of several locks including the two at Portage to achieve compatible size and quality and type of construction for all of the locks.  The agreement did not require improvements along the Wisconsin River.  The federal government would eventually provide financial and construction assistance for this section of the waterway.  The 1856 act also required payment of all state indebtedness within six months and reserved the right to the state to acquire the improvements within twenty years and disclaimed liability for company indebtedness.  It required the company to execute a deed of trust transferring all unsold lands, the improvements, and rights in additional property to a board of three trustees.  This move provided oversight for the company and gave it a semi-public facade, increasing its financial credibility (Schaffer 1937: 117-18; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company 1853-66]; Mermin 1968: 80-87; Wisconsin, State of [Journal of Proceedings] 1848- [1857: 23-24]).

Stimulated by these efforts, the company developed plans to increase the waterway depth. The Fort Winnebago Lock was completed in 1859 as noted.  Although George Paddock was to improve the Portage Lock, the panic of 1857 probably halted much of this and other work (Mermin 1868: 75; Vogel 1993: 42-43; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company 1853-66]; Drago 1972: 213).  As the company struggled to complete the Portage Canal and Fox Waterway in December 1856 or early 1857, the LaCrosse and Milwaukee Railroad bridged the canal just north of the current STH 33 bridge over the canal.  Stone abutments now mark the site.  Its operation would significantly reduce and affect the type of commerce along the waterway (Chicago, Milwaukee and St. Paul ca. 1944; Scribbins 1987a: 19-21).

The movement to organize a new company began in 1860.  The legislature authorized the sale of the Fox and Wisconsin Improvement Company and the formation of a new corporation in 1861 under Chapter 289 of its acts.  However the Civil War intervened.  Instead, the legislature extended the completion date of the work and the payment of state indebtedness from 1859 to 1863 and then to 1864.  In 1863, the state trustees finally began proceedings to sell the company because it failed to meet the requirements of the 1856 act and later amendments.  Thus, the private company, like the State Board of Public Work, proved unable to accumulate sufficient financing to complete the improvement according to the contemporary project description for the waterway (Schaffer 1937: 125; Martin 1888: 413; East Central Wisconsin Regional Planning Commission 1948-85 [letter, 2/4/48 from R.A. Wheeler, Chief of Engineers Office]; Green Bay and Mississippi Canal Company 1848-1909 [vol. 3, Fox and Wisconsin Improvement Company 1853-66]; Wisconsin, State of [Journal of Proceedings] 1848- [1863: 21]; Mermin 1968: 91).

In 1863, Captain T.J. Cram of the Army Corps of Engineers reported to the House of Representatives on the feasibility and cost of improving both the Fox and Wisconsin rivers to attain a 6' channel, a depth sufficient to navigate gunboats.  The purported concern was that Great Britain would assist the South against the Union, and the military might then require access into the interior.  His reference to military needs would permit the Army Corps to become involved in such a project.  The 1863 journal of the Wisconsin Senate encouraged promotion of federal involvement, and Cram’s report also called for federal assistance.  Cram’s report also noted that the Fox and Wisconsin Improvement Company had worked to complete the improvement according to the 1856 specifications of the legislature, the 3.5' to 4' navigation channel and 35' x 160' locks, until 1859 so that portions of the waterway were being utilized (U.S. ACE [Report] 1839-1963 [serial 1173, H. Doc. 55, 1863: 1-5]; Wisconsin, State of [Journal of Proceedings] 1848- [1863: 10-11]).

The Green Bay and Mississippi Canal Company: 1866-72
The Fox and Wisconsin Improvement Company underwent foreclosure on February 2, 1866, at Appleton.  On April 12, 1866 under Chapter 572 of its acts, the state sold the improvement to a nine-member group acting as individual agents for $191,000.  Erastus Corning, Horatio Seymour, and Samuel Marsh, its president, and others reorganized the earlier company.  The purchase cost covered state debts and the improvements, waterpower, and land remaining to the improvement company.  On August 15, 1866, these individuals incorporated as the Green Bay and Mississippi Canal Company to acquire the assets of the former company.  The state trustees executed a deed of sale to the new company on August 16, 1866 (East Central Wisconsin Regional Planning Commission 1948-85 [letter, 2/4/48 from R.A. Wheeler, Chief of Engineers Office]; Schaffer 1937: 125; Martin 1888: 413; Smith 1967; Fox and Wisconsin Improvement Company 1866; Green Bay and Mississippi Canal Company 186; Mermin 1968: 95, 97-98; Columbia County Registrar of Deeds 1846- [vol. 72, deeds, p. 391]).

The powers granted by an April 1866 state act included the ability to enlarge the improvement to the specifications of the 1856 act to achieve a uniform depth between the Great Lakes and the Mississippi, accept further land grants particularly the lands along the Wisconsin River, and sell the improvement to the United States (Mermin 1968: 98).  The twenty-year deadline of 1868 set by the federal government to complete the improvement in the 1846 act remained.  The canal company required an extension of the date granted by Congress to 1873.  The original request resulted in an inspection of the improvement.  In 1866, Captain Charles R. Suter of the Army Corps conducted such a survey for General Gouverneur K. Warren at St. Paul.  Nathaniel M. Edwards, engineer for the canal company, assisted the examination.  The 1867 report provided estimates to establish a 4' and a 6' project depth.

In his report, Suter described the status of the Water way.  The Lower Fox River existed as a slack water navigation system of locks and dams with a capacity of a 3.5' draft at low water.  All existing improvements on the Lower Fox, which then included eight project locations, required modification to achieve the proposed depth.  Except for the structure at Rapide Croche, all locks were composite structures.  Along the Upper Fox River, improvement of the meanders along the channel by dredging cutoff totaling 18,000' had shortened the improvement to about three-fifths of the original distance.  However, the large amount of dredging along the Upper Fox River gained only limited effect.  The depth of the Upper Fox remained quite variable.  Sand bars tended to reduce its depth to 3' to 3.5' at scattered locations.  Sand bars filling the channel within a mile of the Fort Winnebago lock reduced the depth to 2.5'.  Suter concluded that a slack water system, partially established by the Governor Bend lock and dam, was the only method of creating a stable channel at the required depth.  Suter defined six levels or pools of navigation for the Upper Fox.  The 1859 Fort Winnebago lock had a depth of 6' above the lower miter sill under the east gates and a lift of 7'.  At the time of the survey, the Portage Canal, measuring 12,400' x 75', was quite shallow, decreasing from 5' at the Fox end to 18" at the Wisconsin River.  The mill near the Fort Winnebago Lock continued to draw down the water in the canal to 1'.  The Portage guard lock had become dilapidated and required rebuilding (U.S. ACE [Report] 1839-63 [serial 1744, H. Doc. 1, pt. 2, 1877: 230-38; serial 1278, S. Doc. 16, 1867: 15, 18-22; serial 1292, H. Doc. 58, 1867: 73-91; serial 1368, H. Doc. 1, pt. 2, 1868: 350-52]; United States [Statutes] 1867-58 [vol. 15, Res. No. 2, 1869: 20]; Wisconsin, State of [Laws] 1848- [1866: 1404-1406]).

Because the new canal company found little profit in operating the waterway for navigation, it undertook limited improvement during its oversight of the project.  The Green Bay and Mississippi Canal Company invested in the development of waterpower, constructing facilities to generate the waterpower at many of its dams for leasing to other entities.  It continued to collect tolls for the passage of boats through the locks.

The company did plan several navigation improvements, instructing Edwards to prepare plans and advertise for proposals for the extension and repair of the Portage and De Pere locks.  While it rebuilt the De Pere lock in 1869, the Portage Lock probably did not undergo repair.  In late 1866, Edwards operated a dredge to clear the Portage Canal and the Portage Lock of sand and remove sand bars from the Upper Fox between Fort Winnebago and Lake Puckaway.  Improvements along the upper river were probably limited to the construction of the 35' X 160', composite Montello Lock and timber crib dam in 1868, which was begun by the Fox and Wisconsin Improvement Company in 1856 and 1857.  Work along the lower river included the clearing of the Menasha channel to achieve a 4' navigation depth at low water.  A survey of the entire waterway conducted in 1872 found eighteen locks, nine dams, and eight canals along the Lower Fox (Schaffer 1937: 129-130; Meindl 1991: 30-31; Byllesty, H.M. & Company 1926: 4; Sanborn 1900: 192; Green Bay and Mississippi Canal Company 1848-1909 [vol. 4, 9/26/1866]; Vogel 1993: 48; Larson 1979: 177).

Because the Green Bay and Mississippi Canal Company failed to secure a land grant for the improvement of the Wisconsin, it never attempted to improve the river.  The Army Corps did undertake some studies and of the river and undertook limited improvement in 1868 and 1869.  In a July 7, 1870 act, Congress authorized the Secretary of War to adopt an improvement plan for the Wisconsin River recommended by the Chief of Engineers (United States [Statutes] 1867-1958 [vol. 16, chapter 210, 1870: 189-90].  An act of July 10, 1870, appropriated $100,000 for this improvement.  But, expenditure of funds on either the Wisconsin or Fox rivers awaited the disposition of the Fox-Wisconsin Waterway in 1871 (Schaffer 1937: 131; U.S. ACE [Report] 1839-1963 [serial 1598, H. Doc. 1, pt. 2, 1874: 218]; Wisconsin Governor 1840-1914 [1871-79, file 3, box 10, letter from Philetus Sawyer).

Influential Wisconsin politicians including Governor Lucius Fairchild, Congressman Philetus Sawyer, and Senator Timothy Howe pressed for the purchase of the waterway by the federal government.  Through its act of July 7, 1870, Congress directed the Secretary of War to assess the company's property including the navigation and waterpower improvements and its personal property.  Considerable disagreement concerning its worth arose between the Green Bay and Mississippi Canal Company and the War Department.  To determine the amount due to the Green Bay and Mississippi Canal Company, the Army Corps completed an evaluation of the property in 1871.  In March 1871, both parties agreed to the arbitration specified by Congress.

The company and Army Corps appointed a board of three arbitrators representing the interests of the Secretary of War, the Green Bay and Mississippi Canal Company, and an independent arbitrator.  Realization that the improvement would not provide an efficient navigation channel between the Mississippi and the Great Lakes without its completion made evaluation of its worth extremely difficult.  They reached an $868,070 value, including the cost required to build a facility of that size less its depreciation.  The board then deducted from it those items unnecessary to the improvement of navigation.  The amount gained from the sale of lands granted by Congress; the unsold property; and personal property of the company were also deducted, giving a total of $145,000.  The board presented its report on their decision on November 15, 1871.  The Secretary of War concurred with the conclusions of the arbitrators and transmitted this recommendation to Congress on March 8, 1872.  Congress approved the determination on June 10, 1872, and provided $145,000 for the purchase of the navigation improvement.  The company transferred the improvement to the federal government on September 18, 1872.  For the property in Columbia County, this transfer was recorded as volume 57, deed page 403 (East Central Wisconsin Regional Planning Commission 1948-85 [2/4/1948 letter from R.A. Wheeler, Chief of Engineers]; Meindl 1991: 21, 26-28; Martin 1888: 413; U.S. ACE [Report] 1839-1963 [serial 1513, H. Doc. 185, 1872: 1-7, 12
; serial 1598, H. Doc. 1, pt. 2, 1874: 218-20, 224-25]; Wisconsin Governor 1840-1914 [file 3, box 10 [1869-70 and 1871-79, letters from Secretary of War Belknap]; Green Bay and Mississippi Canal Company 1872; Hooper 1920; Mermin 1968: 117-25, 129-33).

The facilities transferred to the federal government included twenty-two locks, eleven dams, and 7.5 miles of canal.  The Green Bay and Mississippi Canal Company did retain all rights to waterpower in excess of the amount necessary for navigation at both its own dams and the government dams, to the lands not associated with navigation and necessary to maintain and develop that waterpower, and to its personal property.  The waterpower included the rights to 2,000 horsepower with fifty horse power at Portage.  The exact definition of what the federal government purchased continued to be the object of periodic investigation well into the twentieth century (U.S. ACE [Report] 1839-1963 [serial 3691; H. Doc. 389, 1898: 2341-43, 2353, 2358, 2373-74, 2380]; Day and Zimmermann 1928 [report]: 10; Green Bay and Mississippi Canal Company 1877: 8-9; Byllesty, H.M. & Company 1926: 4-5, 18-19, 39; Bridwell 1983; Kleist 1985: 15).

The Green Bay and Mississippi Canal Company remain in existence after the sale of the waterway.  Rather than operating its holdings, the canal company secured revenue by leasing its waterpower rights, real estate, and plants to other interests.  On November 21, 1973, the Green Bay and Mississippi Canal Company sold all its assets including its real property, waterpower rights, buildings and structures, machinery and equipment, and leases to the City of Kaukauna.  In this deed, the city received waterpower generated by the dams at Appleton, Little Chute, Combined Locks, Kaukauna, Rapid Croche, and Little Rapids for its municipal utility (Green Bay and Mississippi Canal Company 1973 [closing document]; 1877; ca. 1913; ca. 1893; Byllesty, H.M. & Company 1926: 5, 39; Day and Zimmermann 1928: 10, 15, 37; Whitbeck 1915: 32; Baer 1893; Green Bay and Mississippi Canal Company).


The Operation of the Fox-Wisconsin Waterway under the Army Corps of Engineers:1872-1961
The Completion of the Improvements along the Fox River: 1872-80
Before the 1872 transfer, the Army Corps had surveyed both the Fox and Wisconsin rivers and prepared reports about the approach to continued improvement along the waterway.  In the early 1870s, there was much optimism about the rapid completion of the two projects and final achievement of the through-connection between the Great Lakes and the Mississippi River.  The Wisconsin legislature and improvement conventions memorialized Congress annually in the late 1860s and early 1870s.  Congressional response to this optimism resulted in comparatively large appropriations during the first several years of the waterway's federal operation.  U.S. Congressman Philetus Sawyer used his growing influence to shepherd the bills through the appropriate channels in the early 1870s.  In 1870, $100,000 were appropriated for the improvement of the Wisconsin River.  On June 10, 1872, Congress authorized the $145,000 for its purchase.  The appropriations for each of the years 1873 and 1874 totaled $300,000 for the repair, preservation, and completion of the waterway.  In 1875, they peaked at $500,000.  Between 1878 and 1885, appropriations dropped considerably to approximately $170,000 each year.  As the attempts to improve the Wisconsin River failed and operations became confined to the Fox River in 1886, funding descended to $56,000 (Mermin 1868: 142-45; U.S. ACE [Report] 1839-1963 [serial 1559, H. Doc. 1, pt. 2, 1872: 35]).

Major Houston of the Army Corps, then stationed in Chicago, guided the improvement of both the Wisconsin and Fox rivers.  When the Army Corps began to work in earnest along waterway in 1872, it established three sub-offices at Appleton, Oshkosh, and Portage.  Houston conducted a survey of both in 1872 to plan the improvement and estimate the cost.  The original project produced detailed planning for a 4' channel depth and locks measuring 35' x 160'.  However, preliminary plans for channel depths of 5' and 6' were also prepared and any improvements using the 4' depth permitted expansion to the greater capacity.  Houston projected the creation of a total of nineteen navigation pools from the natural head of navigation at De Pere to the level of the Portage Canal.  Nine pools, seven on the Lower Fox and two on the Upper Fox, existed when the Corps began its inspection in 1872.  Five dams and locks to create five additional pools were planned to establish a slack water system along the full length of the Upper Fox.

Construction of the 6' channel along the Lower Fox was planned by the Army Corps by 1873.  This work would entail dredging, removing boulders, repairing locks, building embankments, and raising the height of  and rebuilding of some of the dams, excavation through rock to deepen the channel adjacent to the some of the locks, and raising the gates and walls of the locks.  As Houston became more familiar with the condition of the facilities by 1875, he concluded that nearly all of the locks and dams on the Lower Fox, the earliest structures on the river, would require rebuilding (Larson 1979: 176-78; U.S ACE [Report] 1839-1963 [serial 1598, H. Doc. 1, pt. 2, 1874: 212, 219-22, 225-26, 233-41; serial 1744, H. Doc. 1, pt. 2, 1877: 237-39]; Wisconsin Governor 1840-1914 [1880, folder 5, box 10, letter and report from Major D.C. Houston]; Vogel 1992: 90).  The agency found improvements in poor condition and too small to carry the large steamboats of the era.

The first phase of reconstruction along the waterway occurred between about 1874 and 1878.  The Army Corps continued the development of the hand-operated system designed for steamboats first developed for the waterway in the late 1830s.  Although the Army Corps appears to have completed much of the work itself prior to 1874, it contracted major projects except dredging to private firms after that date. While the agency planned to rebuild most of the eighteen locks and dams along the Lower Fox, its work during the mid-1870s was limited primarily to necessary repairs to keep the these facilities operating.  But by 1880, Major Houston reported that six new masonry locks replaced seven of the old locks and seven new dams, one was masonry and the remainder were crib and stone structures, replaced existing dams.  The remaining locks were repaired although not rebuilt.  The Army Corps had dredged the channel of the Lower Fox to provide a navigation depth of five feet at ordinary stage.

Beyond these repairs, the first focus of work by the Army Corps became the attainment of a stable 3' channel within a slack water system along the Upper Fox which was frequently unnavigable during periods of low water.  The Army Corps attained such a channel at most points by 1880.  By 1878, the Upper Fox contained seven lift locks and seven dams, excluding the lift and guard locks at Portage, to overcome the 39' fall between the Wisconsin River and Lake Winnebago.  The private improvement companies had constructed those at Governor Bend and Montello, the two nearest the Portage Canal, in ca. 1864 and 1868 respectively.  The Grand River, Princeton, White River, Berlin, and Eureka locks reached completion between 1874 and 1878.  The locks constructed by the Army Corps measured 35' x 170' rather than the 160' length of the earlier locks.  Limestone laid in a hydraulic cement mortar and faced with ashlar stone composed the five more recent locks while the two earlier locks were rubble stone or cut stone sheathed with planking to achieve a watertight structure.  In 1877, short canals to the locks and brush and stone dams were constructed at four of the properties.  The Army Corps also undertook an extensive dredging operation along the Upper Fox beginning in 1872.  By 1877, it had achieved at least a 3' channel along much of this portion of the river.  However, the continual formation of sandbars along the Upper Fox between Portage and Princeton progressively decreased the depth from 4.5' to 2.5' near the Fort Winnebago Lock.  This section required intermittent dredging operations, which the Army Corps continued until 1927.  By the 1880s, the Army Corps was also dredging cutoff across the sharpest bends remaining along the Upper Fox River.

The Army Corps was also conducting work along the Portage Canal.  Over the years, portions of the canal had filled with sand so that the depth in front of the Portage Lock measured 2'.  In 1879, the dredge  removed 15' from the south side of the canal probably east of the Portage Lock to provide turning space for boats.  Begun in November 1874 and continuing into 1876, work included the dredging of the canal to create a structure 75' wide by 5' deep at low water. The Army Corps completed the dredging with the assistance of a steam excavator.  By 1880, the Army Corps achieved a 6' depth for the canal's channel.  

The agency contracted with Conro, Starke & Co. of Milwaukee to build the revetments along the canal between November 1874 and July 1876 (Appendix B, Map R).  The canal banks were reinforced where deteriorated with 7' high timber revetment walls designed by the Milwaukee District Army Corps.  The plan for the revetments illustrate 16' high pine piles driven into the side of the bank to expose 7' placed at 6' on center.  The 12' long anchor piles were set deep in the bank and attached to the revetment piles with 9' long tie rods.  Horizontal planking covered the back or bank side of the piles (U.S. ACE, Chicago District n.d., 1873-1928 [designs 13-H-5, 13-H-6, 13-H-7A, tube 72/204, 1875-76 revetment plan]).  In 1880, the Army Corps dredged the Wisconsin River entrance to the Portage Lock and placed wooden fenders along the entrance area.  By 1884, the tops of the revetments already exhibited some signs of decay (U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, part 2, 1877: 237, 412, 423; serial 1845, H. Doc. 1, vol. 2, pt. 2, 1879: 1536-37; serial 1955, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1880: 1947-48, 1967-68; serial 2280, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1885: 2038-39]).

