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GENERAL HENRY KNOX .AND THE 
TICONDEROGA CANNON 

During the session of the General Court of Massachusetts of 
1925, there was passed the following Resolution: 

"That a special unpaid commission consisting of the state 
treasurer, the state librarian, and the Adjutant-General, is hereby 
established to ascertain the route in this commonwealth over which 
General Henry Knox brought the guns and ammunition captured 
at Ticonderoga to the camp of the colonial army at Cambridge in 
the years 1775 and 1776, and in connection therewith to estimate 
the number of markers necessary to forever mark said route, 
and the cost of the manufacture and erection of the same. Said 
commission shall report to the General Court its conclusions under 
authority hereof, together with its estimates as aforesaid and drafts 
of such legislation as may be necessary by filing the same with 
the clerk of the House of Representatives on or before December 
fifteenth of the current year." 

The state treasurer was William S. Youngman, the state librarian, 
Edward H. Redstone, the Adjutant-General, Jesse F. Stevens. 
The Commission thus constituted did its work, as far as it could, 
and made its report, which is House Document No. 219, presented 
December 15, 1925. By vote of the House of Representatives the 
Commission was continued, and was given authority to arrange 
the markers recommended "in such a manner as to secure a per
manent memorial and recognition of the one hundred and fiftieth 
anniversary of the evacuation of Boston by the British." 

This action taken by the General Court, followed by the action 
of the Commission, recalled tardily, but fixed in remembrance 
for all time, the first great achievement of Henry Knox, com
mander of the artillery regiment in the Continental Army. He 
was one of the earliest and best engineers of that army, friend 
and intimate of Washington; who organized, commanded, and 
served the artillery of the Continentals in all the major engage
ments of the Revolutionary War, except Saratoga; who was 
Secretary of War and the Navy under Washington, who was the 
chief founder of the order of the Cincinnati, who, with no previous 
experience in actual military undertakings, brought the artillery 
under his direction to a high state of perfection, who was a powerful 
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contributing factor in the ultimate success of the struggle that gave 
independence to the colonies. 

Henry Knox was born in Boston, Mass., July 25, 1750. His 
father was of that sturdy Scottish Presbyterian line to which 
this country and the whole world have owed so much. John Knox, 
the great Reformer, was, undoubtedly, a collateral ancestor. The 
boy Henry, losing his father by death in 1762, was apprenticed to 
the well-known firm of booksellers, Wharton & Bowes, in Cornhill. 
Later he began business himself as a bookseller in Cornhill, and 
he seems to have prospered from the start. His store became a 
literary center for Boston, and the sale of books, together with 
the trade in stationery and similar supplies, and even the printing 
and publishing of books and pamphlets, proved profitable. With 
the breaking out of the Revolution, however, the store was closed 
and, ultimately, was plundered by the British during the siege. 

The young man grew up, stalwart of build, powerful, athletic. 
From his early youth he was interested in military matters, and 
he was a keen student of Plutarch and of the other writers who 
treated of war, of great commanders, of affairs military. And 
he read widely and deeply as well in law, in the rights and duties 
of citizens, the privileges of Parliament, the prerogatives of the 
King. 

The best people of Boston frequented the young bookseller's 
store, including many prominent Tories. Among them was Lucy 
Flucker, daughter of Thomas Flucker, secretary of the colony. 
Acquaintance between Miss Flucker and Henry Knox ripened into 
warm friendship and then into mutual love. In June, 1774, much 
against the wishes of her family, they were married. 

By this time political troubles in the colony were thickening. 
Hutchinson, the last civil governor, was succeeded by Gage, a 
military governor, backed by his regiments of Redcoats. Henry 
Knox, always interested in politics, was now equally interested in 
military preparations. As far as reading and study could fit him 
for such duties he had made himself proficient in the theory of 
engineering and of artillery practice. 

It is a matter of curious interest that the British Government, 
from the days of earliest settlement down to the outbreak of the 
troubles immediately prior to the Revolution, had encouraged 
the martial spirit among the colonists. Need enough had there 
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been of such encouragement. The colonists had too often been 
obliged to fight their own battles against the Indians and against 
the French, and the royal ministers might well remember Louisburg, 
in 1745, and the part played by Pepperell and his New Englanders 
in that siege, when Pomeroy and Gridley had earned their first 
laurels. Perhaps they recalled, though grudgingly, Washington 
and Morgan, and the other soldiers and officers with Braddock 
in his ill-fated expedition. And they could not forget the part 
played by the brave and resourceful Colonials who, in the French 
and Indian War, gave England an American empire. Long before 
Louisburg,· however, companies of militia had been organized and 
encouraged in Boston. As early as 1638 the Ancient and Honorable 
Artillery Company had been established. More than a century 
later, in 1754, the Cadets were organized. These two companies 
are flourishing today. A few years before the outbreak of the 
Revolution an artillery company known as The Train came into 
existence. Henry Knox joined it in 1768, when he was eighteen 
years of age. Its membership was made up of residents of the 
South End-for the most part young mechanics and shopkeepers. 
The commander was Major Adino Paddock, a carriage maker, 
whose shop was on Common, now Tremont, Street. Paddock was 
an efficient drillmaster, and he brought his company to a high 
degree of excellence. During the winter of 1766, a company of 
British artillery, bound for Quebec, was prevented by the lateness 
of the season from reaching its destination. It spent the winter in 
barracks at Castle William, remaining there until the following 
spring. The officers fraternized with the militia officers and gave 
them much valuable instruction in handling the guns. It was a 
curious turn of fate, therefore, that sent these British officers 
to school in military tactics the very men who would, in a few years, 
meet them on the field of battle. Paddock, it may be noted here, 
remained loyal to the King, later going with the retiring British 
from Boston to Halifax, and being rewarded with a captaincy in 
the British Army. Of the officers who served under him nearly 
a score entered the Colonial Army, serving under Gridley, or Knox, 
or other commanders, did good service, and attained distinction. 

Paddock's company had three fine brass three-pounders, probably 
those mentioned in the chronicles of the time as having been 
brought over from England in the brigantine Abigail, about the 
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date of the organization of The Train. They had been cast in 
England from two old brass cannons sent over for the purpose 
by the General Court of Massachusetts. They bore the arms of 
the Province, and were spoken of as the "new pieces," when, on 
the King's birthday in 1768, they were fired in a royal salute during 
a parade in King St. When the Revolution actually broke out 
they were stored in a gun house in West St. Presently a sentry 
was stationed there to guard them. General Gage had begun to 
seize arms wherever he could find them, and the patriots had a 
suspicion that Paddock, known to be a Tory, would surrender 
them willingly. Six young men, therefore, headed by the school
master, Abraham Holbrook, took advantage of a temporary 
absence of the sentinel, and removed the guns from the gun house, 
storing them in Holbrook's school room. Later they were carried 
by night to the American lines in Cambridge, and did good service 
during the war though one was captured by the British. A fourth 
cannon was added to the original three, but the two that remained 
in the hands of the Continentals were still in their hands at the close 
of the war. Knox, when he became Secretary of War, had them 
named Hancock and Adams, and suitably inscribed. Today they 
repose in the chamber at the top of Bunker Hill Monument, the 
inscription on each reading: "This is one of four cannons which 
constituted the whole train of field artillery possessed by the British 
Colonies of North America at the commencement of the war, on 
the 19th of April, 1775. This cannon and its fellow, belonging to 
a number of citizens of Boston, were used in many engagements 
during the war. The other two, the property of the Government 
of Massachusetts, were taken by the enemy." 

In 1772 an offshoot of Paddock's company, The Train, was 
organized under the name of the Boston Grenadier Corps. I ts 
commander was Captain Joseph Pierce, and Henry Knox was 
second in command. The uniform of the new corps was handsome, 
and the members were all men of imposing stature and figure. We 
may well believe that Henry Knox looked the part, and we may also 
believe that the new uniform and the imposing figure were not 
without their effect on the susceptible Miss Lucy Flucker. 

Knox had been invited to join the British service, and glowing 
promises had been held out to him. These he declined. As the 
clouds gathered more thickly over the colony, many prominent 
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patriots were forbidden to pass the British lines about Boston. 
Among them was Henry Knox, already marked as active in all 
patriotic, and therefore, rebellious, undertakings. But after the 
fateful Nineteenth of April Knox did leave the city, with his wife, 
to whom he had now been married nearly a year. She had quilted 
her husband's sword in her cloak, and thus succeeded in smuggling 
it out. Knox brought his wife to Worcester for safe keeping while 
he reported to headquarters at Cambridge, offering his services 
to General Artemas Ward, as a volunteer, declining a commission. 

The siege of Boston had virtually begun after the 19th. The 
thousands of Minute Men who flocked to the city had undertaken 
a crude form of circumvallation which was being perfected grad
ually. There were strong fortifications on Plowed Hill and on 
Winter Hill, in what is now Somerville. There was a fort on 
Cobble Hill, where the old McLean Asylum stood, and, perhaps 
most important of all, there was the Roxbury High Fort, where 
today stands the Cochituate water tower. This fort commanded 
Boston N eek, at that time the only land exit from the beleaguered 
city. These several forts were connected by a system of redoubts, 
passage ways, and curtains, which made them practically con
tinuous from the Mystic River to Roxbury. Henry Knox had had 
a share in much of the engineering work involved in this circum
vallation. To be sure, the chief engineer of the Massachusetts 
forces, appointed by the Provincial Congress in May, 1775, was 
Richard Gridley, who had seen service at Louisburg, with Pepperell 
and his New Englanders, in 1745, and in the French and Indian 
War. He was also in command of the artillery regiment so far as 
there was one at this time._ Then there was Rufus Putnam, nephew 
of the General, a millwright · by trade but a capable engineer for 
the times; Josiah Waters, Captain Jonathan Baldwin, of Brookfield, 
and others. These men were practical however, and none seemed 
to have made the study of the scientific side of military engineering · 
that Henry Knox had made, meager as that must have been. His 
outstanding ability had been recognized from the first. He had 
planned and had superintended the construction of much of the 
fortification about the city, and his advice was constantly sought. 
On the site of the Roxbury fort is a massive granite tablet on which 
is the inscription: 
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On this eminence stood 
Roxbury High Fort 

a strong earthwork planned by 
Henry Knox and Josiah Waters 

and erected by the American Army 
June, 1775- -crowning the famous 

Roxbury lines of investment 
at t he Siege of Boston. 

There can be no doubt that Knox had a share in this work. But 
we may be fairly certain that the fort on Cobble Hill, plans of 
which have come down to us, was entirely his own. At Bunker 
Hill, too, although Gridley was engineer in charge and marked out 
the lines of the redoubt, Knox had been consulted and had given 
his advice freely. 

