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Chapter 5: The Esplanade Difficulty

The Credit Valley Railway's quest for entrance into Toronto is a story of the little guy versus the monopolistic giant. To show just how 
serious it was for the Credit Valley Railway to have access to the docks on the Toronto waterfront, in 1876, George Laidlaw petitioned 
the Lieut.-Governor in Council personally. What follows is the entire petition:

by George Laidlaw Toronto, 1876

The Credit Valley Railway Company has submitted a Petition to the Lieut.-Governor in Council. Together with the Petition, the Annual
Report and a statement by the President and Directors were submitted to His Honour. These last will be found in the Appendix, as will 
the main features of the Petition, which, having called attention to the cheapness and excellence of the line, the rapid progress which 
has been made, and to other considerations, submits that the minimum rate of Provincial aid to Railways, namely, $2,000 per mile has 
been proved to be wholly insufficient, and begs that the subsidy may be increased to $3,500; and that a further subsidy of the same 
amount may be granted for the portion of the railway not hitherto aided, and that less onerous conditions should be imposed as, for 
instance, that payment should be made on completion of 10 or 20 miles of continuous grading, providing it were done at such points 
on the route as would make continuous connection with existing lines of railway.

These requests will not seem extravagant when the whole situation n is taken in. Mr. Potter, the President of the Grand Trunk Railway, 
has aimed his cannon at Canada, and from the column of the Times, where Baron Grant’s schemes used to be puffed, he seeks to shell 
the credit of the country. Nor has he been wholly unsuccessful, though his machinations have resulted in a spirited policy on the part of
the Quebec Government, which will bring about with more speed and more certainty one of the events he sought to prevent taking 
place. He has been able to damage railway prospects in the London market; but his policy was shortsighted. Mr. Mackenzie has shown
what he thinks of the matter; and it is not likely that the Government of Ontario, any more than the Government of Quebec, will sit 
quietly by while Mr. Potter acts as if Canada was made for the Grand Trunk, instead of the Grand Trunk for Canada. In the autumn of 
1874, when told by some of his staff that the progress of the Quebec and Montreal Railway showed a determination to proceed, he said
" that he would take good care to see that no money was obtained from Europe to complete the line, even though by so doing he 
destroyed the value of every railway security in Canada ;" and his policy has been in accordance with this 1mscrupulous declaration.

The claims put forward by Mr, Potter in his petitions to Ministers are without foundation in the history of the line, as has been shown 
by Sir Francis Hincks, whose declaration, that it is " wholly impossible to protect monopolies on this continent," is accompanied by 
proof that the Grand Trunk has no right to ask for such protection, while the policy of the Grand Trunk has made competition a 
necessity for the protection of the people. It is, in fact, largely not a Canadian enterprise, and, contrary to its own interest and the 
interest of Canada, has for years devoted itself to carrying on ruinous competition with the railway lines of the United States, which 
the Globe, in commenting on the recent refusal to raise its through tariff, properly characterized as "suicidal." Nor can Mr. Potter 
complain when the Grand Trunk has neglected its local traffic and imposed unjust burdens on the farmers and manufacturers of 
Canada, that these should seek a remedy. No one could complain, even if the Grand Trunk was thereby injured to the extent anticipated
by Mr. Potter.

But the recklessness of statement of that gentleman is as remarkable as his unscrupulousness, and so little can he be relied on when 
decrying railway enterprise in Canada, that his statements regarding the Grand Trunk itself must be taken with a very large grain of 
salt. If there is one man living who can speak with authority on this subject, it is Mr. Brydges, and what does he say?

“Mr. Potter’s charge against Canada of not rendering a fair return upon the capital actually expended upon the building of the Grand 
Trunk is, therefore, absolutely false. It pays a fair interest upon its real cost, the cause of its present difficulties being mainly the 
onerous bargains which the Company itself made with the lines it leased-the unwise paper additions to its ca ital for money which was 
never received or expended, an the lottery system which was adopted in issuing enormous masses of securities at a frightful and 
ruinous discount”.

Again hear Mr. Brydges in his letter to the Prime Minister of the Dominion:

“The first case was the Grand Trunk, the cost of which was put down by the Times, on information obviously supplied by Mr. Potter, 
at about £30,000,000 ; and Mr. Potter, in his letter on the 13th April, stated that in the year 1874 the line only yielded a profit of 
£80,000 for division amongst its bondholders. I proved from official documents, viz., the reports of the Company, signed by Mr. Potter
himself as its President, that in 1874 the Company earned a net profit of nearly 53460,000, instead of £80,000, as stated in Mr. Potters 
letter; and also that the cost, instead of £30,000,000, was only £15,000,000, of which one-fifth had been supplied by Canada, and on 
which no interest had been received for years”.
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This, it may be added, was practically a bonus to the Grand Trunk. Mr. Potter’s statements regarding the Great Western were equally 
unsound; and Mr. Brydges had no difficulty in showing that up to 1874, when the commercial depression affected all the railways on 
the continent, that Company had been a fairly paying concern.

As regards the smaller lines, Mr. Potter admitted, in his letter, that they had up to the present paid the interest on their bonds, though he
insinuated they would not be able to do so in the future. Mr. Brydges very properly characterizes the insinuation as ungenerous, and 
then expresses himself further:

“The municipalities, in issuing their bonds, are quite aware that they are taxing themselves, both now and in the future, for the 
payment of the principal and interest of these bonds. They, doubtless, believe that the improvement of the country, which will follow 
the completion of the railways aided, will more than compensate them for any payments they may have to make and it is a fact that 
almost all the bonds now being issued are being bought by residents of Canada”.

The view taken regarding the future of railway enterprise and its connection with the prosperity of the country, by the Quebec 
Treasurer, is in a like tone, and is full of confident statesmanship:

“I believe that the impetus which railways will give to every department of industry in our Province will not only enable our people to 
pay for these railways, but that the additional burdens imposed for railway construction will not be felt by our people on account of the
increased facilities for making money which these railways will give by utilizing and conveying commercial articles, the products of 
our soil, and by the development of our industrial and mineral resources, hardly yet known, but enough known to afford warrant for 
their vastness and extent”.

Such is the language of the Treasurer of Quebec in introducing the policy of pledging the Government to the building of the North 
Shore Railway-a policy as patriotic as it is wise-and which has, in a manner, been forced on the Government by Mr. Potter. His attacks 
on the credit of all the railways of Canada call for action in Ontario, if not so bold, in the same spirit. Nor is there a railway in the 
country that has more claims for consideration than the Credit Valley, whether in regard to its policy secured by bonds to the 
municipalities, the style of road it will be, or the character of the districts traversed.

The capital account will be found in the Appendix. It includes $250,000 expected from Toronto, $8,000 each from Elora, Fergus, and 
Orangeville, making in all $274,000. The item of $279,000 includes the small amount paid up for stock and discounts, right of way, 
and other expenses.

One hundred and sixteen miles of railway have .been graded and the structures shown as completed, exhibited in the smoking room of 
the House of Assembly, have been built. The right of way has been paid for as shown in report. The fact, however, that so much work 
has been done with the investment of about a million of dollars, would seem incredible in London, as hitherto the cost of railways has 
been on such a large extravagant scale. The desire of the Directors of the Credit Valley Railway is to offer the mortgage bondholders a 
line of railway bridged, fenced, right of way paid for, complete and ready for the rails and rolling stock, as security for the moderate 
issue of £2,500 sterling per mile. No better structures, if we except the iron, have been built in the country. The foundations are stone 
sunk to the rock.

The issue of bonds is confined by charter to £22,500 sterling per mile. The bad practice has been to issue from thirty to fifty thousand 
dollars per mile in bonds, and sell them at a heavy discount, thus A rendering the railways and the traffic of the country liable for the 
full value of ·these large issues. There is not a line of railway in this country that is not good for working expenses, and the interest on 
£2,500 sterling per mile, say $1,200 per mile per annum, as against eight and twelve thousand dollars interest per mile on the great 
lines.

The additional amount petitioned for, namely $l,500, is absolutely necessary. The $1,500 per mile is of absolute importance to the 
railway, and it is a small matter to the country at large. It is better, at the cost of the expenditure of one or two hundred thousand 
dollars, to have a sound undertaking, than by avoiding this cost to have, even if it could be built, a line in a bankrupt condition, and 
unfit for the business of the country;

Look with particular attention at the following facts. The Great Western, by special tariffs and adjusted rates, diverts the whole of its 
business away from Toronto, and away from the St. Lawrence route, via the New York Central, to New York, and this means building 
up New York at the expense of Hamilton, Toronto and Montreal. , The Grand Trunk, pursuing a similar policy, takes everything past 
Toronto by charging treble rates to this city, and giving very low rates past it. 

Chapter 5                                                                           3                                             © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

The reason why both these lines dislike the Credit Valley so much is, because it will strike a fatal blow at this policy, and will equalize 
the rates on the Great Western to Hamilton and Toronto, and on the Grand Trunk to Toronto. Both lines will then be compelled to carry
from all parts of Western Canada at the same rate per ton per mile as they carry past the two great cities of Lake Ontario. The Grand 
Trunk and Great Western must then become local lines to Toronto, with the effect of adding enormously to its business, while along 
the route the farmer will not be fleeced by having to pay for his wheat 8 to 12 cents freight, while from Paris, Sarnia or London, 
another pays only 4 or 4½ cents.

