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Section B: Station Towns:

Chapter 7. Mainline: Toronto to Orangeville 

Note: Most statistic taken from "Lovell's Gazetteer Of British North America", the 1873 and 1880 editions specifically. (Mileage 
from Toronto).

7-01 Toronto Station: (mile 0)

York Co., Pop. (1879) 75,000, Seat of Government and Capital of the Province of Ontario; the great emporium of the Province, on a 
bay on the N. W. Shore of Lake Ontario, 333 miles. W.S.W. of Montreal, 161 miles from Kingston, 39 miles N. by E. of Hamilton, 
about 80 N. W. of Buffalo, N.Y. and 500 miles NW. of Washington. Lat. 43° 49' 4” N., Lon. 79° 7l' 5" W. Mean temperature of the year
44°4; winter 26°4; summer 63°8 Fahrenheit. Engaged in various kinds of manufactures, has a harbour and considerable commerce; 
steamers ply regularly to all the principal ports. The Grand Trunk Railway connects it with Montreal and Portland (Me.) on the east, 
and Sarnia and Detroit on the west, and six other railroads centre here from different points in the Province. The seat of the Provincial 
Legislature. The largest and most important city in Ontario, and the second city in the dominion.The bay is entered by a narrow 
opening, and is separated from the lake by a low peninsula about 6 miles long, enclosing a beautiful basin 13 miles in diameter, 
forming a sale an well sheltered harbour, capable of containing a large number of vessels. The peninsula is called Pleasure Island or 
Gibraltar Point, and is a favourite resort during the summer months. 

The site of the town is low but rises gently from the waters' edge, the observatory being 108 feet above the Lake. The streets generally 
cross each other at right angles, some almost running parallel with the bay, and intersected by others which have a N and S. direction, 
inclining slightly to the W., the whole forming nearly a parallelogram. The principal streets running E. And W. in the denser portions 
of the city are Front, King, Richmond, Adelaide and Queen streets; and of the cross streets, Yonge, Church, Bay, and York streets. King
and Yonge streets are the thoroughfares. and contain the largest number of storm. The city generally is built of a light coloured brick, 
of a soft, pleasing tint.

Chapter 7                                                                         2                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

The public buildings of the city are substantial in workmanship and some of them beautiful in architectural design. Man of the stores, 
especially the wholesale stores, and private dwellings, are quite palatial in their outward aspect and interior structure. It is the scat of 
Law anti Provincial Government, and the headquarters of the Educational Department of Ontario. The principal buildings in 
connection with these are Osgoode Hall, a fine classic structure, containing all the Superior Law Courts of the Province; the 
Parliament buildings, of plain exterior, but with handsomely decorated and furnished legislative chamber and well equipped 
Government offices; the Lieut;-Governor’s residence, a princely mansion; the Normal School buildings, of Italian design, containing 
offices and depositories of the Council of Public Instruction; two model schools; one model grammar school and educational museum. 
There are several handsome common and grammar schools. In connection with higher education there is the University of Toronto, 
one of the finest buildings on the continent of America, and reckoned second to none on this side the Atlantic as a seat of learning. It is
of Norman architecture in its principal features, with massive tower and richly sculptured doorway for its main entrance. 

It is beautifully situated at the western side of the Queen’s Park, a noble public park for the recreation of the citizens, whose spacious 
avenues are ornamented with rows of stately trees. In the centre of the Park is a finely modelled and well executed bronze statue of' 
Her Majesty Queen Victoria, by Marshall Wood, England, and a short distance from this there is a monument, erected in honour of 
those Toronto Volunteers who sacrificed their lives in defence of their country during the first attempted invasion of Canada by the 
Fenian miscreants 31866.) Trinity College is another educational institution in connection with the Episcopalian Church; and there is 
also Knox College, for the theological training of students in connection with the Canada Presbyterian Church. The Upper Canada 
College is an extensive range of buildings and has a high repute as a grammar school and boarding school for boys. There are two 
schools of medicine in Toronto each having an efficient staff of professors. There is also an ably conducted Veterinary College.

The public institutions are numerous, and many of the buildings appropriated for their purposes have striking features of architectural 
beauty. Amongst these may be enumerated the Lunatic Asylum the Crystal Palace, for holding the Provincial Agricultural Exhibitions; 
the Boys’ Home ; the Girls’ Home the Horse of Providence; the Protestant Orphans’ Home; the Custom House; the Government 
School of Technology: the new Post Office, a fine specimen of the Italian order of architecture.

The manufacturing interests of Toronto are varied. There are several extensive iron foundries and engineering establishments, railway 
car building shops, rolling mills, several breweries and a mammoth distillery, carriage factories tanneries, soap works spice mills, 
cabinet factories, one of which is the largest in the Dominion, car wheel works, machine shops of all kinds, pork packing 
establishments one of these in appliances and arrangements for killing and curing being modelled after the best Chicago houses 
-sewing machine, sash and door, and boot and shoe factories on an extensive scale. Besides these, many other varieties of manufacture 
and trade are carried on.

Banking is well represented, there being thirteen Banks in the city, six of which have sprung out of the enterprise of Toronto 
merchants, and are doing a profitable business. These are, the Bank of Toronto, the Royal Canadian Bank the Bank of Commerce, the 
Dominion Bank, the Federal Bank, and the St. Lawrence Bank. The other seven have their head offices elsewhere and are branches of 
the Bank of Montreal; the Merchants' Bank, the Ontario Bank, the Bank of British North America, the Quebec Bank, Molson’s Bank 
an the City Bank.

Insurances offices are numerous and their business extensive. The principal public halls are the St. Lawrence and Music Halls, with 
several minor ones, and a large one with a suite of rooms attached for the Young Men's Christian Association. There is also a 
Mechanics Institute with class rooms, reading room and library.

Toronto contains 1 synagogue, and about 47 churches, of which 11 are church of England, 5 church of Rome, 6 Wesleyan Methodist, 8
Presbyterian, and the remainder divided among the Baptists, Congregationalists, New Connexion and Episcopal Methodists and other 
Dissenters. Among the churches most deserving of notice for their architectural merits are St. James' Cathedral (church of England), 
St. Michael's Cathedral (Roman Catholic), the Metropolitan Wesleyan Tabernacle, Knox, Holy Trinity and St. Georges churches.

There are in the vicinity of the city 4 burying grounds, being Potters Field, containing 6 acres; the Toronto Necropolis, with fifteen 
acres; St. James Cemetery, with 65 acres the latter 2 at the N.E. extremity of the city, and the former W. of Yonge street; and the 
Roman Catholic Cemetery, in Power street.

Forty one newspapers and periodicals are published in Toronto, viz., 4 daily 15 weekly, 5 semi-monthly, 15 monthly, 1 quarterly, and 2
annually. The city is well supplied with water and is lighted with gas; and has an efficient fire brigade.

Its fine harbour affords great facilities for an extensive traffic. Lines of steamers run daily during navigation to all the lake ports and 
ports on the River St. Lawrence.
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Five lines of railways run through the city-the Grand Trunk, Great Western, Northern, Toronto and Nipissing, and Toronto, Grey and 
Bruce. These railways connect at all seasons of the year with all places of importance on this continent. 

The value of real and personal property in Toronto for the years:

1870 $26,918,457.00
1871  $29,277,135 
1872 $32,644,612.00

Toronto was founded by Governor Simcoe in 1794. Parliament buildings were erected and the Legislature assembled there for the first 
time in 1797. In 1813, it was captured by the Americans, under General Pike, who was killed in storming the fort, but it was held only 
for a few days. Since that period the place has made steady progress, and has assumed considerable importance as a mart of trade and 
commerce. In 1834 it was incorporated a city, and its name changed from York to Toronto.

(Excerpts from S.W. Silver and Co. Handbook To Canada of 1881)
The Provincial Lunatic Asylum, on West Green Street, is an imposing edifice, 644 feet in length. The A valley of the Don, and 
Todmorden on the east, and New Park and Humber Bay on the west of the city, afford pretty drives. There are numerous hotels, but the
Queen's Hotel and ‘Rossin ’ House furnish the best accommodation for tourists. The former house is famed throughout Canada as 
having formed the headquarters of most of the titled and distinguished visitors to this section of the Dominion during the last quarter of
a century. From Toronto six lines of railway are already in operation. These are the Grand Trunk, the Great Western, and Credit Valley, 
to the east and west; and the Northern, Toronto, and Nipissing, and Toronto, Grey, and Bruce to the north and north-west.
The total value of imports for 1872 was $13,098,133; exports $2,201,814. 

Year Population
1817 1,200
1830 1,677
1842 15,336
1845 19,706
1852 40,763
1861 44,821
1871 56,092
1881 77,034
1886 111,800
1887 118,403

Who should go, and When:
The Ontario Government has not encouraged promiscuous immigration for some time past, because the demand for immigrant labour, 
both skilled and unskilled, which was formerly so large, has, for some time past, been less brisk, with the sole exception of that for 
farm labourers and female domestic servants, who still continue much in demand and receive good wages. Of professional men, and of
book-keepers and clerks, Ontario has enough and to spare. The kind of persons who would be certain at all times to improve their 
position and prospects by emigrating to Ontario are tenant-farmers and others with capital, who desire to adopt agriculture as a pursuit;
and persons with small but independent incomes, especially those having families to educate and settle in life. There is only one 
restriction to the sale of land, and that is the law of dower in favour of the wife. 

Money can be invested with perfect security at from 7 to 8 per cent. Interest, and as most of the necessaries of life are very much 
cheaper in Ontario than they are in England, and education is free, it is obvious that for families in the circumstances referred to 
Ontario is a most desirable place to settle in. Food being everywhere abundant and cheap, the cost of living is low as compared with 
that of similar fare in Great Britain. Rents in Toronto and other large towns are likewise moderate. Clothing, except such as is 
produced in the province, is about one-fourth more than in England. As to agriculturists with capital, the inducements afforded settlers 
in Ontario are even stronger. Cleared farms, with every improvement, including buildings, can be purchased at prices ranging from 5Z.
to 40Z. per acre in the older and more thickly settled districts of the province. Thus for a sum of money not greater than the present 
yearly rental of many farms in England a man may become in Ontario the absolute owner of the land he tills, and be for ever free from 
uncertainty of tenure and the sense of dependence on the favour of a landlord. For farm labourers there is generally a decided 
preference for single men, and no competent, steady man need long be without work at remunerative wages.
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From Toronto the still westward and northward bound pleasure and health seeker has choice of a great variety of pleasant tours among 
the northern lakes of Ontario. Collingwood, situate at the southern extremity of the Georgian Bay, is the starting point for the whole 
lake region. It is reached by the Northern Railway from Toronto, distant ninety-six miles, in about live hours. The route thither, as far 
as Lake Simcoe, sixty-three miles, lies through a fine and fertile land, too flat, perhaps, to be considered picturesque, but sufficiently 
rolling for farming purposes. Clumps of stately elms with noble stems shooting high before their fan-shape commences, relieve the 
monotony of the scene, while here and there a field dotted with huge pine stumps shows the character of the old crop. Lake Simcoe, 
next to Nipissing, is the largest inland water area of Ontario. The shores are most picturesque. While the traveller is in the 
neighbourhood of Toronto and Collingwood the Chouchiching and Muskoka Lake and River district may be most advantageously 
visited. An illustrated guide to this district, compiled by Mr. Barlow Cumberland, and published by Hunter, Rose, & Co., Toronto, 
contains much useful information for the tourist in this section. The whole Georgian Bay district, between which and the Ottawa River 
are embraced the smaller districts of Parry Sound, Muskoka, and Nipissing, is emphatically a country of forests, lakes, and rivers., The
lakes vary greatly in extent, the larger ones being thirty to forty miles in length, while the smaller ones are little more than ponds, but 
clear and deep, and abounding in salmon—trout, black bass, speckled trout, and perch. Lakes Simcoe and Couchiching are charming 
picnic resorts, while Lakes Joseph, Rosseau, Trading Lake, and Sparrow Lake swarm with almost every variety of fish, and afford 
good duck-shooting. From Lake Simcoe (Allandale) Muskoka wharf is reached by a branch line via Barrie and Orillia, the distance 
being fifty-three miles. Gravenhurst and Bracebridge are the points of rendezvous for the Muskoka region. The South Falls (Muskoka)
and the Crystal Falls (Rosseau) should be visited.

When at Toronto or Hamilton, the traveller who visits Canada for the first time should not omit seeing  Niagara Falls. The best view of
this famous cataract is to be had from the Canadian shore, near Clifton, at the eastern terminus of the Great Western Railway.
The most expeditious and for the present, indeed, only available winter route westward from Ontario, lies through the adjoining 
American state of Michigan, via Detroit and the Michigan Central Railway to Chicago. This route is serviced by the Credit Valley 
Railway from Toronto to St. Thomas. If Detroit was not naturally one of the prettiest cities on the American continent, art, capital, and 
the home-loving instincts of its somewhat cosmopolitan population could not fail to make it such. Its charming and almost unique 
situation, its temperate climate, clear, sparkling atmosphere, with its numerous parks and squares, noble avenues, and spacious public 
buildings, its picturesque walks and drives, added to the generous hospitality of its citizens, and the excellence of its hotel 
accommodation, combine to make it one of the most attractive and really enjoyable cities on the American continent.

(Excerpts from Toronto Called Back From 1886)
Protection versus a Revenue Tariff: 
The question of Protection versus a Revenue Tariff; inaugurated in 1878, brought in the Tilley Tariff and National Policy. Previous to 
1858 the manufacturing industries of Toronto were few and small. At this time, in the Parliament of United Canada, then sitting in 
Toronto, a protective tariff was introduced by Inspector-General Cayley, the rate being twenty per cent., and, as previously stated, on 
some goods twenty-five per cent. The improvement was soon perceptible in the immediate impetus given to manufactures, which 
continued till 1866, when Inspector-General Galt cut down the tariff to fifteen per cent., producing a disastrous change. Manufacturers 
who had invested large capital in machinery, at once losing confidence, became, discouraged, and commenced to withdraw their 
capital from what appeared to be a policy of fluctuation and uncertainty, a state of things which continued till 1878. It will be seen by 
comparison with the Tariff of the United States that in general the principles are the same. Although the rates of duty in Canada are 
much lower there is evidence of a similar arrangement for the protection of home manufacture, especially those in actual operation 
throughout Canada.

Exhibition Buildings:
These magnificent buildings were opened by His Excellency the Earl of Dufferin, in September, 1878. The palace is built with solid 
brick foundations, with sides and roof of glass, and affords admirable accommodation for the display of goods. The cost of the 
buildings was $250,000. Through the suggestion of Mr. J. J. Withrow, the indefatigable President of the Industrial Exhibition 
Association, the whole of the material of the original Crystal Palace was utilized in the erection of the present building, thereby 
effecting a great saving, and accounting for the similarity in appearance of the two buildings. The design was copied by Mr. Sandford 
Fleming from that of Sir Joseph Paxton for the London Crystal Palace, in 1851. The grounds, sixty acres in extent, are the finest in the 
Dominion. They are most beautifully situated on the shore of Lake Ontario, and from there a splendid view of Toronto and the 
surrounding country and lake can be obtained. The other buildings comprise horticultural and machinery halls, apiary, dairy, and horse 
and cattle pens, etc. The buildings and grounds are kept in the most perfect order.

Chapter 7                                                                         5                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

The Marquis of  Lorne and H.R.H. the Princess Louise:
The appointment of the Marquis of Lorne to succeed the Earl of Dufferin as Governor-General of Canada gave great satisfaction. The 
Vice-regal party sailed from Liverpool on the 14th of November, 1878, in the Allan steamship Sarmatian, and arrived in Halifax on the
23rd, having had a very rough passage. They were met by the Duke of Edinburgh, who, with a naval squadron, had come to meet his 
royal sister. Leaving for Montreal the following Wednesday, and stopping at various places on the way, they arrived in Ottawa in a few
days. The Governor-General held his first New Year's Day reception at Rideau Hall on the 1st of January, 1879. Their first visit to 
Toronto was on the 20th of January, on their way to the Falls, and was quite informal; their object being to get a winter view of 
Niagara. The lamented death of the beloved Princess Alice had occurred on the 14th of December. Under the circumstances it was 
considered best to defer the Vice-regal visit till after the harvest of 1879, and the Governor-General having consented to open the 
Exhibition, the date of their visit was fixed for that time. When Toronto had been visited by three princes it was scarcely expected she 
would so soon afterwards be honoured by a visit from one of Her Majesty's daughters, and when the announcement of the appointment
of the Marquis of Lorne as Governor-General was made, it was received with intense pleasure. The Earl of Dufferin, in his speeches 
on the occasion, in truly eloquent and beautiful language described the character of the Princess Louise, and congratulated the country 
on this distinguished mark of the Queens love and affection for Canada, in consigning her favourite daughter to her care; at the same 
time portraying the character of Her Royal Highness, from actual knowledge, in colours which he well knew how to use. 
As an artist, musician, and scholar, she excelled in every. accomplishment, and her benevolent and kind disposition was truly and 
beautifully described. Her visits to Toronto fully confirmed the description given by His Lordship, and Toronto fully sustained her 
reputation A for loyalty by giving the Vice-regal pair a right hearty reception. The party arrived in Toronto on September the 4th, and 
were received with a guard of honour, and by all the civic and military dignitaries. The Exhibition was opened on September the 6th 
by the Marquis and Princess Louise, amidst great enthusiasm. There was a general illumination at night. They left for London on the 
following morning. Returning on the 18th, Her Royal Highness laid the foundation stone of the Home for Incurables, and the 
Governor-General presided at the opening ceremony of the Credit Valley Railway. During this and subsequent visits all the public 
institutions were inspected, especial attention being given by Her Royal Highness to those of a charitable and benevolent character, 
including the General Hospital.

Newspapers: In 1882, Toronto had 45 newspapers being printed, 5 dailys, 19 weekly newspapers, 2 semi-monthly and 19 printed 
monthly.

Toronto Past And Present A Handbook Of  The City 1884 
By C. Pelham Mulvany, M.A., M.D.,

The next railway to be built out of Toronto was the Great Western, a charter for which was granted March 29th, 1845. It was not until 
1854, however, that the line between Hamilton and Toronto was opened. The road was subsequently continued on to Sarnia, opening 
up a large part of the thriving peninsula of Western Ontario to the merchants of Hamilton and Toronto. Subsequent developments have 
shown that the latter profited most largely by the connection. The Great Western system, confined as it is to Western Ontario, is quite 
an extensive one now. Piece by piece the company acquired control over a network of railways therein. What is known as the main line
extends from the Suspension Bridge to Windsor; then there is the loop line from Glencoe to Fort Erie, the Toronto and Hamilton line, 
the Harrisburg and Guelph division, a short line from Harrisburg to Brantford, the Komoka and Sarnia line. These are the more 
important of the lines built by the Company. But besides these it has secured the ownership of a number of independent roads. These 
are, the Wellington, Grey and Bruce Railway, the Kincardine line, the Welland Railway, the London and Port Stanley Railway, the 
London, Huron and Bruce Railway, and the Brantford, Norfolk and Port Burwell Railway. A study of   map of Ontario will show that 
this system of railways traverses the Province pretty thoroughly. In all it comprises 824 miles of road. In August, 1882, this system of 
railways was amalgamated with that of the Grand Trunk‚ of the greatest railway concerns on this continent. The Grand Trunk entered 
Toronto in the year 1856. It received its charter in 1851, and was opened through from Portland to Sarnia in 1858. By the purchase of 
the Chicago and Lake Huron Railway 1882, the Company obtained control of a continuous line of railway from the Atlantic coast to 
Chicago. It is said, too, that it has still wider ambitions. The marked rivalry which plainly exists between it and the Canadian Pacific 
points to the fact that the railway spirits of the Grand Trunk entertain designs of a system of railways stretching from ocean to ocean. 
About the year 1868 an agitation was begun in favour of building lines of railway, not along the line of the lakes, but into the back 
country. The claim A was that these would open up the country through which they passed. The projectors proposed to build them on 
the narrow-gauge system, and called upon the municipalities along the line to contribute, in the way of bonuses, to assist in the 
building of these roads. One of the projects was known as the Toronto, Grey and Bruce Railway, the other as the Toronto and Nipissing
Railway. The former was to run from Toronto to Owen Sound, 122 miles, the other from the former point to Coboconk, 79 miles. 
Towards the former scheme the citizens of Toronto voted $250,000, and towards the latter $150,000. These railways have not, perhaps,
answered all the ends for which they were built, nor fulfilled the prophecies of those enthusiasts who projected them. 
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A good deal of grumbling has been indulged in concerning the expenditure of such large sums of money in railways, which have not 
even succeeded in preserving their independence. Both lines are now virtually owned by the Grand Trunk, the Toronto and Nipissing 
having even lost its name, being merged in the Midland, and being known by that title. A good deal of popular favour was elicited in 
behalf of these roads when before the people, by the statements made that the penetration of these lines into the thickly-wooded back 
country would result in bringing down the price of fuel. This hope was realized to but a very slight extent; it was found that the 
narrow-gauge principle was a mistake; that the roads did not pay ; and that, finally, they even lost their independence. For these 
reasons some said the money had been thrown away. But a more comprehensive view will not come to this conclusion. Toronto has 
profited by these lines indirectly, and much of her wonderful progress is due to the largeness of spirit shown by her citizens in railway 
enterprise. The Credit Valley was also largely bonused by the city. In all $350,000 was granted, and after many vicissitudes the line 
was completed in 1881. It runs from Toronto to St. Thomas, and has proved to be a paying concern in spite of the gloomy prophecies 
of failure which the opponents of the scheme were free to make. It has opened up a fresh section of country, and is moreover a link in a
chain of through communication which is probably destined to play a great part in the fierce railway war that looms up in the future. 
This reference naturally brings us to the Ontario and Quebec, a line which is in course of construction from Perth to Toronto. The line 
is practically completed between those two points. It has been acquired by the Canadian Pacific Railway, who are also the owners of 
the Credit Valley. The Toronto Grey and Bruce has fallen into the hands of the same great corporation. The Grand Trunk owns all the 
other lines in the Province, with the exception of the Northern Railway, and the Hamilton and North-Western Railway, which is 
controlled by the Northern. The Canadian Pacific and the Grand Trunk, it will be seen, therefore, are the two colossal railway 
corporations of the country, and in their rivalry we may hope for efficient and cheap railway service. To sum up, it may be again said 
that its railways have done as much for Toronto as any one feature of its development. Large sums of money have been spent in this 
direction, but the passing years show that the expenditure was a wise one. Since the building of these various lines several of the 
largest manufacturing establishments in the country have come into the city, attracted here despite the bogey of high taxation, by the 
unrivalled facilities for the shipment and receipt of freight from all parts of the continent. 

In considering Toronto's means of communication with the outside world, her ship and steamship interests must not be forgotten. This, 
her earliest means of communication, is also her safeguard against the imposition of ruinous freightage. During the summer season she
is in connection with all lake ports by sail and steam.

Rossin House:
The Rossin House was built about 1859 and was, and always has been, considered one of the finest hotels in the country, the name of 
which has become familiar to pleasure and business travellers from every land and clime. Though many believed, at the time of its 
erection, that its magnificent proportions and elegant equipment were far in advance of the requirement of the location, time has shown
that its projectors built even wiser than they anticipated, for after a number of years of successful operation, this famous old hostelry, 
entirely remodelled, stands to-day equal to any house in Canada, and with its present outfit and management it is better prepared now 
than ever to accord the most elegant and bountiful hospitality to its visitors. It has passed under different control during its long career, 
but never was more thoroughly and satisfactorily directed than now. The cultivation of the resources of the surrounding country, and 
the construction of railroad communication with all sections of America, from seaboard to seaboard, place all the sources of table 
comforts and luxuries in ready contribution to its menu, while the skill and care with which the cuisine is directed, and the tasteful 
manner in which its viands are set forth, render the meals at the Rossin of a most appetizing and enjoyable character. The location of 
the house is the most central of any hotel in the city; street cars pass its doors for all parts of the city every few minutes; it is the easiest
of access from all depots, places of amusement and business thoroughfares. 

Having been built in the days of honest and substantial workmanship, its massive and imposing appearance does not belie the solidity 
of its construction. It is provided with every convenience, such as elevators, spacious rotunda, roomy corridors, broad staircases, light, 
pleasant dining rooms, inviting balconies, etc. There are zoo well ventilated rooms, and the house is prepared to comfortably 
accommodate goo guests. Railroad, telegraph and telephone offices are in the building, and the headquarters of the Canadian Pacific R.
R., the Credit Valley, the Toronto, Grey and Bruce, and the Ontario and Quebec R. R., are nearly opposite. In fact all the central and 
leading features and conveniences of city life and business may be said to cluster around it.

The Suburbs Of  The City:
The pleasant village, or rather town, of Parkdale, has long been all but identical with the city, from which it is separated by Dufferin 
Street, immediately west of the Exhibition Grounds. There is no doubt whatever, that Parkdale, like Yorkville and the other suburbs, 
will soon be absorbed in the municipality of Toronto. Meanwhile it is one of the pleasantest of our suburbs, and furnishes an easily 
available health resort in summer to those whose business duties do not allow them to remove to any great distance from the city. 
There is a continuous line of houses and stores from the centre of Toronto, at the corner of Queen and Yonge Streets, along Queen 
Street to the main street of Parkdale. This street is furnished with stores and hotels on a scale equal to that of the best streets in the city.
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Radiating from this in all directions, north and south, are avenues, which are rapidly being filled up with handsome private residences 
and villas. The great North West Telegraph Company have office at 54 Queen Street, Mr, G. A. Devlin being agent. It is in 
contemplation to build a bridge over the railway lines on Queen Street. The want of such a provision for public safety has led to many 
accidents, and has hitherto depreciated the value of Parkdale real estate, as parents are unwilling to expose their children to such a very
serious risk, otherwise the Parkdale neighbourhood is one of the healthiest and pleasantest for summer residence in the vicinity of 
Toronto. The Methodist Church at Parkdale is situated on Queen Street, the pastor is the Rev. L. Clement. Services are held at 11 A.M. 
and 7 P.M.; Sunday School at 3 P.M. The Congregational Church at Parkdale has as pastor the Rev. Charles Duff. Services at 11 A.M. 
and 7 P.M. The Rev. W. A. Hunter is pastor of the Parkdale Presbyterian Church. The services of this church are held at 11 A.M. and 7 
P.M.; Sunday School at 3 P.M. The Anglican denomination is represented in this village by the pretty little Church of St. Mark's, on 
Cowan Avenue. The Rev. Charles L. Ingles is pastor. Services are held at 11 A.M. and 7 P.M.; Sunday School at 3 P.M. There is a Free 
Library at Parkdale with a stock of 500 volumes. Mr. J. A. Wismer is librarian. 

The Municipal body of Parkdale consists of the following members: Mr. William Hamilton, Reeve; Mr. W. P. Atkinson, Deputy-Reeve;
Messrs. George Booth, j. A. Thompson, and W. C. Beddome, Councillors. Parkdale has already a representative newspaper, the 
Parkdale News, ably edited by an experienced journalist, Mr. Thomas Edwards. Seaton Village is situated north of Bloor Street, about 
midway between Yorkville and Brockton. It occupies a district extending to the base of the hill terrace, which forms the natural 
boundary of Toronto to the north, and no doubt represents the prospective advance, whose outworks are already begun, of the city, 
along College Street and Bloor Street, and by the avenues leading northward. Seaton Village has two Churches: the Canada Methodist 
Church, on the corner of Bloor and Markham Streets, the pastor of which is the Rev. J. H. Barkwell, B.A., the services are held at at 11
A.M. and 7 P.M.. And St. Thomas' Anglican Church, on the corner of Huron Street and Sussex Avenue. The pastor is the Rev James H.
McCollum. Nothing is more certain than the extension in the near future of the city in this direction, and the consequent rise in value 
of real estate, now so cheaply obtainable. Brockton is an older village than Parkdale, being situated on Dundas Street, the main 
thoroughfare in days before railroads were thought of, from Toronto westward. It is about three miles and a half from the City Hall. 

The property on which this village is built belonged originally to Colonel Givins and Colonel Denison. The present representative of 
the latter family has a residence a little north of the village. In days within living memory Brockton was a favourite stopping place for 
the long trains of teams on their way to and from Hamilton, and the old red brick hotel, still a popular bourne for city driving parties, 
has witnessed many a convivial meeting in days that were somehow merrier than the present day. Brockton is pleasantly and healthily 
situated. The street cars extend to it. There are two Churches: a Catholic Church, dedicated to St. Helen, the mother of Constantine the 
Great, the Rev. J. J. McCann is pastor. 

Services are held at 10:30 A.M. and 7 P.M. Chalmers' Church (Presbyterian) in this village, has as pastor the Rev. J. Matel. Services 
are held at at 11 A.M. and 7 P.M. Since writing the above Brockton has been annexed to Toronto, and there can be no doubt that the 
city, in its westward advance, will form an important business centre at this advantageously situated district. The following account of 
the new ward named after St. Mark is taken from the Toronto World of April 1st, 1884: The features of the gathering of the city fathers 
last night were: the introduction of the representatives of the new ward of St. Mark's (neé Brockton), and a lively talk about the hose 
contract. The members' seats at the two tables were pretty well crowded together to admit the three new seats. When Mayor Boswell 
took the chair the following members were present: Aldermen Denison, Farley, Blevins, Crocker, Adamson, Davies, Walker, Allen, 
Defoe, Shaw, Pape, Barton, Brandon, Hunter, Verral, Maughan, Hastings, Lobb, Smith, Carlyle, Love, Steiner, Millichamp and Turner.

“Communications as follows were read and referred to the various committees: From Harbour master Baldwin, asking that the harbour
board be represented on the Esplanade committee; from County Registrar Ridout, claiming $2,000 as compensation for loss of fees 
consequent upon the annexation of Brockton and Riverside to the city; from R. H. R. Munes, urging the council to request the 
extension of the street car system up Bathurst Street, north of Queen, without delay; from Miss S. James, demanding damages for 
injuries by a fall in Parliament Street; from Rev. R. Wallace, asking relief of a portion of the local improvement rates on his lot at High
Street and Spadina Avenue; from the medical health officer, reporting that for the past two weeks he had received fifty-eight 
applications for hospital relief and granted twenty-six; from the city solicitor, giving it as his opinion that the council had the right to 
appoint auditors of the public school board accounts. “Petitions were read for common sewers in Hatton, Robert and Arthur Streets; 
from E. A. Macdonald and seventy-seven St. Matthew's Ward residents, praying for the abolition of the Kingston Road toll-gate. Three
petitions favouring the erection of a fire-hall in Rose Avenue were tabled. " Mayor Boswell reviewed at length the legislation recently 
granted the city of Toronto by the Legislature. He then read a certificate from the clerk of the late village of Brockton, that Dr. 
McConnell, Michael Woods and Charles L. Denison were duly elected for the new ward of St. Mark's. Alderman Crocker introduced 
Aldermen McConnell and Denison (Alderman Woods being unavoidably absent) to the council, who subscribed to the oath of office. 
Mayor Boswell welcomed them, and the new members thanked his worship and the council for their reception."
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The Municipal body of Brockton consists of john McConnell, M.D., Reeve; Messrs. Michael Wood, john Frankish, Frank Morrow, 
and Henry Sheppard, Councillors. Brockton is a rapidly improving neighbourhood, and is fast assuming the appearance of a town, or 
rather of an outlying part of the city. As we pursue our course along Dundas Street in a north-westerly direction we cross the Humber. 
The bridge at this point was occupied and held by William Lyon Mackenzie, in December, 1837. I have heard from Mr. Joseph Lesslie 
how the Militia, on their voyage from Hamilton, were afraid to land near the Humber for this reason. Passing the Humber, we come to 
the Village of Lambton, seven and a half miles from the City Hall. The Credit Valley Railway passes by this village. A mile and a half 
from Lambton is the Village of Carleton, on the Northern Railway. The hamlet of Davenport is half a mile east of Carleton. The 
Davenport Road runs from Davenport to Yorkville. It is remarkable for its tortuous and irregular course, and is the seat of a new 
settlement, chiefly devised by Mr. McKenzie, of the Trust and Loan Company, Victoria Street. This road, as it inclines northward past 
the homesteads of Colonel Denison and Mr. McKenzie, of the Victoria Street Loan Company, affords a beautiful view of the villas and
grounds ranged along the slopes and summits of the hills, whence the site of Toronto slopes southward to the Bay. Davenport was 
originally the home of Colonel Davenport, of the 45th regiment in the English army, who built a picturesque villa in this suburb of 
Toronto. Here, too, in a commanding situation on the hill terrace overlooking the Spadina Avenue quarter of the city, is Spadina House,
built by Doctor William Baldwin, father of the Reform Statesman, the Hon. Robert Baldwin. 

