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FOREWORD 
 
 The preparation of a Historic Structure Report (HSR) for the Ohio and Erie Canal has 
been a goal for the National Park Service since the creation of the Cuyahoga Valley National 
Recreation Area in 1974 and Cuyahoga Valley National Park in 2000, listed as such in the 
Park’s Foundation Document, Resource Management Plan, and other planning documents. 
NPS historians and others have compiled numerous studies and surveys pertaining to the canal 
and its component structures within the Park, most notably the Historic Structure Report: 
History Section for the Ohio and Erie Canal (Unrau and Scrattish 1984) and the (Draft) 
Historic Structure Report: Administrative and Architectural Data Sections (Cossell 1993). 
Cossell’s report was never completed or approved and remains available only in draft form. 
 
 An opportunity to move forward with the HSR was presented by the Cuyahoga River 
Ecosystem Restoration Canal Diversion Dam Project which will remove the Brecksville 
Diversion Dam and Pinery Dam in the Cuyahoga River. A Memorandum of Agreement 
executed by the Ohio EPA, the National Park Service, Cuyahoga Valley National Park, and the 
Ohio State Historic Preservation Officer, includes the stipulation: “NPS and Ohio EPA will 
update a draft Historic Structures Report (HSR) for the Ohio and Erie Canal within the Park to 
HSR standards as a precursor to a full Cultural Landscape Report (CLR) to mitigate the adverse 
effects to the larger canal landscape by guiding the long-term management of the resource.” 
 
 The purpose of this Ohio and Erie Canal History and Historic Structure Assessment is 
to consolidate and update information from previous studies in a single document that will 
guide future management of canal-related resources in the Park. It provides a comprehensive 
history and inventory of canal structures with some general treatment recommendations as 
mitigation for the removal of the river dams. It integrates the disparate and sometimes 
contradictory information contained in previous studies, updates the historical sections to 
reflect the results of recent scholarship and current NPS standards, updates the architectural 
section to reflect changes in conditions that have occurred during the 25 years since Cossell’s 
survey, and expands her survey to include other types of canal structures for which NPS has 
management responsibilities. 
 
 Preparation of this document was funded by Ohio EPA and administered by Friends of 
the Crooked River. It is not intended to be a comprehensive treatment plan. Like Cossell’s 1993 
draft HSR, it presents a general approach for dealing with the abandoned canal structures and 
offers guidance to be used in developing individual long-term treatment plans. The ultimate 
treatment and associated detailed technical specifications for each structure type will follow the 
completion of a CLR for the canal corridor. The CLR will be the comprehensive treatment 
document for the canal and its many features and will identify an overall treatment strategy for 
the canal corridor based on SOI Standards and Park/visitor needs. The Park will seek project 
funding to produce treatment guidelines to guide the implementation of treatment and 
maintenance requirements for landscape characteristics and historic structures in the canal 
corridor. All projects will follow the process for regional 106 review and the standard four-step 
consultation process with the Ohio SHPO. The Park will coordinate the findings of this 
assessment with the Ohio SHPO, resulting in a conclusive determination of eligibility for all 
associated structures within the canal corridor and then use the results of this coordination to 
update the NPS cultural resource database. 



 

 

 
 
 



 

Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park  v 

Table of Contents 
 
Management Summary ..................................................................................................................1 
 Purpose and Scope .............................................................................................................1 
 Historical Overview ...........................................................................................................2 
 Statement of Significance ..................................................................................................4 
 Methodology ......................................................................................................................4 
 Recommendations for Treatment ......................................................................................5 
 
Administrative Data .......................................................................................................................7 
 Locational Data .................................................................................................................7 
 Related Studies ................................................................................................................10 
 Cultural Resource Data ....................................................................................................12 
  National Register Status ...........................................................................................12 
  Period of Significance ..............................................................................................13 
  Areas of Significance ...............................................................................................13 
  Proposed Treatment ..................................................................................................13 
 
Part I – Developmental History 
 
A.  Historical Background and Context ......................................................................................15 
 Introduction .....................................................................................................................15 
 Beginnings .......................................................................................................................17 
 Surveys ............................................................................................................................20 
 Construction ....................................................................................................................27 
 Components of the Ohio and Erie Canal .........................................................................32 
 Economic Impact of the Ohio and Erie Canal in the Cuyahoga Valley ..........................40 
 The Long Decline of the Ohio and Erie Canal ................................................................44 
 
B.  Chronology of Development and Use ...................................................................................53 
 History of Use and Physical Changes .............................................................................53 
 Locks ...............................................................................................................................54 
  Lock No. 24 or Niles Botzum Lock .........................................................................59 
  Lock No. 25 or Mudcatcher Lock ............................................................................60 
  Lock No. 26 or Pancake Lock ..................................................................................61 
  Lock No. 27 or Johnny Cake Lock ..........................................................................61 
  Lock No. 28 or Deep Lock .......................................................................................63 
  Lock No. 29 or Peninsula Lock ................................................................................64 
  Lock No. 30 or Feeder Lock ....................................................................................66 
  Lock No. 31 or Lonesome Lock ...............................................................................67 
  Lock No. 32 or Boston Lock ....................................................................................69 
  Lock No. 33 or Wallace/Lost Lock ..........................................................................70 
  Lock No. 34 or Red Lock .........................................................................................70 
  Lock No. 35 or Kettlewell/Whiskey Lock ...............................................................72 
  Lock No. 36 or Pinery Lock/17-Mile Lock ..............................................................72 
  Lock No. 37 or 14-Mile Lock ..................................................................................73 



 

vi  Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park 

  Lock No. 38 or 12-Mile Lock .................................................................................. 75 
  Lock No. 39 or 11-Mile Lock .................................................................................. 77 
 Aqueducts ....................................................................................................................... 79 
  Furnace Run Aqueduct ............................................................................................ 81 
  Peninsula Aqueduct ................................................................................................. 84 
  Tinkers Creek Aqueduct .......................................................................................... 86 
 Culverts ........................................................................................................................... 89 
  Yellow Creek Culvert, Station 1452+87 ................................................................. 92 
  Ira Road Culvert, Station 1383+00 .......................................................................... 93 
  Arch Culvert, Station 1190+98 ................................................................................ 93 
  Stanford Creek Culvert South, Station 973+02 ....................................................... 93 
  Stanford Creek Culvert North, Station 961+94 ....................................................... 93 
  Brandywine Creek Culvert, Station 921+39 ............................................................ 95 
  Sagamore Creek Culvert, Station 636+00 ............................................................... 95 
  Culvert, Station 504+88 ........................................................................................... 97 
  Culvert, Station 478+90 ........................................................................................... 97 
 Waste Structures ............................................................................................................. 98 
  Flood Gate, Station 1378+31 ................................................................................. 101 
  Bolanz Flood Gate, Station 1305+25..................................................................... 101 
  Goose Pond Waste Weir and Flood Gate, Station 863+00 .................................... 101 
  Hooker’s Run Flood Gate, Station 838+34 ........................................................... 103 
  Sagamore Creek Flood Gate/Waste Weir, Station 638+10 ................................... 103 
  Sagamore Creek Waste Weir, Station 636+10 ...................................................... 105 
  Flood Gate, Station 613+00 ................................................................................... 105 
  Waste Weir, Station 460+44 .................................................................................. 106 
 Dams and Feeders ......................................................................................................... 106 
  Pinery Feeder Complex ......................................................................................... 111 
  Peninsula Feeder Complex .................................................................................... 112 
 Other Water Control Structures .................................................................................... 113 
  Galley Run Mudcatcher ......................................................................................... 113 
 Bridges .......................................................................................................................... 114 
 Prism and Towpath ....................................................................................................... 121 
 Basins ............................................................................................................................ 130 
 
C.  Physical Description and Condition Assessment ................................................................ 133 
 Locks ............................................................................................................................. 143 
  Locks: Description and Function ........................................................................... 145 
  Defining Features ................................................................................................... 153 
  Inventory ................................................................................................................ 154 
  Lock No. 24 or Niles/Botzum Lock, Station 1419+54 .......................................... 156 
  Lock No. 25 or Mudcatcher Lock, Station 1406+42 ............................................. 164 
  Lock No. 26 or Pancake Lock, Station 1365+40 ................................................... 170 
  Lock No. 27 or Johnny Cake Lock, Station 1282+50 ........................................... 179 
  Lock No. 28 or Deep Lock, Station 1164+04 ........................................................ 188 
  Lock No. 29 or Peninsula Lock, Station 1125+91................................................. 199 
  Lock No. 30 or Feeder Lock, Station 1109+48 ..................................................... 208 



 

Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park  vii 

  Lock No. 31 or Lonesome Lock, Station 1069+76 ................................................218 
  Lock No. 32 or Boston Lock, Station 997+60 .......................................................227 
  Lock No. 33 or Wallace Lock/Lost Lock, Station 958+28 ....................................237 
  Lock No. 34 or Red Lock, Station 906+16 ............................................................245 
  Lock No. 35 or Whiskey Lock/Kettlewell Lock, Station 812+30 .........................253 
  Lock No. 36 or Pinery Lock/17-Mile Lock, Station 763+43 .................................262 
  Lock No. 37 or 14-Mile Lock, Station 611+46 ......................................................266 
  Lock No. 38 or 12-Mile Lock, Station 533+75 ......................................................279 
  Lock No. 39 or 11-Mile Lock, Station 455+00 ......................................................290 
 Aqueducts ......................................................................................................................305 
  Aqueducts: Descriptions and Function ..................................................................307 
  Defining Features ...................................................................................................307 
  Inventory ................................................................................................................308 
  Furnace Run Aqueduct, Station 1294+00 ..............................................................309 
  Peninsula Aqueduct, Station 1126+84 ...................................................................315 
  Tinkers Creek Aqueduct, Station 566+00 ..............................................................325 
 Culverts ..........................................................................................................................333 
  Culverts: Description and Function ........................................................................335 
  Defining Features ...................................................................................................336 
  Inventory ................................................................................................................336 
  Yellow Creek Culvert, Station 1452+87 ................................................................337 
  Ira Road Culvert, Station 1383+00 ........................................................................347 
  Arch Culvert, Station 1190+98 ..............................................................................352 
  Stanford Creek Culvert South, Station 973+02 ......................................................357 
  Stanford Creek Culvert North, Station 961+94 ......................................................361 
  Brandywine Creek Culvert, Station 921+39 ..........................................................365 
 Waste Structures ............................................................................................................373 
  Waste Structures: Description and Function ..........................................................375 
  Defining Features ...................................................................................................375 
  Inventory ................................................................................................................376 
  Flood Gate, Station 1378+31 .................................................................................377 
  Bolanz Flood Gate, Station 1305+25 .....................................................................380 
  Goose Pond Waste Weir and Flood Gate, Station 863+00 ....................................386 
  Hooker’s Run Flood Gate, Station 838+34 ............................................................396 
  Sagamore Creek Flood Gate and Waste Weir, Station 638+10 .............................403 
  Sagamore Creek Waste Weir, Station 636+10 .......................................................410 
  Flood Gate, Station 613+00 ...................................................................................415 
  Waste Weir, Station 460+44 ..................................................................................425 
 Dams and Feeders ..........................................................................................................433 
  Dams and Feeders: Description and Functions ......................................................435 
  Defining Features ...................................................................................................435 
  Inventory ................................................................................................................435 
  Peninsula Dam and Feeder, Station 1109+75 ........................................................436 
  Pinery Dam and Feeder, Stations 763+00 to 771+50 .............................................448 
 Other Water Control Structures .....................................................................................457 
  Other Water control Structures: Description and Function ....................................459 



 

viii  Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park 

  Defining Features ................................................................................................... 459 
  Inventory ................................................................................................................ 459 
  Galley Run Mudcatcher, Station 758+00 .............................................................. 460 
 Bridges .......................................................................................................................... 469 
  Bridges: Description and Function ........................................................................ 471 
  Defining Features ................................................................................................... 471 
  Inventory ................................................................................................................ 471 
  Private Bridge, Station 1285+00............................................................................ 473 
  Railroad Bridge Retaining Wall, Station 1167+00 ................................................ 477 
  Bridge over Lock No. 34 Waste Way, Station 905-80 .......................................... 480 
 Canal Prism and Towpath ............................................................................................. 483 
  Canal Prism and Towpath: Description and Function ........................................... 485 
  Defining Features ................................................................................................... 486 
  Inventory ................................................................................................................ 486 
  Unwatered Section of Canal: Botzum to Pinery/Brecksville Dams ...................... 487 
  Watered Section of Canal: Pinery/Brecksville Dams to Rockside Road .............. 495 
 Basins ............................................................................................................................ 501 
  Basins: Description and Function .......................................................................... 503 
  Defining Features ................................................................................................... 503 
  Inventory ................................................................................................................ 503 
  Basins, Station 1194+00 to 1197+00 ..................................................................... 504 
  Peninsula Basin, Stations 1133+00 to 1136+00 .................................................... 507 
  Stumpy Basin, Stations 1051+00 to 1060+00 ....................................................... 510 
  Boston Basins, Stations 990+50 to 997+00 ........................................................... 513 
  Basin, Station 870+00 to 873+00 .......................................................................... 516 
  Basin, Stations 767+00 to 771+50 ......................................................................... 518 
  Basin, Station 523+00 to 527+50 .......................................................................... 520 
 
Part II – Treatment and Use 
 
A.  Ultimate Treatment and Use ............................................................................................... 523 
 Centrality of Ohio and Erie Canal to Purpose and Mission of Park ............................. 523 
 Key Park Planning Documents ..................................................................................... 523 
 Secretary of the Interior’s Standards for the Treatment of Historic Properties ............ 525 
 Ultimate Treatment and Use ......................................................................................... 525 
  Unwatered Section ................................................................................................. 525 
  Watered Section ..................................................................................................... 526 
 
B.  Requirements for Treatment ................................................................................................ 529 
 Legal Requirements and DOI/NPS Policies and Regulations ...................................... 529 
  Section 106 of National Historic Preservation Act (NHPA) as amended ............. 529 
  NPS Cultural Resources Management Guideline (Director’s Order #28) ............. 529 
  NPS General Management Policies (2006) ........................................................... 530 
  EO 11990 (Protection of Wetlands) ...................................................................... 530 
 
 



 

Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park  ix 

C.  Recommendations for Treatment .........................................................................................531 
 Standards for Preservation .............................................................................................531 
 Standards for Restoration ..............................................................................................532 
 Recommendations for Treatment, Unwatered Section ..................................................533 
  Preservation: Earthen Structures ............................................................................533 
  Preservation: Concrete and Stone Masonry Structures ..........................................534 
 Recommendations for Treatment, Watered Structures .................................................541 
  Restoration: Locks Nos. 37, 38, and 39 .................................................................542 
  Preservation: Earthen Structures ............................................................................542 
  Preservation: Concrete and Stone Masonry Structures ..........................................543 
 
References .................................................................................................................................547 
 
Appendices 
 Appendix A: Condition Definitions ..............................................................................557 
 Appendix B: NPS Review Comments and Resolutions ................................................561 
 
 
  





 

Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park  1 

MANAGEMENT SUMMARY 
 
Purpose and Scope 
 
 The preparation of a Historic Structure Report (HSR) for the Ohio and Erie Canal has 
been a goal for the National Park Service since the creation of the Cuyahoga Valley National 
Recreation Area in 1974 and Cuyahoga Valley National Park in 2000, listed as such in the 
Park’s Foundation Document, Resource Management Plan, and other planning documents. The 
first steps toward achieving this goal occurred in 1984 when NPS historians Harlan Unrau and 
Nick Scrattish completed a document titled Historic Structure Report: History Section for the 
Ohio and Erie Canal, which essentially comprised Parts 1A and 1B of a comprehensive HSR. 
A product of extensive research among primary sources, it provided an in-depth account of the 
evolution and impact of the canal. In 1993 NPS historic architect Paulette Oswick Cossell 
prepared a (Draft) Historic Structure Report: Administrative and Architectural Data Sections, 
which presented descriptions and condition assessments for most concrete and stone masonry 
canal structures in the Park and offered general recommendations for treatment. It comprised 
Part 1C and Part II of a comprehensive HSR. Cossell’s document however was never 
completed or approved and remains available only in draft form. 
 
 During the 45 years since the creation of the recreation area, NPS historians and others 
have compiled numerous studies and surveys pertaining to the Ohio and Erie Canal and its 
component structures within the boundaries of Cuyahoga Valley National Park. The completion 
of a comprehensive HSR however remained an elusive goal. An opportunity to move forward 
occurred with the Cuyahoga River Ecosystem Restoration Canal Diversion Dam Project which 
will remove the Brecksville Diversion Dam and Pinery Dam in the Cuyahoga River in order to 
restore stream flow and enhance the riparian ecosystem. A Memorandum of Agreement 
stipulated that the existing draft HSR be updated as one of several measures to mitigate the 
project’s adverse effects on historic properties. The group Friends of the Crooked River 
contracted with Heberling Associates, Inc. to perform this work, which was funded by the Ohio 
Environmental Protection Agency. Scott D. Heberling, MA, project historian and historical 
archeologist, was responsible for background research, field survey, and report preparation. 
 
 The purpose of this Ohio and Erie Canal History and Historic Structure Assessment is 
to consolidate and update information from previous studies in a single document that will 
guide future management of canal-related resources in the Park. The document integrates the 
disparate and sometimes contradictory information contained in previous studies, updates the 
historical sections to reflect the results of recent scholarship on the Ohio and Erie Canal and 
current NPS standards, updates the architectural section to reflect changes in conditions that 
have occurred during the 25 years since Cossell’s survey, and expands her survey to include 
other types of canal structures for which NPS has management responsibilities. 
 
 The report is divided into two main parts: Part I Developmental History and Part II 
Treatment and Use. Part I has three sections: 1A, Historical Background and Context, derived 
mainly from the 1984 work by Unrau and Scrattish but substantially edited and updated to 
include the results of recent scholarship; 1B, Chronology of Development and Use, again 
derived mainly from the work by Unrau and Scrattish; and 1C, Physical Description and 
Condition Assessment, essentially an updated and expanded version of the 1993 work by 
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Cossell. Part II presents the Ultimate Treatment and Use for the canal and its component 
structures based on the Park’s internal planning documents; Requirements for Treatment, 
summarizing the NPS Standards for Preservation and Standards for Restoration; and 
Recommendations for Treatment. 
 
 This Ohio and Erie Canal History and Historic Structure Assessment is not intended to 
be a comprehensive treatment plan. Like Cossell’s draft HSR, it presents a general approach for 
dealing with the abandoned canal structures and offers guidance to be used in developing 
individual long-term treatment plans. The ultimate treatment and associated detailed technical 
specifications for each structure type will follow the completion of a Cultural Landscape 
Report (CLR) for the canal corridor. The Park will seek project funding to produce treatment 
guidelines to guide the implementation of treatment and maintenance requirements for 
landscape characteristics and historic structures in the canal corridor. 
 
Historical Overview 
 
 The Ohio and Erie Canal, a 308-mile inland waterway, was constructed to link Lake 
Erie at Cleveland with the Ohio River at Portsmouth. The canal provided the first viable means 
of transportation to develop the interior of the state of Ohio and the western frontier of the 
United States. The opening of the northern division of the canal in 1827 was the catalyst for 
development of the Cuyahoga Valley. The canal was a key link in the transportation network of 
northeastern Ohio and served as the major route of travel and communication through the 
Cuyahoga Valley for several decades. 
 
 The Cuyahoga Valley reached the apex of its importance as a transportation corridor 
between 1827 and 1840. Interregional competition from the proliferation of new canal routes 
during the 1840s and the construction of Ohio’s railroad system in the 1850s ultimately led to 
the canal’s demise. By 1860 it was clear that canals could not compete against the greater 
flexibility and speed of the railroads. The canal system experienced a long period of decline 
prior to the devastating flood event of March 1913 that ended Ohio’s canal era once and for all. 
The Ohio and Erie Canal from Akron north to Brecksville was totally destroyed by the 1913 
flood. The segment from Brecksville north to Cleveland was considered salvageable and, 
although abandoned as a transportation route, was retained as an industrial water supply. 
 
 Approximately 22 miles of the Ohio and Erie Canal passes through the Cuyahoga 
Valley National Park, following the course of the Cuyahoga River between Akron and 
Cleveland (Figure 1). The northern 6 miles of canal in the park, from Rockside Road to Route 
82, remain in a watered condition, supplied with water by the Brecksville Dam (1951) and a 
short feeder located near Route 82. The southern 16 miles of canal within the park are no 
longer watered, but the prism and towpath are still easily discernible for most of the distance. 
Both the watered and unwatered sections of canal include the remains of numerous historic 
structures such as locks, aqueducts, culverts, and waste weirs, all linked by the canal prism and 
towpath. The watered section contains 12 extant canal structures in addition to the prism and 
towpath, and the unwatered section contains 35 extant structures plus the prism and towpath. 
The relatively narrow valley, with its steep walls, has discouraged commercial and residential 
development, and this segment of the canal, abandoned in 1913, lies practically undisturbed. 
  



Figure 1. Map of Cuyahoga Valley National Park showing the Ohio and Erie Canal (Source for base map: 
National Park Service)
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Statement of Significance 
 
 The Ohio and Erie Canal was one of the most important of America’s 19th century 
canals, operating as a navigation system from 1827 to 1913. It originally was conceived as an 
extension of New York State’s Erie Canal, part of a system that connected New York City and 
the eastern seaboard with the western and southern states via Lake Erie and the Hudson, Ohio, 
and Mississippi Rivers. It employed much of the same technology that already had been tested 
successfully on New York’s Erie Canal. For these reasons the Ohio and Erie was in large 
measure conceived, promoted, financed, designed, and constructed by New Yorkers. When 
completed it provided a source of raw materials and agricultural produce for east coast cities 
and a ready market for the manufactured goods they produced, creating an interrelated regional 
economy. The Ohio and Erie connected a formerly poor and remote frontier region to distant 
cities and markets, establishing the foundation for Ohio’s industrial, commercial, and political 
development. Although navigation ended with the devastating flood of 1913, numerous 
remnants of the canal in the Cuyahoga Valley still survive and retain integrity. The entire canal 
section in Cuyahoga Valley National Park is listed in the National Register of Historic Places, 
and the northern portion was designated a National Historic Landmark (NHL) in 1966; the 
NHL boundaries were expanded in 1983. 
 
Methodology 
 
 Although the HSR drafts by Unrau and Scrattish (1984) and Cossell (1993) provide a 
solid foundation, the present document required extensive new work including file review, 
historical research, and field survey. The author examined Cuyahoga Valley National Park’s 
Resource Management Division files, which contain internal correspondence, survey data, 
maps, and original construction plans relating to the canal, and also the collection of planning 
documents, technical reports, and real estate records housed at the Park’s Hawkins Library. 
Several days were spent at the Ohio History Center in Columbus, examining the annual reports, 
engineers’ reports, surveys, maps, engineering drawings, and other records of the Ohio Board 
of Canal Commissioners and Ohio Board of Public Works. The Louis Baus Canal Photograph 
Collection and the Canal Society of Ohio Collection at the University of Akron, Archival 
Services, and historic photographs available on the Summit Memory website proved to be very 
important. All primary sources of information are listed in the References section of this report. 
 
 We reviewed several important canal histories published during the 34 years since 
Unrau and Scrattish prepared their History Section for the Ohio and Erie Canal. These include 
Ohio’s Grand Canal: A Brief History of the Ohio and Erie Canal, Terry K. Woods (2008) and 
Canal Fever: The Ohio and Erie Canal from Waterway to Canalway, Lynn Metzger and Peg 
Bobel, eds. (2009). There also have been two published collections of historic canal 
photographs: Ohio and Erie Canal, Boone Triplett (2014), and A Photo Album of Ohio’s Canal 
Era, 1825-1913, Jack Gieck (1998). 
 
 Most of the field survey was completed during October-December 2017, with limited 
supplemental survey performed in March 2018 and July 2018. The survey proceeded from 
south to north through the Park. The author visually inspected, described, photographed, and 
mapped all extant canal structures with a level of documentation similar to that employed by 
Cossell in her 1993 draft HSR. Each structure was visually inspected during the field survey 
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and assigned a condition to define the treatment needs and techniques necessary to meet The 
Secretary of the Interior’s Standards for the Treatment of Historic Properties. No physical tests 
of structures or materials were made. Only extant navigational and water control structures of 
earth, wood, stone, and concrete are included in the field survey and report. Buildings, even if 
associated with the canal, are not included. This report also does not include archeological sites 
associated with the canal, such as boatyards, dry docks, and former water control structures. 
 
Recommendations for Treatment 
 
 The Secretary of the Interior’s Standards for the Treatment of Historic Properties (SOI 
Standards) describe four broad treatment approaches that may be applied to historic properties: 
Preservation, Rehabilitation, Restoration, and Reconstruction. 
 

