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Section A: History

Chapter 1: Early Pioneers

The Credit Valley area is rich with history, archeologists feel that man first set foot in the valley just after the last ice age, about 11,000
years ago. This was the Palaeo-Indian Period (9000 B.C. - 5000 B.C.), the “Big Game Hunters." The next period was the Archaic 
Period (5000 B.C. - 700 B.C.) these were the hunters and gatherers. It is estimated that around 700 B.C. we entered the Initial 
Woodland Period, this was marked by the appearance of pottery thus allowing an economy based on food collection and food 
production. The next big change occurred around 1000 A.D. when we entered the Late Woodland Period, this began when the people 
of southern Ontario became full time farmers. Not much is know of these times as a written history was not available, most of what we
know of this time has been discovered by archeologists. 

The first Europeans who came to the area about 1615, it is at this time that a written history was started. Historians call the period from
1615-1763 the Early Historic Period, it is marked by European trade. The native population consisted of the Iroquois and Algonquins, 
both members of the Huron nation. The first visitors to the area were French traders, "coureurs de bois" and missionaries from Europe.
The arrival of the Europeans brought disease to the native peoples, diseases such as measles and smallpox devastated population. Also 
feuding became prevalent in a bid to get the fur trade monopoly with the European traders. By 1650, the native people all but 
abandoned the area. By 1700 an Ojibwa group known as the Mississaugas had virtually driven the Huron from the north shore of Lake 
Ontario. The name “Mississaga” is believed to mean “river of the north of many mouths” and is thought to refer to a river in Northern 
Ontario draining into Lake Huron. By 1720, the area was dotted with French trading posts, a major post was at the mouth of the Credit 
River, so named due to the practice of trading with the Mississauga people using credits. Between 1700 and 1800, there was a decline 
in the number of Mississaugas in the area, again diseases were the main cause. 

By the Quebec Act of 1791, the provinces of Upper Canada and Lower Canada were created. John Graves Simcoe was the first 
Lieutenant Governor of Upper Canada and he initiated several schemes to populate the newly created province. Initial settlement 
occurred in the Bay of Quinte and Niagara Districts and consisted mostly of United Empire Loyalists. Simcoe's settlement plans were 
military oriented, for the threat of war between Canada and the United States necessitated lake front settlement and effective 
transportation links within the province. To fulfil this plan, land occupied by Indians along the lake fronts would have to be purchased 
by the government and quickly settled. In the year 1805, the southern part of Toronto, Trafalgar and Nelson townships, was purchased 
from the Mississauga Indians, and the area legally became known as Toronto Township and formed part of the “District of Home”. 
Known as the “Old Survey” of Toronto Township, it was surveyed in 1806 by Samuel Wilmot and thereafter was populated quickly. 
The demand for additional surveyed land eased off with the war of 1812 but pressure for land was renewed a few years later due to 
European emigration and the result was a second purchase of land from the Mississauga Indians in 1818. This area comprised the 
northern section of Peel County and after the survey was completed in 1819 by Mr, Bristol, the area was known as the “New Survey” 
of Toronto Township. By 1806 British rule had become prevalent in the area and the Mississaugas sold an area called the “Mississauga
Tract”, extending from the Etobicoke Creek in the east to Burlington Bay in the west. The only land the Mississaugas retained was one
mile of land on either side of the Credit River, they also retained the fishing rights. By this time the British had completed the survey 
of the area. Samuel Wilmot was responsible for covering the southern half of the Toronto Township. It was at this time that the United 
Empire Loyalists became to settle the area on the north shore of Lake Ontario.  In 1820, the British arranged the “Second Purchase” 
where the Mississaugas relinquished the remainder of their land. Thus in 1820 a new survey was completed and the land was fully 
open to the British immigrants who came to “Upper Canada” to start a new life.
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Early Days Of  Transportation In Canada:

The material progress of Canada has depended on nothing so much as the means of communication, the facilities for conveying men 
and goods. On the discovery of Canada, when the whole country was covered with a primeval forest, the rivers and lakes formed s the 
natural highways, the only means by which it was possible to travel. Tl1e birch bark canoe, which the Indians had from time 
immemorial used, had to be adopted by the first Europeans who made their way into the interior. When a fall or cataract was reached, 
the tiny vessel had to be hoisted on the shoulders of the travellers, and carried above or below the obstruction, together with whatever 
goods the party carried. Tents were generally out of the question; and the Jesuit missionaries frequently speak jocosely of having put 
up for the night at the sign of the moon; the stars their canopy, and chief or only covering. 

Between Three Rivers and the country of the Hurons, on the east side of the Georgian Bay, which they named the Fresh Water Sea, and
which the Indians called Attigouantan no less than forty portages had to be make, that is, the canoe had to be taken out of the water and
carried so many times and the downward voyage, when sailing with the stream nearly all the way, consumed no less than thirty-five 
days, in which many perils to life and limb were encountered; a longer time than is now required to cross the continent five times from
the `Atlantic to the Pacific. The chief business of the country long centred in the fur trade, of which the beaver furnished the largest 
and most valuable supply. The boats used by the traders were necessarily limited in weight to what the voyageurs could carry on their 
shoulders over the portages. We are not going to waste time on a review of the fur trade or its progress, but it is worth while to note, as 
illustrating the inevitable slowness of the progress which it was possible to make in the absence of improved means of conveyance, 
that though Canada was discovered in 1514, the only means of getting into Lake Superior, possessed by the North-West Company, the 
most powerful organization that then existed in the country (the year 1800), was the bark canoe. It was large enough to carry eight or 
ten men, and a corresponding quantity of goods. It thus appears that for nearly three centuries the bark canoe, in one form or another, 
was the only reliance of Canadians, when extra long voyages had to be undertaken. On shorter voyages, other and superior craft were 
used.
At the close of the 17th century, it was the custom of Governor Simcoe to travel, from Kingston to Detroit, in a
large bark canoe, rowed by twelve chasseurs of his own regiment ; and followed by another boat, in which the tents and provisions 
were carried. The rule was to halt at noon for dinner, and in the evening to pitch the tents. When it, was necessary to pass from one 
lake to the other, Ontario to Erie, by the portage at Queenston, this was then the only kind of vessel that could be used. On Lake 
Ontario he had the choice between the large bark canoe and a gun boat of eighty tons, that being the capacity of the Onondago, of 
which there were four. But only two of them, provided with sails and oars, were fit to carry either passengers or guns; and they were 
often pressed into the service of merchants, by whom either an equivalent in money was paid, or a return in like service in their vessels
to the government was made.