The City of Portage replaced the bridge removed by the Army Corps from the Wisconsin Street crossing in 1879.  The new draw bridge had an iron superstructure and stone abutments and provided a clear horizontal space of 50' for the passage of boats.  A wood float bridge existed at this site by 1853, but it may have been replaced prior to this date (Wisconsin Governor 1840-1914 [1852-53: folder 8, box 9]).  In 1880, the city erected an iron swing bridge with masonry substructure at the site of the Ketchum Point float bridge also erected in 1853.  In 1873, N.M. Edwards, who worked under Major D.C. Houston, recommended the construction of a waste weir at the east end of the canal to handle excessive high water in the canal.  The Army Corps erected or less likely replaced the waste weir along the south side of the canal west of the Fort Winnebago Lock in 1876 according to plans drawn in the same year (U.S. ACE n.d., 1873-1928 [document 13-H-2, tube 72/204, letter from E.C. Hinman, 2/29/76; Appendix B, Maps U and X).

The two 35' X 160' locks at either end of the Portage Canal were also refurbished.  Reports continually referred to the dilapidated condition of the Portage Lock during the 1870s, noting that it required rebuilding.  By 1873, the Army Corps repaired and removed sand from the timber lock.  By 1877 and 1878, the portions of the lock were repaired, including the gates, west miter sills beams under the gates, and balance beams, and the rotting timbers were replaced.  In 1880, the lock received relatively extensive repairs.  The upper timbers along the walls of the lock, the upper wing walls protecting the bank outside the lock, hollow quoins and the gate ends, and the gates.  Iron rack and pinion attachments to open and close the gates replaced the balance beams attached to the top of the gates.  New planking relined the walls of the chamber.  The lowering of the both miter sill beams increased the depth of water in the lock.  The report indicated that a waste weir was constructed through the Portage Lock by adding openings near the top of the west lock gates (U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, part 2, 1877: 237, 412, 423; serial 1845, H. Doc. 1, vol. 2, pt. 2, 1879: 1174, 1536-37; serial 1955, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1880: 1947-48, 1967-68; serial 2280, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1885: 1930, 2038-39]; U.S. ACE, Chicago District 1873-1928 [plan 13-H-2, tube 72/204, showing waste weir, 1876; plan 13-D-11, tube 71-204, showing the location of the proposed lock pit; plan 13-H-7A, tube 72-204, revetment, 1876, 1928]).

The Fort Winnebago Lock, a composite structure of stone-filled timber crib walls, was also extensively rebuilt between 1874 and 1876.  New cribbing replaced the old timber cribbing to the low water line along its walls, new planking was placed along the floor and sides of the lock, and the miter sills and hollow quoins and adjacent gates were replaced.  The lock now provided a lift of 7'.  It also underwent repair in 1878 and 1879.  The Army Corps conducted dredging along a sand bar east of the lock  (Meindl 1991: 11, 21, 23-28, 35; Vogel 1993: 49-50; Butterfield 1880: 611-12, 690; Mermin 1968: 143-46).
 

By the mid-1880s, the Army Corps had completed the slack water system of the Upper Fox, conducted considerable dredging along the Upper Fox, and rebuilt many of the locks and dams and dredged the canals along the Lower Fox.  The agency renovated the Portage Lock, rebuilt the Fort Winnebago Lock, dredged the Portage Canal to a 5' depth, and replaced the revetment along its sides.  It had made the Fox portion of the waterway navigable for the local traffic that then operated along it.

Improvements along the Wisconsin River by the Army Corps: 1868-86
Memorials written to Congress in the late 1860s through the 1870s stressed that the future growth of commerce along the waterway depended on the improvement of the Wisconsin River to establish a through-route to the Mississippi River (Fairchild 1869; U.S. ACE [Report] 1839-1963 [serial 2280, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1883: 1922-24]).  Improvement needed to achieve a depth sufficient to carry ships and grain barges navigating from the Mississippi River to the Green Bay where cargo had to be transferred before leaving the river system.  The capacity of the waterway needed to match that of the Upper Mississippi River (U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, pt. 2, vol. 2, pt. 2, 1877: 241]).  

Between 1866 and 1868 prior to the sale of the improvement to the federal government, the Army Corps had examined the Wisconsin River’s capacity for navigation.  Erected by 1852, the only improvement before 1866 was brush wing dams, which failed to maintain a navigation channel.  Based on the 1868 survey conducted by Captain Wellman, Warren proposed three alternatives to achieve a 4' or 6' deep navigation channel along the Wisconsin River.  A combination of wing dams to concentrate the river’s flow and dredging directly along the major sand bars provided the least expensive alternative.  The second and third alternatives involved digging a 4' channel along the existing river and along old river beds and side channels in shallow areas or excavating a canal with 21 locks along it.  In 1867, Congress appropriated $40,000 for improvements along the Wisconsin River.  Concerned about the expense of the second and third alternatives, Warren recommended testing the wing dam approach to deepening the channel in a small portion of the river.   After reviewing the history of canalizing rivers between 1825 and the mid-1860s by dredging and wing dams, Warren had concluded that it was probably not a satisfactory method of achieving the depth required for navigation along the Wisconsin.  The river's slope was too great, and its sandy bottom too unstable.  Hence, he tested the method along the river prior to full-scale improvement and continued to favor the construction of a canal along the side of the river (U.S. ACE [Report] 1839-1963 [serial 1744, H. Doc. 1, pt. 1, vol. 2, pt. 2, 1877: 284, 285-87, 289-92; serial 1447, H. Doc. 1, pt. 2, 1871: 226-27]).

In 1868, Major H.C. Long under Warren's direction began to test the feasibility of lowering sand bars in the Wisconsin River.  With the steamer C.J. Caffrey, he attempted to scrap the bars from the mouth of the river.  But, the extensive sand flats closing its mouth ended the operation.  In 1869, General Warren conducted a second improvement along the Wisconsin River, this time between Portage and Sauk City by pulling snags and leaning trees from the river with the government boat Winneconne.  This effort enabled two small stern-wheel ships to travel between the two points.  This work ceased in 1869 until an agreement was reached concerning the sale of the waterway in 1871.  Major D.C. Huston also analyzed the movement of sand in the river at the mouth of the Portage Canal (Merritt 1979: 256; Fairchild 1869; Schaffer 1937: 129-130; U.S. ACE [Report] 1839-1963 [serial 1278, S. Doc. 16, 1867: 15, 26-27; serial 1368, H. Doc. 1, pt. 2, 1868: 51-52, 357, 368; serial 1413, H. Doc. 1, pt. 2, 1869: 187, 190-91, 202-04; serial 1744, H. Doc. 1, pt. 1, vol. 2, pt. 2, 1876: 242-56]; Larson 1979: 172-73; Mermin 1968: 103-07).

Further experiment began again after the agreement to arbitration in March 1871.  During the 1871 season, Major Houston tested the wing dam and dredging approach in selected areas of the river.  His goal was to achieve a 4' to 5' channel.  The division of the Wisconsin River into numerous channels by islands required the construction of a comparatively large number of brush and stone dams to confine the river to a single channel.  The dams projected out into the Wisconsin like spurs to catch the sand and eventually form new banks along the river.  They reduced the width and increased the depth of the channel by concentrating the flow of the river.  This approach attempted to prevent the continuous building and moving of the sand bars by the river, which created unstable channels and unpredictable shallows and frustrated its improvement (U.S. ACE [Report] 1839-1963 [serial 1744, H.Doc. 1, pt. 2, vol. 2, pt. 2, 1877: 399-400, 405-08]).

This improvement occurred between Portage and Prairie du Sac and Lone Rock and Boscobel, a total of forty-six miles.  By December 1, 1873, the agency had completed ninety-four dams totaling 38,517 linear feet.  One wing dam erected prior to 1873 sat opposite the mouth of the Portage Canal and turned the channel from the west bank toward the entrance of the canal.  By 1875, John Nader, assistant engineer, reported that the lumber rafts and steamer Ellen Hardy which carried grain between Sauk City and Portage flowed over the improved stretch between the two locations without hindrance.  At the end of 1875, the total number of dams reached 150 with a total linear length of 65, 971'.  Unfunded in 1876-77, repair and extension of the existing dams and protection of the banks from the erosion absorbed available funding in 1878 and 1879.  By 1880, the Army Corps had completed 157 dams totaling a linear length of 76,684', protected  5714' of banks at six locations, and removed 1523 snags and 7332 leaning trees.

In 1876, Warren completed his extensive report on his examinations of the Wisconsin River between 1866 and 1869 in which he continued to favor improvement by the construction of a canal rather than erecting wing dams.  After examining the river in 1879, the Board of Engineers for Fortifications and River and Harbor Improvements observed that the results of the experiment were not sufficiently conclusive to warrant improvement of the entire river using this approach.  It recommended further testing by constricting twelve miles of the river below Portage with wing dams to a channel width of 300'.  This section had already undergone some modification in previous years.  In 1881, the Army Corps completed 41 wing dams and a total length of 19,308' for seven miles between Portage and Rocky Run.

The Board of Engineers made its final examination of the Wisconsin River improvements in 1886.  In 1887, the Board recommended a cessation of improvement.  It concluded that the combination of the river velocity and unstable bottom did not permit establishment of a navigation channel without constructing walls, an expensive proposition.  If in the future a navigable channel of 4' to 5' depth between Portage and the Mississippi River became necessary, then the improvement was to utilize a canal adjacent to the river.  This decision ended efforts to create a channel along the Wisconsin River and a through waterway between the Great Lakes and Mississippi River.  Because of the need to transfer cargo at several points along waterway, the railroad would generally provide a less expensive method of transportation (Larson 1979: 178; Nicodemus 1874: 147-51; Wisconsin Governor 1840-1914 [1870, folder 5, box 10, 1880 letter from D.C. Houston]; Mermin 1968: 145-48; U.S. [Statutes] 1867-1958 [1886, vol. 24, chap. 929: 325]).

When the Board of Engineers finally concluded that the improvement of the Wisconsin River was not financially feasible in 1886, the Army Corps redefined the project for the Fox River.  Without the Wisconsin River section, the Fox Waterway lost its national importance as a connecting link between the Great Lakes and the Mississippi.  As a local waterway, the Fox River required less depth along the channels and in the locks.  Those locks the Army corps had not replaced would require only repair (Merritt 1979: 257-58; U.S. ACE [Report] 1839-1963 [serial 2280, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1883: 1916]).

Maintenance of the Channel along the Fox Waterway: 1886-1900
The decision to end work along the Wisconsin resulted in the modification of approach to the improvement of the Fox River.  Without a through route, the Fox would carry local commodities to and from the Great Lakes.  In 1884, Major Houston emphasized the value of the improvement to communities along the Fox.  It not only provided an inexpensive means to transport goods but indirectly reduced railroad freight rates in the area.  The Board of Engineers found that the rapid growth of industry along the Lower Fox River would increase the importance of this section of the waterway.  They also reasoned that the lack of project depth along the Upper Fox River had decreased the traffic along this section.  In addition, there always remained the possibility that the canal along the Wisconsin River would be completed.  Therefore, the board recommended not only continued maintenance but improvement of the waterway including the Portage Canal.

The depth along the Lower Fox had reached 5' and remained 3' on the Upper Fox in 1884.  On May 14, 1886, the goal of the project was redefined.  Congress conclusively ended the experiment on the Wisconsin River portion.  Additional dredging was to occur along the channel between De Pere and Green Bay and along the Neenah Channel to achieve a depth of 6' where practicable.  The eleven locks along the Fox which had not undergone replacement were to be renovated rather than replaced and additional stone locks were not to be built.  The only canal receiving revetments along its full length was the Portage Canal.  This project definition continued in force until 1925 (Larson 1979: 179; Mermin 1968: 147-50, 164; U.S. ACE, Milwaukee District 1951: 4; U.S. ACE [Report] 1839-1963 [serial 2372, H. Doc. 1, pt. 2, 1886: 2044-45; serial 2534, H. Doc. 1, pt. 2, vol. 2, pt. 1, 1889: 271; serial 2925, H. Doc. 1, pt. 2, vol. 2, pt. 4: 2572]).

Along the Lower Fox River, the Army Corps continued to rebuild and renovate the locks.  By 1880, it had replaced five of the locks using ashlar stone.  Between 1880 and 1890, five additional locks were rebuilt as composite locks.  Rebuilding then continued at a slower pace, one in the 1890s and two additional locks in 1903 and 1907.  While these thirteen locks were replaced or rebuilt, the remainder of the locks on the lower river received periodic repairs.  The Army Corps also rebuilt some of the crib dams as stone structures.  After the initial renovation efforts between the mid-1870s and mid-1880s along the Upper Fox River, the Army Corps of Engineers conducted major repairs and rebuilding of the Montello and Governor Bend locks about 1900 and again in 1931 at Governor Bend.  The five stone locks required little major work until their use was discontinued in 1951.  Periodic dredging of the upper waterway continued until 1927.  Sand bars frequently formed in the river east of the Fort Winnebago Lock.  By 1899, dredging had attained a 6' depth between De Pere and Berlin, a 4' depth between Berlin and Montello, and a 3' depth remained between Montello and Portage (Vogel 1993: 51-55; Meindl 1991: 33-36).

The Army Corps finally replaced the wooden Portage guard lock with a lift lock between November 21, 1892 and July 31, 1893.  The second lock, a 35' x 165' lock with a 2' to 8' lift at mean stage, abutted the east end of the current or third lock constructed in 1926-28 at the site of the first lock.  The remains of the current stone retaining walls along the canal banks just east of the third lock may represent the remaining walls of the second lock.  The second Portage Lock was erected as a composite structure.  Quick sand composed most of the 4121 cubic yards of material removed from the lock pit area.  Cribbing was sunk into the pit and filled with stone to form a solid foundation.  Concrete masonry composed the end walls below the gates, and concrete filled the spaces between the new floor timbers.  Dry laid stone filled the timber cribs of the side walls.  Timbers and concrete finished the top of the lock walls.  The side walls and floor timbers were finished with planking.  Construction included four wood hollow quoins and four adjacent timber gates fitted with release valves, and six snubbing posts to which the vessels were tied while in the lock.  Stone-filled cribs also formed the  east wing walls along the bank.  In 1993,the space behind the walls was backfilled with sand which dredged from the canal and a bar in the Fox River near the Fort Winnebago Lock.  The floor of the canal adjacent to the east end of the lock received rip-rap taken from the Fort Winnebago Lock.  Wing walls west of the lock were formed from the walls of the first lock (U.S. ACE [Report] 1839-1963 [serial 2631, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1889: 1875; serial 2925, H. Doc. 1, pt. 2, vol. 2, pt. 4, 1892: 2573; serial 3202, H. Doc. 1, pt. 2, vol. 2, pt. 4, 1893: 2762; serial 3299, H. Doc. 1, pt. 2, vol. 2, pt. 4, 1895: 2107]; U.S. ACE, Oshkosh 1896-99; Meindl 1991: 26-27; Portage Public Library n.d., ca. 1909-10 [photograph, n.d.]).

The Army Corps substantially rebuilt the Fort Winnebago Lock at the same location between January 14 and May 12, 1890.  It remained a composite lock.  With almost annual repairs and occasional rebuilding, this structure remained in place until partial replacement occurred in 1936 that represents the current dismantled lock portions of which remain visible.  Edward Sargent of the Army Corps supervised the work.  He based its design on plans prepared for the Montello Lock, a composite lock constructed in 1868 (U.S. ACE, Chicago District n.d., 1873-1928 [13-G-18, tube 72/204, 1890, cost specifications from Montello Lock; plan 13-G-8, tube 72/204 based on Montello Lock]) and redrafted them to fit the setting at the Fort Winnebago Lock  (U.S. ACE, Chicago District, n.d., 1873-1928 [plan 13-G-8, tube 72/204, redrawn lock plan, ca. 1890]).  Sargent hired S.A. Harrison and Company, then  also erecting the Portage Levee, to place fill behind the lock walls and move other materials into place.  Day labor directed by Sargent completed the remainder of the work.  Between January 16 and February 28, the 1859 lock was removed down to its foundation and miter sills.  Because the drawings purportedly illustrating the 1859 construction showed a plain skeleton frame such as the one erected between 1849 and 1851 rather than the existing bolted, solid timber cribs filled with large stones, this work required more time than the estimated.  Until a derrick was secured, work progressed slowly.

To decrease the amount of excavation required to rebuild the Ft. Winnebago lock, four original timbers were left in place over part of the foundation.  A continuous wood crib structure with width measurement of 9' was then erected on this base to form each side wall.  S.A. Harrison filled the cribs of the lock with rubble stone and concrete.  A facing of 6" of Portland concrete was placed between the timber cribbing and planking which formed the exterior wall of the lock chamber.  This layer of concrete was intended to prevent water leakage from the lock.  The west gate recesses, a cut stone portion of the lock wall pointed with Portland cement, extended west from the west gate outside the chamber to receive the gate as it opened.  Gates were probably replaced (U.S. ACE n.d. 1873-1928 [plan 13-G-6, tube 72/204, gate]).  The gate hardware including the pin and socket which fit on top of the quoin post and attached the gate to the side wall of the lock and other iron hardware, some of which was reused, were put into place (U.S. ACE n.d. 1873-1928 [plans 13-G-4 and 13-G-3, tube 72/204, gate details]).  The use of concrete at this lock became typical for lock construction at the turn-of-the-century.  Even in this period, concrete was not extensively used.  When it was employed, it served to provide a seal to prevent water leakage as described above.  The report carefully documents the type of hydraulic cement used and the amount of sand and gravel in the concrete to vouch for its quality.  It specified use of recently manufactured Falls City, Anchor Brand from Louisville, Kentucky (U.S. ACE [Report] 1839-1963 [serial 2832, Doc. 1, pt. 2, vol. 2, pt. 3, 1890: 2365-66, 2378, 2388-89]; Portage Public Library n.d., ca. 1909-10 [photograph, n.d.]).  After the lock's reconstruction in 1890, the Fort Winnebago Lock received additional small repairs in August 1897 along its wing walls and portions of the gates (Bambery 1866-1960 [1897: folder 6, box 2,pp. 262-63]).

The surroundings of the Fort Winnebago Lock changed gradually.  Although the U.S. Army Corps of Engineers report for 1878 indicated that a lock tender's dwelling was required for this site, no evidence indicates that it was constructed.  The Army Corps did construct a single room tool shed by 1896 just northeast of the lock (U.S. ACE, Chicago District n.d. 1873-1928 [map 4-N-28.1, tube 56/204, west end of canal, 1934; 13-C-5, tube 71/204, survey by L.M. Mann, 1896]; Portage Public Library n.d., ca. 1909-10 [photographs, ca. 1910]).  Although the mill is gone, a plat of the vicinity of the Fort Winnebago Lock in 1884 continues to show the mill race which fed water to the mill immediately adjacent to the south side of the lock as well as the waste weir.  The ca. 1875-1876 waste weir west of the Fort Winnebago Lock was also reconstructed in 1889 and repaired in 1891 (Appendix B, Map X) (Meindl 1991: 28-29; U.S. ACE [Report] 1839-1963 [serial 2832, Doc. 1, pt. 2, vol. 2, pt. 3, 1890: 2365-66, 2388-89]; Bambery 1866-1960 [1913, folder 2, box 4, p. 111]; U.S. ACE, Oshkosh 1896-99; Columbia County 1884 [deed plat w/waste weir and mill race]).