Again, by means of the Credit Valley and Canada Southern, trains will run from Amherstburg through the Lake Erie Counties to 
Toronto, opening up to the people of these counties new markets. Moreover, by an alliance of a similar character with Port Dover and 
Lake Huron Railway, the people on that line of route will be · afforded the same important advantage of direct trade with the City of 
Toronto and the St. Lawrence route as will be afforded to the people on the route of the Canada Southern Railway. Thus the whole of 
that region will be not only greatly advantaged, but will be prevented from becoming Americanized.

The railway from Streetsville, along the Credit to Cataract, and through Centre Wellington to Fergus and Elora, is in direct relationship
to the Wellington, Grey and Bruce, which will no longer be able to carry the whole passenger and goods traffic around by Guelph, 
Galt, and Harrisburg. Passengers from Bruce and part of Huron can come by means of the Credit Valley direct to Toronto. 

The manufacturing power of the River Credit will thus be brought into immediate contact with the population of that region, who will 
also be placed favourably in regard to the trade of Toronto. In Toronto / nearly as much business will be concentrated as if the Grand 
Trunk did not extend eastward, and the Great Western did not seek to send I everything over the bridge. For Hamilton, Toronto, and 
the St. Lawrence route, the trade which nature proclaims to legitimately belong to them, will be secured. It is the more extraordinary 
that the influence of Toronto should not be concentrated, especially as Hamilton and Guelph have established a permanent lobby at the
House, and since it is so obvious that with the Credit Valley, Toronto would be independent of the policy of any railway organization in
western Canada. The Hamilton and North Western got $3,000 through Peel and Halton per mi1e $l,000 more than the Credit Valley 
has received, and they want more money.

No economy in this line has been ignored. No city director of the Credit Valley Railway has got a dollar in return for outlay and labour,
excepting the President. The employees are paid partly in securities and partly in money. No member of the Company will have any 
profit or advantage in the scheme apart from an interest in the stock or sec1u·ities, and the value of this will depend on the ultimate 
success of the working of the line. The whole money has been strictly applied to the purpose of construction. No railway work in the 
Province has been done better or more carefully managed. For two years, 700 men have been employed, and all accounts have been 
paid, with the exception of a few small sums and a portion of the right of way.

There could be no time more favourable for pushing on with the work than the present. Steel and iron are low; labour is cheap 
materials of all sorts are in abundance , the tide of prosperous business will soon How; and it will be little short of criminal if 
preparation is not made for it. The moment trade begins to move, the country will be singing out for rolling stock. on the main lines, 
and then the true value of the Credit Valley will be seen, for it cannot fail to add five hundred thousand customers to the trade of 
Toronto, the bonus asked from which would not, from an immense proportion of the taxpayers, average more than one shilling a year.

The same policy will be pursued which, in the case of other lines, has saved to the city in the cordwood trade not less than $200,000 a 
year.

The Quebec Government has met the policy of hostility to Canada in the true spirit, and it is not to be believed the Ontario 
Government will be wanting in courage and statesmanship, especially as with a surplus much larger than that of Quebec, much less is 
asked.

On the 9th February, 1874, Mr. Mowat, the Prime Minister, spoke as follows: “There is no reason why the House should restrict itself 
in this matter. If a road is such a road as this House thinks ought to receive support, why should there be any restriction placed upon 
the grant of that support'! The Government are entirely in the hands of the House in this matter, and can make no grant without the 
consent of the House”.

Later in the same debate, he defended the grant to the Whitby road, “because it was perfectly plain from the evidence before the 
House, that unless such aid was granted, the road could not have been finished. I believe,” he added, “aid should be given in all cases 
where the same principle is involved. I believe the people of this country are prepared to give it their sanction." And he went on to 
declare, "if it were necessary, the Government would be perfectly willing to give similar aid" to other railways. This is the true spirit in
which the Government should act, and in acting on which they will be amply sustained by the people. 
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The action of Mr. Potter has thrown railways more than ever on the country. English capitalists demand a larger margin of security in 
the shape of a larger amount of work actually done. There can be no doubt that if the Government gives the small bonus asked for, the 
City of Toronto will be forward to help; and the counties traversed, with the towns and villages with their mills and manufactories, 
have strong claims on the liberality of the Province. They have shown their appreciation of the scheme, and they have hitherto received
scarcely any aid for railways. 

Not Toronto alone, but in fact the whole country interested in the line, demand to be snatched from the grip of the two great 
corporations,who, in pursuing a selfish, have also pursued a short-sighted policy. It is only by such a line as the Credit Valley that this 
city can maintain her position, and maintain her present rate of progress ; and it requires little effort of imagination to realize what will 
be her wealth and influence when the work is completed. It will be a line which will pay its way, and add greatly to the convenience 
and wealth, not only of Toronto, but also of the inhabitants of the Counties of Peel, Halton, Wellingon, Waterloo, Oxford and Elgin, 
and the whole Lake Erie country. Let a person cast his eye over the map and make himself acquainted with the manufacturing energy 
of the towns and villages along the line, and remembering their want of railway accommodation, let him ask himself, how could the 
Government do a juster thing, or one more likely to bear good fruit, than by helping the Credit Valley Railway. It would indeed be an 
extraordinary thing if the Ontario Government should lag behind that of Quebec, in taking a course “ worthy of statesmen." The very 
words of the Quebec Treasurer may be used:

“The wires are being pulled across the Atlantic with the hope of injuring our credit as a Province. Every means, fair and foul, is being 
tried in England so to impress the minds of capitalists there that no more Provincial bonds should be bought; and this, Mr. Speaker, by 
companies which have been largely aided by the public money of Canada, and whose reckless management of their own affairs has 
caused the name of Canada railway securities to become, to some extent at least, a byword of reproach amongst moneyed men in 
England”.

It only remains to express a hope that Upper Canada will check-mate this policy in a spirit of energy and statesmanship, like that of the
minister whose words have just been quoted. The line is needed; it is certain to pay its way; a large business is ready for it as soon as 
its doors are open; the policy of the big lines make it an imperative necessity ; now is a favourable time for building it; the 
unscrupulous action of Mr. Potter is a challenge to Canada; and it is for the Legislature of Ontario to say whether that challenge shall 
be taken up with spirit, and replied to with success.

G. LAIDLAW.

The Toronto newspaper, The Mail, ran the following article on Tuesday, January 28th, l879. “A petition was presented to the City 
Council last night on behalf of the Credit Valley Railway, on a subject which is of great importance not only to this city but to every 
municipality in the country interested in railroad enterprises. The facts in brief are as follows : The City of Toronto spent an enormous 
sum in constructing the Esplanade, in order to afford the various completed and projected railroads of that day, as well as the roads of 
the future, entrance into the city and a convenient approach to the harbour. In 1852 tl1e Northern Railway took possession of a strip of 
land 100 feet in width, running from Bathurst Street to the western boundary of the city, on which they laid down a track. They also " 
squatted " on a tract of forty acres of land lying between Brock and Bathurst Streets, and covered it with sidings and buildings. The 
Company has never to this day paid 11 dollar for these lands, which were passed over by the Canadian Government to the City of 
Toronto, and are now the bona fide property of the latter. Toronto has aided the Credit Valley Road to the extent of $350,000 
conditionally on its building an independent line from Bathurst Street westward ; and the projectors of the road have in good faith 
located their line accordingly. But, and here comes the difficulty, the Northern Railway now forbids the Credit Valley from using any 
portion of the 100 feet of land which the former appropriated in 1852, and also effectually bars it out of the city by refusing it the right 
of way through the forty-acre lot which the Northern holds by right of seizure only. In other words, the Northern Railway, having 
appropriated without payment, or even the formality of purchase, certain lands which command the entrance to the Esplanade, has new
the boldness to prohibit other roads, possessing equal rights and privileges, from making use of those lands while seeking to comply 
with their agreement with the city. If the position thus taken by the Northern is tolerated, then the Credit Valley will be shut out of 
Toronto and its usefulness as a great public highway destroyed ; and the Northern will practically be the arbiter of the destiny of all 
future roads running into or out of the western end of the city. Not only will Toronto be injured, but the interests of the other 
municipalities who have given assistance to the Credit Valley along its line, will be grievously prejudiced. This Esplanade property has
been a heart-burning for years past, and a practicable solution of the difficulty can only be secured by a thorough investigation of the 
matter, and an equitable adjustment of the rights of all concerned. Some years ago the question was referred to arbitration, but the 
Northern Railway absolutely refused to pay the price set by the arbitrators upon the lands it has appropriated, and on which it now 
presumes to exercise the rights of ownership. The time has come for n. final and complete settlement of the matter, and we trust the 
Dominion Government will do its best to bring that about without delay”.
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From The Globe, Toronto, Wednesday, January 29th, 1879. “It is immaterial whether the Northern Company are actuated in this 
proceeding by a desire to prevent the Credit Valley from having access to the Esplanade, or whether they merely wish to do a good 
stroke of business by compelling the new company to run over their lines, or whether they wish to levy a larger sum by way of 
compensation than properly appointed arbitrators would award, if they awarded anything in the peculiar circumstances of the case. On 
either supposition the Northern Railway is acting in direct opposition to the interests of Toronto. This city spent $800,000 at a time 
when that sum represented, in proportion to the wealth of the city, sixfold the burden it would now be, in filling in the part of the 
foreshore now known as the Esplanade. That great work was undertaken expressly with the object of providing a convenient place 
where all the railroads entering the city might centre, and also with the object of preventing the through lines of traffic from being 
diverted to tl1e northward of the city, and thus building up some other municipality”.

