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1871 Credit Valley Railway 1883

Chapter 4: Credit Valley Railway

The Credit Valley Railway Company was chartered on February 15, 1871, (34 Vic. Cap 38) to build a railway from "Toronto to 
Orangeville via the Credit River valley and Streetsville with branches to Galt, Berlin, Waterloo, etc.,". Later, the line was changed to 
run to Woodstock and St. Thomas. It will therefore be noted that Toronto to Orangeville would appear to be the main line with the line 
from Streetsville to Woodstock and St. Thomas a branch. History dictated that the portion between Toronto and Woodstock would 
become the main line of the CPR from Toronto to Windsor, while the Orangeville line would become secondary. Construction at 
Toronto was begun in 1875 and completed to Woodstock, Orangeville and the branch to Elora, all in the year 1879. The section from 
Woodstock to St. Thomas was constructed 1880-1881. The only account of a grand opening ofthe Credit Valley that I have read took 
place in Milton about 1877 when the then Governor General of Canada, the Marquis of Lome, officially opened the railway at a 
celebration in that community. It is interesting to note that it was originally planned to build the Elora branch as far as Salem, adjacent 
to Elora. However, this was never accomplished. President of the Credit Valley was a Mr. George Laidlaw, a railway promoter of that 
time who, as previously mentioned, was a guiding force of the TG&B. The Credit Valley crossed the narrow gauge Toronto, Grey & 
Bruce at what was then called Melville Cross. The terminal at Orangeville was on the north side of East Broadway in the Credit River 
flats. Following the standard gauging of the TG&B in 1881, a connection was made at Melville between the two lines by means of a 
spur. On Jan. 18, 1884, the CV line from Melville Jct. into Orangeville was discontinued and the ex-TG&B line used, as well as their 
terminal facilities in the town. In Oct. 1889 the rails between Melville Junction and Orangeville were removed. On August 1, 1883, the
Credit Valley was leased to the Ontario & Quebec Railway for 999 years, and on the following November 1st, was transferred to the 
Canadian Pacino Railway Company along with the Ontario & Quebecs other holdings, as was the Toronto, Grey & Bruce. The Credit 
Valley was never as productive a line as the TG&B, that is as far as the Streetsville Jct. / Orangeville line and the Elora branch were 
concerned. Entrance into Toronto proper was made in 1880 when satisfactory arrangements were made with the Northem Railway Co. 
for use of their trackage from Bathurst St. into the Toronto terminal. Poor`s Manual of Railroads 1881, showed that the Credit Valley 
possessed 7 engines, 2 passenger cars and 164 freight cars.

Act To Incorporated The CVR: (1871) 

On February 15, 1871 the charter of the Credit Valley Railway was secured from the Provincial Government for the construction of a 
railway from Toronto through Streetsville Junction and running north to Orangeville. For the complete documentation of “The Act To 
Incorporated The Credit Valley Railway” see Appendix D.

George Laidlaw, C. J. Campbell, Frank Shanly, John Burns, H. P. Dwight, J. S. McMurray, Robert Hay, H. L. Hime, and W. H. Beatty 
were named as principal shareholders and they became the Board of Directors of “The Credit Valley Railway Company”. 

The incorporation stated that the company would have full power to construct a railway from “any point in or near the city of Toronto, 
crossing the Humber at or near the village of Lambton, to a point in or near the village of Streetsville, and thence along or near the 
valley of the Credit to a point in or near the village of Orangeville, with power to build the main line or a branch via Brampton, and a 
branch from the village of Streetsville or a point in the vicinity thereof, to the town of Milton or a point in its vicinity, and with power 
to build a branch from Milton or its vicinity, to the towns of Galt, Berlin, or Waterloo,  or their vicinity”.

Note: The branchline from Cataract to Elora, as well as the branch line from Streetsville Junction to St. Thomas  were not part of the 
original incorporation. 

The act stated that the gauge of the railway should not be less than three feet six inches. As you recall, George Laidlaw was a big 
proponent of the narrow gauge railway. 
In the official company statement of December 31, 1879 Shanley gave a lengthy report on the trackage of the entire line, including the 
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branches He said that radius of curvature on the main line was 1910 feet with a ratio of straight track to curved track of 9 to 16 over 96
miles. On the branches the radius of curvature was 850 feet with a ratio of straight to curve of two to three over 35 miles on the 
Orangeville Branch and over 27 miles on the Elora Branch. Steepest gradients on the mainline have an inclination of one in 100 or 53 
feet to the mile On the branches the maximum gradient is one is 130 feet or 70 feet to the mile. Rail, as reported by Shanley, is 56 
pound per yard for all trackage. 

(Excerpt from Court documents re: CVR and The County Of Oxford). 
Chapter 38. [Assented to 1st February, 1883]
An Act respecting By-law number two hundred and fifty-nine of the Corporation of the County of Oxford.

Whereas by a certain by-law of the municipality of the county of Oxford, passed in the year one thousand
eight hundred and seventy-four, for the purpose of granting a bonus in aid of the Credit Valley Railway, it was required that a sum of 
ten thousand dollars a year should be raised as a sinking fund for the payment of debentures issued under the said by-law; 

And whereas the interest on the said debentures has been paid regularly, but no portion of the sinking fund has heretofore been raised, 
and the amount of the said sinking fund now in arrears is ninety thousand dollars or thereabouts; 

And whereas it is proposed to provide for raising the said sum of ninety thousand dollars by an annual rate to be paid during the next 
eleven years; and whereas the municipal council of the county of Oxford have petitioned praying that for the said purpose an Act may 
be passed to confirm and legalize a by-law of the said council passed on the eighth day of December, in the year of our Lord, one 
thousand eight hundred and eighty-two, intituled " a by-law to provide for and authorize tie raising from the municipalities interested 
in the Credit Valley Railway bonus, the sum of two hundred thousand dollars to make up the Sinking Fund provided for in by-law 
number one hundred and seventy-five of) the county of Oxford "; and whereas it is expedient to grant the prayer of the said petition; 

Therefore her Majesty, by and with the advice and consent of the Legislative Assembly of the Province of Ontario, enacts as follows:

1. The said by-law numbered two hundred and fifty-nine By-law of the municipal council of the corporation of the county of 
Oxford, set forth in Schedule A hereto, is hereby confirmed and declared legal and valid, and binding upon the corporation of 
the county of Oxford and the ratepayers thereof

SCHEDULE A.
BY-LAW TWO HUNDRED AND FIFTY-NINE.

A by-law to provide for and authorize the raisin from the municipalities interested in the Credit Valley Railway bonus the sum of two 
hundred thousand dollars ($200,000) to make up the sinking fund provided for in by-law number one hundred and seventy-five of the 
county of Oxford :

Whereas the provisions of by-law number one hundred and seventy-five for the raising of a sinking fund of ten thousand dollars 
($10,000) per year for the payment of debentures issued under the said by-law, have been disregarded and not complied with;

And whereas no rates other than sufficient to pay the interest on the said debentures have been levied and collected from the 
municipalities interested during the several years from one thousand eight hundred and seventy-four to one thousand eight hundred 
and eighty-two inclusive; 

And whereas it is expedient and necessary to obey and carry out the provisions o the said by-law number one hundred and seventy-
five, and to provide for and authorize the raising of the sum of ninety thousand dollars ($90,000) to make up the sinking fund for the 
years one thousand eight hundred and seventy-four to one thousand eight hundred and eighty-two inclusive, for the payment of the 
debentures issued under the said by-law;

And whereas it is just and in accordance with the said by-law number one hund1Â·ed and seventy-five, that the said amount of ninety 
thousand dollars s all be levied and collected from the municipalities interested, proportionately upon the equalized assessments of the 
said municipalities for the several years from one thousand eight hundred and seventy-four to one thousand eight hundred and eighty-
two inclusive;

And whereas it is not expedient or necessary to levy and collect from said municipalities interested, the whole ninety thousand dollars 
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($90,000), in one year, but to divide the said ninety thousand dollars ($90,000), into eleven parts, of eight thousand one hundred and 
eighty-two dollars ($8,182) each, to be levied and collected from the said municipalities in the years from one thousand eight hundred 
and eighty three to one thousand eight hundred and ninety-three inclusive: 

Be it therefore enacted by the municipal council of the county of Oxford, that the said sum of ninety thousand dollars ($90,000) to 
make up the sinking fund for the years one thousand eight hundred and seventy-four to one thousand eight hundred and eighty-two 
inclusive, for the payment of the debentures issued under by-law number one hundred and seventy-five, shall be raised, levied and 
collected from the several municipalities interested proportionately based upon the equalized assessments of the several municipalities 
for the years one thousand eight hundred and seventy-four to one thousand eight hundred and eighty-two inclusive: 
And be it further enacted that the said sum of ninety g thousand dollars ($90,000) be divided into eleven equal parts, 3 of eight 
thousand one hundred and eighty-two dollars ($8,182) l each, to be levied and collected annually from the municipalities interested, in 
addition to the further sum of ten thousand dollars ($10,000), based upon the equalized assessments of the years one thousand eight 
hundred and eighty-three to one thousand eight hundred and ninety-three inclusive, in the years one thousand eight hundred and 
eighty-three to one thousand eight hundred and ninety-three inclusive:

And be it further enacted that the said sum of eight thousand one hundred and eighty-two dollars ($8,182) as apportioned to the several
municipalities in the schedule hereto annexed, and which schedule shall form part of this by-law, shall be levied and collected, in 
addition to their respective shares of the said further sum of ten thousand dollars ($10,000), and paid over by the treasurers of the 
several municipalities therein named to the county treasurer, on or before the fourteenth day of December, in each of the years from 
one thousand eight hundred and eighty-three to one thousand eight hundred and ninety-three both inclusive:

And be it further enacted that the interest, as it accrues upon the deposited principal, shall be annually distributed among the several 
municipalities grouped under the said by-law numbered one hundred and seventy-five, in proportion to their several annual equalized 
assessments.

Schedule
Municipality Annually 1883-1893

Blandford 631
Blenheim 1511
Dereham 1520
North Oxford 492
East Oxford 838
West Oxford 601
East Zorra 1381
Woodstock 661
Ingersoll 547

Total: 8182

Read a third time and passed, December 8th, 1882.
JAMES WHITE,     M. S. SMITH,
County Clerk.          Warden.

(Excerpt From Digest Of Railway Decisions, By John F. Lacey, 1884)
547. The benefits attending the construction of the railway may be considered, even although such benefits are only those which affect 
other lands in the same vicinity. Credit Valley Railway Co. v. Spragge, 24 Grant Ch. (Upper Canada). 231. 1876.