Work was also completed along the canal.  The structure may have been dredged in 1891 and 1892.  One of the last identified replacements of the pine timber revetments along a significant portion of the Portage Canal occurred in 1897.  Employees of the Army Corps completed the work.  This rebuilding began at the Fort Winnebago Lock and proceeded west along the canal.  The Army Corps used a steam pile driver stored at Berlin to set the pilings in place.  The steam tug Boscobel hauled it to the work site (Appendix B, figure 4, Map R).  Because adjacent land owners charged the workers with trespassing, the project was halted near one of the railroad bridges, identified as the upper or perhaps the west railroad bridge.  Although replacement of the revetments later occurred adjacent to the locks, there is no indication that this systematic effort was ever resumed (Bambery 1866-1960 [1897: folder 6, box 2, p. 152, 232, 250-51, 263]; U.S. ACE, Oshkosh 1896-99).  The Milwaukee District redrew 1876 plans for revetments along the Portage Canal in 1928 perhaps to repair revetments adjacent to the Portage Lock which was replaced between 1926 and 1928.

Promotion of The Deep Waterway Between the Mississippi and Green Bay:1900-35
The 1906 report of the Army Corps of Engineers observed that the reduction of railroad freight rates and the creation of waterpower had become the principle economic effect of the Fox-Wisconsin Waterway improvement and the reason for maintenance of the waterway.  By 1906, the Army Corps had rebuilt twenty-six locks along the Fox Waterway.  There were seventeen stone locks and nine composite locks as well as sixteen permanent dams, twelve short canals, nine lock houses, four warehouses, three timber sheds, repair shops at the Berlin and Kaukauna dry docks, seven masonry waste weirs, and additional associated structures.  The federal government began replacing the deteriorating crib dams with concrete masonry structures on the Lower Fox between 1924 and 1941.  The Army Corps built the first concrete lock along the waterway to replace the existing Portage Lock between 1926 and 1928.  While two locks on the Lower Fox were rebuilt in 1903 and 1907, the Army Corps replaced three additional locks at Rapide Croche, Little Kaukauna, and De Pere with reinforced concrete structures between 1931 and 1939. The Fort Winnebago Lock remained a composite lock.

By 1907, dredging had attained a 6' depth for much of the waterway to Princeton, 4' between Princeton and Montello, and 3-3.5' to Portage.  The effort to attain the 4' depth along the upper river meant almost annual dredging by the Army Corps since the beginning of its operations until the 1920s when this operation was suspended because of limited use of the waterway.  Without dredging, the water depth between Governor Bend and Portage fell to 2' by 1933.  By 1950, the depth of the waterway gradually decreased to between 1.5' and 1.8' at either end of the canal (Bambery 1866-1960 [1906: box 2, folder 6, p. 287, 292]; Larson 1979: 158, 179; U.S. ACE, Milwaukee District 1951: 4; Richards 1995: 9; Meindl 1991: 36; Vogel 1993: 54; U.S. ACE [Report] 1839-1963 [serial 4279, H. Doc. 2, pt. 1, 1901: 526; serial 8005, H. Doc. 146, 1922: 18; 1933 [pt. 1]: 1041]).

As traffic diminished along the upper river, the Army Corps began to recommend the suspension of improvements along the Upper Fox and much of the Wolf River by 1904 and abandonment by 1916 and 1921.  The 3' to 3.5' deep channel accommodated the small pleasure craft which used that section of the waterway.  Commercial traffic no longer used this portion of the waterway.  The lockage rose significantly during the first decade of the twentieth century, but they primarily recorded pleasure craft.  In 1922, barges carried only 1,000 tons on the Upper Fox, and it appeared unlikely that the volume of commerce would rise.  Because railroad distances to Milwaukee were shorter than canal distances to Green Bay from the Upper Fox for shipment on the Great Lakes and most manufacturing plants were then located away from the river, rail and the growing truck transportation were preferred. The reports reiterated this recommendation during the remainder of the 1920s and in the 1930s (Mermin 1968: 160-61; U.S. ACE [Report] 1839-1963 [serial 4787, H. Doc. 2, vol. 7, pt. 3, 1904: 2847-48; 1910 [pt. 2]: 2136; serial 8005, H. Doc. 146, 1922: 7-8, 11-13, 17; 1935 [pt. 1]: 1184]).

However, such recommendations about the cessation of navigation on the Upper Fox did not deter individual citizens, communities, and the state legislature from memorializing Congress concerning the development of deep channel navigation along the Fox and Wisconsin rivers in the twentieth century.  The federal government had begun the development of deep channel navigation along selected waterways during World War I when the railroad failed to provide sufficient transportation of goods.  Identified locations for deep channel improvement included the Mississippi River, New York Barge Canal, St. Lawrence Seaway, and Illinois River.  During the 1920s with completion in1936, the Army Corps also deepened the channel through Green Bay.  This combined activity prompted strong local support for the 9' channel along the Fox Waterway (U.S. ACE [Report] 1839-1963 [1937 [pt. 1]: 1184-85]).

Despite this advocacy, the Milwaukee District Engineers Office both in 1924 and 1925 found that commerce on the waterway did not warrant the costly development of deep channel navigation (U.S. ACE [Report] 1839-1963 [1927 [pt. 1]: 1372]).  It noted that the available railroad transportation then prevented the shift to shipment by water.  The 1922 report admitted that prior to the regulation of railroad rates, railroads paralleling the Fox River lowered their rates during the navigation season and for industries along the river.  Such price discrimination was not conducive to the development of waterway commerce (U.S. ACE [Report] 1839-1963 [serial 8005, H. Doc. 146, 1922: 25, 47]).  

Citizens from Portage and other cities along the Fox River such as Oshkosh pressed for the improvement of a 9' channel by the early 1920s.  They continued to claim that the Fox-Wisconsin Waterway was the closest route for transporting goods from the Upper Mississippi, particularly the Twin Cities, to the Great Lakes.  A committee appointed by Governor Blaine protested the abandonment of the 9' deep channel project proposal along the Fox and Wisconsin in 1926.  The Portage Deep Waterway Committee substantiated the need for a 9' channel through a report prepared by O.J.G. Peters and H.H. Niemeyer on April 27, 1926 (Peters 1926a: 1-7).  The 1926 report documented potential use of the waterway by gathering responses from location industries and retail and commercial businesses.

Peters updated his 1926 report in 1930 and presented it to a public meeting in Oshkosh.  His 1930 report documented the potential tonnage which shippers with access to the waterway would send if a deep channel were made available and the savings in transportation costs were gained by comparison with shipment by railroad. Peters primarily contacted businesses in Portage which shipped bulk commodities such as lumber, coal and oil, grain, other agricultural products, fertilizers and feed, hosiery, stone, and paper (Peters 1926a; 1926b; 1930).

The 1930 Army Corps report again stated that the low level of potential commerce did not warrant the high cost of channel development along the Wisconsin and Fox rivers (U.S. ACE [Report] 1839-1963 [serial 9254, H. Doc. 259, 1930: 1-3, 40-43]).  Despite this negative response by the Army Corps in 1930, Congress authorized a preliminary survey for the project in the same year.  However, the main focus was flood control, not deep channel navigation.  An unfavorable response to the deep channel navigation proposal was presented by the district and division offices to Congress in 1934 (U.S. ACE [Report] 1839-1963 [serial 9564, H. Doc. 212, 1932: 1-4, 14-15; 1934 [pt. 1]: 1105]).

Despite recommendations against the improvement by the Milwaukee District, the Portage Deep Waterway Committee continued to promote navigation along the waterway.  The group attracted the interest of the Standard Unit Navigation Company of St. Louis.  As part of a move to return shipping to deep channel waterways, the Upper Mississippi Barge Line Company of Minneapolis provided tow boats and barges to the federal Inland Waterways Corporation to begin operation of a barge line on the Upper Mississippi in the spring of 1927.  Both St. Paul and Minneapolis constructed terminal facilities.  The barge line and the Inland Waterways Corporation worked in cooperation with the Standard Unit Navigation Company of St. Louis who intended to run a line from Prairie du Chien where a terminal would be established to Portage and Green Bay.  The Portage Deep Waterway Committee provided sufficient data to warrant the connection.  The secretary of the barge line, Albert Birge, concurred with the Portage Deep Waterway Committee that shipment of bulk goods by waterway was indeed the least expensive method of transporting goods.  He claimed that this method of distribution carried the savings in newly developed mass production procedures to the consumer.  Carl J. Baer of his company had developed a boat for shallow water navigation by adjusting the internal combustion engine to boat propulsion.  These boats were able to navigate waterways as shallow as 3' to 4' deep.  The navigation company attempted to make a trial run of the waterway in the summer of 1926, but the failure of the Portage Lock blocked the route.

The Register-Democrat reported that the same data provided by the Portage Deep Waterway Committee persuaded the Milwaukee District Engineers Office to replace the Portage Lock with a substantial concrete structure rather than to rebuild the older-style composite lock.  This lock, it was hoped, would be part of the deep channel route between Green Bay and Prairie du Chien then under investigation by the Army Corps (Register Democrat 1926 [11/29: 1/1; 12/10: 1/7]; 1927 [1/11: 1/1; 2/5: 1/1]; Peters 1926a: 1; 1948: 8).  The influence of what Birge identified as the "waterway movement" was considerable (Register Democrat 1927 [1/21: 1/7]).  Although the lock was constructed, the plans for operation of the barge line along the Fox-Wisconsin Waterway apparently never materialized.

A small number of vocal supporters continued to advance the deep channel improvement proposal through the 1940s.  A public meeting in Oshkosh in 1935 gave its support to the idea as well as to flood control measures.  In 1948, O.J.G. Peters continued his advocacy of Wisconsin's waterways as a member of the Governor's State Committee to Safe Guard Wisconsin Waterways and of the advisory committee to the federal Rivers and Harbors Committee of the Army Corps as well as the Portage Deep Waterway Committee chairman.  By the late 1940s, Peters blamed the railroad and milling industries of the Lower Fox Valley for defeating the development of deep channel navigation.  Peter's 1948 report to the Board of Engineers opposed the closing of the waterway.  In it, he noted that the building of the 1926 concrete Portage Lock, the rebuilding of the lock at Governor Bend in 1930-31, the construction of high traffic bridge over the canal in 1928, and the 1937-38 Milwaukee, Chicago, and St. Paul lift bridge over the canal were intended to maintain clearance for the deep channel (Mermin 1968: 151-55; Register-Democrat 1927 [1/21: 1/7]; Peters 1948: 1, 7-8).  Thus, the promotion of the deep channel along the Fox-Wisconsin and the building of the Portage Lock as a concrete structure were closely associated with Congress's program to promote cost-effective, shipping by the improvement deep channels along key waterways for larger carriers.

During this intense period of navigation promotion, the maintenance of the canal except for dredging continued with almost annual attention through the 1920s.  The Wisconsin River flood of 1900 caused water to rise about 7' in the vicinity of Portage during the month of April.  On April 24, the Portage Levee broke at cattle crossings about a mile below the Portage Lock, allowing water to spread over a large area across the marshes and lakes surrounding Portage.  The 1904 Army Corps report noted that the construction of levees had noticeably engorged the river, thus making floods higher.  The flood carried away a portion of the Fort Winnebago Lock and washed out the canal banks in the Portage Canal adjacent to the waste weir west of this lock (U.S. ACE [Report] 1839-1963 [serial 4093, H. Doc. 2, pt. 5, 1900: 3730; serial 4787, H. Doc. 2, vol. 7, pt. 3, 1904: 2847]; Bambery 1866-1960 [1900: file 1, box 3, p. 60-64]; Milwaukee Sentinel 1900 [4/29: 10/1-3]; Smith 1904: 101).

Repair of the Fort Winnebago Lock and adjacent canal bank began on July 25, 1900.  The Army Corps brought three boom derricks and tools by scow from Berlin.  The August report described the existing 7' thick by 14' high lock walls as rubble stone masonry faced with 8" x 8" pine timber secured to the masonry with iron straps and bolts.  Portions of the floor system were badly decayed.  The flood had removed the top two courses of rotting timber from the left wall and placed the face timber and masonry from the right wall into the lock chamber.  The Army Corps began the project by removing debris and constructing 13' high concrete masonry T-walls, which were laid perpendicular to the head or west end of the lock walls to provide structural stability.  The fallen right wall was replaced with a heavy wood frame filled with dry rubble masonry; and faced with a double sheathing of pine planking. The top courses of timber on the opposite wall were also renewed.  The masonry end walls and wing walls along the banks were repaired and pointed with Portland cement.  A concrete floor was laid between the miter sills. Repairs to the lock were completed on October 6, 1900.  Along the canal adjacent to the waste weir (Appendix B, Map A), the fifty-four linear feet of revetment damaged by the flood were repaired.  The waste weir was revetted with planking.  The Portage Levee also received repairs which were completed on September 13, 1900 (Bambery 1866-1960 [1900: file 1, box 3, p. 60-64, 117-149]; U.S. ACE [Report] 1839-1963 [serial 4282, H. Doc. 2, pt. 4, 1901: 2964-65]).  In 1901, the Army Corps used Dredge No. 5 to clean the canal. During operation of the dredge, the locomotive which had fallen into the canal at the railroad bridge was removed (Bambery 1866-1960 [1901: file 1, box 3, pp. 60-64, 207-208, 246-48]).

In October 1904, the Army Corps constructed a 12' square tool shed at Berlin and transported it to the Fort Winnebago Lock, replacing the building standing at the lock since 1896.  It was placed along the north bank at the east end of the lock (Bambery 1866-1960 [1902: file 1, box 3, pp. 392]; U.S. ACE [Report] 1839-1963 [serial 4787, H. Doc. 2, 1904: 1876]).

In October 1900 after the flood, the Army Corps completed also minor repairs at the Portage Lock.  The Portage Lock received substantial repairs between November 5, 1901 and May 1902.  To prevent the Wisconsin River from washing into the canal during high water similar to the flood of 1900, the Army Corps raised the upper or west wall 7'.  The stone and concrete fill in the cribbing of the Portage Lock was removed to 6' below the top of the existing wall.  The pine and fir timber work along the lock walls including the posts was repaired to the water line, decayed sheathing was replaced, and the walls were raised.  Stone and sand were placed in the cribbing to within top 6" of its top.  The top of the lock walls was filled with concrete to hold the gate anchors and other hardware.  The mechanisms that closed the gates were renewed and the six snubbing posts to tie boats in placed were set along the top of the lock walls.  Last repaired in 1892, the timber cribs walls of the first lock which stood west of the existing lock were rebuilt to retain the banks and backfilled with sand.  Old crib walls were occasionally left in placed to serve as shoring for the banks at one end of a new lock.  The Army Corps had constructed a warehouse along the south side of the Portage Lock by 1902 when it raised it on piers (photograph WI-104-35; Bambery 1866-1960 [1901-02: folder 1, box 3, pp. 273-317]; U.S. ACE [Report] 1839-1963 [serial 4282, H. Doc. 2, pt. 4, 1901: 2965; serial 4787, H. Doc. 2, 1904: 1876]; Portage Public Library n.d., ca. 1909-10 [photographs, ca. 1909 and 1910]; Wisconsin Visual Archives 1855-1947 [photographs, ca. 1909]).  In 1902, the Army Corps replaced timber revetments along the sides of the canal east of the Portage Lock for a distance of 130' to 150' (Bambery 1866-1960 [1902: file 1, box 3, pp. 316-17).

In 1904, the report of the Milwaukee District of the Army Corps stated that the Portage Canal had been in poor condition for a considerable period  (Bambery 1866-1960 [1904: folder 6, box 2, p. 293]).  After 1903, the Army Corps completed minor repairs to the wood frame and wood connections at both locks almost annually.  The detailed district reports from the Bambery Papers dating from 1896 to 1918 and the summary reports of the Army Corps clearly indicated that the cost of maintenance to these wood lock structures remained high (U.S. ACE [Report] 1839-1963 [serial 4787, H. Doc. 2, vol. 7, pt. 3, 1904: 2857]; Bambery 1866-1960 [folder 2, box 3: 1905: 96, 117; 1907: 293; 1908: 345]).  Further minor repairs continued in 1909 and 1910 at both locks (Bambery 1866-1960 [1909: folder 2, box 3, p. 431; folder 3, box 3, pp. 13]).  In 1912, the waste weir near the Fort Winnebago Lock was replaced and a bridge was built over its entrance to the canal (Bambery 1866-1960 [folder 3, box 3, 1910: 51-54, 93; folder 3, box 3, 1912: 93]).

Significant work did not occur at the canal until 1913.  The Portage Lock had become badly decayed.  The Army Corps began rebuilding the crib walls above the surface of the water in June.  The west end of the lock walls was raised a foot to reach the height of the adjacent levee which was raised by the state.  In 1914, substantial repairs at the Fort Winnebago Lock included the replacement of the timber facing along the interior of the lock chamber.  However, the Army Corps completed little work along the sides of the canal away from the locks.  In 1916, considerable dredging was completed in the canal but the revetments were not replaced (Bambery 1866-1960 [1913-16: folder 3, box 3, pp. 199, 207, 235, 299-323]; U.S. ACE [Report] 1839-1963 [1913 [pt. 2]: 2797; 1914 [pt. 2]: 2914]).

In 1926, the Army Corps replaced the second Portage Lock with a concrete structure (Appendix B, Map LL).  This third structure continues to stand at the Wisconsin River entrance to the canal.  The collapse of one of walls of the Portage Lock in the summer of 1926 required either substantial rebuilding or replacement of the second lock.  The new lock, the largest on the waterway, provided a larger capacity of 209'-0" x  35'-2" and a 2'-4" lift (Register-Democrat 1927 [2/5: 1/1]).  Its size and concrete composition were in part influenced by the "waterway movement" for deep channel navigation of the 1920s as noted.  Because of its limited potential use, the Lakes Division engineer at Cleveland, Colonel Spencer Cosby, displayed considerable reservation about the construction of the new lock without direct authorization from Congress.  A lock of the contemplated size appeared unnecessary given the project depth of 4' and the size of smaller locks along the remainder of the waterway.  Despite these views, in September 1926, the district engineer determined that since Congress had not acted on the recommendation of the Army Corps to close the waterway for five years, the agency was obliged to repair or replace the lock (U.S. ACE, Milwaukee District 1926b [letter from Col. John Kingman, 9/8/26]).

Colonel John J. Kingman, district engineer, directed the project.  The Milwaukee District prepared the plans and specifications for the concrete lock, completing the first draft on June 12, 1926.  Prepared by July 30, 1926, the specifications posted August 30, 1926, required the construction of a concrete lock with steel gates and steel operating mechanism; the removal of the remaining walls of the first lock; the repair of the walls of the second lock to secure the banks; and the building of a short levee to connect the new lock to the existing Portage Levee along the east bank of the Wisconsin River and around the Curling Rink.  The size of the lock chamber was to measure 35'-2" x 170'-0", the length of the overall lock without the wing walls extended 209'-0", and the total height of the lock reached 28'-2".  Truncated inward and keyed into the slab floor, the side walls measured 12'-0" wide at the base and 6'-6" wide at the top.  The district opened the construction bids for the lock on August 20, 1926.  It awarded the contract on September 23, 1926, to M.E. White Construction Company of 1735 Fullerton St., Chicago and began in mid-October.  Although the original contract completion date for the project was September 16, 1927, the lock reached completion on May 5, 1928 at a cost of $122,199 (U.S. ACE, Milwaukee District 1926b [appended letters]; Register-Democrat 1927 [10/20: 1/6]).