The Globe, ran a similar article on Toronto, Saturday, February 1st, 1879. “Mr. Cumberland, in his characteristic letter concerning the 
access to the Esplanade difficulty printed yesterday, succeeds admirably in throwing no light whatever on the points which the citizens 
of Toronto are vitally concerned to know. The public are comparatively indifferent as to the extent to which the General Manager and 
Board of Directors of the Northern Railway have succeeded in keeping themselves in official ignorance of the wish of the Credit 
Valley Company to enter upon the public land now in the possession of Mr. Cumberland's Company. What they really want to know is,
why the Northern Company, which, according to Mr. Cumberland, had not the faintest idea as to what route the Credit Valley would 
take, should suddenly, and in direct contravention of an agreement signed by one of the Company's own officials, have plumped down 
a station across the route of the new road, and have proceeded to cover it with new tracks for which, in these days of depression and 
lessened travel, there cannot have arisen all at once such a very urgent demand. These performances would go to indicate that Mr. 
Cumberland, the individual, was all the time wide awake to circumstances of which Mr, Cumberland, the Manager, new professes 
entire and most amusing ignorance. It is quite clear that there is ample room on the 100 feet reservation for two tracks for the 
Northern, two for the Grand Trunk, and one for the Credit Valley ; and after the latter line was accommodated there would still be 
enough of land left for a sixth line. 

Under these circumstances, what is Mr. Cumberland going to do when at length the knowledge that the Credit Valley line wants access
to this land is brought home to the official intellect? Is he again going majestically to order the Credit Valley to other land'! Is he going 
to point out an alternative route which it would bankrupt Croesus to construct'! and is he for ever to keep off competitors from land 
which does not belong to him? It may easily be that Mr. Cumberland has " no misgivings about the title " to this land. N either have 
we. It is indisputably public land, and the fact that the Northern Company have never paid a cent for it is on record in the proceedings 
of the Court of Chancery. Mr. Cumberland seems to think the fencing in of this piece of land, the laying down of a railway track 
therein, and the payment of taxes which could not be avoided, enough of payment to satisfy the most unreasonable objector. On the 
strength of these achievements the General Manager, personifying the Corporation, poses as a public benefactor, instead of, as would 
be more appropriate, an interloper. Admitting, as he does, the fact that there are “100 feet right of way from Queen street to Bathurst 
Street" a most important admission to be made by one who has blocked up all access to that right of way what consummate assurance 
must Mr. Cumberland possess when he orders off a possible competitor to a route which the General Manager describes as being 
partly within this right of way, but which actually appears to be entirely without it. Why should the Credit Valley Company be 
compelled to go even partly outside this right of way if there is a right of way, as Mr. Cumberland, unfortunately for his case, calls it, 
then his Parkdale Station is an obstruction and a nuisance. Mr. Cumberland in his capacity of General Manager, of course seems to us 
to resemble a strong man armed, who has squatted in a poor man's cottage, and then patronizingly informs the rightful owner that he 
may sit with one foot inside the door of his own house as long as offence is not given to the High Mightiness within. Of course it was 
horribly "low" for the Credit Valley people to have been thankless even for small mercies but it seems to us that the Jupiter Tonans of 
the Northern Railway might as justifiably have ordered the Credit Valley road to enter the city via Yorkville, as to have indicated for it 
a road which is only partly within the right of way to which the new Company have a title that barring the important point of 
possession is exactly as good as that of the Northern itself.As to the proposed Railway Commission, the absolute necessity of such a 
body is now more than ever apparent. It is quite clear that if such a matter as this in dispute about the access to the Esplanade were left 
to the ordinary course of law, a prolonged series of law suits would ensue, which could only end in the ejectment of the intruding 
railways from the public land, their re-admission on plainly specified terms, and the further reduction of the interest paid to those 
English bondholders about whose dividends Mr. Cumberland is so anxious. The need of the commission being so plain, the country 
will breathe more freely now it has ascertained from his own pen that the scheme meets, “conditiona1ly”, with the General Manager's 
“heartiest approval”. Before the new tribunal Mr. Cumberland can crate as majestically and epigrammatically as he likes about “unjust 
invasion of rights”- squatter's rights, he should have said; about " false appeals to public prejudices," which consist in enlightening the 
public when their rights are being invaded , and “usurption”, consisting of a simple desire to benefit from what was intended to be 
used as a common right. But if he thinks that a Railway Commission such as the one we want could be humbugged by a piece of 
special pleading like his letter, we fancy that he would soon see cause to alter his opinion about the desirability of Railway 
Commissions in general”.
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From The MAIL, Toronto, Friday, February 14th. “Such scandals as the Esplanade difficulty in which a powerful corporation is 
actually using a piece of public property, which it has appropriated from the taxpayers of the City of Toronto, as a weapon for crushing
out a younger and weaker rival to which those taxpayers have given n large subsidy-are impossible there. The powerful are prevented 
from injuring the weak, and the weak have not to combine in a spirit of angry defiance against the strong. Mutual confidence is 
engendered with beneficial results to all parties. We trust the Dominion Government, when they have disposed of the important 
measures with which they were specially charged by the electorate in September, will turn their attention to this important subject. It is
not a political one; every man is interested in it, and we are sure Reformers equally with Conservatives would unite in the work. The 
time has come for the people to stand up for themselves and insist on just treatment from the powerful railroad corporations ; and since
the latter cannot be persuaded to move even half way in that direction, we can only look to the supreme power of the State for the 
assistance it owes its subjects in all matters affecting their present welfare and future prosperity”.

The second interview of the Railway delegation with the Railway Committee of the Privy Council, was held in Ottawa on Thursday, 
June 3rd, 1879. The argument on the application of the Credit Valley Railway Co. for right of way over the Ordinance Land into the 
City of Toronto, and for crossing other lines, resumed before the Railway Committee of the Privy Council, today at the office of the 
Minister of Public Works. 

The Credit Valley Railway Company was represented by  Hon. R. M. Wells, Hon. Wm. MacDougall, MP., Robert Hay, M. P., Mr. 
Bailey, Chief Engineer; and Mr. Ross, Superintendent of Construction. 

The other railways sent the following delegates. For the Grand Trunk Railway Company, E. P. Hannaford and W. Cassels. For the 
Northern Railway Company, D'Arcy Boulton, Hector Cameron, M. P., and Owen Jones. For the Great Western Railway Company, 
Joseph Hobson, C. Stiff and Dr. McMichael. And finally for the Toronto, Grey and Bruce Railway Company, Mr. Wragge, W. H. 
Beatty, and N. Dickey.

It seems that in the weeks leading up to this meeting, there was little of nothing done to help the situation. It seems that due to a lack of
communication, the CVR was waiting for a proposal from the GTR, the land owners, while the members of the board of the GTR were
waiting for a proposal from the board of the CVR. Finally, the GTR made a proposal and a counter-proposition was offered stating that
what the CVR wanted was an unreserved right of way to Bathurst Street. They, the CVR, did not even offer any compensation. Then 
Mr. Hickson wrote a letter to Mr. Laidlaw to which no answer has been received. 

Mr. Cassels frankly stated that “the position which the Grand Trunk Company takes is this: If this tribunal or the Privy Council take 
this strip of land from us we have got to go to the courts and will go to the Privy Council, if necessary, but we are prepared to treat 
with the Credit Valley Company outside of the legal tribunals in a friendly way. We must be met in a business-like manner. We are not 
going to be forced in this way. No terms. have been offered; no suggestion has been made. I have plans here to show that the statement
which I made at our last meeting here is quite correct: that from the Diamond Crossing to Queen Street there is ample room for three 
tracks south of the 100 feet strip of land. 

Until we get the question of title to the land from Queen to Bathurst Street settled, this question of crossings ought not to be taken up. 
My contention is that so far as the Railway Committee are concerned, we are in a worse position than when we last met.”

It seemed that George Laidlaw, President of the CVR, wrote the Board of the GTR saying that they, the CVR, will be satisfied with 
nothing but an unconditional right of way from Queen Street to Bathurst Street. A letter is written by Mr. Hickson which contains the 
following:

"Grand Trunk Railway Of Canada General Manager's Office”
“Montreal, June, 27, 1879.”