Even something as simple as mailing a letter from York to England was not simple in 1809. First, you had to get it to York, in some 
instances from the Credit valley this might mean a two day trip over difficult trails. Then it would cost you nearly six shillings. It 
would take sixteen to eighteen days just to travel from York to Quebec City, where it would journey by boat as long as a month to 
reach a port in England, then possibly up to two weeks to reach the destination, depending where in England it was going. 
Even in 1816 there were only ten post offices in the whole of Lower Canada and nine in Upper Canada. Sir J. Murray stated, in the 
House of Commons, September 6, 1828, that, on a former occasion, the carriage of a twenty-four pound cannon cost between £150 
and £200 sterling; that of a seventy-six cwt. anchor £676 and that when the Imperial Government sent out two vessels in frames, one 
of them, a brig, cost the country in carriage, the short distance between these two cities, the enormous sum of thirty thousand pounds 
sterling nearly one hundred and fifty thousand dollars. The same service could now be performed for a mere trifle. In the early days of 
the Talbot settlement, about 1817, so called from a large district of country in Western Canada having been granted to Col. Talbot to 
place settlers upon, we have the authority of Mr. Edward Ermatinger, the biographer of that eccentric pioneer, for the statement that 
eighteen bushels of wheat were required to pay for a barrel of salt, and that one bushel of wheat would no more than buy a yard of 
cotton. 

From the difficulty of getting seed grain over the wretched roads of this new country, the struggling pioneer sometimes had to pay as 
high as two dollars a bushel for wheat, which sold in other parts of the province, where communications were better, for about three 
shillings and three pence a bushel, and other things necessary to his comfort and subsistence were proportionately dear.

The enormous rates of Atlantic freights, in those early days, show the immense improvements that have since taken place in ocean 
navigation. Mr. David Anderson, who, in 1814, published a book to prove the importance of the British American Colonies to England,
estimated the freight of a quantity of wheat sufficient to make a barrel of flour, from Canada to England, at a pound sterling, nearly 
five dollars. He was obliged to make an estimate, when dealing with a barrel of flour, because "bread-stuffs" were then shipped to 
England only in their unground state ; and if his figures be reliable, Atlantic freights on this form of " the staff of life,” were seven 
times as high as at present. We suspect, however, that his estimate was too high.
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The average cost of freight on all the grain taken to England is added to the price of the grain; and if it costs five or six times as much 
to take grain to that market from one country as it can be taken for from another, the producer in the former country is at a great 
disadvantage in the competition he is obliged to meet. Discriminating duties could not be expected to make up the difference. Lying 
under these enormous disabilities, in respect to the transmission of produce from the place of production to the ultimate market, it was 
inevitable that the exports of Canada in should be low. In the quarter of a century ending with 1824, when the practice of grinding 
wheat for exportation had begun, Canada had exported only 563,212 bbls. Of flour, and 4,833,190 bushels of wheat. Her population 
was small; but the growth of population under this condition of things must necessarily be the reverse of rapid.

Between Quebec and Montreal, and on Lake Ontario an improved kind of craft was used long before the same thing was possible 
between Montreal and Kingston. In 1795, three small merchant vessels, owned at Kingston, used to make eleven voyages a year to the 
portage at Queenston; they formed the bridge between Kingston and Queenston; and long after, so little was foreseen of the future 
tracks of commerce, it was thought that the latter place would always continue to play an important part in the trade of the country. 
These vessels were, probably, from fifty to two hundred tons burthen, as Weld tells us, there were merchant vessels of that class on the 
lake at that date. Canoes and batteaux were also much used; all the coasters on the American side being of the latter class. Nearly all 
the British commerce of the lake was between Kingston and Queenston. The vessels seldom called at any other point. The number of 
vessels must have been small; for, if we may trust a statement published in the newspapers of the time, there were, in 1312, seventeen 
years after, on the Canadian side of Lake Ontario, only three vessels of over forty tons each. In 1826, in spite of the war that had 
intervened; the number of vessels of that size had increased to between thirty and forty, and some reached nearly, or quite, one hundred
tons. 

At the former date, 1795, the fare between Kingston and Niagara was ten dollars, first class, and half that sum second class. The 
freight on goods between Kingston and Queenston was about nine dollars a ton (thirty six shillings sterling) nearly as much as would 
have been paid for carrying them across the Atlantic, before the war then raging in Europe broke out. But ships were costly to 
construct, and wore out rapidly; sailors had to be brought up from the ocean, and retained on pay during the five or six winter months 
when the harbours were frozen up. Ship carpenters, brought from the States, worked in summer and returned home in winter. Added to
this rate of freight was the previous carriage, sometimes of over two thousand miles, inland, before they were put on board at 
Queenston portage. Over this portage, sixty waggons would sometimes pass in a day. The upper landing place was on Chippawa 
Creek. Merchandize took this route westward by Detroit to Michilmackinac, and beyond this portage trade gave the same importance 
to Queenston that Lachine received from a similar kind of traffic. The first steamboat that ran between Quebec and Montreal appears 
to have been built in 1811, by Mr. John Molson, well known as the father of steamboat enterprise on the St. Lawrence. We find by the 
journals of Lower Canada that a bill was brought in, in that year, to grant him the exclusive right of navigating with one or more 
steamboats that part of the river; but though it passed through committee, it did not become law. 
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Next year it was again introduced on petition. The petition sets forth that Mr. Molson had already built a steamboat, at great expense, 
which would afford the means, at a small cost to the public, of a speedy and convenient passage between the two cities; the only means
of making it then in use being "fatiguing from the nature of the vehicle, and inconvenient both for lodging and nourishment. The 
petition did not mention the number of years during which this exclusive privilege was desired. The Legislative Council passed the 
bill, and inserted the term of fourteen years; but when it came before the Assembly, in Committee, the House was counted out for want
of a quorum, only thirteen members being present, among them L. J. Papineau, who was favourable to the measure. Nevertheless, 
steamboat communication was established on that part of the St. Lawrence, through the enterprise of Mr. Molson. It lessened the cost, 
shortened the time, and banished many of the discomforts of travelling between the two chief cities of Lower Canada. 

Twelve years later, there were no less than seven steamboats plying between Quebec and Montreal. Five of them appeared in Edward 
Allen Talbot’s eyes nearly as long each as a. forty gun frigate. The double row of sleeping berths, on each side of the cabin, were 
thought to be surpassing luxuries, where state-rooms were unknown; though they would now fail to command any but second class 
passengers. And the charge, £3 sterling, over fourteen dollars and a half from Quebec to Montreal, and ten shillings less the other way, 
would now take a passenger all the way from Hamilton to the Saguenay by steamboat, and from Sarnia to Portland by rail. But the 
rates of passage were soon reduced, by the natural operation of competition, to a moderate figure. By the year 1829, deck passage on 
these steamers could be had for a dollar and a half; and a passage could be had on such conveyance as then existed, from Montreal to 
Kingston, for five dollars more.