The company began by clearing the area of brush and debris.  During late October, M.E. White and Company set up its heavy equipment: its seven and a half ton, eighty horse power Kewaunee boiler, 140 ton caterpillar steam hoist, one rolling derrick, additional derricks, two vulcan steam hammers, a clam bucket, two massive concrete mixers, and concrete hopper at the site.  A seventy horse power engine generated steam to heat the concrete used in the lock for pours during the winter months.  M.E. White purchased 8,000 to 9,000 barrels of cement to complete the job (U.S. ACE, Chicago District 1873-1928 [4-N-28, tube 56/204, plans, 5 sheets]; U.S. ACE [Report] 1839-1963 [1926 [pt. 1]: 1280; 1927 [pt. 1]: 1303; 1928 [pt. 1]: 1352]; Register-Democrat 1926 [9/4: 1/6; 9/26: 1/1; 10/28: 1/1; 11/23: 1/3; 11/29: 1/1; 12/11: 1/7]; 1927 [1/11: 1/1; 2/5: 1/1]; Meindl 1991: 27).  

The construction site was prepared during the winter of 1926-1927.  The construction firm poured the first floor section on April 11, 1927.  Construction proceeded from the east end west in six sections.  After driving the steel sheet piling and setting the forms and two layers of rebar, the contractor poured the entire section without halting work to ensure the fabrication of a monolithic slab without fractures.  This effort required two work shifts.  The contractor completed the concrete wall sections in early October 1927.  In October 1927, the miter sills were poured and the building of the cutoff walls and wing walls was continued.  Removal of a portion of the west end of the curling rink building became necessary to drive the piles of one of the cutoff walls.  The contractor received the structural steel for the gates from the Lakeside Bridge and Steel Company in late October for assemblage at the site.  The walls of the second lock were rebuilt to secure the adjacent banks east of the lock.  By January 1928, the contractor was completing stone masonry wing walls using stone from the first lock, building the concrete cutoff walls, repairing the walls of the second lock, and erecting the gate hardware.  This work continued into early March.  The building of the short levee system around lock and curling rink, completing site work, and repairing several of the adjacent buildings damaged by the construction occurred in March and early April.  The canal was filled with water on April 28, 1928.  The Portage Lock reached completion on May 5, 1928, and the work crews were discharged (photographs WI-104-36-40, 48-54; U.S. ACE, Chicago District 1873-1928 [4-N-28, tube 56/204, plans, 5 sheets]; Porter 1926-28; U.S. ACE, Chicago District 1926-28 [books 24a and 24b]; Register-Democrat 1927 [10/20: 1/6]).

The dredge known as the Winneconne cleared only a portion of the canal in 1927 (Register-Democrat 1926 [11/29: 1/1]).  In May 1931, Mayor Niemeyer of Portage requested dredging of the canal and the installation of docking facilities.  The May 18-19, 1931, inspection of the site by the Army Corps found a channel as shallow as 18" at some locations.   Deteriorating revetments at some locations permitted slumping of the bank into the canal and weeds and sand bars choked the canal at other points. The district engineer indicated that because of the low prospect of future commerce, the Army Corps had not dredged the Upper Fox and canal since 1927 and did not recommend further improvement (U.S. ACE, Milwaukee District 1926b [appended letters from H.M. Trippe, 7/15/31]).

Several bridges spanning the canal were replaced.  One of the traffic bridges was completed in 1928.  Portage contractor William Kutzke constructed the new lift bridge owned by the Milwaukee, Chicago, and St. Paul Railroad in 1937 and 1938.  Built during an era when few large boats used the canal, the bridge was lifted manually only for inspections in 1938 and 1940.  After the Army Corps of Engineers ceased to maintain the canal as a navigable waterway, the railroad removed the counterweights in 1952 and the bridge's superstructure in 1968 (Portage Daily Register 1/14/37
; Columbia County Historical Society 1982; Portage Chamber of Commerce n.d.; Peters 1948: 8).

Thus, although supporters of the deep channel along the Fox and Wisconsin rivers had convinced the Army Corps to erect a substantial lock in the mid-1920s, they remained unable to develop the waterway to carry the deep draft, contemporary commercial vessels or in the long run to ensure maintenance of the waterway.

Federal Abandonment of the Navigation Improvement along the Upper Fox Waterway:
1935-62
Except for the surge of activity related to the replacement of the Portage Lock, limited dredging of the Portage Canal between 1926 and 1927, and ongoing investigation of the feasibility of the 9' channel, the level of improvement along the canal and the Upper Fox continued to decline.  The channel depth at low water between Portage and Montello fell from 2' in 1936 to 1.5' to 1.8' in 1951 (U.S. ACE 1839-1963 [1933 [pt. 1]: 1041]; 1951: 4).  While the average lockage along the Upper Fox rose in the second decade of the twentieth century because of the increased popularity of pleasure boats, a parallel rise in commercial traffic did not occur.  Freight carriage along the Upper Fox all but disappeared just after World War I, and overall use including recreational traffic along the Upper Fox declined significantly during the 1920s.

At public meetings concerning the disposition of the waterway in 1945 at Portage and Oshkosh, the district engineer from Milwaukee stated that federal appropriations had not been recently made for maintenance along the waterway.  The Army Corps had completed little work since the 1920s.  He indicated, however, that to properly control the flow of water, sizeable appropriations would be needed to update the structures after several years of neglect.  Composite structures along the Fox had required relatively constant maintenance to keep them in operating condition.  But, sentiment expressed at public meetings and hearings at this time opposed the closing of the Upper Fox and the suspension of lock service. The reasons for such opposition ranged from the potential decline of recreational opportunities, flooding and expanding marsh areas, reduced waterpower along the Lower Fox, adverse effect on wildlife habitats, rising sewage and health problems with the reduction of water flow, and even the fear of rising railroad rates despite the lack of commerce along the Fox River.  When the construction of fixed bridges over the canal occurred in 1949 and 1951, limited public opposition was encountered (Mermin 1968: 156, 162-63; Register-Democrat 1936 [5/28: 5/6-8]; Madison Capital Times 1952).

Despite the suspension of most of the maintenance along the Upper Fox River by the 1930s, minor work at the Portage Lock and the rebuilding of the Fort Winnebago Lock did occur beginning in August 1936.  Carl Hilgenberg, a foreman from the Kaukauna Army Corps office, guided hired labor to complete both projects. The reconstruction of the Fort Winnebago Lock involved rebuilding of the floor, at least a portion of the timber side walls, and the gates.  At completion of the rebuilding project at a cost of $38,650, the structure remained a composite lock with dry laid, stone masonry walls surrounded by timber cribbing sheathed with pine planking along the lock chamber (Appendix B, Map JJ).  The inside of the lock chamber measured 34'-8" wide, and the available length reached 137'-0".  The lock provided a lift of 6'-5" (U.S. ACE [Report] 1839-1963 [1937 [pt. 1]: 1192]; Wisconsin State Register 1936 [7/7: 2/2]; Meindl 1991: 28; WDNR, Southern District 1946-74 [map of canal, 1957]).

As the 1940s progressed, World War II drew funds away from nonessential government projects so that between 1943 and 1953, the Portage facilities received little attention (U.S. ACE 1940-53).  In 1940, the Army Corps rebuilt the waste weir west of the Fort Winnebago Lock.  In 1941, 1944, and 1946 the agency in part under the direction of James Bambery
 and an Army Corps foremen with temporary labor at Appleton conducted minor repairs and replacements along the Portage Lock.  The Army Corps removed debris from the entire length of the canal in 1942 (U.S. ACE [Report] 1839-1963 [1941 [pt. 1, vol. 2]: 1591; 1942 [pt. 1, vol. 2]: 1547; 1942 [pt. 1, vol. 2]: 1365; 1947 [(pt. 1, vol. 2]: 1881]).  Between 1950 and 1953, the Army Corps allocated minimal amounts for the Portage Canal and Fort Winnebago Lock.  The construction of the Portage Lock in 1926-1928 as a concrete facility and the rebuilding of the Fort Winnebago Lock in 1936 may explain some of the reduced maintenance considerations (U.S. ACE 1940-53 [11/25/1944, 12/4/50, 9/21/51, 8/19/52]).

The Army Corps of Engineers considered the transfer of all the properties on the Upper Fox River to the state or a local agency in 1950.  The Army Corps found that administration of the Upper Fox properties no longer met the definition of its basic responsibilities, navigation and flood control.  It considered flood control problems to be negligible along this section of the waterway.  Closing the Upper Fox to navigation between Portage and Eureka on July 7, 1951, it administered the waterway under custodial maintenance which enabled continued operation of the dams (U.S. ACE 1839-1963 [1951 [pt. 1, vol. 2]: 1746; serial 12062, S. Doc 1710, vol. 2, 1958: 2-3]).

In 1954, the Wisconsin Conservation Commission with input from the U.S. Fish and Wildlife Service reported favorably on the acceptance of the property for recreational purposes, primarily hunting and fishing.  It specified the changes necessary prior to property transfer to enhance recreational value.  The Conservation Commission recommended the closing of the lock structures and the placement of water control structures at key points along the waterway to create water levels most appropriate for the preservation of wildlife (Meindl 1991: 23; Mermin 1968: 163; Kabat 1957: 20-23).

A 1958 act, provided for the transfer of the Upper Fox and Portage Canal by quitclaim deed and for $300,000 to place the property in the status specified by the Conservation Commission (United States 1867-1959 [1959 (vol. 72: River and Harbors Act, Section 108 of Public Law 85-500): 297]); U.S. ACE [Report] 1839-1963 [serial 12062, S. Doc 1710, vol. 2, 1958: 2-3]). In May 1959, the Wisconsin legislature accepted the terms of the transfer pending acceptance by the Conservation Commission of the condition of the properties mothballed by the Army Corps as specified in their agreement of September 8, 1958 (Wisconsin, State of [Laws] 1848- [Chapter 56: 1959: 76].  By this agreement, the Army Corps filled four of the locks, converted two to water control structures, altered the Fort Winnebago Lock to a waste weir to control water levels, and retained the Portage Lock to serve as a water control structure within the Portage Levee.  Operated by the Berlin Boat Club, the Eureka Lock began operation again in 1958.  The dams and canals were left, although in a silted condition (U.S. ACE, Chicago District 1958-59).  The federal government quit claimed the property along the Upper Fox to the State of Wisconsin in 1961, and the state formally accepted it on October 23, 1962.  The Conservation Commission, now the Department of Natural Resources, administered the property.  The Army Corps transferred the property  with the understanding that the lands would be held for public benefit.  This restriction was removed in 1972 (Meindl 1991: 23, 26; Mermin 1968: 163-64; Kabat 1957: 20-21; U.S. ACE [Report] 1839-1963 [1962, [vol. 1]: 1272-73]; WDNR, Facilities and Lands 1951-87 [file: 1958-72, Resolution for Acceptance of Federal Properties, 8/17/62]).  In 1982, the Army Corps also placed the Lower Fox Waterway in a caretaker status and completed documentation of the components of the property in 1995 (Richards 1995).

Modification of the lock structures for transfer by the Army Corps began shortly after November 12, 1959.  The limited alteration of the Portage Lock to a water control involved removal much of the gate hardware and stockpiling it at a warehouse near the upper Appleton Lock or Lock Number One and lowering the stone walls of the second lock which remained visible west of the current lock and reshaping the slope of the adjacent banks to a one-to-one slope.  Both pairs of gates were welded closed.  In the meeting of 1954 between the Conservation Commission and the Army Corps, the existence of a 15' x 33' building was noted to be in poor condition.  The manner of its disposition was never indicated.

Although its outline remains, the Army Corps dismantled most of the Fort Winnebago Lock. The side walls not required to support the west gates were dismantled to the water line and the stone was thrown into the lock chamber.  The west gates were cut down to the level of the existing waste weir which was 900' upstream and secured in a closed position to serve as the new waste weir.  The valves in these gates were closed by dumping fill material against the upstream side of the gates.  Stone fill was also placed on the east side of the gates and sloped eastward to form the new waste weir.  The 10' x 12' frame, tool house remained standing after 1959.  The Army Corps closed existing waste weir (U.S ACE, Chicago District 1958-59; East Central Wisconsin Regional Planning Commission 1948-85 [file: transfer of Upper Fox to State, 11/2/59]; WDNR, Facilities and Lands 1951-87 [file: Fox River Investigation, 1951-60, 1954 report and 9/10/58 letter]; Kleist 1987: 31).

State Management of the Portage Canal: 1962-
After 1962, the Wisconsin Conservation Commission, which became the Department of Natural Resources in 1967(Wisconsin, State of [Laws] 1848- [Chapter 75, 1967: 166-68]), and the City of Portage entered into a long planning process to consider the appropriate disposition of the Portage Canal.  Appointed in 1966, the Governor's Portage Canal Implementation Committee was directed to prepare detailed plans for the management and interpretation of the canal.  Frank and Stein submitted a feasibility plan for the interpretation of the Portage area historic sites including the canal in 1968.  These studies verified the historical value of the property and suggested an approach, but failed to determine the lead agency for its development.

The City of Portage created a waterway commission in 1973 to oversee the maintenance and management of the canal.  However, maintenance of the property remained negligible until the early 1970s.  The first identified effort to remove debris from the canal occurred under the Department of Natural Resources in 1970 and 1973.  The Portage Canal Citizen's Group which formed in 1975 continued the cleaning of weeds and debris initiated by this department.  The Portage Canal Society grew from this initiative in 1977 to guide this maintenance, preservation, and legal protection of the canal (Kleist 1993: 28-29).  The historical significance of the Portage Canal received formal recognition when it was entered onto the National Register of Historic Places in 1977 (Wisconsin Division of Historic Preservation 1977).

In 1985, the City of Portage, Columbia County, and the state signed a Memorandum of Understanding which took initial steps toward preservation by coordinating efforts through the Fox-Wisconsin Heritage Waterway Park Corporation.  Its purpose was to guide the preservation and maintenance of the Portage Canal, establish a historic park along the canal and a portion of the Fox corridor, enhance support for the project, and hold rights to the property (Lenzi 1986).  These activities included the construction of a rustic footbridge across the canal in 1984; the placement of horizontal timber revetments along the banks of the canal from Adams Street to the footbridge between 1986 and 1988 during the city's revitalization project; and the establishment of a canoe trail.  A total of $30,000 was provided to the Fox River Management Commission working in concert with the heritage corporation to rehabilitation the Portage Lock in 1985.  General Engineering Company, Inc. of Portage, conducted a feasibility study for the reopening of the Portage Canal in 1988, revising it in 1991.  The Portage Ad Hoc Committee on Flood Control was established in 1991 principally to guide the treatment of the historic site as the Army Corps planned the rehabilitation of the Portage Levee [file: Heritage Waterway Park, 1985]; Kleist 1987: 31; Portage Ad Hoc Committee on Flood Control 1992: 1, 10-15; WDNR, Southern District 1946-92 [file: 1982-91, memo 4/9/87 from Larry Freidig]; WDNR, Facilities and Lands 1958-97 [file: Portage Levee, 1992]; Foellmi 1997).


The Construction of the Portage Levee
Three segments or reaches, the Portage, Lewiston, and Caledonia levees, compose the 18 mile-long Portage Levee System (Appendix B, Map MM).  This series of discontinuous, sand levees line 13 river miles extending above and below Portage.  The Caledonia and Lewiston levees prevent overflow of the Wisconsin River into adjacent agricultural lands.  The five-mile Lewiston Levee protects the north side of the Wisconsin River west of the City of Portage, and the 9.5-mile Caledonia Levee is located along the south side of the river.  They restrict the water flow and increase flooding downstream at the canal area in the City of Portage and several miles downstream from the city.  The 3.5-mile Portage Levee protects the northeast side of the river from the Portage Lock south into the Town of Pacific.

Because the Portage Levee ties into the west end of the Portage Lock, the lock becomes part of the flood protection structure.  The Wisconsin Department of Natural Resources maintains the levee under statute s.31.36(4).  The Portage reach of the system was upgraded in 1997 and 1998 under the guidance of the St. Paul District of the Army Corps of Engineers.  Recent studies of the levee system began in 1971.  The final feasibility study and environmental impact statement appeared in 1983 and were updated in 1992 through 1994 (WDNR, Facilities and Lands 1958-97 [file: Portage Levees and Canal, 1993; Lewiston and Caledonia levees, 1997]; U.S. ACE, St. Paul District 1992 [1993-94]: 6; Portage Daily Register 1992 [2/6: 1-2]).

When the Wisconsin runs at extreme flood height, it can reach an elevation 18' to 20' above the Fox River.  In the past without the intervention of the levee system, flood waters from the Wisconsin crossed the marshlands into the Fox River.  Such flooding from the Wisconsin River could cover approximately 6,000-7,000 acres of floodplain, reaching into the valley of the Upper Fox River.  The Wisconsin also flooded the farmlands south of the Wisconsin River.  And, they cross over into the Fox through the canal and about three miles southeast of Portage in the area of Duck Creek (Smith 1904: 96-97; Mack 1923: 204; WDNR, Facilities and Lands 1958-97 [file: Portage Levee, 1974-91]; Jones et al. 1901: 1).

Flooding in the area of the canal was not uncommon.  Observers associated with the fur trade had noted flooding between the Fox and Wisconsin rivers since eighteenth century.  Traders were occasionally able to navigate rather than carry their boats across The Portage.  Delaying the work of Thomas J. Cram as he inspected the Fox River to make recommendations for its improvement, the flood of 1838 placed 2.5' of water along The Portage.  A loaded boat from Galena, Illinois, crossed from the Wisconsin into the Fox during this period.  A flood of July 1845 came within an inch of the 1838 flood level.  The banks of the canal collapsed during the floods of 1851, and high water again plagued the improvement of the canal in 1852.  Significant flooding was recorded in 1866.  The floods of 1880 and 1881 inflicted considerable damage in the Town of Lewiston and below the City of Portage.  The severity of the 1888 flood stimulated action by the federal government, seeking to protect its improvements along the Portage Canal.  It was this flood event that involved all three level of government in flood protection along the Wisconsin at and adjacent to Portage (River Times 1851 [7/20: 1-2/1]; Butterfield 1880: 337-38, 436, 449; Kinzie 1948 [1856]: 60; Marryat 1837: 137, 141; Jones 1914: 97-98; Milwaukee Sentinel 1900 [4/29: 10/3]; Smith 1904: 1; Jones et al. 1904: 2).

Responsibility for the construction, maintenance, inspection, and funding of the Portage Levee System existed under a shifting combination of local, state, and federal authority from the 1850s onward.  In mid-nineteenth century mid-America, the control of flooding and the responsibility for rebuilding following a flood event remained an individual or local responsibility.  The beneficiary of flood control measures was the individual and local community.  However, action at the local level provided only piecemeal protection.  Local governments lacked the authority, organization, and funding to control the course of a flood along a drainage system of any size.  As populations rose and the number of people affected by such events grew, the state and federal government gradually provided increasing assistance.

Although state funding for flood control began in the 1840s and 1850s in Mississippi and Louisiana, most states did not become involved in this issue until the late nineteenth century.   Wisconsin may have made its first contribution to flood protection in its 1870 laws which supported the construction of protective structures in Portage.  With significant exceptions, the federal government did not provide direct support for flood control until the 1917.  Through the 1849 and 1850 Swamp Land Acts, it donated swampland to the states for drainage and sale.  The states were to use the resulting funds to protect and drain additional lands.  While this measure might result in productive lands, it was eventually found that this approach reduced the wetlands that absorbed runoff and engorged rivers during high water, resulting in increased flooding.  When the federal government did offer assistance before the twentieth century, levees became the primary control measure, and they almost always protected navigation channels and structures.  For example, the Army Corps, a federal agency, contributed to the maintenance of the Portage Levee in 1873 to protect the Portage Canal.  A second significant exception to this policy made under the guise of navigation improvements occurred, for example, along the Mississippi River and through the establishment of the Mississippi River Commission in 1879.  The landmark federal flood control act of 1917, however, required considerable financial commitment from local governments, which often lacked the resources to provide such cooperation (Armstrong 1976: 247-49; Schneider 1953: 1042-44; Pickels 1925: 4, 6).  Thus, because of its role in navigation, Portage attracted funding and expertise from both state and federal levels comparatively early in its history.