“Geo. Laidlaw Esq. President Credit Valley Railway Company, Toronto."
Dear Sir, 
You are probably aware that I have been almost continuously from home since the date of your letter of June 9th in reply to my 
communication addressed to you on the 26th ult. That is the reason why you have not had an earlier reply. I very much regret to see the
persistent efforts which are made to misrepresent this company, and I think I have cause to complain that a letter addressed to you in 
the ordinary course of business should have been, without my permission, published in the newspapers. Your company have sought to 
arrange with us for accommodation for its business in the city of Toronto: I have explained to you very frankly the nature of the 
arrangement which we can make. You evidently entirely misapprehend what I have written, and we are again misrepresented as 
monopolists and obstructionists. The Grand Trunk Railway has not sought to pool traffic with the Credit Valley Railway Company nor 
has it in any way sought to exercise undue control over the business of the Credit Valley Railway line. 
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As I have already advised you, the Grand Trunk Railway Company are willing to afford your company facilities for traffic going east 
of Toronto, and this without any limit as to where the traffic originates, although a portion would undoubtedly come from places 
where, as you yourself represented, the Credit Valley Railway would be in competition with the Grand Trunk Railway. Does this look 
at all like an attempt to fetter the action of the Credit Valley Railway Company? Whatever sum the City of Toronto may have expended
on the Esplanade, it is a well known fact, of which you must be personally cognisant, that the Grand Trunk Railway has spent an 
immense sum of money, not only in the construction of works on the Esplanade, but in maintaining them for many years past. The 
relations of the city to the Esplanade, and to the railway companies who occupy it are all settled by agreement and in a manner which, 
I think, is perfectly intelligible. It is not for me to enter into any controversy as to the right of the city to interfere and upset existing 
agreements. I shall very much regret if any such interference takes place, because I believe your Company can acquire all the facilities 
and accommodations which are necessary for its business on terms which cannot but be considered reasonable, and ought by a 
reasonable people to be considered satisfactory. I notice that you say in your letter that you cannot consent to sign or become parties to
an agreement which would determine the rates of freight from points on the line of` the Credit Valley Railway westward to points 
eastward on the Grand Trunk Railway. Can you point out a single sentence in my letter previously addressed to you which indicates 
any intention or desire on my part to force you into any such arrangement? Are you not simply, in writing in this way, setting up men 
of straw for the pleasure of knocking them down. As regards the working of the traffic of this Company's stations at Toronto I can 
only-say that it will be utterly impossible for us to provide accommodation in our stations where the work of your line could be done 
separately by a separate staff, and independent of the staff of` the Grand Trunk Railway Company. If we make an arrangement with 
you for your passenger trains to run into the Union Station it will necessitate some change in our arrangements with the Toronto, Grey 
dc Bruce Railway Company. Whilst there is, I believe, ample accommodation for the business of` your line, if it is worked in 
connection with the Grand Trunk Railway Company and by the Grand Trunk Railway staff, I am sure there is not space enough in 
which to set up independent establishments. 

I was careful to point out to you in my last letter that our employes would act as if they were in the service of the Company in all 
matters relating to rates, charges and arrangements appertaining purely to our own business, and I say now that we should not, an 
arrangement being made, desire in any way to interfere in these matters. Such arrangements as I have indicated respecting; terminal 
accommodation am not nova. They are frequently resorted to both in this country and in Europe. 
The business of the Grand Trunk Railway at Buffalo, for instance, is done in the depot of the New York Central Company, and is 
attended to by the employes of that Company. In a similar way the greater part of the work connected with our passenger business in 
Detroit is attended to by the employes of the Michigan Central Company, and we are not even allowed to run our own engines into that
Company's depot. We desire only friendly relations with the Credit Valley Company. If you force another state of affairs upon us we 
will endeavour, of course, to protect our own interests, and especially to guard our own property. You have sought to make an 
arrangement with us. If our terms are not such as you think you can expect, it is not compulsory upon you to accept then: You must 
concede that we have some right to a voice in the matter, especially looking at the enormous sum of money which we have had to 
expend in order to provide terminal facilities for the business of tl1e Company in Toronto. It will be no fault of the Grand Trunk 
Railway Company if satisfactory arrangements are not made and friendly relations do not exist in the future between the two 
Companies.

I am, dear Sir,
Yours very truly,

J. HICKSON

Mr. Cassels, after being asked if the GTR would give the CVR nothing repsonded by saying: “I do not say that, but if they come here 
to force us at the point of the bayonet to give up our property they must fight for it. If they meet us in a friendly way we are prepared 
to treat with them”.

Hon. Mr. MacDougall, on behave of the CVR, stated: “It will be seen that this discussion is rather premature. There was a special thing
proposed to be done at our last meeting, and an adjournment took place to enable it to be done. That was that an engineer, on behalf of 
the Public Works Department, should visit Toronto and make a report upon the plan proposed by the Credit Valley Company as to its 
practicability and its effect upon or its relations with existing tracks, and to ascertain whether another line on the 100 feet from Queen 
Street to Bathurst Street was practicable. Mr. Shanly has, I presume, performed that duty, and, as I understand he is here with his report
and maps, he might be asked to explain them. The regular mode of proceeding, it seems to me, is to take up the case where it was left 
at the last meeting, and proceed from that point. Mr. Cassels has introduced the old question that we discussed so much, as to comity 
or want of comity, the friendly or unfriendly relations between the companies, which, I submitted then, and now submit, is not a matter
for the consideration of the Governor-in Council. We come here claiming as a right the interference of the Government to grant us a 
right of way. We contend that the fee of this 100 feet is in the Crown. On that ground we ask: and we endeavour to show the 
reasonableness of our claim: the aid of the Government to get to Bathurst Street over this 100 feet.  
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The Premier admitted so far as I can remember : and I think it is upon record-the expediency of considering that proposition, and upon 
that they named an engineer to visit the spot and report upon it. I submit that the proper course will be to hear the report of the 
engineer. I have seen a map of the lines laid down, but I have not examined it with Mr. Wells, as representing the Credit Valley 
Company, and I am anxious to see by what means Mr. Shanly proposes we shall reach our terminus in the city. If Mr. Cassels should 
say that his plan is not practicable, and if the Grand Trunk Company is ready to defy the Government as well as our company, and 
drive us into the Courts, we will try our chances there. Perhaps we may go into a higher Court than any of those my learned friend has 
hinted at”. 

Obviously, at this point in time, the two sides were still far apart and no sign of an agreeable settlement was in sight. 

On the 27th of June, Mr Cameron stated: “We were powerless to do anything more than to furnish Mr. Shanly all the plans and 
information on the subject that we possessed, and I believe that he has his report ready. I think that the line which he has laid out or 
suggested to be laid out, is substantially, if not precisely, the same as the line which Mr. Cumberland formerly offered to the Credit 
Valley ,Railway Company and shown here at our last meeting. The Northern Railway Company are perfectly willing to do whatever is 
fair and reasonable. I do not, on their behalf, take the same position as Mr. Cassels does on behalf of the Grand Trunk Railway 
otherwise than to this extent : we are willing to meet Mr. Laidlaw and arrange with the Credit Valley Company, but having expressed 
that willingness, and inasmuch as Mr. Shanly's report substantially agrees with what we are willing to do...We also think that a 
condition should be imposed that this concession of right of way for the Credit Valley Railway along that 100 feet should be for the 
through right of way without the privilege of making sidings. What they want is a way into the city to their own property, not to see 
this right of way for siding purposes, and inasmuch as the Northern and the Grand Trunk have now what we term "siding rights", we 
should keep it as our roads require it,giving the Credit Valley Company all the rights and privileges for a through track....” Mr. Cassels 
asked “Do you understand that Mr. Shanly proposes to move up the Grand Trunk and Great Western tracks?” To which Mr. Cameron 
reponded “As far as this 100 feet strip is concerned, we are powerless to do anything without the consent of the Grand Trunk Company
because they are joint occupants with us, and if they say " we consent to nothing," we have no legal power to do anything. However, 
so far as the Northern Railway are concerned, we are willing to do what Mr. Shanly proposes, on the conditions which I have 
mentioned”.

At this time, all parties agreed that the Credit Valley Railway could proceed to Brock Street. However, it was the crossing of the other 
railways right-of-way that was in question. At this point in time, Mr. Cassells of the Grand Trunk suggested to the Railway 
Commission, that: “When would we know your decision as to the question of title we contend that the railway ought to be built to the 
point of intersection before a decision should be given regarding a crossing.” However, Mr. Welles and Mr. McDougall of the CVR, 
concluded that: “I think it would be far more sensible to settle the crossing first. We object to that very strongly, because until we know
where we are to cross we cannot go on constructing our line”. John A. MacDonald, a friend and supporter of George Laidlaw stated at 
this time to the Railway Commission that: “My own expressed view on that point is very distinct also. The first thing we have to 
decide now is the right of way to the 100 feet from Queen Street to Bathurst Street and unless Mr. Cassels recedes from what he was 
willing to accede to a fortnight ago we will have no difficulty at all in agreeing upon the line which Mr. Shanly has laid down”. It 
seems from reading the various documents at the time, that Mr. Cassells, speaking on behalf of the Grand Trunk Railway, over stepped
his authority on several occasions, thus causing confusion and delay in the process. Mr. Cassells claimed that the Roundhouse Block 
was deeded to the City of Toronto in 1837, however, in actual fact, as per a map prepared by Col. Bonycastle in 1837. At that time the 
land was reserved as Ordnance property. Mr Welles stated: “The right they have they got from the old Province of Canada. So that if 
the Government have no right to grant that now they have no title to the Ordnance property”.