Upper Canada was only a little later in availing itself of r the facilities of steamboat navigation. The Frontenac, the first Lake Ontario 
steamer, was not built till 1816. She cost .£15,000, which is nearly three times as much as any other boat on that lake cost for the next 
decade, as the following figures, which represent the commercial steam marine of Lake Ontario in 1826, show:

Name Of Steamer Cost
Frontenac  £15,000.00

Niagara £6,000.00

Charlotte £3,500.00

Toronto £2,500.00

Canada £5,000.00

£2,500.00

Total: £39,500.00

Queenston (estimated) £5,000.00

Dalhousie

The Frontenac, Howison tells us, was the largest steamboat in Canada; her deck being seventy-two feet long and thirty-two feet wide; 
seven hundred and forty tons burthen, and drawing eight feet of water. The time has long since passed when any one would think of 
using, on these waters, so small a steamer for passenger traffic. But the size of Canadian steamers soon underwent an increase. 

In 1829, the Lady Sherlock, which run between Quebec and Montreal, was one hundred and forty-five feet long, and the Chambly was
only three feet shorter} Before the Lachine Canal was built small steamers managed to stem- the Lachine rapid, which they overcame 
by going obliquely against the current and taking advantage of the side eddies.

It is curious to note that, at a distance of about five years, Upper Canada followed Lower in the inauguration of steamboat enterprise ; 
and that she counted seven steamboats on Lake Ontario two years after Lower Canada had placed that number between Quebec and 
Montreal. 

The fare charged by the first Upper Canada steamboat was twelve dollars from Prescott to Toronto, and half as much again to 
Hamilton. But while these two sections were provided with steamboat accommodation, the intermediate distance between Kingston 
and Montreal was still, on account of the interruptions occasioned by the rapids, obliged to content itself with more primitive modes of
communication.

The flat bottomed Batteaux, made of pine boards, and narrowed at bow and stern, forty feet by six, with a crew of » four men and o. 
pilot, provided with, oars, sails and iron shod poles for pushing, continued to carry, in cargoes of five tons, all the merchandise that 
passed to Upper Canada. Sometimes these boats were provided with a makeshift upper cabin, which consisted of an awning of oilcloth
supported on hoops like the roof of an American, Quaker or Gipsey wagon : provided with half a dozen chairs and a table, this cabin 
was deemed the height of primitive luxury. 
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The Batteaux went in brigades, which generally consisted of five boats. Against the swiftest currents and rapids, the men poled their 
way up; and when the resisting element was too much for their strength, they fastened a rope to the bow, and plunging into the water, 
dragged her by main strength up the boiling cataract. From Lachine to Kingston, the average voyage was ten or twelve days; though it 
was occasionally made in seven; an average as long as a voyage across the Atlantic now. The nature of the route over which they 
travelled had dictated the construction of these boats; the main object being that they should draw as little water as possible. A 
Batteaux of two tons, if heavily laden, had to be lightened to piss over the Long Sault, when the water was low. The Durham boat, also
then doing duty on this route, was a flat bottomed barge ; but it differed from the batteaux in having a slip keel and nearly twice its 
capacity. 

This primitive mode of travelling had its poetic side. Amid all the hardships of their vocation, the French Canadian boatmen were ever 
light of spirit, and they enlivened the passage by carrolling their boat songs; one of which inspired Moore to write his immortal ballad, 
better known among the generality of English readers than those of the French that preceded it. The loss of time, from the slowness of 
the old modes of travel, was a very serious matter. Edward Allen Talbot, who published a book on Canada, in l824, has some facts 
cited from his own experience on this point. We should be sorry to guarantee the general accuracy of this prejudiced and splenetic 
work; but the author may be trusted when he tells us that himself his father, and the rest of the family were thirteen days in a Durham 
boat, between Lachine and Prescott. To the loss of time by this mode of travelling was added the discomfort arising from a part of the 
passengers having to sleep at night, when the boat came to a stand, in the open air, on shore ; the wretched little cabin, not of the 
awning kind, it is presumed, not being sufficient to accommodate a single family.

The dangers of this mode of travelling, like that by canoe which it had superseded, were very great ; those of the Long Sault being 
especially dreaded. Mr. Boulton, in his topographical description of Upper Canada, published in London in 1824, says: "Boats may 
pass near shore, but where misfortune has driven either a boat or a raft into the strong part of the current, it hath seldom happened that 
a life has been saved. A melancholy instance of the danger of this just occurred in the late French war,when several boats and their 
crews were entirely lost".  But familiarity with the currents had reduced the danger to a minimum; and the surplus grain of Upper 
Canada was now taken down on rafts or in boats, with a great degree of safety. Attempts had been made to take lumber down from the 
most distant points on Lake Ontario; but Mr. Boulton conceived "the risk to be far above the probable advantage;" a risk which, in 
these later days, we have learnt to count very little.

As between the Batteaux and the Durham boat, the balance of safety lay on the side of the former. An example from the experience of 
Isaac Weld, the traveller, when passing from Montreal to Quebec, in the summer of 1795, will show this in a striking manner. After 
leaving Montreal, " we had," he says, " reached a wide part of the river, and were sailing under a favourable wind, when suddenly the .
horizon grew very dark, and a dreadful storm arose, accompanied by loud peals of thunder and a torrent of rain. Before the sail could 
be taken in, the ropes which held it were snapped in pieces, and the waves began to dash over the sides of the batteaux, though the 
water had been quite smooth five minutes before. It was impossible now to counteract the force of the wind with oars, and the batteaux
was consequently driven on shore, and the bottom of it being quite flat, it was carried smoothly upon the beach without sustaining any 
injury, and the men leaping out of it drew it on dry land, where we remained out of all danger till the storm was over. A keel boat, 
however, of the same size, could not have approached nearer to the shore than thirty feet, and there it would have stuck fast in the 
sand, and probably have been filled with water."

The great leading roads of the Province had received little improvement beyond being graded, and the swamps made passable by 
laying the round trunks of trees, side by side across the roadway. Their supposed resemblance to the King’s corduroy cloth, gained for 
these crossways the name of corduroy roads. The earth roads were passably good only when covered with the snows of winter, or dried
up with the summer sun ; and even then a thaw or a rain made them all but impassable. The rains of autumn, and the thaws of spring, 
converted them into a mass of liquid mud, such as amphibious annuals might delight to revel in. Except an occasional legislative grant 
of a few thousand pounds for the whole Province, which was ill expended, and often not accounted for at all, the great leading roads, 
as well as all other roads, depended, in Upper Canada, for their improvement on statute labour. 