All this estate was originally a very large one, and extended as far as the eye can see, from the hilltop to the lake; it belonged to that 
“helluo agrorum”, that “glutton of land-grabbing”, the Hon. Peter Russel, sometime President of the Council, and on the departure of 
good John Graves Simcoe, ex-officio his successor as Lieutenant-Governor of Upper Canada. Unlike his high-minded predecessor, 
Peter Russel was notoriously given to enriching himself at the expense of the province and M the people. He was the first and one of 
the most audacious of the brood of land-grabbers with whom, especially in the North-West, this country is still afflicted. `When he 
died without issue, his estate passed to his sister, by whom it was bequeathed to Dr. William Baldwin, then a poor schoolmaster, who 
was thus exalted to the position of a great land-owner, and built this Spadina House as a homestead, with an entailed property, which 
he intended should form a sort of hereditary aristocracy in the house of Baldwin. Curiously enough, his son Robert was the statesman 
who carried through the legislature a measure for the abolition of primogeniture. 

1885 History Of  Toronto And County Of  York, Ontario
C. Blackett Robinson, Publisher. 1885

Lieutenant-Governor himself who was the " rebel," if disloyalty to the instructions of his English superiors can be so described. Lord 
Glenelg had sent a dispatch in which he instructed Sir Francis Bond Head that in the British American Provinces the Executive 
Councils should be composed of individuals possessing the confidence of the people. In despite of these distinct instructions from the 
English Government, his masters, this addle-headed Governor persisted in treating as " rebels " all who desired to carry into effect the 
very system of responsible government which Lord Glenelg had charged him with the duty of establishing in Canada. But the British 
Colonial Office had yet to find out that they had to deal with a subordinate who had no notion of subordination, and whose only guide,
was his own over-weening restless vanity. 

The able men who directed the Family Compact counsels, men such as Strachan, Robinson, Powell, V Hagerman and Sullivan, soon 
took the measure of the conceited little riding-master, and flattered him into the notion that it was his mission to suppress "democracy."
Head’s next step was to dissolve the House, which was now completely beyond his control, and to issue writs for a general election. 
He had the supreme self-conceit to write to his superior, Lord Glenelg, telling him of his intention, and actually requesting that no 
orders might be sent him on that subject. To the English Colonial Office he reported his policy as supported by the loyal inhabitants of 
Canada, and entreated that he might not be interfered with in carrying it out. For the moment these representations had weight at the 
Foreign Office, more especially as Head`s account of things seemed confirmed soon afterwards by the success of his party at the 
general elections of 1836. It is of the utmost importance that we obtain a thorough and clear understanding of the fact that at the 
general election of 1836, the agencies of force and fraud were openly and unblushingly used to exclude members of the Reform party, 
and to compel or bribe constituencies to choose Tory candidates. The Canadian constitution was virtually abrogated, by the right of 
electing their representatives being wrested out of the hands of the people. It was this that made the crisis of December, 1837, 
inevitable. It was this that made civil war a sacred duty to all who were loyal to their country. Of this fact of the unconstitutionality of 
the elections of 1836, I wish to give the reader clear proofs. Lord Durham states in his famous “Report, an authority whose 
truthfulness is admitted by the parties to be above suspicion, that “in a number of instances the elections were carried by an 
unscrupulous exercise of the influence of the Government, and by a display of violence on the part of the Tories, who were 
emboldened by the countenance afforded them by Government; that such facts and such impressions produced in the country an 
exasperation and a despair of good government which extended far beyond those who had actually been defeated at the polls.” The 
Tories raised an enormous corruption fund, grants of land were freely issued to those who would vote on the side of Government. In 
the North Riding of the County of York a set of Tots at the mouth of the Credit Valley River were distributed during the election. It was
well known that the great banking company, the Bank of Upper Canada, was at that time nothing more or less than a corruption 
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machine, holding in .trust large sums of money to be used in bribing the electors. 
It was no secret in Family Compact circles that about a month before the elections of 1836 the manager of the Bank sent for Attorney-
General Hagerman, and that the cashier handed to him a large bundle of notes due to the Bank, at the same time giving him explicit 
instructions to be very lenient with every voter in York County who would pledge himself to vote against Mackenzie, but to " put on 
the screws in the case of any who refused to pledge themselves. The Tories could not control public opinion. The unbiased elections of
twenty years had made that plain enough. But they could, and they did hire mobs of drunken ruffians armed with guns, stones and 
bludgeons, to overawe the electors. At Streetsville, the polling-place for the newly formed Second Riding of York County, the path of 
Mackenzie`s friends was barred by a procession of Orangemen, with banners displayed  and bands braying forth their party tunes. The 
refusal of scrutiny into election proceedings in many another case by the corrupt Parliament thus v elected has hidden from record in 
how many another constituency the Tory Lords of misrule led forth their hired gladiators infuriate with loyalty and whiskey. 

There was many a polling-place where it was risking life to vote for a Reformer. At the head and front of these outrages on the 
constitution stood the conceited and 'unprincipled Lieutenant-Governor He openly avowed himself a partisan. He as openly denounced
the Reformers. He stumped the country. He has been praised for the dexterity with which he threw himself into the role of an agitator, 
for his appeals to spread-eagle " loyal " sentimentality, his bunkum stump oratory about the " glorious old flag of England," his 
ridiculous anti-climax, let them come if they dare," to an imaginary enemy, in the name of militia regiments, not one of which had he 
common-sense to embody for the defence of his Government when it was threatened by a serious danger. But all this, justly regarded, 
is but the stock in trade of a political charlatan, without common sense as he was charge of the ferry, and kept tavern in a building on 
the York side of the river. This was for some time the only house for the accommodation of travellers between Toronto and Hamilton. 
After McLean`s death his , widow continued business at the hostelry for many years. In 1853, Mrs. Creighton was in charge of the 
tavern, but the building was destroyed when the Great Western was built. In 1838, Mr. Rowland Burr, one of the pioneers in mill 
construction in York County, erected a saw-mill on the York side of the Humber, not far from its mouth. The mill was shortly 
afterwards sold to Mr. William Gamble, who converted it into a barley-mill, and afterwards erected a bone grinding mill immediately 
adjoining it. The property fell into the hands of the Bank of Upper Canada, from whom it was purchased, in 1864, by David and 
Joseph Atkinson. The mills were finally swept away by a spring freshet. 

In 1801 a saw-mill and a grist-mill were erected at Lambton on the east side of the stream, north of the Dundas Road, by Mr. Thomas 
Cooper, an Englishman, who some years afterwards sold out the property to his son. About 1840 the property was purchased by Mr. 
William P. Howland, now Sir William, who took some of his brothers into partnership. Messrs. A. Peleg and Frederick Howland 
afterwards became sole proprietors, and in 1845 put up a new flour mill, five stories high, and with six run of stones, south of the 
Dundas Road, the old mills being pulled down. A saw-mill was erected by the Howlands in the same neighbourhood in 1844, which 
was some time afterwards leased by Edward and Alfred Musson, and turned into a brewery. In 1846 a new saw-mill was built by Mr. 
Samuel Scarlet in York Township, about a mile above Lambton, but he abandoned it in a few years for a new site across the river, 
where greater water-power was obtainable. Further up the stream Mr. Joseph Dennis put up a saw-mill in 1844, which afterwards 
became the property of his son, Henry Dennis, who converted a portion of it into a flax-mill. James Williams had a carding and fulling 
mill a little distance above, which was destroyed by fire in 1865. The Humber River used to be a famous stream for salmon fishing, 
but the erection of mills destroyed the fisheries at an early period. 

We find the following anecdote, illustrating the bountifulness of salmon at one time, in Smith's "Canada," which we insert to tantalize 
the modern follower of Isaac Walton, who sits patiently on the bank all day and comes home with an undersized rock bass and a 
couple of measly little perch. The legend runneth thus: A party during the time the salmon were running came up the river in a skiff to 
spear fish. In drawing their boat ashore, as they intended to spear standing in the water, they inadvertently left it resting across a log 
lying on the beach. The salmon were plentiful, and they were able to spear them as fast as they could take them out of the water. 
As they caught them they threw them into the skiff, and excited with the sport took no heed of the way they were piling them up until a
sudden crash arrested their attention, and they saw their skiff broken in two in the middle by the weight of the salmon pressing it down
on the log. About three miles above Lambton, on the Humber, and some eight and a half miles from Toronto, by the Grand Trunk 
Railway, is the Village of Weston, to which more extended reference is made elsewhere. Other villages in the western portion of the 
township are Carleton, about a mile and a half from Lambton, and six miles from Toronto by the Grand Trunk, Davenport, half a mile 
east of Carleton on the Northern Railway, and Fairbank, about a mile north of Davenport, and a short distance from the Northern 
Railway, on the road leading to Vaughan. From Davenport to the northern part of Toronto, lately the Village of Yorkville, runs the 
Davenport Road, winding in an irregular course at the foot of the Davenport Ridge, previously described. The neighborhood of 
Carleton and Davenport is a network of railways. A short distance south of Carleton the tracks of the Grand Trunk, Toronto Grey and 
Bruce and Credit Valley, which run alongside from Parkdale, begin to diverge, the Credit Valley taking a westerly direction parallel 
with the Dundas Road, until it reaches Lambton, when it deflects to the south-west, and the others running to the  north-west. At this 
point of divergence the new Ontario and Quebec Railway makes its junction with the Credit Valley. This railway centre is known as 
West Toronto junction. Here the railway yard for the accommodation of the through freight traffic of the Ontario and Quebec Railway 
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is located, and it is expected that it will very shortly become an important and populous neighbourhood. 
Reference has already been made to the most notable localities on Yonge Street as far northward as Eglington, and we will resume a 
detailed description of the local features of interest at that point. About Eglington the name of Snider is prevalent, the family being of 
old U. E. Loyalist stock, and originally of German ancestry. The name is the Anglicized form of the Teutonic " Schneider."' Martin 
Snider was one of the Loyalist refugees who emigrated to Nova Scotia. He afterwards settled on Yonge Street. One of his sons, jacob 
Snider, was engaged as a volunteer under Gen. Brock in 1813. Another of the early settlers in this neighbourhood was Mr. Charles 
Moore, who was born in Ireland in the year 1793. He emigrated to the United States, but the strong anti-British sentiment then 
prevailing rendered his position uncomfortable, so he crossed over to Canada. cent. is pasture land, which is a larger proportion than in
any other township in the county, and 3 per cent. devoted to fruit raising. The following is the average yield per acre: Fall wheat, 20 
bushels; spring wheat, I5 bushels; barley, 30 bushels; oats, 40 bushels; peas, 20 bushels; potatoes, 100 bushels; turnips, 300 bushels; 
other root crops, 500 bushels; hay, a ton and a half. A large proportion of the land is still timbered; the woods consisting mainly of 
beech, maple, elm, basswood, and pine. There are three flouring mills in the township. In 1881, the number of cattle was, 1887; of 
horses, 1257; of sheep, 1277,and of hogs, 826. A good deal of imported stock has been introduced. The breeds of stock most 
extensively raised are draught horses, Durham grade, Devon cattle, sheep of the Cotswold and Leicester breeds, and Suffolk and 
Berkshire hogs. In 1850, the population of the township was 2,904 - it contained five grist and seven saw mills, and the crop returns 
for the previous year were: 82,000 bushels of wheat, 16,000 bushels of barley, 41,000 bushels of oats, 20,000 bushels of peas, 25,000 
bushels of potatoes, 11,000 pounds of wool, 4,000 pounds of cheese, and 24,000 pounds of butter. Since that time, the population has 
been almost stationary. In 1871, the inhabitants numbered 2,985, and the census of 1881 gives the number at 2,976. Of this number, 
2,137 were native Canadians. The number of occupiers of land was 425, of whom 254 were the owners of the soil. The total area 
occupied amounted to 28,527 acres, of which 24,801 was improved land. The area in cultivation for field crops included 19,435 acres 
4,319 acres were devoted to pasturage, and 1,047 to gardens and orchards. The staple agricultural products were returned as follows: 
Wheat, 58,245 bushels; barley, 90,305 bushels; oats, 104,701 bushels; peas and beans, 15,766 bushels; potatoes, 92,905 bushels; 
turnips, 50,000 bushels; other root crops, 41,705 bushels; hay, 5,394 tons. A saw-mill was constructed by the Government about the 
year 1705 on the Etobicoke side of the Humber, about two miles and a-half from the lake. The work was done by a mill-wright named 
Nicholas Miller, who was brought from New York State for the purpose. The mill, which was built partly of logs and partly of boards, 
was run successfully by parties named Jillson, Cushman, and Stile Stephenson, who either rented it or were employed by the 
Government, it is not certain which. 

About 1820, the mill and twelve hundred acres of land were leased to Mr. Thomas Fisher at a low rent, but he soon afterwards gave up
the greater portion of the land. The mill was purchased by Mr. William Gamble in 1835, and the year following he erected on the site a
five-story stone flour-mill with six run of stones. The supplies for the mill were carried up from the mouth of the river in barges, and 
the flour shipped in the same way. Mr. Gamble afterwards built a wharf and storehouse near the entrance of the Humber. In 1835, a 
four-story flour-mill was erected by Mr. Fisher on the Etobicoke side of the present village of Lambton. It was partly stone and partly 
frame, and was burned down in 1843. It was, however, rebuilt the following year, and leased to the Howland brothers. The dam was 
washed away by a flood in 1878. In 1880 the property was purchased by George Smith, who made extensive additions, and fitted up 
the mill for the woollen manufacture. Near this point a carding and fulling mill was constructed in 1820, which underwent several 
changes in proprietorship as well as in the uses to which it was put. Mr. James Williams was the owner about 1867, since which time it
has not been in operation. About a mile above Lambton a saw-mill was erected by Samuel Scarlet, in 1854. 

It was destroyed by fire six years later, but soon rebuilt. The property was purchased by George Stonehouse in 1875. Half a mile or so 
higher up stream john Scarlet, father of Samuel Scarlet, put up a saw-mill, in 1831, and also partly constructed two flour-mills in the 
immediate neighbourhood. The saw-mill and a quantity of adjacent land passed to his son Edward, and in 1871 the mill became the 
property of Mr. Matthew Canning. Market gardening is carried on to a considerable extent in the south-eastern portion of the township,
the markets of Toronto affording a ready sale for vegetables and fruit. There are excellent railway facilities, especially in the southern 
portion of the township. The Great Western branch of the Grand Trunk runs within a short distance of the lake, east and west. It has a 
station near the Village of Mimico, a pleasure resort about a mile and a half west from the Humber, where many of the Torontonians 
have summer residences. The spot is a favourite one for picnics and excursion parties. At this point the Mimico River enters the lake, 
and the beauties of the scenery along its banks and in the neighbourhood of the lake shore are greatly appreciated by pleasure-seekers. 
The Credit Valley Railway strikes the township at Lambton, about two miles north of the Great Western branch, and traverses it in a 
south-westerly direction, parallel for most of the distance with the Dundas Road. About a mile from Lambton, on the Dundas Road, is 
the Village of Islington, where the agricultural exhibitions of the township are held. Two miles further west, partly in Etobicoke and 
partly in the adjoining Township of Toronto, in Peel County, is the Village of Summerville. The main line of the Grand Trunk runs 
west from Weston. Thethe Hon. G. W. Allan, D.C.L., and the Provost, who is also Vice-Chancellor, the Rev. C. W. E. Body, D.C.L. 
Knox College is the theological training school of the Presbyterian body in this Province. It was founded in 1844, but the present 
edifice at the head of Spadina Avenue was not erected until 1875, the College having previously to this had its headquarters in the old 
Elmsley Villa, which occupied the site of the present Central Presbyterian Church. It took its origin in the disruption of the National 
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Kirk and the consequent formation of the Canadian branch of the Free Church of Scotland. 
The existing building is an extensive Gothic structure of white brick with stone dressings, and contains, in addition to the usual lecture 
rooms, ample accommodation for eighty resident students. It has a frontage of two hundred and thirty feet to the south, and three 
wings, each of about one hundred and fifty feet, running to the north. Surmounting the main entrance is a massive tower one hundred 
and thirty feet in height. Rev. W. Caven, D.D., is Principal of the College, and is assisted by a staff of prominent clerical members of 
the Presbyterian Church as professors. McMaster Hall, which occupies the same position in the educational system of the Baptist 
Church as Knox College does in that of the Presbyterian body, is situated on the south side of Bloor Street, on grounds that formerly 
formed part of the Queen's Park. It owes its existence to the liberality of the Hon. William McMaster. It is a massive building of Credit 
Valley stone with dressings of red brick, forming a curious and unusual blending of colours. To the south of the Provincial University, 
and on College Street, is Wycliffe Hall, or the Protestant Episcopal Divinity School, an institution organized in 1879 by the 
Evangelical branch of the Church of England, and affiliated with the University of Toronto, its professed aim being to impart "sound 
and comprehensive theological training, in accordance with the distinctive principles of evangelical truth as embodied in the Thirty-
nine Articles."

Lionel Yorke, builder and contractor, and proprietor of Steam Stone works office and wharf, foot of Jarvis Street. Business established
about 1870. He is a native of Wisbeach, England, and came to America in 1859. Was one year in the Southern States, and ten years in 
Peterboro, Ontario. At the latter town he engaged in contracting and stone quarrying. A He has done a great amount of stone and brick 
work in this city, and has erected a number of its best buildings, including sixteen churches, prominent among which is St. Andrew’s, 
Church of the Redeemer, Grace Church, Mrs. Cawthra`s residence, Jarvis Street, the new Standard Bank building, and others. He also 
built the Lieutenant-Governor’s residence, which was his first contract in Toronto. Mr. Yorke employs from seventy-five to one 
hundred and twenty-five men, and uses for his work the Credit Valley stone.

(Excerpt from Appleton's Annual Cyclopedia and Register Of Important Events Of The Year 1887)
Toronto, a city, port of entry, and the capital of Ontario, Canada, county-seat of York County, on the north shore of Lake Ontario, 310 
miles southwest of Montreal, and 528 miles northwest of New York. Latitude, 43° 39' north; longitude, 79° 21' west. The bay south of 
the city is formed by an island, and is about three miles long and two miles wide. The river Don, which falls into the bay on the east, is
now being straightened and made navigable, so that it will form part of the harbour, at an expenditure of over $300,000. The 
corporation limits, which have been much extended by annexation of late, include 9,858 acres, or 15-; square miles, as compared with 
5,000 acres in 1871. The assessed value of real and personal property (not counting stocks in public companies) in 1875 was about 
$46.000,000; in 1885, $65,119.702; in 1886, $68,377,508; in 1887, $78,288,226; in 1888 (estimated), $93,889,754. The taxes in 1874 
yielded $608,475 In 1886 the total revenue was $1,595,550, of which taxation at the rate of 16} mills contributed $1.134,958. The 
imports for 1885-1886 valued $18,301,177, of which $7,332,156 were from the United States. The exports for the same year, as 
officially reported, were $3,095,800, of which $2,139,414 went to the United States. The value of manufactures, according to the 
census of 1881, was $19,100,116, the chief items being boots and shoes, furniture, clothes. whisky, and ale. The amount of capital 
invested is $11.502,210; the number of hands employed, 12,708; the amount of yearly wages $3,721,361. The total failures in Toronto 
in 1886 were 86, with estimated liabilities of $1,048,509 and assets of $528,359. The total number of letters delivered from the 
Toronto post-office in 1886 was 9,776,509, besides 2,592,380 newspapers; the total number of letters, books, post-cards, circulars, 
etc., posted at Toronto in the same year was 21,024,824. There are ten banks having headquarters in this city, and branches of four 
Quebec and Montreal banks. The branches of the Montreal Bank and Quebec Bank have recently erected new and handsome 
buildings; that of the first-named institution is one of the most complete and thoroughly equipped bank-buildings in the Dominion. The
city is divided into twelve wards, each of which elects three aldermen and two school trustees. The aldermen are vested with 
legislative and executive powers, and can act as magistrates if possessed of legal property qualification. 

The mayor is elected annually by a vote of the rate-payers. The city has a fire-alarm telegraph, telephonic system, paid fire-
department, and street-railways. The water-work system is owned by the city; the revenue of this department in 1886 was $315,227, 
and the expenditure $196,495, exclusive of payments made on account of waterworks' debt; the amount of the indebtedness of the 
department is $2,580,205, exclusive of $350,000 which the city has just decided (1887) to expend in improving the system, Surveys 
are being made at present with a view to securing water by a system of gravitation from lakes to the north of the city; this scheme, if 
carried out, will cost $5,000,000 or $6,000,000. The city is abundantly supplied with educational institutions, many of which form also
the principal public buildings. The University of Toronto, erected in 1859 for $900,000, is controlled by the Ontario Government, and 
has been conducted hitherto at a cost- of about $13.000 annually. By an act passed at the last session of the Ontario Legislature it was 
arranged to federate with Toronto University Victoria University, Cobourg, a Methodist institution, as the first step in a contemplated 
complete scheme of university federation for the province. At the same time it was decided to establish a medical faculty in connection
with the university. 
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In consequence of the proposed extension of this institution by federation, the endowment will be increased from $78,000 to $100,000,
$15,000 of the increase to come from the endowment fund of the Upper Canada College, another institution under the control of the 
Provincial Government; the college site is to be sold, and a new building to be erected for $100,000 of the proceeds, the remainder 
going to further swell the university endowment. Trinity University is an Anglican institution established in 1852, having about 60 
resident and non-resident students, and a handsome building. McMaster Hall is a Baptist college, which in 1887 was converted into a 
university and received a bequest of $800,000 from the late Senator McMaster. Besides these universities there are in the city a 
Presbyterian college (Knox), an Anglican college (Wyclilfe), Trinity Medical School, with 300 students; Woman's Medical College, 
College of Pharmacy, College of Physicians and Surgeons, Royal College of Dental Surgeons of Ontario, Veterinary College, etc. 
There are thirty public schools in the city, the total expenditure on their account in 1886 being $245,957, including $57,000 for new 
buildings; there are also sixteen separate schools, or Roman Catholic institutions, and several other institutions for higher education, 
both nondenominational and Roman Catholic. The city has numerous charitable and benevolent institutions, including the Insane 
Asylum and the General Hospital, having a capacity respectively of 700 and 400. There are 26 organized and thoroughly equipped 
institutions of this nature. At the 1886- 87 session of the Ontario Legislature, the sum of $1,050,000 was appropriated for the erection 
of new legislative buildings in Queen's Park; they will be constructed of Credit valley red sandstone, in Neo-Greek architecture. The 
buildings were commenced in 1886. Plans are being prepared also for a combined police headquarters, courthouse, and city-hall 
building, for which the City Council has appropriated $400,000. Construction will be commenced in 1888. A public library was 
opened March 6, 1884, and was considerably enlarged in 1887; it covers the   of a not very handsome building at the corner of Church 
and Adelaide Streets, and contained in 1887 about 48,000 volumes. There are several other libraries, free to the public with certain 
restrictions, chief among which are the Parliamentary and the Osgoode Hall. Other public buildings are Osgoode Hall, the seat of the 
principal law and equity courts of the province; Government House, the residence of the Lieutenant-Governor of Ontario; the customs 
house and the post office; the Grand Opera-House and Jacobs' and Shaw's Opera-House, each having a capacity of about 1,500; the 
Central Prison; school of Practical Science; the Observatory; the Normal School buildings, the present city hall, court-house, police 
and legislative buildings. 

There are 105 churches in the city, exclusive of several organized congregations worshipping in public and other halls. The principal 
buildings are St. James"s Cathedral (Anglican), costing $220,000, and having a spire of 316 feet; the Metropolitan (Methodist), costing
$100,000; St. Michael's Cathedral (Roman Catholic); St. Andrew's West (Presbyterian); and Jarvis Street Baptist Church. New and 
handsome churches are now being erected in every quarter of the city. There are three morning newspapers and three evening 
newspapers issued, besides sixty-three weekly, monthly, and quarterly publications, many of which are religious journals. The railway 
connections of the city are the Ontario divisions of the Canadian Pacific Railway, being the Credit Valley, the Toronto, Gray, and 
Bruce, and the Ontario and Quebec sections: the Grand Trunk, Midland, and Northern and Northwestern; and the Erie and Huron. 
There are two telegraph companies, the Canadian Pacific and the Great Northwestern of Canada; and one telephone company, the Bell.
Toronto was founded in 1794 by Governor Simcoe, and became and remained until 1841 the seat of Government for Upper Canada. It 
bore the name of York until 1834, when it was incorporated as the city of Toronto. From 1849 to 1858 it alternated with Quebec as the 
seat of the united government, and at confederation (1867) became permanent capital of Ontario.
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7-02 Parkdale Station: (mile 2.25)

Parkdale had its own newspaper, The Journal, printed on 26” by 40” paper and containing 8 pages, it came out every Saturday and 
subscription cost $1.00; It was established in 1878 by editor and publisher Edward Devine, and printed at the office of the Toronto 
Advertiser.
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7-03 Lambton Station: (mile 6.6)

Lambton Station and Freight Shed. Original Credit Valley Railway Lambton Station and Freight Shed just west of Scarlett Road, 
M.6.64 circa 1898-1900. J.W.Heckman/Canadian Pacific Corporate Archives. Collection of R.L.Kennedy  CPR Lambton Station Mile 
6.4 Galt Sub. Looking east, between Jane Street and Scarlett Road (behind camera). Dundas Street is on the right (note second row of 
poles). Located near former Diamond with Old Belt Line. When removed, it is believed part of the structure became Keele Street Yard 
Office. June 1911 J.W. Heckman / Canadian Pacific Corporate Archives. Collection of R.L.Kennedy. 

7-04 Islington Station (Flag): (mile 8.75)

A post-village in York Co., 3 miles from Mimico. In 1880 contained 2 stores and 2 hotels. Pop. (1873) 200.

7-05 Dixie Station (Flag): (mile 12.8)

A post-village in Peel Co., 4 miles N. of Port Credit. In 1880  Pop. (1873) 150.
One of the first settlers to Dixie, located east of Cooksville along Dundas Street, was Philip Cody, who arrived in 1806 and operated a 
tavern for many years. The village, which developed around a government-owned toll booth, was named in 1865 after Dr. Beaumont 
Dixie, a well-known local doctor.  Dr. Dixie had donated money to the Union Chapel, a non-denominational Protestant place of 
worship which was central to the social and cultural life of the village. The Dixie Union Cemetery, established in 1812, is the final 
resting place of many of Mississauga's pioneers and even of a premier of the Province of Ontario - Thomas Laird Kennedy. The home 
of Jane and Joseph Silverthorn, who arrived in 1807, survives as a local restaurant today . It is still called "Cherry Hill" after the family
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estate which once occupied most of what is now the Mississauga Valleys subdivision. 

7-06 Cooksville Station: (mile 14.25) 

A post-village in Peel Co., 3 miles from Port Credit and 16 miles S.W. of Toronto. In 1880 contained several saw-mills, stores and 
vineyards. Pop. 400. Cooksville was once known as "Harrisville" after Daniel Harris, one of its earliest settlers. The village was 
renamed in 1836 in honor of its leading entrepreneur, Jacob Cook, who operated the first stagecoach mail service and operated local 
businesses. Located at the heart of Toronto Township, Cooksville had been the centre for civic, industrial, commercial, and educational
interests for over a century. Mississauga's first municipal offices were located at the corner of Dundas and Hurontario Streets, as was 
the Central Library, the offices for the public and separate school boards and various Federal and Provincial ministries. In 1852, a 
major fire destroyed much of the village, and by 1873, when it was selected over Streetsville as the site of the new Town Hall, it was 
in need of an economic boost. Very little of pre-1940 Cooksville remains. Even the remnants of the old Cooksville Brick and Tile 
Yard, which provided employment to hundreds of local people from 1912-1970, have recently disappeared beneath new development. 

Cooksville Station Circa 1910

7-07 Springfield Station (Flag): (mile 17.5) 

Research has turned up nothing special about this location. The flag station served the local residents for both passengers and freight. 
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7-08 Streetsville Station: (mile 20.5) 

In 1818 the last remaining tract along the banks of the Credit River was ceded to the British Government. Timothy Street, a resident of 
Niagara Township, was given the task of surveying the final acquisition. In return, Mr. Street was granted 1,000 acres of land in the 
new township and in 1824 this area became known as Streetsville. The backbone of the new community was it's five major mill sites 
located along a five mile mile stretch of the fast flowing Credit. By 1850 Streetsville was recognized as "Queen of the County". 
Timothy Street built a home for his family near his mill site in 1825. It still stands on the banks of the Credit River and is part of a 
concerted efforts by the merchants and residents of Streetsville to ensure the heritage of the village remains evident in everyday life. It 
is this balance of historical reverence and the exciting array of present-day retail shops and services that make Streetsville the original 
and most inviting Village in the City of Mississauga. Timothy Street, after whom the former Town of Streetsville was named, was a 
very enterprising individual. In payment for his surveying work, Street received a substantial grant of land, which he used to establish 
industries on the banks of the Credit. His house at 41 Mill Street, built in 1825, is believed to be the first brick house constructed in 
Peel County; it remains at the site of his former milling complex. Like most early Ontario communities, Streetsville relied heavily on 
its proximity to water for the power to operate its grist, saw, carding, and planning mills. 

Water power remained the key factor in Mississauga's early industrial development of the 19th century, particularly in Streetsville. In 
addition to meeting the village's needs, Streetsville manufactured items for export at a early stage with its Woollen production at the 
Barber Woollen Mills, for example, once located (1840s-1880s) on the site of the present-day Reid Milling complex. After the railway 
development of the 1850s bypassed Streetsville and the village lost the county seat to Brampton in 1867, it never fully regained the 
economic momentum it had begun to enjoy. Streetsville suffered a blow during the 1850s when it was bypassed by a railway line that 
was being constructed in the region. In 1873 it contained  three churches, Episcopal, Methodist and Presbyterian, a town hall, several 
schools, n telegraph office, a number of stores, 2 large woollen mills and a flouring mill. The population was 617. When residents 
finally received a railway link, in 1879, it was almost too late for the village to regain its earlier prosperity. The ceremonial opening of 
the Credit Valley Railway, in April 1879, was marred by a tragic accident which claimed the life of James Gooderham, one of the 
railway’s strongest advocates. The station was moved from its original trackside location in 1914 by horse-drawn cart. 

Unlike many early stations painted “railway red”, the CVR station has always been white, which adds to its clean, romantic 
appearance. The turret was both a practical and stylistic element: it provided a clear view of the tracks in both directions and served as 
an office for the telegraph operator. One such enterprising individual was Timothy Street, after whom the former Town of Streetsville 
was named. In payment for his surveying work, Street received a substantial grant of land, which he used to establish industries on the 
banks of the Credit. His house at 41 Mill Street, built in 1825, is believed to be the first brick house constructed in Peel County; it 
remains at the site of his former milling complex. 

Like most early Ontario communities, Streetsville relied heavily on its proximity to water for the power to operate its grist, saw, 
carding, and planning mills. Water power remained the key factor in Mississauga's early industrial development of the 19th century, 
particularly in Streetsville. In addition to meeting the village's needs, Streetsville manufactured items for export at a early stage with its
Woollen production at the Barber Woollen Mills, for example, once located (1840s-1880s) on the site of the present-day Reid Milling 
complex. After the railway development of the 1850s bypassed Streetsville and the village lost the county seat to Brampton in 1867, it 
never fully regained the economic momentum it had begun to enjoy. 