As permanent settlement expanded at The Portage and adjacent rural areas,  periodic flooding of the low-lying areas by the Wisconsin River became increasingly intolerable.  Citizens near Portage began the installation of flood control structures through private organizations and local governments in the 1850s.  Webb and Bronson, who platted the Town of Fort Winnebago in 1849, constructed a levee south of the canal to prevent flooding and raise land values.  In 1854, the Fort Winnebago and Duck Creek Plank Road Company built short levees between the plank Road and the adjacent bank of the Wisconsin River to protect their plank road, extending south from the canal along the river.  The company received authority for construction from the state legislature in 1854 (Fort Winnebago and Duck Creek Plank Road Company 1851-74; River Times 1850 [11/4: 2/2]; Butterfield 1880: 598; Smith 1904: 98; Wisconsin Division of Resource Development, Engineering Service ca. 1967; Wisconsin, State of [Laws] 1848- [Chapter 159, 1854]).

Farmers in the Town of Lewiston constructed a series of small dikes equivalent to four miles in length between 1861 and 1880.  The town received some funding for these levee projects through the sale of state swampland under the 1849-1850 federal Swamp Land Act.  Since the State of Wisconsin had failed to establish drainage districts, organization of the affected land owners to coordinate the effort may have been through a temporary state drainage commission appointed by the legislature.  Wisconsin formalized the organization of drainage districts in 1919, which only addressed drainage and not protective levees to prevent flooding (Smith 1904: 98-99; Mack 1923: 204; Jones et al. 1901: 2; Moreel 1972 [1956]: 31-32; Pickels 1925: 419-20, 423).

Later, in 1870, the legislature (Wisconsin, State of [Laws] 1848- [Chapter 98: 1870: 155-56]) did establish a temporary drainage commission including C.R. Gallett, George Wall, and S.S. Brannan to oversee the protection of Portage area from further encroachment by the Wisconsin River.  It appropriated $5,000 from the general fund for the project.  Their 1873 report showed the river shifting north onto the center of Wisconsin Street in at least one location in Ward I (Appendix B, Map BB).  To protect the location from spring flooding, the commission directed the construction of temporary wing dams and a 32'-long levee in 1870-1871.  In 1873, the Milwaukee District of the Army Corps, then constructing wing dams along the Wisconsin River south of Wisconsin Street, took charge of the improvement.  It is probable that these structures were added to the site of an existing levee, perhaps the ones erected in the early 1850s.  Adjacent Wisconsin Street appears to have followed the course of an old levee (U.S. ACE, Milwaukee District 188;  Hoffman 1889).

In 1873, the state legislature also gave municipalities and towns near Portage the authority to construct and maintain a levee along the south bank of the river (Wisconsin, State of [Laws] 1848- [Chapter 213: 1873: 464-65]).  It was found that the Portage Levee directed waters toward this side of the river.  The towns of Caledonia and Fairfield and City of Portage were permitted to levee a tax for its construction.  The law further stated that those owners in the Town of Caledonia directly benefitting from the improvement could pay an additional tax equal.  The law's intent was to reclaim lands subjected to overflow and protect highways from inundation.  The Caledonia Levee was erected between 1873 and 1881 (Wisconsin Governor 1840-1914 [folder 3, box 10, 1871-79, 1873 report]; U.S. ACE, Milwaukee District 1881; Wisconsin Division of Resource Development, Engineering Service ca. 1967).

These initial levees erected under local, state, and federal governments proved ineffective during the Wisconsin River floods of June 1880 and October 1881.  During this event, the Lewiston Levee broken at several locations.  Inflicting considerable damage, waters from the Wisconsin River flooded the valleys of Neenah Creek and Fox River for a distance of about 100 miles (Smith 1904: 98-99; Mack 1923: 204; Jones et al. 1901: 2).  To prevent the recurrence of such flooding, the state  provided $6,000 from the Swamp Land fund to reconstruct the levees in the town of Lewiston.  When funding proved to be insufficient, the U.S. Congress appropriated an additional $3,000 Army Corps appropriations bill for that year to protect the government's navigation improvements.  Although this funding proved inadequate to complete the necessary improvements, the Town of Lewiston rebuilt a portion of the levee system.  Its levee commissioners, A.J. Turner, Albert Scmarf, and C.R. Gallett, advertised for bids to complete the work in June 1882.  This early structure measured approximately 5' above the high water mark.  The town made additions to the system in 1883 and 1886 (WDNR, So. District 1971-81 [file: Portage Levee]; Jones et al. 1901: 2-3; Smith 1904: 100; U.S. ACE [Report] 1839-1963 [serial 4787, H. Doc. 2, vol. 7, pt. 3, 1904: 2846]; Wisconsin Governor 1840-1914 [folder 6, box 10, 1882-97, 1882 papers relating to Lewiston Levee]; U.S. [Statutes] 1846- [Chapter 375: 1883: 191, 203]; Wisconsin, State of 1848 [Chapter 138: 1872]).

The improved Lewiston Levee along the north side of the river directed the flood waters of the Wisconsin River to the south into the Town of Caledonia, the Baraboo River, and the adjacent floodplain.  To protect these lands, the City of Portage and Town of Caledonia constructed levees extending ten miles along the south bank of the Wisconsin River between 1883 and 1885.  In 1884 and 1885, the Town of Fairfield also constructed a levee along the south side of the river west of the Caledonia Levee.  The legislature authorized their construction in 1883.  Monies came from the sale of swampland (Wisconsin, State of [Laws] 1848- [Chapter 322: 1883 (vol. 1): 284]).

As the levees were built along both banks of the river, they raised the height of the flood waters south of the canal and the City of Portage.  This flooding endangered property of the federal government at the canal as well as the property of private citizens.  In both the 1886 and 1888 federal legislation (U.S. [Statutes] 1846- [Chapter 929, 1887: 310, 325]; see also Wisconsin, State of [Laws] 1848- [Chapter 134, 1889: 411];U.S. [Statutes] 1846- [Chapter 860, 1889: 400, 418]), Congress appropriated monies to construct a levee along the left or north and east banks of the river in the City of Portage and the Town of Pacific.  Prompted by a severe flood at Portage in 1888, the government finally provided the $12,000in 1889.  The Army Corps had justified this expenditure on the Portage or Government Levee primarily on the basis that it protected the improvements along the canal, a navigation structure.  Reconstruction of the Portage Levee occurred between 1889 and 1890.  The agency employed contractor S.A. Harrison, then repairing the Fort Winnebago Lock, to reconstruct the 14,658' long, 12.5' high, earthen Portage or Government Levee running from the south side of the Portage Canal to high land two and a half miles south at Wyocena Road in the Town of Pacific.  In many places, it followed the path of the earlier levee.

By1891, abandoned wing dams, erected across from the Portage Levee for navigation improvements along the Wisconsin River, directed the water toward the Portage levee.  The resulting channel undermined the structure, potentially causing the levee to collapse.  In 1891, the Army Corps and the state added a series of stone wing dams and levees  to protect adjacent banks (Wisconsin, State of [Laws] 1848- [Chapter 121, 1891: 144-45]).  The City of Portage also constructed the Barden Levee within its jurisdiction on the south side of the river at the southeast end of the Caledonia Levee.  The additions to the levee system in the 1890s brought the total length of the levee to seventeen miles.  The uncoordinated attempts by different government agencies continued to restrict and heighten the water flow, in fact making the area more prone to flooding (Jones et al. 1901: 3-4; U.S. ACE, Oshkosh Office 1896-99; WDNR, So. District 1971-81 [File: Portage Levee]; Mack 1923: 204-05; U.S. ACE [Report] 1839-1963 [serial 2832, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1890: 2365-66, 2376-77; serial 2925, H. Doc. 1, pt. 2, vol. 2, pt. 4, 1892: 2573, 2576; serial 3202, H. Doc. 1, pt. 2, vol. 2, pt. 4, 1893: 2768-69; serial 4787, H. Doc. 2, vol. 7, pt. 2, 1904: 2846-47]; Bambery 1866-1960 [folder 1, box 4, 1899: 168]; Hoffman 1889).

During the flood of April 24, 1900, the Portage City Levee broke in two places: 1.5 miles south of the canal and southeast of the city limits in the Town of Pacific along Wisconsin Street.  At this location, the course of the river began to shift from east to south.  Cattle crossings had weakened one of the breaches 125' in width.  The opening permitted water to flow toward the Fox River through the canal, and waters covered a broad area in the surrounding lowlands.  The flood waters filled the canal with sand and mud, washed-out the railroad tracks, collapsed one wall of the Fort Winnebago Lock, and damaged the canal revetments adjacent to the waste weir.  This break delayed the operation of the Chicago, Milwaukee and St. Paul and the Madison and Portage branch and resulted in considerable damage to residences south of the canal.  The flood occurring in October of that year again threatened the Portage Levee and breached the Fairfield and Barden levees.  Citizens from Portage and about 100 individuals employed by the railroad prevented a break in the Caledonia Levee along the opposite bank of the river.  The Army Corps repaired the levee system between July 25, 1900 and September 13, 1900.  He filled the breaks primarily with the sand available from the river bed.  Work along this segment created a top width of 6' and a slope of a one and a half-to-one ratio (Milwaukee Sentinel 1900 [4/29: 10/1-3]; Milwaukee Journal 1900 [4/24: 1/4]; U.S. ACE [Report] 1839-1963 [serial 4093, Doc. 2, pt. 5, 1900: 3729-30; serial 4282, H. Doc. 2, pt. 4, 1901: 2965]; Bambery 1866-1960 [folder 1, box 3, 5/4/1900: 60-64; 8/4/1900: 119]).

In 1904, Leonard Smith examined the Portage Levee in the Wisconsin Engineer, analyzing it through data gathered by the Army Corps while improving the Mississippi River levees.  He concluded that the structure failed because the sand that composed the levee permitted the structure to become quickly saturated. Its height did not contain the flood, and its width did not create a sufficiently stable structure, also permitting saturation.  The Wisconsin River was gradually shifting toward the levee and eroding its base after the construction of the levee along the opposite bank.  The entire system stood too close to the bank of the river and raised the river's height by decreasing its cross-section and eliminating the natural floodplain.  The levee rather than paralleling the river made several sharp turns at the point where the river turns from east to south.  The report also observed that the removal of timber in northern Wisconsin had increased the runoff, adding to flooding along the river basin (Smith 1904: 99-107).

A 1901 memorial to Congress from the Portage mayor J.E. Jones and the chairmen of the adjacent towns requested financial assistance to enlarge and strengthen the Portage Levee (Jones et al. 1901: 6-7).  The memorial concluded that the levee protected a large area which included the city and adjacent towns as well as the Upper Fox Valley, a natural floodway for the Wisconsin.  The 1904 report of the Army Corps explained that after the government had abandoned the improvement of the Wisconsin River, the Portage Canal lost its significance to federal navigation.  The Upper Fox then carried little traffic but pleasure craft.  The only federal property protected by the Portage Levee was the canal and two locks.  This report recommended that the government abandoned the levee, deed the structure to the city so it could perform  necessary repairs, and suspend Fox River improvements above Montello.  Even as late as 1904, the federal government funded flood control measures only to protect navigation improvements holding  importance to commercial interests (U.S. ACE [Report] 1839-1963 [serial 4787, H. Doc. 2, vol. 7, pt. 2, 1904: 2847-48]).

Concurrently, in 1900 the legislature appropriated $20,000 from its general fund for the construction and strengthening of the Portage Levee (Wisconsin, State of [Laws] 1848- [Chapter 282: 1901: 381-82]).  The act also created the three-member Portage Levee Commission to administer the project.  Appointed by the governor, its members were to audit and certify project bills and oversee construction, repair, and maintenance of the Portage Levee System.  Under this initial law, the state was to incur no further obligations for the Portage Levee.  The towns and the City of Portage gained the responsibility for the purchase of necessary right-of-way and for long-term maintenance.

The 1900 act initiated a review of the state's involvement in the project.  In 1902, the Wisconsin Supreme Court found that the appropriation violated the state constitution under Section 10 of Article VIII because it supported an internal improvement.  Inclusion of this section in 1848 represented a reaction to unchecked state spending associated with the financing of internal improvements during the era between the 1830s and the 1850s causing bankruptcy in adjacent states prior to Wisconsin's statehood.  In the 1902 decision, entitled The State ex. rel. Jones versus Froelich (115 Wis. 32), the court confirmed the state's inability to appropriate funds to or contract a debt for internal improvements or participate in the construction of such works. Despite the levee's function to prevent peril to human life, the court concluded that sufficient financial benefit accrued to private parties from such structures that they fell under the scope of this definition as did improvements for navigation, creation of waterpower, and land reclamation.

The state constitution did not bar local governmental units from contracting such a debt as part of their police powers.  The state, restrained from such action, delegated its authority to other units of government for this purpose (WDNR, So. District 1971-81 [File: Portage Levee]).  And, the constitution permitted the state to become involved in works of internal improvement if it received funding through the sale of property granted to it by the federal government and did not incur a state debt.  This exclusion had permitted the state construction of the Fox Waterway.  The legislature then appropriated funds for levees from the sale of swampland granted to the state under the federal Swamp Land Act of 1849-1850.  Rather than spending years in seeking the passage of a constitutional amendment concerning the construction of levees such as was the case for state spending for highways, forests, and port facilities, the legislature sought other ways to accomplish the same goal.  Also, such circumvention probably reflects the court's concern for maintenance of the state's solvency as its role began to expand (Conover 1903: 32-43; Mermin 1963: 72-73; 1968: 156-59; Hurst 1964: 574-79).

A 1903 law granted up to $20,000 to the Portage Levee Commission to repair and strengthen in a more permanent manner the breaches of the Portage Levee (Wisconsin, State of [Laws] 1848- [Chapter 419: 1903: 682-83]).  If the drainage fund provided an insufficient amount, then monies were to be allocated to this fund from one of the state trust funds.  The height of the then 17.5  miles of levees was to reach 2' above the high water of the 1900 flood.  The work occurred under the direction of the commission between 1903 and 1904 or 1905 (U.S. ACE [Report] 1839-1963 [serial 4947, H. Doc. 2, vol. 6, 1906: 2049]; Tennant 1913).  Although swampland did not exist after the 1920s, the state maintained the drainage fund for levees by appropriating monies to it from the general fund until 1961.  The Portage Levee Commission continued to supervise the inspection of the levee.  Maintenance, rebuilding, and  extension were let by the commission to local contractors.  The commission became a permanent part of the state government when the legislature placed it in the Engineering Department in 1913.  Under this law, the state more clearly defined the duties of the state commission: to construct, strengthen, and maintain the Portage Levee to provide protection against the overflow of the Wisconsin River.  The law also gave the commissioners the authority to condemn lands to provide a right-of-way for these structures and to give access to materials utilized in their construction.  The commission's role was gradually clarified through time and became well established during the early 1920s when H.V. Tennant of Portage served as a member of the commission (WDNR, So. District 1971-81 [file: Portage Levee]; WDNR, Facilities and Lands 1958-97 [file: 1974-91, Portage Levee (opinion file)]).

Significant Army Corps involvement with the Portage Levee occurred sporadically in the early twentieth century.  After the flood of 1911 threatened the levees along Ward I, Congress directed the Army Corps in 1912 to determine the repairs and extensions necessary to protect the navigation structures at Portage.  The Army Corps was directed to enter into cooperative projects with state and local governments when possible.  This approach foreshadowed later Army Corps cooperation in local and state projects.  The state provided the construction funding.  It allocated $20,000 for work on the levee in 1912 and designated an additional $25,000 to complete construction of the levee under the supervision of the commission.  Between 1912 and 1914, the commission utilized these funds to increase the height of the Portage Levee System 3' above the high water mark of the 1911 flood.  It also proportionately widened the levees and added shore protection, wing dams, and bulkheads.

The Army Corps with occasional assistance from the Levee Commission continued to maintain the levee system until 1916.  Without navigational utility, the levee was transferred by Congress to the state in that year.  By 1923, this approximately 18 mile-long levee system had reached a height of 7', a top width of 6', and a base width of 48'.  The Portage Levee included 3000' of timber bulkheads; fourteen, mat and stone wing dams intended to direct the flow of water away from the levee; and shore protection including riprap and revetments.  The state provided an annual appropriation of $5,000 to maintain the levee (Mack 1923: 206; Bambery 1866-1960 [folder 1, box 3, 8/4/09: 431; 8/26: 13-14, 24; Wisconsin, State of [Laws] 1848- [1913: 162]; U.S. [Statutes] 1846- [Chapter 253, 1912: 201, 229; Chapter 260, 1916: 391, 401]; U.S. ACE [Report] 1839-1963 [1910 [pt. 2]: 2142]; WDNR, Facilities and Lands 1958-97 [file: Portage Levee, 1974-91, memo, 5/18/79]; Jones 1914: 99; Tennant  1913).

Between 1921 and 1961, H.V. Tennant served as the secretary and engineer for the Portage Levee Commission.  He worked from his office at General Engineering in Portage.  During this period, the discontinuous sand levees were periodically raised and strengthened, but not significantly extended.  After the flood of 1922, the state transferred $50,000 from the general to the drainage fund to strengthen the levee system near Portage and add a series of short protective wing dams in Ward I (Wisconsin, State of [Laws] 1848- [Chapter 394: 1923: 682-83]; Tennant 1923).  In at least 1934, Works Progress Administration (WPA) funds supported work along the levee system in the Town of Caledonia.  During the 1921 to 1961 period, the flood of September 1938 caused the only breach and overtopped levees in other locations.  A school bus filled the 20' gap occurring in the Portage Levee.  A portion of the levee system was then raised 2' above the 1938 flood level.  It may have been at this time that the two one-room, ashlar stone masonry levee patrol or gauging stations were placed on the opposite banks of the Wisconsin River at a point just south of the Portage Lock. Their rough stone construction was very similar to the forms produced by WPA projects (WDNR, So. District 1971-81 [File: Portage Levee]; General Engineering Co. ca. 1967; U.S. ACE, St. Paul District 1983: 13, 32, 37; Tennant 1923).

As the federal government's role in flood control and other water-related issues became clarified, Congress provided for several flood control studies along the Wisconsin River.  Authorized under the Flood Control Act of 1928, the St. Paul District reported the results of its 1929 study in 1930.  The report addressed issues of flood control, production of hydroelectric power, and irrigation as well as navigation along the Wisconsin River and its tributaries.  The study found levees reaching 6' in height or a flood stage of 20' extending along both banks from a location twelve miles above Portage to one to three miles below the city. The 1930 report concluded that no serious flooding occurred along the Wisconsin River, and flood control measures along the river including the Portage Levee were adequate (U.S. ACE, St. Paul District 1929; U.S. ACE [Report] 1839-1963 [serial 9254, H. Doc. 259, 1930: 1-2, 5, 44]).  A 1944 preliminary report by the St. Paul District Army Corps reexamined flooding along the Wisconsin River and also determined that the Portage Levee provided adequate protection.  The report did recommend a survey to develop a flood control program for the Wisconsin River Basin.  However, World War II intervened, and this survey never occurred.  Rather, a brief letter report of January 28, 1955, indicated that further action was unnecessary (U.S. ACE, Milwaukee District 1951: 5; Wisconsin Public Service Commission 1954-65 [No. 4579, 1956]).