Preservation is defined as the act or process of applying measures necessary to sustain 
the existing form, integrity, and materials of an historic property. Work, including 
preliminary measures to protect and stabilize the property, generally focuses upon the 
ongoing maintenance and repair of historic materials and features rather than extensive 
replacement and new construction. 
 
Rehabilitation is defined as the act or process of making possible a compatible use for a 
property through repair, alterations, and additions while preserving those portions or 
features which convey its historical, cultural, or architectural values. 
 
Restoration is defined as the act or process of accurately depicting the form, features, 
and character of a property as it appeared at a particular period of time by means of the 
removal of features from other periods in its history and reconstruction of missing 
features from the restoration period. 
 
Reconstruction is defined as the act or process of depicting, by means of new 
construction, the form, features, and detailing of a non-surviving site, landscape, 
building, structure, or object for the purpose of replicating its appearance at a specific 
period of time and in its historic location. 

 
 Treatment of the Ohio and Erie Canal in Cuyahoga Valley National Park will be guided 
by the historic preservation objectives defined in Park planning documents and by the SOI 
Standards. The planning documents establish the historic preservation objective (Ultimate 
Treatment and Use) for structures along the unwatered section of canal as Preservation. For 
structures along the watered section of canal the historic preservation objective is a 
combination of Preservation and Restoration. 
 
 Although no longer water-charged, the unwatered section of the canal is still discernible 
as a formerly navigable waterway. Taken as a group, the abandoned and deteriorated structures 
retain enough form and material to convey their original use and function. Although historical 
documentation and existing materials, features, finishes, and evidence of construction 
techniques/craftsmanship are sufficient to permit accurate restoration, such treatment would not 
be in accordance with established criteria for restoration projects outlined in NPS policies and 
guidelines. Restoration of these structures is not essential for public understanding and 
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appreciation of the Park’s historical and cultural associations. The existing condition of the 
structures along the unwatered portion of the canal allow for satisfactory protection, 
maintenance, use, and interpretation, and they also convey a desirable sense of evolution 
reflecting the abandonment of the canal and the subsequent decline of structural components. 
Adequate interpretation of these structures can be imparted through preservation alone. 
 
 The recommended level of treatment for locks in the watered section is restoration. 
Lock No. 38 already has been restored to its 1907 appearance and interpretation focuses on the 
latter part of the canal’s period of significance following the 1905-1906 reconstruction of the 
northern division. Restoration of Locks Nos. 37 and 39 to their 1907 appearance and function 
would allow for the integrity of the locks to be preserved while returning the structures to 
operational condition. Restoration to this period will permit the preservation or stabilization of 
concrete wall surfaces, an alteration of historical value which conveys a desirable sense of 
evolution, and minimize removal of existing fabric. Sufficient historic documentation and 
existing materials, features, finishes, and evidence of construction techniques/craftsmanship 
exists to accurately reconstruct missing or severely deteriorated elements. The results will not 
only increase the life of the structures and their value as a cultural resource but also provide a 
beneficial contribution to the historic scene thereby enhancing the historic integrity of the 
National Historic Landmark. Except for the Pinery Dam which is scheduled to be removed in 
summer 2019,1 the recommended level of treatment for all other structures in the watered 
section (waste structures, feeder, mudcatcher, prism, and basins) is preservation. There have 
been no major alterations to any of them since their construction. Preservation will permit the 
retention of historic features and minimize the removal of existing fabric. 
 
 For all structures where preservation is the preferred approach, recommended treatment 
is divided into two categories: immediate preservation and long-term preservation. Work 
recommended as immediate preservation is aimed at reducing the rate of deterioration by 
limiting deleterious factors such as the growth of invasive vegetation, water infiltration, natural 
weathering, and visitor use. This can be achieved through a program of routine maintenance 
and limited intervention. The discussion on long-term preservation presents concepts to guide a 
program which will manage, passively or actively, the inherent decline of the structures. It must 
be recognized that natural deterioration can only be slowed, not stopped completely. It is 
recommended that a specific treatment plan for each individual structure be developed by park 
planners in accordance with the general methodology and preservation concepts outlined here. 
This should occur following the completion of a proposed Cultural Landscape Report (CLR) 
for the canal corridor. 
 

                                                 
1. The original Pinery Dam was constructed in 1827 to supply water to the canal section north of the Pinery Narrows. It was 
rebuilt or repaired many times during the canal’s period of significance. In 1951 it was replaced by the Brecksville Diversion 
Dam, which continued to supply water to the canal for industrial purposes, but the Pinery Dam still remains in place, 
submerged in the pool behind the newer concrete dam. Both dams will be removed in connection with the Cuyahoga River 
Ecosystem Restoration, Canal Diversion Dam Project, designed to restore stream flow and enhance the riparian ecosystem. 
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ADMINISTRATIVE DATA 
 
Locational Data 
 
Name: Ohio and Erie Canal 
 
Location: Cuyahoga Valley National Park, Cuyahoga County and Summit County, Ohio 

(Grid points refer to center line of canal at north and south boundaries of Park). 
 
UTM Coordinates:  S 17.451916.4582635 
    N 17.447516.4582635 
 
Latitude/Longitude:  S 41.159126 / -81.573090 
Coordinates:   N 41.393535 / -81.627812 
 
 
Identification Numbers: 
 
IDLCS equates to Resource ID and HS# equates to Structure ID in the CRIS (Cultural 
Resource Inventory System) which replaced the LCS and CLI in 2019. Feature ID numbers are 
derived from the 2009 Cultural Landscape Inventory. 
 

Lock No. 24:  IDLCS:  011149 
    LCS Structure No.: HS-102 
    Feature ID No. 104526 
 
Lock No. 25:  IDLCS:  011150 
    LCS Structure No.: HS-103 
    Feature ID No. 104527 
 
Lock No. 26:  IDLCS:  011151 
    LCS Structure No.: HS-104 
    Feature ID No. 104528 
 
Lock No. 27:  IDLCS:  011153 
    LCS Structure No.: HS-106 
    Feature ID No. 104529 
 
Lock No. 28:  IDLCS:  011154 
    LCS Structure No.: HS-107 
    Feature ID No. 104530 
 
Lock No. 29:  IDLCS:  011157 
    LCS Structure No.: HS-110 
    Feature ID No. 104531 
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Lock No. 30:  IDLCS:  011158 
    LCS Structure No.: HS-111 
    Feature ID No. 104532 
 
Lock No. 31:  IDLCS:  011159 
    LCS Structure No.: HS-112 
    Feature ID No. 104533 
 
Lock No. 32:  IDLCS:  011161 
    LCS Structure No.: HS-114 
    Feature ID No. 105017 
 
Lock No. 33:  IDLCS:  011162 
    LCS Structure No.: HS-115 
    Feature ID No. 105018 
 
Lock No. 34:  IDLCS:  011163 
    LCS Structure No.: HS-116 
    Feature ID No. 105019 
 
Lock No. 35:  IDLCS:  011164 
    LCS Structure No.: HS-117 
    Feature ID No. 105020 
 
Lock No. 36:  IDLCS:  011165 
    LCS Structure No.: HS-118 
    Feature ID No. 105021 
 
Lock No. 37:  IDLCS:  011168 
    LCS Structure No.: HS-121 
    Feature ID No. 105022 
 
Lock No. 38:  IDLCS:  011173 
    LCS Structure No.: HS-126 
    Feature ID No. 105023 
 
Lock No. 39:  IDLCS:  011175 
    LCS Structure No.: HS-128 
    Feature ID No. 105024 
 
Tinkers Creek  IDLCS:  011170 
Aqueduct:   LCS Structure No.: HS-123 
    Feature ID No. 105033 
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Furnace Run  IDLCS:  011152 
Aqueduct:   LCS Structure No.: HS-105 
    Feature ID No. 104521 
 
Yellow Creek  IDLCS:  011148 
Culvert:   LCS Structure No.: HS-101 
    Feature ID No. 105036 
 
Ira Road Culvert:  Feature ID No. 104525 
 
Stanford Creek  Feature ID No. 105028 
Culvert 
 
Brandywine Creek Feature ID No. 104517 
Culvert 
 
Bolanz Flood Gate: Feature ID No. 104155 
 
Goose Pond Weir: Feature ID No. 104523 
 
Hooker’s Run  Feature ID No. 104524 
Flood Gate: 
 
Station 638+20:  LCS Structure No.: HS-130 
Flood Gate and Weir Feature ID No. 105032 
 
Station 460+44:  Feature ID No. 105029 
Waste Weir 
 
Galley Run  LCS Structure No.: HS-132 
Mudcatcher:  Feature ID No.: 104522 
 
Peninsula Feeder  Feature ID No.: 105026 
Complex: 
 
Brecksville Dam,  LCS Structure No. HS-133 (feeder) 
Feeder, Head Gate: Feature ID No.: 104518 
 
Stumpy Basin:  IDLCS:  011160 
    LCS Structure No.: HS-113 
    Feature ID No.: 105043 
 
Canal Prism:  LCS Structure No.: HS-100 
    Feature ID No.: 105037 
 
Towpath Trail:  Feature ID No.: 105041 
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Canal Segment #36: LCS Structure No.: HS-119 
 
Canal Segment #37A: LCS Structure No.: HS-122 
 
Canal Segment #37B: LCS Structure No.: HS-124 
 
Canal Segment #38: LCS Structure No.: HS-127 
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Cultural Resource Data: 
 
National Register Status: 
 
In 1966 a 1.5-mile section of the watered portion of the canal and associated structures were 
listed as a National Historic Landmark (NHL) in the National Register of Historic Places 
(NRHP). The listing was amended and expanded in 1983 to encompass a 4.0-mile section 
between Rockside Road and a point 50 feet south of Lock No. 37 (Figure 1). The Landmark 
includes Locks Nos. 37, 38, and 39, Tinkers Creek Aqueduct, several culverts and waste 
structures, and two buildings dating from the canal era. Designation as a NHL recognizes a 
property as being nationally significant. 
 
Three additional canal structures were listed in the NRHP in 1984. Lock No. 29 and the 
remains of the Peninsula Aqueduct were included in the Peninsula Village Historic District 
listing, and Lock No. 28 was designated as an individual listing. 
 
In 1979 the Ohio and Erie Canal was listed in the NRHP as a thematic resource or historic 
district. This listing designated most of the canal and numerous structures within the Park. The 
listing included three segments of the canal encompassing a combined distance of 16 miles, 
including the previously designated NHL but excluding three areas where the canal was 
obliterated by modern construction. The following structures were identified as contributing to 
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the NRHP thematic resource listing: Locks Nos. 39 through 37, Locks Nos. 35 through 26, 
Tinkers Creek Aqueduct, Peninsula Feeder, Peninsula Aqueduct and Furnace Run Aqueduct. 
Locks Nos. 36, 25, and 24 were not included in the listing. The nomination retained the 70-foot 
wide corridor (40 feet on the towpath side and 30 feet on the berm side) as a historic property 
boundary as well as all extant physical features of the canal and structures and sites historically 
related to the canal. 
 
The NRHP status of the Ohio and Erie Canal within the Park was again modified and its 
boundary expanded in 2004 through the completion of a Cultural Landscapes Inventory (CLI) 
by the Midwest Regional Office staff of the National Park Service. That study expanded the 
period of significance to 1825-1913 and evaluated the canal corridor as a single holistic 
landscape incorporating a wide range of associated landscape features including the previously 
excluded locks. The established historic property boundary was retained (70-foot wide corridor, 
40 feet on the towpath side, and 30 feet on the berm side). Based on the content of the CLI, this 
more comprehensive designation and all the resources that it encompasses were determined by 
the National Park Service to be eligible for NRHP in 2004 in consultation with the State 
Historic Preservation Office, a finding reaffirmed by the park superintendent in approval of an 
updated CLI in 2009 (Figure 1). 
 
All the individual structures and features described in this updated Historic Structure Report are 
contributing components of the NRHP-listed/eligible Ohio and Erie Canal historic property 
and/or were identified as contributing landscape elements of the Ohio and Erie Canal in the 
CLI. All were constructed during the property’s period of significance. 
 
Period of Significance: 1825-1913 
 
Areas of Significance: Transportation, Engineering, Commerce, Exploration-Settlement, 

Industry 
 
Proposed Treatment: Preservation, Restoration 
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PART I – DEVELOPMENTAL HISTORY 
 
A. HISTORICAL BACKGROUND AND CONTEXT 
 
 This section is a condensed, edited, reorganized, and updated version of the Historic 
Structure Report: History Section for the Ohio and Erie Canal prepared by Harlan Unrau and 
Nick Scrattish in 1984 and Chapter 4 of the Historic Resource Study for the Cuyahoga Valley 
National Recreation Area prepared by Nick Scrattish in 1985.2 Much of the text was drawn 
directly from those documents but was updated to reflect the results of recent scholarship about 
the Ohio and Erie Canal as well as current National Park Service standards for Historic 
Structure Reports. The reader is referred to the 1984 Historic Structure Report by Unrau and 
Scrattish for more detailed information. 
 
Introduction 
 
 The construction of the Ohio and Erie Canal between 1825 and1832 was part of the 
wave of enthusiasm for canal-building that swept the United States during the 1820s and early 
1830s. It was the first and most successful of Ohio’s 813 miles of canals and an impressive 
engineering achievement that linked the sparsely-settled frontier region with the rest of the 
nation, promoting settlement and economic development within its borders. The Ohio and Erie 
Canal stretched for 308.14 miles from Cleveland, where the Cuyahoga River empties into Lake 
Erie, south to Portsmouth, where the Scioto River discharges into the Ohio. The waterway had 
146 lift locks providing a total rise and fall of 1,207.35 feet, as well as 5 guard locks, 
14 aqueducts, 203 culverts, 8 dams for crossing streams, and 6 feeder dams. In addition to the 
Muskingum Navigation, a canalized river, there were several branch canals and feeders that 
connected with the main trunk of the canal at various points (Figure 2).3 
 
 Historian Sam Tamburro has noted that “the canal system that developed in the 
nineteenth century created a commercial network that revolutionized trade and travel in the 
United States. Nowhere are these connections more evident than the nexus between New 
York’s Erie Canal and Ohio’s Ohio & Erie Canal.”4 The Ohio and Erie Canal is best 
understood as an extension of the Erie Canal, connecting a poor and remote frontier region with 
New York City and the eastern seaboard via Lake Erie and the Hudson River. The Ohio canal 
project was enthusiastically supported by New York politicians like DeWitt Clinton; designed 
by New York engineers like James Geddes, David S. Bates, William H. Price, and Nathan S. 
Roberts; and financed by New York banking houses and wealthy businessmen such as John 
Jacob Astor who also had lent funds for the Erie Canal. When completed it provided a source 
of raw materials and agricultural produce for east coast cities and a ready market for the 
manufactured goods they produced. The canal system created an interrelated regional economy.

                                                 
2. Harlan Unrau and Nick Scrattish, Historic Structure Report, Ohio and Erie Canal, Cuyahoga Valley National Recreation 
Area, Ohio (Denver, CO: National Park Service, Midwest Service Center, 1984); Nick Scrattish, Historic Resource Study, 
Cuyahoga Valley National Recreation Area, Ohio (Denver, CO: National Park Service, Denver Service Center, 1985). 
3. Jack Gieke, “Building the Canals: The Engineers,” in Canal Fever: The Ohio and Erie Canal, from Waterway to Canalway, 
ed. Lynn Metzger and Peg Bobel, (Kent: Kent State University Press, 2009), 20; Ohio Board of Canal Commissioners, 11th 
Annual Report of the Canal Commissioners (January 22, 1833), 6. 
4. Sam Tamburro, “The History of the Ohio & Erie Canal,” In Canal Fever: The Ohio & Erie Canal from Waterway to 
Canalway, ed. Lynn Metzger and Peg Bobel (Kent, OH: Kent State University Press, 2009), 3. 
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But it did even more: according to Tamburro, “in the first half of the nineteenth century, Ohio’s 
population migration and settlement patterns, politics, social issues, architecture, and culture 
were all affected by the connectivity of the Ohio & Erie Canal.”5 
 
 The Ohio and Erie carried more trade than any other Ohio canal, including vast 
quantities of wheat, corn, flour, and coal sent north to Cleveland as well as manufactured goods 
destined for the interior.6 According to canal historian Terry Woods: “The canals of Ohio, once 
the mainstay of the state’s transportation system, shunted Ohio products out of the state and the 
necessities for the good life in. In just a little more than twenty-five years, these artificial 
waterways—and the men and women who lived and worked on or near them—transformed the 
state of Ohio from an isolated frontier, where farmers were unable to ship their harvests to 
market, into a prosperous and influential agricultural and industrial power.”7 
 
Beginnings 
 
 Soon after Ohio was granted statehood in 1803 the need for an adequate transportation 
system became apparent to her political leaders. One of them, US Senator Thomas 
Worthington, later a governor and canal commissioner, actively supported internal 
improvements such as roads and canals.8 An abortive early attempt to improve waterborne 
transportation in northeastern Ohio was the “Cuyahoga and Muskingum Navigation” scheme 
which had the goal of clearing the Cuyahoga and Tuscarawas river channels of logs and trees, 
and making the portage between them passable for the traffic of loaded wagons. To raise the 
needed funds the Legislature of the State of Ohio sanctioned a lottery scheduled for the first 
Monday in January 1808. The drawing never came off and fewer than a quarter of the lottery 
tickets were sold.9 So ended the first attempt to improve the waterways of northeastern Ohio. 
 
 Despite the failure of the Cuyahoga and Muskingum Navigation scheme as well as the 
unenviable financial record of early eastern canals, there was continued enthusiasm in 
northeastern Ohio for internal improvements that might enhance the area’s commercial 
potential. For a time the federal government under the leadership of Treasury Secretary Albert 
Gallatin embraced a program of federally sponsored canals and highways to connect the eastern 
and western states, but the War of 1812 disrupted and delayed these plans. By the end of the 
war the moment had passed and there was no longer any political appetite for federally funded 
internal improvements. Individual states were left to their own devices. New York took the 
lead, proposing an ambitious plan for constructing a canal between the Hudson River and Lake 
Erie, directly linking New York City with western markets. Clearly such a canal would have 
enormous benefits for Ohio since it would provide a new channel of commerce and 
communication with east coast cities, particularly New York.10 

                                                 
5. Tamburro, “History of the Ohio & Erie Canal”, 3-4. 
6. Ronald E. Shaw, Canals for a Nation: The Canal Era in the United States, 1790-1860 (Lexington, KY: University Press of 
Kentucky, 1990), 127. 
7. Terry K. Woods, Ohio’s Grand Canal: A Brief History of the Ohio and Erie Canal (Kent, Ohio: Kent State University Press, 
2008), 2-3. 
8. Frank W. Trevorrow, Ohio’s Canals (Oberlin, Ohio: privately printed, 1973), 1. 
9. Charles Whittlesey, Early History of Cleveland, Ohio (Cleveland: Fairbanks, Benedict, and Co., 1867), 420; Crisfield 
Johnson, History of Cuyahoga County, Ohio (Philadelphia: D.W. Ensign, and Co., 1879), 54; William H. Perrin, History of 
Summit County, Ohio (Chicago: Baskin and Battey, 1881), 322. 
10. Woods, Ohio’s Grand Canal, 2-3. 
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 As early as 1811 New York had asked Ohio’s cooperation in securing federal funding 
for its proposed Erie Canal project. The Ohio legislature resolved that New York’s canal was a 
project of national concern, arguing that it would strengthen the bonds of union by encouraging 
agriculture, manufacturing, and internal commerce. The legislature suggested that the federal 
government should help defray the canal’s cost. Although federal funding was not forthcoming, 
in 1815 New York invited Ohio to join her in building the Erie Canal. Governor Thomas 
Worthington (1814-1818) passed along a letter from DeWitt Clinton, then President of the New 
York Board of Canal Commissioners, stressing the benefits that the Erie Canal was likely to 
bring to Ohio and requesting its financial support in return. Facing its own difficult fiscal 
issues, the Ohio legislature declined to provide the requested funds but did approve other forms 
of cooperation. It also noted the need for a canal that would link the Ohio River and Lake 
Erie.11 New York proceeded to build the Erie Canal on its own, completing the massive project 
in 1825. Ohio now had access to the Hudson River and the burgeoning port of New York City. 
Yet the commercial benefits accruable to Ohioans depended on a dramatic improvement of 
their own roads and waterways.12 
 
 The state’s generally favorable topography and numerous water resources supported the 
feasibility of constructing canals in Ohio. Governor Worthington understood the economic 
benefits of a canal between the Ohio Valley and Lake Erie that would provide the inhabitants of 
the state’s most densely settled region with access to the Erie Canal and New York City. His 
successor, Ethan Allen Brown (1818-1822), zealously carried forward the mission during his 
time in office. Historian John S. Still has argued that Brown ultimately was the individual most 
responsible for the construction of Ohio’s canal system.13 In his inaugural address Brown stated 
that “if we would raise the character of our state by increasing industry and our resources it 
seems necessary to improve the internal communications, and open a cheaper way to market 
for the surplus produce of a large portion of our fertile country”14 There was some sentiment in 
the legislature to incorporate a private company that would build a canal between Lake Erie 
and the Ohio River, but other members, as well as Governor Brown, were adamant that Ohio 
canals should only be built by the State of Ohio. In December 1818 Senator Nathaniel Beasley 
offered a resolution to establish a joint committee to draft a bill authorizing the governor to 
employ engineers to survey four potential lake-to-river canal routes: Miami-Maumee, Scioto-
Sandusky, Muskingum-Cuyahoga, and Grand-Big Beaver Rivers.15 
 
 Throughout the depression year of 1819 the canal issue permeated Ohio politics. Both 
houses of the legislature approved a resolution for the purpose of selecting the most favorable 
route and formed a committee to draft a bill providing the necessary funds. The bill never 
became law. This pattern characterized canal legislation in the Assembly. As a rule, one or the 
other of the houses was disposed to work with Governor Brown but only rarely did the two 
work in conjunction. Much of the friction stemmed from regional competition. Individual 

                                                 
11. Ohio Senate Journal, January 15 and 17, 1812; Rufus King, First Fruits of the Ordinance of 1787 (Boston: Houghton, 
Mifflin, and Co., 1888), 347; C.C. Huntington and C.P. McClelland, History of the Ohio Canals: Their Construction, Cost, 
Use, and Partial Abandonment (Columbus: Ohio State Archaeological and Historical Society, 1905), 2-3. 
12. Chester E. Finn, “The Ohio Canals: Public Enterprise on the Frontier,” Ohio State Archaeological and Historical 
Quarterly 51 (January-March 1942), 3-4. 
13. John S. Still, “Ethan Allen Brown and Ohio’s Canal System,” Ohio Historical Quarterly 66 (1957), 22. 
14. Still, “Ethan Allen Brown,” 23-24. 
15. Finn, “The Ohio Canals,” 7; Still, “Ethan Allen Brown,” 24. 
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legislators lent their support to a particular proposal only when their constituents would benefit 
directly.16 
 
 Governor Brown sought to minimize the effects of regional jealousy by emphasizing 
internal improvements in general rather than focusing on canal construction. His main 
accomplishment was to draft a comprehensive report on the practicality of connecting Lake 
Erie with the Ohio River, submitted to the Legislature in January 1820. Legislators were 
informed that three routes were serious candidates. One of these would follow the Cuyahoga 
and Tuscarawas rivers, as well as the portage that connected them. Brown’s report estimated 
that a canal could be constructed for $2.5 million, regardless of route. In Brown’s opinion, 
Ohio was not in a position to undertake such a massive project without assistance. The most 
likely source of aid appeared to be the federal government. If Congress would sell to Ohio 
some four million acres of land recently acquired from the Indians at $1.00 per acre for ten 
years without interest, the state could resell the land at $3.00 per acre once the canal opened. 
This would generate a profit as well as funding canal construction.17 
 
 The real significance of Brown’s report is that it maintained public interest in a canal at 
a time when the project began to appear unworkable. Ohio’s first legislative act regarding 
“navigable communication between Lake Erie and the Ohio River” followed Brown’s report by 
only four weeks. Likely stimulated by Brown’s efforts, the legislature appropriated funds for a 
canal survey but made the survey contingent on a land grant from Congress. Despite the efforts 
of both of the state’s US senators, Congress was not willing to give land to Ohio under this 
condition, so consequently, the surveys were not performed.18 
 
 During the 1821-1822 session of the legislature, Brown unsuccessfully continued to 
press for survey appropriations. Brown’s 1821 message to the Legislature once again proposed 
a canal survey. This time the Assembly appointed a special committee to study the issue, 
chaired by Micajah T. Williams of Cincinnati, a longtime advocate of internal improvements. 
The committee’s report strongly recommended construction of a Lake Erie-Ohio River canal to 
be built by the state. The report was vague enough to diffuse local jealousy, and for this reason 
as well as economic concerns, the legislature finally acted. It established a seven-member canal 
commission to direct surveys and authorized the commission to hire a competent civil engineer 
to perform surveys of five possible routes between Lake Erie and the Ohio River.19 The biggest 
engineering challenges involved finding a viable route over the high ground that ran through 
the middle of the state and securing an adequate source of water at the summit to sustain canal 
operations.20 
 