It was not until 1879, with the arrival of the Credit Valley Railway, that Streetsville benefited from better links to Toronto and beyond. 
Streetsville, which has the highest concentration of heritage buildings in the City, incorporated as a village in 1858 and a town in 1962.
Although there were many settlers in the area now known as Streetsville before Timothy Street and his family settled there in 1825, the
village's growth was stimulated by the Street Family. As payment for completing the New Survey, the government gave Street 4,451.7 
Hectares (11,000 acres) of land. On this land, Street built his family home, a saw mill, a gristmill and a tannery. These businesses 
helped the settlement. By 1824, Streetsville already has two taverns, two stores, two shoemakers, a cabinet maker, a church and school
house, as well as the original gristmill and sawmill. By 1851, a newspaper, The Streetsville Review, and the Township's first high 
school had been added. The Street Family house is believed to have the first brick building in the area. His house at 41 Mill Street, 
built in 1825, is believed to be the first brick house constructed in Peel County; it remains at the site of his former milling complex. 
Like most early Ontario communities, Streetsville relied heavily on its proximity to water for the power to operate its grist, saw, 
carding, and planning mills. Water power remained the key factor in Mississauga's early industrial development of the 19th century, 
particularly in Streetsville. In addition to meeting the village's needs, Streetsville manufactured items for export at an early stage with 
its Woolen production at the Barber Woolen Mills, for example, once located (1840s-1880s) on the site of the present-day Reid Milling
complex. After the railway development of the 1850s bypassed Streetsville and the village lost the county seat to Brampton in 1867, it 
never fully regained the economic momentum it had begun to enjoy.  
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 7-09 Streetsville Junction Station: (mile 21.7) 

An overhead view of Streetsville Junction Station in 1913 taken from the water tower. 
The train pulling into the station is on its way to the Michigan Central station in St. Thomas. 

The track on the left goes up to Owen Sound. Courtesy of the Region of Peel Archives.
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7-10 Meadowvale: (mile 23.5) 

The story of Meadowvalc begins with the exodus of thirty Irish families from New York City led by Thomas Graham and John Beatty 
on May 1st, 1820. Stringent restrictions of travel placed on potential allies of England by New York State forced these Irish immigrants
to seek land grants in Upper Canada. As Upper Canada was encouraging immigration from the United States after the war of 1812, 
there was no problem in accommodating these thirty families. Thirty lots of 200 acres each were granted and each family selected their
future piece of land by drawing a lot number from a hat. Entering Canada through the Niagara Peninsula, Beatty and Graham 
proceeded with their expedition along Dundas Street to the Credit River. At this point the wagon party broke up and each family 
headed in the direction of their property. The lack of suitable roads to the northern areas of Toronto Township prompted many to sell or
abandon their wagons and travel upstream on the Credit River. This was the course of action taken by John Beatty and eventually, 
Concession 3, Lot ll, became home to the Beatty family. The next piece of property purchased in this area was by Evan Richards in 
1824 when he obtained possession of Concession 3, Lot 10. These two properties would, in the next thirty years, form the nucleus of 
the future town of Meadowvale. Meadowvale did not develop rapidly from 1824-1831. It is apparent that the first settlers were not 
entirely geared to the rigors of pioneer settlement for registry records indicate a succession of owners within a short period of time. 

It was also common practice for land jobbers to purchase plots of land, clear a few acres of trees, and then sell them for a profit. One 
such example may be sited in Meadowvale where Evan Richards sold his land for $875.00 to Jane Heron in 1826 and she in turn sold 
the same piece of land to Matthew Dawson in 1828 for $3,295.00. Of the original Meadowvale settlers, John Beatty remained the 
longest; from 1824-31, The settlers developed their land for subsistence purposes only. Meadowvale thus remained a rural countryside 
throughout the period 1824-31. However the year of 1831 was a period of transition in Meadowvale; Beatty sold his land to John 
Crawford who built not only the first frame house but also the first saw mill. With the advent of Crawford's saw mill a new era in 
Meadowvale's life soon followed. The good features of Meadowvale include; fast flowing Credit River, rich white pine forests, 
attractive scenery, excellent mill pond, good farm land, ideal location for residential growth and origin of York to Guelph Wagon Road.

After 1830 there was considerable demand for Canadian lumber. At first the British required square lumber for making boats, and later,
sawn lumber was needed in the United States for canal construction. The unique qualities of White Pine made it the most wanted 
lumber, and as it abounded in Upper Canada, the lumber industry was destined to grow. The population of many towns coincided at 
first with the growth of the lumber industry and since Meadowvale was in the heart of White Pine forests, saw milling became a very 
important industry. Some of the wood was cut into planks 18' long and 3" wide to corduroy local roads but most of it was shipped 
either by wagon down Centre Road or floated down the Credit River to Port Credit. Lumber was then shipped from Port Credit to the 
American ports, such as Rochester in New York State. 

With John Crawford's saw mill doing a "booming business' in 1836 in Meadowvale, potential mill owners were attracted to the area. 
John Simpson obtained possession of Concession 3, Lot 10, in 1836, dammed up the Credit River and built a small carding mill along 
with the second saw mill. These mills were an incentive to settlement and by 1836 the community was large enough to be called the 
"Town of Meadowvale". Meadowvale, from 1836 to 1847, underwent the same type of growing pains that had occurred in many small 
towns. Although no new businesses were established, Meadowvale progressed socially and culturally. 

One event of considerable importance was the formation of a literary society in 1842. In the same year, there was a Wesleyan 
Methodist Church camp meeting held at the John Simpson's property. Both of these activities did much to strengthen the friendship 
and common goals of the Meadowvale pioneers. The lack of service businesses in Meadowvale, prevented it from becoming a self-
sustaining community. Mail was obtained in Derry West, two miles to the east, while clothes and other provisions were purchased in 
Churchville, Streetsville and Toronto. As the population and economy of the area greatly increased in the late 1840's, it became 
apparent that other services would do well to locate in Meadowvale. 

The period from 1848 to 1856 was most rewarding for the town of Meadowvale. The populations in both towns soared, many new 
businesses were created and expanded and considerable social and cultural development occurred. By 1850, wheat milling displaced 
lumbering in the two towns as the most important industry. 

The depletion of the great White Pine forests and the increasing use of steel in the ship building industry brought about the decline of 
lumbering. However the growth of wheat milling coincided with a world wide demand for wheat products. Throughout the 1840's 
there was an upsurge of grist mills in Upper Canada. Realzing the profits to be made from this industry, Francis Silverthorne 
constructed a grist mill in Meadowvale in 1844. In 1847, Mr. Robinson and J. Ward both opened stores, and J. Johnson opened a 
Wagon Shop in 1848. 
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A Hotel opened in 1850. The town's first school opened in 1851. In 1852, F. Silverthorne's store opened. H. & H. Johnson opened 
Mammoth Iron Works and Foundry in 1852, during the same time, a Blacksmith shop was opened in town. The potential wealth from 
this mill was not realized until 1853-1856 when the Crimean War forced England to purchase wheat from her colonies, and L. Cheyne 
became the first Post Master in 1854. Silverthorne was unfortunately a man plagued with misfortune. After fire destroyed his mills in 
1848 he re-built them to a much better condition. Fire broke out again in 1853 and considerable damage resulted. A report from the 
Christian Guardian of November 16th, 1853 states "Meadowva1e Mills, consisting of flour, oat and barley mills were destroyed by fire
on Thursday the 10th November. The fire broke out about 12 or 1 o'clock in the morning and was supposed to have originated in the 
smut machine. The only insurance we understand was about 1000 Pounds upon the stock and 800 Pounds upon the mill." After 
borrowing money from the Bank of Upper Canada, Silverthorne re-established his mills again, and aided the economy of Meadowvale 
by continuing to provide local people with positions in his mills. 

The residential growth of Meadowvale in the l850's is directly attributed to Silverthorne, for at that time, he divided a great deal of his 
property into village lots. By 1855 Meadowvale's population had risen to around 200 people. As the Crimean War raged in Europe, the 
flour from Silverthorne's mill was in terrific demand. Wheat was obtained from as far away as Orangeville and after it was gristed in 
Meadowvale, it was shipped by wagon to Port Credit. The commercial growth in 1856 saw 1 Agricultural Implements Manufacturer, 1
Blacksmith, 2 Carpenters, 1 Cooper, 1 Farmer, 1 Flour Mill, 1 Grist Mill, 2 Hotels, 2 Innkeepers, 1 Justice of the Peace, 1 
Manufacturer, 1 General Merchant, 2 Millwrights, 1 Minister, 1 Postmaster, 2 Saw Mills, 1 Shingle factory, 1 Shoemaker, 2 Tailors, 1 
Tannery and 4 Wagon Makers.

With the end of the Crimean War in 1856, a slowdown in the grist mills of Upper Canada checked the progress of the two towns, 
Meadowvale being hit the hardest. During the course of the Crimean War, Silverthorne accumulated 10,000 bushels of wheat at $2.50 
per bushel. When news of the end of the war reached Canada 10 weeks later, Silverthorne was left with the 10,000 bushels of wheat at 
a collapsed value of $1.25 per bushel. He claimed bankruptcy and the mills were taken over by the firm of Gooderham and Worts 
owners of most of the shares in the Bank of Upper Canada. The most decisive obstacle to the future prosperity of Meadowvale 
occurred in 1855 when the Grand Trunk Railway was constructed through Malton and Brampton. It was now more economically 
sound to ship wheat to Brampton and from there to Toronto. With a current trend towards urbanization, Brampton's excellent location 
attracted settlement and since other towns were more advanced than Meadowvale it stood to lose the most.
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The future of Meadowvale was not entirely known in the early l860's for there was some talk of a second railway through Peel County.
It was also known that one of the towns in the district would be selected as the 'seat' of Peel County, Meadowvale had hopes of 
becoming this leading town. Although the end of the Crimean War and the by-passing of the Grand Trunk R.R. drained some of the 
economy of the town, Meadowvale still managed to hold its own. By 1864 only a Wesleyan United Church was constructed in 
Meadowvale. It is interesting to note here that some townspeople still believed in witchcraft. This fact is borne out from the following 
story taken from the Perkins Bull Papers wherein it reports: "Near one of the Churchville mills lived a poor old Irishwoman. Her chief 
asset in life was her cow which pastured upon the grassy roadside near the mill. The cow was fat and famous for her milk but dry 
weather came and the grass withered. Still the cow prospered and grew fatter and broke all previous milk records. Whispers of 
witchcraft were circulated. Some of the town fathers went to examine her and found the cow eating worthless bran beside the mill. At 
last they realized that it was not witchcraft but bran which had worked the miracle."

Farms of the Meadowvale area averaged 160 acres, with abundant orchards. They grew mostly fall wheat and practised some dairying 
together with the typical animals found on small farms such as sheep, pigs and cattle. Wheat farming was still profitable in the l860's 
although there was a trend towards more beef cattle and fowl and poultry products. Many of the smaller farms were bought out by 
wealthy farmers thus increasing the acreage of the average farms. The outbreak of Civil War in the United States and the construction 
of railways in Upper Canada sparked the wheat industry in Upper Canada again, Flour was now teamed from Meadowvale and 
Churchville to Brampton or Malton and from there by the Grand Trunk R.R. to Toronto. It appeared that the two towns were once 
again on the road to prosperity. The capital investments of the firm of Gooderham and Worts in the Meadowvale Mills kept the little 
town alive. They expanded the capacity of the mill, added a cooperage, and were capable of producing 300 barrels of flour a day. 
Silverthorne's old store was enlarged by Gooderham and Worts and was soon doing a thriving business.By 1866 Meadowvale had 
reached its peak growth. The growth of both towns coincided at the same time but not at the same rate. 

If Gooderham and Worts had not bought the mills and property in Meadowvale the little town might have gone under in the late 
1850's. In 1866, Brampton was selected as the County Seat for Peel. Located in the centre of the County, Brampton was ideally 
situated to serve the administrative needs of the area. With its agricultural fairs, railways and increased service centre industries, 
commerce in Brampton soon soared. Availability of employment in Brampton made it an attractive location for settlement. 
Meadowvale was located just far enough to the south of Brampton to allow it to continue as a service centre town. 

It was also economically strong from the business and property investments of Gooderham and Worts and Meadowvale continued in 
this role until 1877. In 1877, the Credit Valley Railway was constructed through Peel County and touched on the outskirts of 
Meadowvale. Unfortunately the railway was built too far from the town and arrived too late to have much of an impact. This railway 
produced further growth in Brampton and hastened the decline of the smaller centres not serviced by rail. In 1873, the population was 
300 and the town possessed good water power, and contains flour, oatmeal and saw mills, 3 stores, and a telegraph office.

7-11 Churchville: (mile 26.0)

The oldest section of Churchville is nestled in a valley beside the Credit River. In 1815 Amaziah Church, a United Empire Loyalist 
from Virginia settled in the area and gave his name to the little hamlet. Church and his family encountered the usual difficulties 
pioneers in non-surveyed area of Upper Canada at the time. There were no trails through the thick underbrush of the White Pine 
forests of the Credit Valley. Church had one purpose in mind when he headed west of Toronto, in his personal effects were the iron 
fittings needed for the installation of two mill stones. Church searched the Credit River for just the right spot to build his mill. He 
picked a spot on the river Credit, 9 miles S.W. of Malton, it was a beautiful valley where the river flowed just right to turn the mill 
stones. There are no official records to support the story of  Amaziah Church, this lead historians to beleive that Church squatted on 
the land. It is also thought that Church first built a lumber and brushwood dam and then constructed a saw and grist mill. The only 
validity to the story was a in the surveying records of 1818 which indicate that the third line road allowance had to bypass Church's 
mill. 

After the official survey of 1818, called the “New Survey”, the Crown started selling one hundred and two hundred acre plots of land. 
The area was settled from the lake northward, as a result, it was not until 1821 that land in Churchville was actually purchased. The 
first recorded land grant, July 20th 1821, was to Jacob Brill for one hundred acres. The second purchase was made by William Coates 
purchased the second plot on October 19th, 1821. Others quickly followed and by the end of 1822 the immediate area around 
Churchville was settled. The good features of Churchville include; fast flowing Credit River, rich white pine forests, nestled in a 
valley, transportation for logs, orchards, lowland ideal for settlement and uplands for grazing. Mills were the initial industries of 
Churchville and they attracted other commercial businesses to the town. 
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By 1831 Churchville boasted Church's grist and saw mill, Howland's store, Miner's distillery, Richard Paynter's tannery and Wiman's 
General Store. Shops would sell their “Goods” at reduced prices for cash or produce of most kinds. Ashes were also taken in payment 
for goods. (Note: Ashes were used to manufacture soap). Their products included, calicoes, cast steel axes, chintz, cloth, dry goods, 
flannels, glass, gloves, groceries, hosiery, ladies straw bonnets, muslin, needles, ox chains, pins, powder, putty, scarfs, scythes, shot, 
tapes, thread, and Tobacco.

It may be seen that by 1831, Churchville could be classified as a small service centre town, with a prime function to serve and meet the
needs of the seventy or eighty people in the area. The businesses at this time had not developed to the point of attracting large numbers
of employees to the area but this would soon change. After 1830 there was considerable demand for Canadian lumber. At first the 
British required square lumber for making boats, and later, sawn lumber was needed in the United States for canal construction. The 
unique qualities of White Pine made it the most wanted lumber, and as it abounded in Upper Canada, the lumber industry was destined
to grow. The population of many towns coincided at first with the growth of the lumber industry and since Churchville was in the heart
of White Pine forests, saw milling became a very important industry. Some of the wood was cut into planks 18' long and 3" wide to 
corduroy local roads but most of it was shipped either by waggon down Centre Road or floated down the Credit River to Port Credit. 
Lumber was then shipped from Port Credit to the American ports, such as Rochester in New York State. The Streetsville Preview of 
January 9th, 1847 lists the industries in Churchville as: 2 grist mills, 2 saw mills, 2 tanneries, 3 dry goods and grocery stores 2 saddle 
and harness makers, 2 waggon and carriage factories, 2 cabinet shops, 2 cooperage, 1 female school, 1 common school, 1 Methodist 
Episcopal meeting house, 1 Post Office (receives and dispatches two times a week) and the Headquarters of two circuit missionaries.

With profits from lumbering in Churchville exceeding all expectations, French Canadian lumber experts came to the area and selected 
the most desirable White Pine trees for the Lower Canadian market. Local farmers and French Canadian lumberjacks were hired for 
the bush and most of the cutting occurred in the winter months since it was more easily shipped by sleds over the snow packed roads. 
At the same time wheat milling continued to increase in Churchville due to the close proximity of Chinquacousy Township, one of the 
best wheat growing areas in Peel County. Since railways were not operating at this time, local farmers were hired to team barrels of 
flour to Port Credit but employment in the transportation aspect of this industry was seasonal, with farmers being paid $1.50 for each 
day's work. With the rise of wheat milling in Churchville, a number of subsidiary industries came into being, such as the wagon and 
carriage factories, cooperages and distilleries. Economic prosperity was the result. 

By 1847, Churchville had passed the self-sufficient stage. It now had two propelling industries; the grist mill and the saw mill and 
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these aided the total development of the county. A large number of the two hundred inhabitants of the town were lodged in the hotels, 
and their money circulated well throughout the village. The period from 1848 to 1856 was most rewarding for the town of Churchville.
The populations in both towns soared, many new businesses were created and expanded and considerable social and cultural 
development occurred. By 1850, wheat milling displaced lumbering in the two towns as the most important industry. The depletion of 
the great White Pine forests and the increasing use of steel in the ship building industry brought about the decline of lumbering. 
However the growth of wheat milling coincided with a world wide demand for wheat products. Churchville reaped the benefits from 
the Crimean War and her population was now well over 300 people. Churchville progressed rapidly from 1815-31. In fact, Churchville
was at this time one of the fastest growing towns in all of Peel County. Early discovery, choice location and Church's grist and saw 
mill were the contributing factors to the development of this town.

By 1856 Churchville contained the following, 3 Blacksmiths, 2 Carpenters, 1 Cooper, 1 Flour Mills, 2 Grist Mills, 2 Hotels, 2 
Innkeepers, 1 Justice of the Peace, 3 General Merchants, 2 Millwright, 3 Ministers, 1 Postmaster, 2 Saw Mills, 1 Shingle factory, 2 
Shoemakers, 2 Tailors, 1 Tannery and 4 Waggon makers. The most decisive obstacle to the future prosperity of 
Churchville occurred in 1855 when the Grand Trunk Railway was constructed through Malton and Brampton. It 
was now more economically sound to ship wheat to Brampton and from there to Toronto. With a current trend 
towards urbanization, Brampton's excellent location attracted settlement and since Churchville was more 
advanced than most, it stood to lose the most. The future of Churchville were not entirely known in the early 
l860's for there was some talk of a second railway through Peel County. It was also known that one of the towns 
in the district would be selected as the 'seat' of Peel County. Churchville had hopes of becoming this leading 
town. 
Although the end of the Crimean War and the by-passing of the Grand Trunk R.R. drained some of the economy
of the town, Churchville still managed to hold its own. 

From the Perkins Bull Papers in the Ontario Archives we can get an insight into the social lives of the pioneers 
as it relates that "The church anniversaries, tea meetings, Sunday School entertainments, church concerts, church picnics, Harvest 
Home services and the old time camp meetings were the chief social intercourse which the people enjoyed. The three seated democrats
with a fast team of horses were driven at full speed over faulty approaches to wooden bridges. The faster the driver could go 
over the gravel roads or remaining bits of corduroy, the more thrill be got out of it. In Winter these trips to 
various church functions have never been forgotten, even in old age. The bottom of the waggon was generally 
covered with blankets and heated sticks of wood or bricks placed therein. 

The driver of the load always seemed to be cheated DUI of the most fun, for he would never have the nerve to 
ask his best girl to sit up there beside him. Down in the box behind the driver the fun ran high. Everyone sat 
cuddled down under the robes as close together to keep warm and sang to the merry jingle of the bells strung 
around the horse's harness: Jingle Bells, A Spanish Cavalier, Clementine, Dear Evaline, Grandfather's Clock, 
Darling Nelly Gray, Sweet Genevieve and Juanita, until they reached the church. It was never considered a real 
good night's outing unless the load was upset at least once." By 1860 Churchville had three churches to meet the
spiritual needs of the community; the Episcopalian, Wesleyan Methodist and Anglican. Pop. (1873) 200. In 1880
contained a tannery and flour-mill and saw-mill. 

7-12 Brampton: (mile 29.0)

The chief town of the Co. of Peel, 21 miles by rail N.W. of Toronto. In 1880 contained 4 churches, a bank agency, several assurance 
and insurance agencies, a mechanics institute, 2 telegraph offices, 2 printing offices, an iron-foundry, several factories, stores, hotels 
etc. and is an important grain and flour market. Considerable trade done here. Has one of the largest agricultural implement 
manufactories in Canada, and is the centre of a rich and populous district. At junction of Grand Trunk and Credit Valley Railways. 
Pop. (1873) 2,900. Pop. 3,000 (1879), the 1,000 rise in population is considered to be due to the arrival of the Credit Valley Railway. 
The first European settlers in Ontario arrived in the early 1780s. But, it took another 30-40 years for the area around Bramton to be 
settled. The first settler in the area was probably John Scott from Aberdeen, Scotland. After being widowed, John had immigrated to 
William Dickson's new Dumfries Township in 1817 with his only child, his son John Jr. Soon after, the Scotts moved to the Etobicoke 
Creek just northeast of what is now the Four Corners of Brampton. 
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Here he carved out a farm from the wilderness and built a mill and other businesses. Lands in Chinguacousy and Toronto Gore 
Townships were surveyed in 1818. Surveyors described the region as low, swampy and covered with dense hardwood forest. In 1819, 
John Lynch and his sister Mary arrived from Cornwall after emigrating from the US earlier. 

The Lynches settled near the Scotts and became close neighbours. So much so that John Scott Sr. married Mary Lynch and began a 
second family. Three sons of the second family became well-known: Alexander became Peel County's first judge, David became Chief
Justice of Alberta, and William became an MP. Slowly land was cleared, cabins built and fields were ploughed for farming. Ever since 
the 1820s, when only a handful of people lived in the community, the heart of Bramton has always been the “four corners”, the 
intersection of Queen and Mary Streets. When Samuel Kenny arrived at the future site of Brampton in about 1820, he found the land 
exactly as described, he eventually sold his land there to John Elliott. In 1822, Martin Salisbury opened a tavern in what is now the 
north end of Main Street. This was used for many years as a community centre. 

Shortly after, William Buffy opened a tavern at what is now the Four Corners (Queen and Main) but was then called Buffy's Corners. 
John Elliott and William Lawson were responsible for giving the settlement its name, they were both from Brampton, Cumberland, 
England and named the settlement Brampton in honour of their ancestrial home. In 1834 John Elliott was the first to have the village 
lots surveyed for sale, this helped attract other settlers. The Etobicoke Creek helped to define Brampton, it's slow-moving and 
meandering nature could never sustain large-scale milling operations thus Brampton's growth rate was slower than normal. The first 
industrialist in the area was John Scott, he established an ashery used to produce potash. By 1846 the village had a population of 150 
and the town economy consisted of  two stores, a tavern, tannery, cabinetmaker, two blacksmiths and two tailors. 1853 saw Brampton 
officially incorporated as a village as its population had reached more than 500 people. John Haggert's Foundry built farm machinery 
and stoves, and helped support the surrounding farms. The town had added several stores, a distillery, a grammer school and several 
churches. 
The next big economic boom occurred with the arrival of The Grand Trunk Railway. In 1856, they constructed a rail line to and a 
station in Brampton. Brampton got a nickname in the 1860s thanks to Edward Dale's flower nursery, “Flowertown of Canada”. Soon 
Dale's Nursery became  Brampton's largest employer and by 1900 greenhouses covered hundreds of acres of land and were filled with 
prize orchids, hybrid roses and many other quality flowers which wer famous worldwide. Brampton was selected as the Peel County 
seat in 1867, this brought about the construction of  the County Courthouse, a Jail and several other public buildings. This brought the 
“rich” to Brampton. Kenneth Chisholm built a massive estate, Alderlea, in the heart of the Village. Large homes were built near the 
Courthouse. The land surrounding the four corners was subdivided to build houses for the many new arrivals. In 1873 Brampton was 
incorporated as a town with John Haggert elected as the first Mayor. In 1882, Brampton had three weekly newspapers all printed in the
27” x 41” size. The Times came out on Fridays and contained four pages, subscriptions were $1.50. It was established in 1855 and 
George Tye was editor and publisher. The Times had a circulation exceeding 500. The Peel Banner came out on Thursdays, was eight 
pages with a subscription rate of $1. It was established in 1868 by editor and publisher Alexander Dick. The Banner had a circulation 
exceeding 1000. The third was the Conservator, a four pager printed every  Friday, four pages for a subscription of $1.50. A. F. 
Campbell, editor and publisher established The Conservator in 1874 and the paper had a circulation of approximately 1000.
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7-13 Edmonton: (mile 33.75)

Centre Road and 17 Sideroad (Ching). In 1838, John Snell, a native of Devonshire, England, received a crown land grant of 100 acres 
at this site on Hurontario Street. The area was first known as Edmonton, dubbed after a place of that name near London, England by 
early settlers. This was the name first used on the post office when it was opened in 1851 and appears this way on both 1859 map and 
1877 map. The population in 1873 was only 150. With the establishment of Edmonton in western Canada confusion arose. In 1895 it 
was renamed after prominent local families (there were five Snell families in the area) to Snelgrove. By 1877 there were five large 
churches, brick school house, Temperance and Orange Halls, a post office, two stores, a carriage factory, blacksmith shop, a harness 
shop and boots and shoes store. There was only one licensed hotel and a Temperance hotel. Township hall was situated in the village 
and all business of the township is transacted. Old Peel County Courthouse, Main St (photo Brampton-012) The Courthouse was built 
in 1866 when Brampton became the county town for Peel County. It originally looked over the Etobicoke River, but the river was 
diverted after the massive flooding caused by Hurricane Hazel. The building's copula may once have been gilded. Here is where Judge 
Alexander Forsyth Scott, son of the founder of Brampton, old Judge John Scott, presided as Peel's first judge. Old Jail, Main St  (photo
Brampton-010). 

In contrast to the grand style of the Courthouse, the Jail, built in 1867, is a simple, square, stone building with small barred windows. 
Old Fire Hall, 2 Chapel St  (photo Brampton-011). The Fire Hall was built about 1854 as the Market Hall with six stalls on the ground 
floor. The tower was added in 1862. In addition to being a market hall and a fire hall, it was also used as a town hall for a period in the 
late 1800s. Dominion Building, Queen St  (photo Brampton-008). Built about 1888 as Brampton's Post Office and Customs House, 
this building has also been used as a police station and a pub. The lantern and copula were added in 1906 and the clock tower in 1914. 
Getting to the clock to rewind it was a considerable chore, involving ladders, small openings, and awkward twisting turns for the 
operator. St Paul's United Church, 30 Main St South  (photo Brampton-013). Built as the Second Primitive Methodist Church about 
1866, St Paul's is a massive brownstone church located in the Heritage Complex. Its front has a lopsided look with one tower being 
much larger than the other. Boyle House, 44 Main St South  (photo Brampton-005). Like a rose between two thorns, the Boyle House 
is sandwiched between St Paul's Church and the First Baptist Church. 

The house, built about 1855, pre-dates both churches. It was for many years the manse for St Paul's, but earlier was the residence of a 
pharmacist, Edgar Walker Boyle. First Baptist Church, 48 Main St South  (photo Brampton-009). This is another massive church. It 
was built about 1876 and has recently been restored after a fire. The Castle, 34 Church St West  (photo Brampton-006). This copy of 
an English manor house was built in 1853 by George Wright, who came to Canada from Northern Ireland. The house was the boyhood
home of former Ontario premier, William Davis. The front is still recognizable from old photographs but the stonework has been 
covered with siding. The turret that gave the building its name is long gone. The wonderful staircase is still there as you can see if you 
go in the front door. Staircase in The Castle. (photo Brampton-007). Alderlea (photo Brampton-004) was built by industrialist Kenneth 
Chisholm about 1864. It was later owned by Sir William Gage, who donated part of the land to Brampton to become Gage Park. The 
building has been bought by the City of Brampton and will be restored to its former glory. 

The Old Scott Farmhouse, 80 Church Street East (photo Brampton-003). Although there is no record directly connecting this building 
with John Scott, this building is shown on the 1857 map of Brampton as part of John Scott Sr.'s farm. The building is of the style used 
in the period 1830-60 and so is probably Scott's farmhouse. If so, the original frame building was covered with a brick facing before 
1870 and has been covered with siding since then. Here is where the famous Scott brothers were probably born: Alexander and David, 
both judges; William, Mayor of Peterborough and M.P. for West York; and Andrew, a surveyor. The Judge A.F. Scott House, 38 Scott 
Street, and the Lillie May Kee House, 42 Scott Street (photo Brampton-001) 

When Alexander Scott married in 1858, he and his bride moved into their new house on what was to become the Crescent, a 
fashionable street with large houses. Their house was originally quite modest but was made more luxurious over the years. The front 
entrance has wonderful stained glass windows and transom, with hand-painted panels. This would have been Alexander's home in the 
1861 census, in which Scott's house was described as brick with two storeys. In 1919, this house was owned by Mrs. Blanche Chantler,
wife of Milton Chantler, a prominent businessman. Blanche was very ill and so Milton decided that he needed to have his mistress, 
Lillie May Kee, closer to his side. So he built a house for her next door at what is now 42 Scott Street. Later that year, Blanche died, so
Milton and Lillie May were able to be married. Lillie May Kee House.
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7-14 Cheltenham: (mile 38.75) 

A post village in Peel co., Out., on the Credit River, 30 miles N.W. of Toronto. In 1871, it contains a telegraph office, and saw and 
flouring mills and Postmaster was C.H. King. The population from the 1873 census was 250, which grew to 350 after the Credit Valley
Railway erected their station near the village. Cheltenham is situated on the Third Line West, at the foot of a valley, this valley is the 
spillway left from the last glaciation period and is now the route of the Credit River as it flows southward to Lake Ontario. The depth 
of the valley at this point, and its breadth, adds emphasis to the impressiveness of the Caledon Mountain, which rises to the north-west.
From the bottom of the hill, Cheltenham follows the path of the Third Line as it rises up the base of the “mountain”, with the result 
that any attempt at a grid pattern of settlement, so common to most early Ontario towns and villages, would have been foiled by the 
steep inclines and the bisecting river. Thus it was that Cheltenham developed into a sprawling settlement pattern. To reach the site, 
Charles Haines, the original settler cut his way from the nearest trail through seven miles of forest following the blaze marks of the 
surveyors. Coming from Cheltenham, England, where he had been a millwright, he landed at New York, and proceeded to Toronto, 
arriving there in 1817. By 1820 he had begun to clear land and finally in 1822 took up permanent residence beside the Credit River 
where he would eventually build his mill. His small log mill was in operation by 1827 at which time enough others had settled to make
a grist mill necessary. The importance of the mill to the area resulted in the establishment of the village, which was incorporated in 
1837. This industry remained one of the keys to Cheltenham's existence from that day until 1945 when the mill burned to the ground. 