At the Battle of Bunker Hill Knox was active as a volunteer. 
He advised General Ward as to the results of his reconnoitering, 
and Ward constantly acted on this advice. The Continental 
Congress, which began its sittings in May, 1775, had been in 
session during the battle, but news of the engagement did not 
reach Philadelphia until several days later. Meanwhile Congress 
had appointed Washington General and Commander-in-Chief 
of the armies to be raised, and it had, on motion of John Adams, 
adopted the army before Boston as the Continental Army. This 
was in June, 1775. John Hancock had entertained a strong desire 
to be made commander-in-chief, but the military experience and 
the prestige of Washington, with other important factors, were 
too strong to be overcome. With Washington Congress had 
appointed the well-known list of major-generals and brigadier
generals, with Horatio Gates as Adjutant-General, ranking as 
a brigadier. Practically all of these appointees had seen service 
in the French and Indian War, the one glaring exception being 
Nathaniel Greene, of Rhode Island, who was later to gain a reputa
tion second only to that of Washington. 

Proceeding to Cambridge, Washington took command of the 
Continental Army, July 3, 1775. A short time afterward he made 
a tour of inspection around the besieged city, and he admired 
especially Knox's handiwork in the fortifications already raised. 
But Washington felt keenly the lack of trained engineers. Under 
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date of November 2, 177 5, he wrote Governor Trumbull of Con
necticut complaining of the lack of trained officers in the engineering 
corps. "Most of the works," he said, "thrown· up for the defense 
of our several encampments, have been planned by a few of the 
principal officers of the army, assisted by Mr. Knox, a gentleman 
of Worcester." It was still "Mr. Knox," for our hero had remained 
in the volunteer service in the strictest sense of the word, desiring 
and seeking no commission. But his merit could not long be 
concealed. Under date of November 8, Washington wrote to the 
President of the Continental Congress as follows: "The Council 
of officers are unanimously of opinion that the command of the 
artillery should no longer continue in Colonel Gridley; and, knowing 
no person better qualified to supply · his place, or whose appoint
ment will give more general satisfaction, I have taken the liberty 
of recommending Henry Knox to the consideration of Congress." 

Colonel Richard Gridley, so often referred to, was a native of 
Boston, where he was born in 1721. He was now but 54 years of 
age, but he was broken in health. His reputation was still high, 
however. He had done splendid service at Louisburg, in 1745, and 
during the French and Indian War. Fort George, near Fort Wil
liam Henry, on Lake George, which will be mentioned later, was 
built under his direction. He had been appointed chief engineer 
of the Massachusetts forces before Boston by the Provincial 
Congress of that colony, and he was also commander of the artillery 
regiment in the Continental Army. Second in command in that 
regiment was David Mason, who offered to remain as Lieutenant
Colonel under Knox, if the latter received the appointment of 
Colonel. All the other officers agreed to serve under him. So 
Henry Knox, on the recommendation of General Washington, was 
appointed colonel of the artillery regiment. Singular indeed it 
was that such a man, who had never served in actual warfare, 
even as a private, should be given command of this arm of the 
service, which required the most thorough knowledge, theoretical 
and practical, of military science of any in the army. But the 
profound wisdom and far-seeing sagacity of this choice of the 
commander-in-chief, were justified by the later career of this youth 
who had ·hardly passed his 25th birthday. Knox's cominission was 
dated November 7, 1775, but when it was issued the young colonel 
was on his way to Ticonderoga by way of New York City. With 
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the commission had gone a letter of instruction from the com
mander-in-chief, which is of sufficient interest to warrant reproduc
tion here in full. 

I nstructions for H enry Knox, Esq. 

You are immediately to examine into the state of the artillery 
of this army, and take an account of the cannon, mortars, shells, 
lead, and ammunition that are wanting. When you have done 
that you are to proceed in the most expeditious manner to New 
York, there to apply to the President of the Provincial Congress 
and learn of him whether Colonel Reed did anything or left any 
orders respecting these things, and get him to procure such of them 
as can possibly be had there. The president, if he can, will have 
them immediately sent hither; if he cannot, you must put them in 
a proper channel to be transported to this camp with despatch 
before you leave New York. After you have procured as many 
of these necessaries as you can there, you m1,1st go to Major
General Schuyler and get the remainder from Ticonderoga, Crown 
Point, or St. John; if it should be necessary, from Quebec, if in 
our hands. The want of them is so great that no trouble or expense 
must be spared to obtain them. I have wrote General Schuyler, 
he will give every necessary assistance, that they may be had and 
forwarded to this place with the utmost despatch. I have given 
you a warrant to the Paymaster General of the Continental Army 
for a thousand dollars, to defray the expense attending your 
journey and procuring these articles, an account of which you are 
to keep and render upon your return. 

Given under my hand at headquarters at Cambridge, this 16th 
day of November, Annoque Domini 1775. 

G. w ASHINGTON 

Endeavor to procure what flints you can. 

The regiment of artillery under Knox was made up of twelve 
companies, and totalled, when he took charge, 635 men. It proved 
a training corps for the later Continental Army. 

By this time the siege of Boston was as well organized as it 
could be without the trained engineers so much needed, and with
out fairly heavy siege guns. The lines of circumvallation were 
complete. The Continental Army numbered approximately 16,000 
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men, indifferently well equipped with muskets and bayonets, 
far less well with ammunition, practically not at all with cannon 
of large calibre. Unless such heavy guns could be secured, the 
siege must be prolonged indefinitely, or given up entirely. And the 
moral effect, sure to be produced if it were given up, would have 
been fatal to the patriots' cause. It may be added here that the 
British troops numbered approximately 11,000, well supplied with 
all the munitions of war but often pinched for food and fire wood, 
both of which the Continentals had in abundance. 

We cannot be certain that the thought of securing the Ticon
deroga cannon first sprang from Knox's fertile brain. The plan 
had doubtless occurred to many others but the execution seems to 
have been left for Knox to suggest and to carry out. The details 
of the capture of Ticonderoga are known to everybody. It was 
on the morning of May 10, 1775, that Ethan Allen and his four
score Green Mountain boys took the historic stronghold at day
break, a bloodless victory, in the name of the Great Jehovah and 
the Continental Congress. As a matter of fact the Continental 
Congress began its session at 10 in the morning of that day, and 
Allen certainly stretched a point in invoking its authority. The 
captured British garrison had been marched over to Hartford, 
prisoners of war, when perhaps no war existed, and the captured 
guns had lain unused in the fort. And there were many ardent 
patriots who felt, even now, that war was not inevitable, and that 
fort, cannon, and other munitions of war would yet be given back 
to King George. 

Howe, strongly entrenched in Boston, with Bunker Hill fortified, 
felt secure. "We are not under the least apprehension of an attack 
from the rebels," he wrote to England, "by surprise or otherwise." 
On the contrary he wished that they would attempt so rash a step, 
and quit their strong entrenchments, to which they might attribute 
their present safety. Apparently he was informed as to the patriots' 
lack of heavy guns; moreover the fact that no bombardment was 
attempted by the Continentals confirmed this information, and 
he might feel fairly certain, too, that they could not secure these 
needed heavy guns in the immediate future. But in this he reck
oned without the enterprise of the new colonel of artillery. 

Knox submitted his plan as to the Ticonderoga cannon to Wash
ington, who looked into it carefully. It appealed to him as of value, 
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and well worth a trial under the direction of the enthusiastic 
young chief of artillery. He therefore gave his approval. The 
undertaking was difficult and not without danger. It involved a 
journey of four hundred miles in the depth of winter, while snow 
and ice would render passable the rivers and lakes to be crossed, 
and the roads to be traversed through the wilderness. If open 
waters were encountered boats could be employed. The expense, 
according to Knox's estimate, would not be above $1,000. It did, 
as a matter of fact, amount to £520, s. 15, p. 8¾, two and one half 
times the estimate. 

There has come down to us a diary that Knox kept on the expedi
tion, in a small leather-bound book, taken probably from his stock 
in the bookstore in Cornhill. It is a brief diary, and pages here and 
there are missing, but it is a wonderfully realistic record of the 
venturesome undertaking. And its simple narrative stamps the 
young pioneer as a man fertile in expedients, sagacious, persevering, 
not to be deterred by any obstacle, no matter how large. I quote 
from the diary briefly: 

Nov. 20. Went from Worcester to go to New York, reached 
Western that night, 30 m. [Western was the old name of Warren.] 

Nov. 21. From Western to Hartford, 44 m. 
Nov. 22. From Hartford to New Haven, 40 m. 
Nov. 23. From New Haven to Fairfield, 28 m. 
Nov. 24. From Fairfield to Kingsbridge, 56 m. 
Nov. 25. From Kingsbridge to New York, 14 m. 
At New York Nov. 26, 27, 28. Left New York the Tuesday 

following and reached Croton's Ferry 29th, 14 m. 

Knox was very glad to leave New York, as he found it very 
expensive. From there he wrote to Washington, urging the estab
lishment in that city of a foundry for casting cannon. He left 
Croton's Ferry, and, travelling in stages of approximately forty 
miles a day, arrived in Albany December 1. He remained there 
a day or two, but on the 3rd he journeyed on, arriving at Fort 
George, near the head of Lake George on the 4th. On this last 
stage of the journey he had a curious and tragic experience. Seek
ing shelter overnight, in a poor cabin by the roadside, he shared 
his humble quarters with a British officer, who had been captured 
by the Americans under Montgomery, November 3, at St. John's, 
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-and who was then on his way to report, under parole, at Lancaster, 
Pa. This young British officer was Major John Andre. The young 
men were greatly taken with one another, and spent much of 
the night, in their rude quarters, conversing. They parted, the 
next morning, with mutual expressions of high regard, which were 
doubtless sincere. They were not to meet again for nearly five 
years. In October, 1780, John Andre was on trial for his life as 
a spy, and on the court martial sat Brigadier-General Henry Knox. 

On the 5th of December, Knox sailed down Lake George, which 
was not yet frozen, reaching Fort Ticonderoga late in the afternoon. 
On the 6th he was employed in getting the cannon out of the fort 
and onto a gondola, or gundaloe, as he calls it in the diary, in order 
to transport them to the bridge, and then to the landing place on 
Lake George: This work occupied him over the 7th and 8th. 
On the 9th the cannon were loaded into the scow that was to carry 
them up Lake George. This task was completed on that day by 
3 o'clock in the afternoon, and the scow started up the lake. Knox 
himself went on ahead in a smaller vessel, which he calls, in his 
diary, a "pettianger." But the scow was soon in trouble, running 
aground and being got off only with great difficulty. Delayed by 
this accident, Knox and his companions did not reach Sabbath 
Day Point, a third of their journey up the lake, until 9 o'clock in 
the evening. There they went ashore and warmed themselves by an 
exceedingly good fire, as he says in the diary, "taking up their 
quarters in a hut made by 'civil' Indians, who gave them venison 
roasted after their manner, which the weary travelers found 
very relishing." "The Indians and their ladies," says the diary, 
"retired to other huts." 