(Excerpt from The Ontario Reports, Volume VI. 1885)
In Cummings v. The Credit Valley R. W. C0., 21 Grant 162, Proudfoot, J., held that under a reference to the Master, to ascertain the 
amount payable for compensation or damages for lands taken, or to be taken, damages for lands injuriously affected could not be 
given. He said, p. 164-65 : “But an arbitrator under the Act, on a reference to ascertain the value of lands taken or to be taken, would 
have no power to enquire as to those injuriously affected. The matters are essentially distinct. One may exist without the other, and the 
value of lands taken cannot by any reasonable implication include damages to lands that are not taken”.

(Excerpt from Report Of The commissioners Appointed To Consolidate and Revise The Statutes Of Canada Part II, 1885)
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Certain Companies and Railways:
1. The Inter-colonial Railway, the Grand Trunk Railway, the North Shore Railway, the Northern Railway, the Hamilton and 

North-Western Railway, the Canada Southern Railway, the Great Western Railway, the Credit Valley Railway, the Ontario and
Quebec Railway, and the Canadian Pacific Railway, are hereby declared to be works for the general advantage of Canada, and
each and every branch line or railway now or hereafter connecting with or crossing the said lines of railway, or any of them, is
a work for the general advantage of Canada.

2. Every such railway and branch line shall hereafter be subject to the legislative authority of the Parliament of Canada, but the 
provisions of any Act of the Legislature of any Province of Canada, passed prior to the twenty-fifth day of May, one thousand
eight hundred and eighty-three, relating to any such railway or branch line, and in force at that date, shall remain in force so 
far as they are consistent with any Act of the Parliament of Canada passed after that date. 42 V., c. 9, s. 100 ;—46 V., c. 24, s. 
6, part.

(Excerpt from the 1884 Railway Aid Financial Statements) 
Credit Valley Bonuses:

Summary showing total Municipal and Provincial Aid To The Railway

Amount Amount Repaid        Net Amount     Direct Aid by Total Provincial
               of Bonuses        By Province out        of Aid By          Province Paid        and Municipal

                        of M.L.F.          County           and Maturing          aid to Railway

$1,085,000.00          ----           $1,085,000.00     $815,602.00             $1,900,602.00

Statement showing amount of Municipal Aid By Various Counties In Ontario

County Amount Amount RepaidNet Amount of
                        of Bonus  By Province Out  Aid By County

                                             M.L.F.
Dufferin$  15,000.00            ----          ----
Elgin $  50,000.00            ----    $375,507.00
Halton $100,000.00            ----          ----
Oxford $210,000.00            ----          ----
Peel $115,000.00            ----          ----
Waterloo $110,000.00            ----          ----
Wellington $135,000.00            ----          ----
York $350,000.00            ----          ----

(Excerpt from Reports Of Cases Decided In The Court Of Appeal, 1886)
Bonus To Railway Company:
A by-law of the defendant corporation, providing for the delivery of debentures to a. railway represented by the plaintiffs as a bonus to
aid them in constructing their railway, having been adopted by a vote of the ratepayers on October 16, 1873, was read a second and 
third time, and passed by the council on October 20th, but was neither signed nor sealed, because a month had not elapsed from its 
first publication, the notice required by 36 Vict. ch. 48, sec. 231, sub-sec. 3, to be appended to the copy of the by-law as published, 
having stated that the by-law would be taken into consideration after a month. On November 5th, 1873, a motion made in the council 
to read the by-law a second and third time, and pass it, was lost. 

On April 7th, 1874, after the election of a new council, it was finally passed, signed, and sealed. The by-law voted on by the council 
was to take effect and come into operation on the 30th December, 1873, while the copy published stated the 13th December, 1873, to be
the day. The railway company were bound by their original charter to commence within three years, and to finish the road within eight 
years, which they failed to do within the specified time

Held (affirming the decision of the Chancery Divisional Court, 8 O. R. 201), that the plaintiffs were not in a position to enforce the 
delivery of the debentures after the lapse of nine years from the passing of the by-law, when a total change of circumstances had taken 
place, and when the period fixed by the plaintiffs' charter for the completion of the railway had expired.
Per Hagarty, C. J. O., and Patterson, J. A. - The by-law was not legally passed, and did not acquire a legal existence until April 7th, 
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1874. It was subject to the provisions of 36 Vict. ch. 48, sec. 248 (O.), and was invalid under that section, because. it did not name a 
day in the financial year in which it was passed on which it was to take effect.

Per Hagarty,C. J. O. - A variance between the proposed by-law and the copy submitted to the ratepayers to vote upon, as to the day 
upon which it was to take effect, was also fatal to the by-law. 

Per Patterson, J. A. - The acts of signing and sealing a by-law are formalities which sec. 248 makes essential to a by-law for 
contracting a debt, and those acts should be done at the meeting at which the by-law has been passed, or at all events during the tenure 
of office of the member of the council who presides. The direction in sec. 236, that a by-law carried by a. majority of voters shall, 
within six weeks thereafter, be passed by the council which submitted the same, refers to the council of the year in which the by-law 
was submitted, and not merely to the council of the same municipality; it is not intended by sec. 236 that the passing by the council 
should be a mere formality, such as would be satisfied by the irregular passing on October 20th, 1873. The Canada Atlantic Railway 
( 0. v. The Corporation of the City of Ottawa et al., 234.

2. In consideration of a bonus granted by the plaintiffs to the defendants the latter agreed (1) to bring their railway from Ingersoll to 
some point on the line of the Canada Southern Railway not more than half a mile east of the present passenger station of the Canada 
Southern Railway at St. Thomas, and (2) to run all their passenger trains to and from a small station on Church street. The defendants 
performed the first part of the agreement, and also the second, so long as the Canada Southern R. W. Co. Permitted the use of their line
from the point of junction to the small station on Church street; but on the refusal of the other company to continue this privilege, the 
defendants discontinued the performance of this part of their agreement. Held [affirming the judgement of Ferguson, J.], that this was 
not a case in which the defendants should be directed specifically to perform their contract as to the Church street station, but that the 
plaintiffs were entitled to a. reference as to damages for breach thereof. - The Corporations of the City of St. Thomas v. The Credit 
Valley R. W. C0., 273.

The Credit Valley Railroad was built to Orangeville in 1871, and the Toronto, Grey and Bruce from Toronto, by Caledon East and 
Caledon, to Orangeville in 1873. Six years later the Credit Valley Railroad had a branch passing through Erin to Hillsburgh, and the 
Hamilton and Northwestern was being built through Stewartown and Georgetown and across the south-eastern part of Caledon.  These
lines made a network across the upper part of the watershed so that almost every village was close to a station. 

(Excerpt from Poor's Manual of Railroads comprising data from 1879).
Statement showing length of line, paid-up capital stock, common and preferred, bonded debt, rate of interest; on same; the Province in 
which they are included, and from which a bonus was received; amount of name; amount
of municipal aid; total amount of paid-up capital, and total cost of construction of the Railways of the Dominion
of Canada on June 30, 1880 :

Railway: Credit Valley Railway
Length of Line: 20 miles 
Paid-up Stock:

Common: $500,000
Preffered: $           0

Bonded Debt: $           0
Rate of Interest:                   0
Provinces: Ontario
Government Aid: $           0
Municipal Aid: $           0
Total Capital: $500,000
Total Cost: $           0

Credit Valley Railway:
Line of Road:  Toronto, Ont., to Ingersoll, Ont   95
Branch Lines: Streetsville, Out., to Orangeville, Out   36

  Church's Falls, Ont., to Elora, Ont   28
159 miles.

Sidings and other tracks: 5.30 miles. 
Gauge: 4 feet 8½ inches. 
Rail: 54 lbs.
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Chartered: 1871 and completed in 1879.
Rolling Stock: Locomotive engines, 7. Cars passenger, 2 ; freight, 164.
Operations, etc.: Not reported.
Financial Statement: June 80, 1879. 
Capital stock, $500,000, funded debt, 1st mortgage 7 per cent, bonds, $2,100,000; government (Ont.) bonus, $462,000; and municipal 
bonuses, $1,110,000 : total means authorized,$4,172,000.
Directors: George Laidlaw, President Toronto, Ont.

E. B. Osier, Vice- President Toronto, Ont.
Henry E. Suckling Sec. and Treas. Toronto, Ont.
James Ross Chief Engineer, etc. Toronto, Ont.

Principal Office and Address: Toronto, Ontario, Can.

(Excerpt from the Official Railway List of 1883).
Credit Valley Railway:

Gauge: 4-8½ 
Miles Operated: 183½ 
President: George Laidlaw, Toronto, Ont.
Vice President: Edmund B. Osler, Toronto, Ont.
General Superintendent and Chief Engineer: James Ross, Toronto, Ont.
Secretary and Treasurer: Henry E. Suckling, Toronto, Ont.
Auditor: Richard Jones, Toronto. Ont.
General Passenger and Ticket Agent: J. W. Leonard, Toronto, Ont.
General Freight Agent: E. Tiffin, Toronto, Out.
Purchasing Agent: John Macnab, Toronto, Ont.
Master of Transportation: H. G. Taylor, Parkdale, Ont.
Master Car Painter: Jno. Ronoy, Toronto, Can.
Roadmasters: F. P. Brothers. St. Thomas, Ont.

T. H. Flanagan, Streetsville,Ont.

The Credit Valley Railway A Beginning:

With the construction of the Toronto, Grey and Bruce Railway, much territory to the west of Toronto had still 
been missed by rail service. To remedy this situation, a number of T.G.&B, backers, the most notable of which 
was George Laidlaw, banded together and formed the Credit Valley Railway. Chartered in February of 1871, the
intent was to build mainlines from Toronto to Orangeville and St. Thomas. The directors were still so 
enamoured with the T.G.&B., however, that they named their railway the Credit Valley in honor of the 
Orangeville segment. This completely disregarded the much more potentially lucrative markets of Galt, 
Woodstock and St. Thomas in the title of the railway. The directors were not so charmed with the T.G.&B. that 
they had not learned their lesson, however,and standard gauge was chosen as the width between the Credit 
Valley's rails. Construction of the line was begun in 1875 and was completed to Orangeville with a branch to 
Elora late in 1879. The St. Thomas segment, not of concern here, was also completed at this time. The C.V.R., 
while becoming a competing line to the T.G.&B., perhaps hastened the upgrading and standard gauging of the 
latter railway. Such are the boons to the consumer who is provided better service through such competition. It 
quickly became apparent that the Orangeville line was not pulling its weight financially, however, as the more 
industrialized and populated centers on the St. Thomas route were paying the railway's bills. The Credit Valley 
had been in operation a scant four years when the Ontario & Quebec, mentioned in the previous chapter, had its 
eyes on the C.V.R. As was the case with the Toronto, Grey & Bruce, the Credit Valley Railway would provide 
the Canadian Pacific Railway with yet another valuable access not only to Toronto, but with the as yet untapped 
(by the C.P.R.) markets of the southwest. After following the now familiar procedure, the Ontario & Quebec 
purchased the Credit Valley Railway in 1883 and made it a major component of the Canadian Pacific Railway in
1884. The C.P.R. Extended the line through London to Windsor and in so doing not only reached these 
important markets, but attracted much through traffic from the United States. Through all these developments 
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the Orangeville branch, as it virtually had now become in the scheme of things, was of course included as a 
sidelight of the deal. The C.P.R. was not one to make poor use of its resources and it soon built this faltering 
section of the railway into an important link with the Owen Sound lines of the old Toronto, Grey & Bruce. 
Perhaps co-operation on the Bruce was to be better than competition after all. We will leave it for the reader to 
decide, as the stage has now been set to present the history of the Canadian Pacific years on the Owen Sound 
lines.