Since its incorporation, the village has passed through five successive stages. From 1827 to 1850 was a period of initial growth. Then 
from 1850 to 1890 village life was at its prime, rising steadily to a peak of bustling activity in the prosperous age of the railways and 
the small-shop industries. Following this came a period of readjustment as the small businesses collapsed, under the forces of mass 
production and the village resigned itself to the Twentieth Century. As this new age progressed, Cheltenham finally reached a state of 
dormancy where it lay submerged for ten quiet years until stirred by the restless urban giant to the south. Now again, the village is 
stirring, shaking the sleep from its eyes, and stretching out into the countryside. The miller Haines picked a good site, for the excellent 
farmland filled quickly and by 1850, Chinguacousy was the second largest wheat producing township in Ontario; second only to 
Whitby. The growth rate was exceptional, as evidenced by 49,000 bushels of wheat grown in 1844 accelerating to 130,000 bushels by 
1851. In the 1840`s it became profitable to import American wheat into Canada to be ground and shipped on to England as Canadian 
flour under the advantages of the British Colonial Tariffs. This lasted until the Corn Laws were repealed in 1848. Soon after, foreign 
markets again picked up. 
The l850`s saw a wheat boom arrive with the onset of the Crimean War and the Reciprocity Treaty, while business was kept booming 
through the l860`s by the American Civil War and prices rose again. To keep pace with the agricultural development, Haines` original 
log mill was replaced in 1847 by a larger structure with three run of stones. It was soon not only producing flour, but doing a large 
custom business in gristing and chopping as well. During the next forty years the only serious drawback for the operation of the mill 
was the low level of the water in the river at certain times of the year. The first settlers depended on the grist mill to the point where 
land was partly priced in relation to its distance from the nearest grist mill. However, while farms were being developed they were 
quite willing to forgo the expense of sawn lumber. 
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Then, with farms cleared and cash from the wheat sales, they desired the luxury of lumber. In 1847, the first saw mill was completed 
and in operation. Although it missed most of the business from the government's plank road program which ended in l849, it prospered
on the local needs. By 1851, the village, well established in the roll of wheat exporter, had a population of 225. First store in town on 
the left, typical house on the right The first store, built in 1842 by E. Haines, was followed by a second store which he also built and 
rented to Mr. I. Neil and from 1850 to 1900 the sources available listing Cheltenham's stores and other commercial enterprises, 
presents an extreme variety of owners and successive businesses, as needs and outside competition dictated, but a few more prominent 
and permanent enterprises can be safely listed with accuracy. The blacksmith shop was started by 1850 and the ringing hammers could
be heard at the same location for one hundred years. This was as stable an industry as the grist mill, although only a one or two man 
enterprise. Farmers kept their horses in use well into the l950's as well as having their implements repaired and thus blacksmithing was
a continuing industry. The first tavern opened in 1845 with Mr. C. Spence behind the bar. The second tavern soon followed with W. 
Henry opening his doors in 1848. 

Supporting these establishments were two distilleries, recorded in an undated account by Miss Grace Brown, She also mentions three 
hotels from the period 1850 to 1870. She was a good historian who was conscientious enough to carry out her duties in order to supply
us with a description of Cheltenham Wheat Whiskey "as being smooth, with no bite, and going down like molasses". This was 
certainly a most convenient state into which to place wheat for export as it certainly reduced the bulk and increased the payload for the
rough trips over colonial roads. Since travellers in horsedrawn carriages or on horseback moved slowly, their journeys were often 
incomplete as they reached Cheltenham. To accommodate them, the two taverns were replaced by 1853 with three hotels; Henry's 
owned by William Henry, the American owned by William Allan, and the Saville owned by John Saville. Cheltenham's vigorous 
expansion between l850 and l870 as a center of services for the farming community, created enough work for a large circular saw plus 
a lathe and planing mill, E. Haines and Son, the owners, were also listed as contractors and builders. Like the millers, during this 
period, everyone in the village owed their livelihood to the servicing of the farmers. With poor roads and the lack of mass production, 
goods were competitively produced in Cheltenham to service these local needs.

Cheltenham`s main export, wheat, was best shipped, before the railways, on the winter roads, although the business was kept running 
all year round. The grist mill doubled its capacity between 1865 and 1877 from five to ten thousand barrels of flour per year. 
Cheltenham's future was bright. The counties to the north-west reached their peak of wheat production while the railways were now 
available for shipment of grain into Cheltenham, there to be milled and shipped out again as flour. This better transportation more than 
compensated for the decline in the markets since the 1860's. Toronto could be reached on either railway although the Credit Valley 
Railway was a direct link with Toronto, while the Hamilton and Northwestern route was more roundabout, necessitating a transfer at 
Georgetown. As well as an immediate effect on the villages population, the railways also had an immediate effect on its physical 
appearance; a large grain elevator was erected by the Hamilton and North-western next to the station in order to handle the shipments 
of grain from Western Ontario and later from Western Canada, A lane way was extended from the main street towards the Credit 
Valley Railway station and became a given road out to the second line west of the township. Gravel paths were laid to each station and 
after 1884 a plank sidewalk was extended to the C.P.R. Station. 

Although the small hotel owned by John Saville had disappeared by the l870`s, traffic through the town was such that when the hotel 
and store complex on the Northwest corner of Mill St. and the Third Line burned down, they were immediately rebuilt; the store and 
brick house by Fred Haines Sr., and the Hotel by William Henry. (He operated it until his death around 1904). When the North 
American, belonging to J. Tracy, burned about 1892, it was not profitable to rebuild since the travel patterns had changed due to the 
railways and the site was left bare until the early l900's when the house which now occupies the spot was built for the station master. 
Cheltenham reached its peak in population in the l870's as did its small industries. The distilleries had disappeared but otherwise local 
business was prospering with the flour mill operating and plenty of local logs to be sawn at the saw mill.  There did not seem to be an 
increase in the number of businesses, but rather, in the amount of business done. One new building that was added around this time 
was the slaughter house, built just to the west of the flour mill. 

The continuing growth of the village brought new businesses to the area. Some of the town's success may be attributed to booms in 
wheat exports caused by the Crimean war in the 1850s and the American Civil War in the 1860s. By 1858, the village contained the 
mill, three hotels, two general stores, four shoe makers, a dress maker, and milliner. 

The growth continued and, by 1866, Cheltenham had two additional mills, a trunk and saddle maker, a stove dealer, a wagon maker, a 
blind maker and upholsterer, two bonnet makers, a carpentry shop, and an insurance agent. The expansion of the village brought two 
railway lines to the area in the 1870s. The Hamilton Northwestern Railway created one train depot in early 1877. Later that year, The 
Credit Valley Railway, provided Cheltenham with a second depot. With the population of Cheltenham growing to approximately 350, 
the village now had a school, an Orange Lodge and Baptist and Presbyterian churches. 
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The Historical Atlas of Peel County from 1877 makes the following prediction about Cheltenham. "Cheltenham is destined at no 
distant date to be a place of considerable importance, as it will have two railway stations and with its splendid water privileges and 
good surrounding country, there is, apparently, nothing to hinder it from becoming a prosperous town.”  1886 was a bad year for 
Cheltenham; a large fire destroyed the wooden buildings of the main business area. 

Some of the buildings were rebuilt in subsequent years.  Just before 1887 the whole block of buildings containing F. Haines` store and 
Henry's Hotel was burned and was later replaced by the two structures now occupying the site, The fact that only Haines` store and 
Henry`s Hotel were replaced is a good indication of the changing importance of hotels in the life of Cheltenham. Four shoe stores were
mentioned by 1857 and three of these lasted into the l870's as well as a saddler by the name of T. Mercer, who manufactured and sold 
saddles, harnesses and trunks, Two cabinet makers were kept busy, one shop being at the saw mill, and the other in the village proper 
in the Women's Institute building. 

A steam tannery was opened sometime inthe 1870's and was run by John and Robert Kee from Sandhill, Ont. Built beside the river, it 
took advantage of the water supply available in the millpond. By 1866 a wagon maker, Matt Sanderson was established and doing 
business from a building just to the north of the blacksmith shop. An early cooper sh0p`was located across the road from the grist mill 
next to the millers house; the latter building burning down sometime after 1870. This was an age when the population of Cheltenham 
worked “in the back shop” or “down the road”. The one individual for whom it could safely be said "earned his living over the brim of 
the hill" was the peddler. 

The momentum achieved from the l850's to the l870`s in local industry was sufficient to maintain the town for the next thirty years 
after the arrival of the railways, but a gradual change crept through the village. While the rail transportation enabled Cheltenham's 
goods to reach a larger market, the town was also exposed to the pressure of developing industry south along the rails, where lay the 
massed capital and population. Here then was the first change in the function of Cheltenham. It remained a service center for the area, 
but its role was changed by the railways from a primary to a secondary center, people now took the Credit Valley Railway into 
Brampton for their every day needs. With manufacturing being consolidated to the south, Cheltenham was changing rapidly. One of 
the first victims was the steam tannery, which folded under the pressure of competition from a large tannery which had opened in 
Brampton. The closer the village came to the Twentieth Century, the more businesses it lost. 

Following the tannery, the saddler folded up, the cooper shop closed, probably due to the exchange of bags for barrels, both cabinet 
packed their tools, as did the village dressmakers and tailors. Unaffected were the stores which simply ordered goods in on the railway 
as well as the blacksmith and carriage shops, and, of course, the two stalwarts of the community life from the beginning, the mills. The
sawmill which had been supporting the cabinet shop, now found a new industry. An undertaking establishment had been opened by 
Alfred and Jim Haines and this business lasted until about l9l0. The sawmill began to go into the coffin making business, to supply 
local needs and also for out of town shipments. This industry hit its peak about l890, although it also lasted into the early l900's. The 
inhabitants of the village were thus being forced away from their individual enterprises into lines of work depending more and more 
on outside consumption. Yet it was the mills that continued to supply the main local work. 

One small exception was the manufacture of cement tiles in a building behind the Beaver Hall; said building being built and the 
business operated by E. Harris around l900. The realignment of occupations became a new status quo for Cheltenham for the next 
thirty-five years. No new industries were begun during this period, in sharp contrast to the growth of the previous twenty-five years. 
Steady employment for a few men was available at the saw mill and coffin factory. The flour mill employed several men and a few 
men were teaming the grain from the C.N.R. station's elevator. Each station had a station master who lived in the village and the 
blacksmith worked right through the period while the carriage shop carried on a small business. The cement tile operation was kept 
open, filling the needs of the steady improvement taking place on the surrounding roads. 

The two railways brought a great deal of trade to Cheltenham from farther afield. It was this traffic to and from the railways that kept 
the three stores, butcher shop, shoe store and bank thriving. When the winter frost arrived making the roads better, the trade in town 
became even brisker, thus the only thing which stopped a general exodus from Cheltenham. 
That was common to almost every other town in the township from 1861 on, was now the railways as much as the mills, and 
Cheltenham continued with very little fluctuation in population from the level reached in 1877. Changes were coming, but they came 
slowly. Right into the l900's the remaining businesses were kept busy. As many as 40 teams per day could be seen hauling logs to the 
sawmill while the flour mill ran day and night, and the stores that were in business in 1877 lasted into the l900's.  The social needs of 
the village were well provided for since both a Presbyterian and a Baptist church had grown with the village. 

A large brick school had been built in 1871 to replace the first building and had a static enrolment of about forty. 
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There was a lodge of Good Temp1ars, an Orangeman's Lodge, and as early as 1853, a Temperance Hall. The Beaver Hall, built by E. 
Harris, was rented for political meetings, plays and dances. The carriage shop remained in business until the Twentieth Century, but 
depended for its survival on the selling of implements more than the manufacture of wagons. 
Technology continued to take its toll with the appearance of steel culverts, and soon the tile factory closed and the shed behind the 
Beaver Hall was empty for good. While probably the one or two men employed there could find employment in the area, there is a 
chance they were typical of the one or two families which every year packed up and moved to the city. This exodus was almost 
imperceptible and stretched out over the next fifty years. The great expectations of the railways had slowly died away and Cheltenham 
slipped quietly into the Twentieth Century, a small, steady, agricultural community, except for the two mills. Previously, workmen had 
simply set up a kiln in an area as required, since along the whole section of escarpment there is a plentiful supply of red coloured 
shale. Salmonville, three miles to the west of Cheltenham, was renamed Terra Cotta as a tribute to its l9th Century attempt at 
brickmaking. Terra Cotta supplied materials for many of Cheltenham's huge homes of the l850's and 1860's when wheat prices had 
been so high.

7-15 Boston Mills: (mile 40.5)

 

Includes excepts from the book “The Road To Boston Mills” by James Filby © 1976 (now out of print).

The “Brampton Conservator" of October 24, 1882, carried an advertisement which read .... “A Rare Chance .... Farm for sale .... In 
Chinguacousy, well situated between Claude, Cheltenham and Riverdale junction on the Credit Valley Railway. One hundred acres in 
first class condition. Well fenced; good bush; well watered; good outbuildings; young orchard; Apply on the premises or to Alex. 
Oliver, Boston Mills Post Office." Boston Mills is located at Lots 32 and 33, east and west of the 2nd Line West, Hurontario Street in 
the new Town of Caledon, approximately thirteen miles north-west of Brampton, Ontario. Nestled in a valley of the Credit River, it is 
dominated today by the gates of the Boston Mills Cemetery. The Canadian Pacific Railway, formerly the Credit Valley, forms the 
eastern edge of the old village while the Canadian National Railway, formerly the Hamilton and Northwestern, defines the western 
limits. 

In the days before 1882 and the formality of the establishment of the Boston Mills Post Office, the story is told that young men, about 
to return to their homes from the dances and other community activities in Cheltenham, would request that the party end with the 
playing of "The Road to Boston", a musical piece with Scottish overtones. Thus "The Road to Boston" became synonymous with 
home and finally home was called "Boston." 

By 1860, the words "Boston Mills" appeared on the front of the local mill and in 1870, the Hamilton and Northwestern Railway had 
adopted the word "Boston" for its station name. With this early recognition, it became apparent to all who journeyed to the area that, 
indeed, this was an established community of some respect. The early history of most of the hamlets and villages of the Credit Valley 
area is somewhat vague since the countryside was primarily bush and dense forest. To reach the area, the early settler had to rely on his
ability to carve his way into the wilderness and set up his claim to his homestead. 
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An early history of Esther Heyes entitled "The Story of  Albion - From Caledon to Vaughan" details a manuscript diary written by 
Donald Cameron, an early settler of Caledon, sometime after 1821. He describes in detail, his trip from England with his new bride, 
departing on the 23rd of June 1819 and his arrival in Montreal on August 21 of the same year. His journey from Montreal via boat on 
Lake Ontario and Lake Erie to Talbot took until mid 1820. He ultimately received a fifty acre grant of land from Col. Talbot and began
to build his cabin. A series of hardships which are almost impossible to imagine had plagued these early settlers and even after having 
received his land grant, he was unable to complete his cabin. The boat carrying their supplies had been damaged and they would have 
to go to York to retrieve their goods. By February 19, 1821 they had obtained a new grant of land in Caledon, and leaving York in a 
horse drawn waggon, they were unable to get to their land because the teamster "ran short of feed for his horses and in consequence 
had to leave us eight or ten miles from my place." They arrived in Caledon on the 1st day of March 1822. The overall time from 
England to Caledon was thirty-two months. The description of their arrival indicates the primitive conditions of the immigrant as he 
began his new life. "We were now alone in the wilderness, but not despondent. I commenced to cut some wood for the fire and then 
fixed some boughs of the trees above us for some shelter. As night came on, I made a large fire six or seven feet in length and we 
passed the night very comfortable. Next day I commenced cutting some logs for a shanty fourteen by twelve feet and on the 10th of 
March we moved into our cabin as contented as ever we were in our lives." 

Thus they had spent ten days under the stars and “Providence shined on us with good weather. Not a shower of rain or snow fell, so 
that God encouraged us in setting out in the world”. 

Although the previous story concerned an early settler in Caledon, such must have been the case for those pioneers arriving in Boston 
Mills. The earliest gravestone in the Boston Mills Cemetery bears an inscription relating to the settler named David Williams. He was 
killed on May 31, 1823 at the age of 29, by a falling tree which he was cutting down to use for his cabin. After being enclosed in the 
bark of the tree that he was felling, he was laid to rest in a grave at the top of the hill about the centre of the present cemetery. 

Some years later, a marble slab was erected by Mr. Neil Clarke with an inscription cut into the slab by Mr. Sandy Sinclair. David 
Williams and his brother ]ohn, left Merionethshire, North Wales, in 1821 arriving in Canada via an old sailing ship. Neither could 
speak or understand English yet they were able to follow directions to locate their land and began to erect a cabin. They were settling 
on a Crown Deed of land on the west side of what is now known as “Second Line" and the spot is currently the site of the Boston Mills
Cemetery. The land grant was given in 1821 while David's death was recorded as 1823. 

The similarity of dates of Williams death and the story of the Caledon settler, Cameron, details an accurate insight into the problems 
that faced the Boston Mills immigrant. John Williams, the brother, later moved to Woodbridge, purchased a 200 acre farm west of the 
village for the sum of 75 pounds and eventually mastered the English language. So expertly did he master the language that he became
a local preacher, affectionately known as “Welsh Williams". He married Sarah Shunk of Vaughan Township and after many prosperous
years of farming, he became one of the founders of the Canada Permanent Mortgage Co, He died in 1881 at the age of 98. William 
Frank, a United Empire Loyalist, settled on the lot on the opposite corner to David and John Williams. This property, on the east side 
of the "Second Line" ultimately became the site of the Boston Mill. Next to arrive was John Standing. He brought his family to this 
country from England in 1825. With the arrival of more and more families in the immediate area, it was finally decided to erect a log 
schoolhouse. The earliest records put the date at 1833 and the school was notable as being the centre of a Mormon Mission in 1837. 

Between 1833 and 1837 the school was used for religious services by travelling missionaries and its exact location has been 
determined as being where the present main cemetery gates now stand. In 1836, the Cheltenham Baptist Church records that “Elders 
Pickle and Minor held service in the schoolhouse at Boston and Baptisms followed. Haines, Mountain, Wilkinson and Cameron were 
the names prominent at that time.” While in use as a Mormon Mission, many of the converts to the Mormon faith were baptized in the 
waters of the Credit River. It seems strange that although the Mormons were very active in Peel for some years, there does not appear 
to have been a single representative left behind in Boston Mills. The original log building was destroyed by fire in 1853 and the 
pioneers built a new school shortly thereafter and it served as school, church and community hall, until the building of a community 
centre about 1854, 

The second school was sold to William Wilkinson who moved it to Ferndale Park and used it as his farmhouse. The third school built 
by ]ohn Graham of Boston Mills was constructed in 1888 of stone from Smeaton’s Quarry of Inglewood and eventually became S.S. 
#18 Chinguacousy and S.S. #17 Caledon. John Graham is also noted as the builder of the beautiful Baptist Church in Cheltenham, a 
fitting tribute to his construction ability. A little story is told that when the school required water during the winter and the pump was 
frozen, the pupils would be sent to the millers’ house and water would be drawn from the deep well and carted back to the school on a 
small sleigh. The chore of drawing water was eagerly sought after by the pupils, for you see, the task of"drawing water"had a special 
reward .... the woman in the house would give out cookies to the children doing the chores and cookies were a special treat in the days 
of the pioneers. 
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The well in question was and is now in the garden of the property owned by Paddy and Richard Thomas, on the east side of the 
Second Line of Caledon. Miss Jean Mountain said that when she was attending school at Boston Mills at the age of eight years (1901) 
she had to go for water for the school and together with some other students had to go to the spring on the south side of the 32nd 
sideroad on the other side of the Credit River from the school. This was a long haul for young children and the spring is still in use 
today supplying water to the Farrah home on the north side of the 32nd sideroad. While there is no definite record of who was the first 
teacher in the school, indications are that in 1833 a school trustee board consisting of Archibald Sinclair, Jacob Langley and Ivochim 
Hagermane gave instructions in the form of rules and regulations to a Mr. McConkey, regarding his hours etc. 
Among the names of the more prominent persons attending the Boston Mills school are Dr. Andrew Robinson; John McCollum; Dr. 
N.S. McKechnie; Professor D.K. Clarke and Professor M.S. Clarke. By 1832, the village gained in population with the arrival of the 
Clunis and MacDonald families. 

The population increased again in 1836 with the Balmer and McGregor families coming into the area and it is said that a Mr. Martin 
opened a store and distillery in the settlement but unfortunately it has been impossible to locate any exact date other than the early 
eighteen thirties. There is also a report that the school sponsored a library in the school building in 1846. 

In the year of 1848, Mr. Neil Clark arrived and set up business as a tailor. He was later to become the postmaster for the rapidly 
developing community. Another of the pioneers, Mr. Gortsey, was a maker of melodians and Dohery organs were manufactured here 
for a short time but the mainstay of the village was the mill. The origin of the mill is confusing to the historic researcher. The 
Brampton Conservator of March 16, 1922. refers to Alexander Dick building a dam in 1850 on the 5 acre property he purchased from 
William Frank. This dam and property were subsequently sold to Hiram Caslor. 

Another reference tells of a Christopher Row obtaining the water privileges for the sum of 150 Pounds Canadian, building a dam and 
finally transferring these rights and property to Hiram Caslor on December 28, 1855. With either story, it was Hiram Caslor who built 
the first mill and who gave the hamlet the name of Boston Mills, having said name carved into the stonework of his third mill in 1860. 
In all of the early pioneer villages, the business activity centered around the mills and Boston Mills was no exception. With the running
of the saw mill and the hard work associated with it, Hiram Caslor had succeeded in putting aside enough of his profits so that he was 
able to build a carding mill. D.H. Clarke, a son of one of the early families in the area related that “about 1850 Hiram Caslor owned 
and ran the carding mill and sawmill. Both he and his wife worked in the carding mill, and apparently conditions were none too easy 
for them at the time. 

I heard him tell how one day when they didn’t know where dinner was to come from, as noon approached he told his wife to go up to 
the house and get the fire on, and he would try and bring something up for dinner."At this point in time, the salmon were extremely 
plentiful in Lake Ontario and in the salmon season, the fish would head upstream, held back by each mill dam on the river. Caslor’s 
dam was no exception and as these fish leaped over his dam into the pond above, he hoped to spear one, if luck was in his favour. 
Indeed, Clarke's tale has a happy ending as "He (Caslor) caught it on his spear, and went up to his house in triumph with his dinner." 
This incident may seem extraordinary but parallels of this tale were not uncommon in those days and local histories relate many tales 
of pioneers living close to the river’s edge, baiting lines and leaving them to be summoned by a bell or clapper as the fish tugged on 
the line trying to escape. The salmon were in abundance, literally being available for spearing from shore, and when the spawning 
season arrived, the river boiled as they headed upstream to the area south of Church’s Falls (Cataract). By 1860 Caslor decided to erect
a third mill; his pet project was to have a grist mill. 

A story is told that when the mill was almost completed, he desperately needed a sum of two hundred dollars to finish it. He had 
underestimated the cost and was in dire need of help. There were times when bank financing was not available for private enterprise of
this type and a man had to be able to do things by his own means. Despondent, he told his wife of his financial problem and she 
disappeared into a back room to reappear with an old stocking, from which she proceeded to count out sixpence and York shillings 
until she had counted out the $200.00 that was required. She had accumulated the money while running the carding mill by taking out 
a sixpence or shilling from every customers payment and putting it aside in her stocking for just such an emergency. On one occasion a
sudden storm caused a rise in river levels that washed away a part of Caslor's dam and a well-known farmer neighbour by the name of 
Wiggins, came to see him and to extend his sympathy at Caslor’s dilemma. 

Caslor, his problem weighing heavily on his shoulders, was heard to say "Mr. Wiggins, how many pine logs will your sympathy lead 
you to, to repair my dam?" Since Wiggins is reported to have the finest stand of pine then remaining in the county, this was a most 
pointed question. Wiggins, taken completely by surprise, replied "Well you know Brother Caslor, pine logs are worth money."The 
reply came like a flash, and Caslor said ”Well, if your sympathy isn’t worth money then I don’t want it." The reportis that the dam was 
repaired and Wiggins' logs played a major part in its reconstruction. The loss of dams on the Credit River would forever be a plague on
the mill owners from pioneer times right on until the complete decline of the mills in the 1920’s. 
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The Caslor Mill property was sold to Mr. Spalding in 1873 and he operated until 1882, finally selling to Mr. Irvin. However Irvin’s 
tenure of business was a scant two years and he sold out to Messrs. Bracken and Thurston. It was while the mill was in the hands of 
these two gentlemen that the roller system was installed for milling grain and shortly thereafter Thurston's share of the partnership was
purchased by Mr. John Smith. From Smith and Bracken the property passed to Bracken Brothers and finally in 1895, it became the 
property of Henry Bracken its final owner. It is reported by Miss Grace Brown, formerly of Boston Mills, that one of the first stones 
used for grinding and crushing grain was taken out of a gully on the Robert Standing property at Boston Mills. lt required three months
to cut it out of a big granite hard head and needed three yoke of oxen to draw it to the top of the hill in skids. Mr. John Standing 
ultimately made the grist mill stones. Part of the Caslor holdings was a building, erected in 1864 as a storage area adjacent to the mill. 
A hall, over top of the storage sheds and also over the covered storage area for waggons, was used for church services for many years 
as well as a community centre. 

Prof. D.K. Clarke, of Boston Mills, in an article for the 1934 Brampton Conservator, is quoted as saying that ”Mr, Ansley was the first 
teacher." We are unable to prove or disprove this statement but can only add that a total of eighty students attended the classes in the 
first school in the winter months. Many of these were adult men and women arriving later in life to obtain a smattering of book-
learning that could be obtained in a few months of attendance. One of the early teachers was an Allan Embury, a United Empire 
Loyalist who eventually rose to the position of Public School Inspector for Peel County. 
He was also the father of the Chief Justice of Saskatchewan, Mr. Justice Leo Embury. One of the later teachers was Mary Isabel 
Campbell, a direct descendant of one of the early pioneer families. She taught eight classes in the one room schoolhouse with a total 
enrolment of 48 students. Her yearly salary was a mere $295.00 per year and when she asked fora $50.00per year raise, the local 
school trustees turned down her request as too extravagant .... she quit .... her raise would have amounted to exactly 2 cents per student
per week. The village eventually contained a sawmill, carding mill, grist mill, school, post office, distillery, butcher shop, 
slaughterhouse and a store. 

The old cottage, that presently sits on the river bank in the first property north of the Credit River bridge, is reputedly one of the oldest 
homes in Peel County. At one time a saddler lived there and old timers recall that he had an annual sale during which he hung his 
saddles on a picket fence that surrounded the cottage. Today this cottage is owned by Mrs. M. Reid. Boston Mills also had a station, 
with a grain elevator situated at the northern edge of the village and serviced by the Hamilton and Northwestern Railway. A board 
walk was built from the station southward down the 32nd sideroad to a point almost opposite the mill. 

The village was also serviced by a station on the Credit Valley Railway; this station was on the east side of the river just north of the 
2nd Line and was connected to the village by a wagon road which crossed the top of the dam and spillways, emerging right into the 
middle of the village and connecting the mills directly to the station. 

The existence of this C.V.R. station was always a matter of controversy among the old timers. It was not until 1974 that the matter was

Chapter 7                                                                         32                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

resolved when local author James Filby located railway documents which clearly indicated the existence of such a station as early as 
1880. 

Further proof was found when debris from the collapsed building was located on the hillside in almost the exact location that one of 
the old timers remembered. He said that”his grandfather showed him where he used to load flour onto the train from the mill" and it 
was here that the station had been located. Boston Mills has few of its original buildings remaining today but one of the beautifully 
rebuilt homes sits very close to the 32nd sideroad just east of the Credit River bridge. It is owned today by Charlie and Luella Farrah 
and has been a local landmark since before 1877. When John Little was the Postmaster in Boston Mills, he operated the Post Office 
from this building for a short time. While the railways were being built, a bakery and blacksmith shop were in operation and by 1870 a
hotel was built. With the emergence of Inglewood as a major centre, due to the junction of the two railways there and the trade which 
this junction generated, Boston Mills began to diminish. 

Bill Mountain, another of the pioneer family descendants, relates how he was returning home from Inglewood on the night of the fire 
and said that he was amazed at the brightness of the moonlight on the mill windows on that particular night. Sometime later as he 
prepared for bed, he heard a crash of machinery breaking loose in the mill .... it was on fire and the moonlight he thought he had seen 
was, in reality, the light from the flames of the fire in the mill. He had seen the mill burning long before anyone had discovered the fire
but unfortunately he had not realized the "moonlight” was flames or perhaps the mill might have been saved. With the closing down of
the hotel in 1884, and the destruction of the grain elevator a little later and now the final blow with the mills' destruction and the loss 
of the other outbuildings, virtually nothing remained of the industrial development of the village. Mr. Bracken, true to his word, did 
not rebuild the grist mill but the dam and mill races remained and he did build a small chopping mill. This mill was sold to Mr. Herb 
McCauley but in a short time an explosion followed by fire destroyed this also. Boston Mills is located at Lots 32 and 33, east and 
west of the 2nd Line West, Hurontario Street in the new Town of Caledon, approximately thirteen miles north-west of Brampton, 
Ontario. Nestled in a valley of the Credit River, it is dominated today by the gates of the Boston Mills Cemetery. The Canadian Pacific
Railway, formerly the Credit Valley, forms the eastern edge of the old village while the Canadian National Railway, formerly the 
Hamilton and Northwestern, defines the western limits. 

In the days before 1882 and the formality of the establishment of the Boston Mills Post Office, the story is told that young men, about 
to return to their homes from the dances and other community activities in Cheltenham, would request that the party end with the 
playing of "The Road to Boston", a musical piece with Scottish overtones. Thus "The Road to Boston" became synonymous with 
home and finally home was called "Boston." By 1860, the words "Boston Mills" appeared on the front of the local mill and in 1870, 
the Hamilton and Northwestern Railway had adopted the word "Boston" for its station name. With this early recognition, it became 
apparent to all who journeyed to the area that, indeed, this was an established community of some respect. The early history of most of
the hamlets and villages of the Credit Valley area is somewhat vague since the countryside was primarily bush and dense forest. To 
reach the area, the early settler had to rely on his ability to carve his way into the wilderness and set up his claim to his homestead. 

7-16 Sligo Junction: (mile 41.6)

A post village in Cardwell co., Ont., 3 miles from Charleston. Pop. (1873) 70. Formerly a police village (see Explanatory Notes for an 
explanation of a police village),  Sligo Junction was renamed Inglewood and became part of the newly created town of Caledon in 
1974. 

Includes excepts from the book “Cook's History of Inglewood” by William E. Cook © 1975 (now out of print).

Although the area was settled in the 1830s, Inglewood does not appear on the map until the railway boom of the 1870s and 1880s. One
source notes that Inglewood first appears on local maps in 1879. The early settlers came from the British Isles by the way of the United
States. 

They include the MeCalls, McCannells, Grahams, Martins, Whites and McGregors - all from the British Isles and coming to Canada 
by way of the U.S.A. in the l830's. Records of Crown Grants indicate that large tracts of land could easily be purchased for a 
reasonable price. For example, Archibald McCall obtained possession of Lot 3, Concession I (close to 200 acres) for only 60 pounds or
$240.00. Clearing the land was not an easy task. In the words of David Graham, "I remember well my first experience alone in the 
bush. I cut a few small trees, but could not get them down so I went to a neighbour and got a little instruction and after that I was able 
to manage better." Graham's words express the interdependence of the pioneers in times of need or survival. Large stones as well as 
the timber had to be cleared in order to make the land suitable for farming. 
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The early settler's hard work and resourcefulness are well illustrated by the number of stone fences, both along the roadway and 
separating fields. Stone fences were constructed without mortar but were held in place by rows of split cedar shingles at regular 
intervals. The settlers also used the timber and stones in the construction of their homes and some supplemented their income by 
shipping these materials to Toronto to be used for building docks and breakwaters. In addition to the problems of clearing the land, the 
early Sligo pioneer had few transportation conveniences, for their main mode of travel was by foot, horse, horse and buggy, and later 
the railway which alleviated the problem of walking long distances to market. Extracts from the typewritten sheets of Mrs. McKinnon,
daughter of John White who settled the Sligo area in 1830, tell of two young married women "who walked 40 miles to Toronto, 
carrying baskets of butter for sale, obtained a logging chain and walked the same distance home." The Sligo pioneers were a hardy and
persevering people who made the most of their “lot” in life. 

Typical of most of the Canadian pioneers, the Sligo settlers were devout Christians. This fact can be substantiated from the words of 
David Graham who stated that "a step of great importance in my life was in the year 1856 when I gave myself to the Lord to serve 
Him. It helped me in many ways more particularly in choosing a partner in life. Had I not been a Christian, I would not have been able 
to gain her confidence, Margaret Corbett and I, who were married May 2nd, l860." 

The Sligo settlers showed their strong belief and faith in God by christening their children with Biblical names such as Mary McCall, 
Joseph Clark and James Graham. One of the many problems facing pioneer married couples was the high infant mortality rate. Few 
doctors, little medicine. poor diets and incurable diseases such as smallpox and diptheria threatened the lives or contributed to the 
death of young children and adults. 

