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Section C: Other Ontario Railways:

Chapter 10: Other Ontario Railways:

The information given in the following pages is taken from the report of the Chief Engineer and General Manager of the Canadian 
Railways Mr. C. Schreiber. This report was made on the 5th of March, 1884. The earnings, cost of operation, etc., is given for the year 
1882-3. The showing thus made by Canadian railways is undoubtedly a most encouraging one for that country. The mileage has 
increased 1,275.18 miles within the 12 months specified; the total length in Canada being 8,724.50 in operation. The government 
report increases this by the addition of 81 miles of double-track from Windsor to Glencoe. The road under construction makes 
altogether about 3,000 miles more, which will most likely be in operation, at the farthest, in two years. 

The total nominal capital invested in the Canadian railways amounts to $494,271,264.95, This was an increase over the previous year 
of over $78.000,000. The subsidies given to the Canadian railways by the Dominion and Provincial governments and municipalities 
amounts to a total of $154,058,130.75, being $3,121,677 .28 increase during the year. The total number of passengers carried was 
9,579,948, from which traffic there was received $l0,538,119.67. The gross tons of freight were 12%, 266,255, yielding 
$21,320,208.62. There was earned from mail and express $1,108,429.20, and from all other sources $261,42386, making the gross 
earnings from all sources of all the railways in Canada $32%, 244,586, an increase of $4,216,796 over the previous year. 

The operation cost $24,691,667.68. Of this expense, $4,967,924.79 was for maintenance of line, buildings, etc.; $8,230,877.39 for 
working and repairs on locomotives: $2,248,164.25 for working and repairs of cars; $9,217,890. 68 for general operating expenses. 
Nearly 6,000 miles of the track is laid with steel rails. The passenger trains average from 10 to 35 miles per hour. The latter time only 
being made by the North Shore and the Canada Southern Railways. The whole number of locomotives in use upon all the roads is 
1,358; 25 of which number are hired, the remainder being owned. Of passenger cars there are 937 in all, 581 of them being first, and 
the remainder being second-class. Of these. 20 are hired. Of baggage, mail and express there are 315. Of cattle and box cars 20,070, of
open cars, 11,728, and 1,775 coal and dump or hopper cars. 

The personal injuries consisted of 169 killed and 550 wounded. The total engine mileage was 47,688,528 miles, and 37,416,092 train 
miles. The roads, with but two exceptions, are standard (4 feet 8% inches) gauge. not taking into account the numerous short mining 
roads given hereafter. The report of the government department of railways shows a great interest being taken in building new and 
extending old lines. That Canada will be better for this new era of railway construction, no one will doubt. As is customary, there are 
many charges of jobbery in connection with the construction of the last few years. Railway builders in all parts of the world receive 
such criticism, but if capital could not see fair profits such gigantic schemes as the Canadian Pacific and others now under way would 
never be built. Canada needs them, and she has not paid too dearly for anything she has got thus far in the way of railroads.
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Canada Southern Railway:

(excerpt from Railways Of Canada 1870-1)
Chartered 1868, This line was located through the southern ten Counties of the Province of Ontario, an exceedingly prosperous 
agricultural district. Its eastern terminus is at the Intercolonial Bridge constructed over the Niagara River at Fort Erie, and its western 
termini are at Amherstburg, on the Detroit River, and at Moore, by a branch line of 60 miles, on the St. Clair River. The distance from 
Fort Erie to Amherstburg is 229 miles, and to Moore 183 miles. It is intended to connect with the Michigan Southern and the Michigan
Air Line on the west, and with the New York Central and Erie Railways on the east. The total length of line to be constructed is 289 
miles. It is claimed by the promoters of this road that it is the shortest route from Buffalo to Chicago by 28 miles, as compared with the
Canada Air Line, which is shorter again by 12 to 20 miles than any other route. Great stress is laid by the promoters upon the fact that 
96 per cent. of the line is straight, with no opposing grade exceeding 15 feet per mile. In 1871, Mr. Courtwright, the President, states 
the financial scheme in this way:

Assets
Capital stock $10,000,000.00

Capital stock subscribed $2,000,000.00

Leaving unsubscribed $8,000,000.00

First mortgage, 7 per cent., sinking fund bonds $9,000,000.00

Bonuses from municipalities $500,000.00

Cost of the road and equipment $14,500,000.00

Commissions, expenses and contingencies $1,500,000.00

$16,000,000.00

He estimates the annual gross receipts of the undertaking at $5,000,000.00

The working expenses, at 55 per cent $2,750,000.00

Leaving net $2,250,000.00

From which, deducting interest on the bonds, ($712,000), leaves a net estimated revenue of $1,538,000.· The subscribers to the 
$2,000,000 capital are offered the option, and declare their intention to take six millions additional of the capital stock, the bonuses, 
the proceeds of the two million. dollars subscribed, and $8,000,000 of bonds, and furnish the necessary means to carry out the 
undertaking. It is the design of the promoters to have the road completed by the 1st of January, 1873. It is to be built and equipped in 
first-class manner throughout. The track will be of the best Bessemer steel rails, weighing 60 pounds to the yard, with 2,500 cross ties 
to the mile, laid with chairs and fish-joint, and upon gravel ballast. The gauge is the American standard, viz.: 4 feet 8½ inches. Grading
was begun last October on all heavy work, and is progressing rapidly. The bridging is all under contract and the timbers mostly on the 
ground. The municipalities that have voted bonuses to this enterprise as follows: Elgin, $200,000 ; Kent, $80,000 ; St. Thomas, 
$25,000; Amherstburg, $15:000; Anderson, $15,000; Townsend, $30,000; Deerham, $15,000; Norwich, $15,000 making altogether 
close upon $400,000. Bonuses have been asked from other municipalities. Trustees of the municipal bonuses have been appointed are 
as follow: Hon. Wm. McDougall, A. McKellar, M. P. P., and Hon. H. Killaly. The following are the particulars of a contract entered 
into by the Company, which has been formed in England for the purchase of the charter powers conferred on a Nova Scotia Company: 
The vendors have agreed to transfer to this Company the benefit of the Act of the Colonial Legislature, authorizing the construction of 
the railway and works with all its privileges, together with the lease of the coalfield, and to defray all the expenses of surveys, etc., 
etc., incurred up to the issuing of the prospectus, for the sum of £5,000 in cash and £5,000 in fully paid-up shares ; they are also to 
receive one-fourth of all profits after a dividend of ten per cent. per annum has been given to the shareholders. The agreement under 
which these benefits have been acquired is dated the 11th day of January, 1871, and made between Frederic Newton Gisborne of the 
one part, and Levi Elkin and Edward Ludwig Goetz, on behalf of this Company, of the other part.

Chapter 10                                                                       3                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

Directors: Horatio L. Nicholls, Esq., Chairman, Southgate House, Southgate; Thomas P. Baker, Esq., C. B.;
William Martineau, Esq., M. I. C. E.; Herbert Heath, Esq., and Captain Powell, C. B., 
all of London, England. A 

Engineer: James Samuel, Esq., M. I. C. E., Westminster.
Solicitors: Messrs. Randall and Angier, 3 Gray’s-in-place, Gray’s-inn.
Auditors: Messrs. Ford and Smith, London.
Secretary: Mr. Walter Wright. l
Offices: Great Winchester street, London, E. C.

The Canada Southern Railway (reporting mark CASO) was a railroad in southern Ontario, Canada, founded on February 28, 1868 as 
the Erie and Niagara Extension Railway and later adopted the Canada Southern Railway name on December 24, 1869. In 1904 the 
railroad was leased to the Michigan Central Railroad for 99 years; in 1929 it was subleased to the New York Central Railroad for 999 
years. Its successors Penn Central (formed 1968) and Conrail (formed 1976) later exercised control. 

On April 30, 1985, the Canadian National Railway and Canadian Pacific Railway jointly purchased the former CASO from Conrail in 
order to acquire the Michigan Central Railway Tunnel and the Suspension Bridge at Niagara Falls. The CASO rarely operated its own 
rolling stock after acquisition, and its reporting mark was abolished in 1977.

(Gauge, 4 feet 8” inches.)
Windsor to Fort Erie 229.20 miles.
Amherstburg branch   15.70   "
St. Clair branch   62.63   "
Erie and Niagara branch   30.60   "
Welland branch   14.00   "
Oil City to Petrolia (operated)     7.00   "
Total 359.13   "
Officers: H. B. Ledyard, Prest. and General Manager, Detroit, Mich.

E. H. Phelps, Chief Engineer. " "
Robert Miller, Master Car Builder, " "
J. A. Grier, General Freight Agent, Chicago, Ill.
O. W. Ruggles, General Passenger Agent, " "

Headquarters: Detroit, Mich.

The capital of this company is $29,052%,137.27 paid up ; it received a bonus of $147,858.65 from the Canadian Government of 
Ontario. It is now operated as the Eastern Division of the Michigan Central Railway, under a long term contract. This road was 
chartered in 1868, opened in 1873, and reorganized in 1878; the new bonds being guaranteed by the New York Central & Hudson 
River Railroad Co. ; they bear 5 per cent interest, and are payable semi-annually, in January and July of each year, in New York, by the
Union Trust Co. During 1882-3, the earnings from 474,008 passengers were $810,010,75; from miscellaneous sources, 863,778.16; 
and from 2,138,369 tons of freight, 82,715,3%,42; a total sum of $3,589,125,33. The operation cost $2,308,711.88. Upon 245 miles, 
the road is laid with 60 lb. steel rails, the remainder with the same weight iron rails. 2,800 ties are laid in each mile. The rolling stock 
consists of 120 locomotives, 26 first-class and 16 second-class 20 baggage and 2,828 freight cars. During the year the killed were 11 
and injured 52. of which number 1 killed and 12 injured were passengers.
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Grand Trunk Railway:

(excerpt from Railways Of Canada 1870-1)
The first impulse given to railroad enterprise was derived from the 
Railroad Guarantee Act of 1849. That Act laid down a policy on 
which the Government should assist private companies 
undertaking the construction of railroads. This Act (12 Vic. Cap. 
29) was entitled " An Act to provide for affording the guarantee of 
the Province to the Bonds of Railway Companies on certain 
conditions, and for rendering assistance in the construction of the 
Halifax and Quebec Railway." The preamble recited that, in new 
and thinly peopled countries, where capital is scarce, Government 
assistance in the construction of railroads is necessary, and. may be
safely afforded to lines of considerable extent, in a form of a 
guarantee to private companies acting under charter. The enacting 
clauses provided that such aid should not be given towards 
constructing any railroad less than seventy miles in length. The 
Province was not to issue debentures or provide capital, in any 
shape, but merely to guarantee the interest of loans which the 
railway companies might raise on their own securities ; in other 
words, the Government was to endorse the securities of the 
companies, but only for the payment of interest, and to the amount 
of six per cent. The amount of the guarantee was to he limited by 
the cost of the road ; it was not to exceed one-half of the entire 
cost, and was not to be given until one—half of the road had been 
completed, and when the amount to be given would be sufficient to
complete the road to the satisfaction of the Commissioner of Public
Works.

This guarantee Act seems to have been passed on a fallacious hope that the Government would not be put to any great charge in the 
matter; for security, which turned out to be no security at all, was taken on the revenue of the Company, out of which source a Sinking 
Fund was to be raised to pay off the debt. The payment of the interest on the guaranteed bonds was to form a first charge on the 
revenue of the Company, and no dividend was to be declared till after the interest was paid and three per cent of the capital set apart 
for a Sinking Fund.  The province was to have a first lien on the road for any sum paid or guaranteed.

Provision was also made respecting the Quebec and Halifax Railway. It was confined to an offer of an annual payment of £20,000 stg.,
a year towards making good any deficiency in the income of the road, in meeting the interest on the expenditure, and a grant of all 
lands, in the possession of the Government, along the line of Railway, within the Province, to the extent of ten miles on each side, and 
to find the land for the right of way and stations within Canada. This offer was conditional on the Imperial Government undertaking, 
either directly or through the medium of a Company, the construction of the railway. There was no stipulation for any share of 
Government control as the price of this aid. An Intercolonial Railway, connecting Halifax and Quebec, was not likely to be built 
without the Lower Provinces hearing some part in the work. Accordingly, in 1850, the Nova Scotia Government took up the question, 
and Mr. Howe went to England to try "to obtain the necessary funds from London capitalists, either with or without the aid of Her 
Majesty’s Government," in the words of Sir John Harvey, then Lieutenant Governor of that Province. Mr. Howe, in a letter to Earl 
Grey, Nov. 25, 1850, expressed the singular opinion that, "if our (Nova Scotia) Government had means sufficient to build railroads and
carry the people free, we believe that this would be a sound policy." And he added : " If tolls must be charged, we know that these will 
be more moderate and fair if Government regulate them by the cost of construction and management, than if monopolies are created 
and speculators regulate the tolls only with reference to the dividends. We are all wise after I the fact, but the extravagance of this 
opinion will now strike every one. 
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If tolls were high enough to cover the cost, that is pay interest on all the capital expended, there would he little travelling on Dominion 
railroads. Mr. Howe asked the guarantee of the Imperial Government for the capital necessary to build the Intercolonial, which he put 
at £5,000,000 sterling. That would produce low tolls, of which every Englishman travelling over the line would get the benefit. If this 
aid was rendered, the Queen’s name would become a tower of strength on the continent, but if we had to borrow largely from America,
a revulsion of feeling dangerous to British interests would be created. To refuse would wound the pride of every N ova Scotian, and 
cause other mischief. The Canadian rebellion had cost £5,000,000 to put down and if the Maritime Provinces had joined in the fray, 
they could have cut off every regiment that marched through them in 1837 and 1839. Nova Scotia had offered her entire resources in 
aid of Imperial policy when, in 1849, peace was rendered insecure by the state of the Maine and New Brunswick boundary question. 
Were these people now to be subjected to foreign capital and control! Americans were willing to do the work, and take stock in 
payment. They would embark in it for the sake of national control. And if they did so they would import republican ideas, which no N 
ova Scotian or New Brunswicker would deem it worth his while to counteract. Annexation would would destroy the coal mines 
monopoly, which had pressed so heavily on Nova Scotia, in an hour ; and the Nova Scotia fishermen would be secured in bounty that 
would cover his risk, besides a free market without bounds. Commence the road, and the drooping spirit of the colonists would revive.