 As a group the seven canal commissioners were representative of the state’s regional, 
commercial, and political interests. They included: former Governor Brown, now a US senator; 
Alfred Kelley of Cleveland, a banker, lawyer, and real estate speculator; former governor and 
longtime canal proponent Thomas Worthington of Chillicothe; Benjamin Tappan of 

                                                 
16. Harry N. Scheiber, Ohio Canal Era: A Case Study of Government and the Economy, 1820-1861 (Athens: Ohio University 
Press, 1987), 15; Still, “Ethan Allen Brown,” 24-25. 
17. Scheiber, Ohio Canal Era, 15; Still, “Ethan Allen Brown,” 24-27, 43. 
18. Still, “Ethan Allen Brown,” 28; Scheiber, Ohio Canal Era, 16. 
19. Still, “Ethan Allen Brown,” 33-35; Scheiber, Ohio Canal Era, 16-17. 
20. Shaw, Canals for a Nation, 127. 
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Steubenville, a lawyer and former federal judge; Jeremiah Morrow, a farmer and former 
Congressman from southwestern Ohio; Ebenezer Buckingham, a wealthy merchant and salt 
manufacturer from the Muskingum Valley; and Isaac Minor, a former member of the Madison 
County judiciary in west-central Ohio. Later events showed the commissioners to be adept at 
producing a politically acceptable canal plan and realistic about engineering problems. One of 
the commission’s first decisions in 1822 was to dictate that the canal should pass through as 
many settled regions of the state as possible to command maximum support from the public.21 
 
Surveys 
 
 In March 1822 James Geddes, one of the senior engineers on the Erie Canal, was 
engaged for the Ohio canal surveys with the cooperation of New York Governor DeWitt 
Clinton, an active supporter of the lake-to-river canal. Like his counterparts in Ohio, Governor 
Clinton saw the canal as a means of increasing trade between the Ohio River Valley and New 
York City via the Erie Canal for the mutual benefit of both.22 Geddes began his surveys in mid-
April and over the next eight months he examined some 900 miles of terrain. He surveyed all 
five proposed routes but only had time to conduct careful instrument surveys of two: one 
extending from the Scioto Valley northward across the Scioto-Sandusky portage and from there 
down to the lake, and the other, which he favored, stretching from the Scioto eastward to the 
upper Muskingum River and then northward to Lake Erie by either the Black or Cuyahoga 
rivers (Figure 3). The Scioto-Muskingum line, which the commission hoped would command 
wide support, later became the general route of the Ohio and Erie Canal which followed the 
Cuyahoga River to its termination in Cleveland.23 Geddes examined and took levels on the 
summits between the Grand and Mahoning, the Cuyahoga and Tuscarawas, and the Black and 
Killbuck Rivers. The Cuyahoga summit, at 395 feet above Lake Erie, was the highest of the 
three. Even so, Geddes believed that it would be the easiest to supply with water because of the 
Portage Lakes.24 
 
 On January 3, 1823 the Board of Canal Commissioners submitted its first annual report, 
consisting of a summary of its findings and tentative conclusions, to the state legislature. In 
addition to reiterating the economic advantages of a lake-to-river canal, the commission 
observed that based on Geddes’s surveys there was some possibility of success on all five of 
the routes originally suggested.25 Based on this report the legislature provided funding for 
additional surveys and a thorough study of each route. It directed that two commissioners be 
named “acting commissioners” to serve in a supervisory capacity and spend full time in the 
field. In June 1823 Alfred Kelley and Micajah T. Williams, who had succeeded Morrow, were 
appointed acting commissioners; thus the two men who later were called upon to supervise the 
construction of the first Ohio canals initially assumed a managerial role in mid-1823 and began 
a decade in which they provided continuity to the administration of both the survey and 
construction phases of the work. By all accounts Kelley and Williams each possessed an  
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Figure 3. Canal routes surveyed, 1822-25, and approved, 1825 (Source: Scheiber, Ohio Canal Era, 18)
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extraordinary combination of competence, dedication, and political savvy, and they deserve 
much of the credit for the success of the enterprise (Figures 4 and 5).26 
 
 The remainder of 1823 was spent in performing the additional surveys. In January 1824 
the commissioners reported to the state legislature concerning their findings during the previous 
year. The board reluctantly declared that the Sandusky-Scioto route was “extremely doubtful” 
as a viable canal route because of inadequate water supply, but both the Cincinnati-Maumee-
Lake Erie and the Scioto-Muskingum-Lake Erie routes appeared feasible. The latter route was 
the more promising of the two because of its topography and the fact that it was calculated to 
attract the most public support since it passed through more settled areas of the state than did 
the Cincinnati-Maumee route. The western part of the state could be served by a relatively 
inexpensive canal following a route northward from Cincinnati which had been surveyed by 
Williams. Although James Geddes had left Ohio and returned to New York after completing 
the preliminary surveys and would not be replaced until late in the summer of 1824, the 
commissioners recruited David S. Bates, another senior Erie Canal engineer, to review the 
surveys and endorse them in a letter attached to the report.27 
 
 Thus as early as January 1824 the canal’s principal route between northeastern Ohio 
and the Scioto had gained widespread support. Topography was favorable, and the route was 
likely to attract the most public support. To win over the residents of western Ohio a second 
canal was planned. It would connect Cincinnati with Dayton via the Miami Valley with the 
promise to extend it to Toledo and Lake Erie at some later date.28 Several branches and short 
feeder canals were built later, but the Ohio and Erie and Miami and Erie were the trunk lines of 
Ohio’s canal system. 
 
 Throughout 1824 the canal commission worked to produce a final report in preparation 
for the construction of a lake-to-river canal following the Scioto-Muskingum-Lake Erie route. 
The engineers examined multiple routes within that general corridor. The crucial engineering 
question was whether the water supply would permit a canal to cross the divide on the Licking 
Summit between the Scioto and Muskingum watersheds, for such a route would bind together 
the interests of those two valleys. Commissioner Micajah Williams declared that the cut “must 
be done, whatever the cost may be.” David S. Bates returned in the autumn to review the 
commissioners’ work and found that the engineers had solved the problem of the Licking 
Summit. He approved their plan for an elaborate “deep cut” and large reservoir at the summit 
and fully endorsed the Ohio engineers’ full lake-to-river canal line with three options for the 
final descent from the Muskingum headwaters to the Lake Erie shore.29 Bates submitted a 
report to the canal commissioners with a detailed evaluation of the section through the 
Cuyahoga Valley: 
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Figure 4. Portrait of Alfred Kelley (Source: 
Orth, A History of Cleveland, Ohio, 690)

Figure 5. Portrait of Micajah T. Williams (Source: 
Wikimedia Commons, collection of Cincinnati 
Museum Center)
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After passing...near the Little Cuyahoga, the line enters the valley of the main 
Cuyahoga, and is conducted along the bottoms of that river, where the formation 
and qualities of the earth are favorable to canalling. Few difficulties occur and 
none of them are important, until the line reaches the Peninsula, so called. Here 
the river turns to the east, and after a circuit of near a mile, returns so nearly the 
same place, as to leave a narrow ridge, not more than twenty feet wide in the 
narrowest part connecting the land thus enclosed by the river, with the western 
bank. Immediately below this point are several wash banks, which taken 
together, form an aggregate length of near three fourths of a mile. To avoid these 
wash banks, it is proposed to cut through this isthmus where it is about sixty feet 
wide, and cross to the east side of the river, on an aqueduct formed by a wooden 
trunk supported by stone piers. The situation is peculiarly favorable for crossing: 
The canal line has sufficient elevation, and the bed of the river which is here 
150 feet wide, and also the bank on the west side are rock. On the opposite side, 
a lock will be required, the mason work of which, with a little extension, will 
form the abutment on that side. 
 
About one mile below this place of crossing, there is a sliding clay bank on the 
east side of the river of 30 rods in length. This may, however be avoided by 
turning the stream across a low narrow point of bottom on the opposite side and 
conducting the canal near this artificial channel across the same point. To 
accomplish this work, will not be very difficult or expensive, as the river at this 
place never rises more than eight or ten feet in height, and has a rock bottom on 
which works may be erected with perfect security. This cut will shorten the 
canal line 22 chains, in the distance of half a mile. 
 
After passing this place the line is remarkably favorable for five or six miles; 
being located through extensive bottoms, out of the reach of floods, to the head 
of the Pinery Narrows. The extent of these narrows, in length, is about two 
miles: The river, in passing through this defile, and crossing from one side to the 
other, alternately makes wash banks on each side, leaving a narrow bottom on 
the other. The aggregate length of these wash banks, on the east side, is about 
three fourths of a mile; and about half that distance on the west. Through the 
narrows, the river runs over a smooth flat rock, very shallow, when the river is 
low, rising floods to the depth of 8 or 10 feet. A wall of timber or stone of ten 
feet in height will effectually protect the canal along the foot of these wash 
banks; and when this wall is constructed, the additional expence of the canal will 
not probably be greater, than that of constructing a canal for the same distance 
on the most favorable ground. It may probably be found necessary to take in a 
supply of water from the Cuyahoga at this place; which may be done by means 
of a low cheap dam; and the expence of recrossing the river will be small should 
a line on the west side, below this place, be found, on examination, the most 
favorable. 
 
From the foot of the Pinery narrows, to the head of Stillwater in the river on the 
lake level, the line is conducted along the bottoms and is very favorable, with 
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the exception of four or five short points of hill, the base of which are [sic] 
approached by the river. And these present no formidable difficulty. From the 
head of Stillwater, it is proposed to construct a towpath along the bank of the 
river to Cleaveland, six miles. This will require very little more than clearing the 
timber from the bank.30 

 
 On January 10, 1825 the Board of Canal Commissioners presented a final report with 
recommendations based on three years of survey work. The board estimated the cost of 
constructing the canal to be between $2,801,709.85 and $3,061,368.47, depending on the exact 
route selected.31 The advocates for Ohio canals could point to New York’s Erie Canal where 
toll revenues had exceeded interest costs on the state debt by more than $50,000 in 1824.32 
 
 In response to this report, the state legislature passed a law commonly referred to as the 
“1825 canal bill,” incorporating virtually all of the commissioners’ recommendations. It 
authorized the canal commissioners to construct two canals: the Ohio and Erie via the Scioto-
Muskingum route, and the Miami and Erie from Cincinnati to Dayton. While the routes were 
specified, the commissioners were given a great deal of latitude in the details, particularly in 
relation to the line of the Ohio and Erie north of Coshocton.33 The 1825 law continued the 
seven-member canal commission and also created a three-member canal fund commission 
authorized to borrow money on the credit of the state. Canal fund commissioners issued 
certificates of tax-free stock for these loans. It was anticipated that the income from canal tolls 
would be sufficient to meet interest payments.34 In April 1825 the fund commissioners secured 
a $400,000 loan, followed by $1,000,000 in 1826 and $1,200,000 each of the next two years. 
Although the federal government would not provide direct financial aid, it did donate over 
1.1 million acres of land to the state which was sold at $2.00 per acre with the proceeds used to 
finance the project. It was the revenue from these loans and land sales that paid for the 
construction of the Ohio and Erie Canal between Portage Summit and Lake Erie.35 
 
 Because of the large number of canal projects in the eastern states and the relatively 
small number of trained civil engineers to oversee their construction, the canal commissioners 
had found it difficult to replace engineer James Geddes after his departure early in the Ohio 
project. However the completion of the Erie Canal in 1825 enabled the Ohio board to attract 
two men with extensive New York experience: David S. Bates accepted the appointment as 
principal engineer, and William H. Price was named resident engineer for the northern portion 
of the Ohio and Erie. Price would serve in various engineering capacities on Ohio canals and 
railroads for decades. Also appointed as resident engineer for the southern division of the Ohio 
and Erie as well as the Miami and Erie was Samuel Forrer, who had been on the staff since 
1822 and over the course of a fifty-year career would serve in every capacity from rodman to 
canal commissioner. During early 1825 the board employed Nathan S. Roberts, another 
prominent Erie Canal engineer, to assist with surveying the final route of the Ohio and Erie 
Canal between Coshocton and Lake Erie. Due to the shortage of trained engineers, many men 
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who were hired into the lower echelons of the corps learned the skills of civil engineering and 
canal construction technology through on-the-job training and eventually rose to senior 
positions in the corps. One of them was Richard Howe, a Ohio native who served as resident 
engineer on the northern division from 1825 through the 1850s.36 
 
 After funds were assured and the nucleus of the engineering corps had been recruited 
the main issue still to be resolved was the route for the northern portion of the Ohio and Erie 
Canal between Coshocton and Lake Erie. In April 1825 the commissioners asked engineers 
Roberts, Price, and Forrer to survey and submit detailed cost estimates for the Kilbuck-Black 
and Tuscarawas-Cuyahoga routes north of Licking Summit. The engineers’ report confirmed 
the commissioners’ earlier recommendation in favor of the Tuscarawas and Cuyahoga route to 
Lake Erie because it would be more accessible, incur lower construction costs, and have a more 
adequate water supply. At the summit between the two rivers, water could be drawn from the 
Portage Lakes via a series of feeders.37  
 
 On May 5, 1825 the commissioners convened at Wooster to evaluate the engineers’ 
findings. At this time they formally approved the Cuyahoga route. The Kilbuck-Black route 
may never have been seriously considered. Historian Harry Scheiber has suggested that the 
April surveys were probably a ruse whose object was to induce proprietors along the Cuyahoga 
Valley to donate land for the canal.38 It is known that as early as February 1825, Benjamin 
Tappan had written Kelley that work on the route “from the Portage summit to Cleveland” 
should be started “as soon as you [Kelley] have got the people of Cleveland and the Cuyahoga 
valley to give all they will give.”39 
 
 In establishing construction priorities for the Ohio and Erie Canal the commissioners 
and the engineering corps were presented with a difficult challenge. The canal would cover 
more than 300 miles and require the construction of 146 locks, 14 aqueducts, and 153 culverts. 
Since it was impossible to build the entire canal at once the commissioners decided to complete 
at least one sizeable segment before beginning the others. It would be politically advantageous 
to begin with the southern division down the Scioto Valley to the Ohio River because of the 
large population and highly active citizenry demanding immediate construction in that area. 
The southern division was expected to generate heavy traffic and toll revenues. However the 
commissioners chose to concentrate their resources initially on the northern division in the 
sparsely-settled Cuyahoga Valley and thus fulfill one of their main goals: the opening of a route 
from the interior of the state to Lake Erie and the lucrative New York market. Concurrently 
they would work on the 11-mile line of the Licking Summit since the excavations for the “deep 
cut” there would require substantial time for completion.40 
 
 
 
 

                                                 
36. Kilbourne, Public Documents, 179; Woods, Ohio’s Grand Canal, 4; Giecke, “Building the Canals,” 24-25; Scheiber, Ohio 
Canal Era, 62-64; Tamburro, “History of the Ohio and Erie Canal,” 5. 
37. Scheiber, Ohio Canal Era, 40; Giecke, “Building the Canal,” 28; Kilbourne, Public Documents, 179-180, 196-203. 
38. Kilbourne, Public Documents, 72-73; Scheiber, Ohio Canal Era, 40. 
39. Harry N. Scheiber, “Alfred Kelley and the Ohio Business Elite, 1822-1859,” Ohio History 87 (Autumn 1978), 373-374. 
40. Scheiber, Ohio Canal Era, 42-44. 



Historical Background and Context 

Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park  27 

Construction 
 
 On July 4, 1825 groundbreaking ceremonies were held at Licking Summit, three miles 
south of Newark. In attendance was a large group of state officials and visiting dignitaries, 
including New York Governor DeWitt Clinton and Ohio Governor Jeremiah Morrow. On 
July 21 a similar ceremony was held at Middletown to break ground for the Miami and Erie 
Canal.41 
 
 Immediately after determination of the final route of the Ohio and Erie Canal between 
Coshocton and Lake Erie, a careful location of the line from the Portage Summit to Cleveland 
was commenced under resident engineer William H. Price. He prepared plat maps, surveys, 
plans, and profiles of the line and the locks and wrote detailed specifications for each section, 
accompanied by cost and work estimates.42 Unfortunately none of the original surveys, profiles, 
or plans prepared by Price have survived. 
 
 Though details are sketchy, land acquisition through the Cuyahoga Valley proceeded at 
a brisk pace. Many owners willingly sold the required strips of land to the commissioners since 
they recognized that the canal would enhance the value of their remaining property.43 The 
February 1825 act gave the canal commissioners the right of eminent domain over all the lands 
they might need for the canal’s construction. Disputes between the commission and landowners 
were referred to an impartial board of three to five men. Their decisions could only be appealed 
to the legislature. The commission paid owners a specified price and in return the state received 
land titles in fee simple.44 
 
 The state relied exclusively on private contractors for construction of the canal. The 
sector between Akron and Cleveland was divided into one-half mile sections and the 
commissioners solicited bids for each, the lowest bidder winning a specific contract. All work 
was performed according to the written agreement, and contractors were paid monthly for their 
progress.45 Sometimes there were separate contracts for locks, aqueducts, culverts, and other 
structures but other times the structures were included in the section contracts. 
 
 The commissioners received bids for work in the Cuyahoga Valley on three separate 
dates in 1825. On June 10 proposals were received for the line north of Portage Summit to 
Lock No. 28. A month later, on July 9, about seven miles of additional line extending 
northward to Lock No. 35 were put under contract. On August 29 the remainder of the line 
between Lock No. 35 and its termination near the lake at Cleveland was contracted, with the 
exception of about one mile at the northern end, which required further survey and 
examination. 
 
 Contracts were let in short sections so that the capital requirements of construction 
would be within the means of small contractors, thus encouraging competitive bidding.46 
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Sections 35-91 were located within the present boundaries of Cuyahoga Valley National Park. 
Professional contractors from New York’s Erie Canal were early on the scene, but many of the 
best refrained from bidding. Instead these men hired on as foremen to local contractors who 
had hastily organized contracting companies. It was fortuitous that work on the Ohio canals 
was beginning just as the construction of the Erie Canal was winding down since it ensured an 
ample supply of skilled contractors and workmen, at least at the outset. As a rule, local 
contractors first hired local farmers to do the digging. For farmers, canal construction was not 
that much different from farming except that it paid cash, an important consideration in this 
cash-poor frontier region. The initial work force is estimated to have been between 1,500 and 
2,000 men. Forest and earth were attacked with vigor along the canal’s northerly route through 
the villages of Peninsula and Boston, and Northfield and Independence Townships. Locals did 
good work, but in the summer of 1826 rain, heat, and smallpox took a heavy toll and most of 
those who survived left for home.47 
 
 Problems compounded when less experienced contractors began to default. In their 
eagerness to win a contract these men had bid well below Commissioner Kelley’s estimate for 
specific sections. Some were simply dishonest or incompetent.48 Their failure to complete a 
section meant that a contract had to be re-let quickly to keep work in progress. During 1826 
five contracts for work on the line within the present boundaries of Cuyahoga Valley National 
Park were abandoned and re-let. 
 
 By the late summer of 1826 professional contractors moved in to take up some of the 
slack. They generally knew more about constructing canals than Kelley himself. The 
professional contractor carefully considered rising wages and increased costs for materials. 
Tough and cynical, the professionals wrote off a percentage of their laborers to smallpox, 
cholera, and “canal sickness” (malaria), which were tremendous problems along the line. 
However even the professionals had trouble adjusting to the constant labor shortage which set 
in later in the 1826 construction season. The principal cause was the competition for labor on 
two major projects farther east: the Pennsylvania canals and the National Road from Wheeling 
through Ohio.49 Another nagging problem was the inconsistent disbursement of state funds to 
pay for work completed. At the end of 1826 none of the Ohio canal lines had been completed, 
and the commissioners decided to concentrate resources on the northern part of the line; 
elsewhere they would “keep up appearances...but with limited expenditures.”50 
 
 Physical progress on the Akron-Cleveland sector was remarkable considering the state 
of construction technology in early nineteenth century America. Notwithstanding the aid of 
animals and blasting powder, canal building was a time-consuming and labor-intensive 
operation. A contractor was only rarely able to anticipate the nature of subsoil and bedrock 
along his section and any delays in procuring hewn stone, timber, and labor could mean 
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disaster for those who played with too thin a margin. In addition, the construction season in 
northern Ohio was fairly short, limited to the late spring, summer, and early autumn months.51 
 
 Pressure for completion of the 38-mile sector was intense. The commissioners had 
given it top priority so that shipments of goods to New York could begin as early as possible 
from Ohio’s interior. This would generate toll revenue and demonstrate the canal’s viability so 
that eastern bankers might be more amenable to loaning enough money to complete the project. 
It also would bolster public support.52 Initial progress reinforced the widespread belief that the 
sector’s completion late in the summer of 1826 was assured. However the time required to 
fabricate intricate components as well as serious labor problems forced construction into the 
1827 working season. 
 
 The 5th Annual Report of the Board of Canal Commissioners was issued on January 17, 
1827. Excerpts from this document provide a detailed picture of the canal’s progress through 
the Cuyahoga Valley, a full six months before its opening. 
 

In proceeding from Lake Erie to the Portage summit level, a distance of 37 
miles, an ascent of 395 feet is encountered, requiring to overcome it, 44 locks; 
several points presenting considerable obstructions to the making of a canal, also 
occur in this distance, contributing to increase the difficulty and expense of the 
work. The Cuyahoga is turned out of its course, and a new channel for its waters 
formed, in four different places, to make room for, and give security to the 
canal; and in several other places, part of its channel is necessarily occupied, 
requiring protection walls to secure the banks of the canal from the action of the 
current in the river. The main river and two of its branches are also crossed by 
aqueducts; two other branches are crossed by dams of considerable extent. 
 
Most of these heavy items of work have already been performed, besides the 
ordinary work required in the construction of a canal. The walls of 32 of the 
locks are laid, and the other work appertaining to them, is nearly or quite 
completed. Six of the remaining locks are in a state of great forwardness, and 
would have been finished, but for the approach of cold weather, which made it 
proper to suspend the further progress of the mason work until the coming 
spring. The foundations of three more are laid; and nearly all the materials 
necessary for the completion of all the locks which now remain unfinished, 
between the Portage summit and the Lake, prepared and delivered in places 
convenient for the vigorous prosecution, as early in the spring as the weather 
will admit.... 
 
On this part of the line [Akron-Cleveland], nine culverts of stone, six of wood, 
three dams, and two aqueducts across branches of the Cuyahoga river, have been 
erected; and the aqueduct over the river at the Peninsula, is in a state of 
forwardness, which renders the work safe, and promises its early completion in 
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the spring. Seven road bridges and a number of towpath bridges have also been 
erected. 
 
Of the more ordinary work, appertaining to the construction of a canal, such as 
excavation and embankment, a large proportion is entirely finished and taken off 
from the hands of the contractors. Far the greater part of the remainder is as 
nearly finished as the season will admit, only requiring for its completion a little 
work in trimming the banks, after the frost shall have left the ground in the 
spring. The work on a few of the sections is more backward, but should the 
winter prove favorable to the prosecution of the work, little, except masonry, 
will remain to be done in the spring. It is impossible to ascertain the precise 
amount of work which remains unfinished on this part of the canal, without a 
very minute examination and estimate; nearly nine-tenths, however, of the 
whole amount of work necessary to the completion of this division of the Ohio 
canal is done, and it is believed, in a neat, substantial and permanent manner. 
 
It is confidently believed that so much of the canal as extends from the Portage 
summit to the basin, near its termination at Cleveland, will be finished and ready 
for navigation in June next; the work is now in a state of forwardness which 
warrants this expectation, and no ordinary event will prevent its being realized. 
 