Day by day the diary tells of difficulties met and overcome. 
And, as we read it, we marvel that the young colonel of the artillery 
did not lose his courage and give up the undertaking. Washington 
had indeed written to General Philip Schuyler, who was at that 
time in Albany, urging him to render all possible assistance in 
Knox's undertaking. This Schuyler did. Even so, however, the 
snow, two or three feet deep, the bitter cold, the frequent thaws, 
and the thousand and one accidents on the way, would have 
discouraged and demoralized a man of weaker fibre. 

On December 17, Knox wrote Washington from Fort George: 
"I returned from this place on the 15th, and brought with me the 
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cannon, it being nearly the time that I computed it would take 
us to transport them here. It is not easy to conceive the difficulties 
we have had in getting them over the lake owing to the advanced 
season of the year, and contrary winds, but the danger is now past. 
Three days ago it was very uncertain whether we should have 
gotten them until next spring; but now, please .God, they must go. 
I have had made 42 exceedingly strong sleds, and have procured 81 
yoke of oxen to drag them as far as Springfield, where I shall get 
fresh cattle to carry them to camp. The route will be from here to 
Kinderhook, from thence to Great Barrington and down to Spring
field. I have sent for the sleds and teams to come here, and expect 
to begin to move them to Saratoga on Wednesday or Thursday 
next; trusting that between this and then we shall have a firm fall 
of snow, which will enable us to proceed further, and make the 
carriage easy. If that shall be the case, I hope, in sixteen or seven
teen days' time to present to your Excellency a noble train of 
artillery." 

This letter was written December 17. Many troubles yet inter
vened, however. There was delay in securing the sleds and oxen. 
At first it was believed that horses could do the work with ordinary 
sleds or sleighs. More than 100 horses were assembled, and a 
great number of sleighs, only to be discarded as unsuited to the 
strenuous work ahead. There was dispute as to the payment for 
the oxen. Not until January 4, then, did the first brass twenty-four
pounder arrive at Albany, and even then one of the heavier guns 
broke through the ice as it was being hauled across the river. It 
was fished out with the assistance of the good people of Albany, 
"in honor of whom," says Knox in the diary, "we christened her 
'The Albany.' " This was on January 8. Ultimately all the cannon 
and other supplies were transferred safely across the Hudson and 
began their slow journey through the wildernes$ to Cambridge, 
a strange procession, "such as," says one commentator, "that 
quiet country had never witnessed before and bas never witnessed 
since." 

From Albany, under date of J anuary 5, Knox wrote to Wash
ington: "I was in hopes that we should have been able to have 
bad the cannon at Cambridge by this time. The want of snow 
detained us some days, and now a cruel thaw binders from crossing 
Hudson River, which we are obliged to do four times froi:n Lake 
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George to this town. The first severe night will make the ice on 
the river sufficiently strong; till that happens the cannon and 
mortars must remain where they are. These inevitable delays 
pain me exceedingly, as my mind is fully sensible of the importance 
of the greatest expedition in the case. General Schuyler has been 
exceedingly assiduous in this matter. As to myself, my utmost 
endeavors have been, and still shall be used to forward them with 
the utmost despatch. 11 

With the cannon, mortars, and other material across the river 
and on their way overland to Cambridge, the route followed 
becomes of exceeding interest. It is here that the Commission 
authorized by the Massachusetts Legislature has done its valuable 
and devoted work. 

From Fort Ticonderoga, the route taken by the cannon had 
led to Fort George, thence to Albany, Kinderhook, Claverack, 
in New York, and across the line into Massachusetts. What is 
now this state was entered through the town of Egremont, near 
the present village of North Egremont. Much of the old road 
followed by Knox and his cannon has since been abandoned for 
another route of easier grade. But the road that Knox followed 
was a historic one. It had been an early trail used by the Indians; 
later, in King Philip's War, by their relentless foes, Major Talcott 
and his doughty men. Lord Amherst had followed it with his 
conquering army that was to make good the mistakes of Loudon 
and Abercrombie; and Burgoyne, with his defeated troops, had 
marched over part of that route, at least, on his way to Rutland 
and Cambridge, after Saratoga. From North Egremont the road 
lay into Great Barrington, but thence it struck off far to the south 
of the present-day routes to the west : the_Mohawk Trail, the Berk
shire Trail, Jacob 's Ladder. It went through towns little known 
today: Monterey, Otis, Blandford, at that time called Glasgow, 
Russell. It passed through Westfield, then Springfield, where new 
cattle were procured, and it went directly through Worcester and 
on to the camp at Cambridge. When Knox and his train reached 
Framingham, he was met by John Adams, who had been, and who 
always remained, his warm friend. Adams escorted the train to 
the camp. 

The earliest road from Boston to the settlements on the Con
necticut, and to Albany, passed to the south of Worcester, taking 
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in Grafton and Sutton, and ultimately reaching Hartford. This 
was the old Nipmuck Trail. The road to the west, by way of 
Worcester and the Brook.fields, was opened much later, probably 
about 1735. But there can be no doubt that Knox and his cannon 
passed directly through Worcester, up over Lincoln St., and so 
on to the camp of the Continentals at Cambridge. 

Many of the entries in Knox's diary are of interest. Jan. 10, 
he says: "Reached No. 1 after having climbed mountains from 
which we might have seen all the kingdoms of the earth." [No. 1 
was the old name of Tyringham.] 

Jan. 11. "Went 12 miles through the green woods to Blanford. 
It appeared to me almost a miracle that people with heavy loads 
should be able to get up and down such hills as are there with 
anything of heavy loads. At Blanford we overtook the first 
division who had tarried here until we came up, and refused to go 
any further on account that there was no snow five or six miles 
further, in which place was the tremendous Glasgow or Westfield 
mountain to go down. But after three hours of persuasion, I 
hiring two teams of oxen, they agreed to go." 

It was on the 24th of January that Knox, with his "noble train 
of artillery," arrived in camp at Cambridge. He was welcomed 
with wild jubilation, and some of the heavier guns were at once 
mounted in the fort at Lechmere's Point, in Cambridge, and in 
other positions. But most of them were held in reserve for that 
night in early March, when, under command of that stout old 
soldier, Artemas Ward, and under the immediate supervision of 
General Thomas, the 400 oxen, aided by the 2,000 men, ascended 
Dorchester Heights, threw up the fortifications, and mounted the 
remaining Ticonderoga cannon. Howe, in Boston, saw at a glance 
that his position was no longer tenable. The evacuation followed 
on the 17th, and the first great stroke of the Revolution was won. 

What did Knox bring down from Ticonderoga in the "noble 
train of artillery"? He has himself left the inventory, and it is 
an interesting one: 

There were 6 coehorns and 2 mortars of brass, of calibre ranging 
from 4½ to 8½ inches; in length from 1 ft. 4 in. to 2 ft., and in 
weight from 150 to 300 pounds. There were 6 mortars of iron, 
ranging from 6½ to 13 in. in calibre, from 1 ft. 10 in. to 3 ft. in 
length, and from 600 to 2,300 pounds in weight. There were also 
2 iron howitzers of 8 and 8¾ in. respectively, each 3 ft. 4 in. long. 
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Of the cannon, there were, of brass, eight 3-pounders, three 
6-pounders, one 18-pounder, and one 24-pounder, the calibre of 
these guns varying 3½ in. to 51½2 in. ; the length ranging from 3 ft. 
6 in., to 8 ft. 3 in., and the weight from 350 lbs. to 2,000 lbs. Of 
iron cannon there were six 6-pounders, four 9-pounders, ten 12-
pounders, and ten 18-pounders. In calibre these iron cannon 
ranged from 3½ in. to 5½ in., and in length from 8 ft. 4 in. to 11 
ft. In weight they ran from 2,500 to 4,000 lbs. The total of 
mortars, coehorns, and howitzers was, therefore, 16; of cannon, 
43. This array of artillery weighed 119,900 lbs., that is, nearly 
60 tons." With the guns Knox had brought one barrel of flints 
and 23 boxes of lead. 

Colonel Knox had given explicit directions as to transporting 
the artillery: "By all means," he says, "endeavor that the heavy 
cannon and mortars go off first. Let the touch holes and vents of 
all the mortars and cannon be turned downwards. The lead and 
flints are to come as far as Albany, which will serve to make up a 
load. Observe that 2 pairs of horses be put to between 2 and 3 
thousand weight, and 3 or 4 pair for 4,000 weight, and 4 span for 
those of 5,000 weight. The one span will take above 1,000 weight. 
They are to receive seven £ per ton for every 62 miles, or 12 shill
ings per day for each span of horses." 

The improvised navy of the colonies had, meanwhile, not been 
idle. With one of its vessels, the Lee, Captain Manley had captured 
the brigantine Nancy, bound from London to Boston. Her cargo 
included 2,000 muskets, 10,500 flints, 31 tons of musket shot, 
3,000 round shot for 12-pounders, and 4,000 for 6-pounders. There 
was, too, a fine brass mortar weighing 27,110 lbs. This was chris
tened "Congress" at a hilarious celebration in the Cambridge 
camp, General Israel Putnam drinking to its success in the struggle, 
and General Mifflin pronouncing a eulogy. 

The round shot, so opportunely supplied, were a bonanza to 
Knox, who now had the guns ready to use them. Ammunition, 
both powder and shot, was now coming to the Continentals in 
considerable quantities from Africa, from the West Indies, even 
from Europe. Large-calibre guns were difficult to obtain, however. 
But after the evacuation of Boston more than 250 pieces of fairly 
large calibre, left by the British, fell into the hands of the Ameri
cans. Some, to be sure, had been spiked, and others had had 
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their trunnions knocked off. But many of the trunnionless cannon 
were ingeniously mounted on wooden carriages and were thus made 
serviceable. Skillful gunsmiths, like Seth Pomeroy and his fellows, 
had little difficulty in unspiking the others and in putting them 
again into commission. 