Harsh as it may seem, pioneer couples planned large families, expecting only a few to survive. Boston Mills Cemetery to the south of 
Sligo verifies the high mortality rate of children for in the case of the David Grahams', two of their four children died in infancy while 
Thomas and Margaret survived. 
The Sligo settlers were a compatible group of people, sharing common problems and interests. Nothing could surpass the great Sligo 
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social gathering, where a typical party such as the one held by Archie McCall in 1850 included throwing the caber, wrestling, high 
jump, running, hop step and jump and a big dance at night. Testing a man's worth in the early Sligo days was based on strength and 
physical endurance. Parties involving activities of a physical nature, brought out these qualities. Apparently Alex and Archie McCall 
were excellent wrestlers and sometime during the evening of the party, the two were reported to have dug out a stagecoach that got 
stuck in the deep mud beside the Credit River. This event no doubt added excitement to the party and was the topic of conversation for 
the rest of the evening. 

Between the years 1820 and 1870, settlement in the Sligo area was basically “alone” in nature. The eldest son in each family married 
and inherited the original homestead, while other sons married, purchased lots and built homes in the Sligo area. While other towns, 
like Cheltenham, to the south, could boast of having a population of two hundred by 1890, the Sligo settlement consisted of 
approximately 40 scattered settlers, As the reader will soon discover, this trend quickly reversed in a short period of ten years.

Sligo's transition from a rural settlement into a town stemmed from its unique location, economic development and the coming of the 
railways. In 1843, Thomas Corbett moved to Caledon Township from Streetsville and bought the west half of Lot 1, Concession 1 
West. He selected this piece of property on the Credit River for its many potential dam sites. 

Eventually a dam was built and a mill constructed to card rolls for the farmers' wives to spin and "full` the yarn. It was then woven by 
them on hand looms from the yarn they had spun. John White, an original Sligo settler made hand looms at his home and sold them to 
the other pioneer families. It took Corbett five years to build the millrace needed to provide the necessary power and his mill prospered
and became known as Riverdale Woolen Mills. The first mill, small and of frame construction was eventually torn down and another 
building was erected 100 feet downstream. Corbett's records indicate that employees were hired from the immediate area and that the 
price per day for a yoke of oxen and a man was 50c. David Graham who married Corbett`s youngest daughter, Margaret in 1860, 
became a partner in the mill and because of Corbett's age and health, managed the mill and reconstructed it of field stone in 1871. 

Like the history of most early mills, it too was consumed by fire. David Graham's interest in the mill waned and poor health forced 
him to lease the mill in 1875 to Ward and Algie of Ancaster. Another settler, John White, made hand looms at his home. The enterprise 
became known as the Riverdale Woolen Mills, the village in those days being called Riverdale. It had acquired this name in 1860, 
thanks to Margaret Graham, whose father had built the town's first carding mill. Twice the Riverdale Woolen Mill burnt down and 
twice it was rebuilt. In 1871 it was reconstructed of field stone, about one hundred feet downstream of the original site. David Graham 
who managed the mill at that time leased it to Ward and Algie of Ancaster in 1875. 

By 1880, the Riverdale Woolen Mill was enjoying great success, for Ward, considered the most expert knitter from the United States, 
was manufacturing full cloth, flannel blankets, yard goods and underwear. 

On January 5th, 1874, the following advertisement appeared in the Peel Banner and General Advisor: "Riverda1e Woollen Mills, 
Caledon is in full operation and is prepared to card, spin and manufacture wool into cloth. Also at hand is a large stock of cloths to 
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exchange for wool. Cash paid for wool." Aside from selling to the Local Sligo people, Graham found a market for his products in 
nearby towns of larger population such as Cheltenham, Orangeville and Brampton. 

Before 1880, these goods were shipped by stagecoach and later by railway. The mill attracted potential employees and their families to
the Sligo area. thus boosting the population. For the convenience of the mill workers a house was built across the road from the 
woollen factory.

Along the Niagara Escarpment, immediately to the west of Sligo, the settlers discovered hard heads or field stone of natural grey or 
rich brown colour, and this area became the site of a prosperous quarrying industry, The first Sligo quarry operated from Lot I, 
Concession 3, west Caledon, first by Joachim Hagerman in 1875 and later by a Toronto Construction Company, Reid & MacFarlane. 
Of the 45 men working on the Hagerman site, 25 were stone cutters. Credit Valley stone was largely used by the City of Toronto for 
curb stone and was drawn by wagon to Boston Mills siding there to be shipped by train to Toronto, on the Credit Valley Railway, With 
the advent of the railway, a tramway of light steel rails was built along McDonald Street in Sligo and westward up the-mountain to 
another of the quarries, the Patterson Quarry. The cars hauled stone by gravity to the railway and a one horsepower engine hauled the 
empty cars back again. Stone, by to-day's standards, was quite cheap; David Graham purchased stone for his three-story woollen mill 
(50` X 36`) for the sum of $50.00. Water from the Credit River provided power for the woollen mills while dolomite rocks from the 
Niagara Escarpment provided the resource for a quarry industry. The railways facilitated the shipping of products and quickened the 
population growth of Sligo. Outcrops of field stone in the Caledon Hills, which are part of the Niagara Escarpment that lies to the west
of the village, became the basis for a prosperous quarrying industry. Joachim Hagerman opened the first quarry here in 1875. The 
stone was drawn by wagon to Boston Mills (just southwest of Sligo), from where it was shipped by train to Toronto on the Credit 
Valley Railway.

The coming of the railways facilitated settlement and truly was the basis for the origin and growth of the Town of Sligo. Around 1876, 
construction of the Credit Valley Railway began from Toronto, up the valley of the Credit River, to Orangeville. 
This was the “Main Line” as originally proposed by the railways' promoter, George Laidlaw. Later this idea was changed and the main 
line was surveyed to run west through Milton, Galt, Woodstock and Ingersoll to St. Thomas with a branch line from Streetsville to 
Orangeville. This branch line was surveyed and some construction started through the Township of Chinguacousy in 1876. The 
railway however, did not reach Sligo until 1879, due to two Sligo property owners, Martin and McConne1, blocking construction on 
their land until payment for their property was received in full. 

Thus the first railway to reach the village was not the Credit Valley Railway but rather the Hamilton and Northwestern. This railway 
came through Sligo in 1877 and when ultimately the Credit Valley Railway reached the town in 1878, the point at which they crossed 
bore the name that had been given to it by the Hamilton and Northwestern Railway, namely Sligo. Thus it became known as Sligo 
Junction. Margaret Graham had decided to use the name of Riverdale for the community and unfortunately created considerable 
confusion with the post offices for there was already another Riverdale Village in Ontario. Further conflict occurred with the local 
people when the Hamilton and North-western Railway called their station Sligo and ultimately Sligo Junction. In 1886 the matter was 
referred to the Honourable Thomas White, the M.P. for Cardwell in Sir John A. MacDonald`s cabinet, who solved the conflict and 
confusion by naming the new town Sligo. Eight passenger trains and numerous freight trains kept the station agent busy. 

Every morning at 9:15 the Grand Trunk’s mixed train picked up high school students at Sligo and took them to school in Georgetown. 
The railway had promised a station at Sligo on the Centre Road but had not been given so the name Sligo was now applied to 
Riverdale. When the Credit Valley railway arrived, it became known as Sligo Junction because of the two railways; however, difficulty
arose when in 1882/83 a post office name had to be chosen as there already was a Sligo post office. Riverdale could not be used as 
there was one in Bruce County so the post office was given the name Riverdale Junction. By 1885 there was still confusion with the 
other Riverdale and the dilemma was referred to the MP for Cardwell, Thomas White, who resolved the situation by choosing the 
name Inglewood. 

There were large number of sheep in the area and he realized the potential of a mill which could card wool for the farmer’s wives to 
spin into clothing. Five years later, the mill was in operation which was consequently torn down. The second burned in 1871, was 
rebuilt and burned again in 1902. Riverdale Knitting Mills made a large number of long underwear which warmed settlers to western 
and northern Canada. The first evidence of settlement in Sligo after the railway was the construction of two homes on Lot 2, 
Concession 2 West, one of which was occupied by Joseph Sithes, section foreman on the Credit Valley Railway. More employees were
required at the quarries and mill with the result of the need for more homes and lots. Consequently, the village was surveyed into lots 
in the fall of 1883 and after an auction sale, all the available property was gone.
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There were large number of sheep in the area and he realized the potential of a mill which could card wool for the farmer’s wives to 
spin into clothing. Five years later, the mill was in operation which was consequently torn down. The second burned in 1871, was 
rebuilt and burned again in 1902. Riverdale Knitting Mills made a large number of long underwear which warmed settlers to western 
and northern Canada. The first evidence of settlement in Sligo after the railway was the construction of two homes on Lot 2, 
Concession 2 West, one of which was occupied by Joseph Sithes, section foreman on the Credit Valley Railway. More employees were
required at the quarries and mill with the result of the need for more homes and lots. Consequently, the village was surveyed into lots 
in the fall of 1883 and after an auction sale, all the available property was gone. 

Lumber to build the new Sligo homes at first came from Haines Mill in Cheltenham and the Spalding Mill in Boston Mills. As both of 
these communities to the south were serviced by the Credit Valley Railway, lumber could be shipped to Sligo within a day. After 1883,
lumber was purchased from W.C. Thompson's planing mill which was constructed in the vee formed by the junction of the two 
railways of Sligo. Power to run this mill came from a portable steam engine; later to be replaced with a built-in boiler and stationary 
steam engine. 

Chapter 7                                                                         37                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

Few homes were built of brick, for Sligo Junction attracted a working class people who could not afford this luxury. Bricks which 
were obtained from Milton and Brampton required up to a week to reach Sligo and were made more expensive owing to the high 
transportation costs. Realizing the potential offered by the new survey, David Graham, bought twenty lots and built ten homes. 
Records indicate that payments for the homes were made without default and were as low as $5.00 per month. The strong English 
background of the Sligo pioneers and builders such as David Graham influenced the architectural style of homes. Steep roofs, pointed 
arches, rounded dormer windows, rectangular windows, vertical siding, cross gables and often porches and balconies, typical features 
of the Victorian gothic architectural style characterized the newly built Sligo homes. The Sligo village plan is suggestive of the ethnic 
background of the builders, for the layout is distinctly English oriented. Homes were built closely together without garages or lane 
ways and little road allowance. The period of the l880's in Ontario was still very much the horse and buggy age and this accounts for 
the compactness of the village. To the newcomer, Sligo represented a typical English village. Recognizing the social needs of the new 
residents, Mr. William Linfoot built a hotel south of the railway tracks in 1877. 

By catering to commercial travellers and also providing the locals with a place to eat, drink and socialize with their friends and 
neighbours, Linfoot prospered financially. Sligo's increase in population also created the need for a number of small shop industries. 
James Graham's General Store came first; quickly followed by a blacksmith and wagonmakers shop south of the tracks and operated 
by Thomas Ireland and John McCague respectively. Both of these businesses were operational by 1884. The next commercial business
was a butcher shop started by John McCannell in 1886 on the premises built by Thomas Oliver. 

McCannell lived in the Oliver house but sold most of his meat from a covered wagon with his slaughter house being situated beside 
the Credit River. McCannel1 sold his business to Wm. Jameson who transferred the operation to a small shop on the west side of 
Dufferin Street. Mr. George Merry built the next store at the corner of Dufferin and McKenzie Streets in 1886. In addition to building a
general store, he installed a bake oven and started making bread. Mr, David Hopper ran the general store and his brother Allan sold the
bread from a delivery wagon. In the early l900`s after a succession of owners, the bake shop was rented to E. Trought one of the 
teachers in the Sligo school. Sligo also had a livery business established in 1877 and some of the proprietors during its short life were 
Jameson, IT. McCanne11 and Robert Johnson. Agricultural activity in the Sligo area from 1830-80 was mostly subsistence in nature.

As the town grew in size, many of the local farms converted to beef and dairy operations, at first providing the local residents with 
dairy and meat products and later selling their products to larger markets such as Brampton and Toronto. Sligo barns were designed 
after the central Ontario barn style which had proved to be quite adequate for the keeping of large beef and dairy herds. Many of the 
farmers grew mixed crops such as wheat and barley and stored their grain in James Graham's granary built in 1886. From there it was 
shipped via the railways, through the Port of Toronto to the ever beckoning markets of the United States.
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Geography to a great extent, determines the degree and depth of social activity in a town. In the case of Sligo, the residents were 
extremely community conscious for they depended upon one another for their very existence. By sharing common problems of home 
and work, together with isolation as a result of restricted transportation and their similar ethnic backgrounds and religion, the high 
degree of development of the Sligo social life is easily understood In 1886 an incorporated company was formed to build a community
hall, The shares were $10.00 each and sixty shares were sold. A further amount of $300.00 was raised by entertainments and small 
subscriptions. 

Fraternal societies formed were "The Independent Order of Good Templars', `Ancient Order of United Workmen', "The Home Circle' 
and "The Independent Order of Foresters`. Meeting at least once a week, these societies often called upon the local talent of singers 
and reciters to entertain the members. Social activity in Sligo was not restricted to the community hall however, for parties and dances 
were regularly held in the farmers` homes. Considerable socializing occurred at John McCague`s wagon shop where many of the 
farmers would drop in after they loaded the early morning train with milk. 

Joined by the blacksmith. hotel keeper and others, discussions began and covered a variety of topics. As an illustration of the 
awareness and concern of the early pioneers for the political elements and the need for reform in government emanating from Toronto,
a story is related that after the battle of Montgomery's Tavern, William Lyon MacKenzie sought refuge offriends. It is told that one of 
his friends was Archibald McCall and that he hosted and protected MacKenzie from the pursuing troops. McCall lived on Lot 3, 
Concession l, near what is now called Sligo. These were the stories that were discussed and the shopkeepers, hotelkeepers, blacksmiths
and others related these stories so well that even to-day their descendants argue about the very same things as if they had just 
happened. The Presbyterian faith was one of the main religions in the Sligo area and understandably, for many of the pioneers such as 
the McCalls, and McCannells originated from Scotland. 

There was also a strong sampling of people that associated with the Methodist faith and as there were no religious services held in the 
early days of the village, a Sunday School was started in 1884 in part of the woollen mill. In 1886 this Sunday School was held in the 
new public hall and continued as a community undertaking. In 1884 a Methodist church was built in Inglewood on the northeast corner
of Dufferin and McDonald Streets with the minister's residence alongside. 

The first schoolhouse in the Inglewood area was built on the extreme northeast corner of the Balmer farm, Lot 4, Concession 2, west. 
The building was of frame construction and built just inside the fence with only the road allowance for a playground. 

A story is told that T,H. Graham, grandson of David Graham, while attending the school for two days as a visitor, was not enthused 
with his school experience since it consisted of sitting on a long hard wooden bench without lessons to study, while the other students 
worked. In June 1871, a new brick schoolhouse was erected on Lot 5, first Concession. The school children liked this location better 
because of the small maple bush which led to the two swimming holes on the Credit River, Arriving late to school was a common 
occurence as some students had to walk as much as five miles. Other services in Sligo included the Post Office in Graham's General 
Store and the library in S.C. Walker`s Hardware Store.
The railway effected great population changes in the towns of Inglewood and Cheltenham. As an example from 1880 to 1900, 
Inglewood doubled in population while Cheltenham, a close neighbour, which had reached its peak population when the railway came 
through in 1879, declined. Inglewood owes its origin to the pioneers; its economic and population growth to the railway and its 
cultural traits to the inhabitants. 

7-17 Forks of  The Credit: (mile 45.7)

Includes excepts from the book “Cataract and The Forks of The Credit A Pictorial History” by Ralph Beaumont © 1974 (now out of 
print).

There is no record when the district or little hamlet of Forks of Credit was established. Sometime after 1812, a group of United Empire
Loyalists emigrated from the United States and others from the British Isles, settled on a small section of land which included the 
present Forks of Credit and Brimstone. The 1859 Tremaine map lists it as Adjuda, the 1877 Pope map lists it as Credit Forks. No doubt
the latter name was devised because the northern and the western branches of the Credit River met at that point and continued on to 
Lake Ontario. It was after the railroad went through and they put the name, "Forks of Credit'' on the station, that the name was 
changed. The area is famous for the quarries which were quite active in the 19th century.  The popular Credit Valley stone was used to 
erect three famous buildings in Toronto, namely the Parliament Buildings, Old City Hall and Knox Presbyterian Church. The land 
from Cataract to the Forks of Credit was once owned by Richard Church. The Nunns, MacDonalds, Gibsons, Roberts. Forbes and 
Lovells were among the first settlers. They lived a simple life as did all pioneers of that period of time. 
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The 3rd Line, known as the Dominion Road, between Cataract and the Forks of Credit, was opened sometime before 1850 and ran 
along the west side of the river.

However, when the railroad came through in 1879, it was decided that that was the best route for the rail line and so the road was made
on the east side of the river. 

 

Forks of  The Credit Trestle:

In 1879 the Credit Valley Railway came through and the establishment of a station in the vicinity was of utmost importance. The 
surveyors began to search for a route up the Credit River towards Orangeville. They found the west branch of the Credit River towards
Belfountain. They found the grades too steep and the route was abandoned in favour of the main River Valley. In order to cross the 
west branch of the Credit, it was necessary for the railway to build a trestle; the famous Forks of the Credit trestle... the longest trestle 
in Ontario in 1879, and at its northern end was the station that served Belfountain; the Forks of the Credit Station. The meeting of the 
two branches of the Credit River took place at Forks of the Credit where a most impressive trestle for the railway was built. It was 
1,146 feet long and 85 feet high, the largest in Ontario at that time. 

In 1888, the base was reinforced by dumping car loads of gravel through the trestle forming a large embankment. In 1907, the Elora 
train went off the tracks at Forks of the Credit. It was known as the Great Horseshoe Wreck, and was a special train going to Toronto 
Exhibition. Several people were killed and 105 were injured. As a result of the coming of the railway, the quarries sprang up all over 
the Credit Forks area and Brimstone and the Forks of the Credit became thriving communities. Three stone quarries employing 400 
men provided stone for the Ontario legislative building at Queen's Park in Toronto, the old City Hall and many majestic University of 
Toronto buildings. 

As both of these villages prospered, so did Belfountain since it became the centre of commerce for all three ... it had the mills for grain
and lumber, it had the stores and provided housing for most of the quarry management and some of the skilled workers. Frank Shanley,
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. 
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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. 
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. 
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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. Platforms, used as refuges and for 
fire barrels, were located on some of the longer trestles. 
The exact placement and number of platforms varied over time, so check photographs for the era being modeled. The platforms were 
generally supported on two pieces of 4" x 8" timbers, inserted between the ties, similarly to the bridge number boards. The platform 
floors and railings were fabricated from whatever lumber was available, typically 2" thick and 6", 8", 10" or 12" widths. 
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Quarries:
The settlers soon discovered that the high cliffs were made of limestone rock and so the Forks of Credit became the heart of the quarry 
business. No. 1 quarry was located one mile below the folks of Credit on the 2nd Line and was owned by a Mr. Myers. a Toronto 
lawyer. No. 2 quarry was owned by a Mr. Pattullo, a lawyer of Orangeville, and it was located about 150 yards east of quarry No. 3. 
No. 3 "York's Quarry", was on the 3rd Line south of the Forks of Credit and this quarry (mine) ran under the "mountain" for a long 
way. No. 4, known as "The Crow's Nest'' consisted of three quarries, one about a half mile along the old road which followed the 
western branch of the Credit River toward Belfountain and the other two on the opposite side of the road. No. 5 quarry also consisted 
of four ''mines''. Two were on the south side of the present road to Belfountain while the other two were on the north side. No. 6 was 
above the Forks of Credit Railway Station. by the railway tracks. Some English miners worked these last two mines and they linked 
them with a tunnel. The entrance to one of them was located about 50 yards above the station facing Brimstone. One day the tunnel 
caved in - fortunately the workmen were out eating their lunch so no lives were lost, but. their tools and equipment were. On the 
opposite side of the river was "The Big Hill" quarry. 

 

On the top was a tower to support a three inch steel cable line which supported the main weight and extended across the river to the 
hill behind the railway station. A smaller cable was attached to a steam-operated drum which hauled the immense blocks of stone in a 
cable-car to the waiting flat cars on the CPR railway siding. The owner, Kenneth Chisholm, whose family settled in Brampton in 1818,
was a merchant in Brampton for nine years, warden of Peel County for three terms and M.P.P. for Peel County 1873-92. Chisholm 
later sold to John McKnight. Forks of the Credit had always been an industrial centre in the 1870's due to the two branches of the 
Credit which met there. Price's dam and sawmill was probably the first such operation, being located almost directly below the present 
C.P.R. trestle. 

At the peak of the operation stone was quarried for the Ontario Parliament Buildings and Toronto City Hall, as well as buildings in 
other centres. The late John Longstreet, often told of the days when he walked from Belfountain to the quarries, worked ten-hour five 
days a week and nine hours on Saturday. 
The pay was 12 1/4 cents an hour, payday was once a month and he averaged $7.38 for a 59-hour week. The miners worked an hour 
less a day and not down a shaft. as it might be presumed, but from the side of the mountain. While many hardships were endured and 
no doubt in some cases, with tragic results, one incident is still recalled by a few. 
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Old John Homer was hired to drive the dray (waggon drawn by a team of horses) for the local hotel keeper in Belfountain transporting 
men to work in the quarries each morning, picking them up and bringing them back to the hotel in the evening. One night. as the team 
and waggon, loaded to the hilt with tired and hungry men. approached the bridge over the river at the entrance of the park, something 
went wrong. The team and waggon missed the bridge and upset into the fast flowing waders below. Homer held onto the horses' reins, 
most of the men hung onto their seats or clung to the side of the waggon, the horses floundered through the water to the backs on the 
other side . . . but one poor fellow lost his hold, was carried down stream in the icy watery, meeting a tragic end. No one seems to 
recall his name! 

Around 1890, Carrol and Vick Co. of Toronto bought all the quarries except No. 1 (Myers). It was this company which built a lime 
kiln and a brick kiln at the east end of the railway trestle. They went to Europe for the plans and the chimney was supposed to go as 
high as the mountain. 

In two or three years time, the fifteen or so ovens, in the quarry-stone building, fell idle due to a down draft in the chimney, and the 
operation closed. The northern branch of the river was dammed up and a sawmill was built on a bend in the river about a hundred 
yards above the Brimstone bridge. Here shingles and other building materials were made. 

A large boarding house, for the many quarry workers, was built along the old Forks road leading to Belfountain, and was in use for 
many years. Many similar facilities line the river but the advance of the railways enabled the exploitation of the Forks' true resource, 
the quarries. Great quantities of limestone, sandstone and freestone exist at the Forks, and due to their hardness and purity are among 
the best in Ontario. By the 1880's the valley had assumed the appearance of a western mining town. Over 400 men were employed by 
the quarries, the unskilled quarrymen living in Brimstone and the Forks while the stone cutters or skilled tradesmen lived in 
Belfountain and commuted each day by waggon. Blocks ranging from 0 to 9 tons each would be blasted out, dressed by the stone 
cutters and transported to the railway. 

The peak period of operations came in 1886 when construction of the Ontario Parliament building was begun. All the exterior 
stonework for that structure, the Toronto City Hall and many University of Toronto buildings came from the Forks of the Credit. The 
quarries changed ownership and locations many times and are therefore difficult to trace, although there existed primarily three groups
of operations. These roughly existed in the triangle formed by the main section and two branches of the river. All quarrying methods 
were similar, but the procedures of transporting the rock to the railroad are the distinguishing features of each operation. Near the town
of Brimstone, the "Big Hill" quarry was owned originally by K. Chisholm and then by John McKnight, and used an overhead tramway
to transport the immense blocks of stone. A two inch cable supported the main weight and extended the full width of the valley, while a
smaller cable attached to a steam operated drum hauled the stone across. 

The rock would then be lowered onto flatcars waiting on the siding above the Forks of the Credit station. A story has been told of a lad 
by the name of Bert Tuck who walked the cable in the early 1900's. He performed the feat on a wager and apparently collected. The 
Forks Quarries were numbered one through four and extended along the main wall of the valley, adjacent to the C.P.R. tracks. Sidings 
were built to the base of the escarpment but the rock had to be handled down the hill. 

To accomplish this, a miniature single tracked tramway was constructed up the face of the incline. A passing track was built at the 
midway mark where the two cars met, the system being entirely gravity powered. By means of pulleys, the loaded cart would simply 
pull the empty one back up the hill. Remains of the cables and diminutive rails may still be seen strewn among the unused rocks, just 
to the right of where the Bruce Trail crosses the railroad tracks and climbs the hillside. The third complex of operations were known as
the "Crow's Nest" quarries and lay on the Belfountain branch of the Credit one half mile from the Forks. At one time, a railway siding 
ran from behind the C.P.B. depot, crossed the Forks Road directly at the hairpin turn, and wound its way up the valley. The face of this 
quarry is the most easily recognizable of the three as unused rock litters the ground where the loading onto the railway cars took place. 
The best route to the spot is to follow the abandoned railroad grade. 

Two unused bridge abutments of quarried stone lay less than 100 yards from the road and point the way to the site. The blocks of stone
were not the only attraction to the quarrymen at the Forks, for large deposits of clay led to the forming of the "Credit Forks Tile and 
Brick Company? Their major building was located in a hollow just north of the Forks station. The quarries had begun to decline in the 
1900's due to the use of concrete as a building material, but J. McKnight's brickworks managed to keep the area open at least until 
1925. A dam was built on the Belfountain branch of the Credit just above the Crow's Nest quarries for the purpose of supplying power 
to a projected china and plate factory, although the clay proved too inferior to be utilized for such a product. The machinery was long 
housed in the old store and post office upstream from the C.P.R. trestle, but was eventually sold and moved out.
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McLaren Castle:
In 1802 James McLaren, only son of James McLaren and Janet Ferguson of Callander, Perthshire, Scotland, arrived in Ontario in the 
Chatham area, where he met and married Mary McNabb, a naive of Argyleshire, Scotland. Hearing of the high elevation north of 
Toronto, they gathered together a few belongings and with their small son, Alexander, set out in 1820 for the area which later became 
known as the Caledon Mountain, just south of Belfountain. They found the climate to their liking and as it resembled their native 
country, chose a spot on the mountain's edge and built a home. Clearing the land was the next step and they worked long hours. Mrs. 
McLaren was known to walk 40 miles to Toronto, carrying in her apron a quantity of sugar, which she traded for a logging chain to be 
used in clearing the land, and then returning the 40 miles, carrying the chain. Three sons and a daughter were born to them. When 
Alexander grew older it was decided he should attend Geneva College in New York State to study to be a doctor. However, after some 
time, his mother could no longer bear the separation, so he returned to the home farm. In 1851, when almost 31, he left for the British 
Isles where he traveled through England to Scotland and the Isle of Inlay to visit relatives, Morrison by name. Some of these relatives 
emigrated to Canada the following year and the daughter of one of the Morrison girls, Isabella McNabb became his bride in 1856 and 
they settled in a log house on 300 acres which the family had acquired west of the original farm. Alexander had seen the fine old 
castles in Scotland and had dreams of building such. 

 

Consequently in August of that year he obtained the services of a Mr. McGregor, a stone-cutler and got the stone-cutler's tools 
sharpened at 'Tubtown'' or McCurdy's Village, which later became Belfountain. By September they were quarrying stone on the side of
the mountain east of his father's farm and by the end of the month had finished laying the sills. 

During this time, Alexander kept busy - attending meetings concerned civic the ''Separation Question'' and the “Reserve Question”; 
traveling with his threshing machine doing the neighbours' threshing; acting as legal advisor for the neighbors, writing deeds, wigs and
assignments. In 1857 he spent some time negotiating for a railroad to run between Brampton and Owen Sound, and also was 
instrumental in obtaining a grant from council for the purchase of a lot on which to build a school. In 1860 he was responsible for the 
forming of The Good Templar Society. For a time he was owner of the Brampton Times, which he sold in 1862. 

In May, 1863, he was Reform candidate for the County of Peel, but the party was defeated. In the meantime, work processed on the 
castle with quarry stone hauled to the site, and in January, 1864, the joiner work was let to John Muir, for $320. Plans were drawn up 
by a Toronto architect and by May 26, 1864, stonemasons, Smith and Perry began work. The first joist was laid June 22, 1864 and the 
cornerstone, July 4. Painters were hired, glass for the windows bought Abramson, pendants for decorating purchased in Erin. On Nov. 
11 the first chimney was built and on Nov. 16 they began stoning the well which was approximately 45 feet deep and located in the 
caste's full-size basement. 
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The family moved in on Dec. 31, 1864. By this time there were four children, James. Mary Ann, Grace and Flora. Two more boys, 
Duncan and Donald were later born in the castle. The castle was of Norman design and a replica of a castle in Perthshire, Scotland. 
The walls were double and constructed with air ducts between for insulating purposes. On the east corner was a tower, 51 feet high. A 
winding stair, having 82 steps, was built in its interior to permit sightseeing from the top of the tower. On very clear days sail boats 
could be seen on Lake Ontario and (with the aid of a telescope) Brock's monument at Niagara. The main entrance at the east corner 
was of Gothic design in a huge oak door opening into a long hall with rooms on either side. To the left a portion of the building was 
built in a horseshoe shape. This section was known as the library, book cases being b cult along one side. To the rear was a small room 
later used as the Grange Post Office. Across the hall was the main sitting room, with folding doors leading to the dining room. To the 
left of the dining room was the servants' dining room with a serving window. In the west corner was the large scullery or kitchen with 
flagstone floor and the butler's pantry along the north side. The north corner of the castle had a square tower containing rooms which 
were part of the living quarters. The first floor room was finished with birdseye maple and used as a guest room, while the second 
floor room was part of the nursery adjoining the master bedroom. Altogether there were four halls and eighteen rooms including nine 
bedrooms, with 12 foot ceilings. In the basement beneath the scullery, was a huge stone hearth and bake-oven. The front of the oven 
was built in an arch shape and the door was of metal. To prepare the oven for baking, a fire was built on the hearth heating the stones 
to the required temperature. Then the fire was raked out and the loaves of bread placed on the warmed stones. 

It served a double purpose, besides being used for baking it was purposely built with large stone pillars on the corners to support the 
flagstone floor above. At one time there was a large cylindrical drum type furnace in the basement. This was discarded after a come 
and stoves used for heating. In the years to follow, many distinguished guests were welcomed at the castle one of them being 
Alexander McLachlan, a Canadian poet. On one of his visits an autographed copy of one of his books of poems was presented to his 
host. By 1866, Alexander McLaren again was involved in political life and was elected reeve of Caledon Township, being h member 
of that council for 18 years. He was warden of Peel County in 1880. In 1866 he was also made a justice of the peace. He spent much 
time surveying the Credit Valley and evaluating the property in preparation for the building of the Toronto, Grey and Bruce Railroad 
Co. For this a grateful community rewarded him with a complimentary dinner at Caledon in 1870 with ''36 gentlemen present”. He 
also helped to put through the Credit Valley Railway and for this he was given a life railway pass which he refused to use. He was 
instrumental in forming ''The Grangers'' the first United Farmers groups and meetings were held in the attic of the castle. The women 
often met for quilting and sewing bees. Miss Mary Sterrit began to teach school in 1875 to the children of the neighbourhood as the 
local school was several miles distant. A music teacher was also brought in . . . life was very busy and also very interesting. 
The Grange Post Office was kept at the castle for forty years. The mail was brought in on horseback from Caledon, the courier 
delivering mail enroute to Sligo Post Office. This was situated in the home of the Bell Family who lived where the Caledon Mountain 
Trout Club is now located.