The heavy rains which fell in the latter part of the month of June, produced a 
freshet in the Cuyahoga river and its branches, which occasioned some damage 
to contractors, whose work in the valley of that river, was in an unfinished and 
insecure state, and exposed to the violence of the flood. The amount of damage 
thus sustained, has not been precisely ascertained; it is believed, however, that 
the aggregate amount will not vary materially from two thousand dollars...53 
 

 Late in March 1827 Ethan Allen Brown, former governor and current canal fund 
commissioner, was informed that Governor Clinton and other New York dignitaries were 
interested in seeing a practical demonstration of the navigability of the Ohio and Erie as soon as 
possible. About May 15, however, Ohioans’ enthusiasm for a grand opening in July was 
somewhat dampened when Kelley indicated that by July the canal would be navigable no 
farther south than Akron. Even so, Brown believed that a demonstration was better than none. 
Accordingly, he involved Kelley, who by June had transmitted details for a full-blown civic 
celebration of the canal’s opening to Ohio Governor Trimble. The date was set for 
Independence Day: July 4, 1827.54 
 
 Early on the morning of July 3 Governor Trimble, Brown, and a number of other 
distinguished individuals boarded the canal boat State of Ohio. The boat left Portage Summit at 
10 AM and despite delays caused by a collapsed bank it reached the village of Boston by late 
afternoon. Here it was joined by another vessel named for Trimble. Six miles south of 
Cleveland, the two boats were met by the Pioneer, an Erie Canal boat. The rest of the trip had a 
carnival-like atmosphere. One eyewitness said the scene “produced an impression on the mind 
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not soon to be obliterated.” Only a few hours after the State of Ohio, Allen Trimble, and 
Pioneer reached Cleveland, the freight canal boat Enterprise came into town with a load of 
flour and whiskey from Akron. The northernmost sector of the Ohio and Erie Canal was open 
for business.55 
 
 An extraordinary rush was necessary to meet the July 4 deadline. As a result certain 
components along the sector “that were esteemed to be of less pressing importance” were 
simply not ready. For example the construction of feeders from the river, needed to insure an 
adequate and permanent supply of water, was postponed. Sluice gates, designed to pass water 
from one lock level to another, were also unfinished.56 
 
 As the 6th Annual Report of the Board of Canal Commissioners makes clear, it took 
months to make the sector completely operable. 
 

The canal was filled and supplied with water, while the rainy season continued, 
by the small streams naturally flowing into the canal, or which were easily 
turned in, together with a temporary supply from the main river, readily 
introduced while the stream continued swollen with floods. The supply 
furnished by the small streams was found deficient, as had been anticipated, 
when they had shrunk to their usual low water mark. This deficiency was 
increased by the difficulty of passing the water onward through the culvert 
[sluice] gates of the lock with sufficient regularity to keep water of equal depth 
in the numerous short levels which occur on this part of the canal. The culvert 
gates were liable to be shut by accident or design, or to be choaked [sic] with 
floating substances, which would raise the water in the level above and throw it 
over the waste weirs; thus occasioning a loss of water even where the supply 
was most deficient. 
 
From these causes the navigation of the canal necessarily sustained considerable 
interruption. 
 
As soon as the banks of the canal had become sufficiently firm to admit of 
raising the water in the canal with safety, and the attention of the engineers 
could be diverted from the constant watchfulness necessary to prevent accidents 
on the first filling of a new canal, means were taken to introduce a more ample 
supply of water. A feeder from the main Cuyahoga was introduced at the place 
where the canal first enters the valley of that river in its descent northwardly 
from the summit. The work of forming and securing sluices or feeders round the 
locks so as to pass the water regularly from one level to another, was also 
commenced: a temporary feeder from the Cuyahoga was also introduced at the 
Pinery, about fifteen miles above Cleaveland, and a contract made for the 
construction of a permanent feeder near the same place, which is now in the 
progress of completion. 
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After these feeders were so far completed as to admit of the introduction of 
water, the canal was abundantly supplied from a point about one mile and a half 
below Akron to Cleaveland: and the navigation continued without interruption, 
except that occasioned by a few small breaches, until late in December [1827]... 
 
A few accidents of minor importance occurred on that part of the canal which 
has been filled with water, such as must ever be expected on the first trial of a 
new canal. In some instances the natural soil on which the canal rests, is not 
found to be sufficiently firm to resist the pressure of water, and has given way, 
while the artificial banks raised thereon have remained firm until undermined by 
water which passed underneath....It is also found by experiment, as was 
anticipated, that artificial banks, especially those raised to a considerable height 
and not well packed while making settle much, and consequently need raising 
on the introduction of water. Even banks of this description which have stood 
for more than a year, are found to shrink after being saturated with water. 
 
Means have been adopted to secure the banks of the canal from injury, in places 
where there are necessarily exposed to the operation of the strong current of the 
river. In some of these places where the water is deep strong piles have been 
driven and interwoven with brush, in order to ward off the violence of the 
current, until a more permanent protection could be made. Slope walls of stone 
resting on the slope of the bank, or walls of hewn timber firmly secured to the 
bank by means of ties, have been built where the current was so rapid as to 
render the cheaper method of protecting the banks insufficient. In most places 
the plan of throwing rough heavy stone on the outward slope of the bank, has 
been found a cheap, effectual, and it is believed, permanent method of 
preventing [sic] it from the abrasion of the current.57 
 

 Additional work on the canal between Akron and Cleveland continued through late 
1827. In August 1828 the Ohio and Erie was opened south of Akron across Portage Summit to 
Massillon. Nearly two years later, in July 1830, the section across the Licking Summit was 
completed. In October 1831 the canal was opened as far south as Chillicothe, and the work was 
finally finished to Portsmouth on the Ohio River in October 1832.58 The Ohio and Erie Canal 
was now complete and fully navigable. 
 
Components of the Ohio and Erie Canal 
 
 All told, the Ohio and Erie Canal extended 308.14 miles from Cleveland, where the 
Cuyahoga River empties into Lake Erie, to Portsmouth, where the Scioto River discharges into 
the Ohio. The canal stretched some 38 miles through the Cuyahoga Valley, from Cleveland to 
the north end of the Portage Summit at Akron, rising some 395 feet above the level of the lake 
via 44 locks. The length of the Portage Summit level was about nine miles, and from the south 
end of that level the canal descended some 238 feet via 29 locks along the Muskingum River 
Valley, 102 miles to the Dresden Side-Cut at Webbsport, near the mouth of Wakatomaka 
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Creek, a small westerly branch of the Muskingum. From Webbsport, the canal extended 42 
miles to Newark, ascending 160 feet via 19 locks up the Wakatomaka and Licking Valleys. 
Five miles south of Newark at Licking Summit (317 feet above the level of Lake Erie), which 
separated the tributaries of the Scioto from the streams running down to the Muskingum, the 
2,500-acre Licking Reservoir (now known as Buckeye Lake) was located to supply water for a 
“deep cut.” From the 14-mile Licking Summit level, the canal descended 202 feet via 30 locks 
some 30 miles through the Little Walnut Creek Valley to Lockbourne where the 11-mile 
Columbus Feeder entered the main trunk. The canal then descended 211 feet via 24 locks 
through the Scioto River Valley, 87 miles to Portsmouth, where it entered the Scioto, 200 yards 
above the confluence of the Scioto and the Ohio.59 
 
 Along the entire line of the Ohio and Erie Canal there were 146 lift locks providing a 
total rise and fall of 1,207.35 feet. In addition there were five guard locks, 14 aqueducts, 
153 stone culverts, 50 wooden culverts, 8 dams for crossing streams, and 6 feeder dams. Five 
principal feeder lines connected with the main trunk of the canal: Tuscarawas Feeder (3.2 
miles); Walhonding Feeder (1.3 miles); Muskingum Side-Cut (2.58 miles); Granville Feeder 
(6.14 miles); and Columbus Feeder (11.0 miles).60 
 
 The total cost of building the Ohio and Erie Canal has been estimated at $4.3 million, 
about one-third higher than projected but still less expensive than any other canal of similar 
size in the United States.61 When completed the final cost of the section from Cleveland to the 
south end of Licking Summit, a distance of 194 miles, was $1,782,000 including costs for 
feeders, reservoirs, bridges, and other structures: an average cost per mile of $8,980. The 
aggregate cost for the 139-mile stretch from Cleveland to Kaldersburgh, opposite Coshocton on 
the Muskingum was $1,122,000, or $8,026 per mile of canal.62 
 
 By the time the entire Ohio and Erie was completed in 1832, the Akron-Cleveland 
sector was functioning smoothly (Figure 6). The sector’s southern terminus was Lock No. 1 in 
Akron, 395 feet above Lake Erie. From Lock No. 1 north, a series of twenty-one locks stepped 
down to the Portage Path, descending from the summit (Figure 7). The canal then ran level for 
a short distance to Lock No. 23, near the confluence of the Cuyahoga and Little Cuyahoga 
Rivers. Four miles north the canal entered present Cuyahoga Valley National Park at the village 
of Botzum (originally called “The Basin” then “Niles),” founded on a tract purchased and 
surveyed in 1836. After crossing Yellow Creek and passing through the nearby Locks Nos. 24 
and 25, the canal reached Lock No. 26 at the tiny village of Ira. During the canal era this lock 
was better known as “Pancake Lock.” Continuing north through the valley the canal crossed 
Furnace Run on an aqueduct (constructed in 1860, replacing an earlier stone culvert) and 
passed through Lock No. 27 (“Johnny Cake Lock”) at Everett. At Everett, formerly called 
Unionville, there were stables and feed for draft animals as well as a cheese factory and post 
office. Approximately 2.2 miles north was Lock No. 28 (“Deep Lock”) which featured a lift of  
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Figure 6. Ohio and Erie Canal between Cleveland and Akron (Source: Historic American 
Engineering Record, National Park Service, Ohio and Erie Canal Recording Project, 
Ohio and Erie Canal, HAER No. OH-59), William F, Conaway, Delineator, 1986)

Figure 7. Ohio and Erie Canal profile, Cleveland to Akron (Source: Historic American Engineering Record, 
National Park Service, Ohio and Erie Canal Recording Project, Ohio and Erie Canal, HAER No. OH-59, 
William F, Conaway, Delineator, 1986)
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17 feet, the greatest of any lock between Akron and Cleveland. Most locks had a lift of 8 to 10 
feet. 
 
 At the village of Peninsula, where there was a turning basin and boat yard, the canal 
crossed to the east side of the Cuyahoga on a 100-foot long aqueduct and immediately entered 
Lock No. 29 which lowered boats 12 feet. Peninsula was a true canal town whose yards 
reputedly produced more boats than any other town served by the Ohio and Erie or the Miami 
and Erie.63 It owed much of its success to the accident of location since it was a convenient 
half-way stop between Akron and Cleveland. During the height of the canal era the village had 
no fewer than five hotels, five banks, and 14 taverns to succor weary travelers (Figure 8).64 
 

About .3-mile north of the village of Peninsula was Lock No. 30 and the feeder 
complex which supplied the canal with water from the river. The feeder was constructed in 
1830 to address chronic problems with water supply. A low dam of brush and stone diverted 
water from the river into a 132-foot long feeder channel. A head gate, supported by walls of cut 
stone on rock, regulated the flow of water into the feeder.65 
 
 The canal proceeded north to Lock No. 31 (“Lonesome Lock”) and then Lock No. 32 at 
Boston Village. At Boston there was a turning basin where the State of Ohio had met the Allen 
Trimble on the canal’s opening day. Boston was a small but lively village that featured several 
stores and taverns, a boat yard, a distillery, a sawmill, and a gristmill (Figure 9). James Brown, 
a noted counterfeiter in the valley, ran a tavern there in the 1830s and 1840s. 
 

North of Boston were Lock No. 33 (“Lower Boston Lock” or “Wallace Lock”) and a 
culvert carrying Brandywine Creek under the canal. The canal continued north to Lock No. 34 
(“Red Lock”) and Lock No. 35 (“Kettlewell Lock” or “Whiskey Lock”), and then to Lock No. 
36 (“17-Mile Lock”) at the southern end of the Pinery Narrows. Here there was another basin 
and another feeder which supplied water to the final 17 miles of canal between this point and 
Cleveland. A short distance north of Lock No. 36, Galley Run emptied directly into the canal, 
with a masonry structure known as a “mudcatcher” to prevent accumulation of silt in the 
waterway. The canal then continued another two miles through a gorge known as the Pinery 
Narrows and entered Cuyahoga County. 
 
 In Cuyahoga County, Lock No. 37 (“14-Mile Lock”) was, as its nickname implied, 
approximately 14 miles from the canal’s northern terminus at Cleveland. From 1851 on, the 
canal furnished water power to a mill near the lock, known as Alexander’s Mill and later, 
Wilson’s Mill. About equidistant between Locks Nos. 37 and 38 a 95-ft long aqueduct carried 
the canal over Tinkers Creek. North of Lock No. 37 were Lock No. 38 (“12-Mile Lock”) and 
Lock No. 39 (“11-Mile Lock”), the northernmost locks in Cuyahoga Valley National Park.  
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Figure 8. Map of Peninsula, Ohio in 1874 (Source: Tackabury, Mead, and Moffett, Combination Atlas Map of 
Summit County, Ohio)
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Figure 9. Map of Boston, Ohio in 1856 (Source: Paul, Map of Summit County, Ohio)
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In later years there was a state boat repair slip nearby. Zimmerman’s Tavern at Lock No. 39 
was a local landmark renowned for cock fighting during the canal era. 
 
 From Lock No. 39 to Cleveland the terrain became flatter, and there were only three 
locks (Nos. 40-42). In the city itself, Locks Nos. 43 and 44 were completed no earlier than the 
summer of 1828. Between the last two locks there was a large basin which accommodated both 
lake vessels and canal boats. It was a busy hub of commerce. Between the terminus of the canal 
and the lake there were dry docks, warehouses, and other improvements that were designed to 
facilitate the transfer of goods between lake vessels and canal boats.66 
 
 At their policy meeting in May 1825 the canal commissioners adopted the specifications 
used on the Erie Canal for the construction of the Ohio canals.67 The Ohio and Erie’s prism was 
26 feet wide at the bottom and 45 feet wide at the water line. The canal’s towpath was usually 
10 feet wide, and the opposite “berm” bank not less than six feet. General specifications 
stipulated that every five rods (330 feet) along the towpath there be a sluice to carry off excess 
water, but this was not done in practice. Lock chambers were 90 feet long and 15 feet wide “in 
the clear.” The plans and specifications for other necessary structures such as culverts, 
aqueducts, waste structures, feeders, bridges, and protective walls were handled on a case-by-
case basis and were generally handwritten in the section contracts by an acting commissioner or 
engineer. 
 
 Like all of the early canals, the Ohio and Erie was designed to accommodate a special 
kind of traffic: boats towed by horses or mules (Figure 10). The animals were driven on the 
towpath, which was always located on the side between river and canal so that landslides were 
least likely to damage it. The canal’s earthen embankments could handle only a gentle wash, 
restricting boat movement to about four miles per hour. Boats were built to be less than half the 
width of the canal prism so that they could pass one another in transit. There were basins at 
occasional intervals along the line where boats could turn, take on or discharge cargo and 
passengers, or wait their turn to pass through a lock. Lock dimensions dictated the dimensions 
of the boats: Ohio canal boats were usually 60 to 75 feet long and 14 feet wide (Figure 11). 
Most of the early boats were designed to carry both passengers and freight and had a maximum 
cargo capacity of 30 to 40 tons, but by the 1840s this had increased to as much as 60 tons 
through a combination of regular dredging, an increase in the water level, and redesign of the 
boats. Combination cargo-passenger boats usually carried people on short runs which did not 
require overnight onboard accommodations. Packet boats offered express passenger service 
between terminals.68 
 
 Boat yards were established at many towns and villages along the canal route, including 
Peninsula and Boston. By October 1831 when the Ohio and Erie was completed to Columbus 
and Circleville, approximately 45 boats were operating, and the number quickly increased after 
the entire line was open to navigation the following year. By 1838 there were as many as 340 
boats operating on the Ohio and Erie. Transportation lines were formed, each consisting of 

                                                 
66. Trevorrow, Ohio’s Canals, 41-45. 
67. Scheiber, Ohio Canal Era, 40; Woods, Ohio’s Grand Canal, 8. 
68. Scheiber, Ohio Canal Era, 40-41; Woods, Ohio’s Grand Canal, 20; Ohio Board of Public Works, Sixth Annual Report of 
the Board of Public Works, 1843, 5. 



Figure 10. State boat south of Stone Road, 1912 (Source: Louis Baus Canal Photograph 
Collection, OEC_56, The University of Akron, University Libraries Archival Services)

Figure 11. Lower lock at Botzum, 1890 (Source: Edwin Bell Howe Photograph Collection, Summit Memory)
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a fleet of boats, warehousing facilities, and forwarding and receiving houses. There were five 
major freight and passenger lines in 1835, operating boats that carried both freight and 
passengers. Other boats were affiliated with an individual mill or other business. Toll offices 
were established at larger towns such as Cleveland and Akron, but boats on short local runs 
managed to avoid paying tolls all together.69 
 
 In January 1835 four of the larger transportation lines formed a consortium in an 
attempt to reduce shipping costs. Two more lines joined the Canal Line Consortium in 1836, 
increasing the total number of boats under its control to 66. Ultimately the consortium 
accounted for over half of all freight and passenger traffic on the Ohio and Erie Canal. The 
Ohio Canal Packet Boat Company was formed in March 1837 to provide the first true express 
passenger service on the Ohio and Erie. It ran a fleet of eight express packets between 
Cleveland and Portsmouth, a trip that normally took 80 hours.70 
 
Economic Impact of the Ohio and Erie Canal in the Cuyahoga Valley 
 
 Before 1825 the valley and territory surrounding it constituted a nearly unbroken 
wilderness. Occasionally a crude dwelling or two on an irregular patch of denuded land poked 
through the forest. The valley’s economy, like the rest of Ohio’s interior, was grounded on 
barter. Farmers grew corn and raised swine to subsist. Meager surpluses were occasionally 
exchanged for staples to augment this mean state of affairs. Nevertheless, landowners and 
squatters alike lived from hand to mouth. Roads were few, and invariably became quagmires in 
inclement weather. The costs involved in transporting goods across the Allegheny Mountains to 
eastern urban markets were so prohibitive that the only major market available to most Ohioans 
was New Orleans, a difficult 1,400-mile trip downriver from Cincinnati.71 The region’s 
waterways had many obstructions and could only be navigated at certain times of the year, and 
then generally in only one direction. 
 
 Subsistence agriculture was the economic backbone of the Cuyahoga Valley during the 
frontier period. This inhibited the development of better communications, the growth of major 
commercial enterprises, and the accumulation of working capital. Settlers and squatters who 
ventured into the wilds of northeastern Ohio faced a difficult existence. Poverty exacerbated by 
the near absence of cash characterized life in the region. 
 
 During 1825 to 1827 construction of the Ohio and Erie Canal through the Cuyahoga 
Valley dramatically changed this scene. The transition from barter to cash was swift. Cash 
disbursements to canal contractors were passed on to canal laborers, and, in turn, to local 
merchants. Canal historian Terry Woods notes that “perhaps for the first time in Ohio’s history, 
cash money was in circulation.”72 Pressing needs for stone and wood to build canal components 
spawned quarrying and lumber industries. Quarries near Peninsula supplied most of the Berea 
sandstone used in lock construction between Akron and Cleveland. White oak was greatly in 
demand to build gates, culverts, and aqueducts. This resulted in a proliferation of sawmills in 
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the valley. As a byproduct of new industries, local labor acquired new skills. During the early 
years of the canal era, stone masons, sawyers, carpenters, shipwrights, blacksmiths, and animal 
care specialists abounded. 
 
 Even so, the economic stimuli derived from the canal’s construction were transitory. 
The long-term impact of the canal in northeastern Ohio, as elsewhere, was a function of its 
actual operation.73 Urban growth at the sector’s terminal points resulted from the need to 
develop facilities for handling canal commerce. Akron and Cleveland quickly responded to this 
need and profited from it. Akron, founded in 1825, had 3,206 residents by 1850, and 
Cleveland’s population rose from 606 in 1820 to 1,076 in 1830 and 6,071 in 1840.74 
 
 Within the Cuyahoga Valley the shift from the subsistence farming of corn and swine to 
the commercial production of wheat and cattle dates from 1827. After the canal opened settlers 
began to clear land to produce cash commodities. Until 1827 the price of wheat near Akron had 
been 20-30 cents a bushel. By 1833 it was 75 cents.75 The trend to produce cash commodities 
was particularly pronounced in counties and townships that bordered the canal. Harry Scheiber 
has calculated that in the six counties on the Ohio and Erie’s northern division, urban property 
values rose 360% between 1832 and 1840.76 The appreciation of mostly rural property in the 
valley was not as striking, but significant economic differences began to appear between 
settlers and squatters, the latter having far fewer opportunities to accumulate cash.77 Settlers 
invested in personal possessions, more elaborate homes, and in internal improvements of a 
local nature such as plank roads. 
 

Archeological evidence from house sites in the valley supports the view that settlers 
living in townships bordering the canal became wealthier during this period.78 Similarly, most 
of the imposing residences, commercial structures, and churches in the valley date from the late 
1820s through the 1840s. Nearly all brick construction dates to this period and is reflected in 
the increased tax value of individual properties. Road development was actively sponsored 
during the 1830s. Settlers wanted better access to the canal for the shipment and importation of 
goods. The economic need for better transportation to the canal decreased the isolation imposed 
on settlers and squatters alike before the canal era. 
 

The Cleveland-Akron sector of the canal went into active operation immediately after it 
was opened on July 4, 1827. By mid-December an amount of cargo equivalent in weight to 
more than 10,000 barrels had been transported northward, while the equivalent of more than 
8,000 barrels had been moved southward. The principal products carried in the northward trade 
were wheat, flour, tobacco, whiskey, beef, butter, and cheese, while those in the southward 
trade were general merchandise, salt, and fish. Near the end of 1827 coal began to be shipped 
from Talmadge to Cleveland, and the coal trade became a major part of the northward 
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commerce once the canal reached the Muskingum River and its branches where extensive coal 
fields were located near the waterway. 

 
 Trade on the Ohio and Erie continued to increase until 1840. During the 1827-1840 
period much of the region served by the canal had no alternative routes of transport to the 
eastern seaboard and depended almost exclusively on the waterway for both imports and 
exports. The canal was the only water transport link between Lake Erie and the Ohio River 
during this period, and thus it held a virtual monopoly position for long-haul freight between 
the two major market areas of the West.79 While the Ohio and Erie Canal held its monopoly 
position it was a spectacular success in contributing to population growth and economic 
development in the region it served. As the opportunities for exporting to cash markets became 
more attractive, settlers began to come into northeastern Ohio to take advantage of the large 
tracts of cheap and fertile lands available from the federal government. Population in the 
northern and central counties through which the canal ran gained by 70,000 in the 1820s and by 
100,000 in the 1830s, far exceeding the rate of gain in older settled sections of the state. 
 

Earlier expectations that the Ohio and Erie would make the northern and central 
portions of the state a vast granary and emergent wheat belt serving the growing population of 
New York and the Atlantic Coast were fulfilled as the growing trade made Cleveland the 
principal market for grain in the Great Lakes region by 1840. The northern and central sections 
of the Ohio and Erie also proved a boon to coal mining in areas through which it passed as 
Cleveland and later Akron developed into large markets and terminals of the coal traffic. By the 
mid-1840s Cleveland consumed about 80% of the coal shipped over the canal. It is estimated 
that nearly 25% of the coal mined in Ohio in 1850 was transported over the Ohio and Erie to 
the developing grain and steel industries at Cleveland and Akron.80 
 
 The Ohio and Erie Canal also played a major economic role as a channel for imported 
items from the eastern seaboard such as hardware, textiles, clothing, farm implements, 
machinery, processed foods, and finished goods, all classified as “merchandise.” Cleveland was 
the main entryway for such goods destined for northern and central Ohio, and as a result, 
merchandise shipments by canal from that city rose from some 5.2 million pounds in 1832 to 
nearly 20 million pounds in 1839. The second largest import item on the canal was New York 
salt, a basic dietary item and a necessity for meat-packing; the total imports of salt rose from 
just under 30,000 barrels in 1832 to nearly 110,000 barrels in 1839. Northern and central Ohio 
also relied on the canal as a conduit for the export and import of other products. Corn, pork, 
and whiskey were major staples of the northward trade to Cleveland for export, while gypsum 
and lumber were significant in the southward trade (Figure 12). 
 
 The Ohio and Erie thus played an impressive role in the growth and development of the 
Cuyahoga Valley and other parts of northern and central Ohio. By 1840 Ohio was recognized 
as the “Third State of the Union,” ranking only behind New York and Pennsylvania in 
measurable criteria of economic development. The canal trade, which reached its peak in 1851, 
benefitted those areas as follows: 

  

                                                 
79. Scheiber, Ohio Canal Era, 191. 
80. Earl Heydinger, “Early Coal Traffic on the Ohio and Erie,” Towpaths 12 (1974), 34-36. 



Figure 12. Lumber boat at Lock No. 26 (Source: Edwin Bell Howe Photograph Collection, Summit Memory)
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 Together with the surge in population came the anticipated increase of 
land values, reflecting both agriculture’s new profitability and the rising total 
acreage of land in cultivation. But perhaps the most striking features of 
development were the growth of cities and the prominence of commerce and 
industry in the central and northern canal regions… 
 
 This rapid rate of urban growth was also reflected in the occupations by 
which the people earned their livelihood. In the regions where urbanization was 
taking hold, along the central and northern portions of the canal, the proportion 
of all nonprofessional workers engaged in manufacturing, trades, and commerce 
was 22 percent—as compared to less than 15 per cent in Ohio counties lacking 
canal facilities…. 
 