Work Begins:

The surveyors of the C.V.R. reached Milton on March 13, 1873 and were received by the Reeve of Milton and 
the Warden of the County of Halton. They were entertained at a supper at Wallaces' Hotel where they announced
to their hosts and visiting newspaper reporters that they had “found a suitable route from Toronto to Milton” and
gave an account of the progress of the railway to-date. The hand of George Laidlaw controlled even the 
surveyors reports', he seized every opportunity to publicize the railway and to assure its supporters that progress 
was being made. 

By June 12, 1873 the survey parties were under Mr. C.J. Wheelock C.E., and were locating the line between 
Orangeville and Brampton; again Laidlaw chose to allow their reports to reach the press and to indicate that 
grading was almost finished from Toronto to Streetsville. When July 24, 1873 rolled around, the station 
locations on the Elora branch had been designated and the report in the Orangeville “Sun” of that date relates 
the details with which they were outlined and the specifications within which the company had to operate in 
order to obtain their bonus. The following is an extract from these specifications:

Original Station Locations:

At the village of Erin or one mile thereof.
In the village of Pillsbury, or one mile thereof.
At or near the town line between Erin and Garafraxa East.
At or within one and one-half miles of the village of Douglas, and should engineering or other obstacles 
cause the station to be located more than one mile from the town, the road to the village to be gravelled 
by the company to the satisfaction of the Warden of the County.
A flag station, with switch, located one-half mile from the Hines Hotel located on the Fergus-Douglas 
road.
A station within the limits of the town of Fergus located northwest of the Grand River.
A station within Lot 17 in the eleventh concession of the Township of Nichol and the Grand River in the 
village of Elora at a point west of a line between the 11th and 12th concessions of said Township and 
Irvine St. in said village.
A station within the village of Orangeville.

The company was also to be bound to erect and maintain free warehouses of suitable size and capacity at all 
stations with the exception of the station at the town line (item #3 above); also, to build and maintain workshops
for this portion of the line in Fergus and to expand the line with the Wellington bonus pro rata per mile from a 
point between Belfountain and Elora to Salem. Such were the precise limitations, and by October 1874 it 
became apparent that the line could not be run through Belfountain. The shareholders were informed that 
"should the line through Belfountain prove impracticable a junction at Church's Falls (Cataract) may be had 
under very favourable circumstances." 

The land in the Credit Valley area was to be preserved and a glowing report is given in the  Orangeville "Sun" 
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of May 13 1880: "The Credit Valley Park, one of the most beautiful, romantic and picturesque parks in the 
Dominion will be that now being surveyed by Mr.C.J. Wheelock P.L.S. for Mr. G. Laidlaw and occupying 
grounds along the western and northern branches of the river. If the views of the projector be carried out in full 
as they generally are, this park will be a favourite of all lovers of the grand sublime and beautiful in nature. 
Compared with it the Victoria and Lorne Parks sink into utter insignificance." A brief reference to Mr. Lumsden,
the chief of the Survey Staff. in the Woodstock "Sentinel'' of July 31, 1874 mentions that "he has gone to work 
on the Elora branch the work upon the mainline to Ingersoll being so far completed as to warrant him in leaving 
its further prosecution in the hands of his associates." By reference to an article in the Woodstock "Weekly 
Review'' and comparing the date of February 6, 1874 with that mentioned above. We can see that the surveying 
from Galt to Ingersoll took approximately six months. 

This same paper briefly mentions that the work crew on this section of the line were Italian and the majority 
new immigrants to Canada. By 1874 the Province of Ontario had decided that in order to obtain a government 
grant or subsidy, a railway in future had to be built on a gauge of four feet eight and one-half inches. Prior to 
this time the choice of gauge was entirely up to the promoters of the railway and varied from 5'6" to 3' 6" in 
width. The obvious problems of eventual interchange between railways can easily be imagined and it wasn't 
until the standardization of gauge took place that an efficient transportation system could be developed within 
the Dominion. 

Therefore in spite of his successful building of two narrow-gauge railways, the T G. & B. and the T. & N. 
Laidlaw constructed the Credit Valley on a standard gauge compatible with the major contemporary roads. 
Regardless of argument and design operational proof taken from the above narrow-gauge railways together with
the impending loss of subsidy due to the implementation of the Guarantee Act convinced Laidlaw and his 
associates that further ventures in the narrow-gauge field would be futile and the Credit Valley settled on 
standard track width. 

At the annual meeting of the shareholders of the C.V.R. in Toronto on October 29, 1874 it was announced that 
the building of the railway so far had been done in a most satisfactory manner and the bridges at the Humber 
and Credit Rivers “If equaled are not surpassed in the dominion” states the Orangeville “Sun” Full credit for the
construction of the bridges is awarded to the skill of the Chief Engineer of the C.V.R. Mr. J.C. Bailey, who 
superceded Mr. Holt his resident engineers Mr. J. McCalman and his superintendent of bridges, Mr. T. Watts. 

At this particular time the grading of the line was under way on the Orangeville and Elora branches, effectively 
managed by Mr. J.A. Walsh while Mr. F.B. Brothers was in charge of the St. Thomas main line. In order to gain 
entrance into Orangeville, Mr. Bowles one of the directors of the railway was successful in obtaining seven 
acres of ground on the property of Mrs. Ketchum at East Broadway and East Fourth St. Mrs. Ketchum with 
“commendable liberality” made a grant of the seven acres and gave the company the right to purchase additional
land at the rate of $700 per acre when required. The site selected was one of the best possible considering both 
the interests of the railway and of the town. 

Even today it would lend itself as an ideal site for a terminal with ample flat land for yard facilities - yet on the 
edge of town but close enough for passenger and freight handling with ease. The terminus consisted of a station 
and freight sheds as well as a turn-table water tank and buildings for servicing engines, together with storage 
and side tracks. No trace of these facilities remains today save some roadbed and some concrete bases for water 
tower legs and engine pits. 

By 1879 the construction of bridges had proceeded extremely well. A report in the February 14, 1879 issue of 
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the Brampton “Conservator'' carries a letter received from a resident of Cheltenham saying “We saw the 
engineer who is stopping at Mr. Berry's Hotel. He is about laying down a switch at the junction of the Hamilton 
and Northwestern road for the purpose of getting down there timber for bridges and etc. of which they have over
three million feet ready for shipment as soon as the siding is down.” This lumber was being brought into the 
general area so that bridges could be constructed, track laid and work trains moved over them and up the line 
toward Orangeville and Fergus. On November 5, 1879 the first construction train arrived in Lambton Mills from
Toronto and reports tell that the work is “being pushed forward with energy and dispatch.” Track laying was 
proceeding at the rate of one mile per day. So interested were the people of the towns through which the railway 
was to pass that the newspapers publicized the shipment of the first freight. The Brampton “Conservator'' of 
November l5, 1878 tells of “an earnest of the good things to come as the first freight passed over the line on 
Saturday last in the shape of a new stationary engine for the firm of P. nad F.A. Howland of Lambton Mills. The 
arrival of the first passenger train is looked for shortly.”
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Financing and Promotion:

Constructed with the hopes of creating trade opportunities in Southern Ontario and drawing it into the sphere of 
Toronto, the Credit Valley Railway (CVR) was incorporated in February 1871 to construct a line from Toronto 
north to Orangeville via Streetsville (in direct competition with the Toronto, Grey and Bruce Railway) with 
branches through Milton to Galt, Berlin (Kitchener) or Waterloo. The principle backer of the financiers 
responsible for the project was George Laidlaw. The CVR charter was later amended over the next several years
to permit a branch into Elora or Salem from Cataract (1872), line extension from Galt to Woodstock, and 
empowerment to build through to St. Thomas to connect with the Canada Southern Railway (both 1873).

Surveys were conducted in 1873 with construction beginning in 1874. Money was short, however, and progress 
was slow. The first section of track, from Parkdale (Toronto) to Milton was opened for traffic in 1877. By 1879, 
the line was operational from Milton to Galt and into Orangeville and Elora. The final segment was completed 
from Galt into St. Thomas in 1881. The railway was able to obtain independent access into Union Station in 
1880 through arrangements with the Grand Trunk while on the waterfront between Simcoe and John Streets 
were dock and wharf facilities. After completion of the line in 1881, the company was nearly bankrupt and 
began searching for a buyer or lease arrangement. 

A number of municipalities that had provided funds for construction were concerned with this event in that it 
was anticipated that the construction of the line would increase competition and brake the monopoly created by 
the resident Grand Trunk Railway. A solution was soon found when CVR president George Laidlaw, having 
built a business relationship with president George Stephen of the Canadian Pacific Railway, attempted to entice
him to purchase the Credit Valley line as a link to Stephen's transcontinental route. Laidlaw's efforts proved 
successful when, in November 1883, a CPR affiliated company known as the Ontario and Quebec Railway was 
amalgamated with the CVR and the dormant London Junction Railway charter. There were four passenger 
trains, two going each way, every day except Sundays. A freight train made one complete round trip each week 
day. Gradually railway service dwindled due to the use of automobiles, and truck service. 

George Laidlaw, promoter of both the Toronto and Nipissing, and the Toronto, Grey and Bruce railways was 
also behind the Ontario incorporation (February 15, 1871) of the Credit Valley, becoming its first president. The 
CVR was incorporated to build from Toronto (with its main facilities at Parkdale), through (West) Toronto 
Junction, Streetsville and Brampton to Orangeville, with branches to Milton, Galt, Berlin (Kitchener) and 
Waterloo. Nothing was built to the last two points. 