The problem was all over 100 feet of land from Queen Street to Brock Street. Mr. Shanly's report on the matter  read as follows:
Toronto, 28th June, 1879.

To the Chairman and Members Railway Committee, Privy Council, Ottawa.
Gentlemen, Credit Valley Railway, Toronto.
In accordance with instructions received from your Committee on the 24th inst., I have made a personal examination of the proposed 
alignment for the entrance of this line into the city, and of the several crossings of the existing lines rendered necessary for carrying it 
from Queen Street to Brock Street within the 100 feet limit reserved for such purposes. I have also held a consultation with the officers
of the several railways interested, when representatives from each were present, stated their views and produced plans illustrative of 
them. Having thoroughly, as I believe, exhausted the question and the different schemes proposed, I beg leave to report as having 
arrived at the following conclusions, the question resolving itself into not more than three schemes, which I shall call Nos. 1, 2 and 3.
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No. 1: commences at Queen Street and crosses the line of the Toronto, Grey & Bruce Railway, a short distance south from there, 
where it branches to the Queen's Wharf with three lines of rails, which, however, without interfering with existing arrangements, may 
be reduced to one. This crossing made, the 100 feet reserve will be entered upon, and the Credit Valley, taking the southerly portion of 
it, will continue in that position until it reaches a point about 150' west of the Great Western Railway, where it and the Northern 
Railway cross each other. Here I propose that the Credit Valley should cross the Northern present single and proposed double tracks, 
and from thence, keeping north of the Great Western and south of the Grand Trunk tracks, reach Bathurst Street, leaving the Great 
Western to remain in its present position throughout, but necessitating the removal north of the Grand Trunk tracks of about 12 feet. 
Bathurst Street having been reached in this manner, the same arrangement of tracks would be continued to Brock Street, the Grand 
Trunk being still moved northward some 8" to l0" to admit of it. This shifting of tracks will carry with it a necessity for some 
excavation of slope west of Bathurst Street Bridge and a rearrangement of the north pier bent of that structure at a trifling cost. 
Between Bathurst Street and Brock Street, with the exception of removing the present ditch further north, no excavation would be 
required. The accompanying diagram will illustrate this, but an alteration of the Brock Street Bridge similar to that at Bathurst Street 
will be required. Brock Street being thus reached, on an independent line, it will be necessary for the Credit Valley to find its way to 
station accommodation, both passenger and freight. For the former, Union Station will be the most convenient, and access thereto, as 
far as I can now see, can be had only by an arrangement to use the track of the Grand Trunk; for the latter the Credit Valley owns or 
leases a water frontage, lying between the water works property and Simcoe Street, of about 600 feet. To reach this a divergence of its 
line from Brock Street will be necessary keeping north of the Grand Trunk round houses and of the old water works buildings and 
striking the water at the westerly boundary of the lot referred to. By this arrangement, the Great Western Railway track would be 
crossed at Brock Street, as well as two or three other side tracks of the Grand Trunk leading into the round houses, also tracks on 
Esplanade Street belonging to the Northern and Grand Trunk Railways respectively, all existing at the time the plans were registered 
with your Committee. Since then, however, the Grand Trunk have laid down two or three other tracks, one north of the round house on
the spot, proposed here to be occupied by the Credit Valley east of Brock Street, and one on the vacant land east of the old Water 
Works, and north of Esplanade Street, all which work has been done within a few hours of the present writing. In no case however, 
would the crossing of this side track, or of as many now as could be laid down on the vacant space referred to, be attended with any 
inconvenience of consequence to the general traffic on the existing or projected lines. In taking up the question of alignment and 
crossings east of Brock Street.  I am probably exceeding my instructions; but, as I read them all crossings were to be reported on by 
me, though my business with the alignment question would seem to cease at Brock Street. The foregoing arrangement seems to me the
most convenient that, under the circumstances, can be arrived at, and should be satisfactory to all parties. The whole expense 
consequent upon the shifting of the tracks, platforms, and general arrangement would, of course, fall upon the Credit Valley Railway 
Company, which would also have to deal for running powers, right of way, etc, from Brock Street east. 
Whilst feeling convinced that the alignment and crossings above described are such as will interfere least with the rights of existing 
railways, and at the same time give to the Credit Valley Railway Company all the facilities and privileges it can fairly claim, I must 
refer briefly to other propositions having the same object in view which have been brought to  my notice.  

No. 2: From Queen Street to near Bathurst Street would be identical with No. 1, but it would here cross the line of the Great Western 
Railway, keeping south of it, thence to Bathurst Street in a direct parallel line. In doing this it would encroach (a  double track being 
proposed) about fifteen feet on the enclosed ground occupied by the Northern Railway Company, and continue so from there to Brock 
Street, where it  would fall into the arrangements proposed for No 1. I have given this proposition a very complete consideration, and 
from a close examination and measurement of the ground must pronounce it to be, in my opinion, entirely inadmissible. The loss of 
this small strip of ground to the Northern Railway between Bathurst Street and Brook Street would be of little or no consequence to its 
traffic arrangements or to its shunting and lying by facilities, but the entrance to the grounds for about 250 feet west of Bathurst Street 
could not afford to be curtailed by a single foot without interfering most seriously with its main. line, which, together with the double 
track and necessary sidings at this point, has only a space of less than forty feet width: no more than is required for the efficient 
working of its traffic. I have, therefore, in treating of the arrangement of the Credit Valley Company, put this proposition entirely on 
one side. 

No. 3: It has been argued by the Grand Trunk Railway Company that having laid down its second, or south track, from Queen Street 
to Brock Street, the Credit Valley Railroad might, under arrangement with it, use the second track and so run into the Union Station. 
The Grand Trunk Railway does not, however, press the question of the joint use between Queen Street and Bathurst Street, but from 
this last point to Brock Street strongly urges it, objecting to the Credit Valley Railway laying an independent line of rails, chiefly on 
the grounds that it would necessitate the removal northward of its (Grand Trunk Railway) tracks, and decreasing the space between 
them from about ten feet to eight feet. I fail to see the force of this objection, as a space of eight feet is considered ample in Detroit, 
Chicago and other crowded railway centres, whilst the New York Central at any of its city termini is content with seven feet, and if 
even six feet five inches. 
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As before remarked, for passenger traffic the joint use of the Grand Trunk Railway track from Bathurst Street to Brock Street would 
not be objectionable, especially in view of such joint use becoming a necessity from Brock Street to the Union Station;
but for freight traffic seeking the Credit Valley Railway water frontage such joint use would be a constant source of inconvenience, 
delay and possible injury. 

Upon these grounds, if upon no other, I would advocate the adoption of the independent line from Queen to Bathurst, Brock and the 
water, with running rights over the Grand Trunk Railway from Brock to the Union Station as laid down on the plan herewith. As 
regards the Toronto, Grey and Bruce Railway as an existing line I should perhaps add in the probable event, not very far distant, of its 
desiring an independent track into the city from Queen Street, that in recommend in the addition of 
No. 1 I have not lost sight of an rights it may lay claim to for space on the hundred feet reservation.

Assuming, therefore, that No. l be adopted, and that no change be made in the existing lines, the crossings required are as follows :
Toronto, Grey & Bruce Railway branch to Queen's Wharf, three.
Northern Railway, near Bathurst Street, two.
Great Western Railway at Brock Street, one.
Northern Railway main line on Esplanade Street, one, and probably six side tracks, of which only four are main running lines.

 I think I have touched upon all the points bearing on the matter in question, and trust that I have made myself understood.
I am gentlemen, Your obedient servant, F. Shanly.

At this time, the Northern Railway Company and  the Great Western Railway Company were accepting the CVR proposal for entrance
to Toronto. The only hold out was the mighty Grand Trunk Railway. On the other hand, the Toronto, Grey & Bruce Railway stated that
“This Company has, since its first opening, been running by means of a third rail over the main line of the Grand Trunk Railway 
Company between Queen Street and Brock Street, and from the last named point over the same line into the Grand Trunk Union 
Station for which it has been, and is, paying that Company a large annual rental. The agreement under which this has been carried out 
terminates on the 1st July, 1880, or one year from the present time, when this Company will have to make other arrangements either 
with the Grand Trunk Company, some other company, or independently of any other railway. This Company considers that the 
Toronto, Grey rt Bruce Railway, as having been a tenant of  the Grand Trunk Company, has been and is part occupiers of the 100 feet 
of land and of the Railway Reserve and there has been heretofore no necessity for it to make any application of this nature. It claims 
that the Grand Trunk Company has authority to grant a lease or make an agreement with it for either a continuance of running powers 
over its own track or the right to lay a new track on that part of the 100 feet of land and the Railway Reserve which has been handed 
over by the Northern Railway Company to the Grand Trunk Company”.