In 1831, every male inhabitant not rated on the assessment roll, was liable to two days labour on the roads; a person rated at not more 
than twenty-five pounds, to three days labour; if over fifty, and less than seventy-Eve, four days; at one hundred pounds five days; at 
two hundred pounds, seven days; at three hundred, nine days; at four hundred, eleven clays; at five hundred twelve days. This labour 
was languidly performed, or, when possible, evaded altogether; substitutes were difficult to get, and money to pay them with equally 
so. In that year, £20,000 was granted by the Legislature for the improvement of roads ; and Mr. Ruttan, in a pamphlet published the 
next year, stated that £9,000 of it remained unaccounted for. 
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In 1835, no less a sum than £50,000 was granted for the improvement of roads ; but this sum, even if economically expended, would 
go a very little way in forming good roads, over distances that embraced many hundreds of miles. In 1836-7, a Session of recklessly 
improvident grants of all kinds, £500,000 was authorized to be raised for roads; but it was of no more value than the several other 
similar authorizations, amounting in the aggregate to several millions of dollars, when the credit of the Province was at zero, and its 
whole revenue was not one-third as much as that of one of our richest municipalities to-day. At the time of the union, in 1841, the 
whole revenue of the Province was only {78,000; that of Toronto was, in 1870, $1,362,169 25. Formerly the small grants for this 
purpose were jobbed and squandered by members of the Legislature, under a system in which no one was responsible, and every 
member could propose a. money grant without the previous authority of the Crown. In 1840, Chief Justice Robinson estimated the 
whole amount that had been expended on Macadamized roads, in Upper Canada, at £200,000—3800,000. After the union, a large 
portion of the Imperial guaranteed loan of £1,500,000, was expended on this kind of roads; but the money was so distributed that the 
great leading routes were seldom more than partially improved. 

The only road on which it was possible, in 1887, to take a drive, near Toronto, was Yonge Street, which was Macadamized a distance 
of twelve miles. Mrs. Jamieson describes the Canadian stage coach as being, at that time, like the American, a " heavy lumbering 
vehicle, well calculated to live in roads where any decent carriage must needs founder." These were the better sort, on the great roads. 
Another kind were "large oblong wooden boxes, formed of a few planks nailed together, and placed on wheels, in which you enter by 
the window, there being no door to open or shut, and no springs." On two or three wooden seats, suspended on leather straps, the 
passengers were perched. The behaviour of the better. sort, in a journey from Niagara to Hamilton, is described by this writer as 
consisting of a "reeling and tumbling along the detestable road, pitching like a scow among the breakers of a lake storm." The road 
was knee-deep in mud, "the forest on either side dark grim and impenetrable."

Bad as this was, there were men scarce past the prime of life, who, contrasting it with their recollections and experience, might be 
excused for thinking it a. very acceptable mode of travelling. They could remember the time when it was impossible to thread their 
way among the stumps of trees and fallen timber that encumbered the road. with a rude cart and a yoke of oxen ; when the Duke de la 
Rochtbucalt Lioncourt, in 1795, described this very road as one of the worst he had seen in America; when it was passable only on 
horseback, and then, he tells us, " but for our finding now and then some trunks of trees in the swampy places, we should not have 
been able to disengage ourselves from the morass." 
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Thirty years latter, Mr. Wm. L. Mackenzie described the road between Toronto and Kingston, as among the worst that human foot ever
trod. And down to the latest day before the railroad era, the travellers in the Canadian stage coach were lucky ii, when a hill had to be 
ascended or a bad spot passed, they had not to alight and trudge ankle deep through the mud.

In Lower Canada the Maitres and Aides de Poste formerly kept conveyances for the carriage of passengers at stated post houses and 
the rates of charge were fixed by law. They received ten-pence a league for a horse and cart or sleigh, or for a horse and harness 
without either, tor conveying a weight of six hundred pounds, and tour-pence for every additional horse, conveying a weight of one 
thousand pounds and seven-pence half-penny a league for a saddle-horse. The Act establishing these post houses having expired, the 
ci-devant Maitres and Aides de Poste, petitioned for their reestablishment, with a legalized tariff, in 1812. But a committee to whom  
the petition was referred, reported adversely and thenceforth the carrying of passengers on land seems to have been left to the natural 
law of competition. The rate which it was possible to travel in stage coaches depended on the elements. In spring, when the roads were
water-choked, and rut-galled, the rate might be reduced to two miles an hour, for several miles on the worst sections.  The coaches 
were liable to become embedded in the mud, and the passengers had to dismount and assist in prying them out by means of rails 
obtained from the fences. Various forms of accidents occurred, and the total percentage was probably not less than fifty per cent. more 
than on railways at present. 

The cost of travelling, in fares, to say nothing of time and expenses on the way, where the driver was generally in league with the 
tavern-keepers, by whom he was used as a decoy, was nearly three times what it is on railways. In the dry weather of summer, and the 
snows of winter, the worst roads became tolerably good ; and stories of incredible speed being made, in sleighing, are still told. 

It is alleged that Mr. Weller, the immortal stage-coach owner, once drove Lord Sydenham from Toronto to Montreal, by means · of 
successive relays of horses, in twenty-six hours ; and a story is told of a still more surprising feat being performed, in the same way, 
between Portland and Montreal. It was a race between Boston and Portland, which could carry the English mail most rapidly to 
Montreal. The Portland party made the distance, which is nearly three hundred miles, in twenty hours. The result of this contest is said 
to have been one of the causes that led to the adoption of Portland as the terminus of the railway from Montreal, instead of Boston. 

But these exceptional cases prove nothing in favour of a mode of travelling, which, taken altogether, in the varying seasons, was 
tedious and uncomfortable, and involved an outlay of time and money that would now be thought unendurable. We have said enough 
to prove the proposition with which we set out, that the material progress of Canada depends, and has always depended, more upon the
facilities for communication than anything else. This brief retrospect will give the present generation some adequate idea of the 
advantages it possesses over those that went before, a kind of knowledge which may, if rightly used, be turned to practical account.

Article From "Engineering" A Weekly Journal Dated July 30, 1880:
In 1839, a book published by Messrs. Oliver and Boyd, of Edinburgh, contains the following description of the country which the 
Credit Valley Railway is designed to serve  “ The Gore District must, we suspect, be considered mere bush. Beyond Ontario the shores
of Lake Erie, even since the completion of the Welland Canal, cannot be recommended without some hesitation. The distance from 
Montreal becomes great, and as the goods could scarcely be conveyed without transhipment, the tolls on these canals must be paid. At 
all events it is only the lands closely adjoining this great lake that appear to afford a profitable site for the settler, and the London 
district must be classed with the bush territory.” This lucid description, not apparently very flattering, was nevertheless nearer to the 
truth in one respect than the writer intended. It was all “ bush,” and that of the most valuable quality, and the mistake is the inference 
more than the assertion that “ mere bush" is poor land, and therefore to be avoided by the settler. In the year that this unfavourable 
account was published, the ten counties on the shores of Lake Erie that could not be “recommended without hesitation” had a 
population of 85,032. In 1871 this had increased to 301,587; and the whole district spoken of so slightingly, but which then contained 
234,853 people, in 1871 contained 1,013,572, and its yearly production had reached 13 million bushels of wheat, and over 35 millions 
of bushels of other cereals. Nothing proves the prodigious strides in population and development like the unromantic, passion less 
figures of the census. In 1827 the Huron country was an unbroken wilderness. In 1841 the counties of Huron, Perth, and Bruce, a 
portion of this forest, contained only 5000 white inhabitants.

