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NATIONAL HIGHWAYS OVERLAND

I
EARLY GENERAL HISTORY

Hicaways AND HIGHWAY TRAVEL

ETTLEMENT in Canada in the latter days of the

S eighteenth and the beginning of the nineteenth
centuries followed the waterways. The extensive
coast-line of Nova Scotia with its numerous indentations,
and the rivers finding their estuaries therein, afforded a
relatively easy method of travel and determined the early
lines of settlement. In New Brunswick the conditions so
late as 1849 enable one to understand the earlier conditions.
In that year Lieutenant-Governor Head pointed out in a
dispatch to Earl Grey that the province was divided into
long stretches of settlement with tracts of wilderness be-
tween, which were traversed at a few points by roads leading
from one settlement to another. North from St John to
Madawaska the line of settlement followed the River St John
for two hundred miles. There was also a thin fringe of
settlement along the coast from Baie Verte to the mouth of
the Restigouche. In travelling from the valley of the St
John to Chaleur Bay the greater part of the journey was
made by canoe, and it was necessary to spend five nights in
the woods on the way. In the Canadas the early course of
settlement was determined by the St Lawrence and the Great
Lakes. While the almost continuous line of white-walled
villages which is to be found along the shores of the St
Lawrence is in part due to the French-Canadian system of
subdivision of property, it is also in part attributable to the

fact that in the earlier days the river was the only highway.
359
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But when settlement began to press back into the fertile
stretches of land more remote from the waterways, the need
of overland highways began to be felt. In Lower Canada
the ‘ Edicts and Ordinances’ of Louis X1v introduced the
system of common roads which had prevailed under the
feudal régime. This system was in general followed after
the Cession. The supervision of road construction was in
the hands of the Grand Voyer, a provincial official with
extensive discretionary powers. In general each proprietor
was responsible for the construction of the roads through his
own lands. Where especial difficulties rendered such con-
struction too onerous for the individual concerned, the Grand
Voyer might declare the road a public work. In 1832 his
powers were transferred to the Road Commissioners. This
body exercised these powers until 1841, when they were
transferred to the municipal authorities.

One of the first acts passed by the parliament of Upper
Canada, sitting at Newark in 1793, placed the local roads
under the control of a superintendent elected by the resident
ratepayers. Roads were to be constructed and maintained
by statute labour. Subsequently the statute labour was de-
termined in proportion to property. Every male inhabitant
between twenty-one and fifty not rated on the assessment roll
was liable for three days’ work.

During the period prior to 1841 the different provinces
supervised the construction of the main trunk roads. In
Upper Canada Lieutenant-Governor Simcoe, whose military
training impressed him with the advantages of easy com-
munication, planned a system of main highways which were
to run north and south and east and west throughout the
province. Thanks to his efforts Yonge Street was con-
structed from Toronto to Lake Simcoe in 1794, the work being
done by the Queen’s Rangers. With the opening of this
road the North-West Fur Company diverted its cargoes from
the Ottawa to the St Lawrence, Lake Ontario, and this new
portage road. This route gave a more expeditious connec-
tion with the trading post at Mackinaw. The importance of
this route to the transit trade across Canada is seen in the
fact that the British goods which thus found their way to
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Mackinaw were thence distributed as far south as the Spanish
settlements at the mouth of the Mississippi. In the develop-
ment of the Dundas Road, which, however, was of but little
importance until after the War of 1812, land was granted to
settlers along the road on condition that they made certain
improvements thereon in one year.

In 1815 Lower Canada began to aid road construction.
In the years 1815-17 grants of £63,600 were made, while
in the period 1829-31 £120,000 were voted for this purpose.
In Upper Canada the limited revenue, which in 1795
amounted to only £900, prevented any rapid development of
the policy of subventions. In the years between 1804 and
1812 small votes were made. After the War of 1812 an
active policy was adopted. In 1815 there was a vote of
£20,000, which increased between 1830 and 1833 to £128,000.
Between 1836 and 1840 £100,000 were voted for the same
purpose. In Nova Scotia and New Brunswick the construc-
tion of grand or trunk roads was undertaken at an early date.
As early as 1829 stage-coaches plied between Halifax and
Windsor, connecting with a packet service between the latter
place and St John, New Brunswick. The roads in New
Brunswick, in 1850, ‘ were good and creditable to the Pro-
vince.”! In 1835 there were roads radiating from St John
to Miramichi, St Andrews and Fredericton. The settle-
ment of the Eastern Townships of Quebec was helped on
by the British American Land Company. By 1835 roads
had been laid out which connected the Eastern Townships
with the St Lawrence as follows :

Quebec by St Nicholas to Sherbrooke . 120 miles
Montreal through Chambly and Granby
to Sherbrooke . : 100 ,,

Three Rivers and Port St Francis along
the banks of the St Francis River
through Drummondville and Melbourae
to Sherbrooke . s . : T Oars

In the development of the highway system radiating from
different points on the St Lawrence, connections with points
in the United States had also come into existence at an early

1 Johnston’s Notes on North America, 1850.
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date. As early as 1827 the journey from Montreal to Albany
through La Prairie, St Johns, Mississquoi Bay, Swanton, St
Albans, Middlebury, Poultney and Salem could be made in
three days. In 1847 the baggage of Lord Elgin came to
Montreal by way of Albany.

The first through stage between Montreal and Kingston
was established on January 1, 1816. The journey took three
days. In January of the following year a stage service
between Kingston and York (now Toronto) began. The fare
for this journey was eighteen dollars. The stage route be-
tween York and Montreal was operated only in the winter,
because it could not compete in summer with the steamers
on the St Lawrence. In the winter of 1828 the stage journey
from Montreal to Bytown (now Ottawa) took two days,
passengers being interchanged at Hawkesbury. In the
summer season the journey between the same points was
made in thirty-six hours by means of stages on the portages
from Montreal to Lachine and from Grenville to Carillon,
and by steamboats on the intervening water stretches. At
the same time the winter stage journey between Montreal
and Quebec took two days.

Between St John, New Brunswick, and Quebec the Kempt,
or old military, Road, traversing a distance of 455 miles,
formed the post road connecting Nova Scotia with Canada.
About one hundred miles of the Kempt Road passed through
the disputed territory bound up with the question of the
Maine boundary. Although some £7250 had been expended
on this road between Metis and the Restigouche up to 1833,
yet in 1840 it was in a thoroughly bad condition. The New
Brunswick legislature found that it passed over precipitous
mountains, through forests and swamps, and that at certain
periods of the year the mail carriers had to carry the mails
on their backs. It was possible for carriages to a point
fourteen miles above Fredericton, but only in the summer
time. In the spring and autumn the road was very wet. In
the winter the travel, wherever passable, was on the ice of the
rivers. Johnston, who went over this road in 1849, in describ-
ing his journey between the St Lawrence and the Restigouche,
said :
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This road between the rivers is a very rude and
difficult one. It is barely blocked out of sufficient
width to allow a waggon with one horse to pass. The
trees are cut down and hauled off, boulder stones and
small inequalities removed, and bridges built where they
are absolutely necessary. Only the horses of the coun-
try, which all their lives have been trained to it, could
conduct even light waggons across the numerous steep
hills over which the road passes.

On this road grades of fourteen per cent were common.

But the highways afforded at best a rude and inconvenient
means of communication, which in bad weather became well-
nigh impassable. The only points in Lower Canada which
were served by good roads in the period prior to 1841 were
Quebec and Montreal, and these roads were under the control
of turnpike trusts, which were created in the case of Quebec
in 1805, and in the case of Montreal in 1829. In Upper
Canada macadamized roads were undertaken near Toronto
in 1833. Between this year and 1837 grants were made by
the legislature in aid of such construction on Yonge Street,
the Dundas Road and the Kingston Road. But these roads
were found too expensive, and plank roads, which could be
built at half the cost of the macadamized roads, began to be
constructed in the late thirties. The discomforts of travel-
ling on the Kempt Road, which have been referred to, were
paralleled on the other highways. The dependence of
Montreal on water communication and winter roads was
such that as late as 1851 the cost of food and fuel doubled
while the ice was forming on the river. Between Montreal
and St Hyacinthe, a distance of thirty miles, it took a stage-
coach from twelve to fifteen hours to make the journey in
the spring and autumn. From La Prairie to St Johns, a
distance of fourteen miles, it took a day to bring three barrels
of ashes in a cart drawn by two horses. In 1836 the Dundas
Road near Guelph was almost impassable in spring and
autumn, and but little better in summer. In 1852 there was
yet no road fit for a vehicle between Goderich and Port
Sarnia. _ From the townships of Innisfil or Vespra, even
when the roads were good, it cost 724d. per bushel to convey
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wheat to Lake Ontario. In 1817, in the Talbot settlement,
eighteen bushels of wheat were exchanged for a barrel of salt,
while one bushel of wheat was given for a yard of cotton.
The poor state of the roads and consequent heavy costs of
transportation kept down the price of land. So important
was the effect of plank roads that their construction through
the townships of Toronto and Chinguacousy increased the
values of farms along their routes by fifty per cent. Between
Port St Francis and Sherbrooke it cost, in 1835, twenty cents
per ton per mile to move freight. The traveller by stage-
coach from St John to Fredericton in 1835 paid twenty
shillings to travel a distance of sixty-five miles, while the
traveller who was willing to face the discomforts of the
journey by road from St John to Quebec paid £12, 10s., and
if he hired his own conveyance, even more.

It will thus readily be seen that the high cost of trans-
portation made all freight traffic aside from short-haul traffic
practically impossible on the highways. The cost of trans-
portation thus rendered it difficult to dispose of surplus
products. There were also added for travellers the dangers
of the roads. During the winter of 1848 a drunken driver
drove the Upper Canada stage into open water on Lake St
Louis above Lachine. One of the passengers clung to the
stage-coach all night, and had his hands so badly frost-
bitten that they had to be amputated. Nor were highway-
men wanting, for in 1821 the York mail was robbed, and on
March 19, 1847, the Upper Canada stage was held up on the
Upper Lachine road.

In many ways the early activities of the provinces in
regard to highway construction fit into the later develop-
ments in regard to railways, and this not only because of
common ends, but also because of conscious policy adopted
to these ends. In the attempt to develop through lines of
communication, not only as between the provinces, but also
with the United States, the policy adopted was the precursor
of the later railway policy. The subsidy policy, giving direct
aid to transportation, was early developed. Before 1841
Upper and Lower Canada alone had expended $2,000,000 in
aid of road construction, and had also guaranteed interest on
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the obligations of various turnpike trusts. But the develop-
ment had not been satisfactory.

Speedier means of transit less dependent on the vagaries
of the weather were necessary. In 1838 David Stevenson,
an English civil engineer, in his Sketch of the Civil Engineering
of North Awmerica, writes :

The rigour of a Canadian winter, covering the face of
the country with snow, and congealing every river,
lake and harbour, produces a stagnation of trade which
cannot fail to have a bad effect on the commerce of the
country and the habits of the people, who are compelled
to complete their whole business transactions during
the summer and autumn months, and remain in a state
of comparative idleness during the remainder of the
year.