The Grand Trunk Railway's concern was partly due to the traffic over their line, which they said had increased. “The tonnage on the 
Grand Trunk is 8,000,000 tons over a given point. It has increased 20 per cent. within the last two years, and within the last ten years it
has increased over 50 per cent. at that point of our line”.  When asked if their existing two lines would be enough, Mr. Hannaford 
replied “No, because we want sidings. From Queen Street to Brock Street is two miles, and you require, in addition to double tracks, 
sidings to cross trains. As Mr. Stiff said at the last meeting, when passenger traffic is large, such as at exhibitions, we cannot 
accommodate it for want of sidings. We found last time that we could not take care of the passengers because it is not safe to unload 
them from the main line. You must have sidings”. However, it was very clear that the Grand Trunk wanted desperately to hold on to 
their monopoly of the Toronto right-of-way. Hon. Mr. Pope, summed the situation up as follows: “I have noted the position taken by 
each Company. First, find that the Credit Valley and the Northern accept Mr. Shan1y's plan. Next, the Great Western agree to it down 
to Brock Street. Then the Grand Trunk say that a great many tracks have been laid down lately that are not reported upon. They also 
contend that the first crossing being the Toronto, Grey & Bruce track, the jurisdiction rests with the Local Government”.

On July 22nd, 1879 the decision of  The Railway Committee Of The Privy Council, based On Mr. Shanly´s Report was handed down. 
T. Trudeau, Secretary to the Railway Committee of the Privy Council issued the following statement: 

“Gentlemen, I beg to inform you that the Railway Committee of the Privy Council have had under consideration the mode proposed by
the Credit Valley Railway Company, of crossing with their line of railway the lines of the Toronto, Grey and Bruce Railway, the Great 
Western Railway, the Northern Railway, and the Grand Trunk Railway, in the City of Toronto, at the places shown on the plan or map 
accompanying the application, and am directed to state that, after carefully weighing the opinions expressed on the subject by the 
representatives of the several companies interested, who were present at the meeting of the Committee held on the 19th ult. and 3rd 
inst., and having duly considered the report of Mr. Frank Shanly, C. E., which was read aloud and fully explained at the meeting of the 
3rd inst., the Committee approve, in so far as they have power to give such approval, the mode of crossing recommended by Mr. 
Shanly, in that part of his report which he designates as Scheme No. 1, and shown on the map accompanying his report, the crossings 
being described as follows, viz 
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Diamond No. 1 Crossing, Toronto, Grey and Bruce Railway, at a point 650 feet south easterly from the south side of Queen Street, the
two side tracks now existing of the Toronto, Grey and Bruce Railway to be removed southerly so as to clear the line of the Credit 
Valley Railway. Diamond No. 2 Crossing, Grand Trunk Railway Transfer siding at a point about 820 feet south-easterly from the 
south side of Queen Street. Diamond No. 3 Crossing, Central Prison siding of the Grand Trunk, and Northern Railways at a point 
about 460 feet easterly from the south side of King Street. Diamond No. 4 Crossing, Northern Railway south track (projected), at a 
point about 750 feet westerly from the west side of Bathurst Street. Diamond No. 5 Crossing, main track (existing) at a point about 
635 feet westerly from the west side of Bathurst Street. Diamond No. 6 Crossing, Grand Trunk Railway Round House, siding No. 1, 
at a point about 150 feet westerly from the east side of Brock Street. Diamond No. 7 Crossing, Grand Trunk Railway Round House, 
siding (2) at a point about 60 feet westerly from the east side of Brock Street. Diamond No. 8 Crossing, Great Western Railway main 
track, at a point about 150 feet easterly from the east side of Brock Street.  Diamond No. 9 Crossing, Grand Trunk Railway. Diamond 
No. 10 two tracks and Northern Railway. Diamond No. 11 main track on the Esplanade, at a point respectively about 115 feet, 80 feet,
and 45 feet westerly from the east side of John Street produced. The above distances are measured along the proposed Line of the 
Credit Valley Railway as laid down on the said plan”. 

W.K. Muir, Esq., Late General Manager Great Western Railway of Canada, and Canada Southern Railway. Issued the following on the
10th December, 1879. “In compliance with your request to examine and report upon the plan proposed by the Credit Valley Railway 
Company for running their main line between Bathurst and Brock Street, through the yard of the Northern Railway Company at 
Toronto, I now beg to say that I have gone carefully over the ground, and find that if this plan was adopted of running the Credit Valley
track south of and outside of the general railway right of way, this track would, in the distance of about two thousand two hundred and 
fifty feet nterfere most seriously,not only with the main track of the Northern Railway Company, but with twenty-five (25) switches, of
which eleven (11) are "three throws," and would shorten thirty-one (31), tracks, and cut off entirely the use of the north side of the 
Northern Railway Freight House, west of Brock Street, by occupying the present cart-way to and from it, besides interfering with the 
Northern passenger train shunting track at, the Depot, and the transfer upon which the Great Western and Grand Trunk Railway 
Companies handle their interchangeable freight cars to and from the Northern Company. A glance at this plan of the proposed 
occupation of the Northern yard by tempting to run the main track of another Company through the stem of and rough such a network 
of tracks so constantly in use, and diverging to the work-shops, Engine-sheds, Freight-yard, Timber-booms, and Elevator, would at 
once convince of the unreasonableness of such a proceeding, apart from the delay to both Companies of their yard, train-work and 
switching. There is not the shadow of a necessity for running the line on this reckless, dangerous and most expensive plan, because a 
simple, cheap and easy line can be got alongside of, and upon the right of way used by the other Railway Companies approaching 
Brock Street, and without interfering in any way with the tracks, yardage and the switching operations of these Companies. 
I append plan, showing how this can be done: 

Taking the Credit Valley line at its present terminus at Parkdale (or Queen Street), carrying it through the short spin switch in the 
triangle that is not apparently of any use, and through the single track of the Toronto, Grey & Bruce Railway by moving its three-throw
switch just far enough south to admit of this crossing, and which can be quickly done without any hindrance to that Company; 
continuing along past the Diamond crossing of the Grand Trunk and Northern Railways, west of Strachan Avenue, and entirely clear of
them there, having its own independent crossing of the Garrison Creek, but then crossing by Diamond the two Northern tracks to reach
its own proper side of the hundred (100) feet right of way, and this at a point where other crossings are now worked and M where 
signal men are already located, and by keeping on the southerly line from west of Bathurst Street, the Credit Valley track is entirely 
clear of the Great Western and Northern tracks and yard, and reaches Brock Street with perfect immunity, and at very small cost as 
compared with the plan proposed by the Credit Valley Company. It can, then, by crossing only the two tracks leading to the Grand 
Trunk Company's Round-Houses, reach Peter Street, and through the Old Water Works property, avoid the numerous tracks in the yard
of the Grand Trunk Company, reach the Credit Valley dock property, east of John Street, by crossing only the three tracks on 
Esplanade street at a point where perfect safety can be insured. I think any railway expert will at once condemn the expensive, 
dangerous and utterly unnecessary mode proposed by the Credit Valley Railway company of apparently trying to force their line 
through the most important portion of the Northern tracks, and one which, as the statistics will shew, is positively used seventy-six 
hours out of the ninety-seven, and this the more especially when a so much better line can be had at far less expense, and one that can 
be operated with perfect safety without any interference or delay to the work of either the Credit Valley or any of the other Railway 
Companies”.

Charles Paine, General Superintendent of the Lake Shore and Michigan Southern Railway. Sent the following letter to Frederick 
Cumberland, on December 11th, 1879. “At your request I have made a careful examination of the two routes proposed for the Credit 
Valley Railway, between Parkdale Station and the Water lot owned by that Company, near John Street, and respectfully submit. my 
opinion. Between Parkdale Station and Bathurst Street, the location along the rights of way of the Grand Trunk and Northern 
Railways, and parallel with those lines, is common to both projects, and presents nothing objectionable from an Engineers standpoint. 
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At Bathurst Street the routes separate, one passing along the general right of way, the other directly through the shunting yard occupied
by the Northern Railway. The line through the yard of the Northern Railway is objectionable from every point of view, both for the 
present occupants of the property and for the intruding Company. It would involve a very serious interference with the business of the 
Northern Railway, a considerable loss in the length of its present tracks, and expensive charges in those not shortened or destroyed. It 
would separate the busy yard into two parts, to be worked with difficulty and danger across the track of another Railway, at the same 
time incurring for the Credit Valley. Railway all the risk and delay consequent upon the numerous crossings of its track, necessary to 
permit access by the Northern Railway to its tracks and wharves. Such a location should not be considered when any other can be 
found at reasonable cost. In this instance the alternative is simple, less expensive, and free from any of the objections by which the line
through the Northern Railway grounds is surrounded. No person accustomed to the consideration of such questions could hesitate in 
the choice of routes; but must select the line upon the southern. side of the general Railway right of way between Bathurst Street and 
Brock, Street, thence through the old Water Works property to Esplanade Street, thence easily into the Water lot of the Credit Valley 
Railway, as the most feasible route now open for the entrance of an additional Railway to that part of the City. This location will 
require only slight changes in the present occupation, of the general right of way; it crosses the other Railways at the most favourable 
point where they already cross each other and have the necessary semaphore tenders; it does not divide the shunting yard of any road, 
nor involve the incoming road in the dangers and trouble which must result from such a division”.