An 1872 amendment allowed a branch from the Forks of Credit to Elora or Salem. This was later changed to 
connect at Church's Falls (Cataract). A further amendment in 1873 was for Galt to Woodstock, Ingersoll and 
St.Thomas, connecting there with the Canada Southern (CASO). By June 30, 1882 the CVR had 19 engines, 29 
pieces of passenger equipment, freight equipment included 250 box, and 195 flat cars. There were 20,000 bushel
grain elevators at Orangville and Fergus, while a 10,000 bushel elevator was at Wolverton (M.72.6 Galt Sub.) 
Wages were $1.00 a day for track labourers while train crews earned from $1.25 to $2.50, as follows: 
Enginemen, $1.75 to $2.50 per day; brakemen, $1.25 per day and conductors $1.70-1.80.  The railway work was
aided by the province of Ontario by $463,500 ($3,000 per mile), and was bonused by 12 counties, cities, towns 
and villages to a further amount of $1,165,000. This was done to provide for competition to the GTR and GWR. 
A $65,000 bonus was offered by Elmira, for a 10 mile extension of the line from Elora, and although 
preliminary surveying was done, nothing was built. The work included a number of major bridges including one
over the Humber River at Lambton, 568 feet long by 95 feet high, having 14"x14" timber piers. 
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It was completed in November of 1874. Another major bridge was a 900 foot truss over the Grand River at Galt,
completed in December 1879. There was also a spectacular high, curved trestle at the Forks of the Credit, which
was 85 feet high and 1,146 feet long, although in 1888, most of this was filled in. By the time the Credit Valley 
Railway was completed in 1881, it was already in financial trouble. 
A lease by the Great Western was being talked about, as was the lease of the GWR by the CPR! In the end, the 
CPR did not acquire the GWR, it was instead acquired by the rival GTR. In February 1881, the CPR was 
incorporated and in March, the Ontario and Quebec was incorporated. The CVR and the London Junction Ry. 
were amalgamated into the Ontario and Quebec on November 30, 1883. The scenery through the Forks of 
Credit to Cataract has always been outstanding and remains so today. Here the Credit River runs through the 
valley where once quarries shipped out rock including the famous Brownstone used on the Parliament buildings 
at Queens Park in Toronto. The CVR was taken over by the Ontario and Quebec, along with the Toronto, Grey 
and Bruce and in turn the Ontario and Quebec was taken over by the CPR on January 4, 1884 through a 
perpetual lease. The Ontario and Quebec annual report to the Department of Railways and Canals, indicated a 
total main line of 580.8 miles. 

June 1, 1871   - STREETSVILLE BY-LAW - $20,000 GRANT PASSED COUNCIL:
                          RATIFICATION EXPECTED AT THE POLLS ON JUNE 22, 1871.
June 22, 187l  - RATEPAYERS CARRIED STREETSVILLE BONUS.
June 29, 1871 - RATEPAYERS CARRIED MILTON BONUS.

On August 31, 1871 an excursion of Reeves, Councillors and others interested in the construction of the Credit 
Valley Railway took place on the Toronto and Nipissing Railway. This, another of the Laidlaw interests, was 
intended to give the excursionists an opportunity of testing for themselves the capacity and merits of a narrow-
gauge railway, for it must be remembered that Laidlaw was still promoting the Credit Valley as narrow-gauge at 
this time. According to the “Sun” report, “the party enjoyed the trip highly and expressed itself well-satisfied 
with the narrow-gauge system. The trip made some supporters for the Credit Valley.” Not all was as rosy as the 
preceding would indicate for on June l3, 1872, the electors of the township of Caledon, Chinguacousy and 
Toronto (later Mississauga) rejected the granting of a bonus of $80 000 toward the construction of the C.V.R. 

The “Sun” stated that “the majority of the ratepayers do not understand the value of railway communications or 
understand their real interest.” Undaunted, the promoters plunged onward, and on November 28, 1872 a report 
appeared in the “Sun” of a “large and influential meeting of the ratepayers of Caledon”, held at Alton in the 
interest of the C.V. R. with addresses in favour of the project being delivered by Messrs. G. Laidlaw, K. 
Chisholm, A. McLaren, R. Weeks and Dr. Riddall, after which a resolution was unanimously passed pledging 
the support of the meeting at large to the granting of a bonus to aid the railway. 

Andrew Taylor of Galt wrote that “The promoters of the road had little money but it was through a district in 
dire need of better transportation that the railway was built. Bonused from end to end built around hills instead 
of through them to save money and often with not even the men’s wages in sight, the railway was built through 
the townships of North Dumfries, including Galt and Ayr.” Taylor’s book, “Our Yesterdays”, further relates a 
story wherein one Scottish settlement had decided to vote down a bonus. “Mr. Laidlaw was went for in hot 
haste” (since he could speak Gaelic)” and speak it he did with such force at a little country schoolhouse that 
every good Scottish vote went in favour of the bonus."
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Whatever can be said of the style of promotion it proved successful in the end, for the railway received bonuses 
(as reported in the Engineering Magazine August 20, 1880) which totalled $ l ,035,000 as follows: 

City of Toronto............... $350,000
County of Oxford........... $200,000
County of Wellington..... $135,000
A section of Waterloo..... $110,000
A section of Halton......... $ 70,000
A section of Peel............. $ 75,000

Town of Milton............... $ 30,000
Town of Brampton.......... $ 20,000
Town of Streetsville........ $ 20,000
Town of Ingersoll ........... $ 10,000
Town of Orangeville....... $ 15,000

Besides these gifts, the towns of Ingersoll and Orangeville and the villages of Fergus and Elora agreed to 
exchange their municipal debentures for the bonds of the railway, Ingersoll to the extent of $30,000 and the 
other three to the amount of $95,000 each. As well as these sums, over $100,000 had been received as interest 
on these subscriptions the amount being payable from the date of its being granted, while the sums could not be 
claimed excepting as the work was actually performed. 

The government subsidy of $3,000 per mile raised an additional $420.000 so that a total of $1,630,000 was 
subscribed of practically free donations. Thus the cost per mile of approximately $14,300 was reduced by 
$10,300 per mile in donations. The other $4,000 per mile had to be made up in extended credit from suppliers 
and investors, later to be paid back out of earnings. The original charter called for capital stock to the value of 
$140,000 made up of 1400 shares at a par value of $100 each. The bonuses of some of the communities carried 
a conditional clause that the new railway should never amalgamate or work in connection with either of the old 
lines in the area. the Grand Trunk and the Great Western. Indeed, such want of consideration exhibited by these 
two English companies for their Canadian interests caused some entire struggling communities to read and 
pledge voluntarily their monies to any person who had the courage to oppose the rich companies who had the 
monopoly of the carrying trade. The man with this courage was George Laidlaw.

Letter from H. E. Suckling, Secretary-Treasurer C.V.R. Co. dated 27th November, 1882).
Credit Valley Railway: Secretary-Treasurer's Office, Toronto, 27th November, 1882.
Whereas, by a resolution passed at a meeting of shareholders of the Credit Valley Railway Company, held on the 12th day of April last,
and duly approved by the bondholders of the said Company under the provision of the Statute in that behalf, the Directors of the said 
Company, or a majority of them, were authorized to make and issue Debenture Stock for an amount equal to $20,000 per mile upon 
the actual mileage of the said railway, being a total distance of 183½ miles; such Debenture Stock to be issued in the form of scrip 
certificates or such other form as the said Directors, or a majority of them, should determine, each certificate to be for £100 sterling, or
for multiples of that sum, and bear date the 1st of April, A.D. 1881, the same to bear interest from that date at the rate of 5 per cent. per
annum, payable half-yearly, and to be executed and issued in such form, and to be made perpetual or terminable, and with or without 
interest coupons as to the said Directors, or a majority of them, should seem expedient. Be it therefore resolved: That Debenture Stock 
be forthwith issued to an amount equal to $20,000 per mile upon 183½ miles of railway, being an aggregate of $3,672,000 or £754,520
sterling; that such Debenture Stock be perpetual, and that the same shall be issued in the form of scrip certificates signed  by the 
President or Vice-president, and shall be countersigned and issued by Morton, Rose and Co., and under the corporate seal of the said 
Company, each certificate to be for the sum of £100 sterling, or for multiples of that sum, and to bear date on the 1st of April, A.D. 
1881, and to bear interest from that date at the rate of 5 per cent per annum, payable half yearly on the 1st  day of October and the 1st 
day of April in each year, at the banking house of Messrs. Morton, Rose, and Company, London, England. Be it further resolved that 
the said scrip certificates shall be in the following form see certificate attached: I certify that the foregoing is a correct extract from the 
minutes of a meeting of the Directors of the Credit Valley Railway Company, held at Toronto on the 8th day of July, A.D. 1881. 

H. E. Suckling, Secretary-Treasurer C.V.R. Co.
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(Excerpt from Bullion, The Quarterly Review of 1883).
Credit Valley Railway
Main Office: Toronto, Ont.
Express: American.
Officers: 

President, George Laidlaw. 
Vice President, E. B. Osler. 
General Superintendent and Chief Engineer, James Ross. 
Secretary and Treasurer, H . E. Suckling.

Miles of main line owned October 1, 1882 ...........................121
Miles of branches owned October 1, 1882 ...........................62.6

Total operated ...................................................... 183.6

Capital Stock October 1, 1882 ............................................................. $500.000
Bonded debt October 1, 1882 

5 percent. permanent debenture stock ($20,000 per mile) .... $3,672,000
Government bonuses ................................................................................ 462,000
Municipal bonuses ................................................................................. 1,110,000

            $1,572,000

Earnings: {Year ended September 30th }
         Gross      Net

1881 ..........................$200,985      *$17,427  * Deficit.
1882 ..........................$386,463        $70,806

Road runs from Toronto, Ont., to Orangeville, Ont., with branches from Streetsville Junction to St. Thomas, and from Church's Falls to
Elora, Ont. Chartered in 1871.
Annual Meeting: December.

Canadian Labour Market: 

(excerpt from the March 10th 1875 issue of the weekly journal, “Capital and Labour”)
The Toronto Sun, writing on January 12, says: "Employment is scarcely to be had. Many new comers, who left the old country, in 
buoyant hope of improving their lot, are hard up, in the coldest and grimmest sense of the word, and others need help sorely." Writing 
again (January 29), on the same subject, The Sum. Observes: "On the streets of this city, hundreds of honourable searchers for work 
loiter dai1y, men and boys, immigrants and Canadians, who would labour if they had the opportunity. Their hungry eyes ask the 
passer-by for his obulus  from sheer want. Hard times are felt all over the land." The London and Hamilton papers give similar 
accounts: "The soup-kitchens, lately opened in those cities, are giving, as usual during the long and severe Canadian winter, relief 
daily to crowds of destitute persons."