The then existing conditions do not wholly justify the
acrimony of this criticism, but it must be admitted that
with the coming of winter and the closing of the waterways,
both natural and artificial, the dependence on highway com-
munication alone kept the different sections of the colonies
remote from one another. This affected not only the eco-
nomic development but the intellectual standpoint ; not only
freight but ideas found obstacles in the way of free inter-
change. It was not until the thirties that the leading news-
paper of Montreal had its own political correspondent at
Quebec during the session of the legislature. Local interests
tended to predominate. Information concerning other pro-
vinces, or even other sections of the same province, was
always meagre and usually second-hand.

BEGINNINGS OF RAILWAYS

So soon as railways began to operate in England, their
practical working was of interest to the British North Ameri-
can colonies. Not only was there interest in what the rail-
ways were doing, but there was, at the same time, discussion
of the far-reaching effects of railway construction. Between
the years 1816 and 1820 Thomas Gray, an Englishman too
little remembered, who was the first to develop general ideas
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regarding the influence of railways, had described the economic
and social influence of railways in terms which, while not
justified by the then meagre accomplishments of the railways,
have been amply justified by later developments. In a new
country where the roads were but beginnings and idle land
awaited the settler, his words found a ready acceptance, and
in October and November 1824 his enthusiastic predictions
were discussed in the columns of the Montreal Gagette, the
Montreal Herald and the Quebec Mercury.

Even at this early date the two leading phases of policy
in early Canadian railway development were present—the
one leading to direct connections with the United States, the
other to the development of inter-provincial lines. The con-
trasting policies thus begun are constantly intertwining and
again separating in the following years. In an editorial on
December 1, 1824, the Montreal Gazeite, after stating that it
preferred railways to canals, advocated the construction of
the Champlain and St Lawrence Railway, which would serve
as a portage link in a more direct communication between
the St Lawrence River and Lake Champlain, thereby afford-
ing a more direct connection with New York. To those who
feared that this would be dangerous in time of war because
of the facilities it would afford for the transportation of
United States troops, it rejoined that ‘the communication
could be cut off by breaking up the Rail-Road on the shortest
notice.” And there were not lacking those who, in advocat-
ing the construction of railways, asserted that the primary
essential for the defence of the colonies was the construction
of light lines of railway on the frontier, which would be more
important in the movement of troops than canals in the rear
of the lines of defence.

In New Brunswick the more ambitious project of the St
Andrews and Quebec Railway, which would connect the sea-
board provinces with Lower Canada, was discussed at a public
meeting at St Andrews in 1828, but the project remained
quiescent until 1832. In the discussion that mixture of
commercial advantage and high politics, which was soon to
characterize every inter-provincial railway enterprise, for the
first time appeared. On the side of commercial advantage



EARLY GENERAL HISTORY 367

it was urged that this railway would afford the means where-
by the timber, provisions, ashes and other exports of the
interior provinces might be disposed of much more expedi-
tiously than if sent by the River St Lawrence. It would,
moreover, give Canada the advantage of @ winter port.  The
large expenditure which would be necessitated caused an
appeal for imperial aid. So in 1836 we find the legislature
of New Brunswick resolving

That the establishment of a Rail Road between the
Port of St Andrews and the Bay of Fundy . . . and
the Port of Quebec, would promote the settlement of
the country, greatly facilitate the intercourse and extend
the interchange of commodities between the British
possessions in America, increase the demand for British
manufactures, afford facilities for the conveyance and
settlement of emigrants, and be the means of giving
additional employment to British shipping.

Nova Scotia had already shown its interest in improved
transportation connection with Lower Canada. In March
1830 a motion was introduced in the Nova Scotia legislature
to appoint a committee to ascertain the best means of estab-
lishing steamboat connection between Halifax and Quebec.
Earlier in this year there had been a meeting in Montreal of
those interested in the project, but nothing came of it. In
March 1836 the legislature of Nova Scotia passed a resolu-
tion favouring the project for a Quebec and St Andrews
railway. Between Halifax and Windsor there was an estab-
lished route forming a portion of the mixed land and water
route between Halifax and St John. The residents along the
route had subscribed £300 for a railway survey, but on
April 26, 1830, the legislature, notwithstanding Joseph
Howe’s support of the project, refused by a vote of twelve
to eleven to grant £250 to supplement this sum. The inter-
est of New Brunswick in the Quebec and St Andrews Railway
remained unabated. In December 1835 a delegation was sent
to the city of Quebec to arouse interest in the scheme. The
delegation was favourably received, resolutions supporting
the enterprise being passed by both houses of the legislature.
New Brunswick made a grant for a survey, and in January
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1836 Smith and Hatheway reported on the project as far
as the height-of-land. The line would be about 300 miles
long and would cost about £1,000,000. In March of this
year the St Andrews and Quebec Railroad Company was
incorporated. Appeals to the imperial government were suc-
cessful in obtaining, in May 1836, a grant of £10,000in aid
of a systematic survey.

Notwithstanding the enthusiastic activity of New Bruns-
wick and the cordial interest of Lower Canada and Nova
Scotia, the project was too ambitious for the time. The dis-
content existing in Lower Canada, soon to break out in open
revolt, permitted but scant welcome for a scheme so ostens-
ibly imperial in its nature. The disputes existing in regard
to the boundary between New Brunswick and Maine also
co-operated to delay the project. It had been intended to
follow a direct route from St Andrews to Quebec, and in
1836 Captain Yule, acting under imperial instructions, had
begun the survey. The projected line, however, fell within
the disputed territory, and exception was taken by the United
States. Under these conditions nothing could be done. The
Ashburton Treaty found that seven-twelfths of the disputed
territory belonged to the United States. The later history
of the enterprise connects itself with the Halifax and Quebec
Railway.

While the Maritime Provinces were devoting their atten-
tion to an enterprise which had too little prospect of com-
mercial success, Lower Canada began in 1830 a more active
discussion of the Champlain and St Lawrence Railway.
._There were conflicting ideas as to the importance of railways.
To some it seemed that railways would simply supplement
the existing canal systems, while others with clearer under-
standing were of opinion that; unless railways were built, the
railways of the United States would attract the traffic which
it had been expected the canals of the St Lawrence would
carry to Quebec.

The anticipations regarding the Champlain and St
Lawrence Railway were sufficiently modest, for it was sug-
gested that wooden railways, on which the cars would be
drawn by horses, would be of value for transportation
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purposes in the spring and autumn. - The Quebec Mercury
of January 10, 1830, contains a curious suggestion that the
delays consequent upon the heavy snows of winter might be
avoided by having the railway elevated two feet above the
ground and built as far as practicable in the direction of the
prevailing winter winds. The speed hoped for may be sur-
mised from the fact that the newspapers commented on the
‘unparalleled speed ’ of the Stockton and Darlington Railway,
which had conveyed six or seven hundred passengers ‘ at the
rates of ten, twelve and sixteen miles per hour.’

The Company of the Proprietors of the Champlain and
St Lawrence Railroad was incorporated in 1832." There
were seventy-four proprietors, and the capital provided for was
£50,000. The subscription books were opened on May 1,
1832, at the Exchange Coffee House in Montreal. In the
course of the discussion on the charter the policy of govern--
ment ownership was advocated by some. Papineau, the
leader of the radical French section, took an uncompromising
stand in favour of private ownership, contending that govern-
ment ownership left the way open for jobbery. It is interest-
ing to note that, in Canada as in England, the opponents of
railways asked ‘what would become of the poor carters.’
The carters themselves, who had been engaged in the trans-
portation of goods in the spring and autumn between the
proposed termini of the railway, also sent in a petition pro-
testing against the railway.

In this legislation attention had been paid to the con-
temporary railway legislation of the United States, some
seven or eight railway acts having been considered. From
the standpoint of public policy, the provisions in regard to
rate regulation and the reserved rights of the State demand
attention. As in England, maximum rates for both freight
and passengers were provided, the rates—for the sixteen
miles of the railway—being 7-5d. sterling per ton of freight,
and 2-4d. sterling for passengers, per mile. These maximum
rates might be charged so long as the dividend did not exceed
twelve per cent. When the dividend exceeded this figure
the maxima were to be reduced by five per cent for every ten
shillings per share of excess over this dividend. It was
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expected that this automatic readjustment would be carried
out by the company, the process of readjustment, however,
not being effective until one year after the completion of the
road. Provision for state purchase was adopted from the
contemporary railway legislation of the United States. But
the act went further, than its American analogues, for it
empowered the government to take over the work and its
appurtenances at any time upon paying the full amount of
the paid-up shares together with an amount equal to twenty
per cent thereon.

While the charter had provided that the road should be
completed within three years from the date of incorporation,
it was not until 1835 that construction began. This road,
the first in Canada, was opened for traffic in 1836, being
constructed on a gauge of 5 feet 6 inches. J. George, who,
early in 1830, in the columns of the Quebec Mercury, had
advocated wooden rails, presented the same idea in the year
of the chartering of the Champlain and St Lawrence Railway,
before the Standing Committee on Roads and Public Improve-
ments of Lower Canada. In order to obtain cheap construc-
tion, his suggestion was adopted by the railway, and wooden
rails, on top of which flat bars of iron were spiked, were
used. This was a common practice at the time in the United
States, having been used in North Carolina as early as 1830.
In the report on the survey of the Quebec and St Andrews,
one of the engineers had recommended using pine rails covered
on top with the heart wood of red beech. The first train
of the Champlain and St Lawrence was composed of four
cars drawn by horses, and it was not until 1837 that steam
locomotives were placed on the line. The wooden ‘strap’
rails were used as late as 1847, when they were replaced by
iron rails.

From the year 1825 onward a large emigration from the
British Isles had set in, much of which was attracted by
Upper Canada. In the years 1831 and 1832 respectively,
50,000 and 52,000 immigrants landed at Quebec. This
stimulated railway development. The charterof the Cobourg
railway in 1832 was the first granted in Upper Canada.) The
lavishness of chartering in Upper Canada as contrasted with
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the more conservative policy of Lower Canada is attributable
to the fact that while the former was desirous of a policy of
rapid settlement and development of the country, the latter
had its attention concentrated on the nearer advantage of
commerce. In its desire to open up the rich agricultural
district between Lake Ontario and Lake Huron, Upper Canada
had granted, before 1837, charters for no fewer than threec
parallel lines; in the same period, the authorized capital
stock-of the railway companies chartered in Upper Canada
was £1,775,000, while in Lower Canada it was only £250,000.