It seemed that opinions were coming in from everywhere, on December 26th, 1879,  Sandford Fleming, Engineer-In-Chief, Canada 
Pacific Railway. Sent the following letter to Frederick Cumberland, General Manager, Northern and North Western Railway. “I have to
acknowledge the receipt of your letter of the 23rd inst. You have asked me to give you my opinion in writing respecting the proposal 
which has been made to carry the Credit Valley Railway on a line pointed out to me through the middle of the depot yard of your 
Company between Bathurst and Brock Streets, in Toronto. I have no hesitation in repeating the opinion I expressed to you when the 
matter was mentioned to me when in Toronto last week. I then said it was impossible for me to conceive the proposal to have been 
seriously made by any sane person in any degree familiar with railways. My opinion remains unchanged. An inspection of the plan of 
the yard which you showed me is quite sufficient to satisfy anyone of ordinary intelligence and experience  that such a proposal should
not for an instant be entertained. The number of tracks laid in the yard, the constant shunting going on, the increase of traffic from year
to year, requiring more tracks and more shunting, would render it an extremely dangerous matter to run the trains of another Company 
across the ground. There would be a daily and hourly liability to collision, and the risk to human life and property would be so great 
that, in my judgement, no one could give his sanction to the proposal without laying himself open to the charge of, reckless 
indifference to the safety of the travelling public”. 

Thomas Swinyard, Late General Manager Great Western Railway of Canada sent the following to Frederick Cumberland: “In 
compliance with your request I have made a thorough inspection of the location of the present Railway lines and property between the 
Parkdale Station and the Credit Valley Company's water lot at John Street, in the City of Toronto, and likewise a careful examination 
of the maps placed before me, showing: 

1st. The position of the tracks of the Credit Valley Railway, as proposed by that Company, across the Northern yard, in order 
to gain access to the water lot above mentioned, and

2nd. The location of the track giving access to the same water lot, as recommended by Mr. Frank Shanly, the engineer 
appointed by the Dominion Government to report on the question.

In these plans the paramount questions for consideration appear to be: The right of access, the safety of the public, and the 
conveniences of working affecting the Railway Companies themselves. The right of access is purely a question of law and equity, and 
as such, will, presume, be decided by the proper tribunal. Out of the question of access, however, arise the points I have before 
mentioned, namely, the approach the most or least objectionable as regards the safety of the public, and the most or least convenient as
regards the working arrangements of the Companies themselves. These points may and should be determined by the weight and force 
of the evidence of those qualified, by their known skill and experience in railway construction, to testify. From my knowledge of and 
practice in railway management and working, I have not the slightest hesitation in giving a most decided opinion, and I say that neither
in the interest of the public, nor in the interest of the Railway Companies also, is the approach through the Northern Railway 
Company's station and shunting grounds, as proposed by the Credit Valley Company, desirable in any respect. I can discover no 
advantage whatever. that can be gained by it; on the contrary, it seems to me that it would be fraught with the greatest danger to the 
public, and with immense inconvenience to the two Companies themselves; it would in in reality create an evil absolutely ruinous to 
the Northern Railway Company's working arrangements in particular; while by its adoption the working arrangements of the Credit 
Valley Company would likewise be minimized, cramped and hampered so as to render it as intolerable to themselves as to the public, 
for whose benefit such access has mistakenly been conceived. 
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In point of fact the very advocacy of such an approach by the Credit Valley authorities places their Company in a most inconsistent 
position, for, instead of obtaining an access calculated to afford the advantages and facilities to the public which has been declared by 
them to be, and properly should be, their aim and object, they would burden themselves and the public with the most limited, crowded,
and obnoxious right of way to their water lot depot that could possibly be devised.

The bare fact that by it the operations upon 2,900 feet of main line, and 12 miles of shunting track of the Northern Company (which 
even at the least busy seasons of the year are already occupied on an average 78.10 per cent. of every hour of the day, from 7 A.M. to 6
P.M., with the Company's own trains, engines and cars), would at all times be subjected to interruption and disorganization by the 
arrival and departure, at any moment, of the trains and engines under the independent control of another Company, is alone sufficient, 
in my opinion, to condemn such a proposal, even were there no other and less objectionable access obtainable. It must be plain and 
palpable that any curtailment of, or interference with the conveniences, only now found adequate for the practical and efficient 
everyday working of the traffic of a Company that has provided them, must be as serious an injury to the patrons of that railway as to 
the vital interest of the Company itself; neither should it be overlooked that the volume and value of that C0mpany's traffic are far 
more than for a long time to come, can possibly be the volume and value of the traffic over the line of the new Railway, a large portion
of whose resource will have to be obtained from the traffic taken away from, but now carried and accommodated by the other 
Companies, having their depots in the City of Toronto. In regard to the other plan which has been submitted to me for my opinion the 
plan of access to the same lot on John Street, as recommended by Mr. Frank Shanly, I have studied it most carefully, and I must 
candidly state that the line as there laid out by him, appears to me to be the simplest and most practicable, and calculated to afford the 
greatest service to the Credit Valley Company, whilst its adoption would be the least inconvenient and injurious to all other interests 
throughout. From Parkdale Station to Peter Street it will only once cross the main tracks of the Northern and Great Western Railways, 
and that at the existing crossings of those Companies at Garrison Station. 

It will also be much less expensive, and will altogether avoid interference with the station yards and shunting grounds of any one of 
the existing roads having their depots in the City. It is singular, and perhaps worthy of mention, that Mr. Shanly, without any 
knowledge that I had, in April last, inspected the different Companies' lines of access into Toronto, in anticipation of giving evidence, 
if required, upon the question, should have hit upon, and laid out precisely, the route I had come to the conclusion to advocate as the 
most available and least objectionable, both from a railway and from a public point of view, as well as being incomparably the best 
and most convenient for the Credit Valley Company's own purposes. Believing this to be the case, I strongly support the location 
selected by Mr. Shanly”.

Near the end of 1879, George Laidlaw submitted the following petition to the Railway Commission: “Under the authority of the 
several Acts of the Parliament of the late Province of Canada, the City of Toronto appropriated large sums of money and incurred a 
very heavy debt for the construction of an Esplanade along the southern frontier of the said City. The Esplanade was built to afford 
facilities for the several lines of Railway then entering and thereafter to enter the said City, and a belt or strip of land one hundred feet 
wide was reserved along the said frontier from Berkeley street to Brock street for the use of such Railways. The said Esplanade 
affords, in fact, the only practicable approach for Railway lines to the commercial centre of the City and to the harbour, and all the 
lines now entering the City converge upon it and have their stations, station grounds, and freight warehouses either upon it or adjacent 
thereto. The said City has largely aided several of the said lines of Railway. It aided the Grand Trunk Railway Company by taking 
Stock in the Company to the amount of four hundred thousand dollars. It aided the Northern Railway Company by taking Stock in the 
Company to the amount of two hundred and fifty thousand dollars, and by way of bonus one hundred thousand dollars. 
To the Toronto, Grey and Bruce Railway Company it gave the sum of three hundred and fifty thousand dollars. To the Toronto and 
Nipissing Railway Company it gave the sum of one hundred and fifty thousand dollars, and to the Credit Valley Railway Company it 
gave the sum of three hundred and fifty thousand dollars.

The Northern Railway Company have appropriated a very large tract of land along the shore of the Bay, lying between Brock street 
and Bathurst street, embracing an area of about forty acres. They have enclosed the same with a fence and so covered the same with 
buildings, tracks, and sidings, as practically to prevent new lines of railway from approaching the said Esplanade from the west. In 
addition they have appropriated for their main track a strip of land one hundred feet wide from Bathurst street to the western boundary 
of the City, and although, from the growth of the City, the establishment of factories, and the location of public institutions, the said 
strip of land furnishes the only way of approach for railway lines from the west to the said City, they claim the absolute ownership of 
the said strip not occupied by the mere track of the Grand Trunk Railway, and either forbid new companies from encroaching on the 
same or dictate such terms of use, as cannot possibly be complied with. The Northern Railway Company acquired whatever rights they
possess in the said lands upon the express understanding that they should pay the said City the value thereof such value to be settled by
arbitration but although the value thereof was so settled the said Company have refused to abide by the Award, and they not only 
wholly repudiate the same, but they repudiate any liability to pay the said City anything for the said land. 
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The Northern Railway Company have therefore never paid anything for the said lands, and have not in fact yet acquired a legal title 
thereto, the fee being still in the Crown. Your petitioners feel that their interests, as well as the interests of the said City of Toronto, and
the interests of all those Municipalities which have contributed so largely towards the construction of the Credit Valley Railway, and in
fact the interests of the whole public are being seriously prejudiced by the rights claimed by the said Company, and that in obstructing 
other Railway Companies and interfering with their free ingress to the City they are assailing not only the commercial prosperity of the
City but the rights of all the said Municipalities to a serious degree; and they also feel that the public interest demands that an enquiry 
should be immediately instituted by the Government into all the facts and circumstances connected with the case, and that steps should
be taken to adjust and settle the rights of all parties in the premises upon a just and equitable basis.