At the distance of twenty years, it seems almost incredible that any colonist should have gone to England with such arguments in his 
mouth. But Mr. Howe thought this was arguing the case on its merits. Another letter followed (Jan. 15, 1851) from the same pen, with 
more hints about annexation, and a vast quantity of matter, mainly irrelevant. Mr. Hawes, Under-Secretary of State for the Colonies, 
replied, March 10, 1851, stating the conditions on which the Imperial Government would guarantee an Intercolonial Railway loan. 
Nothing would be done until arrangements were made with Canada and New Brunswick for extending the road from Halifax to 
Quebec. The Government would recommend to Parliament the giving of like assistance to all the three Provinces. The line was not 
necessarily to be that of Major Robinson, but any deviations from it were to be subject to the approval of Her Majesty's Government. 
There would be no objection to this road connecting with one to the United States. The Provinces were to make the guaranteed loans ; 
they would require to raise a first charge on their respective revenues, alter existing obligations, and provide Sinking Fund for their 
extinction. The money was to be spent under Commissioners to be appointed by the guaranteeing authority. Troops, stores and mails to
be sent over the road at reasonable rates. Four days after, Earl Grey, then Secretary of State for the colonies, addressed a dispatch to 
Lord Elgin, Governor-General of Canada, in which he stated : "it is necessary to ascertain whether Canada and New Brunswick are 
ready to join with Nova Scotia, in raising the capital required for the work in the manner proposed, and if so in what proportion each 
Province is to become responsible for the expense incurred."

The conditions on which the Imperial Government was prepared to give the guarantee, left the local Governments to proceed on the 
basis of the Canadian Guarantee Act of 1849 and construct the railroad through the instrumentality of a company or companies, if they
saw fit. But a change was now determined on in Canada. In 1849, it had been declared in the preamble of the Guarantee Act, that 
Government assistance was " best given by extending to companies engaged in constructing railways" the guarantee already described.
Now the policy changed, and Mr. Hincks declared that " the experience of other countries warranted the conclusion that the beat mode 
of constructing and managing railroads was by placing them under the control of the State an opinion which would now, and perhaps 
then, gain the consent of but very few statesmen in other countries. Canada, be assumed, would have the control of four millions 
sterling as her share, Mr. Howe assumed the whole would he £7,000,000 of guaranteed capital with which to build her share of the 
Intercolonial railroad and that any thing she could save out of this amount would be at her disposal to aid in building other railroads 
and he assumed that the amount would be sufficient to extend the Intercolonial west ward as far as Toronto.  The estimates on which 
he relied were extremely low ; less than one-half the actual cost. From Toronto to Kingston, Mr. Keefer’s estimate was £4,500 a mile ; 
from Kingston to Montreal £5,000 a mile. But Mr. Hincks, to be on the safe side, estimated both sections at £5,000 , and for the section
from Melbourne to Quebec he put down £6,000 a mile. From Quebec to Halifax, he assumed the cost at £7,000 a mile. These items 
made a total of only £3,333,000 ; to which, by way of extra precaution, he added enough to bring the whole up to the round figure of 
£4,000,900.

There was now, 1851, passed (14 and 15 Vic., Cap. 73), An Act to make provision for the construction of a Main Trunk: Line of 
Railway throughout the whole length of this Province. This act brought the Legislature under a pledge not to increase the public debt, 
except for the purposes of building such 9 railway, and "as regards the guarantee of the Province under the Act 12 Vic., Cap. 29, for 
interest only on debentures issued or to be issued by the St. Lawrence and Atlantic, the Great Western, or the Ontario, Simcoe and 
Huron Railway Companies." The Governor General was authorized to enter  into arrangements with the Governments of Great Britain,
and of the Lower Provinces, for the construction of the Quebec and Halifax Railway, if the necessary funds should be raised under the 
Imperial guarantee. The Governor  in Council was authorized to apply, in furtherance of that work, all the ungranted lands, to the 
extent of ten miles on either side of the line. The road was to be continued as far as Hamilton, under the Imperial guarantee, if that 
were obtained ; but if it was not obtained, or the amount was not sufficient to accomplish so much, the whole road, or the residue of it, 
was to be built at the joint expense of the Province, and such Municipal Corporations as would subscribe towards it. A fund was to be 
formed out of the municipal subscriptions, to be called the " Municipal Subscription Fund." 
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Debentures equal in amount to these municipal subscriptions might be issued by the Government, and chargeable on this fund, and a 
Sinking Fund to be created; besides an equal amount of debentures chargeable on the consolidated revenue. If the funds for 
constructing the Main Trunk could not be raised in any of those modes, the work might be undertaken by chartered companies. A 
Board of Railway Commissioners, consisting of the Receiver General, the Inspector General, the Commissioner and the Assistant 
Commissioner of Public Works, was created. The guarantee under the Act of 1849, was not to be given till this Board had reported to 
the Governor in Council, that the land for the whole line or section had been obtained and paid for, and a part of the work done and 
that the fair cost of this was equal to what would have to be expended for the completion of the road. The Government had set out, as 
we have seen, in 1849, by confining the guarantee to the interest of the loan raised by the railway company; but by the Act of 1851, 
now under review, authorized the Governor in Council to extend it to the principal, in case of the Grand Trunk. Provincial debentures 
might be exchanged for those of railway companies. In return, the Province was to take the delusive security of a first lien on the 
railway, tolls and property of the Company ; a security from which the Province has never derived and never will derive a single 
dollar. We now know that the straightforward way of dealing would have been to grant a bonus instead of a loan that purported to be 
secured. Whatever the Province has paid on account of this road it has got good value for, but the mode of doing it held out hopes that 
have not been realized.

Question Of  Route:
The question of the route of the Main Trunk engaged the attention of the Standing Committee of the Canadian Legislature on 
Railroads and Telegraph Lines in 1851. There was much contrariety of opinion as to where the section of the line between Kingston 
and Montreal should be located. Mr. Hugh Allan thought it should be so located that it would serve the purpose of opening up and 
accommodating the Ottawa District. He thought the northern route by Bytown (Ottawa) would secure the largest amount of traffic, as 
it was further removed from the competing water communication of the St. Lawrence. The cost would be more, but he thought the 
increased traffic would ultimately compensate for the difference. Large tracts of land would be opened for settlement, and easy access 
to market for the produce given. For through business he was obliged to admit a line running parallel with the St. Lawrence would be 
the best; but if that were constructed subsidiary lines should be constructed to connect with Bytown, Perth and other places. Several 
other witnesses spoke to the same effect. One argued that if the northern route were not adopted, a second, interior main line, would 
ultimately be constructed. The military argument was also resorted to, and much was said of the security of an interior and the 
insecurity of a frontier line. On the other side it was contended that the true interests of the Province would be best consulted by 
adopting the most direct route, because experience showed that a contrary course was prejudicial to through traffic. Very little business
would take a northern direction. Everything would go south ; and the cost of construction, mile for mile, independent of the increased 
length of 20 or 25 miles, would be greater on the northern route, and no trunk line could accommodate all the traffic along the way 
without the aid of auxiliary lines. The question has not now sufficient interest to warrant us in recapitulating all the arguments in 
favour of the interior route it is sufficient to say that opposed to them was the single argument that the short line was best for the direct 
trade ; and this outweighed everything else in the selection of the route. Mr. Gzowski, who favoured the St Lawrence line-that actually 
adopted estimated the cost of construction at £5,026, not quite $25,000, a mile and there were people who entered into elaborate 
arguments to prove that this was too much. Mr. T. C. Keefer's estimate was £5,340 a mile, including " ample equipment." For the 
Kingston and Toronto section his estimate was still lower, but it was a different class of road from that finally built. But the Atlantic 
and St. Lawrence road had cost £7,000 currency, $28,000, a mile, and it was estimated there would have to be a further expenditure of 
about $8,000 a mile.

Question Of  Gauge:
On the question of gauge, several witnesses were heard. We incline to think that the weight of the evidence was in favour of a four feet
eight and a halt inch gauge, while that of five feet six was adopted. Even Mr. T. C. Keefer did not venture to suggest a greater breadth 
than five feet, while expressing the opinion that time would vindicate the sufficiency of the narrow gauge, and most of the authorities 
to which he referred, including that of Robert Stevenson, were in favour of the narrow gauge. Mr. Keefer himself said : "The 
steadiness oi a carriage depends upon the length of the rectangle formed by the wheels, and I think the long carriage used on the 
American narrow-gauge roads are steadier than the short broad-gauge carriages, when both are rum upon roads of equal condition."   
Royal commission, appointed in 1845, six years before, had reported: "that as regards the safety, accommodation and convenience of 
passengers, no decided preference was due to either gauge that in respect to speed, the advantage was with the broad gauge ; that in the
commercial case of the transport of goods, we believe the narrow gauge to possess the greater convenience, and to be more suited to 
the general traffic of the country ; that the broad gauge is the more costly" and they ended with this conclusion: "Therefore, estimating 
tho importance of the highest speed on express trains for a comparatively small number of persons-however desirable it may be to 
them, it is of far less moment than affording increased convenience to the general traffic of the community, we are inclined to regard 
the narrow gauge as that which should be preferred for the general convenience." The question was here one between a 4 feet 8½ inch 
and a 7 feet gauge, and the commissioners took care not to express an opinion in favour of the 4 feet 8½ inch gauge in preference to all
intermediate or possible gauges.
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Many of the persons examined before the Assembly committee, in 1851, were not in a position to form the best opinion as to the 
relative value of different gauges. Mr. Harris, President of the Great Western, must be presumed to have given the question some 
consideration, and he gave his opinion in favour of the narrow gauge, which the Great Western had then adopted. All their calculations,
plans and specifications were then based on a four feet eight and a half-inch track. He gave the following as the reasons for its 
adoption:

First, its established character ; second, the saving of money in the superstructure (ties and rails requiring extra strength for broader 
gauge) ; third, saving of expense in running machinery, for all time to come ; and fourth, to form an easy and economical junction with
the railroads of Michigan and New York, from which the Company expect to receive very large additions to the traffic on their road, a 
considerable portion of which is expected to follows Trunk Line through the Province to Montreal." And he added: “I consider the 
adoption of s broader gauge than four feet eight and s half inches would prove injurious to the interests of the Great Western Company,
as well as to the Main Trunk Line as far as Montreal, because I feel that every inducement possible will require to be made, to secure 
the principal part of the travel from Chicago, etc., through Canada, in preference to the various channels now being opened on the 
south side of Lake Erie; and I feel convinced that any gauge that will not admit of the baggage cars of the' roads joining the Great 
Western on either side being carried across it, will deprive Canada of the greater part of the said travel.

I think a uniform gauge from Windsor to Montreal very important, as securing to ‘ through ' American travel the expedition so much 
prized at the present time; and if this gauge afforded an easy and economical junction at Detroit, I feel confident. a very large and 
remunerative passenger trade would be established, highly beneficial, in every way, to the Province, part of which would diverge at 
Hamilton, part at Toronto, part at Kingston, kc., and still a large portion would go as far as Montreal, but no through (American) 
passenger trade of consequence would go beyond the latter point. This trade can only be got, however, by amicable and mutually 
beneficial arrangements between the Railroad Companies in the United States and the I Companies that join them on the Canada side ; 
I do not, therefore, consider it of much consequence whether the same gauge is continued on the south side of the Saint Lawrence 
between Montreal and Quebec, or not, and more particularly as the importance of the City of Montreal would prevent any number of 
passengers, either on business or pleasure, passing the said city, without stopping a longer time than could be allowed by a junction 
train.

There is something prophetic in some of these reasons. The Great Western practically compelled by the Legislature to adopt a live feet 
six gauge, were obliged to reduce it, by means of a third rail, to enable American trains to pass over their line. The section of the Main 
Trunk east of Montreal had been commenced with a "broad gauge," and that circumstance may have had some influence in 
determining the decision of the Committee. Erastus Corning, a name influential among railroad men, gave his opinion in favour of the 
four feet eight and a half, to enable our roads to connect with railroads in the States, which had adopted that gauge ; the New York, 
Northern and Central, and the New England lines. And he held that, not one advantage to a wide gauge can be stated without a 
sacrifice incident to such increase." At the same time he stated with great can dour, " that the relative advantages and disadvantages of 
various gauges rest solely upon the stability of the road bed to sustain the weight of engines and cars, and their action when in motion 
on the track." Another competent witness stated the difference between a passenger car, broad or narrow, at $200 to $250. H. C. 
Seymour, State Engineer of New York, admitted the inconvenience of a gauge that necessitated transhipment ; but he contended that 
all the objections to a five and a half feet gauge had been refuted by the result of actual experience. " Besides the decreased wear and 
tear consequent upon the easier motion of the cars' and engines on a wide gauge, " he said, " the comfort of passengers produced by 
the wider seats permissible in cars running on n wide gauge, is an important consideration." A five feet and a half track would enable 
the cars to be a foot wider than on one four feet eight and a half. John A. Roebling, civil engineer, adduced the fact that the relative 
number of accidents on the two gauges showed the narrow gauge to be the safer of the two. And he explained how this difference 
might be accounted for.
 