But the mere granting of charters did(not bring capital,
and the year 1837 passed away fruitless. The Rebellion of
1837 caused immigration to fall off. The difficulties of the
time were further aggravated by the financial crisis of 1837,
which, beginning in the United States, extended to Canada
at a time when the people were suffering from the poor harvests

of 1835 and 1836. When the first charters were granted, it

was thought that private capital would/ not need the stimulus
of government aid. (But the Cobourg Railway, which had
been chartered in 1832, had not begun construction in 1836,
in which year the time for beginning work was extended
three years. The government now found it necessary to offer
grants in aid of railway enterprise ; but even this did not
‘attract capital. ]

With the settlement of the constitutional difficulties
which had led to the rebellion and the establishment of a truly
representative system of government, it was hoped that the
way would be cleared for a new advance in the improve-
ment of the transportation system. The population of
Lower Canada had, by 1841, increased to 630,000, while that
of Upper Canada was 470,000. The vigorous policy of
transportation expansion advocated by Upper Canada was
distasteful to Lower Canada because of the burden of the
debt thereby created. In the session of 1836-37 Upper
Canada had granted aid to the London and Gore Railway,
afterwards known as the Great Western. After the Union,
Upper Canada retained the idea which lay behind this grant,
namely, that this railway would tap the traffic of the Western
States, and thus add to the scanty profits of the Canadian

{
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carrying trade. But still the hopes remained without fruition,
and progress was so sluggish that when in 1846 the charter of
the Cobourg Railway was revived, it was thought best to
rest content with a plank road and a ferry.

The years 1842 to 1849 were years of trial and stress for
the Canadas. The changing trade policy of England exercised
a very important effect upon the railway development of
Canada. Under the policy of protection hitherto in vogue
in England, the Canadas had occupied a preferential position
in the English market. The new policy so affected the
Canadian grain trade that in 1842 the number of sea- going
vessels ascending the St Lawrence fell off by 377, while in
the period of 1841-43 the volume of imports and exports fell
off by £500,000.

While the old policy had assisted in building up Montreal,
there were not lacking protests in Upper Canada. In 1839
Sir Francis Bond Head said : ‘ Every person acquainted with
Upper Canada foresees . . . that its produce pent up under
high pressure must be off by licit or illicit means to the United
States.” So early as 1836 a petition, signed by seventy
members of the Board 6f Trade of Toronto, had been pre-
sented to the legislature of Upper Canada praying that the
imperial government should be requested to use its good
offices with the government at Washington with a view to
obtaining the admission into the provinces of British manu-
factures, through the United States, duty free. But no
change was made. At the same time Lower Canada was
jealous of the ambitious railway projects of its sister province.
When the charter of the Niagara and Detroit Railway was
before parliament in 1846, it was opposed on the ground that
it would greatly injure the interests of Lower Canada by
diverting traffic to the United States.

An attempt was made to lessen the strain of the transi-
tion from protection to free trade by the passage in 1843 of
an imperial act, the Canadian Corn Bill, which admitted
Canadian grain and flour to the English market on a pre-
ferential footing, it being hoped thereby to divert the grain
of the Western States to the Canadian waterways. This
( m reahty aggravated conditions ; wheat was imported from
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the United States, milled in Canada and re-exported as
Canadian flour. A large amount of capital was invested in
transportation and in milling. The bonding privilege was not
in existence at the time, and all the western trade was forced
down to the sea by way of Montreal. With the abolition
of the preferential duties in favour of Canadian grain, a large
amount of fixed capital was made useless. In 1846 the dis-
advantage of Montreal was made greater by the creation of
the bonding privilege whereby goods from Western Canada
could be sent through the United States in bond and shipped
at American ports. This brought about a change in busi-
ness methods. Where formerly the closing of the Canadian
waterways by winter compelled the merchant of Upper
Canada to bring in the winter’s stock during the summer
season, he could now carry smaller stocks and replenish them
from time to time by means of importations through United
States territory over the railways of that country. Dis-
content was keen, and it culminated in the annexation mani-
festo of 1849. The unfavourable condition of the country’s
credit, the stagnation of business, the destruction of fixed
capital, the absence of industry, were all attributed to the
abolition of the protective policy of England ; and the only
remedy, in the minds of the signers of the manifesto, was
annexation to the United States.

Truly, conditions were gloomy. Even repudiation of
debt had been considered in 1848. In this year, to meet the
excess expenditure consequent upon heavy payments for
public works, it had been found necessary to issue one million
dollars of exchequer bills having one year to run and bearing
interest at six per cent. These fell considerably below par.
While the railway system was being rapidly extended in the
United States, construction was being slowly carried on in
Canada on the Champlain and St Lawrence, the St Lawrence
and Atlantic, the Lachine, the St Lawrence and Industry,
and the Erie and Ontario. - No comprehensive system had been
worked out. The Lachine Railway was undertaken in 1846
as a suburban portage railway, and was opened for traffic in
1847. In 1847 American locomotives weighing eighteen
tons each were used, and the eight-mile journey between

VOL. X B
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Montreal and Lachine was made in twenty-one minutes. On
July 24, 1848, the ‘ James Ferrier,” the first locomotive im-
ported into Lower Canada from Great Britain, was used on
this route. This locomotive had been built in Dundee,
Scotland. On this line there were compartment cars of the
English type with accommodation for three classes of
passengers. In Upper Canada the only line of railway was
the Erie and Ontario—a horse tramway from Queenston to
Chippawa.

In 1850 the American Railroad Journal said that *all of
the great cities of the United States have for years been
prosecuting with most untiring perseverance works of im-
mense magnitude and cost, for the purpose of draining from
its natural channel the business of the vast region which the
St Lawrence drains."  While Upper Canada had indulged in
ambitious, but so far fruitless, railway projects to tap the
trade of the Western States, it did (not seek to carry this
traffic to the seaboard over an all-Canadian route. At the
same time the Eastern States were hoping to divert to their
own lines the traffic of Upper Canada as well as that of the
Western States which the projected lines of Upper Canada
might attract. By 1840 rail connection had been established
in the United States with Ogdensburg and Sackett’s Harbour.
As early as 1841 Oswego anticipated that railways centring
there would enable it to participate in.Canadian trade with
England via Kingston. The city of Boston ‘early recognized
the advantages flowing from the bonding system, and its
reliance on the advantages of this system has ever since
continued. It saw in it a means of overcoming the com-
mercial competition of New York as well as of ensuring its
own development. During the year 1851 the completion
of various short lines of railway had given a connection with
Lake Champlain. Boston hoped through this new route to
attract the trade which otherwise would move over the route,
in which the Champlain and St Lawrence Railway was a
link, to New York. It hoped by attracting traffic to Boston
to add to the receipts of the Western Railway, now the
Boston and Albany, which had been aided by the State of
Massachusetts, and the construction of which had been
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considered as the charter of Boston’s commercial independ-
ence of the city of New York—an independence which had
been endangered by the construction of the Erie Canal. So
great was the desire of Boston to attract Canadian traffic -
that in 1851 a committee was sent to Toronto to ask repre-
sentatives of the Canadas to attend a meeting in Boston in
honour of the new railway route. At a meeting of the
merchants of Boston on August 26 of that year it was resolved

’

That the establishment of railroad communication
between Boston and the Canadas and Great Britain
is an event in which the commercial community is
deeply interested, as it is calculated to work great and
beneficial changes in the business relations of the people
of both nations; and that, as the advantages which
must result from these new means of intercommuni-
cation will be mutual, it is a fit subject of mutual
congratulation, and a proper occasion for a common
celebration.

At the celebration which took place, September 17-19,
1851, the Canadas were represented by the governor-general,
who was accompanied by a party which included the Hon.
John A. Macdonald, the solicitor-general, Etienne Pascal
Taché, Francis Hincks and Allan Napier MacNab. The
interest was not limited to the mercantile class alone. Even
in the pulpits of Boston this jubilee of 1851 was hailed as
establishing Boston’s commercial independence, and the great
was emphasized by the less by saying that ‘ by means of the
recently finished lines of railroad the trade of the Canadas
will be attracted to our marts, and flour brought here afew
cents cheaper on a barrel than before.’

It was, however, the State of Maine which was the first
to attempt to obtain a direct connection with the port of
Montreal. In 1845 a charter was granted by the Canadas
to the St Lawrence and Atlantic, which was to connect at
the international boundary with the Atlantic and St
Lawrence, which was being built from Portland, Maine.
While Boston had felt the competition of New York, the
Atlantic and St Lawrence was Portland’s attempt to recover
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the position it had lost from the overshadowing influence of
Boston.

The interest of Portland in connection with Canada
had begun as early as 1835, when Colonel Long, an officer
of the United States Topographical Corps, accompanied by
Captain Yule of the Royal Engineers, made a reconnaissance
from Belfast, Maine, to Quebec. In the following year the
State of Maine granted a charter to the Belfast and Quebec,
which was the precursor of the Atlantic and St Lawrence.

In 1844 the residents of the Eastern Townships became
interested in the question of rail connection with the United
States seaboard, alleging that the bad roads prevented the
proper marketing of their grain. In the same year John A.
Poor, whose name is inseparably identified with the earlier
railway history of Maine, visited Montreal with William C.
Preble, the president of the Atlantic and St Lawrence, and
conducted an active propaganda. Letters having appeared
in the Montreal papers advocating the superior advantages
of the Boston connection, he retorted by showing that Port-
land had especial advantages as a winter port, and was only
246 miles from Montreal as against 351 miles to Boston.
It was prophesied that the route would earn from six per
cent to seven and a half per cent.

At first the hitherto existing commercial advantage which
Montreal had possessed under the preferential policy caused
the merchants of that city to be indifferent, but with the
passing of this policy the advantage of Montreal was gone,
and, spurred on by necessity, the merchants came out in
favour of the Portland line. It became the general belief,
expressed in the Canadian Economist of May ¢, 1846, that

The Portland Railroad is not simply a measure of
advantage to Montreal, but an essential condition of
her continued prosperity. Without it her trade instead
of increasing will, in our opinion, decline, and with a
declining commerce will come its attendants, a diminish-
ing or at best a stationary population, and a decrease
in the value of real estate.

Once interest in American rail connections began, the city
of Montreal became enthusiastic, and added thereto the idea
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of rail connections which would ensure the Upper Canada
traffic being attracted to it as well. Here again the idea was
the frankly commercial one ‘of retaining the commercial
prominence it had possessed at an earlier date. In 1848
William F. Coffin, the joint sheriff of Montreal, in his pamph-
let Three Chapters on a Triple Project—The Canal and Rail,
urged that in addition to rail connection between Montreal
and Prescott, a canal should be built from the St Lawrence
to Lake Champlain, and that there should be constructed,
without delay, lines which would connect Montreal with the
great American cities of the Atlantic seaboard.

Energetic attempts were made by Portland to push
forward its portion of the enterprise. It took stock to the
amount of $50 per capita of its population of 20,000, and also
became responsible for a bonded indebtedness of $100 per
capita. In Canada the names of A. N. Morin, A. T. Galt
and John Young were associated with the enterprise.