As time wore on the artillery equipment of the Continental 
Army was steadily augmented. Many cannon, both field and siege, 
were captured from the British, as at St. John's, Canada, and with 
Burgoyne's Army at Saratoga. Then, too, foundries among the 
colonies were not inactive, one at Richmond, Va., adding many 
pieces of various calibre to the supply. And many of the small 
blast furnaces in New England and eastern New York, working 
on the poor bog-iron ore, produced thousands of round shot and 
shell of every calibre. Thus when the Continental Army marched 
down to invest Yorktown, in 1781, their artillery formed a striking 
contrast to what they had had at the investment of Boston six 
years before. At Yorktown the Americans had 12 brass cannon 
of the field variety, varying from 3- to 12-pounders, and three 
howitzers of 5½ in. calibre, all with carriages and implements 
complete, and with 200 rounds to each piece. For siege purposes 
they had three 24-pounders arid twenty 18-pounders of iron, also 
21 brass mortars and howitzers, in calibre ranging from 5½ to 10 
in. Their guns totalled, therefore, 59, completely equipped. 
And they were served by artillerymen under Knox, as able and 
as skilled as any in the army of Cornwallis. In addition to the 
American train of artillery, the French, their allies, had, before 
Yorktown, 32 field-pieces, 20 heavy siege guns, and 20 mortars 
and howitzers, all properly equipped. It was this splendid artillery 
force that sealed the doom of the British, in spite of their strong 
fortifications, just as surely as the Ticonderoga cannon drove 
Howe from Boston. 

In accordance with the recommendation of the Commission, 
markers have been placed in each town through which Knox and the 
cannon passed, thus indicating the route that he took. This route, 
in the western part of the state, has been called the "General Knox 
Highway." The towns thus designated are as follows: Egremont, 
Great Barrington, Monterey, Otis, Blandford, Russell, Westfield, 
West Springfield, Springfield, Wilbraham, Palmer, Warren, Brook
field, Spencer, Leicester, Worcester, Shrewsbury, Northborough, 
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Southborough, Marlborough, Framingham, Sudbury, Weston, 
Waltham, Watertown, Cambridge. A marker has also been placed, 
in accordance with the recommendation of the Commission, at 
the point where the old road crossed the present Massachusetts
New York line. Similar action on the part of New York State 
has provided a series of markers in that state to Fort Ticonderoga 
itself. The number of markers recommended and placed under 
the direction of the Massachusetts Commission is twenty-seven. 
Most of these have already been dedicated with appropriate 
ceremonies. In Worcester the dedication took place July 4, 1927, 
the exercises being under the direction of the Worcester Historical 
Society. The lettering on each marker, now fairly familiar, is of 
such size as to be readily read by travelers as they pass by. The 
inscription reads as follows: 

Through this town 
passed 

General Henry Knox 
in the 

Winter of 1775-1776 
to deliver to 

General George Washington 
at Cambridge 

The Train of Artillery 
from Fort Ticonderoga 

and to force the British Army to evacuate Boston. 
(Erected by Commonwealth of Massachusetts, 1926.) 

Above this inscription on the granite monument is a bronze 
relief, showing a cannon being transported on a sledge drawn by 
a yoke of oxen, under the guidance of a driver, a Continental 
soldier as guard walking in the background. 

Thus is offered, somewhat tardily, a slight testimonial to a son 
of Massachusetts who showed claims to real greatness. 

The achievement of the Ticonderoga cannon stamped the young 
man as possessed of boldness, enterprise, fertility of resource, 
genius. His later career emphasized all these qualities. A warm 
friend, even an intimate of the great Washington, his ardent 
supporter in every plan and undertaking, he served with his chief 
before Boston, at Long Island, at Trenton and Monmouth and 
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Princeton; at Brandywine and Germantown; at Yorktown. At 
Trenton his powerful voice made itself heard above the roar of 
the river and the crash of the floating ice cakes in the Delaware, 
and contributed in no small degree, as did his skillfully worked 
cannon, to the demoralization and overwhelming defeat of the 
Hessians. At Monmouth his batteries helped rectify Lee's trai
torous action and bring victory instead of defeat. At Yorktown 
his engineering skill and his carefully drilled veteran artillerymen 
met the best that Cornwallis could offer and spelled defeat for that 
commander and victory for the cause of the colonists. 

The war of the Revolution and those times tried men's souls. 
But they produced heroes whom we of a later generation delight 
to honor: Washington, Ward, Putnam, Greene, Stark, and their 
fellows. None, however, deserve higher honor or a more enduring 
memorial than Washington's youthful Chief of Artillery, Henry 
Knox, engineer, fertile in expedient, resourceful, brave, skillful ; 
whose exploit with the Ticonderoga cannon stands out today as 
marking the beginning of that later career in the Revolution so 
useful and so glorious. 

ZELOTES w. COOMBS 



TRAIL AND PIKE 

A Study in Highway Development 

Like us moderns, the original inhabitants of the ground we 
glide over so comfortably in auto or train or trolley were also 
indefatigable travelers. Travel was almost the Indian's occupation 
in life. He was always preparing for a hurry call on what for him ,,. 
was urgent business. To go where gravity would drop into his • 
mouth the necessary food with such aid as rude hunting oi fishing 
gear could give, this was to a good extent his trade. We fall to 
thinking sometimes that we Yankees originated the idea of bust-
ling, hustling, migratory existence. From seacoast to inland resort, 
from shore to mountain lake or forest inn, so it is the fashion to 
seek what seems to us desirable for our best happiness and health. 
But so did the Indians. At stated seasons they migrated seaward 
or countryward according as nature provided for human appetite 
by beach or salt marsh or salmon falls or open upland meadow. 

Hubbard's "History of New England," 1679, quaintly describes 
this from actual observation. "Every noated place of fishing and 
hunting was usually a distinct seigniory, and thither all theire 
friends and allyes of the neighboring provinces used to resort in 
the time of yeare to attend those seasons, partly for recreation, 
and partly to make provision for the yeare. . and then 
those who had entertained theire neighbors by the sea side expected 
the like kindness from them againe, up higher in the country. 

. With such kinde of entercourse were their affayres and 
commerce carried on between those that lived up in the country, 
and those that were seated on the sea coast." 

For the comfortable accomplishment of these periodic journeys, 
as well as for the making of those other excursions which we perhaps 
unjustly think of as most truly typical of Indian life, when war, 
not food or social intercourse, was the object, routes and roads 
were more than desirable. So the primitive travelers up hill and 
down dale, over, around, through, across this Nipmuck Country 
we call ours, had their trails, which served their simple purpose 
very well. And they would have continued thus to serve men's 
purpose here all down the centuries, if what we call "civilization" 
had not come in to upset the quiet and the calm (and inefficiency) 
of Nipmuck Land. 



22 TRAIL AND PIKE 

But under the impelling force of advancing ideas and appetite 
working together, the Indian trail was transformed into every 
man's turnpike and post road; and now, in turn, straggling turn
pike and post road are being supplemented by the network of 
iron rails and hard, smooth automobile highways, so that we almost 
forget to think of the first surveyors of our present wonderful 
system of state and town thoroughfares. 

In the long story of the evolution of civilization out of savagery 
through barbarism, there have been various epoch-making forward 
steps. When the simple club gave way to the two-piece weapon, 
like sling and stone, mortar and pestle, bow and arrow; when 
pottery came in to improve domestic conditions; when the first 
wild beast was domesticated; when the wild nomadic adventurer 
assumed' the more stable existence on the ranch; when stone 
implement gave place to bronze, or bronze to steel; when wealth 
consisting merely in an open mouth, a ripening fruit, and the 
beneficient force of gravity to bring fruit and mouth into relation 
with each other, was replaced by a sense of ownership of material 
things; when sense of ownership of material things widened into 
a sense of wealth in things of the mind and heart-all these are 
way marks on the long journey of the human race out of darkness 
into what up to date is called the light of civilization. 

But is not much of all this incomprehensible advance included 
· in, or at least suggested by, the transition from trail to turnpike? 

The trail stands for simple foot power as a means of communica
tion, unaided by mechanical device, unhampered by utensils or 
superfluous clothing, unencumbered by acquired tastes or trouble
some wants. The turnpike stands for much that free human inter
course suggests: an easier exchange of commodities and ideas and 
experiences and money and expressions of human interest, good
will and aspiration. "The story of these various highways," says 
Hulbert, "their building and their fortune, is the story of the 
people who have inhabited and who do now inhabit the land. The 
study of them is an important story; it has already been too long 
neglected" (p. 152 of Vol. 2 of Hulbert's "Historic Highways"). 
Next in importance after providing for the institutions of religion 
came, in the opinion of our New England ancestors, the construc
tion of suitable roads. 

The routes of the aboriginal travelers over these hills of ours and 
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along the river valleys are fast becoming even less than a tradition. 
Iron tires and steel plow shares, farm and road-making machinery, 
have wholly obliterated those narrow paths worn deep by mocca
sined feet. Before it is quite too late we should hasten to rescue 
the last memory of those routes along which, under very different 
conditions three centuries ago, went men and women, boys and 
girls, weary, homesick, overburdened,-or buoyant, forward
looking, as we,-unhampered by modern excess of luggage. But 
what does it matter whether one's belongings consist of a dozen 
trunks safely checked in the baggage car or whether they consist 
of a good digestion, a sure foot, a contented disposition, and a vision 
of a happy hunting ground farther on? 

Even the "Old Bay Path" is more or less a matter of conjecture. 
Still, we know well enough its general course: leaving Shawmut 
(Boston) by ford or ferry across Charles River to Cambridge, it 
rambled along through what we now know as Waltham and Weston; 
then skirting Lake Cochituate on its northerly shore, it crossed 
the easterly part of Framingham; then, according to Judge Estey's 
study, touching Sherborn, it traversed Hopkinton, Grafton, Sutton, 
Oxford, Charlton, Sturbridge, Brimfield, and so on to Agawam 
by the Connecticut River. Such was one of the oldest known 
thoroughfares of the Continent. Adopted by the earliest European 
settlers as theirs, and called by them the Old Connecticut Path, it 
was the only great New England route to the westward for many 
years. Then, later, better grades were found over a northern 
course through Marlboro, Lancaster (as it then was), and Brook
field. This newer route joined the Bay Path near West Brimfield, 
and was known as the New Connecticut Path. This, as a thorough
fare, was in turn developed, about 1673, into the old historic way 
still familiar through Shrewsbury and Worcester, and so on to 
the westward. 