Trains generally run off on curves. and as these can never he altogether avoided, but only reduced at an outlay of capital, their effect, 
as influenced by the gauge, has to be principally considered. The wheels of locomotives as well as cars, being fixed stationary upon the
axles, and occupying parallel planes, have a tendency to maintain a straight course under all circumstances. When forced, therefore, to 
move around a curve, the outer wheels, rolling over larger space than the inner ones, are forced to slide to make up the difference. But 
this sliding cannot be effected without meeting a great resistance, which is equal to the adhesion between rail and wheel, resulting 
from super incumbent pressure. This resistance is aided by the natural tendency of all moving bodies to preserve a straight course, 
which is the tangent of the curve. When, therefore, these forces, tending towards the preservation of the straight line, are greater than 
the resistance of the flanches acting against the aides of the outer rail, and perhaps aided by some small obstruction or in equality on 
the track, the consequence will be a run off. Now the strife between the inner and outer wheel increases with the width of track ; 
therefore, the narrower the track the greater the safety. The conical shape of the tire has been found to avail but little, and is nearly 
abandoned. 
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On the other hand the steadiness of cars moving around curves is more insured by a wide gauge than by a narrower one. Still Mr. 
Roebling advocated a width of gauge from five feet three to five feet eight and a half, on account of its allowing the construction of 
cars of greater width. This was on the supposition that there were no controlling reasons for the adoption of any other gauge. But when
he had to answer what gauge would, in existing circumstances, be the best for the Canada trunk line, he said :

“If these lines (Great Western, Toronto and Hamilton, and others east) are to form a great system in themselves, self`·supporting and 
independent of others, I should adopt a gauge of five feet three inches. If its connection with the Portland Road, which has a track of 
five feet six inches, is of any great importance, I should adopt the latter. The position of the Great Western line, however, appears to 
me a different one. This can never be exclusively a Canadian line, it will be more an American one, as it will form one of the most 
important links in the great route from Boston to Chicago, the great parallel rival of the New York and Erie. To attempt to make it a 
Provincial Line exclusively, would be destroying its future prospects, and reducing its support to the local travel and traffic, which, for 
a number of years will be insufficient to maintain a good line. Canada West is intermediate ground between Michigan end the Great 
West on one side, and New York and the Eastern States on the other. A change of gauge at the frontiers would, therefore, be bad policy.
A large portion of produce and live stock raised in Michigan will seek this route, and no change of cars should take place. 
Transhipment of freight and live stock is expensive, and causes delay, and should by all means be avoided on the run from Michigan to
Albany. If a wider gauge is considered preferable for the Lower Canada Line, the track of the Great Western should correspond with 
that of the Niagara, Lockport and Rochester line”.

Mr. Thos. Rodgers, of Patterson, New Jersey, who had had great experience in building engines, and was besides a heavy stockholder 
in narrow gauge railways, mentions several practical objections to the four feet eight and half track. The demand for increased speed 
that had sprung up, made it very difficult to put in a boiler sufficiently large to generate steam enough ; and it was very difficult to 
arrange the different parts of the machinery properly without raising the boiler higher than desirable. 
The necessity of raising the engine high, causes it to roll much more, in going round a curve, than on wider gauge, and much more 
weight is thrown on the outer rail, causing increased friction, and wear and tear, with a loss of power at the very time when the greatest
power is required. For these reasons he thought it would be possible to take a much heavier train over a five feet and a half gauge than 
one of four feet eight and a half. Improvements have now been made in the engines, by which they are made to sit close to the ground, 
so that the above objection no longer exists. 

Often the fines had to be made so long that their expansion and contraction rendered it impossible to keep them tight. In case of a five 
and a half feet track none of these difficulties were presented Mr. Killaly, then attached to the Public Works Department as engineer, 
recommended a five feet six gauge, partly on the ground that several miles of what must comprise part of the Main Trunk, were 
already built of that width. He held that it would give greater safety than the narrow gauge, but he certainly did not answer the 
objections of Mr. Roebling. There was an advantage in obtaining larger driving wheels, in decreasing the velocity and friction of the 
piston and in the more free and easy working of the engine. He laid it down as an axiom that the more tonnage of net freight the engine
can draw, the less in proportion will be the cost of running. Still he did not consider there was any such difference of superiority of one
of these gauges over the other, that he would be justified in deciding the question on their abstract merits. And confessedly his decision
was based upon the necessity of connecting the other sections with that on which the five feet six tracks had been laid. He totally 
rejected all arguments drawn from the desirability of connecting with the New York lines; being fully convinced of what we now know
was an error, that a change of cars would always take place at the frontier. With all this evidence before them, and all these 
circumstances to be considered, the Railway Committee, on the 31st July 1851, decided in favour of the five feet six gauge. The 
resolution which embodied this decision was moved by Mr. (now Sir) J . A. Macdonald, and it authorized the Government to 
recommend to the Directors of the Great Western Railway to adopt this gauge. In the vote on the question, the Committee stood nine 
against two. In this way, what has since been known as the Provincial gauge came to be adopted. 

Contract With Peto and Co.:
By the 9th of the month Mr. Hincks had had several personal interviews with Mr. Jackson on the subject of a contract. The substance of
these conversations was that Messrs. Pete, Brassey, Betts and Jackson were to undertake the construction of a railroad from Montreal 
to Hamilton, at a rate which would, by their own estimate, produce them the same profit they had made in England and on the 
Continent of Europe. On the twentieth, the negotiations began to be reduced to writing, and the next day a basis of agreement was 
arrived at. The contractors were to send out engineers to survey the line, and if any difficulty occurred, the Government was to pay the 
cost. To the extent of five-tenths of the capital, the direct bonds of the Government were to be issued instead of the company’s bonds 
guaranteed by the Government They were to be issued through Baring Bros., and Glyn, Mills and Co., " to whom," Mr. Hincks said, " 
the Canadian Government is bound not to allow its bonds to be issued through other parties. "
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New Railway Legislation:
This agreement involved a new policy of railway legislation. But before coming to what that legislation was, we must first recapitulate
what had been previously done on some sections of what was now to be called The Grand Trunk Railway of Canada. In 1848, the 
Toronto and Goderich Railway Company was chartered, (10 & 11 Vic. cap. 123) with a capital of £750,000, in shares of £25 each, 
with power to raise an additional sum of £250,000 if required. This road, in its passage from Toronto was to strike Guelph and the 
waste lands of the Crown lying north of the Huron Track, to Goderich on Lake Huron. 

The survey map and book of reference were to be deposited within three years and the road to be completed within ten years. 
Construction was not to commence until 5150,000 of the stock had been subscribed, and ten per cent. paid on it. The Directors were 
empowered to unite with any joint stock company then formed or to be hereafter formed in the United Kingdom, and with the Toronto 
and Lake Huron Railroad Company. In 1851, the Kingston and Montreal Railroad Company was incorporated, with a capital of 
$6600,000 currency ($2,400,000), in shares of $100 each and if that proved insufficient, power was given to raise $2400,000 more. 
The same power of making arrangements as in the old act was given. The gauge was fixed at five feet six inches. The whole of the 
stock was subscribed by ten persons, in August, 1852.

 
By articles of preliminary agreement, each of the three largest subscribers bound himself not to transfer any of the stock, without the 
express authority of the other two in writing. When the question of chartering the Grand Trunk, which would cover the same ground as
this company’s charter, came up, the Railroad Committee refused the petition by the Kingston and Montreal Railroad Company, 
against the proposed new charter, on the ground of this very agreement, which was construed into proof that the subscription was not 
bona. fide. Another reason was that Mr. Jackson, on behalf of Pete, Brassey, Betts and Co., had offered to construct the whole line, and
be responsible for the Hosting of all tl1e stock of the Grand Trunk, 011 obtaining the Government guarantee of £3,000—$1 2,000-a 
mile. Mr. Holton, Mr. Galt and some others, acting as promoters of the Kingston and Montreal Co., had employed Mr. Gzowski to 
make a survey ; and at the time this parliamentary contest came on, their expenditure was set down at £500, besides the cost of the 
survey made by T. C. Keefer, which was nearly $8,000. The Committee asked them to resign their stock, and accept repayment of their
outlay. After much skilful fencing between Mr. Holton and Galt, on the one side, and the Railway Committee, and Mr. Hincks, on the 
other, in which scarcely any thing was said about the real thing in dispute, the railroad contract. Mr. Holton, finding the enemy too 
strong for him, offered to capitulate on the following terms: That assurance should be given by the Government that they could get the 
road built, as well as a bridge over the St. Lawrence, without increasing the guarantee over £3,000 a mile, and that the use of such 
bridge should be secured to all railroads. The preliminary expenses of the Company were to be repaid, and their liabilities assumed by 
the Government. Mr. Hincks made some objection to making the immediate construction of the bridge a condition, and an arrangement
was concluded from which this item was left out. The rest of the terms were as stated. The contract was afterwards renewed, but the 
Government had the control of the guarantee in its hands, and the Railroad Committee seconded Mr. Hincks’s proposal to let the 
contract to English contractors. The reasons for letting the Grand Trunk contract to Jackson, Peto, Brassey and Betts, was their alleged 
ability to float the stock. The Quebec and Richmond Railway Co., had let a contract to this firm, at £6, 500 a. mile. 
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Before doing so, their agent, Mr. Wm. Chapman, who was a director of the Bank of British North America, in London, had for months 
tried in vain to float any of the stock ; but after this contract was given he succeeded in a short time in selling £205,000 of stock and 
£100,000 of bonds at par. Mr. Young was of opinion that if the contemplated arrangement with Peto, Brassey and Co. were broken off, 
the Grand Trunk could not be built for many years to come. Mr. Galt and Mr. Holton continued to be of a different opinion; and they 
alleged that with a provincial guarantee of £2, 500 a mile, they could construct the Kingston and Montreal section in less time than it 
would otherwise be  constructed, and with a much less amount of stock. "We ask" they said "no power to issue excessive amounts of 
stock, deluding strangers into the belief that works are costly which are really cheap."

The Act to Incorporate the Grand Trunk Railway of Canada (16 Vic., Cap. 37), passed in 1852, incorporated a company with u. capital 
of £3,000,000 stg., in £25 shares, to construct a railway, on a designated route, from Toronto to Montreal. The Government guarantee, 
to be given in the form of Provincial debentures, was confined to £3,000—$l2,000—a mile, and was to be handed over in amounts of 
£40,000, whenever £100,000 stg. should be ascertained to have been expended "with due regard to economy" on the road.

Another Act, (Vic. 16, Cap. 38) was passed the same session, To provide for the Incorporation of a Company to construct a Railway 
from opposite Quebec to Trois Pistoles, and for the extension of such railway to the eastern frontier of this Province. The capital was 
fixed at one million sterling, with power to increase it to four millions, and the right to extend the road to the eastern limit of the 
Province. The same amount of Provincial guarantee as in the case of the Grand Trunk was to be given to that section which lay 
between Point Levi and Trois Pistoles ; but for an extension a grant of a million acres of land was to be given in lieu of a money aid. In
other respects the terms of this Act were the same as those of the preceding.

What is popularly known as the Amalgamation Act (16 Vic., Cap. 39) completed the series of railway legislation this session. It 
empowered any railway company whose road formed part of the Main Trunk line to unite with any other such company. Its provisions 
were applied to the St. Lawrence Ac Atlantic Railway Co., and the railway which that company was empowered to construct. It 
repealed the Acts incorporating the Montreal A: Kingston Railway Co., and the Kingston L: Toronto Railway Co., and obliged the 
Grand Trunk Railway Co. to pay the promoters of these railways the preliminary expenses they had incurred. In 1853, the Grand Trunk
Railway Company was authorized to increase its capital or to borrow to the extent of £l,500,000 sterling, for the purpose of 
constructing a general railway bridge across the St. Lawrence at or in the vicinity of Montreal. It might undertake the work alone, or in
conjunction with any other company or companies. The plan was to be approved by the Governor in Council. This bridge is one of the 
noblest monuments of engineering skill the world has ever seen. Its total length is 9,184 lineal feet (nearly a mile and three-quarters). 
It has 25 spans of tubular iron, 24 of which are 242 feet each, and the other 330 feet. These are 60 feet above the water level, and rest 
on a series of piers which contain altogether 3,000,000 feet of masonry. The centre pier is 24 feet wide ; the others 16. They have to 
resist at all times a current of seven miles an hour, and, in the spring, immense masses of ice, which have had no injurious effect on 
them. The work was commenced on the 20th July, 1854, and a passenger train passed over the bridge December 17, 1859. This 
stupendous work was originally designed by Mr. Stevenson and Mr. Ross. The general design was matured and worked out by the 
latter.

By another Act, passed the same session (Vic. 16, cap. 76), the Amalgamation Act was extended to companies whose railways 
intersect the main trunk or touch places which that line touches. In pursuance of this Act, the Toronto and Sarnia, the Toronto and 
Kingston, the Quebec and Trois Pistoles, and the Belleville and Peterboro, the latter a projected branch which was never built, were 
united. The negotiations were conducted in London in the first five months of 1853; Mr. Galt representing the Atlantic and St. 
Lawrence, the St. Lawrence and Atlantic, and in connection with Mr. Alexander Gillespie, of London, the Toronto and Guelph railway 
companies, Mr. Ross, the Grand Trunk proper, as its President, and the eastern section of that road, in connection with Mr. Forsyth and
Mr. Rhodes. The amalgamated company assumed all the liabilities of the several companies, which, previous to the amalgamation, had
a separate existence. This included a contract with Messrs. Gzowski Lt Co., entered into on the 24th March, 1853, for the construction 
of the Toronto and Sarnia section, for the sum of £1,376,000 sterling, the distance being estimated at 172 miles ; Messrs. Peto, Brassey,
Betts, and Jackson’s contract, entered into one day before Gzowski and Co.'s was signed, for the construction of the line between 
Montreal and Toronto, estimated at a distance of 345 miles, eleven miles over the real distance, for the sum of £3,000,000 sterling; the 
contract with the same parties, dating October 20, 1852, for the construction of the Point Levi and Richmond line, some 95 miles, for 
the sum of £650,000 ; a contract with the same parties for the construction of the Quebec and Trois Pistoles road estimated at 153 
miles, for the sum of £1,400,000 sterling; a contract with the same parties, never executed, for the construction of the Belleville and 
Peterboro line for the sum of £400,000; and a contract with the same parties, executed March 3, 1853, for the construction of the 
Victoria railway bridge at Montreal, for the sum of £1,400,000 sterling. The Atlantic and St. Lawrence Company, whose road runs 
from Portland, Me., to Island Pond, Vt., a distance of 148 miles, leased its property to the Grand Trunk for a period of 999 years, at a 
yearly rent representing six per cent. on the share and stock capital, $1,700,000, besides the interest on the bond and debenture A debt; 
in all, $3,000,000 a year, payable half-yearly on the 1st January and the 1st July.
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Capital Stock:
The prospectus of the Grand Trunk Railway was issued while the arrangements for a fusion of the companies were in progress, under 
the guarantee of powerful names of the monetary world of 'London and seven members of the Executive Government of Canada. 
Among the London Directors were Baring, representing one house, and Glyn another, and both of them were members of the House of
Commons. The Government directors in Canada were the Hon. John Ross, Solicitor General for Upper Canada, Hort. F. Hincks, 
Inspector General, Hon. E P. Tache, Receiver General, Hon. Jas. Morris, Postmaster General, Hon. Malcolm Cameron, President of the
Executive Council. Glyn, Mills& Co., and Baring Bros., were the bankers, and Alexander Ross was engineer in chief. The prospectus 
contained the following statement:

The capital is made up as follows: £ 9,500,000
Amount already raised in shares, and spent on

works of the St. Lawrence and Atlantic and
Quebec and Richmond Railways £   683,400

Amount already raised on bonds £   733,000
£1,416,400

Received in shares and debentures for tho
shareholders in the St. Lawrence and Atlantic, 
and Quebec and Richmond Railways, on the 
amalgamation, and for the bondholders of the 
Ontario, Simcoe and Huron Railway Company £   837,600

£2,254,000
Leaving £7,246,000

This amount will be created and apportioned as follows :

Stock in 144,920 shares of £25 each £3,623,000
Debentures of £L00 each, payable in 25 years, hearing 
interest at 6 per cent. per annum, payable half-yearly,
in London, and convertible into shares on or before the
first day of January, 1863, at the option of the holder £1,811,500
And debentures convertible into bonds of the Provincial
Government, of £10O each, payable in 20 years, bearing 
interest at 6 per cent. per annum, payable half yearly in London £1,811,500

£7,246,000.