The railway proceeded, although slowly. By Decem-
ber 26, 1848, the line had been opened from Montreal to St
Hyacinthe, a distance of thirty miles; while during the
following year thirty-six miles had been constructed in Maine.
In their enthusiasm the citizens of Montreal had believed in
1845 that within one year from the completion of the road
they would furnish traffic to give an income of $725,000.
The expense of construction was great ; the iron rails which
were imported from England cost $36 per ton laid down at
Montreal, and $44 per ton at Portland. The attempts to
raise capital in England in 1846 had proved unsatisfactory.
By 1848 conditions were critical. In 1849 the city of
Montreal undertook to contribute £125,000 to the enterprise.
The limitations of the railway’s resources, as well as the
endurance of its patrons, are exemplified in an advertisement
which appeared in the Montreal Gazeite of April 11, 1849,
stating that owing to the necessity of overhauling the loco-
motives preparatory to the spring business, the cars would
cease running between St Hyacinthe and Montreal for fifteen
or twenty days, and that due notice would be given of resump-
tion. Its further development depended on the contribution
of government aid under the policy of a new period.
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IT

THE MARITIME PROVINCES
THE HALIFAX AND QUEBEC PROJECT

HE findings of the Ashburton Treaty made the Quebec

and St Andrews project one of local interest alone.

It was succeeded by the project for a line from Halifax

to Quebec, whose varying fortunes are closely connected with
the early history of railways in the Canadas.

The events of the rebellion in the Canadas in 1837 had
turned the attention of the imperial authorities to the diffi-
culty of transporting troops in the North American wilds.
The international difficulties of the period from 1840 to 1846
still further concentrated attention on the military advan-
tages of railway construction. Lord Durham, with his large
views of the future of the British North American colonies,
foresaw Confederation, and recommended the construction
of an intercolonial railway which he deemed the essential link
of colonial union. Along with the imperial interest in railway
construction went the local interest in a railway expansion
which would meet the needs of an expanding population.

In 1846 Nova Scotia, New Brunswick and Canada agreed
that a survey of the route of the Halifax and Quebec Railway
should be undertaken, each province being responsible for
the expenditure on the portion of the survey within its
boundaries. In 1847 the survey was undertaken by Major
Robinson, an imperial officer. The route chosen by him
went from Halifax to Truro, passing over the Cobequid
Mountains; thence by the Gulf shore to the Miramichi;
thence to Chaleur Bay, and along the coast to the south of
the Metapedia ; and thence along the St Lawrence to Point
Lévis, opposite Quebec. This is substantially the route
chosen for the Intercolonial some twenty years later. This
circuitous route was attributable to the desire to obtain the
military advantage of being as far as possible from the United
States boundary. The completed work, it was estimated,
would cost £4,800,000.



THE MARITIME PROVINCES 379

There now followed a complicated series of negotiations
and propositions. The colonies, conscious of the magnitude
of the enterprise, as well as of their own financial weakness,
looked to Great Britain for aid, on the ground that the work
would be in the imperial interest. In Nova Scotia attention
was concentrated on the project by the activity of Joseph
Howe, whose name is inseparably connected with the early
railway history of the Maritime Provinces.

About this period the writings of Edward Gibbon Wake-
field were attracting the attention of England to the
advantages of colonization as a remedial measure for social
discontent. The current of thought was directed to the
project of developing the British North American colonies
through a comprehensive system of colonization. I 1847
a select committee of the House of Lords' considered the
matter in connection with the question of emigration from
Ireland. It was the opinion of witnesses before the com-
mittee that the construction of public works and means of
communication in the colonies would lead to their rapid
development. Earl Grey was of opinion that if the imperial
government desired to aid in the development of the colonies,
the best way to accomplish this would be by the construction
of railways, The interest of the imperial authorities had
been shown in 1846 by a grant of £50,000 to aid in building
houses for immigrants. This, however, was countermanded
in January 1847. The advantages of the Halifax and Quebec
called forth many pamphlets, one of the most interesting of
which was published in 1848, in which Captain Laws advo-
cated a combination of railway construction and settlement.
It was suggested that the imperial government should issue
£5,000,000 of exchequer bills to be applied to the construc-
tion of a railway from Halifax to Quebec. The provinces
were to be pledged to pay interest at four per cent on this
loan, as well as to repay the principal in fifteen years, the
imperial government being in the meantime secured by a
first mortgage. As an aid to colonization the colonies were
to be required to give immediate employment to thirty able-
bodied 7—;1{4:3 and their families, per mile of railway. While
the prinfary argument in favour of the enterprise was that of
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imperial advantage, there were not wanting those who
claimed that, in spite of the competition of American railways,
it would bring the trade of the Western States to Halifax.
It was soberly contended that a more friendly feeling existed
between British America and the Western States than between
it and the Eastern States, and that this would aid to divert
traffic to the Canadian railway.

The colonies thought that the fruition of their desire was
near at hand. Major Robinson had reported favourably
on the commercial future of the railway. But the project
met an obstacle in 1849, when the imperial commissioners of
railways, remote from the enthusiasm of the colonies, held
that while the railway might be justifiable from a political
and military standpoint, its commercial future was at best
doubtful ; they thought that western traffic would prefer the
direct route from Montreal to Portland.

Notwithstanding this rebuff, the colonies redoubled their
activity. If the motherland would undertake the construc-
tion, then each province pledged itself to guarantee the pay-
ment of £20,000 per annum towards making up any deficiency
between the earnings of the railway and the sum necessary
to meet fixed charges. The provinces also offered to give a
right of way, the lands necessary for stations and terminals,
and in addition a grant of ten miles of land on each side
of the railway. Francis. Hincks, inspector-general of the
Canadas, stated that the necessary funds could be obtained
only through the instrumentality of the imperial authorities,
and that it was highly desirable that the road should be con-
structed by the officers of the imperial government and entirely
under its control. It was suggested that in order to raise a
fund to meet the interest on the necessary capital, the imperial
government, instead of reducing the duty on foreign timber,
a change then under contemplation, should raise the duty on
Canadian timber from one shilling to seven shillings and six-
pence per load. This suggestion was also approved of by
New Brunswick. The imperial government, however, stated
in 1850 that the Treasury was not in such a position as to
warrant a grant.

The situation was now complicated by the project known
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as the European and North American Railway, which had
already been engaging attention for some years. This pro-
jected line was intended to link up Portland, Maine, with
Nova Scotia. In 1850 Howe had shown his favour to this
enterprise by moving, at a public meeting in Halifax, a resolu-
tion that the government of Nova Scotia should construct the
part of this line which would fall within the boundaries of the
province. Apparently he favoured this part of the project
simply because it would be a step towards the accomplish-
ment of the Halifax and Quebec project. The government
of Nova Scotia found, however, that the imperial govern-
ment was unwilling to guarantee the interest on the £800,000
necessary for the construction of this line.

In 1851 Howe, who was especially interested in the portion
of the line lying within Nova Scotia, went to England to
attempt to obtain aid. Seldom or never has a more energetic’
campaign been conducted by one man. Speeches, communi-
cations to leading men and newspaper interviews followed in
rapid succession. He pointed out the promising openings for
British settlers in the colonies on the fertile lands which the
railway would open up. In a memorial sent to the home
government the mayor and council of Halifax had claimed
that the construction of the European and North American
line would greatly advance commercial development. Howe
admitted that this line would be more cheaply constructed
than the Halifax and Quebec, but, quick to feel the veering
winds of public opinion, he said he would be opposed to it
if it alone was to be constructed. He professed to see lurking
behind it a project to bring the Maritime Provinces into the
American Union ; for he contended that if Americans were
allowed to control its capital, this would increase the senti-
ment of annexation. More solid were his references to the
fact that Great Britain had already, in 1848, guaranteed
interest on loans for the construction of public works and
railways in the West Indies. As an argument in favour of
imperial aid he urged that by means of it the undertaking
could be financed much more cheaply. While money was
worth six per cent in the United States it could, under an
imperial guarantee, be obtained for three and a half per cent.
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Apparently the energetic advocacy of Howe had turned
the tide, for in 1851 the colonial secretary informed him that
the imperial government was prepared to recommend to
parliament either a guarantee of interest or an advance of the
sum required. But no construction was to be begun in Nova
Scotia until arrangements had been made with the other
provinces for the building of a through line. The imperial
government was prepared to recommend the extending of
like assistance to the portions of the line to be constructed
in the other provinces. The road was to be wholly on British
territory. The right to send troops, mails and military
stores at reasonable rates was to be secured. If the aid was
granted, the provinces were to pass legislation making the
loans they were empowered to raise a first charge on the
provincial revenues, after any existing debts and payments
on account of the civil lists.

In Canada legislation was passed for the building of a
trunk line and the raising of £4,000,000 on the imperial
guarantee. Nova Scotia authorized a loan of £1,000,000;
and that there might be sufficient revenue to meet any
special expenses in connection with the construction of the
road, the tariff of 1851 was to remain unchanged until the
line earned three and a half per cent. In New Brunswick
the condition that all the provincial revenues should be
pledged to build the line at the provincial expense was con-
sidered unduly onerous. The province said it would adhere
to the offers of a money payment of £20,000 for twenty years
and a land grant of ten miles on each side of the track, which
it had made in the session of 1849-50. The province had
already pledged £300,000 in aid of the European and North
American, and the Quebec and St Andrews. It was con-
sidered that a strict interpretation would, in view of the
refusal of Lord Elgin in 1849 and 1850 to undertake the con-
struction of the Halifax and Quebec, on the pledges of aid
which the provinces had offered, justify turning their atten-
tion to ‘ the accomplishment of undertakings which it would
be in their power to carry out, and which from the prospect
of more immediate remuneration would hold out greater
inducements to capitalists.’
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A convention of delegates from the different provinces
was held in Toronto in June 1851 to arrange the details of
the project. Contrary to expectation New Brunswick was
represented. It was agreed that the line should be built at
the joint account and mutual risk of the provinces. A strip
of land, ten miles wide, along the railway was to be vested
in a joint commission, and the proceeds from the sales of this
land were to be appropriated to the payment of the principal
and interest of the sum required. New Brunswick was to
construct the portion of the Portland line lying within its
boundaries with funds advanced by the imperial government ;
Canada was to complete the road from Quebec to Montreal
at its own expense. It was estimated that the main line
would cost £7000 per mile.

In the communication from the colonial secretary already
referred to it was stated :

It is also to be understood that Her Majesty’s Govern-
ment will by no means object to its [the Halifax and
Quebec line] forming part of the plan which may be
determined upon, that it should include a provision
for establishing a communication between the proposed
railway and the railways of the States. Any deviation
from the line, recommended by Major Robinson and
Captain Henderson must, however, be subject to the
approval of Her Majesty’s Government.

This was construed by Howe as extending the imperial
guarantee, not only to the Halifax and Quebec Railway, but
also to that portion of the European and North American
lying within the provinces. The convention at Toronto
had so understood it also. New Brunswick, which went
into the project unwillingly, would not have entered it at all
had it for an instant imagined that any other construction
could be placed on the imperial guarantee. Nor had it been
understood that the line as selected by Major Robinson was
immutable. New Brunswick had hoped that a route by way
of the valley of the St John would be chosen. So great was
its interest in this that in 1852 it undertook to become respons-
ible for five-twelfths of the cost of this route. It had hoped
throughout that the railways it was aiding would, in part at
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least, become integral portions of the Halifax and Quebec,
thereby affording not only a through route, but local develop-
ment as well. Canada also favoured this route, but Nova
Scotia held to the ‘ Northern ' route as surveyed by Major
Robinson.