 This degree of diversification in the local economies of the northern and 
central regions was all the more remarkable considering the near-frontier status 
of most of these areas two decades earlier. Apparently the model of 
development postulated by the early canal advocates had been realized: rising 
farm income and population brought new business to the commercial towns, and 
also a larger “home market” for local goods produced in shops and factories 
which had the advantage of canal transport for raw materials. A diversified 
economic structure produced an interaction between agricultural growth and 
urban-based commerce and industry that pushed the canal counties ahead in the 
race for economic development.81 

 
The Long Decline of the Ohio and Erie Canal 
 
 The heyday of the Ohio and Erie Canal was brief. The beginning of its long decline can 
be traced to 1840 when the opening of the Pennsylvania and Ohio (or Mahoning) Canal 
between Akron and Youngstown broke the regional monopoly of the Ohio and Erie. Three 
major commodities from the Mahoning Valley then began to pass through the Cuyahoga Valley 
on their way to Cleveland: namely, coal, wool, and dairy products. Although augmenting 
Cleveland’s exports of these goods, the Mahoning was a threat to Cleveland’s export of goods 
to Ohio’s interior. Henceforth, consumers in northeastern Ohio were free to import 
commodities by way of the Ohio River, the P & O/Mahoning, or the Ohio and Erie. The P & O 
Canal strengthened traffic on the northern section of the Ohio and Erie but reduced traffic on 
the southern portion.82 
 
 Freight rates on the Ohio and Erie Canal declined during the 1840s because of 
interregional competition from Pennsylvania, Indiana, and Illinois canals. Yet even while these 
canals were under construction, the venerable river system that served New Orleans showed 
remarkable resiliency. The expansion of steamboat capacity and the hearty competition given 
steamboats by river flatboats kept rates down. During the 1840s rates on shipments from 
Cincinnati to New Orleans fell from 50 cents per 100 pounds to 20-28 cents. This situation 
gave the canal commissioners of Ohio even more incentive to cut tolls on the Ohio and Erie. 
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Naturally the proliferation of canals and the staying power of the southern river system forced 
boat operators on the Ohio and Erie to pare their rates during the 1840s.83 Canal historian Terry 
Woods states that the “great reduction in the cost of river transportation between New Orleans 
and the eastern markets put an effective stop to through traffic in both directions between Lake 
Erie and the Ohio River...By the early 1840s, the traffic pattern on the canal had permanently 
changed. For all practical purposes, goods at or south of Newark were transported south on the 
canal to the river, and goods north of Newark were transported to the lake.”84 
 
 Thus in the 1840s interregional competition from other waterways severely restricted 
profits on the Ohio and Erie Canal, but it was the development of the Ohio railroad system in 
the 1850s that was the primary cause of the Ohio and Erie’s demise. Potential trouble for the 
canal loomed as early as 1837 when the Loan Law of March 24 allowed the investment of state 
funds in railroad companies.85 The 1837 law is significant because it marked a change in 
official state policy toward internal improvements. For three years state construction of public 
works was abandoned in favor of state aid to private enterprise engaged in such work. The era 
of privately owned internal improvements in the State of Ohio had dawned. 
 
 To be sure, the Loan Law of 1837 was repealed on March 17, 1840. One cause was 
public outcry over a plundering of the state treasury to finance loans to fly-by-night companies. 
The deeper cause however was the general distrust of state participation in internal 
improvements. On March 13, 1843 the State Assembly forbade state aid of any kind to private 
companies constructing internal improvements. The logical conclusion was embodied in the 
State Constitution of 1851 which prohibited the state from extending credit to or becoming a 
stockholder in any private company.86 
 
 The absence of government support did not abate the proliferation of railroads in the 
state. By 1851 Ohio was no longer poor. Indeed, Ohio entrepreneurs were eager to invest their 
own capital in internal improvements. The decade of the 1850s was characterized by furious 
railroad construction throughout the country, but in no state was the rate of construction greater 
than in Ohio. In 1850 there had been only a little more than 300 miles of track in Ohio, but by 
1860 this had increased to approximately 3,000 miles.87 
 
 Farmers, merchants, and travelers who could choose between railroads and canals 
usually picked the former. Rails offered the public greater speed. Shipments of goods to the 
Atlantic coast took several weeks by canal but only a few days by rail. Rail transport also was 
viable all year; the canals often were closed for four or five months during the winter, and even 
during other seasons, traffic could be halted by floods, low water, and other natural 
occurrences. Railroads were not immune from operational problems, but rerouting rail traffic 
was comparatively easy. Once telegraphic communication became widespread, railroads 
permitted their customers to reap the advantages of short-term price movements in interregional 
markets.88 
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 In order to compete with the railroads more effectively, the Board of Public Works 
undertook an extensive program of repairs to the canals in 1850, including the rebuilding of 
19 locks on the Ohio and Erie. The following year the board proposed a more comprehensive 
$2 million modernization program that would include widening and deepening the canals, but 
this went nowhere in the legislature, which was beginning to believe that the best policy might 
be to dispose of the canal system altogether. Nothing came of a proposal in the 1852-1853 
session of the legislature to sell the canals, but after 1853 declining tonnage on the trunk lines 
eroded public confidence.89 In 1855 increased expenditures for maintenance induced the Board 
of Public Works to negotiate five-year contracts with private firms for maintenance and repair 
of the canals. The plan was a failure. In 1857 the General Assembly declared the 1855 contracts 
fraudulent. Ensuing lawsuits dragged on, allowing the canals to fall into an even greater state of 
disrepair.90 
 
 During the 1850s Ohio’s canal system suffered one misfortune after another. Droughts 
in 1851 and 1856 bottled up traffic on the Ohio and Erie for weeks.91 In the mid-1850s the 
P & O Canal was essentially put out of business when it was sold to the Mahoning Railroad.92 
For seventeen years this canal had acted as the only feeder for the northernmost sector of the 
Ohio and Erie. Loss of the P & O was followed by severe floods in 1858 and 1860.93 
 
 Disgust with the canals’ performance became widespread among Ohio politicians. 
Governor Salmon P. Chase advocated sale of the canals in his annual addresses of 1857, 1859, 
and 1860. The Assembly balked at selling but the Act of April 6, 1859 authorized leasing the 
state’s entire public works system for an annual rent of not less than $54,000. Railroads were 
excluded from submitting bids. No other bids were received however, and the state continued 
to struggle with its down-at-the-heels canal system.94 Continued public dissatisfaction, a 
Republican Legislature, and active lobbying by the railroads resulted in the Act of June 2, 1861 
which provided that the public works of the state be leased to the highest bidder for a period of 
ten years. A syndicate of ten operators submitted the higher of two bids received. For $20,075 
per annum, Ohio canals were handed over to the syndicate.95 
 
 Between 1861 and 1877 the private operation of the canals was “neither brilliantly good 
nor terribly bad.”96 The syndicate’s record was sufficiently competent to win another 10-year 
lease. It performed routine dredging and maintenance on the Ohio and Erie and partially rebuilt 
a number of locks. The Civil War years brought a burst of activity along the line as boats were 
kept busy hauling grain and other freight. The boat yards at Akron, Peninsula, and Boston were 
at near capacity during the war, and the canal as a whole seems to have been a profitable 
enterprise once again. 97This renewed activity however ended with the war, and afterward 
traffic kept declining, especially during the summer of 1875. The transportation companies that 
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had controlled most canal shipping were dissolved, leaving the business to individual boat 
captains who were often unreliable. On December 1, 1877 the syndicate surrendered its lease.98 
 
 After a short period of receivership, the Board of Public Works again took charge of the 
canals. Between 1878 and 1902 the system continued to deteriorate. Although local short-haul 
navigation remained viable in some areas, including the northern division, traffic continued to 
decline, and a number of canal sections were abandoned or acquired by railroads.99 As early as 
1875 the Ohio and Erie’s northern terminus had been relocated three miles farther south. At 
that time Lock No. 42 was rebuilt to provide access to the river. The Valley Railway, then 
slated for construction through the valley, acquired the canal bed between Locks Nos. 42 and 
44 as part of its right-of-way.100 
 
 About 1880 the exhaustion of coal mines near Akron caused gross tonnage of coal, the 
principal article hauled through the Cuyahoga Valley, to plummet. Debilitating floods struck 
again in 1882 and 1884. These left the canal full of debris and damaged feeder components, 
especially dams. By this date the Valley Railway was in operation through the valley and 
attracted business formerly received by the canal. The Board of Public Works reduced canal 
tolls in an unsuccessful effort to stem the loss of business to the railroads, resulting in a steep 
fall in revenues. The 1880s and early 1890s saw the abandonment of almost all of the Ohio 
branch and feeder canals. In 1894 only the two trunk lines and a few feeders survived, and 
these were mostly in deplorable condition. Destructive floods in 1898 and 1902 effectively 
ended commercial navigation on the Ohio and Erie Canal south of Dresden. The northern 
section remained open, but navigation was difficult, so “by the late 1890s, converted freighters, 
taking church and picnic groups on short jaunts to nearby picnic groves along the canal, were 
the most prevalent type of traffic.”101 
 
 The roots of a movement to save Ohio canals can be traced to 1878 when Governor 
Young argued that the state could not afford to abandon them.102 Following Governor Foraker’s 
pro-canal message of January 2, 1888, a three-man canal survey commission was formed “to 
establish the boundaries and lines of canals, canal basins, reservoirs, etc., by an accurate 
survey—and to define and protect the ownership and titles of the state in and to all lands 
belonging to and connected with said canals.”103 Between 1888 and 1892 the commission, 
reduced to two men in 1892, worked to overcome myriad obstacles. The results of their 
exhaustive investigations were beneficial to the state. In 1902 the legislature declared that the 
Miami and Erie Canal, as well as the northern division of the Ohio and Erie Canal from 
Cleveland to Dresden, would be retained and maintained as a public canal.104 The legislature 
also moved forward with an investigation of the condition of the Ohio and Erie southern 
division. 
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 In 1903 the detailed report of Chief Engineer Charles W. Perkins of the Board of Public 
Works helped to implement a comprehensive rehabilitation program for the state’s remaining 
canals. The main purpose of this program was to adapt the canals to the demands of modern 
traffic as well as to preserve the state’s lucrative long-term water power leases to private 
commercial interests. Sufficient statewide sympathy motivated the legislature to make financial 
allotments from the General Fund in 1904. It appropriated $75,000 for 1904, $125,000 for 
1905, $250,000 for 1906, and $356,000 for 1907.105 In order to make practicable the 
improvements from Cleveland to Dresden, which included a canal with a minimum of five feet 
of water, Perkins calculated that it would be necessary to secure $30,000 worth of water leases 
along the Ohio and Erie’s northern division.106 During 1905-1906 the canal from Akron to 
Cleveland was dredged, and major repairs were made to all locks in the valley, using concrete 
as the primary building material. Nearly all canal components between Lock Nos. 24 and 38 
were rehabilitated in 1905 (Figure 13). The rest (one culvert, two sluices, and the Galley Run 
Mudcatcher) were addressed during 1906-1909.107 
 
 Despite material improvements to the canal in the Cuyahoga Valley and elsewhere 
along the Ohio and Erie’s northern division, public opinion regarding the canal system had not 
really changed. In fact the suspension of navigation during the rehabilitation project had driven 
away the little shipping business that had remained. Cost overruns and defective work brought 
charges of fraud and mismanagement against Chief Engineer Perkins, who was not reappointed 
when his term expired in 1910. His successor, John I. Miller, confirmed in his 1911 report that 
the Ohio and Erie from Cleveland to Dresden had been rebuilt for most of the way, but no 
aqueduct existed at Roscoe and dredging had been discontinued at Tuscarawas due to lack of 
funds. In Miller’s opinion these deficiencies put the whole system out of commission. Miller 
pleaded for the state to settle on a fixed policy in its attitude toward the canals, one that would 
not change with the arrival of each new legislature.108 
 
 Events just prior to the disastrous flood of March 1913 show that no reversal in attitude 
of either the state or the public was in the cards. Nearly all the Ohio and Erie Canal between 
Dresden and Portsmouth was officially abandoned in 1911. The following year the legislature 
abolished the Board of Public Works and named John I. Miller supervisor of Public Works. 
Miller vigorously prosecuted two related projects: continuation of the surveying and platting of 
canal lands and disposition of major lawsuits in which the Board was attempting to recover 
state property.109 By 1912 the state had managed to compile a partial survey of canal lands 
undoubtedly in its possession, but it was far more difficult to ascertain what lands in the 
possession of other parties really belonged to the state. 
 
 The devastating flood of March 1913 only accelerated the demise of Ohio’s unpopular 
canal system. Sixteen miles of the Ohio and Erie’s northern division between Portage Summit 
and Brecksville were totally destroyed (Figure 14). The section from Brecksville to Cleveland 
was considered salvageable, but only because it held enough water to allow the state to 
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Figure 13. Canal structures rebuilt during the 1905-1909 rehabilitation program (Source: Ohio Board of Public 
Works, 71st Annual Report, 1909)
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Figure 14. View of flood damage in Peninsula, 1913 (Source: Summit County Historical Society collection, 
www.summitmemory.org)
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continue its hydraulic leases with industries along the route, including the American Steel and 
Wire Company mill in Cleveland.110 

 Following the March flood, the Ohio 1913 Canal Commission was appointed to make 
recommendations for the disposition of the state’s remaining canals. Its report stressed the 
feasibility of reconstructing part of the old system, with federal aid, as a barge canal across 
Ohio. However, there was no hint that any part of the Ohio and Erie was eligible for this 
modernization. This report was the death sentence for the Akron-to-Cleveland section: 

2nd. The Commission finds that the rehabilitation of the canals of the State on 
the original basis or standard of construction is impracticable and highly 
inadvisable. 

3rd. In event a barge canal is not feasible, and inasmuch as it would not be 
advisable to rehabilitate the canal into the original standard of construction and 
specifications, the Commission advises that the State retain its ownership in the 
rights of way in the sections of canal that are producing revenue in the way of 
water rentals. 

4th. The Commission recommends that the waterways, both natural and 
artificial, be developed and improved for water power and industrial purposes 
wherever possible; that the canals be drained at such points where the revenues 
do not justify the cost of maintenance, and placed in such condition as to prevent 
their becoming nuisances to the communities through which they pass.111 

After the flood the state officially kept the northern portion of the Ohio and Erie Canal 
open because of the lucrative water power leases, maintaining it as well as necessary to keep 
the water flowing. Also as long as there was any prospect of building a modern lake-to-river 
barge canal between Cleveland and Dresden, it made sense for the state to retain the Ohio and 
Erie right-of-way, but eventually the proposed route shifted east to the Mahoning Valley and 
Youngstown. Finally, in July 1929 the last section of the Ohio and Erie Canal was abandoned 
for navigational purposes, officially ending the canal era in the Cuyahoga and Tuscarawas 
valleys.112 

Even after it ceased to be a transportation system the canal continued to be maintained 
as a source of hydraulic power and cooling water. The state continued its long-term water 
leases with private industries and municipalities. Some portions of the canal began to be used 
for recreational purposes, some were redeveloped, and others were allowed to revert to 
nature.113 By the 1960s a number of local groups in towns along the Ohio and Erie Canal 
engaged in grassroots efforts to preserve remnants of the canal and adjacent historic resources 
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and open space throughout the corridor. Many of them came together in 1992 to form the 
Cuyahoga Valley Association, a broad-based preservation advocacy organization.114 
 
 Within the present limits of Cuyahoga Valley National Park, the canal section north of 
the Pinery Feeder at Brecksville was leased to the American Steel and Wire Company into the 
1990s while the rest was allowed to deteriorate. The portions south of the village of Ira became 
highway right-of-way and part of the City of Akron’s wastewater collection and treatment 
system. In 1974 the Cuyahoga Valley National Recreation Area was created, and in 2000, 
Cuyahoga Valley National Park. Areas formerly leased to American Steel and Wire ultimately 
were acquired by the federal government and by Summit and Cuyahoga counties which 
established a trail system on portions of the old towpath. On a larger scale, in 1996 the Ohio 
and Erie Canal Heritage Corridor (now known as the Ohio and Erie Canalway National 
Heritage Area) was created from the former canal lands between Cleveland and Zoar, and later 
extended south to New Philadelphia. Over several decades, state, county, and federal entities 
have redeveloped the old canal into an integrated regional recreational asset enjoyed by 
millions of visitors annually.115 
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B. CHRONOLOGY OF DEVELOPMENT AND USE 
 
 This section incorporates text from the Historic Structure Report: History Section for 
the Ohio and Erie Canal prepared by Harlan Unrau and Nick Scrattish in 1984 and from the 
(Draft) Historic Structure Report: Administrative and Architectural Data Sections prepared by 
Paulette Oswick Cossell in 1993, portions of which were derived from the 1984 report by 
Unrau and Scrattish.116 The text has been edited, reorganized, and expanded for clarity and to 
meet current National Park Service standards for Historic Structure Reports. 
 
History of Use and Physical Changes 
 
 Within Cuyahoga Valley National Park, the Ohio and Erie Canal as it exists today is an 
amalgam of structures and features constructed and repaired repeatedly over the course of 88 
years, its period of significance (1825-1913); the canal was effectively abandoned for 
navigational purposes in 1913, acquired by the federal government in 1989, and minimally 
maintained since that time. Prior to 1989 virtually all the canal lands and associated structures 
within the Park were owned by the State of Ohio. The absence of fee ownership prevented 
federal intervention to protect, stabilize, or preserve the resource. Considerable obstacles, 
however, impeded the acquisition of the canal. Complicating the matter was a state regulation 
preventing the donation of the canal to the federal government (O.RC.123.681) and a 
stipulation in the recreation area enabling legislation prohibiting the acquisition of public lands 
except through donation (PL. 93-555). Legislation, introduced in the Ohio legislature, was 
enacted to allow for transfer of the canal within the recreation area to the United States 
(Amendment to the 1959 Canal Lands Authority Act). In December 1989 canal lands 
encompassing 129.71 acres were acquired in fee by donation from the State of Ohio and 
assigned tract number 105-075. 
 
 Although the canal underwent massive rehabilitation in 1905-1909, it would be 
incorrect to consider it an early 20th century system. The locations and dimensions of principal 
structures such as the canal prism and the 16 lift locks are essentially unchanged since the 
system’s original construction in 1825-1827, although the prism was dredged and long 
stretches of the towpath rebuilt many times, and the locks were repaired repeatedly. Most of the 
existing culverts, flood gates, and waste weirs were constructed much later than the prism and 
locks, and many of the original structures have disappeared completely, their locations 
unknown. One of the two aqueducts survives as a ruin, while the other was completely 
reconstructed in 2007. None of the 19th-century road and foot bridges over the canal are extant, 
and many of the turning basins have been filled or silted in. The Peninsula feeder is a ruin, but 
the Pinery feeder complex still functions as originally designed, although its component 
structures were replaced or repaired many times over the years. 
 
 The northern six miles of canal in the park, from Rockside Road to Route 82, remains in 
a watered condition, supplied with water by the Pinery Feeder and Brecksville Dam (1951). 
Since 1913, when canal navigation ended, this section with its three lift locks, one aqueduct, 
and several culverts, flood gates, and waste weirs received enough maintenance to keep the 
water flowing to the American Steel and Wire Company plant in Cleveland under the terms of 

                                                 
116. Unrau and Scrattish, Historic Structure Report; Cossell, Ohio and Erie Canal. 



Chronology of Development and Use 

54  Ohio and Erie Canal History and Historic Structure Assessment, Cuyahoga Valley National Park 

its hydraulic lease with the State of Ohio. Structures have been repaired or replaced as 
necessary, first by the American Steel and Wire Company, then more recently by the federal 
government. For this reason the canal structures along the watered section are in much better 
condition than those along the 16-mile unwatered section in the southern portion of the Park. 
That section was completely abandoned after 1913 and allowed to revert to nature. Some 
structures were destroyed by river action or highway construction, and the others deteriorated 
to varying degrees. Only after the canal’s acquisition by the federal government in 1989 and the 
creation of the multi-use trail on its towpath was there any effort to stabilize the surviving canal 
structures, done in a non-comprehensive manner as part of the Park’s routine maintenance 
program. 
 
 The following section describes the history of construction and repair of each of the 
extant canal structures along the 22-mile section of the Ohio and Erie Canal in Cuyahoga 
Valley National Park. The discussion is organized by structure type: Locks; Aqueducts; 
Culverts; Waste Structures; Feeders and Dams; Other Water Control Structures; Bridges; Prism 
and Towpath; and Basins. In contrast to the 1993 (Draft) Historic Structure Report for the Ohio 
and Erie Canal, which documented only the masonry and concrete structures, this updated 
report considers all the various structures that were once integral components of the canal 
system and for which the Park has maintenance responsibilities. 
 
Locks 
 
 There are 16 lift locks in the Park (Lock Nos. 24-39 inclusive), all dating to the original 
design and construction of the canal during the period 1825-1827. The locks, built at a cost of 
about $7,000 each, were constructed of sandstone walls with wooden foundations, floors and 
gates. Lock chambers measured 90 feet long and 15 feet wide and the lift varied from 5.5 feet 
(Lock No. 26) to 17 feet (Lock No. 28). During the canal era frequent repairs were required to 
maintain the locks; these efforts varied in degree over the years and had a direct impact on both 
the condition of the locks and the viability of the waterway. Deterioration of materials, damage 
from severe weather, and impact from heavy use all contributed to the necessity of frequent 
repairs. In addition, operational problems led to the incorporation of improvements. 
 