In 1851 the number had risen to 37,580, and in 1871 there was a population of 161,216, being thirty-fold in thirty years, a rate of 
progress still being maintained. The province of Ontario only began to be settled at the beginning of this century, and the peninsula 
west of Toronto is scarcely fifty years old, but of the 80 millions of acres that it contains, 77,606,400 have been ascertained to be good 
farming land, 25,297,480 have been surveyed and mapped out, and 21,879,048 had been granted and sold by the end of 1878. The 
agricultural interests had not only grown to be of vast importance, but Canada was beginning to take her fair place alongside of the 
older and, as generally supposed, better situated United States, and in many respects Ontario has been able to show even a superiority. 
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The official returns of both counties, for instance, prove that the value of farms per head of the population is greater in Ontario, and 
that the capital invested in agricultural implements, in proportion to the breadth of land cultivated, is also more, being $186 for every 
100 acres in Ontario against $150 in the United States. Nor does the value of agricultural implements manufactured in Ontario fall far 
short of the quantity produced in the older and more develop country per head of the population, being 41 cents in Ontario against 55 
cents in the States, a ratio largely reduced since the last decennial census. In the production of wheat, in proportion to population, 
Ontario is nearly three to one over the States, raising 17.64 bushels per head, whilst their neighbours only reach 5.50 bushels for each 
inhabitant, and even taking the Western States alone, Ontario takes the lead; for their average yield, ten years since, was only ten 
bushels per head. Of the eight leading agricultural products, wheat, rye, corn, barley, oats, buckwheat, peas, beans, and potatoes,  
Ontario produces 55.95 bushels for each inhabitant against 43.42 bushels in the United States, and excluding Indian corn in which they
largely exceed, the proportion stands 54.34 to 16.74 bushels per head. In proportion to population Ontario has a greater value of live 
stock, the figures being $38.13 for each inhabitant of Ontario against $34.64 in the States. Every hundred people in the former district 
own 27 horses and 32 milch kine (milk cows). In the United States the numbers are 20 and 27 respectively. Sheep show the same 
preponderance in their favour, but in pigs the ratio is widely the other way. Ontario produces 19.22 lb. of butter, against 14.62 lb. Per 
head in the States, in wool the proportion is 2.62 lb. per head against 1.92 1b., and t e increase in these two items has been estimated 
during the last decennial period as 67 and 40 per cent. in Ontario against 46$ and 15 per cent. in the States. It is expected that the 
approaching census will prove such an immense development in Canadian agriculture that has probably never been equalled in any 
country before. Through the best part of this rich farming district the Credit Valley Railway and its branches have been constructed.

The Toronto, Grey, and Bruce, and the Nipissing Railways were scarcely in operation when the same parties, who had been largely 
instrumental in securing the formation of these narrow gauge roads, prepared, in l871, to launch the Credit Valley as an auxiliary line 
to the first of these. 

That railway leaves Toronto in a north-west direction, passes over the high land of the Caledon Mountain, and crosses the Credit river 
not far from its source on the table-land beyond, near Orangeville, 49 miles from Toronto. The Credit Valley was designed to avoid the
high intermediate ground crossed by the other route, and following the valley of the river nearly north and south to Streetsville, 20 
miles to the west of Toronto, to run thence nearly due east to the capital. From the elbow at Streetsville it was proposed to extend a 
branch due west to the important town of Milton, the principal place in Halton County, 32 miles west from Toronto. The total length of
road to construct was about 65 miles, and it was intended to be on the 3½ ft. gauge, the same as the Grey and Bruce, which it was to 
join at Alton six miles south of Orangeville. Considerable stress was laid in the prospectus upon the intention to utilize the large water 
power of the Credit river for grinding the wheat produced on the older railway in mills to be erected on the river, and thus bring it to 
Toronto as flour. This friendly alliance did not, however, seem so attractive to the managers of the older line, the diversion of their 
traffic, even with the advantages proposed, did not suit their views, and when the Credit Valley had secured sufficient municipal 
support, and a handsome bonus from the Legislature, it struck out a new course for itself, obtained powers to extend its line to Elora, 
27 miles west of Orangeville in one direction, and to St. Thomas, 126 miles west of Toronto in the other, this latter portion being 
henceforth considered the main line. At the same time it was decided to construct it on the national 4 ft. 8” in. gauge, to make it a more
substantial line in all respects, and to make such alliance with the Canada Southern at St. Thomas, as should place this line on the main
route between Toronto and the Great West, and enable it to rival the Great Western and Grand Trunk in their western business. The 
extended scheme consists of a main line from Toronto to St. Thomas, 126 miles, running from Toronto a little south of west; the 
Orangeville branch from Streetsville, 35 miles in length, running nearly north to Orangeville; and the Elora branch, starting from this 
branch 10 miles south of Orangeville, and running generally west to Elora, 27 miles, making a total of 185 miles. The municipalities 
along the line were unusually liberal, the counties, towns, and townships with scarcely an exception voted as a gift large sums towards 
the cost of the works, and the Ontario Government promised $3,000 per mile in addition, making a total free contribution of about 
$1,700,000 or nearly $10,000 per mile.

The Great Western and Grand Trunk both run from Toronto to Detroit. It is 283 miles through London by the former of these routes, 
and 231 through Stratford by the latter, whilst by the Credit Valley to St. Thomas, and thence by the Canada Southern, will be 257. To 
Toledo from Toronto, which is the other important railway centre on Lake Erie, and where thirteen railways converge, the distances 
from Toronto by the three rival routes are 278, 281, and 278 miles respectively. Both the Grand Trunk and Great Western pursue a 
general westerly course from Toronto. 

The former runs for the first 15 miles in a northwest direction from that city, then due west to the St. Clare river, then south-west to 
Detroit and Toledo, while the Great Western trends from its eastern terminus south-west to Hamilton, then generally west to the Detroit
river, the result being that the two lines are on an average 20 miles apart through the western peninsula of Canada, and at Sarnia, where
the Grand Trunk crosses into the United States, there is a distance of nearly 30 miles between the two main lines. The Credit Valley 
leaves Toronto between its two great rivals, runs for the first four miles close alongside the Grand Trunk to Carlton, then turns off 
nearly at right angles from it to the south-west to Lambton, where it is about midway between the two. 
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From this point it continues in a course a little south of west to Gait, where it crosses the Grand river about 10 miles from its rivals on 
either side, then gradually converging towards the Great Western, ultimately crosses it at Woodstock, 93 miles from Toronto, runs 10 
miles parallel to it, within a quarter of a mile to the south, to Ingersoll, 102 miles, and, turning south-west 24, miles, reaches the 
Canada Southern Railway at St. Thomas. The first important piece of work on the line is at Lambton, six miles from Toronto, where 
the railway crosses the Humber river, on a long wooden viaduct 110 ft. above the river, and over 900 ft. long. The Humber river, the 
mouth of which is eight miles west of Toronto on Lake Ontario, has its general direction north and south, and was formerly the 
principal thoroughfare bmhich the Northern Indians found their way from e Huron to the meeting-place of their tribes at Toronto, 
whichis the meaning of this old name. Subsequently it was famous as a salmon stream. The scenery is picturesque, and there is water 
enough to allow vessels of 150 tons to come up to the Lower Mills. At one time a considerable export business was done at this point, 
and 84,000 barrels of flour manufactured on the river have been shipped from here in one season; but Toronto absorbs this trade now, 
and direct shipments have ceased. Lambton is on the old Dundas road, which the railway runs alongside of for the next 10 miles to 
Cooksville, passing through a splendid farming district in the highest state of cultivation. 