While the seeming harmony as to the project had cloaked
divergent points of view, a sudden difficulty intervened in a
dispatch in May 1852 from Sir John Pakington to Lord
Elgin. This stated that the original guarantee had not
contemplated the extension of a guarantee to the European
and North American ; that consequently the home govern-
ment was free to look at this phase of the project from the
standpoint of expediency ; that aid to this line would not
be given ; and that the ‘ Valley ’ line could not be accepted.
It was admitted that from a local and commercial standpoint
the ‘Valley’ route might have advantages over the ‘ Northern’
route, but its proximity to the United States boundary
deprived it of those imperial and military advantages which
alone would justify the granting of imperial credit.

In 1852 Hincks and Chandler, on behalf of the govern-
ments of Canada and New Brunswick, went to England to
attempt to enlist support for the ‘ Valley’ route. Howe
reluctantly acquiesced in this, fearing that otherwise the
Halifax and Quebec project would be jeopardized. How-
ever, the application proved unavailing. New Brunswick
and Canada, on the one hand, expected commercial advan-
tage from the ‘ Valley ' route; Nova Scotia, on the other
hand, hoped that the ‘ Northern’ route would make western
traffic subsidiary to Halifax. The limited resources of the
provinces and the meagre traffic possibilities of the line had
caused the appeal for imperial aid, and imperial considera-
tions now overrode commercial ones, with the result that
the provinces were free to turn their attention to projects of
more local interest.

THE EUROPEAN AND NORTH AMERICAN PROJECT

After the termination of the active interest in the Halifax
and Quebec project the two dominating influences in the
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railway development of the Maritime Provinces were the
European and North American project and the promoting
activities of the famous firm of English railway contractors—
Peto, Brassey, Jackson and Betts.

The ambitious projects of Portland to become a railway
centre superior to Boston have already been indicated in
connection with the Atlantic and St Lawrence project. John
A. Poor, who was the dominating figure in that project,
looked upon it as a link in a larger plan which would make
Portland a focal point in the through railway business both
of Canada and of the United States. While in 1843 he had
advocated a railway through Canada with termini at Mon-
treal and Halifax, the essential part of his plan was a
railway through Maine, New Brunswick and Nova Scotia.
From the terminus in Nova Scotia a line of steamers was
to run direct to Galway, Ireland. It was the intention to
develop this as a passenger and mail route ; it being assumed
that freight would move by sailing vessels on account of
cheaper rates. It was further hoped that the expanding
network of the railways of the United States would be so
connected with Portland that the through journey between
New York and London might be made in seven, or even in
six days.

While the more ambitious phase of the project was for the
time quiescent because of the activity of Portland in connec-
tion with the Atlantic and St Lawrence, the interest in the
project of through communication had spread to the Mari-
time Provinces. In 1848 a line of railway was projected to
connect St John, on the Bay of Fundy, with Shediac on the
Straits of Northumberland, and a grant of $4000 was made
by the province of New Brunswick for the expense of the
preliminary survey. In the following year a proposal that
the province should take $600,000 of stock in the railway
and guarantee six per cent on a sum of $12,000,000 passed
the lower house, but was rejected by the council.

In July 1850, through the instrumentality of Poor, a
convention of representatives of the New England states
and of the British North American colonies was held at
Portland. The circular issued calling this convention indi-
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cated the commercial advantages of such a trunk line con-
nection. The social and harmonizing influences were also
referred to ; and the conviction was expressed that it would
‘ tend to allay national prejudice, harmonize national differ-
ences, contribute to advance the highest interest of humanity
and promote the welfare of the race.” It was stated that a
liberal grant of land and an exercise of the advantage of the
public credit, on the part of New Brunswick, Canada and
Nova Scotia, similar to that offered in the case of the Halifax
and Quebec, together with the compensation received for the
carriage of the English and of the American mails, would
tend to attract private capital in sufficient amount to ensure
the completion of the undertaking.

In international gatherings participated in by the United
States and Canada, it usually happens that in the desire to
avoid controversial matters the discussion degenerates into
oratorical vapidities. Nor was this convention free from this
defect. Oratorical outbursts in the untrammelled style that
was popular in the United States in the middle of the nine-
teenth century and quotations from the Latin poets afforded
an insecure basis for raising money. As an example of
rhetorical extravagance the following extract from one of the
speeches may not be uninteresting :

In the annals of mankind . . . since the first dawn
of civilization, there has not been a spectacle that sur-
passes in moral and political grandeur—or that ought
to surpass in political grandeur—or that ought to surpass
in moral and political events, the exhibition which the
three memorable days of this convention have made to
the world.

The same speaker, piling blasphemous comparison on
bad taste, said that even the Crucifixion did not do more to
herald peace on earth and good-will to men than the Portland
convention.

Notwithstanding this oratorical effervescence, there were
some practical conclusions. The route was to be a continu-
ous line of 550 miles from Portland to Halifax—222 miles in
Maine, 204 in New Brunswick and 124 in Nova Scotia. The
whole was to be under one management, under concurrent
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charters of Maine, New Brunswick and Nova Scotia. The
road, it was estimated, would cost $12,000,000. The State
of Maine and each province was to provide means for the
construction of the portions within their respective bound-
aries, this to be a common stock under a single board of
directors. One-half of the capital was to be raised on indi-
vidual subscriptions ; an attempt was to be made to raise
the balance on the guarantees of the governments concerned ;
in addition the British and the American governments were
to be applied to for mail contracts.

The State of Maine at once undertook to implement its
promises. Provision was made for a survey of the portion
of the line in Maine, and a perpetual charter was granted free
from all the restrictions ordinarily applying to the railway
charters granted by the State.

It is unnecessary to follow the fluctuating fortunes of the
portion of the line lying within the State of Maine. The
railway policy of Nova Scotia and of New Brunswick centres
around this project. In 1851 the engineer who conducted
the surveys of the European and North American Railway
within New Brunswick stated that there was not sufficient
local population and business to warrant construction from
St John to the boundary of Maine, but the province passed
legislation authorizing a stock subscription and a land grant
to the railway. In the course of the negotiations in England
concerning the Halifax and Quebec, Chandler, the repre-
sentative of New Brunswick, finding that aid could not be
obtained for the ‘Valley’ route, entered into negotiations
with Peto, Brassey, Jackson and Betts. This firm offered to
construct the work either as a private enterprise, taking a
stock payment as well as a loan from the government, or as a
public work taking at par six per cent long term provincial
bonds. Accordingly, under a contract which was ratified at
a special session of the legislature in 1852, the contractors
undertook to build the 244 miles intervening between the
Nova Scotia and the Maine boundaries for £6500 per mile.
The province agreed to take £250,000 in stock, paying there-
for in provincial six per cent bonds at par-j-imaddition it was
to lend £1800 per mile secured by a first mortgage. The
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contractors were to see to the floating of the remainder of
the capital.

In New Brunswick private ownership was adopted as a
matter of expediency. In Nova Scotia, while the pendulum
swung back and forth, public ownership was favoured. As
early as 1850 Howe advocated government ownership, on the
ground that this would be the only efficient means of regu-
lating railway monopoly and providing against manipulation
of rates. So important did he consider the railway to be for
the development of the country that he, at the same time,
said : ‘ If our Government had means sufficient to build rail-
ways, and carry the people free, we believe that this would
be sound policy.” In 1852 a minute of council declared in
favour of the construction of three hundred miles of railway,
the construction to be spread over the period from 1853 to
1862. In the legislation which was passed in the following
year to implement this declaration, the preamble sets out the
objects in view :

Whereas the construction and maintenance of a trunk
line of railway from the harbour of Halifax to the frontier
of New Brunswick with branch lines radiating to the
harbour of Pictou and Victoria Beach, will greatly facilitate
the internal trade of Nova Scotia, developing her re-
sources, enlarging her revenues and opening communi-
cation with the neighbouring States and Provinces.

The line to Pictou was intended to open up the coal-mines,
while the line to Windsor and Victoria Beach was intended to
make the rich western counties tributary to Halifax. Howe
had been an advocate of the latter line for years. It had
been constantly before the public. Judge Haliburton, remem-
bered by his ‘Sam Slick’ papers, had actively advocated
it in 1848.

In undertaking these lines the government looked to a
combination of public and private credit.  The total liability
of the province was to be limited to £800,000 ; the counties
through which the lines passed were to be responsible for the
right of way and the fencing. When the government was
satisfied that contractors of sufficient skill were willing to
undertake the construction at a sum not exceeding £4500
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per mile, it might undertake to pay two-thirds of the cost.
While Howe had been of the opinion that the province should
be very careful about entering into any negotiations with the
Brassey firm, since he thought that those contractors had
overreached both New Brunswick and Canada, it was this
company that obtained the contract.

Construction on the European and North American
began in 1853 ; but this line was soon involved in difficulties.
The contractors had hoped to find no difficulty in placing the
bonds of the railway, but the financial stringency inter-
fered with this. In 1856 the contractors stated their willing-
ness to go on with the enterprise if additional temporary aid
were given by the government. But the government was
unwilling to give this, and it took over the work and paid the
contractors £90,000 for the portion that had been completed.
In Nova Scotia the railways had encountered difficulties
from the outset, and the contractors gave up the enterprise
in 1854, with nothing done.

In 1856 New Brunswick made a fruitless attempt to
obtain aid from the imperial government for the European
and North American. In the same year it passed legislation
to provide for the construction of a line from St John to
Shediac and from St John to the State of Maine with exten-
sions to Woodstock and Miramichi. Construction was to
be carried on by a government commission, the work being
let out by tender. The money necessary for construction
was to be borrowed on thirty year debentures ; a sinking fund
to extinguish this debt at maturity was to be formed from
the profits of the railways, together with the proceeds from
the sale of the crown lands and timber of the counties through
which the line was to pass. However, the provincial finances
were in such a condition that the year 1857 passed without
even a survey.

As for Nova Scotia, in 1859 the Hon. Charles Tupper
said that his government was opposed to government con-
struction, but their hands were tied by circumstances. The
cost of construction had been underestimated, the difficulty
of obtaining sufficient return was ever present, and he could
see but little future for the railways of Nova Scotia aside from

VOL. X C
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a connection with an intercolonial line. In the following
years, both in Nova Scotia and in New Brunswick, govern-
ment construction broke down in the face of the ever-present
difficulty of obtaining money. Complaints were constantly
being made regarding the poor service on the lines in Nova
Scotia. In 1859 the railway train between Halifax and Truro
ran scarcely as fast as a stage-coach, and freight was being
handled in the winter by sleighs because the rates were too
high. A barrel of fish could be carried by private con-
veyance for 2s. 6d., while by rail it cost 3s. 3d. During
the winter the service of two trains a day was cut down
to one. At the same time the lines were barely meet-
ing expenses ; money had been raised at six per cent to
construct the railway, while the net return was one-half of
one per cent on the cost. On the European and North
American, in New Brunswick, the net earnings were 4 of
one per cent on the cost.

In New Brunswick the dissatisfaction led to a legislative
investigation into the European and North American in
1860. While the management was exonerated by the major-
ity report, the minority report found that there had been
careless management and inaccurate surveys.