Of these 144,920 shares it is proposed now to issue one-half, viz.: £1,81l,500 in shares, and the same amount in debentures, the other 
half having been agreed to he taken by the contractors, who, however, engage to give to the holders of such shares, on the 1st July, 
1854, (twelve months after the anticipated opening of the St. Lawrence and Atlantic section of the railway) . the option of taking, in 
equal proportions, two-thirds of such remaining moiety ; that is to say, every holder of thirty such shares will, on the 1st  July, 1854, be 
entitled to claim twenty shares more at par, together with an equal amount of debentures, also at par. Such additional shares and 
debentures to bear interest at 6 per cent. from the said 1st July, 1854. £200 of debentures (one-half of each description) will be issued at
par, with each £200 of shares. By the law granting the Provincial aid, it provided that, the bonds of the Province shall be issued as the 
works advance. These bonds, will, therefore, be held in trust to be delivered pro rata to the holders of the convertible debentures." The 
estimated profit was nearly 11½ per cent. The gross estimated earnings have been fully realized ; but the great error of calculation, 
which makes all the difference between profit and loss, was in putting down the working expenses so low as forty per cent., the actual 
amount having been from seventy to eighty per cent. The description and objects of the Grand Trunk Railway are fully set forth in the 
appendix, to which especial reference is craved. The more prominent points therein are:

1. The completeness of the system of railway, engrossing, as it docs, the traffic of Canada and the State of Maine, and 
precluding injurious competition.

2. The large amount of government guarantee and of Canadian capital invested, being two millions eight hundred thousand 
pounds sterling.

3. The fact that 250 miles of the railway are now open for traffic, to be increased to 390 miles by the close of the present year. 
4. The execution of the whole remaining works being in the hands of most experienced contractors, the eminent English firm of 

Messrs. Peto, Brassey, Betts and Jackson having undertaken seven-eights thereof,including the St. Lawrence Bridge.
5. The cost of the railway being actually defined by the contracts already made, whereby any apprehension of the capital being 
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found insufficient is removed.
Summary of probable revenue:

On 1112 miles, at an average of above £25 per mile per week £l,479,660
Deduct working expenses, 40 per cent £  591,864

------------ £887,796
‘ Interest on Debenture debt, £4,635,200 £278,100
Rental of Atlantic and St. Lawrence Railway £  60,000

----------- £338,100
Thus showing a profit on the share capital, ------------
£4,864,800, of nearly 11½ per cent £549, 696

There ought surely to have existed data on which more accurately to estimate the cost of the working expenses. The following 
statement of the distribution of the capital over the different sections was appended to the prospectus.

Original distribution of Capital. Estimated cost of several works comprised in the Grand Trunk Railway Company:

St. Lawrence and Atlantic, 142 miles at £8,500 pet mile £1,258,000
Quebec and Richmond, 100 miles at £6,500 pet mile £6650,000
Extension       50,000

 ------------     700,000
Montreal to Toronto  3,000,000
Trois Pistoles, 153 miles, at £8,000 per mile  1,244,000
Grand Trunk Junction, 50 miles, at £8,000 per mile     400,000
Toronto and Sarnia, 172 miles, at £8,000 per mile  1,376,000
Victoria Bridge  1,400,000
Contingencies     142,000

Sterling £9,500,000

The issue of the first half of the Stock, £1,811,500, in £25 shares, was attended with surprising success. The applications were 
immensely in excess of the amount to be issued-some put the whole amount applied for as high as twenty millions sterling and brokers
speculating in the stock, in advance of its issue, agreed to deliver shares at £l premium. There was naturally great disappointment 
among the applicants; a feeling that was not to be without its compensation in the future. The stock issued at par went up as high as 
two per cent. premium but when it once fell below par it never recovered, but steadily declined till quotations became merely nominal.
It would seem that a great mistake was made in not issuing the whole of the stock at once; for that was the only time when it could 
have all been . floated at par. But this could not have been foreseen, at the time. The Provincial guarantee extended to the various 
sections of the road, in the following proportions, amounted to £1,8l1,500 stg., to be represented by six per cent. debentures, payable 
in twenty Eve years, and to be issued on the conditions previously stated:

Toronto to Montreal 345 miles At £3,000 per mile £l,494,000
Quebec to Trois Pistoles 153 miles St. Lawrence and Atlantic £    67.500

498 miles Quebec and Richmond £   250,000
           £1,811,500

Besides this, £400,000 had already been issued to the St. Lawrence and Atlantic Railroad prior to the amalgamation. The whole 
amount then authorized by the Legislature to be issued was £2,211,500 stg. It was seriously argued that by agreeing to issue this 
amount of debentures in aid of the Grand Trunk, the Province was  only incurring a nominal responsibility;" this was admitted, Mr. 
Hincks said, in 1852, even by the opponents of the bill; the idea being that the first mortgage held by the Province constituted ample 
security for the advance.

The amalgamation was confirmed by the Legislature in 1854, and transferred to the amalgamated company the title of the Grand 
Trunk Railway of Canada. The company was authorized to increase its capital, but the delusion about retaining for the Province its 
first lien was kept up. The lien, being considered a very valuable thing, was extended to the whole Grand Trunk Railway and its 
wo1·ks, and the engineers certificates for the forty per cent. of guarantee were to extend to all the companies works, though there was 
to be no increase in the total amount to be issued. No more Provincial aid was to be granted to the Point Levi 5: Richmond or the 
Montreal 8: Portland sections beyond the £7l7,500 already issued ; none to any branch railway that might be thereafter built, or to any 
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line that might be amalgamated with it, except the direct line between Trois Pistoles and Sarnia. 
The amount of Provincial bonds, that might be issued in aid of the Victoria Bridge was limited to £100,000 stg. In the early part of 
1855, efforts were made to obtain for the Company additional assistance from the Canadian Government. The English contractors 
wrote to Mr. Thos. Baring and Mr. George Car Glyn, both of whom occupied. the double position of directors of the Company and 
financial agents of the Government, stating at what rate they would push on the work of construction, if £900,000 of additional 
Provincial aid were obtained. They would open the road from Montreal to Brockville, and from Quebec to St. Thomas, in the ensuing 
autumn ; they would open the additional section from Brockville to Toronto, giving a railway connection between Montreal and 
Toronto by the autumn of 1856. This promise was left a year behind in the performance. But the line from Quebec to Richmond was 
(February 2, 1855) already open, though the cont1·act gave them over ten months more, and a year over the time when the road had 
been opened (December, 1855.)

This appeal was responded to. In the latter part of the session of 1854-55, an Act was passed, (18 Vic. Cap. 174), May 19, 1855, to 
grant additional aid to the Grand Trunk Railway. It authorized the issue of Provincial debentures to the amount of £900,000 stg., 
redeemable in twenty years, for this purpose. 

The conditions on which they were to be issued to the Company were that the whole amount of aid received and to be received, for 
work or materials on the ground, should not exceed fifty per cent. of the whole amount expended on the work, prior to the 1st May, 
1855; and the sum to be advanced out of this additional grant was never to exceed seventy-five per cent. on the amount expended by 
the company, after that date, on the portion of the line between St. Thomas and Stratford, exclusive of the work on Victoria Bridge. 
This loan, like the first, was made a first lien on the Company, works and as the Victoria. Bridge, on account of which no Provincial 
aid was advanced, was included in the mortgage, it was argued that the Province was increasing its security so much that the additional
grant was, for it, a good operation, and one which on financial grounds, it would have been madness not to have gone into. The loan 
was repayable in twenty years, and the interest, six per cent., half yearly. In 1853, 1854 and 1855, while the capital account was in its 
best condition, the Company did pay interest on Government bonds to the amount of about £200,000 stg. Evidently motives of policy 
made it advisable for the Company to hold out a prospect that such interest would continue to be paid, as long as additional grants 
were likely to be required. But the time was fast approaching when the idea that the lien which the Government held on the works 
would ever be the means of bringing back the capital advanced, must cease to be entertained by even the most sanguine. 

In 1856 (July 1,) an Act (19 and 20 Vic., c. 111,) was passed which exploded the idea, advanced a few years before, that the Province 
only incurred a nominal responsibility in giving the Provincial guarantee to this great national undertaking. The first lien, which had 
been relied upon as a means of securing the repayment of the capital advanced to the Company, was given up. 
By the terms of this Act, which had been provisionally agreed to in advance between the Government and the Company, the latter was 
authorized to issue preferential bonds to the amount of £2,000,000 stg.; these securities to have priority over the Province lien. The 
issue was not to take place till the railway from St. Thomas to Stratford had been finished and in operation. The proceeds of the bonds 
were to be deposited with the Provincial agents, in London, and released to the Company on certificates of the Receiver-General, 
during the progress of the following works:

The railway from St.Mary’s to London and Sarnia £450,000
The railway from St. Thomas, Lower Canada, to Riviere du Loup £525,000
Victoria Bridge £800,000
Three Rivers and Arthabaska £125,000
To enable the said Company to assist the Port Hope, and Cobourg

and Prescott Railways as subsidiary lines £100,000
           £2,000,000

For the ensuing five years, the time estimated to be necessary for the completion of the construction, the Province was to pay interest 
on the bonds it had issued in aid of the work ; but still the idea of repayment, though in a new form—in the share capital of the 
Company—was kept up in this Act; and the lien of the Province, subject to these conditions, was to rank, as to dividend or interest, 
with that of the Company's bondholders. In this year, 1856, the Company asked the Government to guarantee five per cent. interest on 
the share capital, but the proposition was not entertained.

On the formation of the Grand Trunk Company, and the grant to it of the Provincial guarantee, it was deemed expedient to give the 
Government a representation in the direction, with the idea that the interests of the Province would thereby be better guarded. This 
arrangement was made the occasion of attacks on both the Government and the Company, in which the latter was declared to be too 
much under political influence. 
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A cry for the abolition of the Government directorate was set up. This would of itself probably not have led to any result, but when the 
Government lien had been virtually given up, there was no longer any object in retaining the Government Directors. Accordingly, in 
1857, there was proposed an Act (20 Vic., c. ll) To dispense with Government Director: in. the Grand Trunk Railway of Canada, and to
facilitate the completion of the C0mpan·y's works from Riviere-du-Loup to Sarnia. The Government Directors were to go out of office
at the next general meeting of the shareholders, and all the powers of the Company were henceforth to be wielded by the elected 
Directors. The existence of Government Directors in the early years of the Company’s existence was afterwards, in 1861, sought to be 
made, by a. committee of the bond and stockholders, the basis of a financial responsibility which the Province had never contemplated 
and never could be induced to assume. By the Act of 1857, a year's extension of time for completing the works was given, and as a 
condition of their being completed even within that time, and so long as they are worked and regularly maintained, " the Province 
forgoes all interest on its claims against the Company, until the earnings and profits of the Company, including those of the Atlantic L: 
St. Lawrence Railroad Company, shall be sufficient to defray the following charges:

1. All expenses of managing, working and maintaining the works and plant of the Company. 
2. The rent of the Atlantic & St. Lawrence Railway, and all interest on the bonds of the Company exclusive of those held by the 

Province. 
3. A dividend of six per cent. on the paid up share capital of the Company, in each year in which the surplus earnings shall admit

of the same ; and then in each year in which there shall be a surplus over the above named charges, such surplus shall be 
applied to the payment of the interest on the Province Loan accruing in such year. The bonds and share capital herein 
mentioned shall be held to include and consist of all loans and paid up capital which the Company have raised or may 
hereafter raise bona fide under the authority of any Act of the Provincial Legislature, passed or to be passed, for any purpose 
authorized by any such Act." This was equivalent to a complete surrender of the Provincial lien, and it would have been better
to wipe it out altogether than to foster the delusion that anything could in any remote contingency be realized from it.

Next year, 1858, came An Act (22 Vic. Cap. 52) to amend the Acts relating to the Grand Trunk Railway of Canada. It gave authority to
the Company to issue additional bonds, preferential or otherwise, with the now absolutely ridiculous proviso that the new issue should 
in no way effect the Province lien on the road. And there was a clause providing, among other things, in the nature of priorities, the 
order in which the interest on the Provincial debentures should be paid by the Company. Authority was also given to alter and enlarge 
the conditions of the lease with the Atlantic and St. Lawrence Rai1way consistent with the preservation of the relative positions of the 
Province and the Company.

In 1861, a committee of shareholders drew up a statement in which they asserted " that it was in bona fide reliance upon the 
representations put forward as from the Canadian Government in this [the Company's] prospectus, that, in, 1853, the petitioners and 
other persons became subscribers to the Grand Trunk Railway, and in the full persuasion that a Colonial Government which had 
sought assistance in England in a form so public and conspicuous, would at all times be ready to extend to the obligations thus 
incurred, at a distance of three thousand miles, not a construction resting on narrow rules of law, but an interpretation large, liberal and 
statesmanlike," and that they relied on the Canadian Parliament to fulfil this expectation. This was equivalent to asserting that the 
undertaking was set on foot as a Government work ; an assumption which the Canadian Legislature was not likely to endorse. 

If the Government had undertaken the construction of the road as a public work, the committee argued, it must have incurred an 
expenditure of £11,000,000 stg., or £660,000 a year, whereas, by the mode adopted, the Province had obtained all the advantages of 
the Grand Trunk system at a charge of not more than £3,111,500, or £187,000 a year, from which amount there were several 
deductions to be made. 