The Toronto National, after giving the details of a case of touching and urgent distress, remarks: “ This case is only one of a thousand 
similar. A few more such exposures will soon burst the glittering emigration bubble which has so long deluded the people of England. 
It is high time the swindle should be shown up." There were fifty applicants for one vacancy in the London police (Ontario) in 
February. An appeal appears in The Toronto Globe on behalf of eight men, Italians, blacksmiths, carpenters, etc., all in one house in 
that city, unable to get work. A working man sends a letter to The Ontario Workman saying that many moulders are now working for a 
dollar a day, on which they cannot support their families. The "bosses," he adds, calculate to make their harvest in the dull times of the 
six months' winter, when they insist that the men ought to work for such wages as they choose to give; and that any workman who will
not do so deserves to starve.

A Toronto paper says that the men now taken on at the Credit Valley Railway received 77 1/3 cents a day. The work is severe, the 
mercury from December to February having ranged from 10° to 40° below zero, in different parts of Ontario. The Globe, of February 
15, says: "Work on the Credit Valley Railway seems now to be the only refuge for working men." As usual, during the Canadian 
winter, very many cases of "frost bite," or "freezing to death," are chronicled in the journals. 
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Mr. White, of Wallace township, driving home in his sleigh, on February 10, was so overcome with cold he could not open his gate, 
and in the morning he was found dreadfully frozen. The Toronto Globe gives a sad account of the sufferings of the newsboys, who 
hawk papers in the streets of that city, and hints that death would be a merciful exchange for the railway oars, or open sheds in which 
some of these destitute children for nights in succession, have slept during the awful cold. "A working man,"' four years from England,
sends a long and vigorous protest to The Toronto Globe against the manner in which that journal, the organ in chief of the emigration 
interests, labours by spacious and exaggerated accounts, in conjunction with paid agents, to stimulate the already redundant influx of 
immigrants. He says that after four years’ experience he can testify that the Canadian working man is perpetually on the edge of 
poverty. The boasted wage of 1¼ dollars a day, which even new very many do not get, may have been good wages in the past, but 
when its present purchasing power is taken into account, and this is really what "wages" amount to, it is now totally inadequate. There 
is no margin for savings. He earned $356 last year, out of which his rent for a small house was $72, and fuel cost $42, or $112 
together. During the night of the 9th or January, he adds, many men, women, and children in Toronto experienced more intense 
suffering by being ill-housed and ill-fed than the wealthy feel in a lifetime. He remarks:

“The cause of destitution here is an indiscriminate immigration, forced on by money premiums and bonuses, which diverts labour 
from its natural channel, overstocks the market, and places the Canadian workman at the mercy of his employer. Many forms of labour
are here in excess, and thus wages are lowered often below the more necessaries of existence. It is more than a daily occurrence to see 
two shivering children at each end of a stick of wood, or at each side of a pail of coal, for which they pay about 10 cents., which means
to all who are unacquainted with the facts the almost total absence of home comforts, food, fuel, bedding, etc. 
In Canada numberless shifts have to be resorted to to cheat destitution of its horrors. (Coal is 82s. or more a ton in Toronto all the year 
round, and wood as dear. Rents, too, are excessively high, the great interest commanded on money rendering few people inclined to 
build.) My food allowance is less than 12 cents. a day per head; butter is 35 cents. a lb.; pork 15 cents. or 16 cents.; and potatoes 30 
cents a peck. For clothes, boots and shoes, bed-clothes, etc., I can only spend $7 per year per head, and I challenge any committee 
which may be appointed to disprove my figures."

The Toronto Globe has created some amusement in that city by a naive statement. After from day to day, till the middle of February, 
recording in its columns statements of temperature ranging from 10° to 4.2° below zero, it says it finds English papers are copying 
from its columns these figures, and as agricultural labourers will be disposed to hang back from a country where the mercury falls so 
low, it has been examining the subject more closely, and it finds 28° below zero is the lowest yet "telegraphed to the Observatory," and
that all the thermometers must, no doubt, be inaccurate !

Includes excepts from the book “Credit Valley Railway, The Third Giant” by James Filby © 1974 (now out of print).

George Laidlaw, promoter of both the Toronto & Nipissing, and the Toronto, Grey & Bruce railways was also behind the Ontario 
incorporation (February 15, 1871) of the Credit Valley Railway, becoming its first president. The CVR was incorporated to build from 
Toronto (with its main facilities at Parkdale), through (West) Toronto Junction, Streetsville and Brampton to Orangeville, with 
branches to Milton, Galt, Berlin (Kitchener) and Waterloo. Nothing was built to the last two points. An 1872 amendment allowed a 
branch from the Forks of Credit to Elora. This was later changed to connect at Church's Falls (Cataract). A further amendment in 1873 
was for Galt to Woodstock, Ingersoll and St.Thomas, connecting there with the Canada Southern (CASO). In 1873 survey work was 
done, grading began early in 1874, and track laying (56lb. rail) in 1876, with the line opened from Parkdale (Toronto) to Milton in 
1877. Galt in September 1879 and St.Thomas September 5, 1881. Track reached Brampton in December 1878, and the huge Credit 
Forks trestle was completed in September 1879. The line was open to Orangeville and to Elora in December 1879. Parkdale to 
Streetsville was 19 miles and Orangeville was another 35 miles, while Cataract to Fergus was 27.0 miles and Elora was at Mile 29.4. It
was 58 miles from Streetsville to Woodstock and another 32 miles to St.Thomas. Here the CVR connected with the Canada Southern 
(CASO), which was headquartered in St.Thomas, and whose mainline ran between Windsor and Niagara Falls connecting with the 
Michigan Central at both ends. Passenger trains at first, began running from Parkdale, where the station, yard and shops were located 
on the east side of Dufferin Street between Queen and King Streets. Agreement was reached to enter Toronto and use the GTR's 
station, with the first train entering it on May 17, 1880. It became a Union station for GTR and CVR effective September 5, 1881. A 
wharf and freight shed were located on the Toronto waterfront between Simcoe and John Streets. Note: This would be in the area 
where the present John Street roundhouse stands. There were 20,000 bushel grain elevators at Orangville and Fergus, while a 10,000 
bushel elevator was at Wolverton (M.72.6 Galt Sub.)  Wages were $1.00 a day for track labourers while train crews earned from $1.25 
to $2.50, as follows: Enginemen, $1.75 to $2.50 per day; brakemen, $1.25 per day and conductors $1.70-1.80. The railway work was 
aided by the province of Ontario by $463,500 ($3,000 per mile), and was bonused by 12 counties, cities, towns and villages to a 
further amount of $1,165,000. This was done to provide for competition to the GTR and GWR. A $65,000 bonus was offered by 
Elmira, for a 10 mile extension of the line from Elora, and although preliminary surveying was done, nothing was built. 
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The work included a number of major bridges including one over the Humber River at Lambton, 568 feet long by 95 feet high, having 
14"x14" timber piers. It was completed in November of 1874. Another major bridge was a 900 foot truss over the Grand River at Galt, 
completed in December 1879. There was also a spectacular high, curved trestle at the Forks of the Credit, which was 85 feet high and 
1,146 feet long, although in 1888, most of this was filled in. By the time the Credit Valley Railway was completed in 1881, it was 
already in financial trouble. A lease by the Great Western was being talked about, as was the lease of the GWR by the CPR! In the end,
the CPR did not acquire the GWR, it was instead acquired by the rival GTR. In February 1881, the CPR was incorporated and in 
March, the O&Q was incorporated. The CVR and the London Junction Ry. were amalgamated into the O&Q on November 30, 1883. 
The scenery through the Forks of Credit to Cataract has always been outstanding and remains so today. Here the Credit River runs 
through the valley where once quarries shipped out rock including the famous Brownstone used on the Parliament buildings at Queens 
Park in Toronto. The CVR was taken over by the Ontario & Quebec, along with the Toronto, Grey and Bruce and in turn the O&Q was
taken over by the CPR on January 4, 1884 through a perpetual lease. The Ontario and Quebec annual report to the Department of 
Railways and Canals, indicated a total main line of 580.8 miles. The low wages paid to railway personnel at this time and slow 
payment of its employees resulted in frequent strikes. Spikers were paid 10 cents more than common labourers who received $1.00 per
day. 

An advertisement in the August 1, 1879 "Conservator" of Brampton says "500 men wanted wages $1.12; 200 men for ballasting and 
track laying $l.00 per day.” 

In the Shanly notebooks the salaries of train crews are recorded as follows: 

Conductors on mail trains.........$1.80 per day for 176 mile trip 
Conductors on local trains........$1.80 per day for 130 mile trip 
Conductors on mixed trains......$l.70 per day for 85 mile trip
Brakemen..................................$l.25 per day 
Baggagemen.............................$1.40 per day
Enginemen................................$1.75 to $2.50 per day 
Station Agents......................... $1.00 to $1.75 per day averaging $35.00 a month.

At this time Mr. Frank Shanly, one of the foremost civil engineers of the day, was in the employment of the Federal Government as an 
inspector. It was his duty to check the methods and materials used in the construction of the railway and, based on his reports as to 
completion of the work, the Government would release funds to the railway for further construction from the bonus monies allocated 
to the railway under the Railway Guarantee Act. 
A letter from the office of the president, George Laidlaw to Frank Shanly, dated September 8, 1879 gives a good indication of the 
financial problems which faced the railway and shows the situation as related to wages, etc: 

My dear Shanly: We are in a dreadful state for want of subsidy. The office is besieged by men with discharge papers and 
overdue paper. The Grand Trunk is holding 50 cars of our rail for freight. We cannot move without money and we cannot get 
any on account of the state of affairs with the Consolidated Bank Note Company until we have your certificate for both 
sections. Bailey has just told me he thinks you will get out tomorrow. Will you please give everything else go by and settle 
this without fail. It is quite ready for you.

Yours faithfully. George Laidlaw 

The task of obtaining good men and keeping them must have been almost an impossibility when the wages were so low and after 
having earned their money, the men were made to wait up to two months to collect it. It is possible that this 'employee problems' could 
have been a favour in the incidence of accidents which occurred on the C.V.R. until they were able to meet their financial indebtedness
and payments were made on time.