 Immediately after the canal opened for navigation in July 1827 it became apparent that 
the locks required modifications if the canal was to function as a viable waterway. The most 
significant issue was the difficulty of passing water through the locks with enough regularity to 
maintain uniform water depths in the numerous short levels on the Cleveland to Akron sector. 
The culvert gates were easily shut by either accident or design and frequently clogged with 
floating debris, thus raising the water in the level above the lock and causing it to overflow the 
prism. Such occurrences caused further losses of water in an area that already had an 
inadequate water supply. Channels, originally referred to as “regulating weirs” and later 
commonly referred to as spillways or waste weirs, were constructed around each lock during 
the summer and fall of 1827. These spillways provided a control mechanism which allowed a 
flow of water to bypass the locks and thus maintain the desired water levels in each section. A 
“tumble” of wood or stone was typically constructed at the upper end of the spillway to prevent 
erosion and sedimentation in the canal below. The average cost of the spillways was $250 for 
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those of cut stone masonry resting on foundations similar to those of the locks, and $150 for 
those of wood and constructed either on rock foundations or earthen slopes.117 
 
 In the early days of operation some of the locks sustained collision damage from boats 
entering the chamber. In 1828 extra “bumping beams” and piles were added to all locks on the 
northern division to protect them from boat damage. Frederick A. Sprague was awarded a 
contract to install a new bumping beam at each lock, “to be laid on a level with the upper mitre 
and to be connected with the lower bumping beam by means of a plank or timber of four inches 
in thickness and 20 inches in breadth boxed in to each of the bumping beams...and firmly 
spiked on, also to trim the gates and put in two snubbing posts to each lock where 
necessary.”118 
 
 Another measure to protect locks from erosion and “the careless or unskillful navigation 
and management of boats” was the installation of wooden cribwork at the head and foot of 
many locks in 1828. This work was performed by Justus and Chester Hamilton.119 With the 
addition of piles and regulating spillways, the canal commissioners elected to dispense with 
regular lock tenders along the entire line of the canal except at the Pinery, Peninsula, and 
Yellow Creek feeders, a shortsighted cost-saving measure that ultimately led to damage to the 
locks and inefficient navigation.120 
 
 The natural deterioration of material, especially the rapid decay of wood, soon became a 
serious problem. By 1834 wood elements of the locks, most notably the lock gates, had become 
severely deteriorated and required replacement. It was clear that wood elements not 
continuously submerged in water would require entire renewal or extensive repairs every six to 
nine years.121 
 
 During 1841-1842 a number of structures on the northern division were repaired, 
including rehabilitation of some locks and lock gates. Protective cribwork was installed at one 
or both ends of some of the locks.122 However, after the late 1830s the decentralization of 
responsibilities along the canal resulted in what was to become a continual decline in the 
condition of the locks. As with all canal structures, the locks received minimal maintenance; 
repairs were deferred until they became critical, threatening suspension of navigation. This 
included even “ordinary repairs” such as renewal of wood elements and the regrouting of 
masonry. Maintenance efforts diminished even more in 1856 when ordinary repairs were 
contracted to private firms and then were virtually curtailed when the entire operation and 
maintenance of the canal was transferred to a private syndicate in 1861. During this time 
flooding took a devastating toll on the deteriorated locks and in some instances undermined 
foundations. The only notable improvements made by the syndicate were the installation of 
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new, modified gates with larger and more numerous wickets at all locks in the valley during 
1858-1859 and the regrouting and repointing of many locks in 1872.123 
 
 It was not until 1877 that maintenance activities on the locks resumed. As early as 1864 
it was reported that the masonry in many of the locks was deteriorating and the walls were 
inclining inward, but no action was taken to address the problem for over a decade. During an 
inspection of the entire system following the resumption of state control in 1877 engineers 
noted that some of the locks looked “somewhat rough,” but they still “seemed substantial, and 
did not leak to any material extent.” A few (Nos. 29, 33, 34, 36, and 38) would need special 
attention over and above routine repairs.124 During spring repairs in 1876 and 1877 crews set 
back the top two courses of masonry in the chambers and wing walls of most of the locks in the 
Cuyahoga Valley. Such action was required because most locks were constructed with no 
“frost-batter,” thus allowing frost action to cause the lock chambers to become more contracted 
each year.125 In 1881 the two upper courses of Locks Nos. 32 and 33 were taken down and 
rebuilt. Lock No. 29 was in such poor condition that complete replacement with all new 
material was required in 1882, at a cost of nearly $13,500. At the completion of the 
reconstruction the Board of Public Works proclaimed that Lock No. 29 was now “universally 
acknowledged to be one of the finest structures on the Public Works.”126 
 
 In 1884, following a devastating flood, most lock chambers again had become 
contracted in width and it was necessary to re-lay the top courses to maintain navigation. 
During 1886-1887, as part of a major effort to increase the efficiency of the northern division, 
the upper courses of the lock walls were again set back and new gates installed. For the first 
time, brick, cement, and concrete were used for repairs; prior to this only grout and wood had 
been used.127 
 
 Despite these repairs Chief Engineer Charles Perkins reported that further work was 
necessary on the locks. Many lock walls were so far out of plumb that boats were chafed in 
passing. Some chamber walls needed repairing where the stone was crumbling. Insufficient 
appropriations necessitated patching of structures rather than their substantial reconstruction. 
Continual efforts were made to repair the locks; chamber surfaces were adjusted and aligned, 
wing walls rebuilt, miter sills repaired, and new flooring installed at various locks. While these 
repairs resulted in an improvement of the physical condition of the locks, they continued to 
decline. According to Perkins, this slow, continuing deterioration was leading to irreparable 
ruin of the locks.128 
 
 In November 1904 the state legislature appropriated funds for a major rehabilitation of 
the northern division of the canal which occurred from 1905 to1909. Work was performed by 
both private contractors and state crews under the supervision of T.D. Paul, the Engineer in 

                                                 
123. Ohio Board of Public Works, 20th Annual Report of the Board of Public Works of Ohio (December 1858), 13; Ohio Board 
of Public Works, 21st Annual Report of the Board of Public Works of Ohio (December 1859), 14-16; Ohio Board of Public 
Works, 34th Annual Report of the Board of Public Works of Ohio (December 1872), 12. 
124. Ohio Board of Public Works, 39th Annual Report of the Board of Public Works of Ohio (December 1877), 11. 
125. Ohio Board of Public Works, 38th Annual Report of the Board of Public Works of Ohio (December 1876), 18. 
126. Ohio Board of Public Works, 44th Annual Report of the Board of Public Works of Ohio (December 1882), 24, 29. 
127. Ohio Board of Public Works, 46th Annual Report of the Board of Public Works of Ohio (December 1884), 32-33; Ohio 
Board of Public Works, 48th Annual Report of the Board of Public Works of Ohio (December 1886), 19-20. 
128. Ohio Board of Public Works, 64th Annual Report of the Board of Public Works of Ohio (December 1902), 38. 
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Charge. In general contract work was limited to the walls above the low-level water line, and 
the state worked on foundations and the lower parts of the lock walls. All the locks in the valley 
were “rebuilt” on an improved design with the exception of the recently replaced Lock No. 29 
(Figure 15). Defective masonry was removed and replaced with concrete. A 15-horsepower 
traction engine with attached hoister, a pulsometer pump, and two small concrete force-pumps 
for grouting deteriorated lock walls were used; this equipment allowed crews to grout a 
considerable portion of the old walls which otherwise would have had to have been removed 
and rebuilt. New flooring and miters were placed, and new gates were installed in every lock. 
Tumbles generally were either faced with concrete or replaced with new concrete structures. 
Most tumbles featured a curved front to discharge water with less undermining tendency.129 
 
 On February 14, 1905 the Board of Public Works awarded contracts for repair work on 
the locks and other structures on the northern division: the section between Locks Nos. 22 and 
28 was assigned to the firm of McGarry & McGowen; the section between Locks Nos. 28 and 
36 to P.T. McCourt; and the section between Locks Nos. 36 and 42 to George W. Carmichael 
& Co. The firm of Murphy and Miles of Columbus received a contract to supply 5,000 barrels 
of cement for the lock reconstruction work and Russell & Co. of Massillon provided the 
15-horsepower traction engine with attached hoister. The Atlantic Foundry Company of Akron 
supplied metal hardware for the locks and lock gates. By early November 1906 most of the 
repair work at the locks had been completed, including all the new gates.130 Additional work 
completed in 1908-1909 consisted of backfilling and grading at Locks Nos. 24, 26, and 27, as 
well as extensive masonry and concrete repairs at Lock No. 28 which were required due to 
defective concrete used by contractor P.T. McCourt during the 1905-1906 rehabilitation.131 
 
 The canal was abandoned as a navigable waterway in 1913 following that year’s 
devastating flood. Under the terms of its hydraulic lease with the State of Ohio, maintenance of 
the structures north of Brecksville Station (now the Station Road Trailhead) was the 
responsibility of the American Steel and Wire Company which utilized the canal as a source of 
cooling water. While documentation of work performed during this period (1913-1988) is 
scarce, it appears that the locks received virtually no maintenance. The tumbles, however, were 
maintained and improved since they were necessary to ensure the flow of water required for 
industrial purposes. Drawings dating to the 1950s suggest that a face of reinforced concrete was 
applied to the side walls, new slabs of reinforced concrete were installed, and in some cases, an 
extension to the discharge apron was constructed. 
 
 Since the identification of the canal as a significant historic resource and the 
establishment of Cuyahoga Valley National Recreation Area, and subsequently Cuyahoga 
Valley National Park, the 16 locks located in the Park now figure prominently among cultural 
resource management priorities. Those along the watered portion afford an excellent 
opportunity for interpretation of the historic canal era and its significance in the development of 
the Cuyahoga Valley. In 1986-1987 Locks Nos. 28, 29, 37, 38, and 39 were documented by the 
National Park Service, Historic Engineering Record (HAER No. OH-59). Locks along the 

                                                 
129. Ohio Board of Public Works, 67th Annual Report of the Board of Public Works of Ohio (December 1905), 181-182; Ohio 
Board of Public Works, 69th Annual Report of the Board of Public Works of Ohio (December 1907), 41-45. 
130. Ohio Board of Public Works, 67th Annual Report, 181-183. 
131. Ohio Board of Public Works, 70th Annual Report of the Board of Public Works of Ohio (December 1908), 59-62; Ohio 
Board of Public Works, 71st Annual Report of the Board of Public Works of Ohio (December 1909), 76-77, 99-104. 



Figure 15. Plan for rebuilt locks on the Ohio and Erie Canal northern division, 1905 (Source: Contract for the 
Improvement of the Northern Division of the Ohio Canal between the Board of Public Works of Ohio and 
McGarry & McGown, February 14, 1905 and Contract for the Improvement of the Northern Division of the 
Ohio Canal between the Board of Public Works of Ohio and P.T. McCourt, February 14, 1905, “Contracts,” 
Records of the Board of Public Works of Ohio, Series 1231, Ohio Historical Society, Columbus)
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unwatered portion exhibit greater deterioration but remain important points of interest for users 
of the towpath trail. 
 
 In 1991-1992 Lock No. 38, located adjacent to the Park’s Canal Discovery Center, 
underwent a comprehensive restoration to its 1907 appearance by personnel from the National 
Park Service’s Williamsport Preservation Training Center. The team documented existing 
conditions; removed and either reused or replicated hardware and wooden elements; applied a 
new surface layer of concrete to the walls; restored the internal culvert; and installed new gates 
and balance beams. Although the lock was dewatered during construction, crews maintained 
18 inches of water in the chamber at all times in order to keep the wood flooring and 
foundation timbers submerged and preserved.132 
 
 The construction and repair record for each of the 16 locks within the Park is 
summarized below (see Section C for photographs and drawings and Figures 50a-c for map 
locations of all locks and other features). All were built during the initial construction of the 
northern division (1825-1827) and were repaired periodically until the system was abandoned 
in 1913. The three locks in the watered section received occasional attention after 1913, 
including comprehensive restoration of Lock No. 38 by the National Park Service in 1991-
1992. Information in this section is based on: “Ohio Canal Ledger,” A. Kelley’s Register, 1825-
1827, Series 1239; “Contracts,” Series 1231, Records of the Board of Public Works, Ohio 
History Center, Columbus; various Annual Reports of the Canal Commissioners and Annual 
Reports of the Board of Public Works of Ohio; and the resource files at Cuyahoga Valley 
National Park. Unless otherwise noted, specific references related to the construction and repair 
history of the locks can be found in the Historic Structure Report: History Section by Unrau 
and Scrattish.133 For this Ohio and Erie Canal History and Historic Structure Assessment we 
examined nearly all of the annual reports archived at the Ohio History Center and found the 
summary by Unrau and Scrattish to be very comprehensive, with only a few documented 
repairs to locks and other structures that do not appear on their list. 
 
Lock No. 24 or Niles/Botzum Lock 
 

 1825: Contract for constructing Lock No. 24 was awarded to Abraham L. Beaumont of 
Lyons, New York, and Henry F. Guy of Lockport, New York, on June 14. Construction 
was complete by spring 1827. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5-ft square instead of original 2.0-ft 
square) and more numerous (two per gate instead of four) wickets. 
 

 1887: Walls were repaired and set back. 
 

                                                 
132. Robert W. Bobel, “The 1991-1992 Restoration of Lock 38 of the Ohio & Erie Canal, in the Cuyahoga Valley National 
Recreation Area by the National Park Service,” Towpaths 31, no. 4 (1993), 37-48. 
133. Unrau and Scrattish, Historic Structure Report, 141-192, 224-227. 
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 1893: Foot bridge was replaced. 
 

 1895: Lock valves, sheeting, and miter sills were repaired. 
 

 1898: Walls were repaired. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; upper four 
courses of stone were trimmed off and set back for 30 feet; hollow quoins were 
regrouted. 
 

 1908: Backfill with proper grading was placed behind lock walls. 
 

 1909: Backfill with proper grading was placed behind lock walls. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 
 

 1930s: Improvement of Riverview Road resulted in the removal of the east side of Lock 
No. 24 as the canal was filled between Ira and Bath roads.134 

 
Lock No. 25 or Mudcatcher Lock 
 

 1825: Contract for constructing Lock No. 25 was awarded to Reuben Brackett of 
Lockport, New York, on June 14. Construction was complete by spring 1827. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1887: Walls were repaired and set back. 
 

 1887: Gates and waste weir were repaired. 
 

 1895: Lock valves, sheeting, and miter sills were repaired. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; hollow quoins 
were regrouted. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

                                                 
134. Fred A. Finney, Calumet, Canal, and Cuyahoga: An Archaeological Overview and Assessment of Cuyahoga Valley 
National Park (Omaha, NE: Upper Midwest Archaeology and the National Park Service Mid-West Regional Office, 
2002), 292. 
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 1930s: Improvement of Riverview Road resulted in the removal of the east side of Lock 
No. 25 as the canal was filled between Ira and Bath roads.135 

 
Lock No. 26 or Pancake Lock (Figure 16) 
 

 1825: Contract for constructing Lock No. 26 was awarded to Robert Blackstock and 
Daniel Van Slyke of the State of New York on June 13. 
 

 1827: Contract for completing Lock No. 26 was awarded to John Mason Fuller. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1887: Walls were repaired and set back. 
 

 1895: Lock valves, sheeting, and miter sills were repaired. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; hollow quoins 
were regrouted. 
 

 1907: Tumble was repaired. 
 

 1908: Backfill with proper grading behind lock walls. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 27 or Johnny Cake Lock 
 

 1825: Contract for constructing Lock No. 27 was awarded to James Steward and 
Alexander McFarlan of Montgomery County, New York, on June 17. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1886: Walls were repaired and set back. 
 

 1892: Wing wall was rebuilt. 

                                                 
135. Finney, Calumet, Canal, and Cuyahoga, 292. 



Figure 16. Canal boat at Lock No. 26 (Source: Edwin Bell Howe Photograph Collection, Portage Lakes 
Historical Society, www.summitmemory.org)
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 1895: Lock valves, sheeting, and miter sills were repaired. 
 

 1899: Stonework repairs and new sheeting. 
 

 1901: New wing wall and gate recess were installed on towpath side and concrete was 
poured under lock. 
 

 1902: New flooring was installed, and walls were realigned. 
 

 1903: New footbridge was built. 
 

 1906: Lock was rebuilt with concrete, upper two to three courses of stone were trimmed 
and set back; new gates were installed; portions of chamber were sheeted with two-inch 
plank; hollow quoins were regrouted. 
 

 1908: Backfill with proper grading behind lock walls. 
 

 1909: Backfill with proper grading behind lock walls; tumble reduced in height 6-10 
inches. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 28 or Deep Lock 
 

 1825: Contract for constructing Lock No. 28 was awarded to Samuel Y. Potter and 
Stephen N. Sergeant of Medina County, Ohio, on July 12. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 2.0 
feet square) and more numerous (two per gate instead of four) wickets. 
 

 1886: Walls were dressed down and bottom repaired. 
 

 1887: Walls were repaired and set back. 
 

 1895: Stonework, lock valves, sheeting, and miter sills were repaired. 
 

 1898: Walls were repaired. 
 

 1899: Stonework repairs and new sheeting installed. 
 

 1902: New flooring was installed, and walls were realigned. 
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 1905-1906: Lock was rebuilt with concrete, new gates installed; stone trimmed off and 
set back on both sides for 60 feet; hollow quoins were regrouted. 
 

 1909: Major repairs were required due to defective concrete used during 1905-1906 
reconstruction: lower 14 feet of the lock (5 feet of original stone walls and 9 feet of 
concrete walls built in 1905-1906) was refaced with 12 inch layer of concrete, and 
upper 6 feet was completely rebuilt in concrete, at cost of $4,500; east wing wall was 
extended; old stone wall at lower end was torn down and rebuilt 20 feet high and 35 feet 
long; top course and coping of west wing wall were relaid and 18-foot long 4-ft high 
protection wall built of old stone; new concrete foundation was laid for upper wing 
walls; two new snubbing posts set in concrete were installed; gates were remitered and 
new wooden wicket stops installed in the gates; new foot bridge was built; wing walls 
and apron of the tumble were lengthened.136 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 29 or Peninsula Lock (Figures 17 and 18) 
 
 The history of Lock No. 29 does not parallel that of the other locks within the Park, due 
at least in part to the proximity of Lock No. 29 to the Cuyahoga River. Prior to the construction 
of the Valley Railway, the river formed a peninsula to the east of the lock. Lock No. 29 was 
surrounded by the river on three sides. The situation was intensified, especially during 
conditions of high water, by the central pier of the Peninsula Aqueduct which greatly 
diminished the effective flow of the river just south of the lock. 
 
 In early 1882 the original lock was removed, and a masonry lock was constructed of 
new material. While available documentation merely indicates that the lock was in poor 
condition, it is likely that the river contributed to the deterioration. During a flood the following 
year, the flow of the river was restricted by the pier of the aqueduct, and the river rechanneled 
itself across the canal just north of the lock. The foundation of the lock was undermined and a 
process of steady decline began. 
 
 At the time of the 1905-1909 improvement of the northern division, the central portion 
of the foundation timbers had completely failed, causing the walls to lean inward. Unlike the 
other locks, however, Lock No. 29 was dismantled and reconstructed. The foundation timbers 
were found to be about five feet above a natural level sheet of shale rock and under the lock 
walls, beneath the timbers, were rough walls extending down to the shale. The gravel and earth 
fill between these lower walls was removed, and the area was filled with concrete up to the 
timbers. A channel which had run along the west of the lock was abandoned, and a culvert was 
integrated into the construction of the west wall. 
 

  

                                                 
136. Ohio Board of Public Works, 71st Annual Report, 76-77, 100-101. 



Figure 17. View of Lock No. 29 at Peninsula, looking toward the aqueduct, 1898 
(Source: Louis Baus Canal Photograph Collection, OEC_117, The University of Akron, 
University Libraries Archival Services). This image appears to be reversed.

Figure 18. View of Lock No. 29 at Peninsula, 1898 (Source: Louis Baus Canal Photograph 
Collection, OEC_118, The University of Akron, University Libraries Archival Services)
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 1825: Contract for constructing Lock No. 29 was awarded to John Johnson and John 
Flinn of Rochester, New York, on July 13. Johnson and Flinn also built the Peninsula 
Aqueduct and Lock No. 30. 
 

 1827: Contract was relet to Alanson Sweet and Horace Wood on May 9, and relet again 
to William Stow Jr. on November 23. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1869: New change bridge was built; new wing wall and one pair of gates were replaced. 
 

 1874: New towpath bridge was built. 
 

 1882: Lock was completely rebuilt at cost of $13,385.07. 
 

 1883: Protective piles and stone were placed around the lock. 
 

 1885: Protective levee was built. 
 

 1894: New towpath bridge was built. 
 

 1902: New flooring was installed. 
 

 1906: Lock was dismantled and reconstructed; new gates were installed; two bucking 
beams were installed at upper end; lower miter sill was put in and grouted; portions of 
chamber were sheeted with two-inch plank; hollow quoins were regrouted. 
 

 1909: Masonry and concrete repairs. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 30 or Feeder Lock 
 

 1825: Contract for constructing Lock No. 30 was awarded to John Johnson and John 
Flinn of Rochester, New York, on July 13. Johnson and Flinn also built the Peninsula 
Aqueduct and Lock No. 29. 
 

 1827: Contract was relet to Alanson Sweet and Horace Wood on May 9, and relet again 
to William Stow Jr. on November 23. 
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 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1874: New towpath bridge was constructed. 
 

 1882: New cribs were built on both sides of lock. 
 

 1886: Lock walls were repaired and set back. 
 

 1887: Lock walls were repaired and set back. 
 

 1887: Gates and waste weir were repaired. 
 

 1895: Lock stonework was repaired. 
 

 1898: Walls of lock were repaired. 
 

 1902: Walls were realigned. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; new chafing 
plank was installed on all gates; upper two to three courses of stone were trimmed off 
and set back; two bucking beams were installed at upper end, new steel miter sill was 
installed at upper end; lower miter sill was put in and grouted; portions of chamber were 
sheeted with two-inch plank. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 31 or Lonesome Lock (Figure 19) 
 

 1825: Contract for constructing Lock No. 31 was awarded to Harvey Wellman of 
Cleveland, Ohio, on July 14. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1886: Walls were repaired and set back. 
 

 1887: 90 yards of sheet piling were installed in waste weir.  



Figure 19. View of Lock No. 31/Lost Lock/Lonesome Lock, 1892 (Source: Louis Baus Canal 
Photograph Collection, OEC_114, The University of Akron, University Libraries Archival Services)

Figure 20. View of Lock No. 32 at Boston, 1908 (Source: Louis Baus Canal Photograph 
Collection, OEC_112, The University of Akron, University Libraries Archival Services)
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 1902: Walls were realigned. 
 

 1905-1906: Lock was rebuilt with concrete; upper three courses of stone were trimmed 
off and set back; new gates were installed; two bucking beams were installed at upper 
end, new steel miter sill was installed at upper end; portions of chamber were sheeted 
with two-inch plank. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 32 or Boston Lock (Figure 20) 
 

 1825: Contract for constructing Lock No. 32 was awarded to Patrick Mitton and James 
Whalen on July 12. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1881: Upper two courses of walls were taken down and rebuilt. 
 

 1886: Walls were repaired and set back. 
 

 1887: Walls were repaired and set back. 
 

 1892: Stone surfaces of chamber were adjusted and aligned. 
 

 1899: Stonework repairs and new sheeting. 
 

 1902: Walls were realigned. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; stone was 
trimmed off and set back on one side for 20 feet; two bucking beams were installed at 
upper end, new steel miter sill was installed at upper end; portions of chamber were 
sheeted with two-inch plank. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 
 

 1996: Repaired by National Park Service: vegetation removed; new concrete coping 
(caps) installed on both chamber walls; minor concrete repairs made to the walls.137 

                                                 
137. Memos dated September 24, 1996 and October 31, 1996, Lock 32, Cuyahoga Valley National Park, Resource 
Management Division files. 
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Lock No. 33 or Wallace /Lost Lock (Figure 21) 
 

 1825: Contract for constructing Lock No. 33 was awarded to Elias Cozad of Euclid, 
Ohio, on July 14. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1881: Upper two courses of walls were taken down and rebuilt. 
 

 1882: New cribs were built on both sides of lock. 
 

 1892: Stone surfaces of chamber were adjusted and aligned. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; stone was 
trimmed off and set back on both sides for 30 feet; new chafing plank was installed on 
lower gates; two bucking beams were installed at upper end, new steel miter sill was 
installed at upper end; portions of chamber were sheeted with two-inch plank. 
 

 1908: Tumble was lowered. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 34 or Red Lock 
 

 1825: Contract for constructing Lock No. 34 was awarded to Asa Randolph, William 
Brown, and Patrick Frederick Brannan of the State of New York on July 12. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 2.0 
feet square) and more numerous (two per gate instead of four) wickets. 
 

 1882: New cribs were built on both sides of lock. 
 

 1887: Walls were repaired and set back. 
 

 1892: Stone surfaces of chamber were adjusted and aligned. 
 

 1893: Stones were set back or chipped off.  



Figure 21. View of Lock No. 33/Wallace Lock, 1908 (Source: Louis Baus Canal Photograph 
Collection, OEC_110, The University of Akron, University Libraries Archival Services)
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 1895: Stone work was repaired. 
 

 1900: New footbridge was built. 
 

 1906: Lock was rebuilt with concrete, new gates installed; stone trimmed off and set 
back on both sides for 70 feet; two bucking beams installed, new steel miter sill 
installed at upper end; portions of chamber sheeted with two-inch plank. 
 

 1908: Tumble was lowered. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 35 or Kettlewell/Whiskey Lock 
 

 1825: Contract for constructing Lock No. 35 was awarded to Andrew Johnston of 
Boston, Ohio, and Samuel R. Richards of Lockport, New York, on September 8. 
 

 1828: Additional bumping beam and wood cribbing was installed to avoid damage from 
boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1892: Stone surfaces of chamber were adjusted and aligned. 
 

 1900: New foot bridge was built. 
 

 1906: Lock was rebuilt with concrete, new gates were installed; stone was trimmed off 
and set back on both sides for 50 feet; new chafing plank was installed on all gates; two 
bucking beams were replaced and new lower miter sill was put in; lower end was 
sheeted with two-inch plank. 
 

 1909: Tumbles were rebuilt, and stone protection walls were placed along both sides of 
spillway channel. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 

 
Lock No. 36 or Pinery Lock/17-Mile Lock 
 

 1825: Contract for constructing Lock No. 36 was awarded to Rufus Wright and Spencer 
Wright of Rockport, Ohio, on September 7. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
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 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1893: Upper wing walls were replaced/repaired, and 1,000 feet of two-inch plank was 
laid in the floor. 
 

 1893: Waste weir was rebuilt. 
 

 1898: New miter sills were installed in lock. 
 

 1901: New foot bridge was built. 
 

 1902: Walls were realigned. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed; upper three 
courses of stone were trimmed off and set back for 40 feet. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. Lock was 
abandoned. 
 

 1931: It is believed that the lock was filled in during construction of Brecksville-
Northfield High Level Bridge (Route 82). 

 
Lock No. 37 or 14-Mile Lock (Figure 22) 
 

 1825: Contract for constructing Lock No. 37 was awarded to Augustus Southworth of 
Holley, New York, on September 8. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1887: New pair of lower gates and new bucking beam were installed, coping stones 
were set back. 

 1893: Two upper courses of walls were set back four inches; stone under the upper 
mitre sill was taken up and relaid in cement. 
 

 1895: Stone work was repaired. 
 

 1896: Wing walls were rebuilt. 
 

  



Figure 22. View of Alexander/Wilson Mill and Lock No. 37/14-Mile Lock (Source: Louis 
Baus Canal Photograph Collection, OEC_63, The University of Akron, University Libraries 
Archival Services)
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 1905-1906: Lock was rebuilt with concrete, new gates were installed; upper two courses 
of stone were trimmed off and set back for 30 feet; new chafing plank was installed on 
all gates. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. 
 

 1913-1992: Undocumented periodic repairs may have been made by the holder of the 
hydraulic lease. 
 