We need not recall the language of J. G. Holland in his "Bay 
Path," in order to imagine the pathos of primitive travel along this 
early wilderness trail-all the suspense, the homesickness, the 
physical weariness and pain, the dread, despair, wonderment, 
hope for the unknown future, yearning for free space for a more 
abundant life, shrinking from the toil of pioneer existence when 
the end of the journey should come and actual home making 
should begin; all the adventure of travel over the unexplored, 
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untried hundred miles of wilderness between the new inland 
settlement by the river and the only slightly older one by the 
three hills on the Bay. Over it came William Pyncheon and his 
associates in the spring of 1636, from Roxbury, after having sent 
their goods in Governor Winthrop's boat far about by water, to 
establish what was to be Springfield. Over it also there probably 
journeyed the group of hardy Dedhamites who were to be the 
founders of old Deerfield in 1670, and to suffer and die there too 
at Bloody Brook and after. And in 1686, we may think of the 
Huguenots as traveling over the same path, whose experiences 
have brought added pathos to the local history of Oxford. 

Other highways the Indians had, some far more important than 
the Old Connecticut Path, though that was the most important 
in all New England. There was the trail leading from Narragansett 
Land to fishing and hunting grounds far up the streams. There 
were the long routes off into the Iroquois territory and beyond. 
And there were the trails over the Alleghenies from Pennsylvania 
and Virginia and the Carolinas. The first of these, from eastern 
Pennsylvania into the Ohio Valley, is doubly historic, because 
Braddock adopted it as the route for his fatally famous expedition 
to Fort Duquesne. Many towns have their legends of Indian 
trails and the adventures thereon. The again popular Mohawk 
Trail over Hoosac Mountain from Charlemont to North Adams 
is a part of this great prehistoric system. 

The narrow tracks where Indians in single file trod in one 
another's footsteps widened to bridle paths, and these to rough 
roads for carts and sleds and chaises and stage coaches, and later 
for bicycles and automobiles. On these old lines of communication, 
more or less modified, the whole story of human intercourse has 
worked itself out, till the fom corners of the world are bound 
together in one common struggle over the exchange of products 
of hand or brain for dollars or ideas. Marcus Whitman's memorable 
struggle to cross the Rocky Mountains with his wagon into the 
great Northwest typifies it all. Progress of every sort follows the 
pioneer work of the road makers. 

Perhaps the recent awakening interest in matters of local history 
and the recognition of its value as a means for adequate knowledge 
of the present may result in the better preservation of the facts 
concerning the old Indian routes and in the rescue from utter 
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oblivion of the invaluable traditions connected with primitive 
human intercourse throughout the Atlantic states. Certainly 
here in New England all organizations with any regard for the 
past (which means any intelligent respect for the present), should 
cooperate to preserve and record such data as may yet be available 
as an important and perhaps controlling element in the history 
to be worked out in the multiplex future. 

Where ran the Nipmuck Trail, mentioned in early histories of 
Mendon? Was it possibly a continuation of that traditional path 
from Bogistow Pond to Wennakeening Pond in Holliston? What 
memories have survived of trails connecting Quinsigamond Pond 
with the seacoast to the eastward? When the New Connecticut 
Path was established, in 1649, did it follow some Red Men's trail? 
In the vVest the Indians took advantage of buffalo trails, straight 
and hoof-hardened; was there any such previous layout for the 
Indian thoroughfares in this Nipmuck Land? From water to 
water, it is said, ran the aboriginal routes. Just where, then, 
ran the connection between Quinsigamond and Chaumungagun
gimaug to the southward'? Questions like these we would like to 
put indefinitely to those who have in their day been so untiring 
in preparing the ground which forms stable footing for us, just as 
we in our turn are building better and better high ways for those 
who shall come after us. 

Indian trails, as already said, were narrow and often obscure. 
They disregarded grades, and usually followed ridges or high 
ground, because drained in wet weather, snow-swept in winter, 
less overgrown with underbrush, and always commanding wide 
view of earth and sky. Indian trails were never widened or other
wise improved, though they were often varied in their course 
when conditions of the ground required. Just this primitive 
fixedness suggests a leading feature of the transition from trail to 
turnpike. The White Man quickly learned by experience how to 
find the easier grade, how to blaze his path for the benefit of others 
who might travel the same way, how to lay down logs and make 
himself corduroy roads over muddy spots, how to make travel 
easier and happier from generation to generation, how to make 
himself better and better vehicles and to adapt the roads to them. 
This power to improve conditions quickly, through observation 
and experience, is itself a chief mark of civilization; that stolid 
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conservatism, inability to learn to pass on to the next generation 
a better social order than the past has known, is a mark of the 
lower stages of development. 

But the evolution of the colonial roads was necessarily slow. As 
early as 1639, six years after the first white men made the venture
some journey over the Old Connecticut Path to Agawam, the 
General Court of Massachusetts Bay Colony took action with 
reference to better traveling conditions. On November 5 of that 
year, recognizing that the routes were sometimes "too straite and 
in other places travellers are forced to go farr about," it was ordered 
that all roads should be definitely laid out. Note this passage from 
the order of the General Court: "Every town shall choose two 
or three men who shall joyne with two or three of the next town 
and they shall have power to lay out ways where most convenient 
notwithstanding any man's property or any corne ground so as 
it not occasion the puling down of any man's house or laying 
open any garden or orchard and in comon ground or where the 
soyle is wet or mirye they shall lay out the ways the wider as 6 or 
8 or 10 rods or more in comon ground." . . "Each town to 
make reasonable satisfaction." 

About two years later, a bridge was built over the Charles to 
Cambridge, in preparation for the New Connecticut Path, already 
alluded to, which, in 1649, was laid out through Lancaster, Brook
field, and so on to Albany. This was the regular route westward 
until, in 1673, the more direct route, still in use, was opened. 
Connection with Dedham and so on to Providence was had over 
the Mill Dam between Boston and what is now Brookline, but for 
many years-till 1786-the only approach to Charlestown and so 
to the very important early road along the North Shore to Ports
mouth-the Old Bay Road-was by ferry. The construction of 
the Charlestown bridge was to be left, then, till after the Revolution. 
This may seem slow progress, but a writer in World's Work for 
October, 1912, reminds us that "Streets of New York were not 
laid out and paved to any appreciable extent until 1750," and 
in Philadelphia "up to 1840, or thereabouts, goats and pigs wan
dered at will about the public streets, and acted as scavengers." 
Senator Beveridge's "John Marshall," Chapter VII, gives an 
interesting description of traveling conditions at the time of the 
adoption of the Constitution. 
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With such meager provision for inland travel, the carrying of 
mails was a difficult matter, as well as an expensive one. At first 
letters were forwarded through the chance journeys of villagers 
to town or through the more or less regular trips of tradespeople 
back and forth. The word "present," which looked so quaint and 
mysterious on old letters of perhaps seventy-five years ago, was 
practically a sort of recognition of the gratuitous courtesy of such 
unofficial messengers who undertook to see the precious missive 
into the hands of the designated person. And the missive was 
precious. Paper, which had long been known in China and the 
East, was brought into England and Western Europe only in time 
for the first printing press, late in the fifteenth century, but paper 
was not made in England till very late in the seventeenth century. 
So material for letter writing had to be doubly imported in the 
early colonies, first into the mother country from Holland, perhaps, 
and then across the Atlantic. The postage also was no small 
item, and the chance of loss by the way was considerable. In 
view of the slowness and the cost of travel, it is no wonder that 
as late as about one hundred years ago postage was at the rate of 
eight cents for forty miles of distance, twenty cents for five hundred 
miles, and other distances in proportion. Magazines and pamphlets 
cost one cent a sheet for not over fifty miles. The Great American 
Mail Route from Portsmouth, N . H. to Williamsburg, Va., was 
established in 1693, with weekly service till 1780. The route from 
Boston lay through Roxbury and Dedham, and so on to Bristol 
and Newport. At Saybrook, Conn., the rider from Boston met 
the rider from New York, and each returned after exchanging 
pouches. A postal route to New York by way of Springfield 
was attempted in 1714, but it did not pay, and was soon abandoned. 
Across the Atlantic private correspondence went by private vessels, 
but in 1702 there were royal mail packets between Falmouth, 
England, and the West Indies. After Braddock's defeat King 
George established mail service to New York, which continued 
monthly till 1840, with shilling postage down to two generations 
ago. In 1772, every Monday, the Brown stage wagons left Hartford, 
one for Boston and one for New York, arriving at each destination 
Wednesday night. They returned between Thursday and Saturday. 

Dr. Griffis claims that the Dutch taught the colonists of New 
England the use of sleds in winter. The Indians traveled little 
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during the winter season; the trails were too difficult. But for 
the Europeans winter afforded special opportunity for heavy 
freighting. Transportation by sled was far easier than by wheels 
over the primitive roads. Winter is still the harvest time for 
woodsmen, and among the early settlers the products of the forests 
were a very important crop. Intercourse by sled stands as a 
middle stage in the development of the coach road out of the 
bridle path. For sledding purposes no specially prepared roadway 
was neceRsary. Sled roads were not always definite tracks. They 
straggled about as they found suitable depth of snow, and the 
frozen surface of a lake or stream was as great a resource as to the 
aborigines was an opportunity to rest their legs in a bark canoe. 

What we now regard as the hardships and difficulties of early 
travel were by no means peculiar to the new civilization on this 
side of the ocean. Conditions were much the same in England. 
Writing of the times of Lady Jane Grey, only about seventy years 
earlier than the landing of the Pilgrims, Davey, in "The Nine Days' 
Queen," says, "Carriages were but little used as yet, and people 
of quality had to journey from place to place on horseback, the 
elderly ladies being provided with the quaintest but most incon
venient and perilous of side saddles, while the young girls and 
children rode pillion in front of or behind their nearest male relatives 
or some trusty yeoman." As late as 1739, it is said, there were 
no turnpikes beyond one hundred miles out of London. 

Pioneer roads advanced slowly year by year out from the coast 
towns, but once started they could not stop at the bridle-path or 
the sled-road stage. The transition from trail to true road began 
when wheeled vehicles were introduced. Before the Revolution 
wagons and carts had become common, and the village wheelwright 
was an important member of the community. At first "mud 
week" must have been looked forward to with something like 
dread by the dwellers along our primitive roads. Hulbert almost, 
but not quite, suggests that the typical Yankee is tall and slim 
because his legs got so stretched by constantly drawing them in 
and out of the New England mud. In the earlier years little 
attempt could be made to improve the road bed, but wheels could 
not follow the grades of trail and bridle path up and down the 
steep slopes, so the first thing to learn was that the bail of a bucket 
is no longer when lying flat than when set upright-that a curved 
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road is no longer to travel when laid out around a hill than when 
laid out over its top. The coming in of the stage coach, with 
thorough-brace springs, with some degree of shelter against storm 
and cold, with provision for light luggage, with arrangement for 
relays of horses, certainly marks an epoch in the development of 
transportation, even if Dickens and Greeley and many other 
travelers have left behind them ludicrous stories of the difficulties 
and hardships in even the advanced stage-coach period. The first 
stage wagon, not to say coach, began making regular trips out 
of Boston in 1720. "The Portsmouth Flying Stage Coach" 
accommodated six passengers inside, and the fare to Portsmouth 
was 13 shillings 6 pence. 