The land is a clay loam with here and there patches of sand. Large quantities of wheat and barley are produced, and the soil is 
admirably adapted for root crops, such as turnips and potatoes; whilst there is at Cooksville, 12 miles from Toronto, one of the few 
vineyards in Canada producing a very fair native wine. Near this station the railway enters the county of Peel, which, though one of the
smallest counties in Ontario, containing only 293,300 acres, has for its size a greater mileage of railways than even the metropolitan 
county of York adjoining it, and its position in this respect is rather a warning against the construction of rival lines, and the 
multiplication of unnecessary roads fostered by the application of indiscriminate municipal grants bestowed upon every applicant. The 
county has a frontage on Lake Ontario of about 10 miles, running back about 30, with an average breadth of 15. 
Through this small district the Great Western and Grand Trunk main lines both pass, the former having 10 miles in the county, and the 
latter nearly 20 miles, and passing through the county town Brampton. Besides these, three other companies have constructed between 
them 110 miles of railway, all largely assisted by municipal contributions. 

Altogether there is one mile of railway for every three miles in area in a purely agricultural district having a population, according to 
the last census, of only 16,369 or a mile of railway for each 117 inhabitants, who are taxed in one shape or another for fully one-half of
its cost. Of the five railways the Credit Valley was the last comer, but to it the county voted $75,000 and the towns of Brampton and 
Streetsville each $20,000 besides their share of the $3,000 per mile given by the Government. Its main line for 15 miles, the 
Orangeville branch for nearly its whole length, and the Elora branch for the first three miles, run through the county. This county was 
first settled in 1819, one of the earliest instalments of its population being a party of Irishmen, who had arrived in New York with other
immigrants during the war of 1812 to 1814. On landing there they were offered their choice either to take up arms against Great 
Britain, give security that they would have no transactions with the British during the war, or remove 40 miles inland from the coast. 
Most of them gave security and lived in New York till the war was over, but they were subject to such constant annoyance from the 
people amongst whom they lived, that principally on this account they applied to the British Consul fora location in Canada. Two of 
their number were sent out as in the days of Joshua to spy out the land, and secure for the rest a suitable block for their future 
residence. As a result 26 families arrived in 26 waggons by way of Niagara and Toronto, followed the new Dundas road for 12 miles, 
and then struck north-west into the bush to the location selected, near what is now Streetsville. Two of the leaders named Graham 
knew so little of what was before them that they each brought a pleasure carriage. One, however, sold his in Toronto, where it figured 
as the first covered carriage in Upper Canada, the other got his to his allotment where, in the absence of any roads on which it could be
used, it was finally utilised as a hen-house. Another of these settlers, Timothy Street, built in 1821 a grist and sawmill, and 
subsequently other small factories. This was the beginning of Streetsville, 20 miles from Toronto, where the railway crosses the Credit 
river, and where its northern branches leave the main line. There is an extensive cloth manufactory here carried on by Messrs. Barber, 
who make about 1000 yards of Canadian tweed cloth daily, most of which is subsequently made up into wearing apparel on the 
premises, and Messrs. Gooderham an Worts have also a large flouring establishment. The town was incorporated in 1858 and the first 
chief officer, or “reeve” as the title is, was John Street, a son of the pioneer settler. He was followed by Mr. James Goodherham in 
1869, through whose exertions mainly the Credit Valley Railway was secured, and during whose incumbency of office the handsome 
county and township bonuses were granted for the road. On the 10th of May, 1879, on the occasion of the first trip over the new road 
from Toronto to Streetsville, whilst the excursion train was standing near the junction of the Grand Trunk, by a stupid mistake with the 
switch and signals an empty Grand Trunk engine was allowed to dash into the excursion carriage, and Mr. Gooderham was run over 
and killed on the road that he had worked so hard to secure for the district.
Eight miles from Streetsville, on the Orangeville line, the Credit Valley line crosses the Grand Trunk at Bram ton, the county town of 
Peel. The growth of this lace has been even more rapid than Streetsville. In 1832 there was not a house here, and the village was not 
laid out into lots till 1834. In 1837 the population was 18, and in l871 this had grown to 2,551. It is now a first-class grain market, with
six churches, two banks, and a number of thriving factories. The principal of these is Messrs. Haggart’s agricultural works. These were
commence on a small scale in 1849, horses being employed to turn the machinery. 
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It is now a handsome brick building with stone facings, four stories high, occupying the four sides of a square, and covering two acres 
of ground, whilst the lumber and store yard adjoining occupies five acres more.They turn out in the season, amongst other products, 
1400 combined reaping and mowing machines, and one of these was selected last year by the Canadian Government to be sent to the 
recent Exhibition at Sydney, in New South Wales. Passing through an excellent wheat growing district, in 20 miles from Streetsville, 
and 40 miles from Toronto, the branch line crosses the Hamilton and North-Western Railway at Sligo, and shortly afterwards enters 
one of the most beautiful defiles in Canada, where the River Credit running in a deep chasm through a limestone formation, produces 
almost every variety of rock and river scenery. 

Three miles from Sligo the two main branches of the stream unite, the railway crossing the Western Fork on a long wooden viaduct, a 
view of which we publish on page 92. The bridge is 1150 ft. long, 70 ft. above the water, on a curve of nearly 90 deg., and carries the 
route up the narrow tortuous defile of the Eastern Branch. The river descends in places at the rate of 150 ft. per mile, but the gradient 
on the railway does not exceed 70, the consequence being that for a long distance up this beautiful valley the road is benched out under
the impending rocks of the chasm on one side, whilst far below on the other side, in the deep recesses beneath, the river foams and 
tumbles, affording some lovely glimpses of wild picturesque beauty. At the summit of this defile, at a village originally known as 
Church’s Falls, but now called Cataract, the road almost suddenly comes upon the plateau at the top, and here the Elora branch comes 
in from the west, at a point 26 miles from Streetsville, and 40 miles from Toronto. 

In the year 1818, when all this was covered with the primeval forest, and excepting a few stragglers on the Lake Shore, there was 
scarcely a white man to be found, these few were attacked with a gold fever. The high lands up the Credit stream were supposed to be 
full of gold, and all the male population made a stampede for the Caledon Mountains. One of these was a young Scotchman of the 
name of Grant. He examined all the holes and corners in the stern rocky glen up which the Credit Valley Railway is now laid, and 
climbed along its rude escarpment. He found no gold, but he did find the falls of the Credit river, and a brine spring. 