Your petitioners also respectfully submit that the rights of railway companies with respect to crossings, traffic arrangements, etc., are, 
under the existing law, not only insufficiently defined, but the machinery for ascertaining and defining such rights is too complicated, 
expensive, and dilatory. The divided jurisdiction created by the British North America Act with respect to Provincial and Dominion 
lines has also led to confusion, and requires remedial legislation. 

Your petitioners also respectfully submit that the enormous development of railway enterprise during late years and the construction in
every part of the country of new lines of railway have made this subject one of paramount interest to the public, and justify, if they do 
not demand, on the part of the Government a complete and immediate consideration of these matters, with a view of establishing a 
new speedy, inexpensive, and comprehensive method of dealing with them.

Your petitioners also respectfully submit that it is against the interests of the public that new Railway Companies which have been so 
largely subsidized, both from Provincial and Municipal funds, should be harassed, obstructed, and delayed by the older Companies. 
That all Railway Companies have been given extraordinary powers for the benefit, and not for the injury, of the public, and that it is in 
the interests of the public that the nature and extent of those powers should be clearly defined, and that the older companies should be 
compelled to so exercise them as to facilitate and assist the operations of other companies to the greatest possible extent.
Your petitioners submit that a permanent commission should be appointed, either conjointly with the several Provincial Governments 
of the Dominion or otherwise, as may be deemed expedient, for the purpose of taking evidence upon all matters relating to disputes 
between Railway Companies, having not only the powers now vested in the Railway Committee of the Privy Council and of 
Arbitrators appointed under the Railway Act, but also further and more extended powers including adjustment of traffic arrangements, 
with power to adjust and settle the same finally and without appeal, and also with power to enforce their decisions by such summary 
process as may be deemed best under the circumstances of each particular case.

Your Petitioners therefore pray Your Excellency: That all the circumstances herein before detailed may be taken into consideration by 
Your Excellency in Council with the view of such remedial legislation and redress as to Your Excellency and Your Excellency's Privy 
Council shall seem just in the premises.

For the Credit Valley Railway Company,
G. LAIDLAW, 

President.

The following Municipalities have also granted bonuses to the said Credit Valley Railway:

The County of Oxford to the extent of $200,000.
The County of Wellington to the extent of $l35,000.
The County of Waterloo to the extent of $110,000.
The County of Peel to the extent of $75,000.
The County of Halton to the extent of $70,000.
The City of Toronto to the extent of $350,000.
The Town of Milton to the extent of $30,000.
The Town of Brampton to the extent of $20,000.
The Town of Ingersoll to the extent of $10,000.
The Village of Streetsville to the extent of $20,000.
The Town of Ingersoll by exchange of Debentures $50,000
The Village of Elora by exchange of Debentures $15,000.
The Village of Fergus by exchange of Debentures $15,009.
The Province of Ontario has also granted aid to the said 

Credit Valley Railway at $3,000 per mile=$575,000.
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It is interesting to note that while Frank Shanly's plan for the crossing were being decided upon, his brother Walter Shanly was arguing
on behalf of the Grand Trunk Railway. On January 6th, 1880 Walter states: “As an easy, cheap, convenient and safe way tor the Credit 
Valley to get over portion of the ground, the plan recommended would seem to leave nothing to be desired. In places that line for so 
much of the way exactly on a par with the Grand Trunk and Great Western Railways, and offers it a clear, uninterrupted, run over the 
1,800 feet, or thereabouts, between Bathurst and Brock Streets, without interfering with or being interfered with by the numerous 
branch tracks and sidings of the Northern Railway. But the Credit Valley, not content to accept the easy, cheap and safe route proposed 
for it, desires, it is said, to force its way on a line parallel to and south of the one recommended right through the yard of the Northern 
Railway, cutting the net work of the tracks covering it, so as lo necessitate no fewer than eight "diamond crossings" in the above 
distance. Eight diamond crossings are eight points of possible danger; in this instance needlessly sought to be encountered. 

They would involve large outlay in first construction and in maintenance ever after, and would further require the ceaseless vigilance 
of watchmen as far as possible to ensure the safety of the passengers and employees of the Railway, and of the teamsters and others 
frequenting the Northern Railway premises on business during all business hours, and where the manoeuvring of trains is as frequent 
as it even now is on that ground, no human care would always be effectual in preventing accidents. The inconvenience and delays to 
the working of both lines, if the Credit Valley is to be permitted to cut across the Northern Railway system of tracks, would be 
incalculable. In the busiest part, of the year the going to and fro of trains over and across the Northern yard, may be termed incessant. 

In one of the least busy months it has been ascertained, on an average of nine consecutive days, that an engine passes from the main 
line to some siding or branch track, or from some siding or branch track to the main line, once in each minute and a half (nearly)”.

On March 10, 1880, during the second reading of the Bill to allow the CVR entrance to Toronto, Sir JOHN A. MACDONALD made 
the following statement: “I quite agree with my hon. friend from East York (Mr. Boultbee) that we should consider gravely any 
application made to set aside the decision of legal tribunals and adjudicate ourselves. But I take it that is not the question before us 
now. The question is the reference to the Railway Committee. My hon. friend from Chateauguay (Mr. Holton) says the passage of the 
second reading in no way pledges the House to the principle of the Bill, but merely enables the Railway Committee, the tribunal 
specially selected for making enquiry into such matters, to consider the measure either in Committee of the Whole or by a Sub-
Committee. We are losing a good deal of time, and it seems to me it would be better to allow it to go to the Committee of Railways and
be dealt with when it comes from that Committee. It is the duty of every member of the House to fully consider whether the report is 
such as in his opinion it is wise to adopt, if the Bill, when it comes back from Committee, should operate in any way as interfering 
with any of the tribunals of the country”.

During the spring of 1880 George Laidlaw visited Montreal, at which time he was interviewed by a reporter from the Montreal Herald.
When asked if he had an objection to a New York Company carrying it out his scheme of a railroad from Montreal through Toronto to 
Windsor, Mr. Laidlaw responded: “We do not want a New York Company, with a line of American agents, through the heart of our 
country, from Toronto to Quebec, neither do we want a line which would be controlled in the United States, and be made a foot-ball 
for the stock-jobbers of Wall Street”. When asked how the money should be raised and who he thought would be interested in the 
venture, Mr. Laidlaw replied; “Simply that a responsible body of men should get the legislative power to bond the whole line from 
Quebec to Ottawa, and from Ottawa to Toronto, for say an average of $16,000 to $20,000 per mile, with which to pay the Quebec 
Government and to construct the Toronto and Ottawa extension. So small a lien on such a great through trunk line would be greedily 
taken up in London as exactly what it would be, a. first-rate investment”. 

Later in the year, when the route was announced, the Globe reported the following: “All Canadians, except the few who, out of 
considerations of self, put the interests of the Grand Trunk Railway before those of the country, will rejoice to hear of a feasible project
for the construction of the Toronto and Ottawa Railway as a link in a grand through line, the remainder of which is already in 
operation. The proposal is to form a company or syndicate to purchase the Quebec Provincial Railway from Quebec to Ottawa, to 
undertake the construction of the Toronto and Ottawa line, and to enter upon such relations with the roads now centring at Toronto, as 
will secure a great through business for the new route as soon as it is open”.

Finally on the 25th of November, 1880, the Northern Railway and The CVR reached an agreement. 
“Whereas by an Act of the Parliament of Canada, entitled an Act respecting The Credit Valley Railway Company, it is amongst other 
things provided that, when and so soon as the Credit Valley shall have constructed their railway from Queen Street to the int of 
junction with the Northern near Bathurst Street, then the Credit Valley shall acquire and have the right to exercise through running 
powers from the said point of  junction over the main line of the Northern, now or to be hereafter laid upon and over their property 
between Bathurst and Brock Streets, to a point on the northerly part of Esplanade Street, at or near its intersection with the east side of 
Brock Street, provided that the exercise of such running powers shall be subject to the control of the Northern and under such running 
regulations of the Northern, as may from time to time be in force and operation with regard to the movement of their own trains. 
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Provided further, that the exercise of such running powers shall also be subject to payment for the same by the Credit Valley to the 
Northern, of such tolls, rents, or compensations, as may be mutually agreed upon, or in the event of disagreement by arbitration, 
regard, being had in settling such tolls, rents and compensation to any special expenditure necessarily incurred by the Northern in 
making 'such alterations and rearrangements of the tracks and track service of their yard to insure the safe and proper working of such 
running powers ; and further, that in settling such tolls, rents or compensations, the arbitrators shall award an annual fixed specified 
amount to be paid by the Credit Valley for the right to exercise such running powers, in addition to any tolls or compensation that may 
be awarded for actual use of such powers”.

Circa 1889 map of the Credit Valley Railway’s facilities in Parkdale, including their roundhouse and Parkdale Station, 
after their merger with the Canadian Pacific Railway 5 years earlier. Courtesy of Old Time Trains.
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