McLaughlin Bottling Works:
Moving downstream, the next major industry may be said to have been the bottling works of J. J. McLaughlin. If you walk down the 
C.P.R. tracks from Cataract towards the Forks, it was located on the right band side a mile out of town near the Cataract yard limit 
sign. McLaughlin had been bottling soft drinks in Toronto during the l880's but water in the city soon proved to be unsuitable for his 
needs. The layers of compact clay marls in the Credit valley created many springs that flowed from high on the hillsides, one of these 
being chosen as the supply source for his business. A small frame building was erected in 1911 in which the 5 and 10 gallon jugs 
would be washed, filled with the clear spring water, and shipped down to Toronto by rail. Originally, the operation was known as 
"White Mountain Spring Water" although many bottle caps have been found bearing the logo "J.J. McLaughlin-Hygeia Waters". Billy 
Scott was the plant foreman for most of its life and although he was one of the village fighters, actually taught Sunday school at one 
time. Charles Forbes worked at the plant during his summer vacations from school in the year 1910. He recalls that while Billy Scott 
was a hot-tempered man, he proved to be a fair boss. On one occasion, an inspection trip was to be made by company officials. 

Even though the day's work had been completed, Scott told Charley and another employee to look busy at least while the train carrying
the brass went by. The plan was to wheel a trolley full of bottles at top speed into a boxcar sitting on the plant siding. The train was 
heard approaching and at the opportune moment the lads rushed forward with the cart, but were unfortunately unable to stop. They 
entered the boxcar at full tilt and sent the trolley right out the other side, smashing countless bottles on the C.P.R. tracks. McLaughlin 
had observed the entire proceedings from the vestibule of the rear car and even though the boys had time to clean up the mess before 
the train arrived in Cataract, it would have been interesting to hear what Scott had to say when the officials arrived at the plant by 
buggy. The bottling works were closed in the 1920's as tanker trucks superseded the shipment of water by rail. At the time, 
McLaughlin developed a new beverage that is now known nationally as "Canada Dry Ginger Ale". The building was razed in the 
1950's and the railway siding torn out, but Canada Dry trucks are still seen making occasional trips to the spring when emergency 
water is needed.
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McCurdy's Silver Mine:
Stories have been previously written of the “Gold Rush” in the Caledon Hills but the story of Mccurdy's Silver Mine has only come to 
light recently. It ties in to the time of the Caledon “Gold Rush” as related in Ralph Beaumont book “Cataract and the Forks of the 
Credit” but differs in locale, since the “Gold Rush” took place in the area north of the Forks of the Credit and south of Cataract while 
McCurdy's Silver Mine was located just to the east of Belfountain and west of Forks of the Credit. Legend tells that the lust for silver 
drew men from “Muddy York” to the hills of Caledon and many perished on the trails that led into the wilderness of the undeveloped 
and unpopulated Township of Caledon. Most came on foot, ill-prepared and many turned back before it was too late; many also 
perished enroute but those fortunate (or unfortunate as it turned out) to arrive found neither the gold of the Cataract area nor the silver 
of the Belfountain hills. Beaumont's book states that in 1818 “one of the gold seekers, William Grant by name, did manage to discover 
a peculiar brackish spring just below the falls at Cataract”. The spring contained salt and salt was almost as valuable as gold. 

In 1820 Grant and Matthew Crooks formed an expedition to mine the salt and they established a small settlement of shacks nearby and
named it Gleniffer. In 1850, the abandoned Gleniffer became Cataract. Unfortunately none were as lucky in the rush for silver near 
Belfountain yet the lure of silver must have been as tempting as the Cataract “Gold”, for the area was covered by men looking for a 
way to instant wealth. Years later; when McCurdy was operating his mills on the Credit in Belfountain, he became involved in trying 
to find the silver that he had been led to believe had been located to the east of the village. 

He began to dig in the area that is today known as the Devil's Pulpit and stories are told of the pieces of silver that were taken out of 
the area and lugged all the way to York. It is quite obvious that no silver was found in the area since the rocks are sedimentary but it is 
conceivable  that both “fools gold” (chalcopyrites) and gslena (lead) were located in small quantities. The chalcopyrites give credence 
to the stories of gold and the galena, which shines and glitters like silver when freshly cracked from the rock, leads one to believe that 
“McCurdy's Silver Mine” possibly could have existed. Indeed it is quite a story, made more believable by the fact that the area was 
once more the scene of sample-taking by geologists who very quietly, checked the area, took samples away and, as the story goes, told 
some of the local inhabitants that they had indeed discovered a large deposit of valuable minerals. They were supposedly killed in a car
accident enroute to Toronto to report their find. And so, the gold rush-silver mine legend lives on today. As a final note to the Caledon 
Gold Rush - McCurdy Silver Mine episode, there is a depression not far to the east of Belfountain known locally as Hogg's Hollow; it 
is reported that in this hollow, was a shaft where miners worked to start a silver mine. Today few of the local inhabitants know even of 
the location of Hogg's Hollow, while even fewer know the tale of McCurdy's Silver Mine.

Chapter 7                                                                         47                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

7-18 Church's Falls (Cataract): (mile 48.3)

Includes excepts from the book “Cataract and The Forks of The Credit A Pictorial History” by Ralph Beaumont © 1974 (now out of 
print).

Cataract, formerly Church's Falls, a post village in Cardwell co., Ont., situated in a deep valley on the S.W. side of Caledou Hill, 3½ 
miles from Alton. The River Credit runs through the village affording good water power. It contains 3 woollen mills, 1 saw mill, 1 
grist mill, 1 brewery, 1 flax mill, and a telegraph office. Pop. (1873) 200. Postmasters  (1871) Richard Church

“Approaching another depot we start to slow again. On our left appears another track slightly above us and soon this line reaches our 
level and we merge. We have arrived at Cataract population 300. For the traveler leaving the train at this station, with its array of 
sidings, engine stall and turntable the scene is all 'railway' until one looks out over the valley. The view is breathtaking. Directly below 
the station is the Credit River and less than half a mile south is the Credit Falls, the site of Church's Mill. Somewhere in the vicinity is 
supposed to be a salt spring which once gave rise to a thought by a certain Mr. Grant to utilize the spring as a source for salt; however 
none was ever found or produced.  Cataract lays claim to the Credit Valley Gold Rush begun in 1818 by a rumor that "gold" had been 
found there. People quit their jobs and began to roam the hillsides. Like the salt no gold was ever found and had it not been a railway 
junction Cataract would probably exist only as a memory today. 

As we limber our legs by disembarking from our coach for a few minutes, denote that the town contains a brewery, a large flour mill, 
general store, post office woolen factory, sawmill, a stave and barrel plant, a broom factory and two hotels. Both village and railway 
junction have remarkably been carved out of the side of the escarpment, marks of the engineering and drive of the pioneers of Canada. 
After taking on water and wood we start once more on the upward climb towards Alton.” 
 
First Recorded Encounter:
The Indian populations of Canada had long made use of rivers such as the Credit for fishing and transportation purposes, while more 
than one French fur trader or missionary probably journeyed through Peel County. The first recorded accounts of white contact with 
the Forks and Cataract falls areas in particular, however, date back to the years of early English settlement. Originally known as 
Gleniffer and later Church’s Falls in the 19th century, this place is famous for its beautiful falls. In 1803, a Scottish clerk began a Mill. 
The United Empire Loyalists had ventured north to seek refuge from the American Revolution, giving the Canadas a much welcomed 
boost in population. Even so, the settlements in Upper Canada primarily concentrated themselves around Lake Ontario with few 
extensions inland. Still, an event was to take place in the fall of 1818, one not too dissimilar to that which attracted thousands to 
California some thirty years later. The cry that gold was to be found in the Caledon hills was heard throughout York, resulting in a 
party of hardy souls making for the upper reaches of the Credit. Also, in 1818 there was a gold rush to the area. A number of these men
died in the snows of 1818, and obviously no gold was found. Yet the first encounter with the area had been established. One of the 
gold seekers, William Grant by name, did manage to discover a peculiar spring just below the falls at Cataract. It was found that the 
water ran brackish, attracting deer which would come down the hillside to drink. Salt was of as much value to the early settlers as any 
gold and it was hoped by Grant that a profit could be made by its sale. Returning to York, persuaded Mathew Crooks, his former 
employer, to finance and accompany an expedition to the falls for the purpose of mining and packaging the salt. 

William Grant discovered salt in a stream below the falls and in 1820 Grant and Matthews Crooks travelled to the falls, erected a 
sawmill at its brink and proceeded to build a village of shacks which they named Gleniffer, which is a Scottish word for dream-town. 
An attempt was made at digging, but it was soon found that the salt lay far too deeply into the hillside to be reached with their 
primitive tools.  The project was abandoned, Gleniffer and the ruins of Crook's mill being left in decay for close to 25 years until 
settlement was again attempted. 

Village of  Cataract:
In 1858, Richard Church of Cooksville, purchased the town site for $100 and named it Church’s Falls where he built a brewery, a 
sawmill, a stove factory, heading mill and a grist mill. By 1877 the brewery was closed but there was a large flour mill, large general 
store and post office, large woollen factory, a saw mill and two hotels, besides several residences. Shown as Church’s Falls on 
Tremaine’s 1859 map and Cataract in the 1877 historical atlas when Mr. Church plotted 168 lots. When a post office was established in
1865, with Church as postmaster, Cataract was chosen as the name to avoid confusion with Churchville, to the south. With the opening
of the mills, the village expanded to the point where others were able to shake Church's predominance in the town. An indication of his
dwindling influence is evident in that with the coming of the railway, the town's name was changed from Church's Falls to Cataract in 
order to avoid confusion with the village of Churchville to the south. As the town was a junction of the railway, perhaps its most 
noteworthy buildings were the hotels. Two major ones existed at the “turn of the century” which made for quite a rivalry. The 
establishment most familiar to passers-by is the "Horseshoe Inn". 
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Junction House and Livery (1900)

It started its life by housing the first hotel of the village prior to 1870, although no information has been found to date the building 
exactly. The rowdiest days of the Inn's existence probably occurred while it was under the ownership of Mrs. William Glen, the 
operation at that time being known as "Glen's Dewdrop Inn". John Deagle, who owned the power plant, often treated the boys to free 
drinks. A drinking competition usually emerged, but Deagle always seemed to be left standing while the others staggered to the door. 
Unknown to the participants, Deagle was a tee-totaler whose drinks were nothing more than cool tea. 

This inside joke between Mrs. Glen and Deagle went on for a number of months before it was finally exposed. While the "Horseshoe 
Inn" enjoys prominence to-day, the "Junction House" was perhaps the better known of the two as far as 19th century travellers were 
concerned. Frank McEnaney was proprietor of the hotel, having it constructed of brick and quarried stone in 1880. 

At its peak, the "Junction House" sported a fine stable as well as a small garden complete with a stone fish pond bearing the 
McEnaney name on its side. The McEnaneys were Irish immigrants and a mainstay of the town; with Frank being the hotel keeper, the
sisters running the store, and the brothers working for the Canadian Pacific Railway. The "Junction House" was always the centre of 
activity, with railway passengers passing the time at its ample bar in lieu of the depot waiting room. Many a gala party was held at the 
hotel and many a fight broke up the proceedings, although the participants of the frays usually ended up being dunked in the fish pond 
by Frank. 

In 1880 the power plant was built from one of many grist mills to this area. It then became the first power plant in Ontario, under the 
hands of John Deagle, who operated the station until 1923 and put power into many places in this area. The project that resulted in the 
permanent settlement of Cataract was one initiated in the early 1850's by Richard Church of Cooksville. Church had previously made 
his money by buying and subdividing land in that town, but with the filling up of land in the southern reaches of Peel County was 
forced to look north for further opportunities. 

The abandoned village of Gleniffer caught his eye, and with the adequate water supply of the Credit close at hand, lent itself perfectly 
to development. Church purchased the townsite for the grand sum of $100.00 and on his arrival in 1858 christened his new hamlet 
“Church's Falls”. Being one of the earliest land developers in Upper Canada, his plan was to create a self-sufficient community, 
complete with industry. Over 168 residential lots were surveyed in the bush on both sides of the river, while the lowlands of the Credit 
itself were zoned for the industry which will be mentioned in detail in the next section of this booklet. In the main town itself an 
organized, if not overly-extensive, street system was mapped out. Each road bore the name of one of his children, although many of 
these streets were left in the projected stage and never actually opened. 

In 1865, the Cataract Post Office was opened in Church's store, with Church himself as postmaster. He quickly became involved with 
the industrial aspect of the town and with the marrying of his daughter Mary to a Mr. John Howard, the duties of postmaster were 
turned over to the latter. Howard later became the village's telegraph and station agent for the Credit Valley Railway. 
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Pat McEnaney was your typically Irish-tempered lad, who on one occasion while in his brother's bar, came to discussing the street plan
of the village with a local farmer. It seemed that the man was going to fence off land in the village on which some of the original 
streets had been surveyed but never built. A heated argument ensued and even though the fences went up, Pat had the last say. He was 
sure that a road could not be blocked off if travelled at least once a year, and with this he hitched up his horse "Brandy" to go for a 
ride. Using an old town plan, Pat wound his way up and down the farmer's field and every time he encountered a fence it would simply
be cut and pushed aside. The two men went to court over this but Pat won out, it eventually becoming a yearly event for him to take 
the village children for a ride through Cataracts "streets". The "Junction House" played its important role as Cataract's meeting place, 
but the most notable single event of its life occurred during the snows of 1883, in that year, two Credit Valley trains were stuck tight by
the storm and unable to move. The McEnaneys accommodated both passengers and crew for close to a week. When the bill was 
presented to the C.V.R., the superintendent told Frank to simply double it as gratitude for the emergency service his hostelry had 
provided. All rural communities of the 19th century possessed churches, Cataract being no exception and at one time able to support 
three. As the labourers in the mills were predominantly Irish Catholic, St. Patricks was perhaps the best established in town. 

The land for this diminutive brick building on Thomas Street was purchased from Anne McEnaney for $25.00 in 1890. It saw 
continuous use, parishioners travelling all the way from Erin to attend Mass. With the decline in population, services became 
intermittent in later years and were eventually discontinued. The building now serves as a private dwelling. 

 

The second church of Cataract was that of the Methodists, or rather the Scot teetotallers of the community. It was situated adjacent to 
the "Horseshoe Inn" on the opposite side of John Street, which is still barely discernible as branching from the main road. Mrs. Deagle 
was the organist for the church and was never hesitant to begin the closing hymn should the speaker become too long winded. Services
were suspended by the 1920's, and although used as a private dwelling, it eventually fell to decay and was razed. 

Chapter 7                                                                         50                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

The Anglican Church of Canada at one time had a mission stationed in Charleston (Caledon), the duties of the preacher there being to 
ride the circuit through Cataract. These services lasted only the short time from 1876 to 1880. Until the construction of the permanent 
buildings in the 1890's, religious meetings were held in private homes of local residents. Cataracts school was officially "S.S.No. L4” 
and was located on the north side of Highway 24 near the road's overpass with the C.P.R. tracks and the Credit River. The land was 
purchased from the Coulters in 1879 for $50, and a small brick schoolhouse was erected. Perhaps its most achieved student. was Miss 
Marion Cameron who won an essay contest for all of Canada and was awarded $500 for writing a letter to the Queen. Literary 
meetings were also held at the schoolhouse in 1902 and often developed into heated discussions with the guest lecturers. 

Industry:
The driving force that led to the settlement of the Cataract and Credit Forks areas was not farming as it is to-day. Rather, it was the pull
of the river on early industry due to the Credits potential as a power source in an age before the portable steam or internal combustion 
engine.  Perhaps the first utilization of the valley, outside of hunting and fishing activities, was in the production of wood and timber 
products. In the late l840's, the northern reaches of Peel were scanned for cherry wood, the best native wood available for furniture and
cabinet work. White pine also abounded near the Forks, these trees supplying a great deal of lumber for the first mills and dwellings, at
least until the decimation of that species on the Credit. Even so, the manufacturing industry was not really launched until the arrival of 
Church at Cataract Falls in the 1850's. 

Through his efforts, not only was the town of Church's Falls established, but also the industry that was designed to augment 
agricultural production. Although Church was by no means the only mill owner on the Credit and most of his holdings were sold to 
others by the 1880's, it was certainly he who gave the region its start. We shall organize the discussion of the various industries by 
moving down the valley from Cataract to the Forks. Doing this, it is found that Bell's Flour Mill was the most northerly operation to be
influenced by the town of Cataract. Founded in 1877 by James Bell, the mill ran successfully until the floods of 1912 wiped out the 
dam. The location of the building was almost directly under the present Highway 24 overpass, the road of the early years curving 
downstream and crossing under the C.P.R. tracks. Portions of this road may be easily detected from the bridge near Cataract School. 
While this mill lay a good distance out of town, it was the last on the river before the various mills at Alton.

Church's Holdings:
Continuing downstream, the holdings of Richard Church in Cataract itself give one an idea of the hopes this man had for the town. 
Right from the start, a saw mill, woollen mill and grist mill were put into operation. Also founded by the l860's were a stave and barrel 
plant, broom factory and a brewery. These last three enterprises folded very shortly, the brewery being closed by 1865.  The first three 
businesses did manage to take hold although they were purchased and operated by other individuals well before Church's death in 
1893. The woollen mill was located beside the river where it is crossed by the given road which continues on up the hill along the 
Bruce Trail. It was sold to a man by the name of Ingram in the 1860's, who in turn rented it out to Benjamin Ward. Two of Ward's 
daughters married men by the names of Dods and Algie respectively, Benjamin Ward eventually selling and setting these men up in the
woollen industry at Alton. Joseph Atkinson was the purchaser of the Cataract mill, but the competition with Alton proved to be too 
great. The machinery was removed, the building was left to decay, and eventually burned in 1905. 

Ward's fine house between the river and the railway lasted until the turn of the century when it also was torn down. Nothing remains at
the site but a trace of the dam and clearings where the mill and house once stood. Crook's sawmill at the brink of Cataract Falls soon 
became a hive of activity as it was one of the first mills to be put into operation by Church, due to the urgent need for lumber. It was 
quickly thereafter modified into a flour and grist mill, and eventually was sold to Wheeler Bros, and Brown in 1880. The wooden 
version of this mill burned the following year, and while Brown backed out of the partnership, the Wheeler Bros. rebuilt in grand style.
Stone for the new structure was quarried from directly beneath the falls, creating the cave-like hollow that exists today beneath the veil
of water. During the construction, two men were killed when a man named Scott prematurely lit a fuse during blasting. At any rate, the
new building was finally completed, comprised of three storeys of quarried stone that still form the main body of the ruins. The mill 
burned again in 1885 when it was sold to John Deagle. As his operations were the most unique and long-lived  of any in the valley, 
they will be discussed in more detail later.

From Roads to Railroads:
From the beginning of settlement, Caledon had its system of sideroads and concessions surveyed through the township, Hurontario 
Street (Hwy. 10) emerging as the major thoroughfare. An interesting road once linked the villages of Cataract and the Forks. It is 
unknown when the Dominion Road was first built, but it was probably opened by the 1850's. Originally, it ran through the valley on 
the Credit's right bank. The engineers who surveyed the railway's route in the 1870's decided that this would also be the best route for 
the rail line due to the excessive curvature of the left bank. 
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Consequently, the Dominion Road was relocated to the other side of the valley in 1879, while the present C.P.R. tracks occupy its 
original site. Due to the relocation, the road travelled through the town of Brimstone before winding its way up the valley. At the 
Cataract end, it passed the power plant at the falls and crossed the reservoir on a wooden bridge before meeting the given road or Third
Line. The term "Given Road" is one that may be applied to many backroads in the valley, These roads were theoretically planned on a 
north-south grid section, but as often occurred, obstacles such as the valley prevented strict adherence to the pattern. Where such 
natural obstructions occurred, the road would then be detoured in the most practical manner for the situation. This required that the 
owners of adjacent lots "give" or donate a portion of their land, resulting in the term. The Third Line at Cataract is such a road. On a 
map it is noted that this line is perfectly straight with the exception of its torturous route over the tracks and across the river. Returning 
to the Dominion Road, it is found that it by no means followed any grid pattern and perhaps evolved from a mere Indian trail through 
the bush due to its constant use. The last four wheeled vehicle to pass over the road was an old Model T Ford that carried Charles 
Forbes from Brimstone to Cataract. This was on the night of April 6, 1912, already mentioned as being the time of the great floods. 
The road was entirely wiped out at the Cataract end and never rebuilt due to lack of use. A much greater and influential mode of 
transportation arrived in the valley in the form of the Credit Valley Railway. Cataract was the second major junction point on the line, 
only Streetsville being larger. It was here that the Elora branch, completed in 1880, leaves the mainline and climbs the valley wall to 
reach the flats beyond. At one time the junction was a hive of activity with four passenger trains a day on both the branch and 
mainline, not to mention the immense volume of freight activity in the years before transport trucks and a four lane Highway. The 
turntable pit the once changed the direction of the Elora branch's engines may still be seen following the lead stub by the station. The 
Cataract water tower was nestled in an embankment hollow at the north end of the yards, while the reservoir that kept it filled is 
known to Bruce Trail hikers as the cement-lined pool on the hillside above. 

The Church's Falls turntable, which was unable to handle newer steam locomotives, was removed in 1932. 
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The Cataract Inn:
When dining at The Cataract Inn it is hard to imagine the area's industrial past. This picturesque settlement is located just west of 
Highway 10 through Caledon. The name comes from a waterfall located on the Credit river. The first settlers arrived in the area in 
1818, searching for gold in the Caledon Hills.With the arrival of the Credit Valley Railway in the late 1870s, the town's name was 
changed to Cataract. Almost one hundred years later, just as in the case of other Caledon hamlets along the Credit, there is little 
evidence of the town's thriving industrial past. 

7-19 Alton: (mile 51.2)

Includes excepts from the book “Alton, A Pictorial History” by Ralph Beaumont © 1974 (now out of print).

A post village in Cardwell County, Ont., on the River Credit, served by two railways, the Toronto, Grey and Bruce Railway and the 
Credit Valley Railway. Alton is 44½ miles from Toronto. It has good water power and contains 3 saw mills, 3 Hour and grist mills, an 
axe factory, a woollen factory, 2 cabinet factories, a steam shingle and lath factory,and a telegraph office. There is an abundance of 
limestone near the station. The Caledon Lakes, famed for their excellent trout, are in the neighbourhood. The coming of the two  
railways account for quadrupling of the population of Alton between 1873 (100) and 1880 (400). Postmaster (1871) Mrs. Agnes Meek.

The first inhabitants in the vicinity of the present village of Alton were the Indians who used the river as a trail from Lake Ontario into 
the Bruce Peninsula. Behind the Pinnacle, the large hill to the north which dominates the town, can be found the remains of one of 
their early camps. Due to its height. the site was easy to defend and provided an excellent vantage point from which to spot the herds 
of Caribou that wandered down the valley. This village was perhaps only a temporary over-night camp as no fortifications are to be 
found. Even so. various artifacts, including flint chips not common to the area, have been unearthed, pointing to its use over an 
extended period of time, perhaps 3.000 years ago. The first white settler of the area was Thomas Russel Esq., who arrived in l834. His 
family were the only pioneers in what is now the village limits until the arrival of others in 1837. In 1851, Messrs. Shrigley & Farr 
erected at grist mill, thereby starting the water-powered industry for which Alton would soon he noted. At approximately the same 
time. Robert Meek opened a store to establish the mercantile aspect of the fledgling town. By 1855, the village had grown to the point 
where incorporation was necessary. As well as the initiating of a post office. To do so, however. required that the town possess a name.

A meeting was called but was adjourned in short order due to conflicting ideas of a suitable title. It seems that each settler wanted the 
town named after himself and consequently no name could be agreed upon. A meeting was scheduled for the next week, with each 
person being instructed to write his choice on a slip of paper. One name would then be pulled out of a hat and that be used in the 
town's charter. John S. Meek. who was formerly from the States. had in his possession a newspaper from Alton, Illinois. He took this 
to the meeting. Alton was drawn, and all agreed that it should be the town's name as it was easy to spell and could be quickly 
remembered. 

In turn, Meek was appointed the first postmaster. a position he held until his death. No pioneer town was complete without its 
churches. Alton's first being the Congregational which was founded with the first group of settlers in l837. They met in private homes 
until the erection of their one red brick structure in 1846. 
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The Methodist church was founded in 1850. although they later combined with the Congregationalists. The Congregational Church 
then sat idle for a period of time during which it was partially burned. It was subsequently renovated in l9l8 and is currently in use as 
the town hall and tire dept. building. The present United church was founded and took over the Methodist building of l875. A 
Presbyterian church was erected in l873 but later folded and was used as a private dwelling. Many stores, barbershops, and 
blacksmiths were founded and died in Alton over the years. Their comings and goings are much too detailed for the contents of this 
book. The early buildings that are of interest to the historian and best reflected town life. however. were the hotels. The first in the 
village was established by postmaster Meek in l850. This building changed hands many times over the years and was eventually 
burned. The most prominent hotel was the "Dixie House" built by Archie Dick on the corner of Queen and Main Streets in l870. It was
subsequently rebuilt after a tire in March of l890. 

The third hostelery of Alton was one known alternately as the “Rockview Hotel” or “Rock Inn” and was located to the east of second 
line adjacent to the old Toronto, Grey and Bruce railway depot. It was a going concern in its day, proprietor Dan Milioy being kept 
busy supplying rooms to early day railway patrons. Business gradually declined, however, and when the structure accidently burned it 
was never rebuilt. The fourth hotel was a rough cast building on Main Street owned by a Mr. Sanford. It was apparently a very 
imposing structure with a full length verandah extending across the front and around the sides. It was later rented out as a double 
residence but eventually burned. 

Alton"s hotels seemed to possess a propensity for burning, tire being the demise of the fifth hotel, a building run by John Purdy at the 
west end of town. The first Alton school was the typical log affair ofthe pioneer era. but was shortly changed to a frame and rough cast
structure which eventual burned. The brick school was built in 1875 and enlarged in 1876. Mr Riddell was the first agent at Alton. 

As was mentioned earlier. the main source of Alton`s industrial ambitions stennned trom little Shaw`s creek which flows through the 
town. The drop in elevation along its length proved satisfactory in suppling power to the early mills. While its continuous fow in the 
early years ensured year-round production. One of the first mills to use the stream was a saw mill erected by William McClellan in 
1840. Three other saw mills were operated while the timber lasted and were responsible for the construction of all the early residences 
and commercial establishments in town. 

Use of local wood was also made by a man named Henry Ford who established a small furniture factory near the present town hall. As 
farming and grain production established itself withing the region, a demand grew for grist and chopping mills. The first was built in 
the l840`s by the Wright Bros`, on 3rd line where it crosses Shaw`s Creek. D. McCutcheon built a grist mill to the north-east of the 
village in l863 that was eventually taken over by McKinnon. The mill had been completely renovated. but a line broke out in the upper
storeys in Oct. of l895 and the building was lost. Two of Alton's major industries were the woollen mills of Dods and Algie. Dod's mill.
or the “Upper Mill” as it was known, was a frame building originally built by William McClellan and was reported to have produced 
yarn and blankets as early as 1845. 
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This operation was purchased by Benjamin Ward of Cataract and rebuilt as a stone structure in 1880. and shortly thereafter taken over 
by John M, Dods. William Algie arrived in Alton in the late l870`s. constructing the “Lower Mill” in l88l. 

The Algie mill was a large three storey stone affair which has undergone so many changes over the years that it is difficult to find 
where the original stone ends and the new additions begin. A number of other industries located themselves in Alton and while they 
had little to do with the river's supply of power. are certainly worth mention. The first was Alexander Dick`s Foundry. located beside 
the library on Queen Street and backing on the river. The business was originally started by George Dods in 1850 as an axe and tool 
factory, but was later purchased by Dick and moved to the larger building. Dick concentrated on the building and repair of farm 
machinery in the early years. although soon branched out into bridge building. The majority of early steel bridges in the valley were 
produced in the Alton Foundry and assembled at the site.  The Orangeville Sun newspaper of thc late l800`s contains many accounts of
another "Alton Iron Works" bridge under construction. The only one known to the author as still being in existance. however, is the 3rd
line bridge over the Credit at Cataract. Its ornate builder`s plate has been smashed by vandals, while it is no longer passable for 
automobile traffic due to ice undermining its foundations. 

Very soon. this last example of Alexander Dick's work may meet the scrappers torch. The Foundry building itself was gutted by fire in 
Dec, of 1901 with an uninsured loss of $8000 and was never rebuilt. Another Alton industry was the local building of carriages. sleighs
and buggies by Boggs and Rowcliffe. and subsequently the Barber Bros. 
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James Barber was born in 1846 and at the age of 14 learned blacksmithing under Edwin Rowcliffe. He then ventured to the states but 
on his return to Alton in 1870 started producing buggies in partnership with his brother Sam. The first buggies were of the open type. 
with the later leather topped models selling for $180. The partnership of the Brothers was carried on without any signed agreement 
until the death of Sam in 1910. James retired from the business. over 500 buggies being built in that last year of operation. 

The original frame carriage works burned in l892 but was replaced in 1894 with a large stone building that housed both the Barber 
Bros. and the Boggs & Rowcliffe firm. Everton Barber, James` son. converted the building to a paint shop with the advent of the 
automobile, but the building was eventually sold to the Western Rubber Co. for use as a warehouse in 1950. A point of interest is that 
the building was taken over in 1914 for use as a shell and munitions factory in aid of the war effort. Everton Barber and Alexander 
Dick ran the business. while John Deagle of the Cataract Electric Co. and his assistant. a Mr. Poole. bought and placed the machinery 
and set up the tooling and dies. Over 150 people were employed in the effort. (mostly women). working in two shifts for the duration 
of the war. To-day. The building still stands and has been completely renovated`. the exterior being an excellent architectural example 
of early stone construction and design. 

The last major industry of Alton was the lime quarries adjacent to the Toronto, Grey and Bruce Railway at the far eastern end of town. 
Originally opened by Jamison & Carrol by 1870. they were eventually sold to the Canadian Gypsum 8: Alabastine Co. who operated 
them in the last years. 

Tons of building stone were taken from the area by the railway which constructed an intricate network of sidings to service the 
operations. Two significant traces of the quarries remain. one being a large stone limekiln (still complete with specially prepared 
English tire bricks), and the other, a two storey stone boarding house constructed to house the quarrymen. Both have not seen use for 
many decades and will soon be lost as exceptionally large examples of early Ontario stonework. This especially applies to the 
limekiln, as none of the similar relics in the valley are in such fine exterior condition. Aside from what seems to be an unusually large 
number of fires. the worst tragedy to hit the whole of Alton was the great flood of l889. The disaster is best described by the following 
account. found in the Nov. 14. 1889 edition of the Brampton Conseryator.

Calamity At Alton
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"lt is said to have been just about 3:30 ant. Wednesday. when the water in McClelland Bros.' mill dam succeeded in breaking its 
bounds. The dam had for some time been considered unsafe, and twice during the past year gave trouble by breaking away. The centre 
post of the waste weir gave way levelling all other supports in a moment: a body of water 16 feet deep was at once released and the 
whole 7 acres of water contained in the dam dashed down the valley. Had there been no other dams, the loss would have been trivial, 
but as the waters rushed down the incline it carried off dam after dam, each increasing the fury of the torrent.

Below McClelland`s the torrent launched itself into the dam of B. Ward's and J. Dod's. “Alton Knitting Mill”, which was forced out 
releasing five acres more of water. The rolling mass soon reached the millpond of  Mr. Wm. Algie`s “Beaver Knitting Mills”.  The 
waste weir of Mr. Algie's dam was more strongly built than any of the others, and it is to this fact that many of the inhabitants owe 
their lives. The weir bravely held its own against the force of the water for nearly half an hour, the torrent only escaping after cutting 
through a six foot embankment for a distance of sixty feet. Mr. Algie's mill was completely gutted, the foundatlons being sapped and 
all the machinery twisted out of shape. A boulder of over 3 tons was carried from the vacinity of the dam to the back of the mill, a 
distance of 5O yards, while an iron dye kettle weighing a ton and a half was also playfully lifted by the current and deposited further 
down the valley. 

The next dam on the stream was that of Mr. Alex. Dick of the Dominion (Alton) Foundry. One side of the two storey stone structure 
was undermined and fell with a crash into the river. while the moulding shop of the foundry, a one storey building standing more 
directly in the way of the rushing water, melted like snow in June. The mill pond owned by R. Meek of the Zilton Flour Mills was the 
next to crurnble, and there is scarsely a vestige of the one time darn.