They argued that the Arthabuska branch, which they state at 30 miles, and nearly the whole of the 358 miles forming the Eastern 
Division, though valuable to the country, must be worked either at a positive loss, or upon terms which will not yield any profit upon 
the capital expended in their construction ; that this is true, in the most unqualified sense, of the 148 miles between Quebec and 
Riviera du Loup and of the Arthabaska branch, and to some extent of the 96 miles between Richmond and Quebec. They sum up by 
saying that, as regards the 214 miles east of Richmond, and as regards the branches, the Grand Trunk has become charged with the 
burden of constructing, maintaining and Working lines of railway, not for the benefit of the share and bondholders, but wholly for the 
present and future benefit of particular portions of Canada that an amount nearly equal to two-thirds the whole Provincial aid was 
expended on works valuable to the country, but unprofitable to the Company leaving only £1,111,500 contributed to what they call the 
commercial portion of the undertaking. It was contended that these facts, all taken together, gave the share and bondholders not a legal,
but a strong moral claim on the Province.  They estimated the increased market value conferred on the grain and other crops of the 
Western portion of the Province by the Grand Trunk railway, as not less than 20 to 30 per cent, a statement of which it would require a 
close examination of a history of prices and other data to test tho accuracy. This attempt to make the Canadian Government a joint 
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partner in the expenditure of fifteen millions sterling, was not responded to in the way the committee desired.
In 1862 the Company claimed additional remuneration for the mail service. This service was represented to be worth, for the ensuing 
twenty-five years, a sum that would capitalize at a million and a half sterling. This capitalization was asked for, and with it authority to
raise the further sum of .6500,000 stg. to complete, repair and equip the line. The passenger receipts of the Company, it was said, the 
mileage considered, were very light. The time bills were drawn up, not merely to accommodate the passenger traffic, but also to serve 
mail purposes. The excessive number of miles ran to accommodate the postal service caused the trains to be worked at a heavy annual 
loss, while in Nova Scotia nothing but accommodation trains are being used, and the load of the train being generally made up to the 
capacity of the engines, the trains proved remunerative. With the capitalized sum sought to be obtained, the Company intended to 
compound with its creditors in Canada and England. Hints that the road might possibly be closed were thrown out. In the next session, 
An Act for the Reorganization of the Grand Trunk Railway Company (25 Vic. c. 56) was passed, giving the Company power to issue 
postal bonds on the securing of the money it gets in payment of the postal service, besides £500,000 equipment mortgage bonds; the 
latter operating as a first lien on the Company's property. The effect of this was to place the Government lien still further back. 

The rate of remuneration to be paid for the postal service performed by the Company was long an unsettled question, on which much 
correspondence with the Government took place. In 1862, it was resolved to settle the dispute by arbitration; but a change of 
government taking place, the reference was revoked. In 1865, three commissioners, the late Mr. Wm. Hume Blake, Mr. Justice Day, 
and Mr. G. W. Wicksteed, were appointed a commission to enquire into and report on the subject. They recommended a rate of ten 
cents a mile for quick passenger trains, and six cents a mile for mixed trains; which, they added, " cannot be considered too high, when
it is considered that the Postmaster-General of the United States pays this same road, between the boundary line and Portland, sixteen 
cents per train per mile, for a single service, and ten cents per train per mile, for a double service. "

The proportion which the working expenses bear to the revenue is mainly determined by two unfavourable circumstances. A large part 
of the Eastern Division of the road is unprofitable ; some sections, such as that between Quebec and Riviere du Loup and the 
Arthabaska branch, being worked at a positive loss. They are a dead weight on the profitable sections, and tend to make the working 
expenses of the whole line abnormally high in comparison with the revenue. The other cause that contributes more largely to this result
is the necessity of receiving competitive rates for through traffic from the west. These rates are determined by the cost of carrying on 
the cheapest rival routes. Besides, the easternmost section of the line lies in a more severe climate than any other railway in America, a
circumstance which, from the accumulations of snow, adds to the working cost and increases the expense of repairs. The construction 
of the Intercolonial ought to have a favourable effect on the fortunes of the Grand Trunk.

The end of the American Civil War saw British North America on the verge of uniting in a single federation and the GTR's financial 
prospects improved as the railway was well-positioned to take advantage of increased population and economic growth. By 1867, it 
had become the largest railroad system in the world by accumulating more than 2,055 km of track that connected locations between its 
ocean port at Portland, Maine, its river port at Rivière-du-Loup, the three northern New England states, and much of the southern areas
of Lower and Upper Canada (Quebec and Ontario). By 1880, the Grand Trunk Railway system stretched all the way from Portland in 
the east to Chicago, Illinois in the west (by means of the Grand Trunk Western Railroad between Port Huron-Chicago). 

Several impressive construction feats were associated with the GTR: 
The first successful bridging of the St. Lawrence River on August 25, 1860 with the opening of the first Victoria Bridge at Montreal 
(replaced by the present structure in 1898); the bridging of the Niagara River between Fort Erie, Ontario and Buffalo, New York; and 
the construction of a tunnel beneath the St. Clair River, connecting Sarnia, Ontario and Port Huron, Michigan. The latter work opened 
in August, 1890 and replaced the railcar ferry at the same location.

Gauge:
Common during 19th century railway construction in British colonies, GTR built to a broad gauge (Provincial Gauge) of 5 ft 6 in 
(1,676 mm); however, this was changed to the standard gauge of 4 ft 8½ in (1,435 mm) by 1873 to facilitate interchange with U.S. 
railroads. To overcome the gauge difference, the GTR experimented with a form of Variable gauge axles called "adjustable gauge 
trucks", but these proved unreliable.[1] The GTR system expanded throughout Southern Ontario, Western Quebec, and the state of 
Michigan over the years by purchasing and absorbing numerous smaller railway companies, as well as building new lines. GTR's 
largest purchase came on August 12, 1882 when it bought the 1371 kilometre Great Western Railway, running from Niagara Falls—
Toronto, and connecting to London, Windsor, and communities in the Bruce Peninsula. Grand Trunk Station at Portland, Maine in 
about 1906. By 1880, the GTR stretched from the Atlantic port of Portland, Maine to Chicago, Illinois with its line west of the St. Clair
River being operated as the GTWR. The company also sold the line along the St. Lawrence River between Rivière-du-Loup and Levis 
in 1879 to the federal government-owned Intercolonial Railway (IRC), and granted running rights in 1889 to the IRC on trackage 
between Levis and Montreal (via Richmond); however, the IRC's construction of a more direct line from Levis to St. Hyacinthe in 
1899 saw most of this traffic transferred to that line.
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Bankruptcy and Nationalization:
As the dominant railway in British North America, GTR was reportedly asked by the federal government soon after Confederation to 
consider building a rail line to the Pacific coast at British Columbia (B.C.) but refused, forcing the government to enact legislation 
creating the Canadian Pacific Railway (CPR) to meet B.C.'s conditions for joining Confederation. By the early 1900s, GTR desired to 
operate in Western Canada, particularly given the virtual monopoly of service that CPR maintained and the lucrative increasing flows 
of immigrants west of Ontario. The federal government encouraged GTR to co-operate with a local railway company operating on the 
Prairies, the Canadian Northern Railway (CNoR), but an agreement was never reached. CNoR decided to build its own 
transcontinental system at this time, forcing GTR in 1903 to enter into an agreement with Wilfrid Laurier's government to build a third 
railway system from the Atlantic to the Pacific. GTR would build (with federal assistance) and operate the Grand Trunk Pacific 
Railway (GTPR) from Winnipeg, Manitoba to Prince Rupert, British Columbia, while the government would build and own the 
National Transcontinental Railway (NTR) from Winnipeg to Moncton, New Brunswick via Quebec City, which the GTR would also 
operate. (As part of this program, the federal government encouraged the GTR to purchase the Canada Atlantic Railway (CAR) with 
lines southeast from Ottawa to Vermont, and west from Ottawa to Georgian Bay. The GTR took effective control of the CAR in 1905, 
although the purchase was not ratified by parliament until 1914.) The routing of these systems was extremely speculative, as GTPR's 
main line was located farther north than the profitable CPR main line in the Prairies, and NTR was located even farther north of 
populous centres in Ontario and Quebec. Construction costs on the GTPR escalated, despite having the most favourable crossing of the
Continental Divide in North America at Yellowhead Pass. GTR's cost-conscious president Charles Melville Hays was one of the 
victims on board RMS Titanic on April 15, 1912. His death is speculated to have contributed to poor management of GTR over the 
ensuing decade, and also contributed to the abandonment of the uncompleted Southern New England Railway to Providence, Rhode 
Island, begun in 1910.  Construction started on the GTPR/NTR in 1905 and the GTPR opened to traffic in 1914, followed by the NTR 
in 1915. It was a transcontinental system, with the only exception being the NTR's ill-fated Quebec Bridge which would not be 
completed for several more years. The first indication the arrangement with the government was faltering came when GTR refused to 
operate the NTR, citing economic reasons. With the enormous cost of building the GTPR and the limited financial returns being 
realized, GTR defaulted on loan payments to the federal government in 1919. GTPR was nationalized on March 7 of that year, being 
operated under a federal government Board of Management until finally being placed under the control of the Crown corporation 
Canadian National Railways (CNR) on July 20, 1920. GTR underwent serious financial difficulties as a result of the GTPR, and its 
shareholders, primarily in the United Kingdom, were determined to prevent the company from being nationalized as well. Eventually 
on July 12, 1920, GTR was placed under control of another federal government Board of Management while legal battles continued 
for several more years. Finally, on January 20, 1923, GTR was fully absorbed into the CNR on a date when all constituent companies 
were merged into the Crown corporation. At the time that the GTR was fully merged into CNR, approximately 125 smaller railway 
companies comprised the Grand Trunk system, totalling 12,800 kilometres in Canada, and 1,873 kilometres in the U.S.

Buffalo and Lake Huron:
An arrangement was entered into between the Grand Trunk and this Company, respecting the division of their traffic receipts, which 
received the sanction of the Parliament of Canada. The terms of the agreement were thought, by the Directors of the Buffalo and Lake 
Huron, to operate against the interests of their Company, and accordingly, after protracted negotiations, modifications and concessions 
were obtained which practically made a new agreement. This agreement provided for a rent-charge, payable by the Grand Trunk to the 
Buffalo and Lake Huron Company, in perpetuity, by half-yearly instalments, within two months after the 1st January and the 1st July in 
each year thus: 

For the year ending 1st July, 1869, 612,500 ; for the year ending 1st July, 1870, $45,000; 1st July, 1871, £50,000 ; 1st July, 1872, .
4255,000 ; 1st July, 1873, .960,000 ; 1st July, 1874, £65,000 ; 1st July, 1875, $366,000 ; 1st July, 1876, £67,000 ; 1st July, 1877, £68,000; 
1st July, 1878, £69,000 ; 1st  July, 1879, and every subsequent year, £70,000. £42,500 per annum of the rent charge is to rank next 
before the first equipment bonds of the Grand Trunk, and the balance will rank next after the second equipment bonds, which the 
Grand Trunk were authorized to raise. The ordinary shares of the Buffalo Company to be exchanged, one half, or £615,000, for the like
amount of Grand Trunk fourth preference, and the other half, £6l5,000, for the like amount of Grand Trunk ordinary stock. The 
£42,500 of the rent charge, payable in 1868-69, was liquidated in Grand Trunk second equipment mortgage bonds at par. This road is 
now a part of the Grand Trunk system. The International Bridge, now in course of construction at Fort Erie, is expected to have a most 
favourable influence on the traffic and profits of the line. It will cost the Grand Trunk a. rent charge of £20,000 a year for 28 years, at 
the end of which the sinking fund of £4,000 a year (part of the £20,000 rent) will leave the bridge in the hands of the Grand Trunk free 
of charge, but with its tolls still coming in from various sources. The present ferry now costs the Company £l6,000 a year, and besides 
saving this the Grand Trunk will have tolls from the Great Western of Canada and the Erie Railway Companies, so that immediately 
the bridge. is up it is calculated to pay the Grand Trunk well, irrespective of the additional traffic it will be the means of throwing on 
their line.
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Capital Account:
The capital expenditure on the different divisions, and over the whole property, up to 31st Dec., 1861, with the total capital 
expenditure to 30th June, 1870, is shown as follows :

Eastern Division (362 miles) - Engineering, £112,574 13s. 11d. ; Works and Permanent Way, £2,637,970 15s. 11d. ; Stations, 
Buildings and Offices, £236,872 1s. 2d. ; Miscellaneous Stock, £14,441 10s. 5d. ; Electric Telegraph, £6,304 11s. 6d. ; General 
Expenses, 15186,081 ls. 11d. £3,194,244 14s. 10d.

Central Division (333 miles) - Engineering, £76,735 15s. 5d. ; Works and Permanent Way, £2,949,451 4s. 3d. ; Stations, Buildings 
and Offices, £346,894 4s. 11d. ; Miscellaneous Stock, £6,725 17s 8d. ; Electric Telegraph,
£5,031 6s. 10d. ; General Expenses, £150,221 8s. 3d. - £3,535,059 17s. 4d. 

Western Division (190 miles) -  Engineering, £45,291 9s. 10d. ; Works and Permanent Way, £1,558,311 Os. 5d.; Stations, Buildings 
and Offices, £143,723 17s. 10d. ; Miscellaneous Stock, £5,089 11s. 6d. ; Electric Telegraph, l £2,789 15s. 5d. ; General Expenses, 
£31,015 12s. 3d. ; Compensation to Contractors, £25,000 0s. 0d. £1,811,221 7s, 3d.

Portland Division, Leased Line, (149 miles)—Engineering, £2,209 Ts. 9d. Works and Permanent Way, £193,764 ls. 11d. ; Stations, 
Buildings and Offices, £74,586 12s. 3d. ; Miscellaneous Stock, £1,464 15s. 3d. ; Electric Telegraph, £1,945 7s. 5d. ; General Expenses,
£24,378 6s. 0d. Rolling Stock, £33.236 14s. 7d. ; Lands in Portland Division, £1,575 Ts. 2d. £333,160 12s. 4d.