Few enterprises ever encountered greater difficulties. Undertaken at the beginning of 'hard times' it was no small task to raise funds for
its construction. Through the energies of Laidlaw and the generosities of the municipalities to be served by the road each difficulty was
overcome as it appeared.
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Opening The Line: 

The Credit Valley Railway was formally opened by his His Excellency, the Marquis of Lorne, Governor General
of Canada at Milton Ontario on September 19, 1879. From the charter to the first official train it took eight 
years. The railway building had been hampered by lack of funds opposed by the existing railways in obtaining 
credit further burdened by a strike of its employees in the Toronto area in 1880 and lengthy litigation to obtain 
entry into the City of Toronto. Opening day was a grand occasion. A train sheet for Streetsville Station the 
Junction Station dated September 19, 1879, gives a list of Conductors Engineers, Firemen, etc. this record 
preserved because it referred to the Special Train taking the Governor General to Milton and returning for the 
official opening of the railway. On the run from Toronto to Milton the Conductor was Flanagan, the Engineer 
was Sprague and the Fireman was Phipps. Even the baggageman, Ryan on this particular run is listed. On the 
return trip, the Special carried the same conductor and baggageman but changed Engineer and Fireman to 
Greenshields and Cameron respectively. The train left Toronto at 10:55 a.m. cleared Streetsville Junction at 
11:25 and arrived at Milton at 11:46 a.m. On the return trip the record indicates a departure from Milton at 12:26
through Streetsville Junction at 12:51, Lambton at 1:12 and arriving in Toronto at 1:35 p.m. From this schedule 
it is quite evident that the official opening ceremonies were brief since the Marquis of Lorne spent less than an 
hour at Milton, including having his picture taken in the midst of the official group. In his book, The Trail of the
Swinging Lantern, John M. Copeland details a photograph of the official party standing before a banner which 
reads, 'Success to the C.V.R. Welcome to Lorne'. Among those identified was George Laidlaw the promoter and 
president of the line. 

Others in the photograph were John C. Bailey, the engineer of the C.V.R. and Harry Crew, his assistant. Many 
prominent personages accompanied the Governor General among them the Honourable George W. Allan 
Senator, the Honourable John McMurrich, M.L.C., Toronto; James Beatty, K.C., Mayor of Toronto; Wm. Taylor,
secretary for James Ross, the young Scottish surveyor and engineer in charge of construction and Ross 
McKenzie accountant with the C.V. R. who later became one of Canada's most famous lacrosse players. The 
entry of a railway into the town that helped to sponsor it was usually a gala affair. Write-ups of the opening of 
the railway and the first sod-turning at Milton indicate that a good crowd of people attended numbering several 
hundred and including the Governor General. Not so at Orangeville when the C.V.R. finally arrived on 
December 4, 1879. 

"The first engine crossed Broadway on Monday evening at 5 p.m.", states the Orangeville "Sun", "the men on 
the mainline had been hard at work for sometime previously. By 4 p.m. on Monday, the rails were laid as far as 
the station and soon after the iron horse came steaming along with several flat cars of rails attached. Quite a 
crowd of citizens were present on this auspicious occasion. A temporary platform was erected below the station 
where the hard-worked and exhausted men were treated to refreshments. The C.V.R. employees thanks for the 
kindly manner in which they were treated at the conclusion of the road were due not we are ashamed to confess,
to the town of Orangeville but to an ordinary citizen Mr. H. Haley." Less than a week later on December 11, 
1879 the same paper headlines an article "A reduction wanted!" saying "Now that the C.V.R. is in running order
people are expecting a reduction in the fare to Toronto. It is one of the advantages we looked for on completion 
of the road. Return tickets should be issued between the different points on the line. At present neither on the 
C.V.R. or the T.G. & B. Railway are return tickets to be had. The policy pursued by the latter road hitherto 
seems to have been to make as much money as possible. The convenience of the public was little considered. 
Return tickets to Toronto ought to be had for $2.00, and if the C.V.R. makes a move at once in the matter, the 
public will not be slow to appreciate its action." The idea was coolly received by the Laidlaw interests and never
acted upon by the railway. 
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Even before the formal opening of the railway in 1879, regular trains were running between Milton and 
Parkdale with a bus service from Parkdale to the Toronto Union Station carrying about six hundred passengers 
per day to and from the Toronto Exhibition. The Milton "Canadian Champion" files contain the diary of a Mr. 
David Downey, an employee of the McCallum Quarries at Milton. From a small entry therein we learn that the 
first train into Milton arrived on December 7, 1876. Since the official opening was September 19, 1879, some 
three years later, we can only assume that it was a construction train and however, that the railway was 
progressing rapidly but not without difficulty. Mrs. C.T. Gerrie, in her history of Belwood, mentions that "the 
first train came into Belwood Station on November 18, 1879 and was a great day for rejoicing. The school was 
let out for the day and all the children were permitted to have a ride on the train. It then backed up about a mile 
with the children on board and came into the station again. A few farmers were quite upset as they had not been 
paid for their land which was taken and even put rail fences across the tracks. 
However this trouble was soon settled when they got their money." Mr. Gerrie, in a letter to the author recalls 
his father speaking of this story, since he himself was one of the children who received the free ride.

Approximate Mileage: 

Total mileage for the CVR as constructed was 183 miles made up of the following: the mainline from Toronto to Orangeville of 57 
miles, the branch from Streetsville to St. Thomas of 99 miles, and the Elora branch (Cataract to Elora) of 27 miles. 

Stations:

(See Section B:)
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Bridges:

Includes excepts from the book “Credit Valley Railway, The Third Giant” by James Filby © 1974 (now out of print).

A dramatic feature of a railway is its bridges. England had the “Firth of Forth”; New York had “Hells Gate” and the Credit Valley built 
two trestles that were a credit to the engineering of the day. Frank Shantey, in his notebook on file in the Shanley Papers at the Ontario
Archives details the actual inspection of the railway for the Government on August 1, 1879. Beginning “Brampton Ontario 10 A.M. 
starting at mark in rail at station'' he proceeds to chain the entire trackage working northward up the line toward Orangeville. His 
entries include commencement of trestle; 45 spans, 25 at 30 feet each and 20 spans at 20 feet each; bents on masonry. End of trestle; 
total 1146 feet.” With these two single entries he indicates the longest wooden curved trestle in Ontario at this time one which the 
author believes is the record for curved trestle lengths in Ontario with the possible exception of the wooden trestle and bridge leading 
to the ore docks at Port McNichol built in later years. The Forks of the Credit trestle was 1146 feet in length and 85 feet high. It used 
approximately 500,000 feet of lumbering employed 250 men and 50 teams of horses. The teams were paid at the rate of $3.00 per day 
while Labourers received $1.00 to $1.10 per day. 

The Brampton “Conservator'' of September 5, 1879 reports as follows “The Credit Valley Railway is progressing finely; about 400 
men and 60 teams in the immediate vicinity of Cataract. The iron horse will reach Forks bridge on Saturday next.” (September 13, 
1879)  This is the closest date of any reported information so it is safe to say that the Forks bridge was opened to work trains around 
this date. A further report in the same paper dated November 14, 1879 relates air few lovers of sport of this village (Meadowvale) left 
by Credit Valley Railway on Monday for the Caledon Hunting Grounds near Kilmanagh. “Business is dull this week owing to the bad 
site of the roads and the inclement weather. The passenger train which runs daily is a convenience to our city. The C.V.R. station house
at this place is nearly completed and work is progressing rapidly on a large storehouse.” Since regular passenger service was in effect 
before November 14, 1879 our date for the completion of the bridge and first use is pretty well established at late September, 1879. 
The trestle built on a curve of nearly 90 degrees, crosses the western branch of the Credit River, allowing the railway to cling to the 
side of the narrow tortuous defile of the eastern branch. 

The river at this point is descending at the rate of 150 feet per mile but the gradient on the railway did not exceed 70, the consequence 
being that for a long distance up the valley  on both sides of the trestle the road is benched out under the overhanging rocks of the 
chasm on one side while far below on the other side in the deep recesses beneath, the river foams and tumbles affording some lovely 
glimpses of wild picturesque beauty. The other bridge which is unique to the C.V.R. was one which provided the railway crossing of 
the Grand River at Galt, Ontario. 

Since the Grand Trunk Railway had a branch on the west bank of the river and the Wellington Grey and Bruce ran along a depression 
parallel to the river and less than a quarter mile distant from it the C.V.R. was compelled to keep on a high level and cross both 
railways and the river sufficiently high to be clear of everything. The Galt Bridge has five spans of iron together with trestling at either
end. Over the Grand Trunk Railway is a Queen post truss of wood set within the trestling of one of the approaches. The whole 
structure the first large railway bridge of entirely Canadian manufacture was made by the Londonderry Iron Company. Nova Scotia 
while the works were put together and erected by the Toronto Bridge Company. 

Since it was the first large bridge constructed of Londonderry iron, a series of tests were made on all the principal sizes at the Canton 
Bridge Companies' works in Ohio and repeated again in Toronto. In addition most of the principal members were separately tested to a
strain of 40,000 lb. per square inch so that when a train of three sixty -ton locomotives was worked over the bridge at different speeds 
the deflection was less than five-eights of an inch in the centre of the span. The total cost of the bridge and approaches including false-
works was $60,582. Its length was 900 feet and it towered 75 feet above the Grand River.

According to the Galt "Reporter'' of December 24, 1879 “the first passage of a train over the bridge took place at 12:30 noon on that 
date with Edward Toat in charge locomotive driver Cross, chief engineer Bailey, assistant chief Ellison; section engineer Barber 
foreman H. Fraser and an unidentified switchman. It proceeded as far as Barry's Cut and completed the crossing of the bridge, 
including its testing and official opening. The locomotives which made up the train were stopped on each section while measurements 
were made; then the entire train was backed up and run over the bridge once more at slow speed; then at moderate speed and finally at 
high speed, whereupon the bridge was declared safe and open to normal traffic. In “Our Todays and Yesterdays”, Andrew W. Taylor of 
Galt Ontario in 1969 recounts the first locomotive crossing of the Grand River Bridge at Galt on December 18, 1879: "Rather than risk
human life in the test, the levers were set for slow movement and the crew jumped clear leaving it to cross the bridge on its own. At 
the far side it was met by other trainmen who climbed aboard and took over the controls." 
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Since this story relates to the crossing of a single locomotive on December 18, 1879 and the official test took place on December 24, 
1879 it seems quite possible that the 'story' really could have taken place as described and that the engine of the December 18 date 
really did check trackage etc. and was the first to cross the bridge prior to the official test six days later. A letter from the Chief 
Engineers Office of the C.V.R. dated December 6, 1876 describes the Humber Bridge as "having bridge timber of 14 x 14 pine as piers
with the piers being carried down to bedrock." The bridge was over 100 feet from the bottom of the piers to the top of the rails. Ties 
were of white oak and the fence posts of cedar. 