In 1970, the WDNR requested examination of flooding issues along the Wisconsin River near Portage by the St. Paul District of the Army Corps.  Section 205 of the Federal Flood Control Act of 1948 provided the agency the authority to conduct a reconnaissance level study of the levee system in 1971.  The report concluded that the Portage Levee System failed to meet the Army Corps' design standards.  It recommended the strengthening, raising, and extension of the Portage and Lewiston levees as the most feasible flood control measure in this area.  During this period, the St. Paul District added a 1000' long flood emergency levee at the south end of the Portage Levee to tie it into STH 51.  After a 1973 flood rose to the top portion of the levee, the St. Paul District erected a second emergency levee in Ward VIII of Portage which was later removed.  These studies initiated a series of planning documents dating to 1977, 1983, 1992, and 1993-94 from which the levee improvement project in the late 1990s emerged (Appendix B, Map MM).  The 1977 study constituted the first comprehensive examination of the flood control alternatives on the Wisconsin River in the area adjacent to Portage (WDNR, So. District 1971-81 [File: Portage Levee]; General Engineering Co. ca. 1967; U.S. ACE, St. Paul District 1977: 5-6; 1983: 5; 1992 [1993-94]; U.S. ACE, St. Paul District 1977).

At the state level, regular appropriations for the Portage Levee System were made through the Portage Levee Commission until 1961 when it was abolished.  Created under of the same act, the Water Regulatory Board gained the responsibility for supervising activities related to the levee.  Still based at Portage with a foreman and laborers at Babcock and Portage, H.V. Tennant served as its Secretary and Engineer.  Its primary task remained the supervision of the operation, repair, and maintenance of dams and dikes erected in drainage district.  After elimination of the board in 1965-66, the responsibility was shifted to the Wisconsin Public Service Commission.  This state agency had jurisdiction over the level and flow of navigable waters which included the Fox River and the Portage Canal.  This commission gained authority over the water in the stream, but the riparian owner possessed land ownership rights to the bed of the stream.

In 1967, the legislature transferred the duties of the commission to the WDNR.  Its responsibility for management of the levee remained construction, strengthening, and maintenance to ensure that the flood protection structures prevented overflow of the Wisconsin River in that vicinity. Two sections of the department administrated the levee.  The Water Regulation Section based in Madison was to oversee the inspection, operation, and maintenance of the levee and the Horicon supervisor of the Southern District provided personnel for the routine maintenance programs.  The St. Paul District of the Army Corps and the WDNR completed their studies of the Portage Levee system in 1994.  Funded by both agencies, the rebuilding of the levee began in 1997.  After completion of the project, the City of Portage gained responsibility for maintenance of the City of Portage Levee while the WDNR continues its current authority for the Lewiston and Caledonia levees (Mermin 1968: 156-59; Jones 1914 [1]: 94-97; U.S. ACE, St. Paul District 1981: 18-19; Butterfield 1880: 598; WDNR, So. District 1971-81 [File: Portage Levee]; WDNR, Facilities and Lands 1958-97 [file: 1970-91, memo dated 2/13/70; file: 1974-91, memo dated 8/23/65]; 1951-87 [files: Portage Levee, 1972, 1989, and 1995-97]; General Engineering Co. 1967; Oakey 1957: 28; Wisconsin, State of [Laws] 1848- [Section 108 and Section 69.31.36(1) of Chapter 191: 1961: 137, 158]).

Conclusion
The shift in responsibility from local to local, state, and federal coordination of the development, maintenance, and operation of water-related structures at Portage followed what came to be a relatively common historical pattern.  Early local and regional entrepreneurs and statesmen pressed for navigation improvements by the late 1820s.  The trade of the Midwest’s natural and agricultural resources and early industrial products depended on economical, long-distance, transportation of goods to and from the East coast.  Such transportation relied on navigable waterways.  Beginning in the 1830s, the federal government through the Army Corps did survey and make recommendations for the improvement of the Fox-Wisconsin Waterway.  But, its involvement did not extent to construction or operation.  These statesmen and businessmen lobbied hard for federal assistance, which finally came in its typical form, large, restricted land grants at statehood.  But, it remained the state’s duty to guide the project at a time when adjacent states reached near bankruptcy caused by the cost of internal improvements.  The state itself permitted acceptance of the land grant, but would not invest its own funds in the internal improvement.  During the 1850s, local shippers and loggers utilized the waterway as construction and conditions permitted.  But, neither the public commission appointed to guide the project nor the private enterprises entities that followed had sufficient flexibility in lands sales, funding, or understanding of waterway construction to complete the project before the railroad threatened to compete with the waterway for shipment of goods.

Concurrently, intensification of settlement and navigation improvements emphasized the flooding issues along the Wisconsin and adjacent portions of the upper Fox. Local government units and private organizations began flood protection measures early in the history of Portage, in the 1850s.  Their solution focused on the construction of levees.  As in the navigation improvements, some early funding came from the monies derived from the sale of federal swampland as well as local but not state funds.  The federal funding was in fact  intended to achieve drainage of swampland rather than the protective of property by using levees.  After 1870, the state made considerable strides in flood protection measures  by offering a method of land organization through the levee commissioner and periodic funding for flood control structures.  Portage appears to be one of the earliest examples of the state’s involvement in flood control measures.

The federal government through the Army Corps again became involved in both navigation and flood protection measures in the early 1870s in the construction and operation of the facility.  The state and its citizens finally convinced the federal government to complete the navigation project under the guise of providing mobility for war as well as a link in a significant commercial waterway.  As the waterway became fully operational, although in operation since the 1850s, rail lines absorbed shipments of more costly goods.  The waterway primarily carried bulk cargo into the second decade of the twentieth century when the focus of its use shifted to pleasure boats.  The significance of the waterway diminished when the Wisconsin link to the Mississippi could not be cost-effectively  improved in the 1880s.  After years of maintenance and limited improvements, the Army Corps transferred the waterway to the state in 1962.

The Army Corps’ navigation improvements along the Fox-Wisconsin required protection through flood control measures, which it continued between 1873 and 1916.   Because the waterway lost its connection to the Wisconsin and carried decreasing commercial traffic, it withdrew from significant involvement with flood control measures at this date and deeded the levee to the city.  In the interim, the state had established a formal and permanent means to oversee the inspection and maintenance of the Portage levee through the establishment of a state-funded Portage Levee Commission in 1901.  By this period, construction had engorged the Wisconsin and sealed its floodways at Portage, intensifying flooding issues.  Even though the courts found that the state could not directly fund these flood control measure, the funding continued from the general fund through the drainage funds.  The commission and after 1961 other state agencies remained the primary government office to inspect and maintain the structures of the Portage Levee System.  Although the St. Paul and the Milwaukee districts of the Army Corps considered flooding and other water-related issues such as hydroelectric power along the Wisconsin and Fox rivers beginning in the early 1920s, their reports found that federal expenditures for flood control particularly in relation to its navigation structures were unnecessary.  The Army Corps did not become actively involved in planning and funding the flood control project at Portage until 1970 in response to the request of the WDNR.

CHAPTER 6

PORTAGE: THE TRANSPORTATION CENTER OF CENTRAL WISCONSIN
Early in its development, Portage served as a regional center of transportation and trade for central Wisconsin.  In the first half of the nineteenth century, the federal government built early military roads to facilitate long-distance travel.  Providing only limited access into the interior of the state from its navigable waters, they were little more than a cleared path and travel was slow.  One of these military roads crossed Wisconsin, connecting three military outposts at Green Bay, Portage, and Prairie du Chien.  This road carried settlers and their commerce as well as military supplies and troops.  Where extant, waterways even with limited improvement such as the Fox-Wisconsin often competed heavily with these early roads for commercial traffic.  Because of its central location in the state, one of two ...@@Railroad ... @@An organized private company usually built plank road across wetlands to the hinterlands of a community.  Such local transportation provided access to agricultural and natural resources of the area and encouraged utilization of the community’s services.  


Early Road Networks: The Military Road, Plank Road, and Other Improvements
Prior to settlement, the Native American trails and waterways served as the transportation network.  To allow the passage of wagons, early settlers widened those connecting early Euro-American communities.  In the 1830s, the United States army cleared a number of military roads in south and central Wisconsin to allow transport of troops and supplies.  In this period along with the waterways, these military roads represented the first routes of travel across the state.  The road which gained the designation "Military Road" connected the string of frontier posts between Green Bay and Prairie du Chien (Wyatt 1986 [vol. 2, transportation]: 7). 

Built between 1832 and 1837, the Military Road connecting Fort Howard at Green Bay with Fort Winnebago at the Portage and Fort Crawford at Prairie du Chien served as the first major road across the state.  The protection of the frontier required a means of rapid communication and movement of troops and their supplies between the forts along this line.  Use of the unimproved waterway between the forts failed to meet these needs.  Since it also allowed the more rapid movement of civilian products such as furs and lead and supplies unhampered by Native American resistance, influential citizens such as John Jacob Astor supported the road's construction.  However, because of the rising numbers of settlers along this frontier line by the road's completion, its military significance was limited.  The road did facilitate the movement of settlers into the interior of Wisconsin, allowed them to receive supplies and ship their goods, and permitted entrepreneurs to ship lead from the mining district to Green Bay in the late 1830s and 1840s.

Federal support of internal improvements during the presidency of Andrew Jackson remained limited.  Promoting construction of a road linking Green Bay and Prairie du Chien as early as 1829, proponents finally overcame objections to its construction as an internal improvement.  They won federal backing for part of the road as a military improvement within a frontier area.  After considerable debate, congress appropriated $2000 on May 31, 1830 for its construction between Green Bay and Fort Winnebago.  Because the Black Hawk War demonstrated the need to link the entire fort system, congress appropriated monies for the entire distance between forts Howard and Crawford in September, 1832.  Lieutenant Alexander J. Center with James Doty selected the final 234 mile route in May, 1833, and Center completed the survey between July and September, 1833.  About 60% of the route followed existing roads.  The road traveled from Fort Howard west to the east shore of Lake Winnebago; southwest around the lake to Fond du Lac and to Fort Winnebago; then across the Fox and the Portage south to Poynette; and along the dividing ridge between the Wisconsin and the south flowing streams from Poynette through Dane, Cross Plains, Mt. Horeb, Dodgeville, and Fenimore to Prairie du Chien.  STH 18 generally parallels this ridge (Wisconsin State Highway Commission 1947: 5; Nesbit 1973: 199).

However, soldiers and funding did not become available for construction until 1835.  Military order number 20 required a thirty foot wide path in which trees less than one foot were to be cut within six inches of the ground and trees of greater diameter were to be felled within one foot.  Stumps were to be hollowed to enhance decay.  The orders also specified substantial log bridges over those streams which did not require ferries, hewn logs with hand rails over smaller streams, and causeways across marshy areas.  Poles laid cross-wise to the path of the road and covered with earth in timbered areas or bundles of brush covered with earth along the wet prairies composed the causeways or corduroy roads (Davis 1939: 314-15).  The orders permitted small deviation from the route surveyed by Lt. Center.  Mile markers were placed along the route.  Companies of soldiers from each of the three forts were assigned the construction of a specific section of the road.  Fort Winnebago opened the 66 mile section between Hasting's cabin along Hasting's stream near the Wisconsin southwest of Portage to the east side of Fond du Lac River.  The fort detailed companies C, D, and E to work on different segments of this section.  Near Portage, the road came north along or close to the current route of STH 51.  The Military Road swung west from 51 while crossing Duck Creek where company D constructed a bridge.  It then crossed 51 near its juncture with CTH G and remain slightly to its east to cross the existing portage between the Fox and Wisconsin.  After passing south of Fort Winnebago, the Military Road followed CTH E beyond CTH H (figure 8).  The soldiers completed work on this segment between June 1, 1835 and the end of August, 1835.

Crossing mainly oak savanna and upland prairie, soldiers finished the segment between Fort Crawford and Hasting's Cabin southwest Fort Winnebago in 1835.  However, because of the extent of the intervening wooded and marshy areas, the Fond du Lac to Green Bay section reached only partial completion in 1837.  Congress appropriated additional monies in July, 1838 to build and reinforce


Figure 8: The route of the Military Road (copied from Durbin and Durbin, "Wisconsin's Old Military Road: Its Genesis and Construction" [copy right


by Wisconsin Magazine of History, vol. 68, no. 1, p. 12]).

bridges and repair the roadway because of the poor condition of the east section of the road.  Thomas J. Cram became responsible for the maintenance of the military roads in Wisconsin Territory in June, 1839.  He proposed an additional $35,267 to repair the road which became impassable during spring floods.  Congress granted only $2,000 which supported minimal repairs completed by December, 1839 between the lower Fox and the Brothertown Reservation.  Small sections of the road underwent repair until 1845.  Since the road surface itself remained unimproved, the Military Road continued to suffer the same problems of early local roads whose surfaces turned to mud during wet seasons.

Despite its poor condition, the Military Road assisted the transportation of civilian travellers and their goods during the rapid expansion of settlement across central Wisconsin during the 1840s and 1850s.  As settlers improved the agricultural lands along the road, its route was slightly altered at some locations to adjacent section lines.  The railroad finally superseded the Military Road as the major avenue of transportation in 1857 (Durbin and Durbin 1984; U.S. Department of the Army 1898 [1834]: 112; 1828-66 [letter from Henry Whiting, 2/10/34; military order no. 20 to build road, 4/1/1835]; 1835; Webster 1839; Smith 1973: 434-35; Martin 1965: 60).  In 1930, the Wau-Bun Chapter of the DAR placed three markers six miles apart along the route of the Military Road from the site of Fort Winnebago to Dalton.  The section within the Fort Winnebago National Register District was placed on the National Register with the nomination of Fort Winnebago (Register Democrat 10/4/1930; Meindl 1991: 21).

The military constructed other roads in Wisconsin in the 1830s.  One connected with the Military Road at Fond du Lac and travelled to Sheboygan.  A federal, non-military road ran from the Town of Dekorra to Port Washington, and a leg dropped south to Milwaukee.  A national road diverging from the Military Road connected Mt. Horeb to Madison (Wisconsin State Highway Commission 1947: 5; Schaffer 1922: 74-76).  This road system, particularly the one to Milwaukee, permitted freighters of the 1840s until the mid-1850s to move goods between Portage and the major ports in Wisconsin.  Between about 1850 and 1856, Elias Thomas and others freighted goods between Portage and Milwaukee during the winter when use of the waterways became impossible.  Stage lines such as the Frink and Walker Stage of the early 1850s took passengers along these roads from Portage to Madison.  Erected in 1850, the Veeder House served as a local stage house.  Long distance stages disappeared with the arrival of the railroad which at Portage occurred in 1856 and 1857.  However, stages continued to serve as feeder lines in local areas and in directions not served by the railroad (Butterfield 1880: 598, 891; Wisconsin State Register 6/13/1874; Wyatt 1986 [vol. 2, transportation]: 9).

The territory and later the state recognized the need for road improvement.  The territory authorized 248 roads between 1836 and 1848.  The state passed 560 laws which related to the chartering or opening of state roads between 1848 and 1891.  However, the constitution prohibited the spending of state monies for internal improvements.  Local units of government at the town, county, and municipal levels bore the cost and responsibility for the actual construction and repair of these authorized roads.  At the town level, local residents either paid local road taxes in cash or work.  The elected road overseer collected these taxes and directed the crew of local tax payers to construct and repair the town roads.  Such an approach resulted in poorly build and maintained roads leading from local trade centers to their hinterlands.  Because rural residents favored control of local affairs, acceptance of state aid for road improvement came belatedly in the twentieth century.  Susceptible to rapid deterioration, the plank roads of the 1850s offered only temporary relief.  Although the railroad eventually resolved the problem of long-distance travel, it did not facilitate the movement of people and goods from the hinterlands to trade centers (Wyatt 1986 [vol. 2, transportation]: 7, 8; Nesbit 1973: 197-99; 1985: 141-42; Wisconsin State Highway Commission 1947: 10).

As a trade center serving the adjacent hinterlands by the 1840s, Portage's businessmen depended on the accessibility of Portage to rural residents.  Hauling wheat over poor roads considerably reduced the farmer's profit margin.  Depending on the quality of the road, reasonable hauling distances were limited to about fifteen miles.  Later, poor roads limited the radius served by cheese factories and creameries which depended on frequent milk delivers to three to five miles (Schaffer 1922: 74).  These same farmers using Portage's commercial services also purchased supplies in its business district.  To facilitate local travel, Webb and Bronson who platted southeast Portage completed "a turnpike road" across the Portage in 1850 (River Times 1850 [11/4: 2/2]).  As noted, the military roads assisted travel from Portage to the northeast, east, and south.  Evidently built as a state road by 1849, the Old Pinery Road, now current W. Wisconsin Street in and adjacent to Portage, led northwest from Portage toward the Pinery (Butterfield 1880: 439).  The New Pinery Road led directly north from Portage along the path of STH 51 by ca. 1853 (Wisconsin State Register 6/13/74; Butterfield 439, 598; Haslam and Abbott 1855).  

To gain access directly to the west, travellers crossed a ferry and later a bridge over the Wisconsin River.  Beginning in 1834, Pierre Pauquette ran a ferry from the south side of the river along the site of the current STH 33 bridge.  After his death in 1836, Silas Walsworth and after 1847 William Armstrong and perhaps others operated the ferry until the construction of the first bridge at the site in 1857.  Since the Territory of Wisconsin did not establish the licensing of ferries until 1837-1838, the Portage ferry received its license in 1838.  The licensing system granted an area of operation, perhaps two miles along the river, to only one individual and established additional regulations.  Although ferries entailed only a limited investment, the building of a river bridge required the funding of several investors.  Their rights to the improvement and to collect tolls from travelers were protected by charters of incorporation from the state.  Several of the ferry operators, Silas Walsworth, Jared Walsworth, and William Armstrong, with townsite promoter Hugh MacFarlane formed the Portage Bridge Company in 1851.  Since the group proved unable to complete the bridge within the time allotted by the charter, Milo H. Pettibone, Hugh MacFarlane, and Andrew Dunn with others procured a new charter under the same name in 1855.  When the bridge remained incomplete, the City of Portage with the Town of Caledonia took over the charter in 1856.  They contracted with the firm of Hall and Leet of Philadelphia to build the 650 foot long bridge in 1857.  The city charter of 1868 authorized the replacement of the 1857 bridge.  A Chicago firm replaced the structure with a Howe Truss bridge in that year.  In 1869, the bridge was enclosed.  After its destruction in 1905, the Pan American Bridge Company replaced it with a steel toll bridge in 1906.  The current structure replaced the fourth bridge built in 1924 (Portage, City of 1868: 49; Haslam and Abbott 1855; Butterfield 1880: 637-39; Smith 1973: 444; River Times 1855 [4/5: 2/1]; 1856 [12/4: 2/1]; Jones 1914 [1]: 194; Portage Daily Register 9/13/1909; 7/2/1952; Kleist 1933).

First constructed between Milwaukee and Lisbon, the plank roads enabled transportation over Wisconsin's wet prairies and marshes.  Cheaper than the railroad and utilizing private conveyances, they initially appeared to be the solution to medium-distance travel between urban centers.  Between 1846 and 1871, the territory and state chartered 135 companies formed to build plank roads and turnpikes.  The absence of state funding required the pooling of resources by individual investors to accumulate the necessary resources for construct of these public conveyances.  The companies charged tolls not only to recover their investments during construction and to collect the maintenance costs of the road, but to earn a reasonable profit.  Farmers often avoided these conveniences during dry weather or after the ground froze.  Because income was usually low and the costs of repairing rapidly decaying road beds high, most companies remained in business only a short time.  Although travelers continued to use them into the early twentieth century, the companies often ceased to maintain them after the arrival of the railroad (Wyatt 1986 [vol 2, transportation]: 7; Nesbit 1973: 200; 1985: 142-43).