Rolling Stock, £1,019,791 3s. 11d. 
Sundries, Expended on Works, kc., Detroit Line, £4,353 18s. 0d. Three Rivers and Arthahaska Branch (Advances), £108,762, 8s. 10d. 
Aid to Subsidiary Lines, C. W., £67,350 0s. 0d. Fort Hope Railway Junction, £824 14s. 1d. St. Lawrence and Champlain Junction, 
£349 15s. 8d. Montreal Extension Survey, £216 3s. 1d. Intercolonial Railway, £588 17s. 11d. Expanded on Steam Ferry Boats, 
Wharves and Barges, £58,957 15s. 4d. Buildings, etc., at Sarnia, with Survey, £9,631 11s. 4d. Subscriptions to St. Lawrence 
Warehouse and Dock Company, £25,273 15s. 6d. Discount on Sale of Stocks and Debentures, Arc., £422,550 12s. Gd. Less premium 
on sale of Debentures, £67,950 16s. 0d. Expenses of London Office, £24,886 15s. 11d. Victoria Bridge (2 miles), £1,356,020 13s. 6d. 
Lands and Land Damages, £45,692 6s. 9d.

Total Expenditure on 1,036 miles £11,950,4S6 12 1
Additional Expenditure to 30th June, 1870 £  6,654,541 16 3
Total Expenditure £18,605,028   8 4
Unexpended Balance £     393,481 18 9

Total £18,998,510   7 1

Per Contra - Share Stock - Shares Consolidated into Stock, £2,810,144 0s. 0d. ; "Shares not yet Consolidated, £61,643 16s. 8d. ; 
Received on Shares Forfeited, £1,801 18s. 6d.j£2.773,579 15s. 2d.

Debenture - Island Pond Debentures, £90,000 0s. 0d. ; British American Land Company’s Debentures, £20,547 18s. 11d. ; Montreal 
Seminary Debentures, £20,547 18s. 11d. Total £131,095 17s. 10d. Mortgage to Bank of
Upper Canada, £221,190 6s. 0d. Atlantic and St. Lawrence Deferred Interest Certificates, (1872), for arrears to 31st December, 1862, 
£77,180 11s. 10d.

Preference Bond and Stocks - Equipment Mortgage Bonds, £500,000. Amount received on do., No. 2, £110,480. Postal and Military 
Service Bonds, £1,200,000. First Preference Bonds, £2,708,324 16s. 0d. ; First Preference Stock, £77,064 4s. 0d. £2,780,389. Second 
Preference Bonds, £1,6l0,264 7s. 5d. ; Second Preference Stock, £45,889 12s. 10d. £1,656,154 0s. 3d. Third Preference Stock, :
9758,509 17s. 9d. Fourth Preference Stock, £5,571,120 18s. 3d.
Provincial Debentures - Issued on account of Grand Trunk Railway, £3,111,500. Amount received on unissued Debentures and 
Debenture Certificates allotted with forfeited Shares - Company's, £3,650 ; Provincial, £3,650. £67,300. Grand total £18,998,510 7s. 
1d.

In 1861 the Line was embarrassed with a floating debt of over twelve millions of dollars, and was absolutely without credit. The 
condition of the Line too, was such that constant and heavy renewals and repairs have been required to be made every year since. It is 
necessary to bear these two facts in mind in looking at the Company's present position, in order fairly to appreciate the exertions of its 
present management to bring it into a state of efficiency.
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The Grand Trunk Line extends from Portland, Maine, to Detroit, Michigan, a distance of 854 miles, to which adding branch lines 
owned, leased and operated, 523, gives the total length of the Grand Trunk system 1,377 miles. Gauge of track, 5ft 6 inches. Weight of 
rails 60 to 75 lbs to the yard. The line is divided into operating districts, thus:

Detroit (Detroit to Port Huron)   59 miles
Western, (Sarnia to Toronto) 168 miles
Central, (Toronto to Montreal) 333 miles
Buffalo and Goderich and Brunch 168 miles
Province Line Division   40 miles
Riviera Du Loup Branch 126 miles
Champlain, (Montreal to Rouse's Point)   49 miles
Montrea1 and Island Pond 145 miles
Quebec and Iiiclnnond   96 miles
Three Rivers Division   35 miles
Portland, (Island Pond to Portland) 150 miles
Lachine Branch                   8 miles

               Total               1,377 miles

The following railways are worked under lease, and are included in the above. 
Atlantic and St. Lawrence, Portland, Maine, to Island Pond, Vt. 150 miles
Chicago, Detroit and Can. Grd Junction R. R., 
Detroit to Port Huron   59 miles 
Montreal and Champlain, Montreal to Rouse’s Point, N. Y   49 miles
Buffalo andQLako Hu 3 n, Fort Erie to Goderich 161 miles

Total leased lines 419 miles

English Directors: Richard Potter,. Gloucester, Eng., President. Thomas Baring, M. P., London, Eng., E. C. ; Robert Gillespie, 
Gravenhurst; Kirkman Daniel Hodgson, London, E. C. Grosvenor Hodgkinson, M. P., Newark; Graham Menzies, London, W.; John 
Swift, London, W.; Captain Tyler, Hampton Court;  Lord Wolverton, London, E. C.
Canadian Directors: C. J. Brydges, Montreal; Hon. James Ferrier, Montreal ; Wm. Molson, Montreal.
Managing Director:  J. Brydges, Montreal.
Secretary and Treasurer: Joseph Hickson, Montreal. 
Auditors: Wil1iam Newmarch, London ; J. G. T: Child, Manchester

(excerpt from Foreign Railways Of The World, 1884)
(Gauge, 4 feet 8% inches.)

Main Line (Grand Trunk Division) 887.00 miles.
Buffalo and Lake Huron 162.00   "
Georgian Bay and Lake Erie 171.00   "
Montreal and Champlain J unction                   27.25   "

Total Grand Trunk Division.        1,247.25   "

Main Line (Great Western Division) 513.00   "
London and Port Stanley   23.75   "
Wellington, Gray and Bruce 168.35   "
London, Huron and Bruce   69.00   "
Brantford, Norfolk and Port Burwell   34.74   "
Welland Branch   14.83   "

Total-Great Western Division           823.67   "
Grand total            2,070.92 miles

Officers: Sir Henry Tyler, M. P., President, London, Eng.
Joseph Hickson, General Manager-
W. Wainwright, Ass't. General Manager
W. J Spicer, General Superintendent.
E. P. Hannaford, Chief Engineer.
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Headquarters: Montreal, Quebec.
The combined capital of this, the largest system under one management in Canada, is $230,6%,956.24 paid up; the Government aid or 
bonus has amounted to $755,90608, together with a loan of 815,142,6%.33 made to the main line by the Dominion Government. The 
cost of the Main Line and Buffalo & Lake Huron branch, including rolling stock, was . $220,688,439.89. The earnings upon the united
lines from 4,563,149 passengers in 1882-3 were 85,286,504.31 ; from 5,522,502 tons of freight, $10,113,471.05 ; from mail, express, 
etc., $523,242.54; and $78,320.08 from all other sources; a total of $16,001,537.98. The operation cost $11,053,784.22. The track has 
191 miles laid with 65 lb. iron rails, the remainder having 66 lb. Steel rails; 2640 ties are laid per mile. The greatest grade is 81 feet per
mile and the sharpest curve is 1,495 feet radius. The rolling stock consists of 592 locomotives, 285 first-class and 176 second-class 
passenger, 121 baggage, mail and express, 12,556 box and stock, and 3,601 Hat cars. Of the accidents during the year, 77 were fatal 
and 327 were injuries; 1 passenger, 20 employes and 56 strangers were killed. The average speed of the trains is, for freight, 12 miles, 
and for passenger, 27 miles per hour. This company was chartered in 1851 and in 1853 was opened from Portland, Me., to Montreal. In
1856 the road was extended to Toronto, and to Sarnia in 1858. The Great Western Company was chartered in 1845, the main line being
opened nine years later. On August 12th, 1882, these companies were consolidated under the title of the Grand Trunk Railway of 
Canada.

Great Western Railway of  Canada: 

(excerpt from Railways Of Canada 1870-1)
On the 6th March, 1834, an Act was passed by the Canadian Legislature to incorporate the London and Gore Railroad Company. 
Among the corp-orators were Allah Napier (afterwards Sir Allan) McNab, George J. Goodhue, Edward Allan Talbot and seventy 
others, a number of whom were prominent public men in those days. Power was taken in the charter to construct a single or double 
track, wooden or iron railroad," from London to Burlington Bay, and also to the " navigable waters" of the river Thames and Lake 
Huron, and " to employ thereon either the force of steam or the power of animals, or any mechanical or other power." The capital was 
fixed at £400,000 (£100,000), in 8,000 shares of £50 each ; and in the event of the continuation to Lake Huron, the capital might be 
doubled. The time for the completion of the road was limited to twelve years. 
Nothing was done under the powers granted by this Act. In 1845 when it was about to lapse, an Act was passed reviving the Act of 
1834, with amendments. 
One of these amendments was to change the name to "The Great Western Railway Company." Power was taken to build the line to 
some point on the Niagara River ; the capital was increased to £6,000,000 in 60,000 shares of £100 each ; and the time allowed for the 
completion of the line was extended to 20 years.

Of the capital so authorized 55,000 shares were promptly subscribed in England, and only 5,000 shares in Canada. This led to the 
passage of an Act in the following year (1846), for the purpose of affording just and proper protection to the English shareholders." 
This Act provided for the appointment of a Committee rot to exceed eleven persons, residents of London, England, with very large 
powers of regulating the management of the Company's affairs. In 1849 this Act was repealed, and British and Canadian shareholders 
were placed on the same footing the number of directors was increased from seven to eleven.

The main line leaves the Niagara river at an elevation of 326 feet above Lake Ontario. It gradually descends to the level of the lake at 
Hamilton, where grain and general freight warehouses are erected on the wharf. The line then steadily rises till the summit level is 
reached, 88 miles west of the Suspension Bridge, where the elevation above Lake Ontario is 762 feet. From thence it again gradually 
falls till it reaches the Detroit river at Windsor. The steepest grade is that ascending to the west from Hamilton, averaging 50 feet per 
mile for 10 miles. From Komoka westward, for 100 miles, the line is nearly level, and there are 57 miles of this length in a single 
straight line.

The spirit of speculation which prevailed from 1858 to 1856 was a source of embarrassment and expense to this and every other 
Company constructing lines in the Province. This state of things was to be attributed chiefly to the railways. So great was the demand 
for labour, live stock, timber and materials of all kinds by the competition which existed, that prices increased 30, 40 and 50 per cent. 
Contractors who had undertaken to build sections of this Railway at low estimates failed, one ofter another, and the works had to be 
relet at advanced figures. As in the case of nearly all the railways the original estimates fell far short of the actual cost. ` It was found 
in 1854 that an estimate made by the Company's engineer in 1852 for the main line was about a million and a half of dollars under the 
mark. A single instance will show that regardless of the advance in materials these estimates were ill devised, and little else than mere 
guess work ; the rails were estimated at their first cost in Wales, with no allowance for freight, insurance or duties. The cost of land 
was put down in the estimates at £60,000, whereas the amount actually expended under this head was £700,000.

Chapter 10                                                                       23                                               © 2005-2022 W. Annand



1871 Credit Valley Railway 1883

The share capital was raised under the authority of five different acts of the Legislature. The date of these acts with the amount of 
capital authorized to be raised are as follows:

The sum of 83,850,000 (5770,000 stg) was advanced by the Government  under the provisions of the Main Trunk Guarantee Act. It 
was provided that this loan was to pay 6 per cent interest, and that 3 per cent was to be annually set apart as a sinking fund. This large 
amount of public money was not hopelessly sunk as in the case of the advances of the Grand Trunk and Northern large sums have been
repaid and the whole is now in such a shape that its liquidation is rendered certain. The existing hostility between this Company and 
the Southern Railway project is of old standing. In 1857 the Directors of the Great Western report that “during the last twelve months 
considerable discussion has arisen in regard to the projected Southern Line through Canada, which was last summer attempted to be 
forced upon this Company. In the last session of the Provincial Legislature many disgraceful disclosures were made as to the past 
history of that scheme arising out of the rival claims of certain parties, to the control of the line. These disclosures, showing an extent 
of bribery and dishonesty which have been rarely paralleled in the history of any joint stock undertaking, and which called forth the 
marked and emphatic denunciations of committees of the Provincial Parliament cannot fail to increase the satisfaction of the 
shareholders that this Company was preserved from any connection with such a scheme”.

In October, 1857, the Directors were authorized to advance the sum of £750,000 to the Detroit and Milwaukee Railway, to help that 
line out of certain difficulties into which it had fallen. The Directors in reporting in favour of this advance say that they had "caused a 
careful examination to be made into the statements furnished by that Company as to its affairs and accounts and the result of a 
complete and thorough investigation showed that the sum of $750,000 would he sufficient to meet the claims of the secured creditors, 
and leave enough to open the line and provide rolling stock." The loan was accordingly made, secured by a mortgage in favour of Mr. 
C. J. Brydges, T. Reynolds and H. C. R. Becher, three of the Canadian Directors. Under the conditions of this mortgage the entire 
control of the affairs of the Detroit and Milwaukee was placed in the hands of directors to be nominated from time to time by the Great
Western Company. Arrangements were then made for the completion of the Detroit and Milwaukee Line to Grand Rapids and through 
to Lake Michigan. lt was opened for traffic through in September 1858. Most favourable results to the re venue of the Great Western 
were expected to follow from this transaction. The case was stated thus to the shareholders of the Great Western Company in the 
Directors' report of March, 1868. The amount of gross traffic required to pay the interest upon the whole borrowed capital of the 
Detroit and Milwaukee Company ($4,956,000 or about £l,000,000 stg on a line of 185 miles in length) allowing 50 per cent for 
working expenses, is only about $76 per mile a week, which places the success of the Company beyond any doubt ; and for whatever 
money is still required for that Company there is the certainty of the traffic being quite sufficient to yield a full security and a 
handsome return." A further sum of $500,000 was loaned en the same terms as the first loan. 