In the valley below Meek's dam there were three small frame houses, the first occupied by the aged Mr. & Mrs. John Harris. This 
house was torn to atoms and both ocrupants were killed. The body of Mr. Harris was found at eight o'clock one hundred yards from 
where his house had stood. The remains of Mrs. Horris have not yet been recovered" (note; Mrs. Harris was later found down river, 
with at pouch containing $50 strapped to her waist. She always carried the money on her person in order to a least have the funds with 
which to be buried in the advent of her death.)
"The experience of Thomas Whetman, Mr. Harris' next door neighbour, was a thrilling one, and his escape is regarded as almost 
miraculous. He, his wife and their two children were asleep when the water came upon them. Before he had time to think they were all
awakened and found themselves struggling in the water. He seized his little girl with his left arm and with his right hand grasped the 
top of the half open door. The water rose eight feet and carried them to the top of the ceiling. Meanwhile, what had become of the 4 
months old baby girl that had been sleeping in its cradle? Both father and mother had given it up as lost forever, but after a quick 
search they found it, almost buried in mud, in one corner,. gasping, but still alive." Thus is the Brampton papers account of the Great 
Alton Flood. In damage estimates, it far exceeded Hurricane Hazel for as the story states, there was much more industry on the river at
that time. and many more dams with their backlogs of water to be sent hurtling down the river. 

In the latter half of the l9th century. it may safely be said that the small towns of southern Ontario were either made or broken with the 
coming of the railways. Evidence of this is given by the towns of Churchville, Huttonville and many others in the valley which 
stagnated when the surveyors of railways bypassed their doors. Still others were born or relocated due to the routes of the steam cars, 
as when the town of Sligo was moved to the present location of Sligo. Alton fared extremely well for a town of its size in this regard, 
for it was blessed with not one, but two rail lines. In 1861: Grey, Bruce and the northern reaches of Peel Counties were opening up to 
industry and farming, necessitating a cheap and swift link of communication to Lake Ontario. The roads of the early days were 
virtually impassable for heavy traffic due to winter snows, spring mud and summer dust. Grain merchant and promoter George 
Laidlaw recognized this problem and chartered his first northern venture through Peel County on March 4, l868 in the form of the 
Toronto, Grey and Bruce Ry. 

A narrow gauge of 3`6" between the rails was designated as being the most practical (as opposed to the 4'8½” width of standard 
gauge), with the route extending from Toronto via Bolton, Caledon, Alton and Orangeville and thence northward to Owen Sound. 

Construction commenced at Weston on Oct. 5. 1869, while a quote from T.F. McIlwraith`s book on the Toronto, Grey and Bruce Ry. 
gives the following account; “The first train from Toronto to Alton Station arrived at the latter point on Mon. Apr. 10, 1871. President 
Gordon was aboard and after dinner that evening in Charleston (Cafedon), stated that the railway would be open to Mount Forest in 
October; moreover. to Orangeville before July 1st. The latter announcement seems unnecessarily cautious, as rail reached Orangeville 
exactly seven days later." Alton Station on the “Bruce”, as the railway was nicknamed, was on the present property of Judge 
Richardson on the eastside of second line about one mile from the actual village. Extensive quarrying was carried on there. as has been
previously mentioned, and a network of sidings were constructed to servethese operations. The first Bruce station agent for Alton was 
William Hawkins. The second railway to pass by way of Alton was the Credit Valley Railway. 
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This was another Laidlaw venture, the line to Alton being opened in December of 1879. In contrast, the Credit Valley was built of the 
standard gauge and was routed directly up the Credit Valley through Streetsville, Brampton and Sligo to service the towns the T.G. & 
B. had missed, The Credit Valley Railway passed a good mile closer to Alton than the “Bruce” line, and soon became the favoured of 
the two for both passenger and freight traffic. J.F. Holden became the first Alton agent for the Credit Valley. Eventually, in 1884, both 
the T.G. & B. and the Credit Valley Railway were purchased by the Canadian Pacific. The old “Bruce” line was changed from narrow 
gauge to match with the existing standard gauge. but the redundancy of the two sets of track became readily apparent to the C. P.R. 
Traffic over the "Bruce” to Caledon and Bolton was gradually rerouted down the valley line, until the former tracks sat idle the 
majority of the time. 

Life in the 19th century may have been harder than it is to-day, due in part to the lack of modern conveniences, yet it was not 
necessarily all work and no play. In turn, the community of Alton was blessed with spirited and culture minded leaders that lead to its 
becoming one of the most advanced towns of its day. especially considering its size. The primary source of this cultural and 
community drive lay in the family of Mathew Algie Sr. and William Algie who arrived in the late l870`s. Their industrial effort, the 
“Beaver Woolen Mills”, was only a portion oftheir beneficial effect on the town. William Algie was born in Scotland and immigrated 
to Canada with his parents) He was of the group of men who held religious beliefs called “Free Thinkers”, or atheists as they are 
known to-day. 

In a small 19th century town, one had to be very influencial to be accepted with such views and it is a credit to the man that he was not
only loved by the people, but led them in cultural pursuits. The “Free Thinkers” felt that science was the answer to all and that books 
and knowledge should replace the obscure ramblings of the church.With a man of this nature, Alton society very quickly developed a 
refined and metropolitan atmosphere. 

Through William Algie`s efforts. not onty did Alton have the usual Citizen`s Band, but at one time spotted a full scale orchestra.  A 
Science Hall was built by Algie in 1885 on his property directly across the river from the mill. The hall soon became the setting for 
countless concerts, plays and recitals, while guests from Europe and the States frequently lectured within its walls. The Hall also 
housed Altorfs own drama club, headed by William`s brother, Robert Algie. The Science Hall still stands, serving as a private 
dwelling. 
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In 1882, three years before the Science Hall, interest was created for the founding of a local library. or a Mechanics Institute as they 
were then known. J.L. Meek donated the land for the small frame building, but this was shortly changed to a more substantial brick 
structure. Money for the books and periodicals was raised by a series of debates, plays and musical entertainments. In the library's 
Constitution, Article #8 clearly states the scope of learning the Algie`s wished the library to take. "No subject of religion or political 
controversy shall be introduced to any meeting of the institute". Perhaps it is due to this that the library still stands and sees continued 
use in its original capacity; a monument to the foresight of its foun races and contests, while the drummers sold their goods to the 
townsfolk and farmers who came from up to a 30 mile radius. The crowd camped out in the trend of present day rock concerts and 
were fed in a makeshift outdoor kitchen set up by Mrs. Algie. The kitchen was appropriately named the Cyclone Cellar." 

Alton was always noted for its fine baseball teams. the Alton Aetnas of the 1890's being coached by Robert Algie. Judging by the 
trophies appearing in the many old team photos, they took the county title a number of times. In conjunction with the transporting of 
the team to games with Alton`s arch-rivals in Erin. two interesting stories have been told. In the first instance, Cyrus Madill had 
recently purchased a steam traction engine. The baseball fans decided that instead of taking the C. P, R, to Erin. they would hitch e 
wagons to the tractor and make their own "train". The railway train crew was put out at having lost their usual Saturday afternoon 
excursion business. and vowed playful revenge. They timed their arrival in Erin to coincide with that of the baseball teams and deftly 
parked their locomotive across the road and walked away for lunch. The Alton Aetnas were not late for the game. but they did have to 
walk the remaining distance to Stanley Park. In the second confrontation. the town of Alton fared much better. This time. Sam Boggs 
was engineer of the Alton "wagon train" and headed the excursion towards Erin. burning cedar fence rails along the route for fuel. 
Again. the railway train arrix ed at the Erin crossing at the same time. but did not see Boggs “train”. As he appronched the crossing. 
Boggs sounded his whistle and the train crew, fearing another engine on the line, ground their locomotive to a halt. Boggs continued 
on over the crossing at at stately 3 M. P. H.. the Alton Aetnas not having to walk to the park due to his quick thinking. While never 
possessing a park on the scale of Stanley Park in Erin. 

Alton did and still does have a very close oval in the form of the Caledon Lake Co. to the north of town, incorporated on Aug. 24. 
1889. it is believed to be the first private banding together of business men in a venture of this kind in Ontario. It seems that Caledon 
Lake, the source of Shaw's Creek, was excellent for boating and swimming and the local business men formed the Com pany in order 
to acquire the land for cottages. All the prominent citizens of Alton joined and the cottages of Dods and Algie still stand. The Caledon 
Hills are rarely thought of as summer cottage country, but among the first in Ontario were located here. 
Although having nothing to do directly with culture and fun in the town of Alton it is appropriate that the names of three townsmen be 
mentioned due to their contribution to Canada. First. Angus Crawford attained the distinction of becoming Canada's Checker 
Champion. 

In a more serious vein. William Algie of Alton is believed to have participated as a Canadian Trade Envoy to China in the late l890`s. 
and lectured on economics over much ofthe world. Lloyd Algie. the son of Dr. James Algie. was the only Peel County resident to be 
presented the Victoria Cross in World War I. this award being made posthumously after his death in l9l8. Alton did its share in 
contributing to the growth of our country. 
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7-20 Melville Cross: (mile 53.4)

A village in Peel co., Out., 2½ miles from Orangeville. It contains grist and saw mills. Pop. (1873) 100.

The first references referred to the village as West Caledon, due to a Presbyterian church of that name located in the village. Some 
think the name was changed to Melville when Anne Melville married Harold Watson. The name Melville Cross was used from 
1878/81 because the Credit Valley Railway crosses the Toronto, Grey and Bruce and both lines head north to Orangeville. In this small
village, there are two stations and a hotel building. The post office for the village was in the hotel, a majestic home owned by the 
Bannermans. After the CPR had acquired both the CVR and Toronto, Grey and Bruce railways, the CVR line to Orangeville was 
removed and the named Changed to Melville Junction. 

In 1859 a dam operated both an oatmeal mill and sawmill. The village also had a greenhouse, market garden, two blacksmiths shops, a
carriage factory a Lodge, a Grange store and an Orange Lodge. In the vicinity were numerous quarries and lime kilns as well.

However, by 1974, there were more people in the cemetery than in the houses. As you would expect at a crossing, before 
standardization and proper safety precautions, cornfield meets and rear-enders abounded. There was only a small flag station, for 
despite the heavy rail traffic, the community was too small to generate the amount of business for a full station. About five hundred 
yards beyond the village was the smallest trestle on the mainline of the C.V.R., only twenty feet above the flood level. The trestle is 
one hundred and forty-six feet long with short spans of sixteen feet. 
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7-21 Orangeville: (mile 56.7)

Includes excepts from the books “Steam Trains Through Orangeville” by A.M. McKitrick © 1976 and “Running Late On The Bruce” 
by Ralph Beaumont and James Filby © 1980 (both now out of print).

Village in Wellington co., Ont., on a branch of the River Credit, and on both the Toronto, Grey and Bruce Railway and the Credit 
Valley Railway, 49 miles from Toronto. A trade centre, surrounded by an agricultural district. Orangeville in 1873 contained 2 branch 
banks, 2 telegraph offices, 2 printing offices issuing weekly newspapers, several flour mills and woollen factories, two foundries, two 
saw mills, steam planing mill, a large tannery, two brick fields, a cabinet factory, and several smaller works; also, 4 large grain 
warehouses, several pretty churches, some commodious hotels, and about 30 stores. A large quantity of grain is shipped from this 
place, also cord wood and timber. A cattle fair is held monthly. Pop. 1,458 (1873)  and 2,000 (1879). Postmasters  (1871) Guy Leslie.

The Early Settlers:
Long before European settlement of the area, it appeared that the Orangeville district was well known to the native peoples. Giving 
rise to the main waterways flowing north and south, Orangeville and area was situated on a main trail used by the indigenous peoples 
in their travels through southern Ontario. Although no permanent settlements in the area have been identified, some minor burial sites 
have been discovered and it is believed that the natives hunted here in the summer. The first patent of land in Orangeville was issued to
Ezekiel Robinson, a land surveyor on August 7, 1820. The next grant was issued to Alan Robinet in 1822. The Town of Orangeville 
was named after Orange Lawrence, an early settler and businessman. Lawrence was a man of exceptional energy and ability and 
owned several mills, around which grew a small village. In 1863, a by-law for the Incorporation of the Village of Orangeville was 
submitted to the County Councils of Simcoe and Wellington. The by-law was passed and Orangeville was incorporated as a village. 
On May 1, 1871, the track for the Toronto, Grey, and Bruce Railway from Toronto to Orangeville was completed. Soon after the 
arrival of the railway in Orangeville, new homes were built and industry boomed. In 1873 an Act of Incorporation was passed by 
which Orangeville would attain the status of a town on January 1, 1874. 

Because of the inconvenient distance of Orangeville and area from the County Towns of Grey, Wellington and Simcoe, an application 
was made to create a new county out of portions of those counties, with Orangeville to be the County seat. On January 24, 1881, 
following completion of the Dufferin County Courthouse and the Land Registry Office, Dufferin County was officially born by the 
Province of Ontario, named in honour of Lord Dufferin who had been the Governor-General of Canada from 1872 to 1878. The first 
public school in Orangeville, a log building with a straw roof, was constructed around 1848 at the corner of Broadway and John Street,
the site of the old fire hall. In 1884, the first high school was built on the site of the current Orangeville District Secondary School, 
only to be burned down in 1948. The Sun, founded in 1860, was Orangeville's first newspaper. By 1899, there were four newspapers 
serving the Orangeville community of about 2,000 inhabitants. Field lacrosse dominated the Orangeville sport scene before the turn of 
the 20th century, and up until 1931 when box lacrosse was introduced. In 1887, the Orangeville Dufferins had the honour of winning 
the first Ontario Lacrosse Association Championship.

Orangeville's Public Library, located at Broadway and Mill Street, was completed in May 1908, with help from well-known 
philanthropist Andrew Carnegie. The restoration of the Orangeville Town Hall, a $4.8 million project completed in 1994, which 
included the re-development of the Town’s Opera House and the introduction of professional theatre in Orangeville, strengthened the 
identity of the Town and renewed interest in its history.

The history of Orangeville, as it can be traced from newspapers, assessment records, photographs, and census, church, and cemetery 
records - is one of early settlement that began in the 1830s, of steady growth to incorporation in 1863, and of economic expansion  
through the 1870s and 1880s. All this development culminated in the Town's being named the county seat for the newly incorporated 
County of Dufferin in 1881. Today much of this early history can still be seen along Broadway. Buildings such as the Town Hall, Fire 
Hall, Jackson Block, Sun Office, Ketchum Block, Fead Block, Greystones, and Public Library, all have stories to tell, about the 
founders, their interests, and the town they built. 

One of the earliest settlers we can identify is John Corbit who acquired land in the Brown's Farm in the area now the western part of 
Broadway  in 1829. Here Spring Brook, a tributary of the Credit River, provided water for these settlers and power for several mills 
located downstream. In 1833 Seneca Ketchum bought 200 acres on the north side of what would become Broadway, creating a 
settlement on Purple Hill. Four years later George Grigg bought 100 acres on the south side. They were followed by Abiathar Wilcox 
and his family in 1840. Later came James Griggs, who built a mill on what is now Armstrong Street, and William Newton, who built a 
log cabin where the Town Hall stands now. Orange Lawrence, after whom the town is named, arrived about 1844. with his wife, Sarah,
arrived from Connecticut, a well-established community called Grigg's Mill had taken root beside Mill Creek. (Mill Creek and Spring 
Brook were one and the same tributary of the Credit River.)  
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Otangeville circa 1866

Orange Lawrence was just the type of settler this developing community needed - an entrepreneur! On his arrival he bought 300 acres. 
He laid out the southeast part of town, bought Grigg's Mill, opened a general store and a tavern, and built a second mill. He also 
founded the first school in Orangeville, and it was he who became the village's first postmaster in 1847. So strong was the mark he left
on this community that everyone agreed Orangeville was a most appropriate name. His house, built about 1850, at 8 John Street. His 
son-in-law, Thomas Jull, built the house at 17 Little York Street in 1857.  Immigrants from Ulster as well as other parts of the British 
Isles and Canada West arrived throughout the 1840s and 1850s. Some established successful mixed farms much like the farms they 
had left behind. Others settled in the villages and became the landowners, merchants, and tradesmen whose needs prompted the 
development of viable transportation routes. 

Personalities:
In dealing with almost any subject, the raconteur is bound at some point to deal with personalities and persons. To try and deal with 
those men who operated trains in a particular locality is almost an impossibility for railroad men, generally speaking, did not stay too 
many years in one locality. A division like the Bruce covered approximately 450 miles and was divided into subdivisions. If better jobs
opened up elsewhere on the division or territory and men obtained the job, they might find it more convenient to live in some other 
place. A notable example of this was the late William Buchanan of Grand Valley who died in that village on September 30, 1955. Mr. 
Buchanan entered the service of the CPR as Asst. Agent at Streetsville on January 8th, 1886. On October 1st of that same year he was 
appointed agent at Grand Valley and there he remained until his retirement on July 1st, 1933, a total of 47 years. I understand that for 
length of service in one place, Mr. Buchanan set a record with the CPR. 
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There have been a few who have worked at one time or another on every sub-division on the Bruce but have retained their homes in 
one place. An example of this is Jack Brawley. Jack, now retired, has worked all over the Bruce but has always maintained his home in
Orangeville. Tommy Ward retired as an engineer in 1950 in West Toronto. For many years he lived in Orangeville and was engineer on
the Teeswater passenger train. Later he held the same job in passenger service between Toronto and Owen Sound finally becoming 
engineer on the transcontinental "Dominion" between Toronto and MacTier. He always had a corncob pipe in his mouth as he jounced 
along in the engine cab and some believe he went to bed with it clamped between his teeth. He was a devout Roman Catholic and 
when he was on the Teeswater run he would always doff his cap as his engine passed to the rear of the church at Kenilworth. Tom 
began his railroad career at the age of 12 in the roundhouse in Toronto. He was one of the youngest men to be promoted to the right 
hand side of the cab. Tommy Ward loved to tell stories of his experiences on the road and sometimes his fellow railroad men accused 
him of telling some tall ones. Even so, he was an interesting story teller and had a wealth of experience to draw on. One story the old 
timers recall him telling was how on a trip to Teeswater on a cold stormy winter day, he had to clean the ice off the bottom of his 
engine's Firebox five times between Orangeville and Teeswater. He claimed that even in the most blinding snow storm he could stop 
his train in the right spot at any station between Toronto and Owen Sound, he knew the right-of-way so well. 

A personality who shall always live in the locals memory was Jim Henry, baggage master at Orangeville. Jim started with the CPR 
around 1907 and retired in 1933. A hearty, friendly Irishman, many a happy hour was spent by people in Jim`s company around the 
Orangeville depot during those years when they liked to spend their spare time around the busy depot. I would like to mention one or 
two of the old-timers, now dead, but not completely forgotten. One of these was Geo. Halloway, retired engineer, who died in Toronto 
in 1958 at the advanced age of 90. 

Another old timer was I.G. Libby, who was pensioned in 1943 after holding down the right hand side of an engine cab for a good 
many years. He spent most of his working years in freight service on the Bruce but also ran passenger engines. To illustrate the 
changing times in transportation and railroading, he told of one night taking a train between Orangeville and Toronto down the 
Caledon Mountain. He left Orangeville with 56 cars of stock, now unheard of, and made a stop at Caledon station where 2 cars of 
potatoes were picked up, and then proceeded down the Mountain. His power was a D10 engine, considered quite the latest in those 
days for general freight haulage. Libby says that in the short trip down the Mountain that night he had to make three stops in order to 
pump air in the train line. The story indicates how treacherous the Mountain was and how train crews had to be on the alert with a 
heavy train to keep it under control. In his early years, Libby was a fireman on the Orangeville yard engine when George Newman was
engineer. Newman must have been in Orangeville for many years in charge of the yard engine around the turn ofthe century. Many a 
young man who later reached the top of the ladder in engine service on the Bruce had his early training under Newman. One of the 
earliest agents at Fraxa Jct. (then Orangeville J ct.) was the late William Gray. He held the agency from 1873 to 1886. This was, of 
course, when the line was the Toronto, Grey & Bruce and was narrow gauge. Mr. Gray eventually became agent at Montreal West and 
was there for 22 years (1890-1912). In those days at Orangeville Jct., the agent's residence was on the north side of the Owen Sound 
track adjacent to the 3rd. line of Amaranth. One room of the house was the telegraph office, Mr. Gray sent the first telegraph message 
dispatched from any part of Owen Sound and he was of the opinion that he could say the same for Chatsworth. 

In a news item in one ofits issues in 1905, the Orangeville Sun mentions that J. Howard, Orangeville operator, and W.E. Brawley, 
operator at Orangeville J ct. "were all smiles these days because their salaries had been increased $7.50 a month." An engineer who 
made quite a name for himself on the Bruce was the late Benjamin Follis, now deceased. Mr. Follis was one ofthe regular engineers on
the narrow-gauge Toronto, Grey & Bruce and in early days his assigned engine was No. 6, the "Rice-Lewis". Mr. Follis had the 
distinction of driving the engine of the last narrow gauge train between Toronto and Owen Sound before the gauge was widened. Up to
this time he had made his home in Orangeville but in 1884 moved to Toronto. He ran the "Steamboat Express" for a time and his later 
years were spent in running from Toronto to London, Havelock and Trenton. He retired in 1916 at the age of 67 and lived to the grand 
old age of 95 years. In recollecting his days of railroading he remembered being storm-stayed one winter in Teeswater for over four 
weeks.

The Arrival of the Railways:
By the 1860s it was clear that the residents of Orangeville needed a dependable means of overland transportation. It was increasingly 
difficult to deliver and receive goods to and from the supply centres in the south. Mono Road, Centre Road, and Trafalgar Road were 
all routes south. The Toronto to Owen Sound Road had opened in 1848, but travelling any of these gravel roads by horse and waggon 
would have been extraordinarily difficult for much of the year. If anything, winter was the season when most goods were transported 
by sleigh over frozen roads.  In 1864, once the village of Orangeville had been incorporated, the merchants and business leaders began
the process of promoting a tramway that would connect them with the Grand Trunk Railway that ran between Toronto and Guelph. As 
the result of the efforts of the town fathers, men such as Jesse Ketchum Jr., Samuel and Robert McKitrick, Johnston Lindsey, Thomas 
Jull, John Foley, and Dr, William Armstrong, work began on this enterprise in 1868. This was the same year that the Toronto, Grey, & 
Bruce Railway (TG&B) proposed a narrow gauge line that would run from Toronto to Owen Sound. 
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This line would pass through Orangeville, which by then had become the most important town along this route. The tramway was set 
aside in favour of the TG&B Railway, and in April 1871 the first train arrived in Orangeville with a full complement of dignitaries, all 
celebrating "the opening of an epoch in the history of the town." Regular service began in September of the same year, and by 1873 
there were 117 miles of railway line between Weston and Owen Sound. When this railway and the Credit Valley Railway became part 
of Canadian Pacific Railways in 1883, Orangeville became an essential part of the line to Owen Sound. There even was a stagecoach 
that ferried visitors and businessmen to and from the railway station on Mill Street and the hotels and businesses along Broadway. 
Orangeville was the divisional point on the main line as well as the starting point for several branch lines to places such as Fergus, 
Elora, and Mount Forest. 

"Next Stop Is Orangeville - Ten Minutes For Refreshments!” 
This trainman's call was familiar to hundreds of thousands of railroad passengers 

for three quarters of a century. This is the story in general,
mostly in the past, of steam railroading on “The Old Bruce” in and around Orangeville.

The Orangeville Tramway Company:
A history of Orangeville and district's first steam railways would be incomplete without some reference to the initial venture that the 
village and the township made in transportation other than the traditional horse drawn vehicle. I refer to the Orangeville Tramway 
Company. Early in 1863 the progressive merchants and citizens of the newly incorporated village of Orangeville felt the need of some 
dependable form of transportation between their growing village and the Grand Trunk Railway line between Toronto and Guelph in 
order to move produce out of the district and bring manufactured merchandise in. 

Up till now all farm produce destined for other markets and all goods brought in were transported by wagon teams between 
Orangeville and Brampton over Hurontario St., now N0. 10 Highway. Under the best of conditions, this gravel road was none too good
and during the winter months and early spring it was often impassable. This means of transportation was also costly and kept prices 
high in the Orangeville district. 

In 1864 a group of Orangeville businessmen and others got together and fostered a scheme which would provide for the construction 
of a horse powered tramway between Orangeville and some point on the Grand Trunk Railway between Weston and Brampton, the 
costs to be born by Orangeville and the surrounding townships. The following year the Ontario Legislature approved the Orangeville 
Tramway bill. The route was surveyed between Orangeville and Brampton. 

In the meantime the whole project became a contentious domestic political subject. However, considerable money was raised by the 
interested municipalities and actual grading of the right-of-wav south of Orangeville was started in 1868. However, that year the 
narrow gauge steam operated Toronto, Grey & Bruce Railway was proposed and as this project seemed more logical than the 
Tramway, the latter was dropped.
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The Toronto, Grey & Bruce Railway:
The merchants and residents of the Orangeville district had their visions of a more economical means of transportation realized with 
the projection and construction of the narrow gauge Toronto, Grey & Bruce Railway. While steam railways were already in operation 
to the east and west of the district, tapping western Ontario and the Lake Simcoe area, this was the first steam railway to fulfil the 
communication needs of the growing communities on a direct route between Toronto and Owen Sound. Briefly, the company was first 
organized in early 1867 and application for a charter was made to the legislature in August of that year. The charter was granted in 
1868 by virtue of legislation (31 Vic. Cap. 40), to build a railway "from Toronto to Orangeville, Mount Forest, Durham and 
Southampton, with a branch to Kincardine and Owen Sound...". The first sod was tumed st Weston in October 1869, when H.R.H. 
Prince Arthur, Duke of Connaught, officiated with a silver-plated shovel.

The T.G.&B. Under Construction:
Rosy were the visions of the merchants and residents of Orangeville and the adjacent townships when actual construction started on 
the TG&B. By January of 1870 the town of Orangeville and the surrounding townships had ratified grants of bonuses to the road and 
in the early Spring of that year construction was begun. An April 1870 issue of the Orangeville Sun reports that "all ties and timbers 
required have been laid on the ground, abutments on heavy bridges of the first section constructed and a considerable portion of the 
line in Caledon and Albion graded." In an earlier issue, The Sun reported that "Mr. Shanley (contractor) is hastening the construction 
of this railway with great rapidity. From Mr. Ellis, the engineer in charge of the work, we learn that 150 men are employed on the 
heavy excavations between Weston and Bolton; that the bridge over which it is designed the railway shall cross the Humber, is in the 
course of construction; while a force of over 100 men is employed, under Mr. R. McLennan, getting out ties and timbers for culverts, 
between Bolton and Orangeville; and several large gangs under Mr. McDuall, clearing the line between Orangeville and Arthur. 

Along the entire line all is bustle and activity; and already the large expenditure for labour is giving business of all kinds an unwonted 
briskness. The indications are that the railway will be open for general traffic in time to move the crops of 1870; a feat which, if 
accomplished, will have no parallel in Canadian railway enterprise." In August of 1870, the Sun reported that a shipment of 400lbs. of 
butter destined for Toronto for transshipment to Liverpool (the point of origin was not clear) was carried on a special freight train since
regular trains were not expected to run into Orangeville until the end of the year. However, construction went on apace and eventually 
on Monday, April 10, 1871, a special train made the run from Toronto to the end of the line at Alton (later called Alton East). 

The following is the account of this interesting event from The Sun of April 13, 1871. "On Monday, April 10, 1871, an excursion train 
on the TG&B left the Union station, Toronto, having on board a deputation to the County of Grey to advocate the passage of a by-law 
granting a bonus to the road. There are no passenger cars running yet on the line, and two of the neat vans of the Company were 
occupied by the party among whom were Mr. John Gordon, the president, Mr. E. Wragge, chief engineer, Mr. Allan McDougall, 
assistant engineer, Mr. W.H, Jacques, Mr. J . Donaldson, emigration agent, Messrs. W.P. Dearing and H.H. Charleton of Georgia, 
U.S.A. and a number of others. The engine of this train was the "A.R. McMaster" which maintained a speed of about 25 miles an hour 
for the entire distance. All were surprised at the ease with which the train passed along the grades and twisted around the curves, and 
especially was this observable when climbing the Caledon Mountain, where there is a grade of 112 feet to the mile. 

"The excursionists having reached Alton, the limit of the line then laid, returned at once to Charleston (Caledon), where they were 
received by Mr. l.H. Harris, reeve of Caledon, Mr. M. McCarthy, reeve of Orangeville, and Messrs. Ketchum, Jul], Parsons, 
McGowan, Lindsey, McKitrick, Anderson, Barker, Fountain, Dennison, Gilchrist, Dr. Armstrong, Dr. Riddell (all of Orangeville), and 
a number of others." An enthusiastic meeting followed in the large waiting room of the Charleston station where refreshments were 
served from a laden table. Mr. Harris, the reeve of Caledon township, was the chairman. A report was made by President Gordon in 
which he pointed out that it was only six months since the first rails had been laid. He expressed the opinion that trains would be in 
Orangeville by July 1st of that year, Arthur in August and Mount Forest in October. He stressed the advantages of the road to the 
various municipalities through which it would pass. So time quickly passed and the next major recorded event in the construction of 
the road took place at Orangeville a week later, April 17, 1871. Again we turn to the Orangeville Sun for the story of this historic 
happening: "On Monday afternoon, April 17, 1871, about 4 O`clock, the workmen employed in laying the track on the TG&B reached 
the station at Orangeville. In a short time after the last rail had been laid down and spiked, the locomotives "Kincardine" and "A.R. 
McMaster" made their appearance, decked with evergreens, banners and various appropriate devices, As they came up they were 
greeted with enthusiastic cheers by the large concourse of spectators that had assembled on the platform ofthe station to witness the 
consummation, so often devoutly wished, of railway communication between Orangeville and Toronto. Some of the citizens took a trip
over the road as far as Charleston, and they returned very well satisfied as to its working capabilities. The track is smooth, and there is 
no jolting, even when going at a pretty good speed; and when the road is properly ballasted it will be one of the best lines in the 
country. It is graded in a superior manner, and the track layers deserve great credit for the rapidity and excellence of their work.
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Altogether, the work on this road has been pushed with great energy, and the Company merits the success it has achieved. "On 
Monday evening, a grand supper was given at the Paisley House (Orangeville) by the contractors, Messrs Fitton & Wardrobe, to the 
men employed in laying the track. 80 persons were present and many toasts were drunk. Toasts were drunk to the engine drivers, to the
"Prosperity of Orangeville", to the employees of the Company, W. C. Armstrong, conductor of the construction train, to the press and 
to the ladies. 

The company remained together till a late hour, and song and sentiment served to make the evening pass pleasantly till “some wee 
short hours ayont the twal” warned those present that it was time to separate. Two Orangeville young lads that rode this work train 
were Stewart Hughes and Tom Chapman who had walked down to Melville. Hughes eventually became a businessman in Orangeville 
and Chapman a merchant on Broadway. Mr. Chapman, hale and hearty, was living in Toronto in 1957 at the ripe old age of 93 and 
vividly recalled to the author the above events. He recalled that the work train was composed of an engine pushing a flat car with a 
work car at the rear. In early September the management of the road announced that regular passenger and freight service would start 
between Toronto and Orangeville on Sept. 18 and track laying to Arthur would be completed by Sept. 10. It was not before November 
that regular service between Toronto and Orangeville was actually inaugurated.

 
Cattle auction on Broadway circa 1890

Big Doings At Orangeville:
The formal opening of the TG&B to Orangeville took place on Friday, November 3, 1871, and it was in every respect a grand success. 
The town was gaily decorated with triumphal arches and streamers bearing various appropriate mottoes, among which were, "Good-
by, old stage coach, good-by"; "Look out for the Train"; "Welcome the Iron Steed", etc. The Town Hall was beautifully adorned with 
evergreens, flags and drapery, and the walls studded with mottos and the names of the chief promoters of the railway. About noon 
special trains arrived at the station from Toronto and Arthur, and the invited guests, who numbered about 600, disembarked amidst the 
cheers and congratulations of the large assemblage met to receive them. 