By the middle of the century regular stage trips out of Boston 
were a fully established institution. The lower post road to New 
York was in full swing by 1737; the Middle Route, through Med
field, Bellingham etc., in 1759; the Upper Route, through Marl
borough and Worcester, in 1764. In 1783, October 20, on a Monday 
morning, Captain Levi Pease inaugurated, at the rate of four pence 
a mile, his efficient stage service to New York by way of Shrewsbury, 
Worcester, Springfield and Hartford. In 1814 these coaches started 
daily from Boston, making the trip in two days, with a short rest 
in Hartford. In 1815 connection was established at New Haven 
with a steamboat for New York. At the end of the stage-coach 
period, Jenkins says there were six lines and eighteen regular • 
coaches between Boston and Springfield. 

The years immediately following the close of the Revolution 
were stirring times in the history of transportation both in Old 
England and in New. In 1784 Watt's steam engine appeared, 
and Watt himself suggested its possible use for drawing vehicles 
upon the highway. Two years later, 1786, Symington's model of 
a steam stage coach was exhibited in England. That same year 
Pennsylvania and Maryland granted exclusive permits to Oliver 
Evans to run steam wagons in those states. Eleven years later, 
1798, Trevithick, in London, ran the first successful steam carriage, 
thus anticipating the Stanley steamer by a hundred years. In 
1828 Gurney's steam carriage ran successfully from Edinborough 
to Glasgow for four months, until prejudice and hyperconservatism 
drove it into retirement. The further usefulness of the railway was 
then postponed for a generation. These facts I have taken from 
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the article, "Steam-Coach Days," in Scribner's Magazine for 
February, 1913. 

Certainly a very definite way-mark, in the development of 
travel was passed when the building of incorporated turnpikes 
began. Much attention was given to improved road bed, but, 
strange to say, the pikes were laid out with reference to direction 
far more than to grade. Public money could not, as now for state 
roads, be appropriated yet for such public improvements, so it 
was necessary to organize private capital for the purpose, and the 
incorporation of highways was instituted, with the proceeds from 
the sale of capital stock applied to cost of construction, and the 
prospective revenue from toll-gate receipts to be paid as dividends 
on the capital stock. The first piece of turnpike in America was 
begun in 1785 between Alexandria and the lower Shenandoah 
Valley. The first Massachusetts turnpike was incorporated in 
1796, to be built between Warren ( then known as Western) and 
Palmer. Among its incorporators were such well-known Worcester 
names as Dwight Foster, Levi Lincoln, Nathaniel Paine. In that 
same year, 1796, a petition for the incorporation of the Blackstone 
Canal was filed, and also a petition for the incorporation of a 
"navigable Canal from the Great Pond in the Town of Worcester 
to Boston." The latter was never built. The former sent its 
first boat through to Worcester in October, 1828. 

During the ten years after 1796 forty-one other turnpikes were 
incorporated within the state of Massachusetts. This was a long 
step forward in the science of engineering in America-this move
ment to survey carefully and to grade and lay down a road bed 
with some attempt at scientific construction. It was also a long 
step forward in finance-this offer of turnpike stock as a profitable 
investment. No wonder it at once became a rather popular form 
of financial venture among the forward-looking, forehanded New 
Englanders of the beginning of the last century. 

The sixth of the forty-two Massachusetts turnpike corporations 
was that to build a road from Amherst to Shrewsbury, in 1799. 
Amherst was already a town of some importance even three
quarters of a century before the founding of the college, and its 
tavern had been a popular road house for over a half century before 
the opening of this incorporated highway. The Old Bay Road 
through Hadley to Boston had been a traveled route since 1674. As 
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a thoroughfare to Albany it rivaled the route through Springfield. 
For communication between Boston and the region of Lake Champ
lain, by way of Deerfield (the Mohawk Trail), it became the natural 
course after it was c;lefinitely surveyed by town authorities in 1732. 
The first cart bridge over Fort River, on the line of this Bay Road, 
was built by vote of the town of Hadley in 1675. Wheels and 
runners seem to have passed over it about 1692. The captive 
remnant of Burgoyne's army was marched over the westerly section 
of it, on the way to Northampton after the Battle of Saratoga. 

So then, till after 1675, the settlers of Northampton and Amherst 
and all that rich Upper Connecticut Valley section reached the 
capital of their colony by going down the river road perhaps as 
far as Springfield, over the same route as the pioneer settlers of 
Deerfield followed, and then by the Connecticut Path eastward. 
From that date, however, Amherst lay on a traveled route between 
Boston and Albany and between Boston and Lake Champlain; 
but something better was needed, and now, in 1799, through 
Pelham, Greenwich, Hardwick, New Braintree, Holden, and the 
northerly part of Worcester, connection was to be made at Shrews
bury with the historic route over which Captain Pease's coaches 
were and had been running for thirteen years to and from Boston 
and New York. 

The by-laws of this early financial enterprise are rather interesting 
reading. Section 1 deals with details of construction and manage
ment: "the road should be not less than eighteen feet wide; there 
should be five toll-gates; four-wheeled coaches drawn by two 
horses should pay 25 cents toll, with an additional 4 cents for each 
additional horse; an ox or horse cart should pay 12½ cents, with 
the addition of 3 cents for each added horse or ox; every curricle, 
16 cents; a chaise or other one horse carriage, 12½ cents; a man 
and horse, 5 cents; a two-horse sled or sleigh, 9 cents, with an added 
3 cents for each additional horse or ox; a one-horse sled or sleigh, 
6 cents; large animals led or driven, 1 cent each; sheep and swine, 
3 cents a dozen." 

Section 2 relates to securing and holding the land, etc. Section 
3 has to do with duties and responsibilities of gate keepers. Sec
tion 4 deals with the management of toll gates, fines for breaking 
them down, etc. Toll was not to be taken for passage to and from 
public worship, or to and from regular labor, or to and from mill, 
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and for passage upon family concerns within the limits of the 
town. Section 5 relates to the shares of the corporation; there 
were 1,020 shares, with a par value of $25. Section 6 relates to 
the first meeting of the corporation; and those following, to matters 
of less present interest. Section 10 provides for dissolving the 
corporation by law whenever the income from tolls should have 
paid costs of construction and interest thereon at 12 per cent. 
Thereafter the road was to become the property of the Common
wealth. The by-laws provide for dividends twice a year and for 
bonds of gatekeepers. No one shareholder might for self or by 
proxy vote on more than one-fourth part of the total shares. 

The Middle Road to Hartford from Boston, already a thorough
fare and stage route for half a century, was incorporated and 
built as a turnpike in 1806. Stock was at first sold at fifty dollars 
a share, and we can imagine the local bulls and bears watching the 
stock quotations in the Farmers' Almanac or some other equally 
frequent periodical, when, a little later on, the stock fell from its 
par value down to ten dollars, and finally became quite worthless 
when railways came in to usurp the profits of the pikes as a popular 
investment. 

On this subject of old post and stage routes, of course the Thomas 
Almanacs of a hundred years ago furnish interesting information. 
For instance, the Almanac for 1807 proudly announces that over 
the Middle Road between Boston and Hartford, just finished as 
a turnpike, "a new line of stages" starts every Monday, Wednesday, 
and Friday morning at 5 o'clock, and arrives at Hartford the next 
day at 10 o'clock in the morning, a distance of less than one hundred 
miles. For the other and rival route, the Great Road by way of 
Worcester and Springfield, the New Connecticut Path of 1673, 
the Almanac of 1809 makes this proud announcement concerning 
the New York mail coach: It "sets off from Daggett's Inn every 
Tuesday, Thursday, and Saturday at 3 o'clock, a. m., arrives 
at Worcester at 11 a. m., Brookfield 2 p. m., Springfield 10 p. m. 
the same day, and arrives in New York the next day at 10 o'clock 
a. m. Note: Six dollars paid at Daggett's Inn will entitle to a 
seat from Boston to Hartford." Two full days and four hours for 
a journey from Boston to New York-a journey that we of the 
third generation later make almost within the "four hours," and 
so save the two days for a run on to Chicago and back. 
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Very much has been said and written about the friendliness and 
the romance of stage-coach and tavern days-an invaluable 
contribution to the literature of history. With the opening of 
the Western Railroad across the length of Massachusetts, in 
1841, all this romance began to disappear. My purpose has been 
a modest and unpoetic one. I have wished just to glance over the 
portion of the history of transportation embraced within the 
narrow limits of road development during the transition from Indian 
trail to turnpike. No less than in more recent continent-wide and 
complicated undertakings, I fancy these earlier adventurers upon 
new fields of science and finance felt the thrill of original exploit 
and enterprise. They too were hazarding property and reputation 
upon fresh ventures in public service. They were building high
ways for the future. They too were doing more than building 
roads for travel and transportation when they prepared better 
ground for foot or runner or tire. They too were doing their part 
in bringing men and races together for the friendly and peaceful 
exercise of trade. They too were opening avenues for the inter
change of something better than dollars and goods; they were 
engineering highways for the more prompt and complete inter
change of thought and sympathy and aspiration. Road building 
is a high calling. 

You recall, perhaps, the passage in Macaulay's, Chapter 3, of 
his "History": "Every improvement of the means of locomotion 
benefits mankind morally and intellectually as well as materially, 
and facilitates not only the interchange of the various productions 
of nature and art, but tends to remove national and provincial 
antipathies, and to bind together all branches of the great human 
family." I began my paper with the thought of civilization as 
quite largely suggested in the history of road making of one sort 
or another. But roads are more than just so much ground set apart 
for public travel. How much is packed into three sentences of 
Horace Bushnell: "If you wish to know whether society is stagnant, 
learning scholastic, religion a dead formality, you may learn 
something by going into universities and libraries; something also 
by the work that is doing on cathedrals and churches, or in them; 
but quite as much by looking at the roads. For if there is any 
motion in society, the Road, which is the symbol of motion, will 
indicate the fact. When there is activity, or enlargement, or a 
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liberalizing spirit of any kind, then there is intercourse and travel, 
and these require roads. Nothing makes an inroad 
without making a road. All creative action, whether in govern
ment, industry, thought, or religion, creates roads." 