The project of a through route connected with the State
of Maine which had been begotten in oratory and had lingered
on in disappointment, had a brief revival in 1863, when the
European and North American Railway of Maine proposed
to complete the unfinished portion of the railway through
New Brunswick and Nova Scotia and operate it on condition
that each province would pledge £20,000 a year until the
enterprise paid six per cent on the cost. The financial
difficulties and a fear of insufficient traffic caused the Hon.
S. L. Tilley to-rejoin that the proposition was too expensive.

Thus in 1864, the policy of government construction had
broken down il both Nova Scotia and New Brunswick, and
the provinces found it necessary to rely on private enterprise
and the attraction of capital by subsidies. In some instances
guarantees of interest were offered, in others payment of
cash outright. As a result of these varied activities there
were in the Maritime Provinces, in 1867, 341 miles of railway.
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In New Brunswick, the European and North American
extended from St John to Shediac, a distance of 108 miles ;
while the St Andrews and Quebec had been constructed from
St Andrews to Richmond, a distance of 88 miles. In Nova
Scotia, the Halifax, Truro and Windsor, 93 miles in length,
and the Truro and Pictou, which comprised 52 miles, had
been opened in 1858 and 1867 respectively.

111
THE CANADAS

RaiLwAy Poricy or Francis HINCKS

PON Francis Hincks, inspector-general, devolved, after

the Union of 1841, the task of preparing a general

policy of railway aid. The essential features of his °

policy were the enactment of the Guarantee Act, the incor-

poration of the Grand Trunk Railway, and the creating of the
Municipal Loan Fund.

The preamble to the Guarantee Act of 1849 recited the
importance of rapid and easy means of communication, and
stated that in{new and. thinly peopled countries in which
capital is scarce ‘ the assistance of Government is necessary,
and may be safely afforded to the construction of lines of
railway of considerable extent.’” The assistance was to be
granted by guaganteeing interest at six per cent on a sum not
exceeding one-half the bonded debt, in each case, of a railway
which was over seventy-five miles in length, and one-half
of which had been constructed. Any payments of interest
by the government were to be secured by a first charge
after the lien of the bondholders. No dividends were to be
paid while any part of the principal on which interest had
been guaranteed was outstanding, until the repayment of
such principal had been secured by the establishment of
a sinking fund. The roads thus assisted were to be
subject to such further legislation as might be passed to
make the act effective.
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The policy adopted was a modification of that provided
for the Great Western in 1837, whereby Upper Canada had
undertaken to vote that railway £3 for every A1 of private
stock subscribed up to £200,000. It was claimed by the
Great Western that it was on its representations that the
Guarantee Act was passed.

The Great Western Railway, originally known as the
London and Gore, had been incorporated in 1834. The
troubled days of the rebellion prevented it making any
progress, but the importance of its route as a link in the
through connection between the Eastern and the Western
States was early recognized. Casey, who was later chief
engineer of the Atlantic and St Lawrence, stated in a memorial
written in 1837 that it had a route which no competition could
affect, and that it would exercise as important an influence
on travel as did the Erie Canal. The charter lapsed, but was
revived in 1845. Hamilton, which had by this later date
become the eastern terminus of the projected road, was
convinced that it would not only develop the internal trade
of Canada, but would also form a connecting link between
Boston and the Mississippi River. Hudson, at this time the
greatest railway speculator in England, became interested in
the project. It was favourably reviewed by the English
railway papers. Sir Allan MacNab, who was then speaker of
the house, went to England to endeavour to raise 41,200,000,
but the disturbed financial conditions and the reverses which
Hudson had undergone made his journey a fruitless one. In
1847 the directorate of the road, in a letter signed by MacNab,
endeavoured to turn the existing depression in Great Britain
and Ireland to the railway’s advantage. They set forth that
emigration from Ireland and Scotland should be connected
with the development of internal improvements in Canada.
The Great Western line was intended to run from Hamilton
to London with branches from the latter point to Windsor,
Sarnia and Goderich. It was therefore suggested that the
imperial government should lend money at a low rate of
interest in aid of the railway ; the railway to undertake to
find employment for emigrants on the railway work, and
provide for their transportation to Canada.
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In the years 1847 and 1848 active attempts were made to
raise capital. There were constant references to the profit-
able business carried on by the railways in the Eastern States.
The Great Western was said to be ‘the unfinished link in
the greatest continuous chain of railway communication in
the world.” Ground was broken at London on October 23,
1847, but nothing further was accomplished.

The interest in western connections was general. In
1845 the Hamilton and Goderich was advocated on the
ground that it would give a rail journey of 100 miles as against
a lake journey of 460 miles. In June of the same year the
prospectus of the Ontario and Huron Junction Railway,
later known as the Toronto and Lake Huron, was launched
in England. This line, which was projected to run from
Toronto to Goderich, had the support of the Canada Com-
pany, which had already spent £16,000 on the improve-
ment of the harbour of Goderich. It was hoped that
it would build up a transit trade between the Eastern
and Western States. Nine out of sixteen of its provisional
directors were Canadians. MacNab made an unsuccessful
attempt to raise capital for the Toronto and Lake Huron
in England.

Between 1834 and 1850 there had been chartered in Upper
Canada seventeen railways with a capital stock of £5,600,000,
while in Lower Canada the same number of railways had been
chartered, but with a capital stock of £7,200,000. The poor
development compared with the lavish chartering caused
Smith, the author of Canada Past, Present and Future, to say
in 1850 :

To advocate the construction of a railroad in Canada
at the present time is rather hazardous. A man who
does so must be well convinced of the feasibility of the
plan he proposes, and see clearly the means of carrying
out the object. So many abortive attempts have been
made, particularly from Toronto, that the public have
long since lost all confidence in the undertaking.

A proposal for a railway from Montreal to the western
boundary of Canada was made in 1830 by Peter Fleming, C.E.
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Fifteen years later, in September 1845, at a public meeting
in Belleville, the construction of a line between Kingston
and Toronto was advocated. This, it was claimed, would
not only afford an outlet for agricultural products and open
up the ore deposits of Hastings County, but would also
be a link in a line between the East and the West. Both
in Belleville and Kingston there was an evident desire to
obtain a connection via Kingston with the railways in New
York State. In the following year the project of the Kings-
ton and Montreal Railway was brought before the public.
Through the activity of the Lachine Railway Company,
which hoped to make its line a link in a through connection,
the project of a trunk line was actively discussed in Mon-
treal in 1849. On February 16 of that year a ‘ meeting of
Gentlemen favourable to the extension of railway projects’
was held at Donegana’s hotel, at which a resolution was
adopted in favour of a railway from Quebec to the western
boundary of Canada. The line was to be built by the
existing companies, and the government was to lend two-
thirds of the money necessary for the construction of any
section of the line when the company building such section
had expended on the construction of its section one-third
of the cost.

When Canada in 1851 undertook, in connection with the
Halifax and Quebec project, to make provision for a trunk
line, it was _one from Quebec to Hamilton which it had in
mind. A loan of £4,000,000 was to be raised, and the work
of construction was to be carried on by a board of railway
commissioners, The project met with much opposition in
parliament. . It was urged that the expenditure involved was
so large that the sanction of the electors should be obtained
before anything was done. Government construction and
management were attacked as inexpedient, having always
resulted either in public loss or in a total failure to produce the
anticipated benefits, as witness the contemporary experiences
of Michigan. The portion of the line through Eastern Canada
to connect with the Halifax and Quebec was criticized as
simply a device to appease the French voters.

In 1851 the Great Western began active construction, and
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soon enlisted in the United States a financial support that
exercised an important effect upon its traffic policy. The
appreciation of the strategic position which this line occupied,
its necessity as a western outlet for the New York State lines
which centred at Buffalo, and the financial straits of the line
itself, led, on May 5, 1851, to a meeting at Niagara Falls of
representatives of American railways who were interested in
the future traffic of the road. It was stated that the speedy
completion of the Great Western from the Niagara River to
Detroit was ‘ highly important, forming as it does a necessary
link in the Great Trunk Railway from the Atlantic to the
Mississippi which will not only be the shortest route, but
more level in grades and straight in linear arrangement than
any other trunk line can be made for the same route of
travel.” And it was further stated that ‘ no line of road . . . [is]
so well adapted in every particular to the carrying trade
between the Atlantic and the growing millions of the North-
West.” A committee was appointed at this meeting to
obtain subscriptions in aid of the enterprise. Eight thousand
shares were now taken up by Erastus Corning of Albany,
John M. Forbes of Boston and J. W. Brooks of Detroit,
acting on behalf of the American lines; and these men
were now added to the directorate.

The chartering of the Grand Trunk'in 1852 marks the real
beginning of the period of railway construction. Hincks,
who had accompanied Chandler of New Brunswick to England
to press the merits of the ‘ Valley’ route, came in contact
in London with the Brassey firm, which had already been
attracted by the colonies as a field for railway construction.
This firm was even then entering into negotiations for the
construction of the Quebec and Richmond Railway. As has
been seen, one of the early surveys in connection with the
ambitious railway projects of Maine had looked to Quebec
as a terminal point in Canada. The people of Quebec were
satisfied that there was a great necessity for direct, rapid
and cheap means of communication between Quebec, Mon-
treal, the Eastern Townships, Canada West and the United
States. The activity of Montreal in connection with the
Atlantic and St Lawrence again revived interest, and a
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charter had been obtained in 1851 for a railway from Quebec
to Richmond, as it was feared that without a connection
with the Atlantic and St Lawrence traffic would be diverted
from Quebec. :

_ In the matter of railway policy Hincks was an oppor-
tunist, When the Guarantee Act of 1849 was introduced,
what he had in mind was not the creation of a trunk line, but
the extension of aid to local lines. —The legislation passed in
1851 had considered that private construction was to be used
only as a last resort. In a speech delivered at Halifax, in
the course of the Halifax and Quebec Railway negotiations,
Hincks had declared as his settled conviction that ‘ to make
railroads by companies in this country was both impossible:
and impolitic.” It was the apparent impossibility of attract-
ing private capital rather than settled belief in govern-
ment ownership, as in the case of Howe, which led to this
statement. Hincks now entered into negotiations with the
Brassey company for the construction of the road, justifying
this change of front by saying that he had reason to believe
that an agreement with a company would inspire confidence
and secure the support of capitalists.