The state chartered the Fort Winnebago and Duck Creek Plank Road Company in 1850.  The company proposed the construction of a plank road across the Duck Creek marsh which separated Portage from its southern agricultural hinterland.  It financed the initial construction through the collection of stock paid either in cash or through work.  Henry Merrell, president, R.F. Veeder, A.C. Ketchum, Henry Carpenter, and Decatur Vandercook composed the first board of directors.  Somewhat later, Chauncey Pettibone, a general merchant and investor in Portage, became an active director in the plank road company (Turner, A.J. 1903: 29).

Henry Martin surveyed the route of the Plank Road in 1851.  The twenty foot wide, four mile road originally ran south along E. Wisconsin from the south end of the Wisconsin Street canal bridge.  A small cluster of hotels and taverns first constructed to serve the second informal community along the Wisconsin River in the 1840s remained at or south of the intersection of the canal and E. Wisconsin Street or the Plank Road until the 1880s (Sanborn-Perris Map Co. 1884; Ft. Winnebago and Duck Creek Plank Road Company 1851-1874 [1871 survey]).  Such accommodations became a common sight along Wisconsin's plank roads (Perrin 1967: 67).  Sometime before 1869, the beginning of the road was moved south to the intersection of Bronson or Wauona Trail with East Wisconsin and became three and a half miles long.  It then ran south along East Wisconsin Street to the south city limits of Portage.  An 1874 survey and 1873 plat indicates an ell-shaped toll gate house located at the northeast side of Wisconsin Avenue one block southeast of Ontario Street (Figure 9).  A comparison of the 1873 Harrison and Warner map with the 1874 survey suggests that the plank road ran close to and parallel with the Wisconsin River until it reached the north-south center of section 16.  The company altered the location of the remaining part of the route prior to its construction in 1854 by curving it east in section 16 along a ridge to join the Military Road.  The plank road joined the Military Road 1400 feet north of Duck Creek and crossed the existing Duck Creek bridge in the northeast quarter of the southwest quarter of section 16.  Thus, at its north end, the plank road did not follow the Military Road but ran to its west until reaching Duck Creek (Webster 1839).  The engineer was instructed to reenforce the

Figure 9: The Location of the Ft. Winnebago and Duck Creek Plank Road.

B. The 1851 survey from the Fort Winnebago and Duck Creek Plank Road Company papers (1851-74) illustrates the original survey of the road from the canal, over Duck Creek and the causeway, and to the Military Road.  The section showing the causeway appears reversed.

A. The 1861 Ligowski map illustrates the path of the road southeast of Portage.  The road travels from the Portage Canal (A) southeast along the Wisconsin River until reaching section 22.  There, it bridges Duck Creek, travels south to Pacific Post Office, and runs southeast over a causeway to the Military Road.

abutments of the existing bridge over the creek.  The survey and map also appear to illustrate a second, ell-shaped toll gate house south of the Duck Creek Bridge.  The road then travelled south and southeast over the old causeway which measured 973 foot long by 16 feet wide and ended there.  At this point, the 1873 map and 1874 survey indicate the road's juncture with the Madison and Portage railroad line, a branch of the Chicago, Milwaukee and St. Paul.

Construction of the road proceeded by sections beginning in 1851.  The company received oak planking and stringers both at the Wisconsin River landing at Portage and at Pacific, a small hamlet which lay on the route of the road just to the south of Portage.  The roadbed was both graded and ditched prior to adding the planking.  Construction crews placed the oak planking perpendicular to the stringers and the prepared roadbed and set mile posts.  In 1852, the Plank Road Company received the right to build toll gates and charge tolls after the completion of two and a half miles of road.  The company hired Thomas Riley to build a house and gate in Portage to serve as the residence of "the toll gatherer."  The plans illustrate a 16 by 24 foot, rectangular, two story, balloon frame building of two rooms on the first floor.  A staircase along the wall led to the second floor.  A two foot high, presumably stone wall was to support the building.  The interior was finished with lath and plaster.  The entrance was centered in the gable end and flanked by a window on each side.  The gate and presumably the house were in place by 1853.  By the 1871 survey, the toll gate house appears to have gained a wing.  In 1854, a levee constructed from the plank road to the Wisconsin River near the south boundary of Portage protected the road against flooding by the Wisconsin River.  The company purchased the right-of-way to the roadbed in 1855.  On December 22, 1856, the Plank Road Company paid C.G. McCollock for the construction of a second toll gate house, presumably the one at the south end of the road.  The company expended $150.72 to either modify or build a toll gate house in 1887-88.  In that period, the state attempted to appropriate the road from the company without payment.

After the company completed the road in 1856 at a total cost of $20,158, maintenance of the roadbed remained a problem.  The company charged tolls along the road until at least 1888.  By 1858, the income made from tolls exceeded the cost of construction and repair.  However, the amount of this income is unclear.  Its 1854 amendment to the charter indicates that travellers along the road tended to misrepresent the distance of travel to avoid full payment (Fort Winnebago and Duck Creek Plank Road Company 1851-74).  Although the Plank Road Company probably disbanded by the late 1880s, the road continued in use until after the twentieth century, perhaps as late as 1917 (Milanowski 1992).

Oral tradition places the south toll gate house along CTH J (CTH J near CTH B; 33/27) on the south side of Rocky Run Creek about three miles south of Duck Creek in section 5.  Clearly, oral tradition fails to corroborate the records of the Plank Road Company.  The 1873 Harrison and Warner map does illustrate a road branching from the route of the plank road and running south adjacent to the Wisconsin River.  Abutments of a bridge stand on either side of the creek and the path of a road runs (33/23) south toward the identified toll gate house which clearly dates well before 1900.  This area was also once the location of a grist mill operated from 1843 to at least 1891 (Democrat 7/30/97).  Further study will be required to interpret these pieces of data.  In 1959, the Columbia County Historical Society purchased the building identified as the north toll gate house (W. Wisconsin and Ontario, southwest corner, 35/26) which stood in Portage.  It was an ell shaped building.  Prior to the purchase, the building was moved several times, and the residential wing was removed leaving the office.  The Columbia County Historical Society has refurbished the exterior (Portage Daily Register 4/29/59; Kleist n.d.).


Portage: An Early Railroad Center on the Chicago, Milwaukee and St. Paul
As early as 1836, railroad promoters advocated the construction of railroads in Wisconsin to connect urban centers and urban centers and their hinterlands.  Although the Territory of Wisconsin chartered six companies between 1836 and 1846, the intense rivalries between the railroad interest groups and the expense of the undertaking prevented actual construction prior to 1850.  Chartered in 1847 as the Milwaukee and Waukesha, the Milwaukee and Mississippi became the first company to established rail service over a ten miles track between Milwaukee and Waukesha in 1851.

Only two of the 125 railroad companies chartered prior to 1859 actually constructed railroad lines.  The Milwaukee and Mississippi built a line connecting Milwaukee to Prairie du Chien in 1857, and the Milwaukee and Lacrosse joined Milwaukee and La Crosse through Portage in 1858.  By 1857, these two companies had constructed 688 miles of track.  By the 1850s, the primary goal of the early railroad era was the connection of the main lake ports with the Mississippi and the western prairies with the Mississippi.  Only a small number of secondary lines off these main lines were built prior to the late 1860s.  And, railroad connections heading east from Chicago to Detroit were not completed until 1852 and did not reach Boston until 1853.  Through the 1850s and the 1860s, railroad travel between the East Coast and the Midwest required much switching because of incompatible equipment and nonuniform railroad gauges.  In the early 1850s, some of these cross-country lines required several stage coach rides between unfinished portions.  For these reasons, long-distance railroads then proved much slower than water transportation which remained an important highway for travelers and goods.  The existing railroads in Wisconsin initially carried lead but quickly supported their enterprise through the shipment of grain from the Wisconsin, Iowa, and Illinois prairies to the lake ports.  The Civil War blockade diverted the grain trade from steamboats heading south to St. Louis to railroads traveling east.

Because of the enormous expense in building these lines, railroad construction was a highly speculative enterprise.  But it was an attractive investment.  Envisioning itself as major commercial center, even the smallest of communities competed for a railroad connection.  Since the State of Wisconsin refused to subsidize internal improvements including railroad construction, companies typically relied on bond issues.  Communities and farmers eagerly participated. 

The railroads used the private notes and municipal bonds as securities to attract eastern investors.  By the panic of 1857, the railroad had accumulated a tremendous debt which ultimately rested on the shoulders of citizens and communities.  Avoided by railroad reorganizations, this debt was never paid as railroad companies characteristically defaulted their bonds through this period.  Active building occurred in the 1850s when the economy had barely developed to support construction and contributed heavily to the panic of 1857.  With this broad financial base, railroad failure had a widespread effect.  Railroad promotion and construction began again at a rapid pace after the Civil War until the panic of 1873.  In the late 1850s and early 1860s, a number of small railroad companies began expanding the two main lines.  Following the financial panic of this period, three major lines operated in Wisconsin as a result of corporate mergers and railroad reorganizations.  In 1866, the railroad operating through Portage, the Milwaukee and LaCrosse, then the Milwaukee and St. Paul Railroad Company, absorbed the second major line, the former Milwaukee and Mississippi Railroad connecting to Prairie du Chien.  Once the line was secured, the community became subject to its fluctuating rates.  Frequently, no competitive form of transportation existed to reduce rates to reasonable levels.  Special rates favored specific shippers and commodities to encourage volume.  Until the 1870s, the activities of railroad remained completely unregulated (Wyatt 1986 [vol. 2, transportation]: 5, 6; Current 1976: 37-41, 437, 381-82, 581; Nesbit 1973: 150-51, 203-05; 1985: 87-97, 110; Smith 1973: 445; Raney 1940: 183; Chicago, Milwaukee and St. Paul ca. 1944: 6-11).

Two railroad companies eventually served Portage: the Chicago, Milwaukee and St. Paul and the Wisconsin Central, later the Soo Line.  Because both lines were at one time owned by the Soo Line, references will use the former two names.  The Chicago, Milwaukee and St. Paul began as the LaCrosse and Milwaukee.  Representing the consolidation of several earlier lines, the company formed in 1854 under the direction of Byron Kilbourn.  Kilbourn is noted for the favors offered Wisconsin public officials and legislators to secure his speculative enterprises.  Additional founders included Hugh MacFarlane from Portage.  Construction of the line reached Portage through Horicon on December 31, 1856 and LaCrosse in 1858.  Trains did not begin operating west of Beaver Dam toward Portage until the spring of 1857.  The Milwaukee to Portage route became known as the Eastern Division, and the Portage to LaCrosse segment became the Western Division.  In 1856, the LaCrosse and Milwaukee absorbed the Milwaukee and Watertown, originally an independent line connecting Milwaukee to Watertown in that year.  This line was extended to Columbus in 1857.  The LaCrosse and Milwaukee sold this trackage to another company but it was later reabsorbed by its successor, the Milwaukee and St. Paul, and the line was extended from Columbus to Portage in 1863 and 1864.  The panic of 1857 ruined the LaCrosse and Milwaukee and lead to a number of reorganizations which finally resulted in the formation of the Milwaukee and St. Paul Railway Company in 1863.

The Milwaukee and St. Paul secured the Western Division of the La Crosse and Milwaukee in 1863.  By 1864, this company controlled the lines between Milwaukee, Portage, and Lacrosse and Portage and Columbus.  In 1864, the Milwaukee and St. Paul also purchased sufficient trackage with the addition of 28 miles to operate a line through Brookfield known as the Air Line which essentially paralleled the eastern division of the LaCrosse and Milwaukee, the one through Horicon which then became known as the Old Line or Northern Division.  The Air Line entered Portage from the southeast along the current trackage.  The Old Line approached Portage from the northeast near current STH 33.  The two spurs of the Old Line were abandoned in 1907 and 1980 (figure 10).  In 1872, the Milwaukee and St. Paul secured the Old Line or eastern division of the La Crosse so that it then owned the entire line between Milwaukee and LaCrosse.  It accomplished this purchase under the leadership of its new president, Alexander Mitchell.  In this year, the company also purchased the Milwaukee and Mississippi and joined with a Minnesota line to establish connections with St. Paul.  With its purchase of a line from Milwaukee to Chicago in 1874, the company became the Chicago, Milwaukee and St. Paul.  In 1870, the Milwaukee and St. Paul leased the line built between Madison and Portage.  The LaCrosse and Milwaukee had partially graded the line in 1857, and the Madison and Portage Railroad Company purchased the grade and built the line in 1870.  The Chicago, Milwaukee and St. Paul completely absorbed this line as the Madison and Portage Division in 1880.  In Portage, this line originally connected to the south of its current location along the Air Line (Figure 10) (Raney 1940: 184-85; Chicago, Milwaukee and St. Paul ca. 1944; Scribbins 1987a: 19-21; Butterfield 1880: 485-89; Jones 1914 [1]: 100-101; Wisconsin State Register 1863 [8/17: 3/1]).

Figure 10: Map locating buildings associated with the Chicago, Milwaukee, and St. Paul and the Wisconsin Central railroads (Foote, C.M. & Co. 1890).  A. The location of the Wisconsin Central or later the Soo Line depot in block 97 and the associated roundhouse in block 100.  B. The location of the Chicago, Milwaukee, and St. Paul railroad facilities north of W. Oneida at the north edge of Portage.  Facilities include the roundhouse and turntable, demolished in 1993; the freight depot west of the intersection of Oneida and Cass, and the passenger depot south of the tracks and west of Dunn.

The arrival of the railroad eventually produced a burst of economic activitywithin Portage.  Businessmen expanded retail, industrial, and commercial activities in response to the newly opened markets and access to materials, supplies, and goods.  However, Portage like other communities placed along the main line in the 1850s received its railroad just prior to the depression of the late 1850s and early 1860s.  As a consequence, its economic boom did not begin until the end of the 1860s and intensified in the 1870s and 1880s when much of the retail center was constructed and commercial activities expanded.  In this initial period of growth, small industries developed from the large craft enterprises, but Portage's major industrial development and expansion did not occur until the turn of the century.  Once the LaCrosse and Milwaukee line reached Portage in December, 1856, it required repair, passenger and freight facilities; commercial establishments to store agricultural and other bulk commodities operated by the railroad or private enterprise; services for travelers and railroad workers; and housing for the railroad employees.

By 1858, Portage probably served as a terminal point at which railroad crews were changed.  Excluding the number of through passengers and employees using the railroad facility, 13,812 passengers entrained at Portage by 1866.  Additionally, 7,551 tons of freight originated at the this division point in 1866.  By 1910, the railroad served Portage with seven trains traveling in each direction each day between Chicago and Minneapolis.  In the same period, it operated two trains in both directions to Madison on the Portage to Madison Division, and four trains ran between Portage and Horicon along the Old Line or Northern Division.  In 1918, Portage became the headquarters for the La Crosse or Western Division of the Chicago, Milwaukee and St. Paul in Wisconsin.  In 1931, the railroad moved the division headquarters to LaCrosse, and Portage remained a local division office until 1943.  More rapid trains served Portage in 1936 when the new Hiawatha came into service (Portage Daily Register 5/19/36).

Because of the role of Portage in the operation of the railroad, it employed a significant portion of Portage's population, particularly after the turn of the century.  In 1925, the railroad itself employed 375 men as opposed to the 800 employed in all other industries in Portage (WPA 1938: 53-54).  Many of the crew members houses lined Oneida, Cass, and Dunn.  White collar workers lived along these streets or in the Society Hill District.  Since the railroad was a major industry in Portage, as many as three labor unions or brotherhoods and women's auxiliaries represented the railroad workers and their wives in Portage.  The Railroad Women's Club included the relatives of the men in these brotherhoods.  In addition to maintaining social functions, such benefits as retirement, health insurance, and pension accompanied membership in the fraternal organizations.  By 1917, these groups included the Brotherhood of Locomotive Engineers; Badger Division No. 618 and Portage Lodge No. 767 and No. 3477; and the Brotherhood of Railway Trainmen.  These groups appear to have maintained their own hall.  The Railroad Women's Club occupied a small, one story building at the northwest corner of W. Oneida and Dunn about 1929.  This building is now gone (Farrell 1917: 18; Portage Public Library n.d. [Portage Daily Register, 1952]; Sanborn-Perris Map Co. 1929).

Retail businesses gradually developed along the tracks to serve travelers and workers.  The Fox House and Bartosz Inn accommodated the travelers from the 1850s and 1860s.  As business increased at the railroad yards in the 1880s and 1890s, a tavern (1205 Dunn, 47/8) and the American House or Park Hotel (1212 DeWitt, 46/35) appeared.  Between 1901 and 1910, a Wells Fargo Office which is now gone, the Globe House (1207 Dunn, 47/9), a saloon (221 W. Oneida, 47/7) and grocery (219 W. Oneida, 47/26) were erected, and between 1910 and 1918 a restaurant served the area (217 W. Oneida, 47/53).  Built in 1917, the Oneida Hotel (302 Oneida, 46/21) replaced the hotel rooms taken over by the division offices on the upper floors of the depot (Portage, City of 1930-41 [1930-31: 28]; Columbia County Historical Society 1982; Wisconsin HPD 1970-93 [Cartwright, 1992]; Portage Daily Register 4/5/75; Register-Democrat 2/2/1931; Sanborn-Perris Map Co. 1894; 1901; 1910; 1918; 1929; WPA 1938: 52; U.S. Bureau of the Census 1850-1910 [1900]).

The construction of the Fox House or Portage Eating House of W.D. Fox by the railroad in the summer of 1863 followed the burning of the first frame passenger and freight depot built in 1856.  Fox operated a restaurant in the depot hotel which received glowing compliments from the Wisconsin State Register beginning in 1863.  It was originally a two and a half story, cream brick building which contained a hotel on the top floors, a restaurant and passenger depot on the first floor, and a tavern in the cellar.  It received an addition in 1866.  By that period, the restaurant in the Fox House served a large clientele.  The building's function as a hotel ended when the second floor was converted to new division business offices in 1918.  In 1943, the top one and a half stories were removed from the depot leaving the current Art Moderne depot (400 W. Oneida, 47/10).  New concrete floors and plaster walls replaced the original wood interior.  At that date, the building contained a waiting room, lunch room, ticket office, and yard office with locker rooms (Butterfield 1880: 898, 930; Wisconsin State Register 1861 [6/29: 3/1]; 1863: [4/25: 3/1; 8/22: 4/2]; Portage Daily Register 9/3/1909; Register Democrat 3/27/1925, 3/6/45; Ogle, Geo. A. 1901: 461; Portage, City of 1930-41 [1930-31]: 28; Butterfield 1880: 642; Independent 1856 [12/4: 2/1]; Ligowski 1861).

The Railroad shops of the LaCrosse and Milwaukee were located in Portage by 1858 and may have burned as early as the late 1860s (Rugen 1868; Democrat 11/28/1905).  In 1866, the railroad rebuilt and extended the roundhouse (W. Oneida and Armstrong, N.W. cor.; 47/15) which was first constructed in 1864.  The railroad replaced a turn-table at the roundhouse built sometime prior to 1868 in 1870 (W. Oneida and Armstrong, N.W. cor.; 47/17) (Rugen 1868).  In 1942, the railroad removed stalls 11 through 18 from the roundhouse leaving a ten stall, brick and frame building (Butterfield 1880: 930; Register-Democrat 9/5/38; Rugen 1868; Turner, A.J. 1903: 21; Milwaukee Journal 9/2/1928; Wisconsin State Register 1864 [7/30: 3/1]; Ligowski 1861; Sanborn-Perris Map Co. 1918).  The roundhouse and turntable were demolished in November, 1993.  The freight depot along 407-411 W. Oneida (47/12) was constructed by 1873 and perhaps as early as 1863 when the freight and passenger depot burned.  It was moved south from the south side of the tracks to Oneida Street between 1910 and 1918 (Rugen 1868; Harrison and Warner 1873; Wisconsin State Journal 5/18/1975; Sanborn-Perris Map Co. 1894; 1901; 1910; 1918; Portage Public Library n.d. [1925]).  S.S. Case erected a warehouse and grain elevator, now demolished, near the depot in 1862.  Fox and Company rented the commercial space in that year.  By 1894 and probably considerably earlier, the Chicago, Milwaukee and St. Paul operated a grain elevator and warehouse, coal sheds, sand sheds, ice houses, a blacksmith shop, and small machine shop between the roundhouse and freight depot.  By 1901, stockyards were also located in this area (Wisconsin State Register 1861 [2/15: 3/1]; Scribbins 1987a: 21-28; 1987b: 16-19; Portage Daily Register 7/18/50, 2/13/71; Sanborn-Perris Map Co. 1894; 1910).