He persuaded a Toronto gentleman to find him the necessary funds, and the next year a sawmill was built to supply with lumber the 
city that was to be built around the future salt works, the manufacture of which, and the exploitation of the other minerals with which 
the glen appeared to abound, being the certain basis, as represented, of a large business. The whole was visionary, and the mill rotted 
down. Forty years afterwards Mr. Church bought the property, and in this wild and then remote locality made roads, built mills, set to 
work the waste energy of the falls, and by dint of energy and perseverance has succeeded in making this a valuable property. The 
“falls” are rather a series of rapids than a perpendicular leap, but the river descends at Cataract 80ft. in 300 yards, and in the 38 miles 
between this and the Forks Bridge there is a total fall of 380 ft., affording an immense power easily adapted to manufacturing 
purposes.

At a distance of 3½ miles above Cataract is Alton, which is also a station on the Toronto, Grey, and Bruce coming, like the Credit 
Valley Railway, from Toronto, and 1½ miles north of this the two roads cross each other, and thence run side by side to Orangeville, 
where this extension of the Credit Valley terminates. The Elora branch commences at Cataract and passes for 27 miles through an 
excellent farming country, although at an average elevation of 14,000 ft. above Lake Ontario, and having often very severe storms in 
the winter. The two railways, the main line from Toronto and the Elora branch, run for some distance side by side, the one rising to 
Cataract Station at 70 ft. to the mile, and the other ascending from it towards the west at 50 ft. per mile. As the vertical height of the 
Elora line rapidly increases above the other, there is from the former a glorious view of the whole defile through which the train has 
come up from Toronto, the tortuous valley of the Credit, the wide expanse of farming land through which its route lays, and the great 
blue water of Ontario in the distance. The Elora line continues to rise for 15 miles from the junction when the watershed is reached 
which separates the Credit Valley from that of the Grand river running south into Lake Erie. 

At Douglas, 20 miles from the junction, the Grand river is crossed, and the remainder of the distance to Elora is in the valley of that 
river, which here, 200 miles from its outlet, is yet a considerable stream 200 ft. in breadth, and deeply tinged with the dark-coloured 
peat of the Luthu swamps, in which, 20 miles to t e north of this, it takes its rise. Fergus and Elora, only three miles apart, and 
connected by a straggling village between, are both on the Grand river, and are served in addition by the Wellington, Grey, and Bruce 
division of the Great Western. Each of these places is 14 miles from Guelph, the capital of Wellington County, in which they are both 
situated, and the former is on the old Brock road, one of the early Government roads cut out to colonize the country between Hamilton 
and Owen Sound. At Fergus the Credit Valley line crosses the Great Western system, both roads being on a sharp curve at the crossing.
Neither railway is laid out in a very direct line, and it puzzles a stranger immensely in coming from Toronto, that by the Great Western 
he reaches Elora before coming to Fergus, whilst on the Credit Valley he passes through Fergus to reach Elora. Elora is a place of 
singular natural beauty; the Grand river falls over a limestone ledge, in shape and general effect like a miniature Niagara, and below 
the Falls are some queer romantic caves in the limestone rock, which suggested the name of the place, after the Indian town celebrated 
for its singular temple caverns. A large portion of the inhabitants were formerly Welshmen, and all through the neighbourhood a few 
years since a Cymry greeting in the streets was a common as a Gaelic one in settlements further east.
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Settlement Duties:

Most of the settlers to this area were farmers and trades persons a great many came to Upper Canada between the end of the 
Napoleonic Wars (1815) and the start of the great Irish Potato Famine (1845-1850). All settlers were given grants of Crown land, these
grants came with conditions attached. Under the terms of the grant, settlers were required to build a cabin of at least 16 feet by 20 feet 
and said cabin had to be occupied for one full year. They were also required to clear five acres of land, fence the property and plant 
some form of crop. The road allowance along the “front” of the acreage had to be cleared to allow wagon travel. Each settler appliying
for these grants had eighteen months to achieve accomplish the requirements. Failure to do so could result in the land being granted to 
another settler. Pioneers constructed their first homes out of logs or slabs, these were usually crude shanties with no amenities.  Since 
the area at this time was heavily forested and settlers had to clear the land to meet the grant agreements, wood was the preferred 
construction material. Most settlers started out with subsistence farms, growing what the family could use. As towns sprung up, the 
farmers would trade their surplus with the merchants in town for the staples of life. The most common crops were Wheat, potatoes, 
corn and peas, with flax being grown to supply the family's clothing needs. The third requirement of a settler, after home and food was 
religion. Churches began with services held in the settlers homes until a separate building could be constructed. Life was rough, work 
seemed endless and what little recreation the settlers had was centered around the church. Life continued this was for several years 
until the coming of the railroads.

Police Village:

Most of the mill towns on the Credit River started out as a collection of settlers, then evolved into “Police Villages”, then into official 
towns. As defined by the Canadian Encyclopedia, “The police village, a category of local governing body in Ontario, predates 
Confederation. The original purpose was to establish a local body in a hamlet ("village") to maintain public order (hence "police") and 
deliver a limited number of services to rural township dwellers. The police village was created by a bylaw of the county council.”. 

Concession, Side and “Given Roads”:

In Upper and Lower Canada, concession roads were laid out by the colonial government through undeveloped land to define lots to be 
developed; the name comes from a Lower Canadian French term for a row of lots. Concession roads are straight, and follow an 
approximately square grid, usually oriented to a local lakeshore. They are 100 chains or 1.25 miles (2.0 km) apart, so that two 
consecutive north-south concession roads and two consecutive east-west roads enclose 1,000 acres (4 km2). These 1,000 acres (4 km2)
were then divided into lots according to various plans. Concession roads were usually numbered consecutively. Roads which led away 
from a lake or river (i.e.: perpendicular to the concessions) were called sidelines or side roads and Line frequently appears in Ontario 
road names as the equivalent of Road, although confusingly, in some townships "line" has the same meaning as "concession". 

Side road or sideline numbering varies depending on the township. Many townships in Bruce County, for example, are numbered in 
multiples of 5: starting with the town line (township boundary), then numbered 5, 10, 15, and so on, according to the lot number of the 
abutting parcel in the original township survey. The opening and maintenance of these  roads was supposed to be by settlement duty, 
but whether they were able to be “travelled roads” depended on the the amount of work carried out by settlers. Due to the geography 
of the area, some concessions were just too difficult to turn into “travelled roads”. A few became travelled routes for considerable 
distances, passable for waggons and sleighs. Most, however, were opened only where there were settlers willing to maintain them. 
Clergy Reserves were tracts of land in Upper Canada reserved for the support of "Protestant clergy" by the Constitutional Act of 1791 
which also established Upper and Lower Canada as distinct regions each with an elected assembly. One-seventh of all Crown lands 
were set aside. Although the first lieutenant governor of Upper Canada, John Graves Simcoe interpreted Protestant clergy to mean the 
clergy of Church of England only, by 1824, the Church of Scotland was also granted a share of the projected revenues. The reserves in 
Upper Canada were managed by the Clergy Corporation which was chaired by the Anglican Bishop of Quebec and run day-to-day by 
a Secretary Receiver. The reports of Clergy lot inspections in 1829 often noted that the road in front or behind a reserve was not yet 
open, however, by 1835 such notations were rare in Toronto and Chinguacousy and almost non-existent in Caledon. Usually roads 
followed the original survey of Concessions and Side lines, but just before the Second Concession West a road led across lots directly 
to the bridge above Street's mills and beyond by what became Main Street in Streetsville, to the Town line. 