The general legislation under which the Grand Trunk
was chartered is contained in three acts. The first of these
provided for the construction of a railway from Toronto to
Montreal. The capital of the company was placed at
43,000,000, and provision for a government loan of £3000
per mile was made. Among the names of the twenty-six
incorporators of the railway are to be found those of Peter
McGill, Georges Etienne Cartier, L. H. Holton, D. L. Mac-
pherson and A. T. Galt. Of the eighteen directors of the
road nine were to be appointed by the government. These
government appointees were not required to hold any share
qualifications. The railway was subject to the provisions of
the general railway act. The second of the acts provided for
the continuation of the railway from Quebec to Trois Pistoles,
and, under certain conditions, from thence to the eastern
boundary of the province. While the capital stock was
placed at £100,000, provision was made for increasing it to
£1,000,000. The provincial grant of £3000 per mile was to
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apply on the section between Quebec and Trois Pistoles.
For the extension beyond the latter peint there was to be a
land subsidy of 1,000,000 acres. The third act in the series
dealt with the charters already granted in 1851 to the Montreal
and Kingston, and Kingston and Toronto Railways. These
lines had objected to the Grand Trunk legislation as an inter-
ference with their charter rights. They stated that to
commit the construction of the line to a Canadian company
would be more to the interests of Canada than to place it
in the hands of a foreign company managed by any associa-
tion of speculators living abroad and having no interest in
the country beyond the punctual receipt of the largest divi-
dends that could be forced out of it. The Montreal and
Kingston had called in, and received payment of, £60,000
of its stock. The stock of these roads was controlled by
A. T. Galt, L. H. Holton and D. L. Macpherson. Notwith-
standing the protests of these companies, it was now pro-
vided that their charters were to be repealed and the Grand
Trunk was to reimburse the expenditures they had made.

In 1851, on the advice of the Canadian financial agents in
London, it was decided to restrict the scope of the Guarantee
Act, as it was feared that without restriction it would impose
too heavy a burden on the public credit. Accordingly the
guarantee was limited to the Great Western and the St
Lawrence and Atlantic, which were to form part of the trunk
line as proposed in 1851, in the event of government construc-
tion failing; and to the Ontario, Simcoe and Huron, later
known as the Northern, which had been begun on the faith of
the guarantee. It was further provided that the government
might advance one-half of the principal as well.

Under the Municipal Act of Upper Canada, passed in
1849, municipalities were empowered to take stock in, or lend

‘to, road or bridge companies. The legislation of the same
year to authorize the formation of joint stock companies * for
the construction of roads and other works in Upper Canada’
contained an identical provision as to municipal contributions.
In 1850 the Great Western obtained an amendment to its
charter permitting municipal subscriptions. By June 1851
it had received stock subscriptions of £25,000 each from the



398 NATIONAL HIGHWAYS OVERLAND

counties of Oxford and Middlesex and from the towns of Galt
and London, as well as £100,000 from Hamilton. The general
railway act of 1851 had authorized municipalities to subscribe
for stock in, or lend money to, railway companies, and had
further provided that the head of a municipality subscribing
£5000 was to be ex officio director of the railway. The main
trunk line legislation of 1851 had provided that in the event
of an imperial guarantee not being forthcoming, the line might
be constructed at the joint expense of the province and of
the municipalities. The sums raised by the municipalities
were to be known as the Railway Municipal Subscription
Fund, and debentures might be issued by the province against
the security of this fund. If a municipality defaulted in its
obligations, the government might direct the sheriff of the
municipality to levy against it.

In 1852 the Municipal Loan Fund Act organized and
expanded the methods of municipal assistance. It was
thought that the world’s‘lack of knowledge of the financial
condition of the municipalities prevented their securities from
receiving the standing they deserved. Each municipality
was now authorized to raise money on debentures for aid
either to railways or to canals, harbours and macadamized,
gravelled or plank roads. When the debentures had received
proper sanction they were subject to the approval of the
governor in council. When this had been done the deben-
tures so sanctioned constituted the basis of the Municipal
Loan Fund, which was in reality a pooling of local credit.
Against this fund the receiver-general was authorized to issue
such provincial debentures as were necessary for the improve-
ments desired ; and from the money obtained from such
provincial debentures the municipalities might take stock in,
or make loans to, works considered of public necessity. The
receiver-general might also, at the discretion of the govern-
ment, make advances to the fund to meet the charges on it.
To redeem its obligations at maturity each municipality was
required to contribute to a sinking fund. When a munici-
pality fell behind in its payments, it was to be charged interest.
Further, the government in case of continued default might
levy through the sheriff of the municipality.
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While the government specifically stated that it assumed
no financial obligation, this complicated scheme was intended
to reflect the advantage of provincial credit on local issues.
Its position of management and supervision tended to con-
fuse the investor as to the relation of the government to the
fund.

RarLway ExpansioN IN THE CANADAS

Between 1841 and 1851 the population of Upper Canada
increased from 465,000 to 952,000 ; while in Lower Canada
the increase was from 690,000 to 890,000. The good harvest
of 1850 had helped to dissipate the gloomy anticipations of
the signers of the annexation manifesto. The repeal of the
navigation laws instead of driving trade away from Canada
had “attracted) it ; and the harbours of Montreal and of
Quebec were crowded with foreign shipping. In 1841 the
total imports at Quebec were £2,690,000 ; in 1851 they were
£5,358,000. The changed policy of England, which gave
‘Canada a free hand in its commerce with the United States,
increased the imports from that country from $4,200,000 in
1849 to $8,360,000 in 1851.

The prospectus of the Grand Trunk was issued in London
early in 1853. It wasunfortunate for the ultimate credit of the
enterprise that the contracting firm occupied the dual capacity
of contractor and promoter. The Quebec and Richmond
in which they were interested was to form part of the pro-
jected Grand Trunk. There was also included in it as a
possible connection the European and North American of
Maine, for the construction of which the Brassey firm was
negotiating and the contract for which was awarded them
a few months later, the greatest part of the consideration
being in the stock and bonds of the railway company.

The project as laid before the investor involved the con-
struction and operating of 1212 miles of railway, distributed
as follows :

Sarnia and Toronto . : ; . 172 miles
Toronto and Montreal . . - 345 .
St Lawrence Bridge . : : . 15
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St Lawrence and Atlantic ; . 140 miles
Quebec and Richmond . . 3 OO 1
Quebec and Trois Pistoles ; R
Peterborough Branch : : Clom -
Atlantic and St Lawrence (Ieased) o) B s
Total . . 1212 miles

The total capital was £9,500,000. From this were to be
deducted sums already spent on the St Lawrence and Atlantic,
and the Quebec and Richmond, as well as shares and deben-
tures set aside for the shareholders of these lines, and for the
bondholders of the Ontario, Simcoe and Huron amounting
to £2,254,000, thus leaving £7,246,000 available for issue.
This was to be divided equally between shares and deben-
tures. It was proposed to issue one-half the shares and one-
half the debentures. The debentures were convertible into
the government six per cent twenty year bonds to be issued
under the terms of the government loan.

In view of the later fortunes of the work the summary of
the advantages claimed for it may be quoted % extenso :

(1) The completeness of the system of Railway, en-
grossing as it does the traffic of Canada and the State
of Maine and precluding injurious competition ; (2) the
large amount of Government Guarantee and of Canadian
capital invested, being two millions eight hundred
thousand pounds sterling ; (3) the fact that two hundred
and fifty miles of the Railway are now open for traffic
—to be increased to 390 miles by the close of the present
year ; (4) the execution of the whole of the remaining
works being in the hands of the most experienced con-
tractors, the eminent English firm of Messrs Peto,
Brassey, Betts and Jackson having undertaken six-
sevenths thereof, including the St Lawrence Bridge ;
(5) the cost of the railway being actually defined by the
contracts already made, whereby any apprehension of
the capital being found insufficient is removed.

The fallacious estimate of revenue which led to many
bitter attacks on the good faith of the government should also
be quoted in its entirety :
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Summary of probable revenue on
1212 miles at an average of

about £25 per mile . . £1,479,660
Deduct working expenses 40 per
GO g g 5 ; 591,864
e e o
Interest on debentures debt,
£4,635,200 3 ; ! 278,100
Rental of Atlantic and St Law-
rence Railway s . L 60,000
338,100
£549,696

Thus showing a profit on the share capital of £484,800,
or nearly 11} per cent.

In the list of directors in England were included the names
of Baring and Glyn, the Canadian financial agents, who
appear as directors on behalf of the Canadian government.
The official sanction of the government was apparently given "
to the enterprise, for six out of the twelve Canadian directors
had an official connection with the government of the day.
These were : John Ross, solicitor-general for Upper Canada
and president of the company ; Francis Hincks, inspector-
general ; Etienne P. Taché, recciver-general ; James Morris,
postmaster-general ; Malcolm Cameron, president of the
executive council; René Edouard Caron, speaker of the
legislative council.

So much stress was laid on the descriptive statements of
the prospectus, both at the time of its issue and in later years,
that these statements should be carefully remembered. So
uniformly enthusiastic is the language used that it is diffi-
cult to select outstanding passages. There are no shadows ;
everything is in a dazzling light. A modern real estate
prospectus is restrained in comparison. The work was
offered as the ‘ most comprehensive system of railway in the
world. Protected from the possibility of injurious com-
petition for nearly its entire length by natural causes as well
as by legislative enactment, it engrosses the traffic of a region
extending 809 miles in one direct line from Portland to Lake
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Huron, containing a population of nearly three millions in
Canada, Vermont, New Hampshire and Maine.’

In substance the estimates of prospective traffic were
framed on the easy basis of calculating every ton of traffic
in the Canadas and the Maritime Provinces as well as every
ton moving between the Eastern and the Western States as
being within the sphere of influence of the Grand Trunk.

At Sarnia, the American railroads now in course of
construction place the Grand Trunk line in the most
direct communication with the arterial lines of the Great
West and the Mississippi, a region whose advance in
wealth and population has been regarded as almost
fabulous, and yet whose resources are still very partially
developed, while the traffic of the copper and iron
districts of Lake Superior, the most valuable and exten-
sive in the world, with the coal of Michigan, will accumu-
late on the railways at this point, reaching Ocean
navigation at Montreal in much less time and by the
same mileage that it can now pass by boat to the waters
of Lake Ontario 350 miles above that city.

And as if this were not sufficient there follows the triume-
phant summary :

The Grand Trunk Railway of Canada, it will there-
fore be seen, commencing at the débouchure of the three
largest lakes in the world, pours the accumulating traffic
in one unbroken line throughout the entire length of
Canada into the St Lawrence at Montreal and Quebec,
on which it rests at the north, while on the south it
reaches the magnificent harbours of Portland and St
John on the open ocean. The whole future traffic
between the western regions and the east, including
Lower Canada, parts of the States of Vermont and New
Hampshire, and the Provinces of New Brunswick,
Nova Scotia, Prince Edward’s Island, and Newfound-
land must, therefore, pass over the Grand Trunk
Railway.