The cost of the Detroit and Milwaukee line with a fair amount of rolling stock was about $48,000 per mile. Proceedings were taken in 
1860 to foreclose two mortgages held by the Great Western on the Detroit and Milwaukee Line, and on the 10th of April of that year 
Mr. C. J. Brydges was appointed Receiver. These proceedings were taken with a view to protect the interests of the Great Western, and 
to provide for the efficient working of the Line till some desirable arrangement could be nude. On the 6th of August, however, s decree
of sale was granted by the court of Chancery of Michigan, and on the 4th October the Railway was put up for sale at Detroit and 
purchased by Messrs. Gray I: Reynolds for the nominal sum of $1,000,000, as joint trustees fora new company to be formed, on 
certain conditions to be carried out before June, 1861. After consultation had between the Directors and Mr. Brydges, who went to 
England for the purpose, it was decided to settle the difficulty in the following way 1st, “That all the coupons on the first and second 
mortgage bonds the Detroit and Milwaukee Company, up to and including 15th May, 1862, be funded and exchanged for bonds 
bearing 7 per cent interest, maturing on 1st January 1866, to enable the Company to use the net earnings of the Line for paying certain 
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Shares Amount
60,000 £6,000,000

20,000 £2,000,000

60,000 £6,000,000

13,000 £1,800,000

20,000 £2,000,000

178,000 £17,800,000

£8,000,000

Total Capital: £25,800,000

8 Vic. cap. 86, of March 29, 1845
16 Vic. cap. 99, of April 22, 1858
18 and 19 Vic. cap. 176, of May 19. 1855
16 Vic. cap. 44,of Nov. 10, 1852, (H.t T- Act)
16 Vic. cap. 101, of Ap, 22, 1858, (Sarnia Act)

G. W. Amend’t Act 22 Vic. cap. 116, of 16th Aug. 1858
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of the debts of the Company, ordered by the Court to be paid in cash. 

The interest on these deferred bonds will be paid half-yearly in cash. 2nd, That the amount of the Great Western Company’s foreclosed
mortgages, with interest up to the date of the sale of the road, 24th October, 1860, be converted into Preference shares, to be secured 
by a third mortgage (subject only to the priority of the first and second original mortgages) on the entire Line, to carry interest up to 7 
per cent., per annum, out of the net earnings of the Line. 8rd, That a fourth mortgage, subject to the above, be created, to secure a 
further issue of Preference shares, also bearing interest up to 7 per cent., per annum, to an amount equal to the floating debt of the 
Company, the holders of which shall be entitled to receive such stock at par in payment of their claims. 4th, That, under the 
circumstances of the case, after the payment of the sums ordered by the Court to be paid in cash, the interest on the two above 
mentioned classes of Preference shares up to 81st December, 1864, be paid equally pro rata out of the net earnings of the Line, after 
paying interest on the two prior mortgages. After 31st Dec , 1864, interest upon the different classes of securities to be paid in the 
order of their legal priorities. 5th, That the ordinary shareholders shall receive ordinary shares in the new Company to the extent of 20 
per cent of the par value of the old shares."

These proposals on the part of the Great Western did not meet with the unanimous acceptance of the creditors ; and e. suit was 
commenced by the Commercial Bank of Canada against the Detroit and Milwaukee Railway (to this suit the Great Western was made 
a party) to recover the sum of £250,000, being an advance made by the bank to the Detroit Company. The case was tried at Kingston 
before a jury and afterwards at Toronto, and being decided in each instance against the Great Western it was taken to the Court of Error
and Appeal, and ultimately to the Privy Council. Meantime tho overdue interest on the loan of £250,000 increased to more than half 
the amount of the principal, being in September 1863, 5150,000. The decision of the Judicial Committee of tho Privy Council was 
delivered on the 27 July, confirming that of the Canadian Court of Error and Appeal and dismissing the appeal with costs against the 
Bank. An arrangement was finally arrived at, the main principle of which is that all claims against the Great Western Company were 
withdrawn, the Detroit and Milwaukee Company agreeing to set aside a moderate animal sinking fund to liquidate the claim of the 
Bank, and in the meantime to issue its bonds in satisfaction of this and other claims. These bonds participated to a limited extent in the 
surplus earnings of the Detroit and Milwaukee Road pari passu with the original loan made by the Great Western and the interest 
accrued thereon. An additional issue of securities to the Great Western Company to the amount of $595,000 was made by the Detroit 
and Milwaukee on account of arrears of interest, making the total amount of loan and accrued interest
$2,100,000.

Though the anticipation: of the Directors respecting the Detroit ·Lino were not realized, and though the interest on the loan was not 
paid yet considerable increase of traffic resulted. This loan proved to be a serious affair for the Great Western, and so important was its
influence on the Company’s position regarded that in the report of April 1860, this passage appears. " The critical financial position of 
the Detroit and Milwaukee Company, its close connection with and indebtedness to this undertaking, tho continued depression of the 
receipts of the latter, constitute apparently a state of things so unsatisfactory that it is desirable that the fullest information should be 
adored, and that the opinion of perfectly impartial persons should be taken upon the position of the concern. The Directors therefore 
recommend that a committee of proprietors be appointed at the approaching meeting for the purpose of investigating the affairs of the 
Greet Western Railway Company with all requisite authority, and that as soon as their report is prepared a special meeting shall be 
summoned for its consideration."

In 1858 the Great Western in common with other lines suffered from a serious falling off in its traffic. It was less as compared with 
1857 by 13 per cent., and that of leading American lines showed a decrease ranging from 14 to 25 per cent. In the half year ending 
July, 1859, no dividend at all was paid. The disheartening position of affairs at that time was described in this frank and truthful 
language by the Directors. In placing this statement, (for the half year), before the shareholders, the Directors cannot but express their 
extreme concern and disappointment at the altered position which it exhibits of the Company’s affairs. In the report placed before the 
meeting of the 6th April last, a sanguine hope was entertained that the worst was then over, and that gradual improvement from the 
state of depression the Company was at that period labouring under, might fairly be calculated upon. Unfortunately this has not been 
borne out by the result, and this company has had to sustain, during the last half year, n. continuance of the most adverse 
circumstances in common with every other railway on the Northern portion of the American continent. The traffic of the line both 
through and local has undergone a diminution during the last three years, of which we have no parallel in the history cf railways in this
country and though the exertions of the Executive in Canada have effected a most important reduction in the working expenses, this 
has not been adequate to sustain the Con1pany’s position and earn a dividend."
The earnings for the first half of four successive years fell off in the remarkable manner shown by these figures:

Earnings first half of 1856               $1,169,592
Earnings first half of 1857 $1,065,720
Earnings first half of 1858 $   854,608
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Earnings first half of 1859 $   725,904

showing a falling oil of $443,688 as between 1856 and 1859, while an increase was naturally to be expected. Were it not for an 
important diminution in. the Company's expenses at the same time the effect upon its financial position must have been serious. The 
next dividend was also foregone.

At the same time that the Company's traffic, both in freight and passengers fell, off so steadily and rapidly, a new obstacle stared the 
Directors in the face. The Engineer, Kr. Geo. Lowe Reid, reported that during the half year, commencing February 1861, a "renewal of 
the rails of the whole Main Line and of the Toronto and Galt branches will have to be systematically begun." He estimated that this 
renewal of rails would have to be completed within five years. As there were 250 miles to be relaid in the five years, an annual average
of 50 miles of rails had to be put down. He estimated that the sleepers, which were rapidly giving out, would all have to be replaced 
within three years from 1st Feb. 1861, requiring an average of 160,000 sleepers per annum. 

The cost of these renewals of the permanent way including new joint fastenings, and the labour of relaying the rails and sleepers, lac., 
was stated at $285,000 each year for the five years. The rails had only been six and a half years in use, and their average life would not
exceed eight years. This very unsatisfactory result arose from the interior quality of the iron in the case of the fish rails, and from the 
defective form of the rail and its joint fastening, combined with a poor quality of metal, in the ease of the bridge rails. The Engineer 
also reported that the wooden bridges, amounting to 13,915 lineal feet, on the Main Line and Galt Branch would all have to be rebuilt 
within the five years before referred to. The cost of renewing these entirely in timber is stated at $230,000, spread over a period of five
years. Owing to the fact that these wooden structures never last in this country more than ten to twelve years, the Engineer very 
properly recommended that iron and stone be largely used in the new bridges.

Mr. Reid estimated the total annual expenditure for the renewal of the permanent way, including bridges and fences on the Main Line 
and Galt Branch as follows:

1st   year commencing February 1861          $   237,000
2nd year commencing February 1862 $   272,000
3rd  year commencing February 1863 $   315,000
4th  year commencing February 1864 $   410,000
5th  year commencing February 1865 $   538,500

           Total  $1,772,500

These expenditures were estimated to be in addition to the ordinary repairs or maintenance of way, which was then at the rate of 
$142,000 a year. In common with all our leading railways the Great Western suffered severely from bad rails. The original track 
consisted of 38½ miles of compound rails weighing 66 and 80 lbs. per lineal yard ; 156 miles of the U or bridge rail of 66 lbs. to the 
yard, and 34½ miles of the fish-jointed rail of 65 lbs. to the yard. By the end of July, 1860 the track was so altered as to consist of 116 
miles of fish-jointed rails, 65 lbs to the yard, and 113 miles of the U rail, 66 lbs. To the yard : showing that in the 6½ years the whole 
of the compound rails, and 43 miles of the U rails had been replaced by fish-jointed rails. The Toronto Branch was laid with fish-
jointed rails throughout. This kind of rail proved to be very inferior in quality, especially those laid down on the Toronto Branch. On 
many sections of the line where there were sharp curves or heavy gradients they did not last two years, and their average was as low as
six years. They were made from soft iron of poor quality and were welded badly, and in consequence laminated to an unexampled 
extent even under ordinary traffic. The U rails were made from harder iron, but were of form badly adapted to our climate, and being 
supported on cross sleepers with merely a flat plate at the joint to which the ends of the rails were bolted or spiked, the track was 
wanting in vertical stiffness. In alternating frosts and rains or thaws the road was sure to become uneven, no matter how solid the road 
bed ; and in consequence these U rails, being perforated in the lower flanges with bolt holes, would break to an alarming extent. Mr. 
Reid states that sometimes in one day of intense frost as many as 20 rails were broken, some of them in two places, by a passing train. 
It is manifest from the general experience with English rails, that those made in the early days of railroads were much superior in 
quality to those manufactured since 1850; as the demand from abroad increased and the trade expanded competition became keener, 
prices consequently diminished, and the quality of the iron rapidly degenerated, till, as an American railway authority states, many lots
which were sent to the United States were not worth the expense of laying down. One lot purchased in Newcastle lasted only a trifle 
over four years.
The great expense of re-rolling rails here, being about $30 per ton for re-rolling and supplying the loss in weight, as against about one-
fourth of that sum in England, induced the Company to take steps for establishing a rolling mill for their own use. The rolling mill at 
Hamilton was therefore commenced in 1862 or 1863 and completed in the early part of 1864. It cost about $107,500. The size of the 
mill is 120 x 135 feet, employs about 130 men, and working day and night has a capacity of 7,000 tons (70 miles of track) per year.
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In 1869 an arrangement was made with the Government of the Dominion respecting the extinguishment of the Company’s 
indebtedness to the Government. It was agreed that the principal with accrued interest to the 1st January 1869, should be commuted for 
the sum of £668,815 7s. 0d., payable in annual instalments, the unliquidated balance, year by year, to bear interest at the rate of 4 per 
cent., per annum, instead of 6 per cent as before. This was regarded by the Directors as being equal to a reduction in the debt of 
£180,000.  One of the conditions of the bargain was a payment in cash of £100,000 on the 1st February 1869, which was complied 
with. For the purpose of raising the necessary money to carry out this arrangement, an issue of preferred stock was made to the amount
of $5,090,000 bearing interest at 5 per cent at the rate of 80 per cent of its nominal value.

On the 12th Jung 1867, an agreement was made with the Grand Trunk Railway providing that equal fares and rates should be changed 
from all competitive points; the gross receipts of each Company for local passengers and freight traffic between certain competitive 
points, and also between these places and competitive point  of the lines to the east, to be in such portions as agreed upon ;. the Grand 
Trunk to be permitted to send their loaded ears, from any station on their lines of railway east of Toronto to any station on the lines of 
the Great Western rest of Toronto, such cars being handed over to the Great Western at Toronto; these cars to be returned loaded with 
freight from stations on the Grant Western line to any station on the Grand Trunk, east of Toronto; in like manner the G. W. R. are 
permitted to send their loaded cars from any station on their railways; except Toronto, to any station upon the section of the G. T. R. 
line west of and including the Buffalo and Goderich line, such cars to be handed over to the G. T. R. at Paris, the same cars to be 
returned loaded with freight hr stations on the G. W. R. line, Toronto excepted. The rates charged from local stations on the G.T.R. to 
Toronto for plaza eat thereof on the G. T. K an the same as those charged by the G. W. IL from the same points to Suspension Bridge, 
and when this would not apply equal rates per ton per mile was to be charged. The rate to be charged tn and from local competing 
stations west of Toronto to and from the stations of Toronto and Hamilton are the same whether carried over the G. T. R. or the G. W. 
R. The through rate to be charged from Montreal to points on the G. T. R. and the G. W. R. lines west of Toronto and Hamilton, and 
nice rem, shall be such u agreed upon. Teaming freight to and from competing places to be abolished. Passenger trains of both 
companies to be so timed as to connect at Toronto and Paris. The rates for all through traffic to be such as are agreed upon between the
managers of the two lines.  Any projected competing lines west of Toronto to be either undertaken and constructed jointly by the two 
Companies, or the option to be given by the one to the other Company to occupy and work the same jointly upon such terms and 
conditions as may be agreed upon. Some other clauses are contained in the agreement respecting the mode of settling of disputes, etc., 
and it is provided that the agreement shall remain in force seven years from the 1st  August 1867, unless sooner terminated, which 
either may do on giving six months notice to the other Company.