This bridge was built about 1823 and was probably the first one above Dundas Street. Roads such as this, across private property, were
called ''given roads'' in Eastern Ontario, they were very common, especially when they passed a mill. Some, continued for several 
miles without using a surveyed road allowance, one was in Esquesing which connected MacCallum's mill near Limehouse, Charles 
Kennedy's sawmill and the Williams mills at Glen Williams. It then continued up the Credit into Chinguacousy, thus giving settlers 
near Cheltenham and Boston Mills a route to Williams’ mill, the route was not needed once the Haines grist mill was open.
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Stage-Coach:

The Canadian stage-coach was a heavy, lumbering vehicle and like its counterpart the stage-wagon, was designed to travel the better 
road of the day. Travellers in the Canadian stage-coach were lucky if when a hill had to be ascended or a bad spot passed, they had not 
to alight and trudge ankle deep through the mud. If need be they were expected to give aid when the coach mired or was unable to 
proceed under its own power. The stage-wagon consisted of a plank box mounted on wheels, with two or three wooden seats 
suspended on leather straps. The speed of travel was dependent entirely on the elements. J.F. Pringle in his book "Lunenburgh or The 
Old Eastern District" (1890) vividly described travelling by stage-coach.

“The author has still a vivid recollection of his first journey from Cornwall to York. He started from Chesley's Inn, then the Cornwall 
stage-house, about nine in the morning of the last Friday of January, 1883, in a stage-wagon. There was no snow on the ground but the 
road being hard-froze and smooth, good time was made, and he arrived in Kingston stage-house between nine and ten on Saturday 
night, where he remained until about seven in the morning of the following Monday, when he started on the drive to York, the time in a
comfortable sleigh. He passed through Napanee, Belleville, Trenton, Cobourg and Port Hope, and other Small towns, travelling 
continuously day and night until he got to Bett's Inn, then the York stage-house, on Wednesday evening. 
The journey, not including the delay of at least thirty-four hours at Kingston, took about eighty-six hours. How would the present 
generation (1889), who think twelve hours between Cornwall and Toronto rather slow like to go back to the travelling of the good old 
days?”
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Corduroy Roads:

Early roads were merely cleared areas of land, waggon travel on these dirt roads was sometimes impossible in the spring and fall of the
year or after a rain or snow storm. It was at this time that the Corduroy road became the standard in Upper Canada. A Corduroy road 
was a road made of wooden logs lined up in a row. Such road were uncomfortable at best and usually ended up breaking waggon 
wheels and sometimes animals legs. To improve travel some early pioneers had the idea of making a road of planks, like an oversized 
boardwalk. Early attempts were tried by the Canada Company in the Huron Tract just before 1840. 

In 1841, when the British Government made a large loan to the Government of Canada, a part of the money was used to plank sections
of the Provincial highways. From 1840 to 1850 numerous plank roads were built and Sir James Alexander, writing in “L'Acadie or 
Seven Years' Exploration in British America” (1949), tells in detail of the method of plank road construction: “The whole breadth of 
the clearing through the forest is sixty-four feet, the roadbed is thirty feet wide, the ditches on each side are eight feet wide at the top, 
two feet at the bottom and three feet deep from the crown of the road. The planking, on which is the traveling for rough-shod horses 
only, is sixteen feet wide. There are five rows of sleepers, four inches by six inches laid in the ground, the earth well rammed down on 
each side of them. Three inch plank, twelve inches wide is laid on the sleepers and secured to them by spikes of iron, six and one-half 
inches long by three eights of an inch square. The road is graded to an elevation not to exceed two and one-half degrees.” 

In 1849 Parliament passed a Road Companies Act, and companies were immediately formed to plank the “Sixth Line and Mono 
Road”, the “Port Credit and Hurontario Road”, the “Port Credit, Streetsville, Georgetown and Guelph Road” and the road from 
Oakville to Erin, which in 1837, had been established as the lower part of the Garafraxa Road. By 1851 the Sixth Line Road had been 
planked to Grahamsville, Hurontario Street to Edmondton (Snelgrove), the Guelph Road to Georgetown and the Garafraxa Road to 
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Stewartown. The planking on this last road was extended to Georgetown, but the others were not carried farther. Planking proved 
expensive to maintain and gravel or macadam was substituted in the sixties and this type of surface was extended to most of the main 
roads by 1870. Plank roads were thought to be a great advancement, but, though satisfactory at first. they were generally a failure 
except as a temporary expedient. 
Soon turnpike roads or toll roads of gravel were common throughout Upper Canada and the controlling road companies were 
authorized to collect tolls from the users in return for which right the companies agreed to keep the roads in repair. In general, the joint
stock companies in charge of the highways left them in miserable condition. In spite of continual criticism, toll roads survived in some 
parts of Ontario well into the 1900's. With the last toll barrier disappearing as late as 1926. By 1841 there were about 6000 miles of 
post roads in Canada West, though their use was frequently difficult and sometimes impossible, and in 1850 some settlements in 
Canada West were still inaccessible by wheeled vehicle. Up to 1880 there was little or no improvement in the methods of road 
construction, and it wasn't until the Good Roads Association came into being in 1884 that proper standards were set for future road 
construction. Tolls continued to be charged after the roads where acquired by the Counties. There had been a great improvement in all 
the roads by 1870. By 1900 all the traveled roads were good except in the spring or in very wet weather and there had been a great 
improvement in the dirt roads. However, these roads were not designed for motor traffic and for a time after 1918 there was difficulty 
in keeping them in condition. This was overcome by steady extended programs of paving provincial highways and the more important 
county rounds, and of improving others. The Lakeshore Road was paved before the First World War and the area is now well served by
a network of highways. 

Macadamized:

As defined by the Encyclopedia Britannica, “A form of pavement invented by John McAdam of Scotland in the 18th century. 
McAdam’s road cross section was composed of a compacted sub-grade of crushed granite or green-stone designed to support the load, 
covered by a surface of light stone to absorb wear and tear and shed water to the drainage ditches. In modern macadam construction 
crushed stone or gravel is placed on the compacted base course and bound together with asphalt cement or hot tar. A third layer to fill 
the interstices is then added and rolled. Cement-sand slurry is sometimes used as the binder”. Edwin Gillet, states in his “Story of 
Canadian Roads (1898)” that “Yonge Street was impassable in some seasons even after being macadamized a distance of twelve miles
northward from Toronto”.
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