Between 1870 and 1872, a new railroad draw bridge was constructed across the canal at one of two railroad intersections.  The small, square, two story brick and frame building which stood just to the west of the current canal railroad bridge between approximately 1877 and 1992 controlled the position of the bridge (22/15) (Portage Area Chamber of Commerce n.d.).  Portage contractor William Kutzke constructed a new lift bridge replacing the existing swing or draw bridge over the canal at the current railroad crossing (22/16) in 1937.  Built during an era when few large boats used the canal, the bridge was lifted manually only for inspections in 1938 and 1940.  After the Army Corps of Engineers no longer maintained the canal as a navigable waterway, the railroad removed the counterweights in 1952 and the bridge's superstructure in 1968 (Portage Daily Register 1/14/37; Columbia County Historical Society 1982; Portage Chamber of Commerce n.d.)

In 1916, the Wisconsin Railroad Commission complied with the City of Portage's request to construct an underpass or subway at MacFarlane.  The railroad raised the tracks and placed them on pilings, while the city was responsible for completing the construction of the tunnel for the roadway and sidewalk.  It hired contractor Peter Johnson of Beloit to excavate the tunnel.  Prior to the completion of this concrete structure in 1917, access to the north end of Portage occurred at Adams and Cass.  The last at grade crossing was closed at Hamilton Street in 1956.  In 1962, the roadway under the tracks was expanded into the walkway and a separate walkway was constructed adjacent to it (Portage Daily Register 12/6/1916; 12/6/1949; 9/14/1962 Register-Democrat 3/14/24).

Except for a brief interruption caused by the depression of 1873, railroad expansion proceeded rapidly between 1868 and the depression of the early 1890s.  It peaked between 1879 and 1884.  Between 1868 and 1873, the miles of track more than doubled.  Between 1873 and 1890 this mileage doubled again reaching a total of 5,600 miles.  During this era of expansion after 1868, railroad companies connected smaller urban centers to the main tracks.  Attracted by the wealth in white pine and copper and iron deposits, they also extended their services across northern Wisconsin.  Although the LaCrosse and Mississippi failed to procure a federal land grant to finance the construction of its trackage and facilities, several later railroads building north into the pine forests successfully complied with the requirements of the federal government.  The government granted these lands either directly to the companies or through the state.  In 1864, it provided a land grant to the state for the construction of a line from southern Wisconsin to Lake Superior.  Portage was eventually designated as the southern terminus of the line.  Formed in 1864, the Portage and Superior Railroad Company became the recipient of these land grants equaling about 837,000 acres.  In 1871, the Wisconsin Central emerged from a consolidation of the Portage and Superior with the Winnebago and Superior and several other companies.  By 1885, the Wisconsin Central operated in conjunction with the Northern Pacific to gain access to markets outside Wisconsin.  The Minneapolis, St. Paul and Sault St. Marie or Soo Line absorbed the Wisconsin Central in 1909.  Cooperating with the Canadian Pacific, it was organized in 1883.  The Soo Line constructed most of its lines in the 1880s to carry lumber, wood pulp, minerals, and related products across northern Wisconsin and along the Fox River Valley (Wyatt 1986 [vol 2., transportation]: 6; Rainey 1940: 182-83; Nesbit 1973: 320; Jones 1914 [1]: 102; Current 1976: 433).

Because of the multiplicity of railroad company consolidations, the Wisconsin Central acquired and constructed its lines in a rather sporadic manner.  It built the track between Menasha and Ashland between 1871 and 1877 and finished the line from Stevens Point to Portage in 1876 and 1877.  This branch gave the railroad a more direct route to Milwaukee.  Citizens of Portage donated $20,000 toward construction costs.  Serving as a director for the Portage, Stevens Point, and Superior, one of the predecessors of the Wisconsin Central, A.J. Turner played a significant role in ensuring its completion to Portage.  The Wisconsin Central entered Portage from the northeast and curved south paralleling Michigan Street to Center where it turned east to connect with the Chicago, Milwaukee and St. Paul tracks near Wauona Trail.  Constructed in 1876, the Wisconsin Central Depot (Superior and Center, NE corner, 48/3) received and dispersed both passengers and freight.  Standing northeast of the intersection of Superior and Center, the frame, board and batten building elaborated with knee braces now stores the supplies of McPherson's Thermogas.  The three stall roundhouse and turntable, perhaps now an historical archaeological site, stood to the northwest of the depot between at least 1890 and 1927.   The Soo Line absorbed the Wisconsin Central and operated what came to be known as the "P line" from Stevens Point to Portage in 1909.  It ran two trains each direction two times a day between Portage and Stevens Point by 1910 (Chicago, Milwaukee and St. Paul ca. 1944; Columbia County Historical Society 1982; Portage, City of 1930-41 [1935-36]: 53; McCarthy 1958; Portage Daily Register 12/23/89; Milwaukee Journal 10/21/1945; Wisconsin Necrology, vol. 8: 180-86; Scribbins 1987a: 21; General Engineering Co. 1927; Foote, C.M. & Co. 1890; Raney 1940: 193-195).

Trackage in Wisconsin reached its peak in 1916.  Between the mid-1870s and the turn of the century, the railroad essentially concentrated transportation activities along specific routes thus focusing commercial activity and allowing industrial development at the small urban centers which it connected.  However, beginning after the turn of the century, these lines of transportation began to concentrate major industries in larger cities.  Thus, the small urban areas frequently reached their peak prosperity at the turn of the century.  Some of these centers such as Portage maintained this prosperity by attracting and supporting one or several major industries in their city and maintaining its retail district to meet the needs of the adjacent hinterlands.

Since 1916, the number of trains and trackage gradually declined.  The rising popularity of the automobile and the development of the trucking industry partially caused the decline of the railroad (Wyatt 1986 [vol. 2; transportation]: 6; McKay 1984; Nesbit 1985: 146).  The Soo Line terminated its service between Portage and Stevens Point in November, 1945 (Milwaukee Journal 10/21/45).  The Madison and Portage Division of the Chicago, Milwaukee and St. Paul ended its passenger service in 1952 (Scribbins 1987b: 16; Register Democrat 8/7/52, 8/30/52).  Passenger service along the Old Line of the Chicago, Milwaukee and St. Paul closed in 1956 and the use of this line ended in 1980.  The Soo Line absorbed the Chicago, Milwaukee and St. Paul in 1986 (Scribbins 1987a: 20).  Amtrak continues passenger service once per day along the main line (Columbia County Historical Society 1982).


Twentieth Century Transportation in the City of Portage
The advent of railroad transportation ended the construction of plank roads by the 1860s although they remained in use as toll roads into the 1870s.  Both were initially perceived as a means of moving from one city to another.  Railroads resolved long distance needs but failed to improve travel into a city's hinterlands.  Where they existed, the plank road did connect cities to each other and to their hinterlands for a short period.  But, they lacked the necessary permanence.  Local transportation continued to suffer from poor roads.  Farmers always needed to move their products to a trade center, but as dairying grew in importance, these trips grew more regular and frequent.  Ironically, farmers continued to favor road building and maintenance at the town or municipal level into the twentieth century.  Since the towns operated with minimal budgets and road building skill, this policy insured the poor local roads which hampered the farmer's marketing ability.

At the turn of the century, Wisconsin possessed few all-weather roads and only 17% of the state's roads had received gravel surfacing.  Poor road conditions applied to urban areas as well.  It was not until the enthusiasm for bicycles and finally the use automobiles on these roads in the first decade of the twentieth century that road improvement began to appear.  By 1903, the spokesmen for automobile and bicycle transportation as well as agricultural interests began to promote road improvement advocated by the Good Roads Movement.  The state started to shift the financing and responsibility for road construction and maintenance away from the local level.  In 1907, it authorized county boards to levy taxes for road improvement and created the office of county highway commissioner.  Each county was mandated to spend monies annually at a specific level.  Setting aside its legal concern for the cost of this internal improvement, the state shouldered more financial responsibility for road conditions.  Gasoline-powered vehicles began to appear in Wisconsin by 1899.  After the number of licensed motorists rose to 3040 in 1909, the state created a highway commission to supervise development and provided state aid to assist county and local governments improve roads in 1911.  Good quality rural and urban streets gradually emerged from these funding programs between 1910 and 1930 (Current 1976: 449; Nesbit 1973: 197; Wisconsin State Highway Commission 1947: 20; Meindl 1991: 23-24; Wyatt 1986 [vol. 2, transportation]: 8).

The first automobile graced the streets of Portage at the turn of the century.  In 1901, the city possessed three macadam roads and two brick roads.  The remainder were dirt.  By the late 1920s, most families in Portage owned an automobile.  By the 1920s and especially in the 1930s, gas stations replaced liveries such as the Hyland Livery, and blacksmiths became machinists.  The only identified livery, a one and a half story, cream brick, side gabled building with sliding and side-hinged doors, stands near the northwest intersection of W. Wisconsin and W. Conant (31/25).  The present St. Vincent De Paul Store at 242 W. Cook may have also been a livery.  Car dealerships appeared by the 1920s (Meindl 1991: 23-24; Columbia County Historical Society 1982; Portage Daily Register 5/22/71) (see Chapter 3).

By the late nineteenth century, electric streetcars replaced horsecars in Wisconsin's larger urban areas.  The first electric streetcar in Wisconsin appeared on the streets of Appleton in 1886.  After the construction of power plants across Wisconsin, larger cities began to add street cars to city streets fairly rapidly beginning in 1889.  Electric streetcars ran along iron tracks laid on city streets and received their power from overhead wires.  Their speed, inexpensive and convenient mode of power, and ability to carry a large number of passengers ensured their rapid growth in popularity.  In many large urban areas, they were the catalysts to suburban development.  Interurban lines also linked nearby cities.  By 1901, seventeen railway companies operated interurban lines primarily between the lake cities and along the Fox River in southeastern Wisconsin.

Portage probably received its electric streetcar service as a part of a broader plan to connect cities between Madison and Fond du Lac and Janesville and Merrell with an interurban line.  As in other cities, the streetcar replaced the earlier horse-drawn buses.  In 1909, the Chicago and Wisconsin Valley Street Railway introduced service to Portage with two horse-drawn cars.  The company soon installed electricity and added a third electric streetcar.  It operated three streetcars along DeWitt, Edgewater, and W. Wisconsin.  Connecting the two train depots, the DeWitt to east E. Edgewater line became its principle route of operation.  Until 1912, the streetcar company maintained its office at 202 W. Cook Street (57/8) in Portage.  World War I ended the development of the interurban service between Stevens Point and Madison.  When this project failed to materialize, the streetcar company also lost its franchise in Portage in 1916.  The growing popularity of the automobile, motor taxi, and bus checked their growth in the 1920s.  Electric rail companies then began to replace streetcars with buses in the mid-1920s.  The last streetcar operated in Wisconsin as late as 1963.  The City of Portage covered or removed its streetcar tracks by 1923 (Portage Daily Register 7/2/1952, 2/8/72; Murtagh 1986; Meindl 1991: 35; Wyatt 1986 [vol 2., transportation]: 10; Columbia County Historical Society 1982; Jones 1914 [1]: 188).

Portage's rich historical transportation resources illustrate the development and interplay between these different modes of travel.  The Fox-Wisconsin Waterway was the only water route across Wisconsin connecting the Great Lake and Mississippi.  It was sufficiently open to sustain the traffic of canoes and Durham boats during the fur trade era.  By early settlement in the 1830s, the condition of the waterway with its portage and partially navigable waters no longer sustained the level of economic activity developing in central Wisconsin.  Transportation needs then required larger and faster conveyances.  The completion of the Erie Canal in 1825 provided a solution.  The technology of the 1830s and 1840s offered no better alternatives than such waterways.  Military, national, state, and local roads remained impassible much of the year; plank roads deteriorated rapidly.  Neither allowed the transportation of large cargos over long distances.  Although eastern states had begun to develop steam railroads in by the 1830s, the expense of and, on the frontier, the technology and materials for their construction prohibited their development through the 1840s in Wisconsin.  The first railroad headed from Milwaukee in 1851.  The first rails span Wisconsin in the mid-1850s.  Railroad entrepreneurs did not begin to develop the complex network of railroads until after the Civil War.  Through much of the 1850s railroads were perceived as connecting links between adjacent urban areas; they were not viewed as cross-country carriers.  That was the role of the nation's waterways (Smith 1973: 446-48).  For a time, the cost of shipping bulk goods by rail particularly from the smaller cities of central Wisconsin appeared to be an expensive proposition.  By the 1870s when railroads began to reach out to most cities of any size, rates slowly declined, the railroad tracks became more standardized permitting more continuous travel, and the speed of transportation increased.  They then became the most viable means of long-distance transportation for bulk loads and heavy products.  And, it was already apparent that they were less subject to seasonal operation.  In addition, the lake port at the east end of the Fox-Wisconsin was in competition with the ports of Milwaukee and Chicago.

This vision of transportation development is derived from hindsight; the enthusiasm for canals becomes understandable within the context of transportation development and needs.  Even by 1872, the Army Corps of Engineers described the Fox-Wisconsin as a reliable water route connecting Green Bay to the Mississippi.  The waterway was to provide cheap transportation of raw materials such as lumber and iron and other indispensable and bulky goods across the Northwest, then Wisconsin and Michigan (Meindl 1991: 36-37; Mermin 1968: 184-89; Nesbit 1985: 128).

Thus, until the mid-1870s, the continued efforts to develop the Fox-Wisconsin waterway as an inexpensive means of commercial shipment appeared as a viable solution to a primary challenge to economic development, moving the goods to markets outside the Midwest.  Portage's cultural resources, the Military Road, plank road, the Portage Canal, and its railroad resources together illustrate the challenge to this development.
     � Refers to repositories in the State Historical Society of Wisconsin in Madison.


     � The Portage refers to the 1.5 mile strip of land between the Wisconsin and the Fox that was eventually crossed by the Portage Canal.


     �A league is an approximate measurement of distance about three miles in length.


     �A majority of this site information is drawn from the Wisconsin Archaeological Codification Files. In February 2002, the followings areas were examined in these site files in the Division of Historic Preservation, SHSW and incorporated into the discussion: Sections 1, 12-13, and 24 of T12N R8E; Sections 1-24 of T12N R9E; Sections25 and 36 of T13N R8E, and Sections 25-36 in T13N R 9E.


     �The notation 47CO followed by a number represents an archaeological site recorded in the site files of the Division f Historic Preservation, SHSW.  The 47 refers to its location in the State of Wisconsin and CO represents its placement in Columbia County.  The last number refers to a specific site.  See Wisconsin HPD 1966- in the bibliography.


     �The numbers preceded by BC are burial site numbers assigned by the Burial Sites Division of the State Historical Society of Wisconsin.


     �Red Bird’s involvement in the confrontation between the Ho-Chunk and U.S. government is provided in the next section.


     �See Chapter 15 for a brief review of Frederick Jackson Turner’s work.  Turner’s father, A.J. Turner, local historian and newspaperman, witnessed the close of the fur trade era.  Evidence of its operation still remained near the site of Fort Winnebago and along the Portage Canal.  Such an intellectual milieu with memories tracing Portage’s development from the fur trade through its growth as an important commercial center likely significantly influenced F.J. Turner’s perspective.


     �In the Great Lakes area and Upper Mississippi region, the rendezvous usually occurred at the same place such as an established major post or sub-post and included a gathering of Euro-American traders and their merchant’s suppliers.  The 19th century rendezvous in the Far West, for example along the Missouri, occurred annually at different locations and the location was often not adjacent to a post.  It involved Euro-American trappers and Native Americans who both performed the hunting and brought the pelts to the rendezvous for sale and receipt of supplies.  Participants agreed to the location the preceding year, locating it in an area near where they believed the most productive hunting would occur.  St. Louis served as the main center of supply for the Missouri region (Phillips 1961: 396).


     �A comparison of maps of the city in Appendix B, Maps M, P, U, V, and Y illustrate the expansion of the city in the nineteenth century.  The business, commercial, and industrial area is also depicted by the series of Sanborn Maps in Appendix B as Map V.


     � Conclusions derived from the individual U.S. census schedules are based on observation rather than actual counts except for the Ward 1 study.


     �The Historic American Engineering Record (HAER) for the Portage Canal was completed in 1998-99 for the Army Corps of Engineers.  The text in this subsection is abstracted from that study.


     � The document was prepared by J.B. Petitval with letters from James D. Doty.


     � This document is Doty's letter to the Committee on territories in which he promotes the Fox-Wisconsin and Fox-Lake Winnebago-Rock River routes as well as the Milwaukee-Rock River route.


     � This citation refers to the report by John B. Petitval of the Topographic Engineers on the navigation of the Fox River.


     � This report was completed by Gouverneur K. Warren.


     � This serial contains the reports of the board of arbitrators appointed to determine the amount Congress was to appropriate as the purchase price of the improvement from the Green Bay and Mississippi Canal Company.


     � Citations from the annual report of the U.S. Army Corps of Engineers: U.S. ACE [Report] 1839-1963 [serial 1598, H. Doc. 1, pt. 2, 1873: 242; serial 1636, H. Doc. 1, pt. 2, 1874: 42, 163; serial  1675, H. Doc. 1, pt. 2, 1875: 216, 220, 222-23; serial 1744, H. Doc. 1, pt. 2, 1877: 413; serial 1904, H. Doc. 1, pt. 2, 1879: 1532, 1536-38; serial 1955, H. Doc. No. 1, pt. 2, vol. 2, pt. 3, 1881: 1947-50, 1967-68]).





     � Much of this data regarding the Fox Wisconsin is repeatedly provided in the following reports: U.S. ACE [Report] 1839-1963 [serial 1513, H. Doc. 176, 1872: 2-13; serial 1599, H. Doc. 1, pt. 2, 1873: 132-35; serial 1598, H. Doc. 1, pt. 2, 1874: 218, 229-32, 243-44; serial 1636, H. Doc. 1, pt. 2, 1875: 169-73; serial 1675, H. Doc. 1, pt. 2, 1876: 217, 224; serial 1744, H. Doc. 1, pt. 2, 1877: 241, 398-401; serial 1904, H. Doc. 1, pt. 2, vol. 2, pt. 2, 1880: 1534-35; serial 1955, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1881: 1948-49, 1953-61; serial 2013, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1882: 2133; serial 2280, H. Doc. 1, pt. 2, vol. 2, pt. 3, 1883: 1904-14; serial 2479, H. Doc. 65, 1887: 3-5; serial 2372, H. Doc. 1, pt. 2, 1886: 2025; serial 2631, H. Doc. 1, pt. 2, 1889: 1869]).


     � Since detailed reports from the Milwaukee District Engineers Office were not located for the period after 1918, the level of work at the canal is not well documented.  


     �Nelson Wightman and after February 1927 Uno G. Ohman who served as the inspectors for the Army Corps, maintained a log of the work, which provide a major source for documentation (U.S. ACE, Chicago District 1926-28 [books 24a-24b]).


     � Newspaper references without page and column notations were taken from the clipping collection at the Portage Public Library.


     � Bambery's papers are placed in the Green Bay regional archives of the State Historical Society of Wisconsin (see Bambery 1866-1960).