The company, headed by the band of the Queen's Own then proceeded to the Town Hall, where an excellent collation had been 
prepared for them by a Mr. Webb of Toronto. Mr. J. Gordon, president of the TG&B, was chairman and he was supported by notables 
of the provincial and federal governments and others. Guests included notables from practically every walk of life of the governments 
and political parties, the bar and bench, the militia, representatives of other railways, municipal leaders and business and professional 
men. Following the dinner a number of addresses were delivered by men present. Music was provided by the Queen's Own Band. In 
the evening a Grand Ball was given in the Town Hall by the inhabitants of Orangeville in honour of the guests. It was evidently a very 
brilliant affair and was attended by a highly fashionable and elegantly dressed assemblage of about 300 persons. Dancing, which 
commenced at 10 o'clock to the music of the full band of the Queen's Own, was kept up till 4 o'clock in the morning. "The 
proceedings," says the Sun's report of the affair, "were throughout of the most agreeable character, and the celebration will lacing be 
remembered with pleasure and satisfaction by all who attended." 
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The Orangeville Sun commented editorially on the opening of the TG&B to Orangeville as follows: "The celebration of the formal 
opening of the TG&B was an epoch in the history of Orangeville. The days of muddy roads and inconvenient staging over the bleak 
mountains of Caledon receded into the irrevocable past, and a means of locomotion, in accordance with the progress of the age and the
rapidly increasing requirements of the county. Was introduced among us. Whatever may be the merits of the narrow gauge principle, 
about which engineers have so obstinately contended, none can deny to its promoters the praise justly due to splendid abilities and 
indomitable perseverance. 

The men who have, in the short space of two years, opened up for traffic more than 70 miles of railroad through country beset with 
engineering difficulties, are deserving of more than a passing amount of praise. The promoter of the enterprise, Mr. Laidlaw, the 
president Mr. Gordon, and the board of directors associated with them, have successfully encountered and overcome opposition both 
bitter and unprincipled (battle of the gauges). The opening has been watched all over Canada. The TG&B's success will no doubt 
determine the future gauge of Canada. "From the Orangeville demonstration the TG&B will no doubt take heart and push into the 
counties of Bruce and Grey to its legitimate and natural terminal on the lakes." It is interesting to note that Mr. Geo. Laidlaw, the 
promoter of the TG&B was not present at the Orangeville ceremonies. He, however, sent a message of greeting which was received 
with wild cheers. He was, according to his telegram, busily engaged in the Township of Halton. About two weeks after the celebration,
the first train operated to Mount Forest and it was planned to operate passenger and freight trains between Orangeville and Mt. Forest 
beginning on December 11. 

In 1872 the management of the TG&B issued a public release in which it stated that the line, so far completed, has given entire 
satisfaction to the public, and the following testimony of the leading merchants of Orangeville, in public meeting assembled, is worthy
of record:

 "Resolved that this meeting has entire confidence in the Toronto, Grey & Bruce Railway, and the Company is greatly entitled to the 
thanks of the public for the energy shown in constructing and equipping the road; that we deem the gauge perfectly satisfactory, and 
the power and capacity of the Railroad all that the trade of the country can possibly require; that under the influence of the road the 
trade of this town has been augmented tenfold, and its wealth and population increased fourfold; and that when the line is extended to 
the County of Bruce and Owen Sound, and thoroughly equipped, it will, judging from our experience of its operation during the past 
six months, afford every facility for the transfer of traffic and the accommodation of the public." 

It is interesting to note here because of subsequent events, that the Toronto Board of Trade Report for 1871 declared: "It is a matter for 
congratulation not only for this community but for the general interests of the Dominion at large, that these narrow gauge railways 
have been built so economically, proved so successful in their working, and have fully met the expectations of the communities which 
supported them." As will be seen in another section of this chapter, the rosy hue of the narrow gauge TG&B was before long to lose its
bloom. The railway, which was laid to the narrow gauge of 3'6", followed a route from Weston to Bolton, Caledon (Charleston), 
Melville, Orangeville, Flesherton, and was completed throughout to Owen Sound in 1873 a total of 116.6 miles. The construction 
period of the main line was 1869-73. The terminal in Toronto was at Queen St. (now Parkdale) and this section of the line to West 
Toronto, 2.32 miles, was constructed in 1871. That same year the line was extended from Parkdale to downtown Queens Wharf, 1.20 
miles. 

Between West Toronto and Weston, the TG&B utilized the Grand Trunk right-of-way. On the completion of the main line to Owen 
Sound, construction started immediately on the branch to Kincardine which left the main line four miles north of Orangeville at 
Orangeville Jct. (now Fraxa Jet.). Construction carried it as far as Teeswater, which was reached on November 16, 1874. It was never 
extended to Kincardine. Total mileage of the branch was 67.91. 

A spur of 1.20 miles was also built into Mount Forest connecting that town with the Teeswater branch. This brings the total mileage of 
the TG&B to 194.41 miles with another 17.9 miles of sidings. Mr. John Gordon was president of the Company and Mr. Wragge was 
the chief engineer. During the construction period quite a number of accidents and deaths were reported among construction workers. 
An example of this type of tragedy is reported in the issue of The Sun of Sept. 14, 1871, when the death was reported of W.A. Sykes 
who was crushed by a construction train at Charleston (Caledon). His body was taken to Toronto by special train. He was 
superintendent of construction between Bolton and Orangeville in 1873, when regular traffic operated through to Owen Sound, 
additional train service was inaugurated on Aug. 9, 1873 between Orangeville and Owen Sound and the papers noted that goods landed
at the Queens Wharf in Toronto at 2 p.m. reached Owen Sound that night ”iurrah for the TG&B!" exclaimed the editor of the Sun. It 
was that same month that Gartley & Dodds purchased a new bus to operate from uptown Orangeville to the TG&B station at a .10¢ 
fare. With the advent of this bus, those operated by the Paisley, Gordon and Queens hotels were withdrawn. With the completion of the
line, the Vickers Express Co. opened offices at all stations. In September of that year it was reported that 5,000 persons took advantage
of that service.
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TG&B In Trouble:
Within a few years following the completion of the Teeswater section, however, the railway found itself in Hnancial difficulty, chiefly 
on account of its narrow gauge which did not permit the free interchange of rolling stock with other railways. Traffic routed from else 
where destined to points on the TG&B was, of necessity, transshipped, and the cost of this extra handling had to be bome by the 
railway. As a result, in the year 1878, relief measures totalling $800,000 were passed by Parliament permitting the railway to change 
its gauge to the standard one of 4' 8”. While this had the desired effect, when implemented in 1881, in stimulating the flow of traffic 
over the line, it was carried out only at tremendous expense to the railway, which was faced with conversion or replacement of its 
motive power and rolling stock in addition to the permanent right-of-way alterations including new bridges and heavier steel rails.

Accordingly, an offer to lease the line for 999 years at $140,000 per year was accepted by the TG&B and on August 1, 1883, it passed 
into the hands of the Ontario & Quebec Railway, a "paper company" backed by the Canadian Pacific Railway. On November 1, 1883, 
the TG&B was in turn transferred with the rest ofthe Ontario & Quebec holdings and undertakings to the Canadian Pacific Railway. As
early as 1891 the CPR had proposed closing the line between Melville J ct. and Bolton. In 1897 the idea was again presented along 
with plans to re-route the TG&B from Mono Road westward to tap the Credit Valley Ry. in the neighbourhood of Cheltenham or Sligo.
The CPR went so far as to conduct the necessary surveys, three in all.

Credit Valley Railway Company:
As far as the Orangeville newspapers were concerned, so much attention was given to the first steam railway into the district, the 
Toronto, Grey & Bruce, that work on the construction ofthe Credit Valley received scant notice. Of course, the Credit Valley came at a 
later date, and it was during a period when the narrow gauge TG&B was having considerable difficulties that were of a very 
newsworthy kind in the local area. 

Orangeville and The Railways:
Orangeville was the largest and most important village between To ronto and Owen Sound. The TG&B proudly claimed in 1872 that 
no community on the line benefited from the construction of the line as did Orangeville, which is probably true. From the time the line 
was first routed in 1863 until the end of its first full year of operation, the village had almost doubled in population, reaching a total of 
almost 2,000. In 1872 it boasted flour mills, woollen mills, two foundries, steam planing mills, two sawmills, two carriage and waggon
factories, one cabinet factory (steam power), one pump making establishment. two brick yards, a large tannery and several small 
works. During that winter 12 to 16 carloads of grain were shipped out daily over the railway, large quantities of other produce, and a 
considerable amount of cord wood, cedar posts, fence rails and other timber. A large grain elevator and a commodious warehouse were
constructed by the railway, adjacent to the station and three large grain warehouses were under construction by private enterprises, all 
having a total storage capacity of 100,000 bushels of grain. A bi-monthly fair, which at this time was under consideration for change to
a monthly, was a big event in the village where much produce was sold and exchanged. Two weekly newspapers, the "Sun" and 
"Advertiser" were being published and the main street boasted several handsome brick blocks with spacious stores and a number of 
substantial brick hotels. The TG&B felt in a press release of the time, that "No place appears to have a brighter future than the plucky 
town of Orangeville". It is difficult for the modem day resident of the Cataract district to realize that in 1870 promoters, railway and 
other, were beginning to realize the full possibilities of the natural resources of the valley of the Credit River. This eventually found 
expression in the quarries and other works that were established at the Forks of the Credit. At one time the TG&B considered running 
a line from Mono Road station to this area so that stone could be brought out. The construction of the Credit Valley R.R. smack 
through the middle of the area undoubtedly killed this dream.

Orangeville Yards:
Considerable change has taken place in the general appearance of the Orangeville railway yards since the Toronto, Grey & Bruce first 
entered the town in 1871. As far as the Credit Valley Railway facilities in Orangeville are concerned, they need not occupy too much 
of our attention as they were used for so few years. When the Ontario & Quebec Railway acquired this road, as it did the TG&B, it 
abandoned the CVR trackage between Melville Cross and all trains were run into the former TG&B station. The Credit Valley R.R. 
station and freight shed were located on the north side of East Broadway in the Credit flats as well as a turntable, water tank and 
facilities for servicing engines. All were abandoned and no trace of them remains to-day except the roadbed. The first at the Town Line
was considered the most dangerous be cause of the passage of trains and the continuous shunting over it in the making up of freight 
trains in the yard. The railway proposed that this street between Margaret and Mill Ste. be closed and that traffic be diverted from Mill 
to John and Margaret Streets. by means of an overpass to be erected approximately where the Salvation Army citadel is located. It 
further proposed that John and Church Streets., where they come together and where there are two crossings, be brought into one street
and an underpass be constructed. The two proposals were evidently not favourably received for little was heard of them in later 
discussion between the railway company and the town council. However, the company did go ahead with the construction of the depot 
and the rearranging of the yards, Originally, the CPR had intimated the new station was to be one of brick and stone costing $6,000. 
Oldsters will recall some features of the Orangeville yards not now in evidence. 
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At each end of the yard there was a semaphore signal on a tall standard to control trains entering the yards that was operated from the 
depot. The coach storage track at the north end disappeared many years ago as well as a little spur track at the south end of the yard 
west of the main. The old mile boards south and north of the town with "Orangeville" lettered on them have also gone. Prior to 
reaching the station in Dufferin County Town, the train man or conductor could be heard informing the travellers that the next station 
was Orangeville where a ten minute stop would be made for refreshments. The pulling up of the train to the station was heralded by 
the operator of the restaurant in immaculate white coat and apron standing at the door of the restaurant and vigorously ringing a brass 
hand bell summoning passengers to the eatery. 

The first restaurant was located at the north end of the station platform immediately next to the Town Line. It was replaced by a newer 
restaurant which was built immediately south of the present depot and it is this restaurant that will live long in the memory of 
travellers over the Bruce. It was a fairly long building with a counter running its full length which was always loaded with appetizing 
snacks to refresh the traveller, Needless to say, in the heyday of train travel, it was an extremely popular place. From the earliest days 
of CPR operation of the Bruce Division, the single tracked line from Melville Jct. to Fraxa Jct, proved to be quite a bottleneck. 

With lines radiating in all directions from this central area with Orangeville as the focal point, the staff system was used to safely 
control the movement of trains in the well travelled section entering Orangeville. All trains would stop at either junction and the 
conductor would go into the station and ring a bell or an instrument resembling an oversized, old-fashioned telephone. If the line was 
clear, the Orangeville operator would acknowledge by cranking a lever which would release a staff at the junction end. The conductor 
then removed this staff and would place it in a leather carrying case and proceed to Orangeville where the staff would then be put back
into the operating mechanism, thereby clearing the line. The same procedure would be duplicated for trains leaving Orangeville for 
either of the two junctions.
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Passenger Train Service:
The first equipment to operate through Orangeville on the narrow gauge Toronto, Grey & Bruce and into the town on the Credit Valley
R.R. was pretty crude compared to modem standards. The passenger and freight cars were small, mounted on two four-wheeled trucks 
and the former had none of the comforts or riding qualities built into modem passenger equipment. The early passenger coaches were, 
of course, wooden and open vestibule. In other words, they had open platforms at each end so that a passenger going from one coach 
to another, if the train was in motion, was subject to the inclemency of the weather and the risks of a lurching, jouncing train. The seats
were wooden and each car was heated with a stove firmly anchored at one end. In cold weather, those nearest the stoves probably 
roasted and passengers towards the rear of the car shivered. In the summer, the passenger experienced plenty of dust and soot which 
seeped into the cars and blew in when the windows were opened. Eventually there appeared the type of coach that was familiar 
through Orangeville, the wooden coach with green upholstered seats for the first class or non-smoking coach wherein the ladies rode, 
and the straw seated coach for smokers, the man's paradise before smoking became popular with the ladies. In somewhat later years 
some of the smoking cars had their seats covered with leather instead of the rayon straw. 

The seats, both first class and smoking, were pretty hard-backed and a far cry from the foam rubber seats found in passenger 
equipment today. Gas was used for lighting, the large fixtures being spaced down the centre of the clerestory roof of the car. A familiar 
sight was the trainmen at dusk, going through each car with a long handled gadget fitted with a hook to open the vent on each fixture 
and a lighted taper to ignite the released gas. Frequently, one would give trouble and refuse to ignite or another might sputter and 
burble throughout the whole trip. Generally speaking, they were rather smelly and, of course, poor light to read by. In time these gas 
lamps were replaced by electric lights. These wooden coaches were hot in the winter and dirty in summer. 

With the passing of the coal stove, they were heated by steam from the locomotive and when the steam was turned on it remained on, 
no matter how suffocatingly hot it got. I always considered trainmen and conductors could stand more heat than any other individuals. 
It usually took some pretty determined complaints to get them to tum the heat lower and cool the coach down. Real warm weather had 
to be in before the steam would be completely turned off`. 
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In the summer months, when passengers opened the windows to get fresh air, they had to be prepared to arrive at the end of their 
journey liberally sprinkled with dust and grime. However, these old coaches were a joy to a kid, or a like-minded adult in the summer. 
He could stick his head out the open window and watch the steam engine in action, even if it was at the risk of a cinder in the eye. To 
give one an idea of the discomforts of train travel, particularly on the branch lines shortly after the tum of the century, Mrs. Margaret T.
Coates of Weston, related to the writer how she recalls when they burned cord wood in the stoves of the coaches operating between 
Orangeville and Teeswater and that passengers had to climb into the cars at Orangeville before there was much heat in them. Regular 
equipment on the Toronto-Owen Sound train included a baggage car, a mail and express car, a first class coach with green plush seats 
and a second class, or smoking car, with grass or straw rayon seats. The latter car was the domain of the commercial traveller and this 
type of passenger was so numerous out of Toronto on Mondays and into the city on Fridays, that an extra car was placed on the train to
accommodate them. 

At the north end of the Orangeville yard, there was a coach storage track on which five or six coaches were always kept because it was
never known when extra coaches would be required out of Orangeville, particularly southbound. It was not unusual on any day for the 
southbound train, after it discharged its passengers and express and mail at Orangeville, to back up to the coach siding and add 
anywhere from one to four coaches to its consist, because by the time the train reached Orangeville there might be any number of 
people standing and plenty of passengers getting on at Orangeville. Until the car became the popular mode of travel, on the night 
preceding a holiday, the Owen Sound train from Toronto would run in two sections, each section having up to 13 coaches and powered
by two engines as far as Fraxa Jct. where one would be dropped. The Teeswater train usually had three or four coaches added. 

On such occasions Orangeville depot was an extremely busy spot with the two sections of the Owen Sound plus the Teeswater train, 
all in the station at the same time. Although the Toronto, Grey & Bruce line from Toronto through Orangeville to Owen Sound was the 
main line of that railway and later was a secondary main line of the CPR, and although the Credit Valley Railway from Toronto to 
Orangeville was the main line of that road, what might be called deluxe equipment did not often operate over these rails. The run 
between Toronto and Owen Sound was relatively short, all trains operated in daylight hours and for the hungry, a restaurant was 
always available at Orangeville depot.

Snow Plow:
According to "The Canadian Railway Hall of Fame", the rotary snow plow employed a large steam-powered cutting wheel and a 
specialized fan to blow the snow clear of the right-of-way. The first rotary snow plow was built using the designs of a Mr. Orange Jull 
(of Orangeville) and was assembled in the Canadian Pacific Railway (CPR) shops at Parkdale, Ontario in the 1880s. The Leslie 
brothers of Ontario are credited with spearheading the production and improvement of this machine.

Snow Fighting:
A whole book might be written on the saga of battling winter storms and snow on the Bruce since the ribbons of steel first entered 
Orangeville. Keeping the railroad operating is an epic of grim struggle against the wintry elements and particularly so on the lines 
running in and out of Orangeville because they are in the snow belt of central Ontario. An interesting episode illustrating the severe 
winter conditions encountered in olden times is found in "Canadian Railway Development from the Earliest Times" by Norman 
Thompson and Major J.H. Edgar (MacMillan, 1933). It is the reminiscences of one who came to Canada from Great Britain in 1871, 
and a few years later was engaged as a Fireman on the Toronto, Grey & Bruce Railway. The incident occurred on the Teeswater 
branch. "One morning he left on a mixed passenger and freight train from Toronto, anticipating trouble, as no snow-fighting equipment
was available. The engine poked her thin nose through the rapidly accumulating snow with a fair degree of success, although on more 
than one occasion it became necessary to back up and take a run at the drifts, but Fighting snow near Shelburne in 1905. Paddy Caesar 
eventually in Frenchman`s Cut, further progress ceased. Time after time the engine was backed up and rushed at the blocked cutting, 
but each successive attempt only resulted in packing the snow more tightly ahead, and at last even the retrograde movements could not
be undertaken. 

The fireman remained in the locomotive minding the fire, while the balance of the crew retired to the single passenger coach and kept 
company with the five occupants. Morning showed that their stay in the drift would continue more than overnight and for two days 
snow fell intermittently, almost burying the train, while even the tops of telegraph poles were obscured. Fortunately, an old tavern 
stood but a few hundred yards distant, and its proprietor succeeded in bringing food to the stalled train. The five passengers were 
eventually removed in sleighs, and one of the crew reached a village on snowshoes and reported the predicament to headquarters. 
Three hundred men were employed shovelling snow, which was so deep that they worked in three tiers, hoisting snow from one level 
to the next in freeing and cutting. At first, fences served for firewood, but when the distance became too great, farmers conveyed it to 
the workers, food being procured in like manner. The General Manager walked out on snowshoes carrying edibles and tobacco for the 
stranded trainmen, and two days later became snowed in himself. 
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Photo by Major James Skitt Matthews (Vancouver Archives, Public Domain)

He brought the news that seven locomotives in all were stalled on or off the track as a result of trying to batter a way through drifts, 
and that closing the line for the remainder of the winter season was proposed. From the time the train came to a halt to its release 
measured little less than six weeks and an ironical fact in connection with the adventure was that the half yearly payday arrived during 
the detention. In those days the men received coupons redeemable for cash at the end of the six months period, and one of these cash 
paydays occurred about a week after the train became involved". Even with the most modem and powerful motive power and the best 
snow fighting equipment, recent years frequently found the CPR lines to Elora, Teeswater, Walkerton and Owen Sound mightily 
embarrassed by old man winter. Often times, it required up to seven heavy steam locomotives to provide sufficient power to force a 
snow plow through piled up drifts. Fighting snow was no picnic for the crews of the plough or of the engine or engines. Hours could 
be long and the work was hazardous. Powdered snow seeped through every crevice and crack into the cupola of the plow, the engine 
cab and the way car behind the locomotive. It was exhausting work if the storm was a bad one and at the end of a tour of snow 
fighting, crews came in weary and hungry. 

P.M. Adams, CPR engineer who wrote a book entitled "Life on the Head End" tells in this book of a snow plow trip he took on the 
Bruce when he was an engineer and his recollection gives a good idea of what was involved on the part of the crews. It was during one
of the worst snow storms to hit the district and the thermometer had plunged to thirty degrees below zero. It was essential, in order for 
the passenger train to run between Orangeville and Owen Sound that a snow plow go ahead and clear the way. Mr. Adams was the 
engineer chosen for the plow run and his fireman was Smokey" Raines. Fighting high gales and extremely cold weather they finally 
made it to Owen Sound at 4 A.M. When they arrived it was requested that they make the return journey at 5.45 that same morning in 
order that the train could get out of Owen Sound. When they arrived at Fraxa Jct. (Orangeville was their destination), they were 
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ordered to change their course and go to Teeswater, 70 miles away, which they finally reached with much difficulty. However, on the 
return trip to Orangeville, they were stuck and remained stuck for 11 days before they reached their destination. I cannot recall rotary 
plows ever being used on the Bruce. 

I doubt that one ever made its appearance. Incidentally, Orange Jull, a native of Orangeville, played a part in the development of the 
rotary plow. The first rotary, a crude affair, was invented and built by a Toronto dentist, Dr. J .W. Elliott, in 1869. It consisted of a 
wheel with four flat arms, rotating on a shaft in line with the track, designed to whirl the snow to one side. In 1883, Jull improved on 
this device by adding a second wheel that revolved in the opposite direction, acting as a knife or cutter. This second wheel was placed 
on a shaft revolving inside a larger (and hollow) shaft attached to the fan wheel. A rather interesting account of a test operation of the 
Jull rotary plow has been left us by a Mr. Alfred Price who evidently worked on the Credit Valley Railway in his early days. It is 
possible that he was an official at that time. His account was written in 1926 and is as follows:

"There was considerable talk in those days of a snow plough that had been invented in Orangeville by a man who went by the name of 
Orange Jull. The postmaster at Toronto, John Leslie, had acquired some interest in the plough and arrangements were made by him 
with the Credit Valley (railway) officers to demonstrate its practicability. The plough was not ready for the test until the last snow of 
the season had fallen. Never-the-less, it was sent to Parkdale, and a gang of men went into fence corners and other shady places and 
with their shovels brought forth enough snow for the demonstration. Up to that time the Credit Valley had used only ``bucking" 
ploughs and it was claimed that the new plough represented quite a distinct advance over the old one; that by placing a locomotive at 
the rear, coupling it up, connecting the steam with the plough and pushing it close against the snow, the front end with a series of 
knives would revolve, reduce the snow to powder and throw it through a funnel over the right-of-way fence. The test was pronounced 
a success and from the modest little rotary plough that demonstrated its power over the elements of that day over 45 years ago (c. 
1881), the enormous steel rotary plough of to-day was evolved."

The Town Develops:
Within six months of the railway's opening, Orangeville was shipping out as many as 16 loads of grain a day as well as timber, lumber,
and fence rails. Its grain warehouses sometimes stored as much as a 100,000 bushels of wheat. At this same time Orangeville had 
eleven hotels, several law firms, three newspapers, a market twice a week, six churches, and handsome multi-storey buildings built of 
brick began to appear on the main street. The 1871 census tells us that the population had risen to approximately 1400, doubling in less
than ten years. By 1875 there was a foundry, three planing mills, two saw mills, a tannery, a carding mill, several carriage and wagon 
manufacturers, and a successful pottery enterprise all in operation within the town. Of the merchants on Broadway we can identify 
four grocers, three hardware merchants, two drugstores, three watchmakers, three bakeries, and three establishments providing boots 
and shoes. It was the foresight of Orange Lawrence and Jesse Ketchum that had large sections of land on either side of the main street 
laid out for both commercial and residential building lots. In 1851 Orange Lawrence hired Chisholm Miller to survey the first business
area in this growing community on the south side of Broadway east John Street. In 1856 Jesse Ketchum hired Charles J. Wheelock to 
lay out a commercial and residential subdivision on lands north of Broadway. Ketchum's plan was based on plans being developed for 
lower Manhattan Island. It established a regular grid pattern for the streets from First to Fifth Streets both east and west and north to 
Fifth Avenue, with a wide and inviting main street called Broadway. This 30-metre (100-foot) avenue was certainly not typical of 
Ontario towns of the time, but has proven its value to the town many times over the years. Ketchum's plan was in distinct contrast to 
the existing development that lay south of Broadway. There a more organic pattern had evolved along the banks of Mill Creek. 

Now, however, there were businesses established on both sides of Broadway, and very rapidly this broad main street became the heart 
of the town. Joseph Patullo and Maitland McCarthy both opened law practices on Broadway in the early 1860s. The year 1875 saw the
construction of the Town Hall, a clear measure of the kind of growth the town was experiencing. In 1878 construction of a seventh 
church had begun, and in 1881 the population had doubled once again. By the 1880s the coffin factory was also producing steam-
generated electricity for four streetlights on Broadway. In 1887 the first telephone exchange was established, and by November 1889 it
listed 69 subscribers including many of the businesses along Broadway. At the same time as the business centre flourished, so too did 
the residential areas. Housing was needed for the many newcomers and for the railway workers who were moving to Orangeville as 
railway service expanded. Of houses built before 1920, for every one built after 1900, six were built before the turn of the century. 
People wanted to live in Orangeville. One of the earliest agents at Fraxa Jet. (then Orangeville Jct.) was the late William Gray. He held
the agency from 1873 to 1886. This was, of course, when the line was the Toronto, Grey & Bruce and was narrow gauge. Mr. Gray 
eventually became agent at Montreal West and was there for 22 years (1890-1912). In those days at Orangeville Jct., the agent`s 
residence was on the north side of the Owen Sound track adjacent to the 3rd. line of Amaranth. One room of the house was the 
telegraph office. Mr. Gray sent the first telegraph message dispatched from any part of Owen Sound and he was of the opinion that he 
could say the same for Chatsworth. 

(Excerpt from the Wellington Gazetteer, 1879)
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An important and nourishing town on the Credit River, township. of Garafraxa, and bordering on the townships of Mono and Caledon, 
counties of Peel and Simcoe. This place is one of the most important towns in western Ontario, and likely will be the County town of 
the new County Dufferin. Here is one of the principal stations of the Toronto, Grey and Bruce railway. Canadian Bank of Commerce 
and Merchants Bank of Canada, Montreal and Dominion Telegraph Companies all have offices here. 

Two weekly papers are published in the town, the bun. and Advertiser. There are also two Foundries and Agricultural implement 
manufacturers, saw mills, planing mills,. grist mill. Tannery, several brick yards, two cabinet factories, carriage factories, pump 
factory, pottery, a large number of first-class hotels, six churches, and a number of very fine stores; The town being in the centre of an 
extensive agricultural district, a large business is transacted, and immense quantities of grain and other farm produce is purchased and 
shipped by rail. Distant from Toronto 49 miles from Mount Forest 38 miles, and from Guelph, the county town, 35 miles. Population 
3,000. Including: 3 Agents, an Auctioneer, a Bailiff, 2 Bakers, a Bandmaster, 2 Bankers, 1 Barber, 9 Barristers, a billiard room, 9 
Blacksmiths, 2 Book Keepers, 3 Brick Makers, 4 Bricklayers, 2 Builders, 1 Bus Driver, 7 Butchers, 2 Buyers, 4 Cabinetmakers, Miron
Earls the caretaker of the Cemetery, 38 Carpenters, 4 Carriage Makers, 17 Clerks, 1 Constable, 6 Contractors, 1 Cooper, 1 Dentist, 6 
Doctors, Dominion Telegraph Co. agent Robert Harrop, 5 Druggists, 1 Express Messenger, 2 Fanning Millers, 18 Farmers, 1 Fishery 
Inspector, a Flour and Feed Merchant, 2 Founders, 1 Fruit Store, 3 Gardeners, 1 General Agent, 4 Grain Buyers, 4 Grocers, 1 
Gunsmith, 1 Hardware Merchant, Hotel Proprietors J. Witter, the Crozier Bros., the Hager Bros., Thomas Wilson, Andrew Lennox, 
James Duffy, William Morrison, William Ryan and WJ Middleton, 3 Insurance Agents, 1 Jeweller, 40 Labourers, 1 Law Clerk, 1 
License Inspector, 2 loan agents, 4 Machinists, 1 Marble Cutter, 8 Masons, 1 mechanic, 24 Merchants, 1 miller, a money loaner,  8 
Painters, 2 Peddlers, 1 photographer, Hugh Haley's planing mill, 5 Plasterers, a pop manufacturer, 2 pork packers, 3 Potters, 2 Printers,
publisher and prop. Of Sun John Foley, a pump maker, Rev John Goodman and Rev. W E, McKay Presbyterian, 4 Saddlers, 2 Saw-
millers, a shoe store, 9 Shoemakers, a stone mason, a surveyor, 4 Tailors, 2 Tanners, 3 Teachers, 6 Teamsters, 4 Tinsmiths, a town 
clerk, a track master, 2 Undertakers, a wagon maker, a watchmaker, a water works engineer and John Stephenson's woollen mill.

Postmaster and division court clerk Guy Leslie, T.G. and B. baggage man Francis Harrison, baggage master John Caesar, conductors 
Harry Davidson and Thomas Thompson, engineer James Samson, oiler Joseph Hiley, section foreman Thomas McDonald, station 
master John Davidson, yardmaster William Grimes. Train engineers George Both, Joseph Bond, James Connors, Benjamin Follis and 
James Hyland, 

Newspaper: (1882)
1. Dufferin Advertiser; Wednesdays; eight pages; size 30x44; subscription $2.00; establish 1868; Will M. Rastall, editor and 

publisher; circulation not exceeding 1,000.
2. Sun; Thursdays; four pages; size 26x40; subscription $2.00; established 1860; John Foley, editor and publisher; circulation 

exceeding 500.

Change In Express Companies: (Excerpt from the Canadian Bee Journal, Volume 1, 1885).
Heretofore the Canadian Express Company have controlled the lines running out of Beeton in the carrying of express parcels, and we 
found it very much against our business with our customers having to pay double charges because of the very small number of offices 
on the list of the Canadian Express Co. Now, however, that is all changed. Instead of some 500 offices we have now connection with 
over 40oo, and those customers who complained before will now rejoice, while those who were fortunate before will henceforth be a 
little more hampered by the change. We suppose, however, that the old saying must come into force here, “do a little harm that great 
good may come”. 

The American Express Company has taken over the line and all customers over the Great Western Division of the Grand Trunk Ry., 
and all the connections of that division, the Hamilton and North Western, the Michigan Central (Canada Southern), Credit Valley, and 
some other shorter lines have now direct connection with us at Beeton, and there will be but one charge to pay. 

Historical Items of Interest:
1. Orangeville resident, Orange Jull, invented the rotary snowplow for train tracks in 1888.
2. Alexander McLachlan, the Robert Burns of Canada, was one of Canada's greatest poets. He was a resident of Orangeville and

died in 1896. McLachlan was buried in Orangeville's Greenwood Cemetery only to be moved at a later date to Forest Lawn 
Cemetery where a monument was erected.

3. Dr. G. Harold Campbell, who served as Orangeville's mayor in 1915 and 1916, was Canada's oldest practicing dentist when 
he passed away Nov. 4, 1972, at age 94. Campbell also won a gold medal in the 1908 Olympics as a member of Canada's 
national lacrosse team.
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