 1994: Interim water control measures were performed by the National Park Service. 
The upper gates had deteriorated to such an extent that they no longer regulated the 
water flow so that water constantly flowed through the lock. The project removed 
salvageable historic fabric from upper gate area and placed it in storage; then installed 
wide flange sections and stop logs on top of the breast wall to direct water away from 
the lock into the spillway. This restored the water flow and raised the water level 
between Locks Nos. 36 and 37 to a more historically appropriate depth.138 
 

 2016: Site work was performed in connection with repairs to the adjacent flood gate, 
towpath, and bridge carrying the towpath over the spillway. Work included dredging the 
canal between the lock and flood gate as well as temporary removal of stop logs at the 
upper end of the lock to facilitate water flow.139 

 
Lock No. 38 or 12-Mile Lock (Figure 23) 
 

 1825: Contract for constructing Lock No. 38 was awarded to Stephen Snyder, Samuel 
Rosseter, John C. Pease, and Paul Snyder of the State of New York, on September 10. 
 

 1826: Contract was relet to Harvey Wellman of Cleveland, Ohio, on October 10. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions. 
 

 1859: Installation of new lock gates with larger (2.5 feet square instead of original 
2.0 feet square) and more numerous (two per gate instead of four) wickets. 
 

 1887: Walls were repaired and set back. 
 

 1893: Stones were set back or chipped off. 
 

 1896: Wing walls were rebuilt. 
 

  

                                                 
138. Assessment of Actions Having an Effect on Cultural Resources, Lock 37 (HS-121)-Interim Water Control, December 8, 
1994, Cuyahoga Valley National Park, Resource Management Division files. 
139. Categorical Exclusion Form, PEPC Project No. 64265, Lock 37 Spillway/Floodgate Rehabilitation and Towpath Trail 
Approach Repairs, May 31, 2016, Cuyahoga Valley National Park, Resource Management Division files. 



Figure 23. View of Lock No. 38/12-Mile Lock, 1930 (Source: Louis Baus Canal Photograph 
Collection, OEC_53, The University of Akron, University Libraries Archival Services)
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 1905-1906: Lock was rebuilt with concrete, new gates were installed; upper four 
courses of stone were trimmed off and set back for 50 feet; new chafing plank was 
installed on lower gates. 
 

 1906-1913: No record of any repairs made as part of rehabilitation of northern 
division.140 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. 
 

 1913-1992: Undocumented repairs were made by the holder of the hydraulic lease. 
There were changes to the gates, balance beams, and spillway but no record of any 
improvements to the chamber.141 
 

 1992: Complete restoration by the National Park Service, Williamsport Preservation 
Training Center.142 
 

 1993: Minor modifications were made to both the upper and lower gates to address 
leakage issues; adjustments included attaching steel sweeps to upstream side of each 
gate and neoprene strips acting as gaskets to the downstream side. Gates were adjusted 
via the goose necks to create a better seal. In a separate project, staff from the 
Williamsport Training Center installed a new foot bridge at the north end of the lock.143 

 
Lock No. 39 or 11-Mile Lock (Figures 24 and 25) 
 

 1825: Contract for constructing Lock No. 39 was awarded to William A. Harper of 
Harpersfield, Ohio, on September 7. 
 

 1826: Contract was relet to Alexander McFarlan and William Van Slyke of the State of 
New York on May 16. 
 

 1827: Contract was relet to George S. Rathbun and John Milliman on March 1. 
 

 1828: Additional bumping beam and wood cribbing were installed to avoid damage 
from boat collisions.1859: Installation of new lock gates with larger (2.5 feet square 
instead of original 2.0 feet square) and more numerous (two per gate instead of four) 
wickets. 
 

 1886: Re-cemented throughout. 
 

 1892: Stone surfaces of chamber were adjusted and aligned.  

                                                 
140. Bobel, “The 1991-1992 Restoration of Lock 38,” 37. 
141. Bobel, “The 1991-1992 Restoration of Lock 38,” 37. 
142. Bobel, “The 1991-1992 Restoration of Lock 38.” 
143. Memo from Douglas C. Hicks to Rob Bobel Regarding Lock Gate Modifications at Lock #38, June 8, 1993; Memo from 
Don H. Castleberry to W. Ray Luce Regarding Proposed Construction of Foot Bridge at Lock #38, Cuyahoga Valley National 
Park, Resource Management Division files. 



Figure 24. View of Lock No. 39/11-Mile Lock about 1900 (Source: Louis Baus Canal 
Photograph Collection, OEC_46, The University of Akron, University Libraries Archival 
Services)

Figure 25. View of Lock No. 39/11-Mile Lock, 1916 (Source: Louis Baus Canal Photograph 
Collection, OEC_50, The University of Akron, University Libraries Archival Services)
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 1902: New towpath bridge was built. 
 

 1905-1906: Lock was rebuilt with concrete, new gates were installed. 
 

 1909: Gates were remitered, and new wooden wicket stops were installed in the gates. 
 

 1913: Flood of 1913 ended navigation on the Ohio and Erie Canal. 
 

 1913-1992: Undocumented repairs may have been made by the holder of the hydraulic 
lease. 
 

 1972: American Steel and Wire Company replaced the lock gates and repaired spalled 
concrete.144 

 
Aqueducts 
 
 Aqueducts were necessary to carry the canal across the larger streams of the Cuyahoga 
Valley. On the Ohio and Erie Canal the aqueducts were essentially wooden troughs or “trunks” 
supported by masonry piers and abutments, rather than solid but expensive masonry structures 
as were found on some other contemporary canals. This was done as a cost-saving measure but 
ultimately proved to be a false economy since the wooden superstructures rapidly deteriorated 
and suffered frequent flood damage, requiring constant maintenance and repeated rebuilding. 
The inherent nature of an aqueduct dictated that the trunk had to be constructed at the same 
elevation as the canal it carried, but because it was usually below frequent-flood elevations it 
was subject to static and dynamic hydraulic pressures, scour, buoyancy, and debris impact from 
the waterway it crossed.145 In addition, wooden aqueducts were invariably leaky, and the loss 
of water could be a serious problem on the higher sections of the canal where reliable water 
supply was already problematic. Yet another problem was that the narrow width of the 
aqueducts could cause bottlenecks for navigation since only one boat could cross at a time. 
 
 As originally conceived, there were 14 aqueducts on the entire length of the Ohio and 
Erie Canal, and two of them were within the present limits of Cuyahoga Valley National Park: 
one spanning the Cuyahoga River at the village of Peninsula and the other over Tinkers Creek 
in the northern portion of the Park. In 1860 a third aqueduct was built at Furnace Run to replace 
a stone culvert which had proved inadequate for passing water under the canal. The wooden 
trunk of the Tinkers Creek Aqueduct was 95 feet long and supported by one pier and two 
abutments of uncut stone masonry. The abutments rested on a floor of hewn timbers which 
extended from the center of the pier across each waterway. Sheet piling was installed across the 
stream to protect the foundation from being undermined. The Peninsula Aqueduct was built in 
a more substantial manner. Its wooden trunk was about 100 feet long and was supported by one 
pier and two abutments of cut stone masonry laid in regular range work, resting on the clay 

                                                 
144. Letter from. L.K. Smith, United States Steel Corporation to A.C. Gienow, Director of Public Works State of Ohio 
(November 13, 1970), Cuyahoga Valley National Park, Resource Management Division files. 
145. National Park Service and Bergmann Associates, Environmental Assessment for Tinkers Creek Aqueduct Phase II 
(Brecksville, OH: National Park Service, Cuyahoga Valley National Park, 2009), 20. 
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slate bed of the Cuyahoga River.146 The Furnace Run Aqueduct was the smallest of the three, 
originally consisting of a 40-foot wrought-iron trunk supported by stone abutments resting on 
mud sills. 
 
 In December 1826 the Canal Commissioners reported that, between Portage Summit 
and Cleveland, “two aqueducts across branches of the Cuyahoga [presumably including the one 
at Tinkers Creek], have been erected; and the aqueduct over the river at the Peninsula, is in a 
state of forwardness, which renders the work safe, and promises its early completion in the 
spring.”147 The aqueducts were opened for navigation along with the rest of the system on 
July 4, 1827. 
 
 By 1836 the Canal Commissioners already recognized that the deteriorating and leaky 
wooden aqueducts were likely to be a continual problem requiring replacement or major repair 
every six to nine years. They hoped eventually to replace them with more durable stone 
structures, but this never occurred due to the substantial cost involved. Recognizing that the 
factors of cost and the availability of stone would require that some wooden aqueducts be 
rebuilt with timber, the Commissioners determined that such structures be reconstructed in a 
more durable manner based on models currently under construction on the Miami and Erie 
Canal. The plans for the aqueducts, which presumably would henceforth be used on the Ohio 
and Erie, provided that the principal timbers and side frames within the trunk be entirely below 
water to make them more secure against premature decay. The cross beams were suspended 
under the floor so that they could easily be removed and replaced without interference to the 
other parts of the trunk.148 
 
 The three aqueducts were repaired frequently over the course of the 19th century and 
were rebuilt multiple times. Not surprisingly, the major 1905-1909 improvement program for 
the northern division of the canal included replacement or rehabilitation of the aqueducts. The 
Peninsula Aqueduct was completely rebuilt with new abutments from the bedrock up and the 
center pier was removed to improve the hydrology of the Cuyahoga River. The abutments of 
the Tinkers Creek Aqueduct were repaired. Each aqueduct received a new superstructure 
consisting of steel trusses supporting a wooden trunk.149 The Furnace Run Aqueduct, which 
had been replaced ten years earlier, does not appear to have required major work. 
 
 The Peninsula and Furnace Run aqueducts were destroyed by the great flood of 1913 
and were not rebuilt. The masonry substructures deteriorated over the course of the 20th 
century. In the early 1990s during construction of the Ohio and Erie Canal towpath trail, the 
National Park Service installed a new prefabricated single-span pedestrian bridge to carry the 
trail over the Cuyahoga River at Peninsula, repairing and utilizing the old aqueduct abutments. 
At Furnace Run the towpath trail was constructed adjacent to the remains of the former 
aqueduct, crossing the stream on a new prefabricated single-span pedestrian bridge. In each 
case the aqueduct is interpreted as a ruin.150 
 

                                                 
146. Ohio Board of Canal Commissioners, 11th Annual Report, 7-10. 
147. Ohio Board of Canal Commissioners, 5th Annual Report of the Canal Commissioners (December 19, 1826), 237. 
148. Ohio Board of Canal Commissioners, 14th Annual Report, 6-7. 
149. Ohio Board of Public Works, 67th Annual Report. 
150. Cossell, Ohio and Erie Canal, 102, 106. 
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 The Tinkers Creek Aqueduct still survives and functions today, albeit in modified form. 
After the abandonment of the canal as a navigable waterway in 1913, maintenance of the 
aqueduct became the responsibility of the American Steel and Wire Company. Documentation 
of improvements/repairs performed during that period is limited. The trunk was repaired 
periodically, and the aqueduct was reconstructed in the 1940s, again in the 1960s, and in 
1975.151 Following the creation of the Cuyahoga Valley National Recreation Area in 1974 and 
Cuyahoga Valley National Park in 2000, the Tinkers Creek Aqueduct has ranked high among 
the Park’s cultural resource management priorities. The aqueduct, located within the watered 
portion of the canal, is a critical element in maintaining the continuity of the waterway and the 
towpath. By 2002 the aqueduct had deteriorated to the point where it could no longer hold 
water. Earthen dams were placed at both ends of the structure, and three HDPE pipes were 
installed as an interim measure to maintain water flow across Tinkers Creek. In 2007 the truss 
superstructure, wooden trough, HDPE pipes, and towpath trail bridge were removed. Two new 
steel pipes were installed to maintain water flow. A new two-span towpath trail bridge was 
installed on the existing stone abutments and pier. In 2009 the aqueduct was reconstructed, 
utilizing a two-span reinforced concrete through-girder and floor slab system which served as a 
trough with the same dimensions as the previous structure. New concrete stub abutments were 
installed to support the new superstructure, but the existing 1845 masonry pier was dismantled 
and rebuilt, and the stone abutments were refurbished, conveying the illusion that they 
supported the trunk. The goal of the rehabilitation project was to create a “contemporary-but-
compatible structure using the historic abutments and center pier,” rather than attempting to 
duplicate the appearance of the historic structure.152 
 
 The following section summarizes the record of construction and repair for each of the 
three aqueducts within the Park. Information in this section is based on: “Ohio Canal Ledger,” 
A. Kelley’s Register, 1825-1827, Series 1239; “Contracts,” Series 1231, Records of the Board 
of Public Works, Ohio History Center, Columbus; various Annual Reports of the Canal 
Commissioners and Annual Reports of the Board of Public Works of Ohio; and the files at 
Cuyahoga Valley National Park. Unless otherwise noted, specific references related to the 
construction and repair history of the aqueducts can be found in the Historic Structure Report: 
History Section by Unrau and Scrattish.153 
 
Furnace Run Aqueduct (Figure 26) 
 

 During the original construction of the canal, a stone arch culvert was installed to carry 
Furnace Run under the canal. Frequently obstructed by deposits of gravel and sandy 
soil, the culvert was inadequate to pass the required volume of water. The stream 
frequently rose over the embankment of the canal, submerging acres of cultivated land. 
In July 1858 a 20-ft section of the culvert collapsed. Temporary repairs provided for 
continued navigation until 1860 when the culvert was removed and an aqueduct 
installed. 

  

                                                 
151. Akron Beacon Journal (November 6, 1975). 
152. National Park Service and Bergmann Associates, Environmental Assessment for Tinkers Creek Aqueduct, 20; Anthony 
Borelli, “Reconstruction of the Ohio & Erie Canal Aqueduct over Tinkers Creek,” Aspire (2013), 32-35. 
153. Unrau and Scrattish, Historic Structure Report, 141-192, 224-227. 



Figure 26. Illustration of Furnace Run Aqueduct, from Map of the Ohio Canal, Cuyahoga and 
Summit Counties, Ohio, D.C. Kennon, 1892
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 1860: Mosley and Co. of Cincinnati, Ohio, was awarded a contract to construct a patent 
wrought iron aqueduct of 40-ft span. Stone abutments were constructed by state crews. 
The project cost $2,523.61 and was completed in April 1860. The Commissioners 
called it “the most perfect and best adapted to the purpose of anything yet resorted 
to...The aqueduct rests upon abutments and towers of heavy stone masonry and is as 
durable as stone and iron can make it.”154 
 

 1866: Despite the optimism of the Commissioners, the new Furnace Run Aqueduct 
often was damaged by floods. The abutments had been constructed on mud sills and 
were extremely susceptible to the hydraulics of Furnace Run. In 1866 the north 
abutment was destroyed by a flood and a new abutment was constructed on a pile 
foundation.155 
 

 1877: The Furnace Run Aqueduct was rebuilt. 
 

 1882: The trunk of the Furnace Run Aqueduct was repaired. The Board of Public 
Works reported that the substantial character of the iron structure after twenty years of 
use demonstrated that if the state intended to maintain its works with true economy it 
must provide for iron aqueducts.156 
 

 1883: A devastating flood in February carried off the aqueduct and destroyed one 
abutment. A substantial new abutment was constructed on a pile foundation, and a row 
of piles was driven into the stream bed near the aqueduct to offer better protection from 
floods. 
 

 1892: The aqueduct was repaired and repainted. 
 

 1893: A new towpath bridge was constructed. 
 

 1895: The aqueduct was rebuilt. 
 

 1899: The aqueduct was again displaced by a flood, but the abutments were not 
damaged. The superstructure was put back in position and repaired. 
 

 1902: The aqueduct was repaired. 
 

 1906: Minor repairs were made. 
 

 1912: The Furnace Run Aqueduct was badly damaged when the north abutment was 
undermined; a new north abutment was constructed, the south abutment repaired, new 
retaining walls constructed, and the truss replaced. 
 

                                                 
154. Ohio Board of Public Works, 21st Annual Report, 16-17; Ohio Board of Public Works, 22nd Annual Report, 7-8. 
155. Ohio Board of Public Works, 28th Annual Report of the Board of Public Works of Ohio (December 1866), 4-5, 15. 
156. Ohio Board of Public Works, 44thth Annual Report, 24, 29. 
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 1913: The new aqueduct was destroyed by the great flood of 1913 and was not rebuilt. 
 

 Early 1990s: The National Park Service installed a single-span prefabricated pedestrian 
bridge to carry the towpath trail over Furnace Run, adjacent to the ruins of the aqueduct. 

 
Peninsula Aqueduct (Figures 27 and 28) 
 

 1825: The contract for constructing the Peninsula Aqueduct was awarded to John 
Johnson and John Flinn of Rochester, New York, on July 13. Johnson and Flinn also 
built Locks Nos. 29 and 30. The original aqueduct consisted of a wooden trunk with 
timber framing, supported by masonry abutments and a central pier. 
 

 1827: Contract was relet to Alanson Sweet and Horace Wood on May 9, and relet again 
to William Stow Jr. on November 23. 
 

 1842: Pier was rebuilt and other repairs made.  
 

 1844: The seriously-deteriorated aqueduct was rebuilt, presumably on a plan similar to 
that discussed by the Canal Commissioners in 1836.157 
 

 1857: Flooding during the winter of 1856-1857 damaged the aqueduct. Engineers 
reported that the north abutment wall had begun to crumble because of the defective 
quality of the stone and the poor workmanship of the original construction.158 
 

 1864: The east wing wall of the south abutment was repaired. Inspections revealed that 
the trunk of the aqueduct needed replanking and the masonry was “getting out of 
order—the west wing of the north abutment pretty seriously so.” In addition “the water 
way for the river under this aqueduct is not, and never was, of sufficient capacity, and it 
is necessary to be careful to keep it free from all lodgments of drift, &c. to prevent the 
canal bank to the northward being cut through by the river at times of high water.”159 
 

 1872: The Peninsula Aqueduct was rebuilt. 
 

 1890: The towpath bridge was rebuilt (100 feet long and 8 feet wide). 
 

 1892: The pier of aqueduct was repaired. 
 

 1893: New iron band and protection was placed around the central pier in the river. 
 

 1895: The aqueduct was repaired. 
 

 1896: A new trunk and bottom were placed in one span of the aqueduct.  
                                                 
157. Ohio Board of Public Works, 7th Annual Report of the Board of Public Works of Ohio (December 1844), 3-5. 
158. Ohio Board of Public Works, 19th Annual Report of the Board of Public Works of Ohio (December 1857), 10-11. 
159. Ohio Board of Public Works, 25th Annual Report of the Board of Public Works of Ohio (December 1863), 11-12; Ohio 
Board of Public Works, 26th Annual Report of the Board of Public Works of Ohio (December 1864), 13-14. 



Figure 27. Illustration of Peninsula Aqueduct, from Map of the Ohio Canal, Cuyahoga and 
Summit Counties, Ohio, D.C. Kennon, 1892

Figure 28. View of Peninsula Aqueduct in 1898 (Source: Louis Baus Canal Photograph 
Collection, OEC_119, The University of Akron, University Libraries Archival Services)
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 1898: A new trunk lining was installed on the bottom and part of one side of the 
aqueduct, as well as other repairs. 
 

 1900: Supporting bents were placed under the north span. 
 

 1901: The north span was rebuilt, and the south span and the masonry were repaired. 
 

 1904: The aqueduct was repaired. 
 

 1905: A contract was awarded to the King Bridge Company of Cleveland to construct a 
new aqueduct. The abutments were completely reconstructed from the bedrock up by 
state crews, and the central pier, which had reduced the effective flow of the Cuyahoga 
River, was removed. The new superstructure was to be a single span of 85 feet, 
consisting of steel trusses supporting a wooden trunk; the supports were modified to 
allow for a two- foot increase in trunk width. The actual design was at the discretion of 
the contractor, subject to approval by the State Engineer.160 
 

 1906: New planking and concrete were installed at the north end, and other minor 
repairs were made. 
 

 1913: The 1905 aqueduct was destroyed by the great flood of 1913 and was not rebuilt. 
 

 Early 1990s: The National Park Service installed a single-span prefabricated pedestrian 
bridge to carry the towpath trail over the Cuyahoga River, utilizing the aqueduct’s 
masonry abutments which were repaired. 

 
Tinkers Creek Aqueduct (Figures 29 and 30) 
 

 1825: The contract for constructing Tinkers Creek Aqueduct was awarded to Leander 
Ransom, John Flinn, and John Johnson of Rochester, New York, on September 17. 
Johnson and Flinn also received the contract for the Peninsula Aqueduct but could not 
finish that job. The original Tinkers Creek Aqueduct featured a wooden trunk with 
timber framing supported by uncut masonry abutments and central pier. The timber and 
uncut stone were extremely susceptible to deterioration, necessitating replacement of 
the framing and trunk in 1837 and of the pier in 1841-1842. 
 

 1837: The aqueduct was rebuilt, presumably on a plan similar to that discussed by the 
Canal Commissioners in 1836.161 
 

 1841-1842: The pier was rebuilt and other repairs made to the aqueduct. 
 

 1844-1845: The aqueduct was severely deteriorated by 1844, and it had become 
apparent that the location of the aqueduct along Tinkers Creek was undesirable during 

                                                 
160. Ohio Board of Public Works, 67th Annual Report. 
161. Ohio Board of Public Works, 2nd Annual Report of the Board of Public Works of Ohio (December 1837), 5. 



Figure 29. Illustration of Tinkers Creek Aqueduct, from Map of the Ohio Canal, Cuyahoga and Summit 
Counties, Ohio, D.C. Kennon, 1892

Figure 30. View of Tinkers Creek Aqueduct, 1916 (Source: Howard R. Klepinger photograph, 
Ohio Department of Public Works, Canals Photograph Collection. State Archives Series 936 AV)
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flood conditions since several times water from the creek had broken over the 
aqueduct’s embankments, causing damage to the canal. In the summer of 1844 a 
contract was awarded for construction of a new aqueduct located several chains to the 
north. The new two-span structure was completed in the spring of 1845 and was 
designed to avoid future overflows by placing the timber foundation four feet lower 
than the original structure. Otherwise it appears to have been similar to the original 
aqueduct.162 
 

 1863: The trunk of the aqueduct was almost completely rebuilt, although a few timbers 
that were found to be sound were retained. The old and unsafe braces were not 
removed, but new ones were inserted to provide sufficient support for the whole weight 
of the trunk. 
 

 1870: The trunk of the aqueduct was reconstructed again. 
 

 1885: In the spring it was noted that the Tinkers Creek Aqueduct appeared in danger of 
collapse and was shored up with new timbers and plank to make it safe for navigation. 
 

 1893: 1,150 feet of new two-inch plank were installed on sides and bottom, and the 
approaches were caulked. 
 

 1895: The aqueduct was repaired. 
 

 1896: The aqueduct was rebuilt. 
 

 1899: New flooring, floor timbers, and needle beams were installed. New planking was 
put on the bridge. 
 

 1905: The contract was awarded to the King Bridge Company of Cleveland to construct 
a new steel superstructure. Removal of the existing structure and repair of the abutments 
and pier were performed by state crews; the supports were modified to allow for a four-
foot increase in trunk width. The new superstructure was to be a single span of 35.6 
feet, consisting of steel trusses supporting a wooden trunk. General plans and 
performance specifications were prepared by the state; the actual design was at the 
discretion of the contractor subject to approval by the State Engineer.163 
 

 1907: New gate posts were installed. 
 

 1913-1974: The Tinkers Creek Aqueduct was maintained by the American Steel and 
Wire Company (later U.S. Steel) which used water from the canal for industrial 
purposes. The aqueduct underwent a major rehabilitation in the 1940s and again in the 
1960s. 
 

                                                 
162. Ohio Board of Public Works, 8th Annual Report, 8-9. 
163. Ohio Board of Public Works, 67th Annual Report. 
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 1974: The National Park Service assumed management after creation of Cuyahoga 
Valley National Recreation Area. The aqueduct was repaired in 1975. 
 

 2002: The aqueduct had deteriorated to point where it could no longer hold water. The 
towpath trail across the structure already had been closed to traffic in 2000 due to safety 
concerns. Earthen dams were placed at both ends of the structure and three HDPE pipes 
were installed to carry water across Tinkers Creek. 
 