Another report, different in its description of the piers of the bridge, is in the Woodstock "Sentinel" of Friday, October 2, 1874 "On 
Monday morning a party started in carriages from Toronto for an inspection trip along the road, The first halt they made was at the 
Humber to examine the bridge across the stream. This structure alone gives the C.V.R. a certain prominence as it is pronounced to be 
the finest bridge of its description on the continent. The spans are built on the "Howe" truss principle; one of 115 feet, one of 138 feet 
and three of 105 feet each, makings distance of 568 feet of truss at a height of 95 feet above the river. There are 800,000 feet of timber,
almost (18,000 pounds of iron in the bridge and 3,186 yards of solid masonry in the piers supporting the spans." The report goes into 
further detail and describes the Streetsville bridge over the Credit River: 

"This is composed of three spans of 'Howe' truss, 105 feet in length each and about 180 feet of trestling. The height from the water 
level is 36 feet." The 1875 report of the directors of the railway tells that "there are now finished the Humber, Mimico, Pallett's Creek, 
Cooksville, Barber's Ravine and Credit and Nith River bridges and 2174 linear feet of small trestling on the mainline and Credit and 
Meadowvale bridges and 1001 linear feet of small trestling on the branch line. Church's 'Overhead' and 'Millpond' bridges are also 
completed including fourteen spans of Howe truss. 

There is now eroded 35 miles of fencing on the mainline 17 mites on the Orangeville branch and 3 miles on the Elora branch. On hand
are 56,017 ties and completed are 160 culverts and 61 pair of cattle guards on the mainline; 57 culverts and 19 pair of cattle guards on 
the Elora branch. An average of 620 men and 135 teams were employed during the season." The report details monies paid for the 
right-of-way, with a large amount donated to the company for wages and equipment, and also notes that a loss was sustained in trying 
to build a concrete bridge at Meadowvale. Adding to this loss was an overcharge for certain right-of-ways and some minor contractor 
failures. All of these totaled between eight and twelve thousand dollars. The directors' report further states that in 1875 "not 
withstanding the loss the company is in sound financial shape, but in order to continue would require a large government subsidy."

Motive Power and Rolling Stock:

Trying to figure out the roster for a railroad that was sold over 100 years ago can be a challenge. Conflicting information was found, 
for example:

1. The Annual Report of the C.V.R. of December 31, 1879 stated the company now "owns 9 engines and 100 cars and is 
expected to add in March 1880 an additional 6 engines, 350 freight cars and 18 passenger cars. 

2. Poor's Manual of Railroads 1881 , showed that the Credit Valley possessed 7 engines, 2 passenger cars and 164 freight cars.

3. However, by the time of the merger with the Ontario and Quebec Railway, June 30, 1882, the CVR is credited to have had 19 
engines, 29 pieces of passenger equipment, while the freight roster included 250 box, and 195 flat cars.

In one uncredited report, Henry Suckling, the treasurer of  the CVR was quoted to have said: “In the meantime the company will lease 
all rolling stock required.” My thinking on this is that Poor's Manual showed what the CVR owned and not what it was also leasing, 
but that is just speculation. Reference to the volume of traffic is found in the Brampton "Conservator", April 9, 1880, "since the new 
passenger coaches and box cars have been placed upon the road the passenger and freight traffic has increased very much; sometimes 
seats in the coaches are not available and the sterner sex must take the smoking car." An article on May 21, 1880 says "They (the 
C.V.R.) are lately put on some new passenger coaches, which for beauty and elegance compare favourably with any other road." 

As to the value of the rolling stock, Miles Pennington in his book Railways and Other Ways (1894) states that the cost of a box car 
was about $900 and its average life about eight years. With the ornate design of passenger cars of the 80's it is extremely difficult to 
come up with an accurate cost, however, in an issue of  “Scientific American” from 1876, the average American passenger car is said 
to have cost $4423.00. 
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By October 1, 1880 a through train was running from Orangevllle direct to Toronto and was aptly named 'The Orangevllle Express' 
making the trip in under three hours The Brampton "Conservator'' detailed the effectiveness of the railroad on that date and on 
November 11, 1881, says "In the meantime the Business of the road is constantly increasing and taxing the carrying capacity to the 
utmost New cars are being added to the rolling stock at the rate of from fifteen to twenty per week but the employment could be found 
for fully four hundred more." 

The company, in attempting to promote passenger traffic utilized the beauty of the countryside adjacent to the railway and in 1880 the 
Brampton "Conservator" of Aprll 9 reports that "During the past few days C J Wheelock and a staff of engineers has been engaged In 
laying out a park and a pleasure grounds between the falls (Church's Falls) and the Forks which will embrace some very fine scenery 
said to excel the White mountains of Vermont or any in Canada Tourists will be much gratified with the view of the Forks Forks 
Bridge Picture Rocks Devil's Pulpit and the Falls We strongly urge Sunday Schools and others planning excursions to patronize the 
Credit Valley and see the finest scenery in Canada, unexcelled by anything on the American Continent We are Informed that the 
railway company will offer very liberal rates to the new park." 

The railways of the day were always trying to attract passengers in one way or another, local papers advertising 'up and coming' 
excursions to local parks for picnics or parties. Typical of these is an advertisement from the July 27. 1883 Brampton 'Conservator' 
under the heading "Excursion on Civic Holiday. August 8th: "An excursion to Niagara Falls and return will be given under the 
auspices of the P. M. church choir of Brampton. A special train both ways on the Credit Valley Railway and a steamer from Toronto. 
The special train will leave Brampton Station at 6 a.m. returning at 9 p.m. giving six hours to view the beauties of Niagara Falls and 
surrounding at- tractions. The train will run alongside the steamer at Brock St. thus eliminating all dangers and delays crossing the 
tracks. etc. Tickets for the round trip only $1.50,  children under twelve 0.75." 
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The Crossen Car Company: 

The founder of this enterprise, Mr. James Crossen, as born at Comber, County Down, Ireland, on March 9, 1826. In the year 1842 his 
father came to America with his wife and nine children and settled on a farm in western New York state, near Batavia. In the year 
1843, James Crossen crossed Lake Ontario to Cobourg and  began his working life with the Helm Foundry there. By his mid thirties 
he was a full partner in this enterprise and two years later he became the sole proprietor of the enterprise, which he rechristened The 
Ontario Foundry. His business in fitting up grist mills took him far and wide through the country back of Cobourg, then known as the 
Newcastle District. This very prolific builder commenced manufacturing railway cars in 1866 when the Cobourg and Peterborough 
Railway, which passed his plant, placed an order for 12 wooden dump cars. The foundry was able to produce the castings for the metal
parts of the cars, and the rest of the construction involved the use of lumber and timber, of which there was a plentiful supply in the 
Cobourg district at the time. The times were propitious for the start of a large Canadian car-building enterprise, because conversion of 
the track gauge on roads such as the Grand Trunk and Great Western created a demand for large quantites of new rolling stock. James 
Crossen filled a large part of this demand very creditably, and his works quickly became the largest railway car producer in Canada. 

 

In 1866, the iron ore deposits at Mamora served as the impetus for the railway revival. To that end the railway company required ore 
cars and James Crossen agreed to construct several dozen of these. All were delivered in early 1867 and unknowingly Crossen initiated
what was to become Canada's largest independent manufacturer of wooden railway passenger and freight cars. In the following years 
orders were sporadic as railways were not being constructed and the demand for rolling stock was slight. Perhaps Crossen's first 
passenger car was built for the Cobourg, Peterborough and Marmora Railway and Mining Company in 1872. 

Chapter 4                                                                          22                                              © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

Business however had improved to the point that in 1873 Crossen created a separate company for the purpose of rolling stock 
construction. The new Company was named the Crossen Car Works and was also known as the Cobourg Car Works. From the building
of the simpler forms of cars, the business developed into a complete establishment for the construction of railway cars of all kinds, 
including freight, passenger and sleeping cars. His first passenger cars were built in 1877 and were favourably received, resulting in 
many large repeat orders. At this stage much of the production went to the Grand Trunk Railway but cars were also constructed for 
such early railways as the Credit Valley Railway. Then, in the 1880s, the Canadian Pacific also became a very large Crossen customer 
for both passenger and freight cars. 

The first Crossen-built sleeping cars were the Chaudiere and Vancouver for the Canadian Pacific in 1885, and its first dining cars were 
the Buckingham, Claremont and St. James, built in 1886 -- also for the Canadian Pacific. Canadian Pacific Railway First Class Coach 
#426 constructed by Crossen Car Company in July 1890 Refrigerator car constructed for the Canadian Northern Railway by Crossen 
Car Manufacturing Company in September 1910. With James Crossen's death in 1890, the enterprise was reorganized as the Crossen 
Car Manufacturing Company of Cobourg under the ownership and direction of William Crossen, the founder's son. In the early 1890s 
the CPR began constructing its own rolling stock to the detriment of the Crossen Company. However the 1890s witnessed a boom in 
the construction of street railways and Crossen supplied several dozen street cars to several different radial railway lines. But the 
primary construction centred upon rolling stock for standard railways. CNR car #34 began life as a Crossen car built in 1899 for the 
Northern Pacific and Manitoba Railway. It was their business car. This car was absorbed into the fledgling CNoR in 1901 as #99. With
the return to economic stability in the late 1890s the construction of  new Canadian railways commenced and of course these required 
rolling stock. Notably amongst the new customers were the Canadian Northern Railway and the Temiskaming and Northern Ontario 
Railway. 

 

The first four parlour observation cars ever owned in Canada (that is to say, cars equipped with an open observation platform for use in
revenue passenger service) were built by Crossen in 1906 for the Intercolonial Railway. Crossen products were in the main, not fancy, 
but good, workmanlike, high-production, and more or less standardized products built to good wood car design, and competitively 
priced. Nearly every Canadian railway at the turn of the century had some Crossen products. The CNoR became a significant 
purchaser of Crossen equipment and was the only customer for the final years of the Crossen Company.  Crossen products also figured
largely in the equipment roster of the Canadian Northern, which grew from a small line into a 9,500-mile system in the early years of 
the century. The first four parlour observation cars ever owned in Canada (that is to say, cars equipped with an open observation 
platform for use in revenue passenger service) were built by Crossen in 1906 for the Intercolonial Railway. In 1910 Crossen built six 
parlour cars for the Canadian Northern which were true archetypes of the wooden, arch-window parlour car at its highest development.