So I was right in speaking of roads as a sign of civilization. 
Observe the roads a community builds and you may know the 
quality of the civilization there. There are many kinds of roads. 
The buffaloes were excellent road makers, of a sort: they did 
excellent pioneer work both as surveyors and as road-way builders, 
and Indians and white men alike profited by their intelligence. 
There are roads for hoof and for moccasined foot. There are roads 
for broad iron tires and for narrow, and for rubber tires as well. 
There are roads for heavy and for light traffic in commodities. 
But most important is the fact that there are roads for the traffic 
in those imponderable things we call ideas, and for this traffic 
the material road way is but a means to an end. To "make straight 
in the desert a highway" for thought and aspiration and widening 
wisdom is the real, though often unrecognized, goal of all engineer
ing. Macadamized or tarvia or cement road bed is the symbol of 
the "highway for our God," over which the helpful messages from 
nation to nation, and from generation to generation, may be borne
over which true enlightenment, high purpose, a widening human 
sympathy, a clearer sense of beauty, a keener sense of justice, may 
travel. Have you read "Christopher Hibbault, Road Maker," 
by Marguerite Bryant? There is true philosophy in the passage, 
p. 139, where the young hero of the story declares his purpose in 
life: "I want to be a Road-maker. To make high roads,-not in 
towns, but across countries. Roads that will be easy to travel on 
and will last" " a good vision" "a picture 
of countless toiling human beings travelling on his roads all down 
the coming ages, knowing them for good roads, and praising the 
maker." "We are all of us Road-makers of one kind 
or another," went on Mr. Aston meditatively, "making the way 
rougher or smoother for those who come after us. Happy if we 
only succeed in rolling in a few of the stones that hurt our own 
feet." 

u. w ALDO CUTLER 
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ELLERY BICKNELL CRANE 

Ellery Bicknell Crane, son of Robert Prudden and Almira Crane, 
was born in Colebrook, N. H., November 12, 1836. Soon after the 
birth of his son, the father moved to Beloit, Wisconsin, the mother 
and child following shortly afterward. They made their home in 
Beloit until 1860, and then the young man went to California. He 
had received his education in Beloit. He spent nearly two years on 

· the Pacific Coast, returning to New York in 1862 by: way of the 
Panama route, going then to Boston, and ultimately to Worcester. 
He located in Worcester in 1867, and spent the remainder of his life 
in that city. He conducted a lumber business, first on Madison 
Street, later on Shrewsbury Street. In July, 1900, a fire destroyed 
the lumber yard on Shrewsbury Street, and thereafter Mr. Crane 
gave up active business. 

Always profoundly interested in historical and genealogical 
research, Mr. Crane was a charter member of the Worcester Society 
of Antiquity, later the Worcester Historical Society. He served 
as its Vice-President in 1880, as its President from 1881 to 1892 
inclusive, and again from 1900 to 1902. He was made Librarian in 
1903 and filled this position until 1920, when he was elected Li
brarian Emeritus, and he held this title at the time of his death, 
July 4, 1925. 

Mr. Crane published many papers on historical and genealogical 
subjects, also several far more pretentious works including "The 
Rawson Family Memorial," and "The Crane Family," the latter 
in two volumes. He also served as Supervising Editor of the mon
umental "Historic Homes and Institutions" and "Genealogical and 
Personal Memories of Worcester County." 

A Republican in politics, Mr. Crane served in both branches of 
the city government and in both houses of the State Legislature. 
He was a member of many organizations in city, state and nation, 
and held numerous positions of trust and honor. 

Mr. Crane married, in 1859, Miss Salona A. Rawson, daughter 
of George and Lois Aldrich Rawson. One son, Morton Rawson 
Crane, survives the parents. 

The Society of Antiquity, the present Worcester Historical So
ciety, has owed much to its founders and early friends and helpers. 
To none has it owed more than to Ellery Bicknell Crane, who worked 
ceaselessly for its prosperity and success, and who gave freely and 
ungrudgingly of his time, his money, and his energy, in it(behalf. 

ZELOTES w. COOMBS 



ADELINE MAY 

Miss Adeline May, for many years an officer as well as a member 
of this Society, whose meetings she regularly attended until the 
infirmities of age prevented, died on the 18th of June, 1918, at her 
home in Leicester. 

Miss May was born in Leicester on the 4th day of September, 
1836, and was the daughter of the Rev. Samuel and Sarah Russell 
May. Her father, in 1833, shortly after graduating from the Theo
logical Seminary, preached in the then recently organized Unitarian 
Church in Leicester and was called to be its pastor in the following 
year, remaining until 1846, when he resigned. The recipient of the 
not over generous salary of $600 a year, he had voluntarily cut it 
down to $400 as funds were hard to raise. 

A leader in the antislavery agitation, he later became secretary 
of the Massachusetts Antislavery Society, which position he held 
until 1865, when the passage of the 13th Amendment made such 
agitation no longer necessary. 

As John White Chadwick wrote of him in 1899, in a most inter
esting article in the New England Magazine under the title of 
"Samuel May of Leicester," "his valedictory in the last number· 
but one of the Liberator rings as triumphantly as Miriam's song, 
but with an undertone of tenderness, a sentiment of regret that 
the round table should be broken up and all its goodly knights 
scattered upon different ways. " 

From that time to his death he lived the life of a good citizen, 
surrounded by his books, and ever maintaining an open, hospitable 
home, to which many came from afar to meet and converse with 
this man, rich in the memories of the past and yet abreast with 
the many live and pressing questions of the day. 

Her father was the son of Samuel and Mary Goddard May, 
this Samuel being a distinguished, much respected and prosperous 
Boston merchant. Mary Goddard May, his wife, was noted for 
her broad and philanthropic views, and her granddaughter, Adeline, 
spent many months of the last years of her grandmother's life with 
her. 

The half-brother of Miss May's great-grandmother, on her 
mother's side, was William Dawes, who shared with Paul Revere 
the task of arousing the country side on April 19, 1775, but whose 
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fame is less widely known than that of his companion as no poet 
made him immortal. 

With such an ancestry and in such a home, with its reputation 
for delightful hospitality, maintained to the present time, Miss 
May lived her life. No wonder that she was the woman that she 
was. 

With the exception of a few months at a private school in Boston 
she received her early education for the most part at the old Leices
ter Academy. 

"Miss Addie," as her friends loved to call her, had a unique 
personality, a woman of the old school. The writer well recalls 
the first time he met her. It was at a meeting of this Society, and, 
as they boarded a street car, he started to pay her fare. She put 
out her hand and said-" I hope you won't mind, but I always 
prefer to pay my own fare . " 

She had a rare sense of humor, a graciousness of manner, and 
spent her life in devotion to others, with a high sense of duty. "Now 
what is my duty in this. I want to do my part. "-she often said. 
She was wont to visit her sick neighbors, even late at night. It 
made no difference who they were. Where there was suffering, 
there was Miss May. She would silently creep out of her home 
with some hot drink or some nourishing and tempting food late 
at night, tap on the window or door of some home where there 
was suffering, leave whatever she brought, inquire if there was not 
something more she could do, and then depart as silently as she 
came. Even suffering animals were not overlooked in her mid
night ministrations. 

With this kindliness and love for service was a remarkable in
dependence of conviction and expression of her ideas. She was 
accustomed to attsnd town meetings. On one occasion she occu
pied a seat near the front, busily knitting as usual. During the 
discussion of some measure a voter made a statement upholding 
certain lawlessness among the boys. Miss May could not hear this 
go unchallenged. She arose and asked of the moderator the priv
ilege of addressing the meeting. Upon its being granted she pro
ceeded to tell, in no uncertain language, her views of upholding 
lawlessness. Something had been said that was wrong and she must 
correct it. Later she remarked to a friend-" When I left that hall 
I thought how like Father I am." 
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Miss May had a treasure house of hymns and poetry stored away 
in memory, opened whenever the occasion presented itself, in 
conversation or in company. On one occasion, at the funeral of 
a child who had died under most distressing circumstances, she 
arose after the pastor had closed his remarks, and asked if she could 
add a few words. Thereupon she recited parts of Longfellow's 
"Resignation": 

"There is no flock however watch'd and tended 
But one dead Lamb is there. 

There is no fireside, howsoe'er defended 
But has one vacant chair." etc. 

This she did without premeditation, and later remarked to a 
friend that she had never been more frightened than when she sat 
down and thought it over. 

Miss May was a strong advocate of temperance, and, from 1880 
to 1892, was president of the local Woman's Christian Temperance 
Union. She felt that her work with this organization was perhaps 
her most effective, and often said-" I can never thank Father 
enough for urging me to join the Woman's Christian Temperance 
Union. Without that I would never have come in contact with 
people outside of my circle of acquaintances, socially, intellectually 
and religiously. It has been an eye opener to me, to meet the con
victions and high ideals of women of other walks in life. " 

She had been secretary of the Leicester Branch of the Baldwin
ville Hospital Cottages from its beginning, in 1891, and was rarely 
absent from its meetings. Only two weeks before her death its 
usual meeting was held at her house. She was in her usual place 
with her work before her, but her eyesight (always poor) had so 
failed that she could not read her report, but she entered into the 
spirit of the meeting as usual. 

As a member, and for fifteen years Regent of the Col. Henshaw 
Chapter of the Daughters of the American Revolution, a loyal 
member and regular attendant of the Worcester County League of 
Unitarian Women, and president of the Leicester Branch of Uni
tarian Women, she took an active part in these organizations. 
She was a woman of strong religious convictions and a devoted 
member and worker in the Unitarian Church. 
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She said to her nurse the day before she died:-" Do you think 
my father is in this room?"-and on being asked what she thought, 
said-" I think he is right here." She knew that there would be a 
life beyond this together; it was her abiding conviction. She never 
had a moment's doubt about it. She was sure that she should know 
and see with spiritual eyes those whom she had "loved long since 
and lost awhile." 

To have known Miss May was a privilege. The world is better 
for her having lived in it, and her memory will linger long in the 
hearts of all who came in touch with her sweet and strong per
sonality. 

EDWARD T. ESTY 



MAJOR EDWARD TILLEY RAYMOND 

Edward T. Raymond, or Major Raymond as he was known for 
so many years to the citizens of this city, was born in Worcester, 
Massachusetts, on the eighth day of August, 1844. His parents 
were Tilley Raymond and Mercy Raymond, and a house on Me
chanic Street was his birthplace. 