The ‘actual railway situation at the beginning of 1833,
the first year of the great railway development, is set out
in the following table :
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r
Name of railway compiied: |commmrin | Gifectad | <ot
Buffalo and Goderich—
Buffalo to Brantford . . ¢ 75 75
Brantford to Stratford . . : 40 40
Stratford to Goderich . S : 43 43
Champlain and St Lawrence . . 43 43
Erie and Ontario—
Niagara to Chippawa . : : 20 20
Grand Junction—
Peterborough to Belleville . : 50 50
5 » Gloucester Bay . 6o 60
e 5 loronto . 3 75 75
Grand Trunk—
Quebec and Trois Pistoles . % 145 145
Montreal and Kingston . 2 170 170
Kingston to Toronto . E & 165 165
Great Western—
Hamilton to London . s 4 76 76
London to Detroit . ° J 104 104
Hamilton to Niagara River . L 2 42
London to Sarnia . A . ;5 60 60
Junction to Galt . : £ 3 IS 13
Galt to Guelph . 3 : 2 16 16
Montreal and Lachine . 5 3 8 8
b » New York . 3 g 32 &
Ontario, Simcoe and Huron—
Toronto to Lake Huron o B4 27 66 93
Peterborough and Port Hope . : 87 27
» » Cobourg . : 30 30
Prescott and Bytown . " . 3 54 54
Quebec and Richmond . 2 . 9o 90
Rawdon and Industry X g . 20 20
St Lawrence and Atlantic 3 . 95 31 126
Toronto and Hamilton . . . 40 40
Toronto to Sarnia—
Toronto to Guelph 5 : 4 47 47
Guelph to Stratford . . . ¥ 40 40
Stratford to Sarnia . ; p 75 75
Total . g p 205 618 1056 | 1879

In granting charters and in devising schemes whereby
railway construction might be facilitated, Upper Canada was
throughout this period pre-eminent. Whatever construction
was undertaken in Lower Canada was more local in its nature.
It was not until 1854 that the provisions of the Municipal
Loan Fund were extended to Lower Canada. Those inter-
‘ested in railway projection in Lower Canada complained of
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the existing apathy. From time to time references were
made to the enterprise shown by Upper Canada and the
benefits which might be obtained therefrom. Although, for
example, the people of Lower Canada were admonished by
the promoters of the St Lawrence and Ottawa Grand Junction
Railway that ‘ the essence of a railway system is to increase
its own traffic, adding twenty-five per cent to the value of
every farm within fifty miles of the track, doubling that of
those near it and quadrupling that of those through which
they pass,’ they progressed slowly in the matter of railway
construction, with the result that when a time of reverses
came they were not so severely injured. In Upper Canada,
on the other hand, the rule was lavish chartering, little care
being taken to prevent reduplication of lines or waste of
capital. In 1853 charters were granted to the Peterborough
and Port Hope Railway, and to the Cobourg and Peter-
borough. As the towns of Cobourg and Port Hope were only
some seven miles apart, there was not sufficient business for
both lines. It was simply a case of both points bidding for the
business of Peterborough. The legislature avoided the danger
of arousing local opposition, and so granted charters to both
lines, letting the prospective investor look out for himself.

Mild as were the restrictions imposed by the necessity of
obtaining a special charter, even these did not apply in the
case of one railway. In 1849 an act to authorize the creation
of road companies had been passed ; the provisions of this
act were amended in 1850 so as to apply to railways. This
made the procedure necessary to obtain a charter practically
identical with that of the general railway law of New York ;
that is to say,on complying with certain requirements a charter
might be obtained without a special act of parliament. In
1851 the Buffalo, Brantford and Goderich, later known as the
Buffalo and Lake Huron, obtained a charter under this law.
This enterprise was promoted by residents of Buffalo who
desired to tap the traffic of the western peninsula of Canada.
While this legislation, so far as it affected railways, was
repealed in 1851, the desire for increased competition led, in
1855, to a movement for a general railway law analogous to
that of New York.
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As soon as the Grand Trunk was under way the directors
of the company endeavoured to incorporate’ other railways
with it. Not only was there a desire to make additional
territory tributary to it; there was also the desire of the
contractors to link up with the enterprise other railways in
which they were interested. Thus we find William Jackson,
of the contracting firm, writing to Hincks on September 23,
1853, endeavouring to enlist the financial aid of Canada in
support of an extension from Trois Pistoles to connect with
the railways in New Brunswick and Nova Scotia. While he
recognized the commercial advantage to the Grand Trunk
of Portland as an ocean terminus, he fell back on imperial
sentiment, commercial advantage being lacking, and stated
that ‘we have a strong desire to see the North American
colonies connected together by a railway through their own
territories, terminating at Halifax.” He said that Nova
Scotia and New Brunswick might be looked to for a subsidy
of £20,000 sterling each for as long a period as would pur-
chase three and a half per cent terminable annuities. If
Canada would vote £30,000 sterling per annum, the imperial
government would, he thought, vote a similar amount as
well as extend a guarantee.

The prospectus of the railway had spoken of the advantage
of a western connection which would enable it to share in the
transportation of the breadstuffs of the Western States. In
April 1853 an agreement was entered into between the Grand
Trunk, the Quebec and Richmond, the St Lawrence and
Atlantic, the Grand Junction, and the Toronto and Guelph,
the amalgamated line being known as the Grand Trunk Rail-
way of Canada. The guarantee these lines had enjoyed was
transferred to the amalgamated company, and was limited
to £2,211,500. The arrangements in connection with the
Toronto and Guelph at once provoked a conflict between the
Grand Trunk and the Great Western.

Between 1835 and 1840 the Great Western had from time
to time spoken of building branches to Sarnia, Windsor and
Goderich. In the main trunk line legislation of 1851, which
provided for the construction of the road by existing com-
panies in the event of government construction being impos-~

VOL. X b
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sible, the road that the Great Western was authorized to
construct from the Niagara River to Detroit was specifically
recognized as part of the main trunk. Again, when in 1852
the company was empowered to build from Hamilton to
Toronto, this portion of the railway was stated to be part of
the main trunk line.

In its prospectus the Grand Trunk spoke of the Great
Western as affording a communication with the southern
part of Western Canada, as well as with the railways from
Detroit to the Western States. It also spoke of the excellent
financial standing of this road, and said : ‘ This line in itself
forms a continuation of the Trunk line, although under a
different company.’

So far, then, as the legislation up to this date was concerned,
the Great Western had a right to regard itself as an integral
portion of any through route to be developed. The charter
of the Toronto and Guelph line had been granted in 1851.
One year later a charter was granted to the Grand Trunk,
and in the same year provision was made for the extension
of the Toronto and Guelph to Sarnia. The Great Western
had strongly opposed this extension on the ground that it
interfered with its vested rights. This position was supported
by the railway committee of the legislature, which resolved
that :

In the opinion of this committee, it would be unjust
and impolitic to grant a competing line with the Great
Western, such as that asked by the Toronto and Guelph
in the proposed extension of their line from Guelph to
Sarnia, there having been no evidence adduced to this
committee to show that there would be more business
than one line could do ; that the province having taken
interest to the extent of one half of the cost of the road
now chartered (being upwards of £750,000) that interest
as well as the interest of the individual stockholders
should be protected. This committee are of opinion
that the extension of the Toronto and Guelph should
not be granted.

This sane protest was disregarded, the government taking
the position that the question was an open one.
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The original idea of Hincks had not included the western
extension. At the same time the Grand Trunk, desiring to
build up an inclusive system which would control practically
all the traffic, and redress, by participation in the richer traffic
west of Toronto, the poorer traffic east, forced the extension.
It was the needs of the Grand Trunk, not the traffic neces-
sities of the country, which brought about the extension to
Sarnia. There was no industrial need for two through lines
west of Toronto. Moreover, in the competition for American
traffic, the Great Western at Windsor was in a better position
than the Grand Trunk at Sarnia. The Grand Trunk con-
tended that since the guarantees to the Great Western were
given under a general guarantee act, it was no breach of faith
to grant aid to other companies. But, while there was power
to modify existing laws, the Great Western had, at least, the
right to expect that expediency would protect it, and that the
government would not give unnecessary aid.

The Great Western had some reason to see in the Sarnia
extension a threat to force amalgamation. As a matter of
fact, an arrangement was arrived at between the two com-
panies in May 1853, whereby they undertook to co-operate
against injurious competition and unitedly to oppose com-
peting schemes. Robert Stcphenson, in an attempt to
facilitate a working arrangement, suggested that Canadian
territory should be laid out for railway purposes by a dis-
interested board of railway commissioners. < Hincks, however,
refused to be a party to such an arrangement; he desired
open competition both in charters and in railroading. He
threw himself unreservedly on the side of the Grand Trunk,
professing to believe that, notwithstanding the great pre-
ponderance of English capital in the Great Western, its
opposition to the Grand Trunk extension was due to American
influence. The result was that the Great Western, being
forced to fight for its own hand, came into closer relationships
with its American-connections.

Favourable commercial conditions\gave Canada a good
standing in the money market. The Canadian six per cents
were quoted at 116 in London. In 1854 there was a surplus
of £1,000,000 currency. " The enthusiastic prophecies of the
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framers of prospectuses were attracting capital.’ Robert
Stephenson, who visited Canada in 1853, said that he believed
that the Grand Trunk offered the certainty of a great traffic.
The Grand Trunk, in anticipating eleven and a half per cent
of a return, was not alone in its expectations of high dividends
on Canadian railway enterprises. In 1847 the Great Western
had been of opinion that it would earn fifteen per cent. Its
optimism increased with years. In 1853 Mr Laing, the chair-
man of the railway, hinted at a dividend of twenty per cent.
So great was the confidence in the Grand Trunk, and so
auspicious were the conditions under which the scheme was
launched, that when the first half of the stock was placed on
the market it was oversubscribed, and quotations were made
at two per cent premium.

Such was the enthusiasm for railway construction that
Sir Allan MacNab, who came into office as prime minister in
the MacNab-Morin ministry in 1854, said his platform was
‘railways.”> The money which railway building added to circu-
lation engendered a speculative development. Between 1853
and 1857 the amount of £15,000,000 currency was expended
in the country. There was active land speculation along the
lines of the Grand Trunk and the Great Western in the
western peninsula. Towns and villages were projected. At
auction sales building lots were sold at prices which fostered
the hope of speculative profit. Speculation in town sites
was the same then as now.

The promoters saw in railway charters a ready way to
sudden wealth.- Charters, not railways, were desired by them.
Contests between the Grand Trunk and the Great Western
lined the legislators up as partisans of one or other road ; and
the suspicion of partiality and corruption in the granting of
railway charters was one of the reasons behind the movement
in 1855 for a general railway law analogous to that of New
York State. The modern devices of lobbying and all the
illicit acts thereto pertaining existed in full force at this early
time. [t was asserted that some members of the government
stood in a- suspiciously close relationship to the railways.
Hincks was assailed ; it was stated that £50,000 of Grand
Trunk stock stood in his name on the books of the company
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without any tangible equivalent therefor being apparent.
However, it was clearly shown that the shares were in reality
held by him in trust for future sale by the company in Canada.

In 1857 a parliamentary committee disclosed a scandalous
trafficking in a railway charter. The Woodstock and Lake
Huron Railway and Harbour Co. had been projected in 1847
with a capital of £250,000, but was dormant until 1852. In
this year agents were employed by the directors to canvass
for municipal aid. It was represented that all the stock had
been taken by responsible parties who were willing to allow
the municipalities to participate, and that none of the money
so sought would be expended until the means for the comple-
tion of the work were available. On the strength of these
representations municipal aid to the extent of £145,000 was
obtained. In reality the only sums paid in by the stock-
holders were such as were requisite to qualify the directors.
In suits which arose over the election of directors the legal
expenses were paid out of the municipal subscriptions. It was
further found that, in one case where a municipal officer,
uncertain as to the good faith of the directors, was unwilling
to give the necessary papers to enable the company to obtain
government debentures<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>