With the advent of steel in rolling stock construction William Crossen became aware that the new technology was a challenge to his 
company. He either had to invest heavily to compete in the new manufacturing process, or cease operations.  He chose the latter and in
mid 1915 the final wooden cars left the plant in Cobourg. The company ceased operations and the property itself was sold several 
years later. Mr. Crossen's elder son, William James Crossen, was associated with him in this work from the mid-eighties on, and his 
younger son, Frederick John Crossen, was fitting himself to enter the same work. It was during his return from visiting his son Fred, 
then studying engineering at the Massachusetts Institute of Technology, Boston, that James Crossen was taken ill. 
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He had reached Montreal from Boston and was stopping at the home of his friend Robert Cowans. Here he died on December 9, 1890 
at the age of 65. The only Crossen structure that survives on site is the original office building. All the other buildings were constructed
by later companies. On the west side of George Street, on either side of Park Street, sit the houses of James and William Crossen, as 
reminders of what was once the largest employer in Cobourg. Ted Rafuse lives in Cobourg and is a well known historian in the field of
railways. At Steampower publishing web site you can find out about the books he has written.

The Lease to the Ontario and Quebec Railway:

The Brampton "Conservator'' of Friday April 9, 1880 reports that "On Monday last, quite a commotion was raised in our village, 
(Cataract) by the refusal of the section men and some others employed on the C.V.R. to proceed to work and after the heavy rains of 
Saturday and Sunday, the road was, in some places, blocked and trains unable to get through. Men were sent from Elora and elsewhere
to take their places and upon reaching here were intimidated by the strikers and refused to work. Matters stood thus until about 5 
o'clock when a compromise was reached and in two hours the line was clear and the first train dispatched from Toronto. The strikers 
numbered about forty men." The July 9th edition of the Brampton paper tells of a strike on the C.V.R. totally suspending traffic over 
the entire line due to wages in arrears as much as two months. Whenever the Credit Valley is mentioned in writings of an historical 
nature. The borrowing of coal is always noted. Due to very tight money conditions the officers were at their wits end trying to keep a 
supply of coal on hand for the use of their engines. Many times the Parkdale agent would be sent down to the Grand Trunk yard to 
induce the yardmen to put a loaded coal car on the interchange track. 

 

Soon this method of delivery came to a stop because the owners of the coal objected and eventually the C.V.R. was hampered even to 
the extent of delaying passenger trains until arrangements could be made for coal to be sent up to the yards in horse-drawn carts. There
it was shovelled into tenders of outgoing locomotives which would be standing coupled to cars with passengers aboard and ready to 
pull out. The coal owner was "Paddy" Burns of the famous Burns Coal Company of Toronto, one of the largest coal distributors in 
Ontario for years to come. 

The October 20, 1881 edition of the "Canadian Champion" of Milton reads "A New Railroad - The Goderich people. growing tired of
the monopoly enjoyed there by the Grand Trunk Railway are making overtures to the officials of the C.V.R. to induce them to build a 
branch of their road from Elora to Goderich, seventy miles distant and they offer a handsome bonus. If the proposals are not accepted, 
they will interview the directors of the Great Western or the Toronto. Grey and Bruce railways and see what terms can be made with 
them. Cause of hesitation on the part of the C.V.R. directors is the already large amount of debt on the road". Shortly before the end of 
the year the inevitable rumours of sale or deals began to appear in the news. 

Again the Brampton "Conservator" taking an always alive interest in the affairs of the C.V.R. came forth with an editorial on 
December 9, 1881 which observed "the air has been full of rumours for a fortnight of the sale of the Credit Valley first to the Great 
Western and next to the Canadian Pacific. Directors of the latter were interviewed at Montreal on Wednesday last about the report and 
state that they are not correct rumours but that negotiations are on foot by the C.P.R. syndicate to purchase or to lease both the Credit 
Valley and the Great Western Railways with a view to having stronger opposition through lines to the Great Trunk Railway.
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Furthermore we observe through advertisements in the "Mail" (Toronto) of yesterday that the Credit Valley Railway Company is 
making application to the Ontario Legislature to grant them in the next session power toasted their charter to extend their lines to 
London, Goderich Berlin and other towns in the west to lease their lines or parts of lines at present belonging to other companies and 
to lease their own lines to any other railway company should the C.V.R. see fit to do so. This last clause is the one to which every 
municipality that gave a dollar by way of bonus to the C.V.R. should stoutly object. The promises were made time and again by the 
directors of the C.V.R. that the road would be a competitive line and would be run in the interest of the people who were asked to pay 
large sums for its construction. 

To sell or lease this line to one of the powerful railway corporations such as the C.P. or the Great Western would be a betrayal of the 
peoples' confidence and rights and enact of gross treachery on behalf of the owners and directors of the road. Should it become known 
that any preliminary steps have been taken by the C.V.R. directors to transfer their interests to the C.P.R. or G.W.R. companies, 
meetings should be held by the councils of every municipality wherein bonuses were granted to the C.V.R. line and the most urgent 
protests entered against the transactions." 

Such were the heated feelings of the Brampton paper, further borne out when one takes into consideration what these bonuses meant to
the individual citizen at the time. In his book Our Yesterdays Andrew W. Taylor of Galt when writing of the transportation in the area 
of Galt and Ayr, explains that "the bonus which the township gave to the company in 1874 raised the tax rate two and one half mills 
and over a period of twenty years in the depressed '80s and early '90s proved a very irksome burden to the taxpayers". 
Moving ahead to January 13, 1882, the Brampton "Conservator" ever alert, again reported under a title banner. "The Credit Valley 
Railway: the true inwardness of the lease by the Great Western: the Chicago Tribune of Saturday contains an article from the pen of a 
member of the staff who interviewed the general manager of the Great Western Railway at Eastwood on the first instance the purchase 
of the Credit Valley Railway by the Great Western Authorities. The information contained in the appended extract may be taken as 
officially correct. "The   Great Western Railway has leased the Credit Valley road for 999 years, which runs from St. Thomas the 
central point of the Canada Southern. to Toronto. A company backed by the Great Western has been organized to build a line eastward 
from Toronto to a point of connection with the Canadian Pacific about a hundred and fifty miles west of the city of Montreal. At the 
commercial metropolis of Canada, it will connect with the Quebec Montreal and Ottawa Road which in turn forms a close connection 
at Quebec with the Intercolonial road whose eastern terminus is Halifax. 

The Quebec Montreal and Ottawa Road is the property of the government of the Province of Quebec and negotiations for its purchase 
by Sir Hugh Allen are now underway and it is understood in Canadian railway circles that this offer will be accepted. It was at first 
sup- posed that he was acting on behalf of the Grand Trunk people but later this was proved erroneous and information points 
conclusively that he is one of the Stevens-Osler-Childers syndicate between whom and the Grand Trunk there has not been any 
harmony for several months. "During the season of navigation for the past two years there has been an active rivalry between the 
Grand Trunk and the Great Western over the westbound immigrant business brought to Montreal by the Allen Steam- ship Line. The 
Great Western has also insisted that the Grand Trunk should divide the business west of Toronto which is the common junction point 
of the two systems in Western Canada and remain content with the absolute control of 330 miles of traffic. 

This the Grand Trunk refuses to do as the system touches all the important towns in Western Canada. In order to get any of the 
business, the Great Western was obliged to enter into an alliance with the steamboat lines running on Lake Ontario and the river St. 
Lawrence. This arrangement however was of value only during the season of navigation. When the boats ceased running on the Great 
Lakes the whole of the traffic became the property of the Grand Trunk. The Great Western people admitted they would no longer 
submit; the Credit Valley road being in   the market. they wisely took it in so as to prevent it falling into the hands of the Grand Trunk 
and having thus. two lines from the Michigan Frontier to Toronto. they came to the conclusion that they were in a position to force the 
fight on the Grand Trunk. To aid in this direction they joined hands with the Canadian Pacific syndicate and the indications are that 
before the year has lapsed there will be a well-built line running through the thickly settled farm country and close enough to the 
Grand Trunk for a distance of 330 miles to give it as keen a competition as it may desire. It is also understood that as soon as Sir Hugh 
Allen acquires the Quebec Montreal and Ottawa Road he will make Quebec the summer terminus of the Allan Steamship Line the 
inland business of which will be given to the Q.M. and Ottawa Railway. The Michigan Central will connect Chicago with this new 
Canadian line to the Seaboard.'' 

The fight for survival now joined the Ontario and Quebec Railway came into being, and serious meetings began to take place to settle 
the Credit Valley Railway's position. It was at this precise moment that the Credit Valley became the Third Giant: the key to entry into 
the Toronto market as well as the long finger joining the United States market through St. Thomas with the proposed connection with 
the C.P.R. namely the Ontario and Quebec Railway. The route for the C.V.R. chosen by George Laidlaw though ostensibly patterned 
from finance rather than engineering and foresight, gave the Canadian Pacific Railway the key to trans-provincial routing which has 
yet to be equalled by its rival the C.N.R. 
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The final entry by the Brampton "Conservator'' is a stroke of reporting genius. It is quoted here to fill two purposes; first, it records the
method of the ending of the Credit Valley Railway's brief claim to fame and second it pays a short but glowing tribute to the railway's 
promoter, George Laidlaw: 

The Brampton "Conservator'' November 23, 1883
The Credit Valley Railway

At the adjourned meeting of the shareholders of the Credit Valley Railway yesterday, it was decided to lease the London Junction 
Railway for 999 years at the price of $18,800 per year and also to amalgamate with the Ontario and Quebec Railway. At the adjourned 
meeting of the shareholders of the Ontario and Quebec Railway, it was decided to make several extensive additions to the line. The 
Toronto "World", November 20th refers to the incident: The amalgamation of the Credit Valley with the Ontario and Quebec was 
consummated yesterday at a meeting of the former company. Mr. Osler was there with proxies for the majority of the stock and he had 
the little motions drawn and ready for sub- mission. It passed without opposition and the Credit Valley Railway was wiped out of 
existence as a Toronto concern and passed into the hands of the C.P.R. without a murmur. The last of the railways promoted by the 
King of the Bonus Hunters George Laidlaw and which were ever to remain independent surrendered without a shot from that 
remarkable man. The consolidation now includes the Toronto. Grey and Bruce, the Credit Valley and the Ontario and Quebec; the 
headquarters of which will be in the old U.E. building on King St. and before long the Northern will join the consolidation despite the 
denials of the Hamilton "Times" When that is consummated everything will have been gobbled up by the two great gobblers and the 
only thing left them to fight over is the Kingston Tramway. 
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