 2007: The truss superstructure, wooden trough, HDPE pipes, and towpath trail bridge 
were removed. Two new steel pipes were installed to maintain water flow. A new two-
span towpath trail bridge was installed on the existing 1845 stone abutments and pier 
for the aqueduct.164 
 

 2009: The aqueduct was reconstructed, utilizing a two-span reinforced concrete 
through-girder and floor slab system which served as a trough with the same 
dimensions as the previous structure. New concrete stub abutments were installed to 
support the new superstructure, set 10 feet behind the existing stone abutments, which 
were rehabilitated but no longer support any load. The stone masonry pier was 
completely dismantled and rebuilt. Twin concrete columns within the stone core extend 
up from the pier footing to support the trunk. Reinforced concrete transition structures 
were built at each end of the aqueduct to provide a smooth hydraulic transition from 
canal to trough. Two 24-inch diameter cast-iron waste gates were installed in the west 
wall of the southern transition structure, with HDPE outfall pipes discharging 
downstream of the aqueduct.165 

 
Culverts 
 
 The original contract specifications for the canal presented detailed descriptions for 
major canal components such as the prism, embankments, and locks, but provided no data for 
secondary structures such as culverts. These structures were handled on a case-by-case basis 
and specifications were generally handwritten into contracts by an acting commissioner or state 
engineer. In December 1826 the Canal Commissioners reported that six stone culverts and nine 
wooden culverts had been completed on the canal between Portage Summit and Cleveland, but 
they did not note the specific locations.166 They apparently added more culverts since contracts 
were awarded for a total of 24 such structures in this section during initial construction of the 
canal. 
 
 Based on the original contracts, a list was compiled of all component structures built 
between 1825-1827 within what is now Cuyahoga Valley National Park; while this list includes 
24 culverts, the specific locations of these structures are not identified nor are construction 
methods and materials.167 

                                                 
164. National Park Service and Bergmann Associates, Environmental Assessment for Tinkers Creek Aqueduct, 5; Borelli, 
“Reconstruction of the Ohio & Erie Canal Aqueduct,” 32-35. 
165. National Park Service and Bergmann Associates, Environmental Assessment for Tinkers Creek Aqueduct; Borelli, 
“Reconstruction of the Ohio & Erie Canal Aqueduct,” 32-35. 
166. Ohio Board of Canal Commissioners, 5th Annual Report, 237. 
167. “Contracts,” Series 1231, Records of the Board of Public Works (Columbus, OH: Ohio History Center). 
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Culvert Section 35  Between Locks Nos. 24 and 25 
Culvert Section 36  Between Locks Nos. 25 and 26 
Culvert Sections 37-38  North of Lock No. 26 
Culvert Section 42  South of Lock No. 27 (probably at Furnace Run) 
Culvert Section 43  Vicinity of Lock No. 27 
Culvert Section 44 
Culvert Section 48  This probably was the 4-ft arch culvert at Station 
      1190+98, south of Lock No. 28 
Culvert Section 50  Vicinity of Lock No. 28 
Culvert Sections 52-53  Peninsula vicinity 
Culvert Section 56  Vicinity of Lock No. 31 
Culvert Sections 57-59  
Culvert Section 60  Vicinity of Lock No. 32 
Culvert Section 62  Vicinity of Lock No. 33 (probably at   
      Stanford Creek) 
Culvert Section 64 
Culvert Section 68 
Culvert Section 71  Vicinity of Lock No. 35 
Culvert Sections 73-74  Vicinity of Lock No. 36 
Culvert Sections 77-78 
Culvert Sections 79-80  
Culvert Sections 82  Vicinity of Lock No. 37 
Culvert Section 84  Vicinity of Tinkers Creek Aqueduct 
Culvert Section 85 
Culvert Section 86  Vicinity of Lock No. 38 
Culvert Sections 89-90  South of Lock No. 39 

 
 A report filed in 1833 was the first document to discuss structures on the canal in a 
comprehensive manner.168 Detailed specifications provide a record of the methods and 
materials used in the construction of culverts between 1825-1833. They also served as a 
standard reference guide for the engineering corps and superintending personnel as they 
worked to operate and maintain the waterway. Arch culverts were formed of stone, cut in 
regular segments and laid in range work, with wing walls and parapet walls of cut stone; the 
masonry was erected on a floor of hewn timbers secured by sheet piling at both the head and 
the foot. Box culverts, constructed of broad pieces of timber, served as land drains or carried 
small springs under the canal; in general, apertures ranged from 8 to 16 inches square and 
placement was restricted to where the culvert would always be under water to reduce the 
possibility of premature decay. 
 
 Little information was recorded regarding culverts during the operational period of the 
canal. While periodic repairs to culverts were noted, in general there was no indication as to the 
extent of repairs or the location of the structures. One exception occurred in 1846 when cast 
iron arches were installed in culverts whose stone arches had deteriorated. The locations of 
these modified culverts are unclear.169 During the winter months when navigation was 

                                                 
168. Ohio Board of Canal Commissioners, 11th Annual Report, 43-53. 
169. Ohio Board of Public Works, 10th Annual Report of the Board of Public Works of Ohio (December 1846), 8. 
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suspended, crews performed regular maintenance such as removing debris and vegetation that 
obstructed the openings. These stone and submerged-wood structures however probably 
required much less maintenance than locks, dams, aqueducts, and flood gates which were more 
exposed and in some cases had moving wood and metal parts that were subject to rapid 
deterioration. 
 
 The first major rehabilitation of canal structures between Cleveland and Akron occurred 
in 1841-1842 and included repairs to many culverts.170 Not long afterward, a June 1843 flood 
event in the Cuyahoga Valley overwhelmed some of the culverts which were unable to handle 
the large volume of water in streams passing under the canal, causing extensive erosion to the 
banks. In response, additional culverts were constructed in locations where small streams 
formerly had been allowed to flow into the canal. The largest of these, with a radius of 20 feet, 
was the Yellow Creek Culvert, built in 1844 to replace an earlier timber dam and waste weir 
arrangement which had become a chronic maintenance problem.171 
 
 In July 1858 a 20-foot section of the Furnace Run Culvert, just south of Lock No. 27, 
collapsed, requiring immediate repairs. This was only the latest of a series of problems with 
that culvert. The Board of Public Works reported in 1859: 
 

The Furnace Run Culvert, has, by constant watchfulness, together with 
temporary repairs, been made to sustain navigation during the past season. The 
culvert, as originally located and constructed, was of necessity placed much 
below the surface of the ground. The rapid and increasing quantity of water 
passing down this stream over a gravel and sandy soil, has for many years been 
making deposits in the culvert and the channel below, until the obstruction is so 
great as to make the culvert entirely inadequate to pass the volume of water 
coming down the stream during the freshets of the fall and spring. During the 
past season, the water raised to a height upon the berm or upper end of the 
culvert, so as to pass over the embankment into the canal, submerging a large 
number of acres of cultivated lands... 
 

 To solve this longstanding problem the Board elected to replace the culvert with a 40-
foot long aqueduct which was completed in 1860 at a cost of $3,000.172 The only other 
recorded instance of culvert construction or repairs in the 19th century occurred in 1879 when a 
new culvert was built below Lock No. 39.173 
 
 The first known document which records the location of culverts is a set of survey maps 
prepared in 1892 by D.C. Kennon which contains brief notes regarding the character of each 
culvert. A later set of maps which document a survey performed in 1912 by George Silliman 
(sheets were retraced in 1916 and in later years) reflect conditions after the 1905-1909 
improvement of the northern division of the canal. It appears that most of the culverts within 
the northern division were replaced during this improvement program. Documentation suggests 

                                                 
170. Ohio Board of Public Works, 5th Annual Report, 5; Ohio Board of Public Works, 6th Annual Report, 5-6. 
171. Ohio Board of Public Works, 8th Annual Report of the Board of Public Works of Ohio (December 1844), 8-9. 
172. Ohio Board of Public Works, 21st Annual Report, 14-16. 
173. Ohio Board of Public Works, 40th Annual Report of the Board of Public Works of Ohio (December 1878), 37. 
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that most of the new structures were flat-topped box culverts constructed of concrete reinforced 
with steel rods, costing about $600 each.174 A few older stone masonry culverts were left intact, 
most notably those at Yellow Creek, Brandywine Creek, and Stanford Creek North. 
 
 The 1912 survey mapping identifies 13 canal culverts within what is now Cuyahoga 
Valley National Park, including four along the presently watered section of canal and nine 
along the unwatered section. Ten of these also appear on the 1892 mapping. Three of them had 
been built since 1892, while five of the culverts shown in 1892 no longer existed in 1912. Of 
the thirteen culvert locations depicted on the 1912 survey mapping, culverts still exist at nine of 
them today, although three concrete culverts along the watered section have been replaced with 
new concrete box culverts since 2005. 
 
 After the abandonment of the canal as a waterway in 1913, the culverts along the 
watered section continued to be maintained since they also carried the streams beneath Canal 
Road located immediately east of the canal prism. In 1991 the National Park Service entered 
into a contract with Environmental Design Group (EDG), a multi-discipline architectural/ 
engineering firm, to perform an inspection and analysis of various structures along the watered 
portion of the canal within the Park; the three surviving culverts in that section were among the 
structures investigated. The EDG report concluded that the condition of the culverts ranged 
from fair to poor at the time of inspection, and all three were subsequently replaced.175 Despite 
the recent replacements the culverts continue to play an important role in ensuring the 
continuity of both the waterway and the towpath in both the watered and unwatered sections. 
 
 The following section summarizes the construction and repair record for each of the 
nine extant culverts along the watered and unwatered canal sections in the Park, moving from 
south to north (see Section C for photographs and drawings). Unless otherwise noted, the 
information in this section is drawn from: “Ohio Canal Ledger,” A. Kelley’s Register, 1825-
1827, Series 1239; “Contracts,” Series 1231, Records of the Board of Public Works, Ohio 
History Center, Columbus; and various Annual Reports of the Board of Public Works of Ohio. 
Specific references related to the construction and repair history of the culverts can be found in 
the 1984 Historic Structure Report: History Section by Unrau and Scrattish. 
 
Yellow Creek Culvert, Station 1452+87  

 
 1844: A masonry culvert was built to replace an earlier timber dam and waste weir 

arrangement that dated to the original canal construction. By the early 1840s the bed of 
Yellow Creek had become continually filled with sediment which required frequent 
cleaning, interrupting navigation. To address this problem the engineers constructed a 
new masonry culvert to carry Yellow Creek under the canal, together with a short 
feeder.176 
 

                                                 
174. Ohio Board of Public Works, 67th Annual Report, 182. 
175. Environmental Design Group, Inc., “Towpath Structures,” Contract No. CX6000-0-0018, Task Order No. 12, Cuyahoga 
Valley National Recreation Area (Stow, OH: Environmental Design Group, Inc., 1991). 
176. Ohio Board of Public Works, 8th Annual Report, 8-9. 
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 1892: A survey by D.C. Kennon shows an arch culvert and bridge at this location; the 
illustration depicted on the map resembles the existing structure (Figure 31). It also 
appears on the 1912 survey mapping as an 18-ft diameter culvert. 
 

 1930s: The canal prism in this vicinity was obliterated by the construction of Riverview 
Road. 

 
Ira Road Culvert, Station 1383+00 
 

 1908: There is no evidence that a culvert existed at this location prior to 1908 when a 
concrete arch culvert was constructed during the improvement of the northern division. 
The work was performed by contractor C.A. Hovey and cost $4,288.00.177 Although the 
1912 survey mapping shows a “3-ft x 10-ft concrete arch culvert” the 1908 plans 
indicate that the arched opening measures 5 feet by 9 feet. 
 

Arch Culvert, Station 1190+98 
 

 1825-1827: The stone culvert probably was built during the initial construction of the 
canal. The location seems to match that of the culvert on Section 48 which was built by 
contractors Volney Wallace and James W. Wallace of Boston, Ohio, who were awarded 
the contract on June 13, 1825.178 
 

 1892: The survey by D.C. Kennon shows a “4 x 6 arch culvert” at this location. It also 
appears on the 1912 canal mapping by George Silliman as a “4-ft stone arch culvert.” 
 

 There is no record that this culvert was repaired or replaced during the improvement of 
the northern division in 1905-1908. It is not listed in the summary of expenditures made 
during that improvement program.179 

 
Stanford Creek Culvert South, Station 973+02 
 

 Available documentation does not provide information regarding the construction of 
this culvert. The 1892 survey, however, does show a small culvert at this location; the 
1912 canal mapping shows a “2-ft culvert.” 
 

Stanford Creek Culvert North, Station 961+94 
 

 1825-1827: The stone culvert probably was built in 1825-1827 during the initial 
construction of the canal. The location seems to match that of the culvert on Section 62 
which was built by contractor Elias Cozad of Euclid, Ohio, who was awarded the 
contract on July 14, 1825.180 

  

                                                 
177. Ohio Board of Public Works, 71st Annual Report, 71. 
178. “Contracts,” Series 1231, Records of the Board of Public Works, Ohio Historical Society, Columbus. 
179. Ohio Board of Public Works, 70th Annual Report, 71. 
180. “Contracts,” Series 1231, Records of the Board of Public Works, Ohio Historical Society, Columbus. 



Figure 31. Illustration of Yellow Creek Culvert, from Map of the Ohio Canal, Cuyahoga 
and Summit Counties, Ohio, D.C. Kennon, 1892

Figure 32. Illustration of Brandywine Creek Culvert, from Map of the Ohio Canal, 
Cuyahoga and Summit Counties, Ohio, D.C. Kennon, 1892
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 1892: The survey by D.C. Kennon depicts a culvert at this location. The 1912 survey 
mapping shows a “7-ft diameter arch culvert.” 

 
 1905-1909: The culvert may have been repaired during the 1905-1909 program of 

improvements on the northern division, as the list of expenditures includes $60 for work 
performed by state workers on a culvert between Locks Nos. 32 and 33.181 However 
that note could refer to the construction of the Stanford Creek Culvert South. 

 
Brandywine Creek Culvert, Station 921+39  
 

 Available documentation does not provide information regarding the construction of 
this culvert. The 1892 survey, however, does identify a “9-ft x 18-ft arch culvert” at this 
location; the illustration contained on the map closely resembles the existing structure 
(Figure 32). It appears on the 1912 canal mapping as a “14-ft diameter arch culvert.” 
 

 Cylindrical holes in the masonry indicate that this structure has been dismantled and 
relaid. 

 
 We found no record that this culvert was repaired during the improvement of the 

northern division in 1905-1908. It is not listed in the summary of expenditures made 
during that improvement program.182 However in A Survey of Canal Resources in the 
Ohio & Erie Canal National Heritage Corridor Tamburro and Hiner state that the 
Brandywine Culvert was partially rehabilitated in 1905.183 If so, that probably is when 
concrete was added to the west headwall. 

 
Sagamore Creek Culvert, Station 636+00 
 

 A “5 x 9 stone arch culvert” is shown at this location on both the 1892 and 1912 surveys 
and probably was built during the original construction of the canal between 1825-1827. 
 

 1914: According to Cuyahoga County records, the stone arch culvert was replaced by a 
new concrete culvert in 1914 after the abandonment of the canal as a navigable 
waterway (Figure 33). The spillway probably was replaced at the same time.184 This 
confirms that, unlike most of the culverts, this arch culvert was not replaced during the 
1905-1909 improvement of the northern division. 
 

 1991: The 1914 culvert was investigated by Environmental Design Group, Inc. in 1991 
and documented by Cossell in her 1993 draft HSR. 
 

 2009: The 1913 culvert was replaced by new concrete box culvert.185 
                                                 
181. Ohio Board of Public Works, 70th Annual Report, 71. 
182. Ohio Board of Public Works, 70th Annual Report, 70. 
183. Tamburro and Hiner, A Survey of Canal Resources. 
184. Environmental Design Group, Inc., “Towpath Structures,” 3:10. 
185. Ohio Environmental Protection Agency, National Park Service-Cuyahoga Valley National Park, Ohio Department of 
Natural Resources, and US Army Corps of Engineers, Cuyahoga River Ecosystem Restoration, Canal Diversion Dam Project, 
Environmental Assessment (August 2016), Table 1. 



Figure 33. View of Sagamore Creek Culvert, 1916 (Source: Howard R. Klepinger photograph, 
Ohio Department of Public Works, Canals Photograph Collection. State Archives Series 936 AV)
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Culvert, Station 504+88 
 

 1909: There is no evidence that a culvert existed at this location prior to 1909, 
when a single box concrete culvert was constructed during the improvement of 
the northern division. The list of expenditures includes funds for work 
performed by the Cuyahoga County commissioners on a culvert between Locks 
Nos. 38 and 39.186 
 

 The 1912 survey shows a “Box Culvert 2 x 6.” 
 

 1929: The structure was modified with the addition of a second box immediately to the 
south. At an unknown date, the north box was closed with concrete.187 
 

 1991: The 1909 culvert was investigated by Environmental Design Group, Inc. in 1991 
and documented by Cossell in her 1993 draft HSR. 
 

 2005: The 1909 culvert was replaced by new concrete box culvert.188 
 
Culvert, Station 478+90 
 

 According to Cossell, a culvert probably existed here since the original construction of 
the canal in 1825-1827. 
 

 The 1892 survey shows a “4 x 6 stone arch culvert” in this location. 
 

 1905: A new double box concrete culvert was constructed during the improvement of 
the northern division and is shown as “Culvert - 2 Boxes 5 x 6” on the 1912 survey. 
Documentation suggests that the culverts built at that time were flat-topped box culverts 
constructed of concrete reinforced with steel rods, costing about $600 each.189 
 

 1950: The 1905 culvert was last modified in 1950 with the addition of a closed drainage 
system at the inlet.190 
 

 1991: The 1905 culvert was investigated by Environmental Design Group, Inc. in 1991 
and documented by Cossell in her 1993 draft HSR. 
 

 2005: The 1905 culvert was replaced by new concrete box culvert.191 
 
 
 

                                                 
186. Ohio Board of Public Works, 70th Annual Report of the Board of Public Works of Ohio (December 1909), 70. 
187. Environmental Design Group, Inc., “Towpath Structures,” 3:4. 
188. Ohio Environmental Protection Agency et al. Cuyahoga River Ecosystem Restoration, Table 1. 
189. Ohio Board of Public Works, 67th Annual Report of the Board of Public Works of Ohio (December 1905), 182. 
190. Environmental Design Group, Inc., “Towpath Structures,” 3:3. 
191. Ohio Environmental Protection Agency et al. Cuyahoga River Ecosystem Restoration, Table 1. 
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Waste Structures 
 
 Waste structures are control components which regulate the level of the water within 
the canal and provide protection during conditions of high water. Such structures include flood 
gates and waste weirs. A flood gate is a sluice (a manmade channel for conducting water) with 
valves or gates that regulate the flow of water. A high-water waste weir is a dam that is located 
in line with the canal towpath bank and allows water to flow over it during flood events, 
discharging into the river. Today there are visible remains of eight waste structures in 
Cuyahoga Valley National Park, four each along the watered and unwatered sections of the 
canal. 
 
 The early reports and lists of specifications for the canal contained even less 
information about waste structures than culverts. Neither the commissioners’ December 1826 
report on the progress of construction nor their more detailed January 1833 report even mention 
waste structures.192 The 1825 construction contracts for the 22 miles of canal within Cuyahoga 
Valley National Park note only one waste weir (Bolanz), located on Section 41 between Locks 
Nos. 26 and 27.193 Like the wasteways at the locks and the water supply feeders, they may have 
been considered structures “of less pressing importance” that were deferred until a later time in 
the initial rush to get the canal ready for navigation.194 As the commissioners and engineers 
began to understand the devastating consequences of flooding, they better appreciated the 
critical importance of waste structures and other mechanisms in controlling high water. 
Following the destructive flood of June 1843, additional waste gates and culverts were 
constructed to facilitate drainage during future flood events, but their locations are unknown. 
We do know that damaged waste weirs were repaired in 1844.195 A rare reference to a specific 
waste structure occurred in 1887 when a new weir was constructed between Locks Nos. 24 and 
25, consisting of sheet piling backed up with 65 yards of protection stone.196 Interestingly, this 
weir does not appear on the canal mapping prepared only five years later, so the reference may 
be to the bypass channel around the two locks. 
 
 The 1892 mapping of the Ohio and Erie Canal is the first definitive record that we have 
regarding the locations of individual waste structures. It shows seven waste weirs in the Park, 
with one weir located between Locks Nos. 26 and 27 (Bolanz); one just south of Brandywine 
Creek, one between Locks Nos. 34 and 35 (Goose Pond); one south of the Pinery Narrows near 
Station Road; one at the Pinery Feeder; one between the Pinery Narrows and Lock No. 37; and 
one just south of Lock No. 39. The mapping shows two flood gates: one in the Pinery Narrows 
and one at Bolanz. 
 
 There is documentation of various repairs made in 1893. At the waste gates on the Long 
Pinery Level, a new stone wall was laid in cement under the mud sill, and 1,000 feet of new 
two-inch plank was put in the waste weir. A new waste gate and sluice were put in on the 
Goose Pond Level above Lock No. 35, using 3,000 feet of two-inch plank. The waste weir at 

                                                 
192. Ohio Board of Canal Commissioners, 5th Annual Report, 237; Ohio Board of Canal Commissioners, 11th Annual Report, 
43-53. 
193. “Contracts,” Series 1231, Records of the Board of Public Works, Ohio History Center, Columbus. 
194. Ohio Board of Canal Commissioners, 6th Annual Report of the Canal Commissioners (January 27, 1828), 275-276. 
195. Ohio Board of Public Works, 7th Annual Report, 3-5; Ohio Board of Public Works, 8th Annual Report, 8-9. 
196. Ohio Board of Public Works, 49th Annual Report of the Board of Public Works of Ohio (December 1887), 36. 
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Lock No. 36 (probably the waste gates for the Pinery Feeder) was reconstructed with 4,000 feet 
of timber and planking. The Yellow Creek waste weir was repaired with two boat loads of 
stone, two of gravel, and one of dirt. A new wooden trunk sluice was placed under the towpath 
on the Goose Pond Level “to wash Murphy’s Bar.”197 In 1901 all of the “high water waste 
weirs” on the northern division were repaired, and a new towpath bridge was constructed at the 
Goose Pond waste weir. In 1903 four new waste gates were placed on the Long Pinery Level, 
and the Goose Pond waste weir was rebuilt after being destroyed by a flood.198 
 
 The massive improvement program of 1905-1909 included the construction of new 
waste structures and the repair of old ones. Like the other new construction on the northern 
division, the new flood gates and waste weirs were concrete structures (Figure 34). McGarry & 
McGowen were awarded the contract for work on the locks, sluices, waste weirs, and other 
structures between Locks Nos. 22 and 28; P.T. McCourt the section between Locks Nos. 28 
and 36; and George W. Carmichael & Co. the section between Locks Nos. 36 and 42, but some 
of the waste weirs were constructed by state crews. In 1909 a new sluice gate was constructed 
on the Pancake Level.199 
 
 The 1912 survey shows fourteen waste structures, including eight flood gates, two 
waste weirs, and four combination structures. From south to north they include: a flood gate 
between the Yellow Creek Culvert and Lock No. 24; a flood gate between Ira Road and Lock 
No. 26; two flood gates between Locks Nos. 26 and 27; a flood gate between Locks Nos. 30 
and 31; a combination structure (Goose Pond) and a flood gate (Hooker’s Run) between Locks 
Nos. 34 and 35; a combination structure between Locks Nos. 35 and 36; three flood gates, one 
waste weir, and one combination structure between Locks Nos. 36 and 37; and a waste weir 
just south of Lock No. 39. 
 
 Today there are visible remains of eight of the fourteen waste structures shown in 1912. 
Many of the weirs and flood gates along the unwatered section of canal apparently were buried 
or destroyed by natural processes after the abandonment of the canal or, since they were no 
longer needed to maintain water levels in the canal, during construction of the towpath trail. 
Structures along the watered section were maintained by the American Steel and Wire 
Company until 1992. 
 
 The 1991 inspection and analysis by Environmental Design Group (EDG) examined the 
four surviving waste structures along the watered section of canal.200 At the same time (1990-
1993) the National Park Service constructed the towpath trail which required the installation of 
new pedestrian bridges across most of the extant waste structures in both the watered and 
unwatered sections. 
 
 

  

                                                 
197. Ohio Board of Public Works, 55th Annual Report of the Board of Public Works of Ohio (December 1893), 32-36. 
198. Ohio Board of Public Works, 63rd Annual Report of the Board of Public Works of Ohio (December 1901), 58-59; Ohio 
Board of Public Works, 65th Annual Report of the Board of Public Works of Ohio (December 1903), 98-99. 
199. Ohio Board of Public Works, 67th Annual Report, 181-183; Ohio Board of Public Works, 71st Annual Report, 102. 
200. Environmental Design Group, Inc., “Towpath Structures.” 



Figure 34. Plan for rebuilt flood gates on the Ohio and Erie Canal northern division, 1905 (Source: Contract for 
the Improvement of the Northern Division of the Ohio Canal between the Board of Public Works of Ohio and 
McGarry & McGown, February 14, 1905 and Contract for the Improvement of the Northern Division of the Ohio 
Canal between the Board of Public Works of Ohio and P.T. McCourt, February 14, 1905, “Contracts,” Records 
of the Board of Public Works of Ohio, Series 1231, Ohio Historical Society, Columbus)
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