At the outbreak of the Civil War, Ned Raymond, as he was 
familiarly called by his closest friends, was a student at the High
land Military Academy. No sooner did hostilities actually com
mence, than he begged permission of his father to enlist, but was 
refused. Finally his father gave way to his insistent pleadings, 
and within a few minutes of the time that the permission was given, 
Raymond appeared before a recruiting officer and enlisted in Co. K 
of the 25th Mass. Vol. Inf. At the date of his enlistment, August 
6th, 1861, he was not quite seventeen years of age, but was at once 
made a sergeant on account of his military education. He served 
as a sergeant with this regiment on the expedition to Roanoke 
Island, and participated in the engagements at Roanoke Island, 
and New Berne, N. C. 

During the fall of 1862, Gov. Andrew decided to officer some of 
the new regiments being raised at home with men who had seen 
active service at the front, and accordingly each Company com
mander of each Massachusetts Regiment in the field was requested 
to recommend to Headquarters at Boston one man from his com
pany for a commission. Raymond was informed by his Company 
commander, Captain Denny, that he had been recommended, but 
was told not to set his heart on it, as undoubtedly he would never 
hear of it again. To the great surprise of both, word came that Ed. 
T. Raymond had been commissioned 1st Lieutenant in the 36th 
Mass. Vol. Inf., then being organized, and Raymond was accord
ingly discharged from the 25th Regiment, August 26th, 1862, to 
accept the new position. He was with the Army of the Potomac 
at the battle of Fredericksburg, and later was sent west with Burn
side's Corps, where he participated in the siege of Vicksburg. 
Later in the siege of Knoxville, Tenn., he was sent with fifty men 
to protect some stores and was told not to be seen again if he did 
not protect the stores. He was subsequently recalled; otherwise 
he would never have been seen again. 



MAJ O R ED WA RD T ILLE Y RAY M O ND 41 

On January 30th, 1863, he was promoted to the rank of Captain 
on the recommendation of Col. Bowman of his regiment, who solic
ited a leave of absence and went back to Massachusetts for the 
sole purpose of having Raymond commissioned Captain to fill a 
vacancy which had recently occurred in the regiment. 

In this connection, it might be stated that there has been some 
discussion among various writers on Civil War topics as to who was 
the youngest commissioned officer during the war. Col. Copp of 
Nashua, N. H., has written a book on his experiences, in which he 
claims that he was the youngest officer receiving a commission 
from the ranks, having been eighteen years, five months and eight 
days old when he received his first commission. When he was made 
a Lieutenant, Raymond was only eighteen years and fourteen days 
old, or four months and twenty-four days younger than Col. Copp, 
and was only eighteen years, five months and twenty-two days old 
when he was commissioned Captain. While still a Captain, 
Raymond was detailed as Assistant Inspector-General in the 9th 
Army Corps, and served as Brigade, Division and temporarily as 
Corps Assistant Inspector-General. While so serving, he was 
attached to the staffs of the following officers: 

Col. Henry Bowman, acting as Brigade Commander 
General David Morrison 
General John I. Curtis 
General S. G. Griffin 
General J. J. Bartlett 
General Robert B. Potter 
General John B. Park 
General A. E. Burnside. 

In fact, he never returned to active duty with his regiment, but 
remained on staff duty all the remainder of his service. While on 
the staff of General Potter, he had the privilege and honor of es
corting President Lincoln to the tent where General Potter lay 
wounded. 

In the spring of 1864 he came back East with the 9th Corps, 
and served with the Army of the Potomac during the rest of the 
war. 

He participated in the Battles of the Wilderness, Spottsylvania, 
North Anna, Jones Farm, Bethesda Church, Cold Harbor, Siege of 
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Petersburg, including the assault of June 17th, 1864 and:the ex
plosion of the mine on July 30th, Weldon Railroad, Poplar Grove 
Church, Fort Steadman, and the final assault on Petersburg, 
April 3rd, 1865. 

He was wounded in the thigh at the explosion of the mine, but 
was never confined to a hospital. At the battle of Weldon Rail
road on August 19th, 1864, while carrying despatches from one 
part of the field to another, he was captured and his orderly 
killed by a party of Confederates. While his captor was trying to 
get him off his horse, he dug in his spurs and made a dash for it, 
and escaped without a scratch. For this exploit he was brevetted 
Major. From May, 1864, to June 4th, 1864, Raymond had five 
horses shot under him, but seemed himself to live a charmed life. 
On one of these occasions, his horse was shot under him while he 
was riding across a part of the battlefield in the direct path of 
the musketry fire of the enemy. Notwithstanding the extreme 
peril of his situation and to the amazement of thousands of on
lookers on both sides, Raymond deliberately unbuckled his saddle 
from the dead body of his horse and brought it back with him to 
his own lines. 

On November 13th, 1864, he was made a full Major, being then 
only twenty years of age. At the close of the war, Major Raymond 
was recommended for a commission in the regular army by General 
Park, his Corps commander. His inclination was very strongly 
to accept, but being an only son, his father and mother felt that 
after four years of military service he had been away from them 
long enough, and entreated him to refuse the appointment and 
return home, which he did. 

Of all the men furnished by Worcester during the Civil War, 
few, if any, possessed military qualities more respected and ad
.mired by his comrades than Major Raymond. He was not only a 
born soldier, but also in addition the beau ideal of a soldier. Sol
dierly and erect in bearing, handsome in form and feature, absolute
ly without knowledge of fear, a perfect horseman, sitting his horse 
as if he were a part of it, he was both in fact and appearance 
every inch a soldier. 

He loved the military life and everything that was a part of it. 
When the news of the surrender of Lee was received, a brother 
officer exclaimed to Raymond, " Thank God this war is over!" 
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Raymond replied to the effect that he had never enjoyed anything 
so much in his whole life, and was disappointed personally to have 
it come to an end. This reply was not for effect: it did not indicate 
a pose. It was characteristic of the man. He loved everything that 
was military, and it was the one great regret of his life that he did 
not accept the proffered commission in the regular army and remain 
in the service. Although less than twenty-one years old when 
mustered out, the period of his military service was to him the 
most vital part of his whole career. 

He lived the life over and over again by himself and with his 
old comrades. He accumulated an extensive library of military 
literature and gathered together an interesting collection of relics 
of his own battlefields, as well as of others, and, surrounded by 
these in his own library in his leisure moments, he enjoyed himself 
to the utmost. To all who knew him, the soldier could never be 
disassociated from the rest of the man. To the end of his life the 
military characteristics predominated. 

After the war, Raymond was appointed successively inspector 
of the custom house and superintendent of bonded warehouses in 
the U. S. Internal Revenue Department for the ports of Boston 
and Charlestown. During the period of his holding this office, 
he studied law and was admitted to the Bar of the Commonwealth 
in March, 1880. In December, 1881, he was appointed by Governor 
John D. Long, clerk of the Central District Court, to fill the vacancy 
caused by the election of Col. T. S. Johnson as clerk of the Superior 
Court. At the expiration of his second term, having been reap
pointed once by Governor Robinson, Governor Russell, a Democrat 
himself, appointed a Democrat to the position, although a petition 
signed by 2000 people requesting Major Raymond's retention in the 
office was presented at the State House. He accepted then the posi
tion of Secretary of the Board of Trade, but after a year in that 
office, resigned and became City Marshal, the name by which the 
head of the Police Department was then designated. This office he 
held until in 1896 he resigned to accept a reappointment as clerk of 
the Central District Court by the then acting Governor-Lieutenant, 
Governor Wolcott, and continued to hold that position by ap
pointment for term after term until on account of failing health 
he resigned, a few weeks before his death, which occurred November 
9th, 1913. 
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While City Marshal, or Chief of Police, Major Raymond made 
use of the same qualities which characterized his military service. 
He instituted the strictest discipline in the police department, and 
was the first police head to publish the meritorious conduct of a 
patrolman. One or two stories told of him while in t-his position 
show the absolute fearlessness of the man and his willingness to 
brave any kind of danger. 

A certain reprobate named Bat Leary, who had been prosecuted 
by the police and convicted and sent over to Summer Street, made 
threats before he came out as to what he was going to do to Ray
mond, whom he considered responsible for his trouble. He even 
threatened he would take his life. One night after his release from 
jail, Raymond, while making the rounds of his men, ran across 
Leary, both being alone. Raymond at once walked right up to 
Leary and said,-"Here I am, Bat. What are you going to do to 
me?" Needless to say Bat did not do anything at this time. 

Word came to the Police Headquarters that a murder had been 
committed, and that the murderer had taken refuge in a barn, where, 
armed with a knife, he threatened anyone who came near him. 
Raymond at once jumped into his carriage, stan,,ding in front of 
the station, and without waiting for any assistance drove to the 
barn and went right in and arrested the murderer, all alone. Major 
Raymond acted as Chief of the Staff for Gen. Pickett at several 
of the parades held in Worcester after the Civil War, and acted as 
Chief Marshal himself at the semi-centennial parade in 1898, 
and the great Fourth of July parade of 1892, and at the parade at 
the dedication of the General Devens statue. In addition, he was 
a member of the General Devens statue commission and was also 
appointed on several other military commissions, the principal 
one being the commission having in charge the building and 
dedication of a monument at Petersburg by the Commonwealth 
of Massachusetts in memory of the troops from this state who took 
part in the siege and battle at that place. He was also a delegate 
of the 36th Massachusetts Regiment at the dedication at Vicks
burg of the monument to the 36th, 29th, and 35th Massachusetts 
Regiments. By appointment of Governor Greenhalge, he was 
a member of the commission to locate the position of the Massa
chusetts troops at Antietam. 
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At the outbreak of the Spanish-American War he was selected . 
by Governor Wolcott for the colonelcy of one of the five volunteer 
regiments which it was planned to raise from this state. For cer
tain reasons this plan had to be abandoned, but Major Raymond, 
although at that time over fifty years of age, was ready and eager 
to see service again. 

Among his other duties during a very busy lifetime, membership 
on the school committee of the City of Worcester for several years 
was also included. 

Few men in recent years in Worcester have been better known 
and more respected and admired than the subject of this brief 
sketch. Irrespective of his military qualities, to which allusion 
has already been made, he was a man who inspired confidence and 
won regard from every one. His long years of service as clerk of 
the Central District Court brought him into contact with thou
sands of people from all classes of life, and to all he was the same 
courteous, dignified public official with an attitude of respectful 
reverence to the Court, but always impressing every one with the 
manliness of his nature, the vigor and the strength of his personality 
and, above all, with the predominant characteristic of leadership. 
In other words, Major Raymond was a man born to lead other 
men, and upon a larger field of action, and especially, if he had 
been allowed to follow his inclination for a military career, he 
would without question have achieved a position of national rather 
than local prominence. 

. GEORGE R. STOBBS 
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