In 1869 an arrangement was entered into between the Great Western, the Michigan Central, and the Detroit and Milwaukee Railways, 
for the period of two years, relating to their through traffic. By this arrangement the receipts from through traffic are to be divided 
between the three lines in the proportion of 48 per cent. to the Great Western, 48 per cent. to the Michigan Central, and 4 per cent. to 
the Detroit and Milwaukee. The length of the three lines is Western 239 miles, Michigan Central 229 miles, Detroit and Milwaukee 
189 miles. The proportion of earnings for the purposes of the Agreement was based on the results of the two previous years' through 
traffic in the case of the two first named lines, and on one years' traffic of the Detroit and Milwaukee Line. At Suspension Bridge, the 
connection is formed with the New York Central Railroad on the American side by means of the Suspension Bridge, which was 
opened for trains in March, 1855. At Windsor, the connection is formed with the Michigan Central and Detroit and Milwaukee 
Railroads by means of ferry steamers, the width of the river being half a mile. One is an iron double-ender steamboat, 240 feet in 
length, which takes over a whole passenger train on its two tracks, or 14 freight cars. The other is a large wooden steamer with a 
spacious saloon on deck, on which passengers only are transferred. An Act was obtained from the Dominion Legislature two sessions 
ago repealing so much of the Act of 1851, as required the Company to construct the railway and branches with a gauge of 5 feet 6 
inches, and authorizing the alteration of the gauge to that of 4 feet 8½ inches, commonly called the narrow gauge, Since this power 
was confirmed the greatest energy has been displayed in making the change, and now the whole line from Windsor to Komoka, and 
from Hamilton to Toronto and Suspension Bridge, (183 miles) the gauge is four feet 8½ inches. The remainder of the line is a mixed 
gauge of 5 feet 6 inches and 4 feet 8½ inches, and the remaining branches are 5 feet 6 inch gauge.

Like the others of our three leading railway companies the Great Western tried the experiment of running lake steamers in connection 
with their line but with anything else than gratifying results. The Directors complain bitterly of the opposition of the Huron and 
Ontario Railway steamers, attributing their want of success in 1855 chiefly tot this cause. The "Canada" and the "America" were built 
by the Company to run upon Lake Ontario between Hamilton and Oswego and were placed on that route on the 25th June, 1855. They 
cost $380,669. From these steamers important advantages were expected, but they proved to be a source of loss to the extent of nearly 
$60,000. In 1856 it was arranged to place them on a new route forming a daily line between Hamilton and Cape Vincent, Brockville, 
Prescott and Ogdensburgh ; but this scheme resulted in another loss of $25,000, and on the 23rd August the boats were withdrawn for 
the season. They were finally sold to parties connected with the Detroit and Milwaukee Railway and payment accepted in shares of 
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that line bearing 7 per cent interest.

Detroit Tunnel:
By a charter obtained from the United States Congress and by an Act passed in May, 1870, powers were given to the Michigan Central
Railway, and the Great Western Railway to construct a tunnel under the Detroit river for railway purposes. The capital stock is fixed at 
$3,000,000 in shares of $100 each. Directors may be elected when $1,000,000 are subscribed ; and that amount must he paid in within 
two years and the work commenced and the Tunnel completed in six years. The Boards of the two Companies have decided to go on 
with the scheme, and the preliminary works have been commenced. They have agreed to expend $80,000 between the two Companies.
The principal dimensions of this great work will be:

Length between Michigan Central R. R. Station and 
Great Western Station 2.84 miles.

Length across River 3,000 feet.
Length from Portal to Portal 8,568 feet.
Maximum gradient 1 in 50 feet.
Depth under River 97 feet.
Depth of water over Tunnel 51 feet.
Depth of clay above Tunnel 12 to 20 feet.
Diameter of Tunnel 18l feet.
Estimated Cost $3,000,000

Branch Lines:
The following branches are worked by the Great Western Company. 

1. The Erie and Niagara Railway, Fort Erie, opposite Buffalo, to Niagara, 31 miles.
2. The Toronto Branch-Hamilton to Toronto, where a connection is formed with the Grand Trunk Railway, 39½ miles. 
3. The Galt and Guelph branch, Harrisburgh to Guelph, 27a miles. 
4. The Sarnia branch, Komoka, west of London, to Sarnia, opposite Port Huron, 51 miles. 
5. A line from the Sarnia Branch at Wyoming, to the oil region of Petrolia, 5½ miles.

Galt and Guelph Branch:
In 1852 Isaac Buchanan and 17 others were incorporated as "the Galt and Guelph Railway Company." The capital was limited to 
$560,000, in shares of $100 each, and power was granted to borrow the sum of $200,000. An arrangement was entered into with the 
Great Western Company by which that Company was to supply the Galt and Guelph Company with the rails required for this line, 
receiving from them first mortgage bonds of the Galt and Guelph Railway for the value of the mils. The Line was completed to the 
town of Preston, 4 miles from Galt,and opened for traffic on the 28th November 1855, Difficulty was encountered at this stage ;the 
town of Guelph came forward with a subscription of $80,000 to be paid in cash to the Galt and Guelph Company. The Galt and Guelph
Company then undertook to issue additional first mortgage bonds to a sufficient amount to complete the road. It was included in the 
bargain between the two Companies that the Great Western was to work the Line at cost, and after deducting the interest at the rate of 
6 per cent. on the bonds issued to the Great Western Company, to refund the balance to the Galt and Guelph. The total bonds so issued,
including those for iron, were $260,000. Mr. Reid: estimate for that portion of the Galt and Guelph Line,from Preston to Guelph, 11½ 
miles,exclusive of the rolling stock, was $267,200, which was something less than the actual cost. The contract was let to A. P. 
Macdonald and Co., in March 1855, and was completed by the and of 1857, and opened for traffic 11th September. It is a substantially 
constructed line. The total expenditure on this road up to March 1858, including iron, Lac., was $440,169. This branch did not prove 
profitable, and within three years after it was opened the property became hopelessly embarrassed. In 1860 the Directors of the Great 
Western reported that this Line "not having earned or paid any interest upon the amount expended on it by this Company the mortgage 
taken for our advances has been foreclosed." It then became the property of the Great Western Company as mortgagees, for the sum of 
$304,733.50

Toronto and Hamilton Branch:
In 1852 an Act was passed incorporating 26 gentlemen as "the Hamilton and Toronto Railway Company" with power to raise a capital 
of $1,800,000 in shares of $100 each, and to build a line from Hamilton to Toronto, 38 miles in length. The contract was let to Mr. 
George Wythes. In the next year arrangements were made for the lease of the Line to the Great Western Company, at a. rent of 6 per 
cent on its cost, together with an equal participation in any dividends earned by the Great Western beyond that amount. The Great 
Western supplied the rolling stool: and station buildings at a cost of about $400,000. The Line was open for traffic on the 3rd 
December 1856. An arrangement for amalgamation was made with the Great Western in 1855, which went into effect in that year. In 
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the Great Western accounts for July 1856, this branch is debited with an expenditure of $1,860, 556, the cost of the Line and 
equipment.
Sarnia Branch:
In 1853 the London and Port Sarnia Railway Company was incorporated with a capital of` $2,000,000, and consisted mostly of the 
same gentlemen constituting the Galt and Guelph Railway Company. This branch is 51 miles l in length. Power was taken to 
amalgamate with the Great Western Company. The contract was let for $1,440,000, but the work was suspended at the instance of` the 
Company in 1854, under an a,.·5reen1ent" with the Grand Trunk Company to that effect. In the early part of 1856 it was recommenced
under the terms of the original contract. The total cost of the branch, including rolling stock, was estimated at $1,800,000 to $2, 
000,000. This branch was finally opened for traffic on the 27th December, 1858. The total cost for lands, works, bridges, permanent 
way, stations, warehouses, and all incidental charges to 31st January 1862, was $1,873,666.

The "Canada Air Line Railway":
Is a loop line under construction of 146 miles, from Glencoe to the City of Buffalo. The road will leave Glcncoe,a station on the Great 
Western main line 80 miles from the Western terminus, and will proceed, with but little deviation from a straight line to Fort Erie on 
the Niagara river, directly opposite to the City of Buffalo, an unbroken connection with the various American railroads centring in that 
city being made by the International bridge now in course of V construction. The Act authorizing the loop line confers running powers 
over 44 miles of the Buffalo and Lake Huron branch of the Grand Trunk railway, from a station called Canfield to Fort Erie, if terms 
can be agreed upon. The engineer’s estimate of the cost of constructing the road is 825,000 per mile, which includes steel rails, 
bridges, station buildings, and approaches, and land; a further supply of rolling stock will not exceed $5,000 per mile in addition, and 
the engineer undertakes that, for this outlay, the permanent way shall be equal to that of the New York Central and Hudson River 
railroads. It was long foreseen that the necessity would arise either to build this loop as n. relief to the main line, or to double the 
existing main track. The constantly increasing passenger and freight traffic carried over the narrow gauge route in connection with the 
continued extension of the American railroads westward, even up to the Pacific Ocean, has nearly reached the capability of a single 
track of rails, and is already equal to the tonnage carried over many double track railways in this country. In order to facilitate this 
traffic the Company have taken up the broad gauge line of rails on the main line as well as branches so as to work the whole traffic 
over the ordinary narrow gauge of the American roads. The engineer estimated the cost of doubling the present main line from 
Suspension Bridge to London at about $25,000 per mile. Preference was therefore given to the construction of u. loop line, which not 
only makes a shorter through route, but traverses a new district of country, the local traffic on which affords a net revenue equal to 5 
per cent. per annum on its cost. The route adopted along the flat table land, level with Lake Erie, affords easy gradients as compared 
with the existing main line, so that the haulage of heavy through freight trains, and fast passenger trains, will be greatly facilitated. 
Considerable economy will thus be effected in the maintenance of way and in carrying greater loads with the same engine power ; 
these two items alone are calculated to effect a saving in money value of $125,000 per annum as applied to the same tonnage carried 
over the present main line. A very great advantage to be expected from this loop line, is the alternative route it will open to New York.

Petrolia Branch:
This branch was formally opened for traffic on the 17th December 1866. It cost £10,551 14s. to July 1867, for five miles of railway 
including rails, station buildings, etc., and the traffic earnings of the first six months were £18,451 10s.

Wellington, Grey and Bruce:
This Line is substantially an extension of the Galt and Guelph railway northward, and is open to Alma. An agreement exists between 
this Company and the Great Western, by which the latter have agreed to supply the rolling stock and work the road at 70 per cent. of 
the gross earnings. An account is to be kept of the railway traffic exchanged between the Great Western and this Line, and 20 per cent 
of this traffic shall be set aside annually and appropriated to reduce the capital cost of the Line, so that in the course of years the branch
will gradually become a part of the Great Western system. 

Total length of Main Line, Niagara Falls to Windsor 229 miles
Branches: Hamiltou to Toronto   38 miles
Harrisburgh to Galt   12 miles
Komoka to Sarnia   52 miles
Wyoming to Petrolia     5 miles

Total: 106 miles

Leased Branches, Galt and Guelph Railway (Galt to Guelph) 15½ miles
Erie and Niagara (Fort Erie to Niagara) 30½ miles
Wellington, Grey and Bruce (Guelph to Alma.) 23  ½   miles
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Total of leased lines: 69½ miles

Sidings: 79 miles

Total length of railroad: 484½ miles. 375 miles of the track are of iron and 40 miles of steel rails.

Principal Office: Hamilton, Can. London Office, No. 126 Gresham House, Old Broad St., E. C.

Directors: Thos. Dakin, Thos. Faulconer, Paul Margetson, George Smith, London, Eng. ; John Fields,
Manchester, Eng. ; Gilson Homan, Kirstall, Eng. ; Wm. Weir, Glasgow, Scotland; Hon. Wm.

 McMaster, Toronto, Can. ; Hon. John Carling, London; Donald McInnes, Hamilton, Can. ; M. K.
Jessup, New York.
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President: Thos. Dakin, London, Eng.
Secretary: Braclastone Baker, London, Eng. 
Chairman Of The Canadian Board: Hon. Wm. McMaster, Toronto.
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Officers: W. K. Muir, General Superintendent, Jos. Price, Secretary and Treasurer, Hamilton ; Wm.
 Wallace, London, Ont., Assistant Superintendent; Geo. Lowe Reid, Chief Engineer, Hamilton;

NV. A. Robinson, Mechanical Superintendent, Hamilton; J. Metcalf, Auditor, Hamilton; A.
Irving, Solicitor, Hamilton. 
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Lake Shore and Michigan Southern Railway:

Around 1877 Cornelius Vanderbilt and his New York Central and Hudson River Railroad gained a majority of stock of the Lake Shore 
and Michigan Southern Railway. The line provided an ideal extension of the New York Central main line from Buffalo west to 
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Chicago, along with the route across southern Ontario (Canada Southern Railway and Michigan Central Railroad). On December 22, 
1914 the New York Central and Hudson River Railroad merged with the Lake Shore and Michigan Southern Railway to form a new 
New York Central Railroad.

Michigan Central Railroad: 

The Michigan Central Railroad (reporting mark MC) was originally incorporated in 1846 to establish rail service between Detroit, 
Michigan and St. Joseph, Michigan. The railroad later operated in the states of Michigan, Indiana, and Illinois in the United States, and
the province of Ontario in Canada. Starting in about 1867, the railroad was operated as part of the New York Central Railroad, which 
later became part of Penn Central and then Conrail. With the 1998 Conrail breakup, Norfolk Southern now owns much of the former 
Michigan Central trackage.

History:
The line between Detroit, Michigan and St. Joseph was originally planned in 1830 to provide freight service between Detroit and 
Chicago by train to St. Joseph and via boat service on to Chicago. The railroad actually began construction on May 18, 1836, starting 
at "King's Corner" in Detroit, which was the name by which the southeast corner of Jefferson and Woodward Avenue was then known. 
Note that this is not the location of Michigan Central Station, which apparently replaced this building. The small private organization, 
known then as the "Detroit and St. Joseph Railroad", quickly ran into problems securing cheap land in the private market, and 
abandonment of the project was discussed. The City of Detroit invested $50,000 in the project. The State of Michigan bailed out the 
railroad in 1837 by purchasing it and investing $5,000,000. The now state-owned company was renamed the Central Railroad of 
Michigan. By 1840 the railroad was again out of money and had only completed track between Detroit and Dexter, Michigan. In 1846 
the state sold the railroad to the newly incorporated Michigan Central corporation for $2,000,000. By this time the railroad had 
reached Kalamazoo, Michigan, a distance 143.16 miles. The new private corporation had committed to complete the railroad with T 
rail of not less than sixty pounds to the yard and also to replace the poorly built rails between Kalamazoo and Detroit with similar 
quality rail, as the state-built rail was of low quality. The new owners met this obligation by building the rest of the line some 74.84 
miles to the shores of Lake Michigan by 1849. However, rather than go to St. Joseph, instead they went to New Buffalo. This was 
because they had decided to extend the road all the way to Chicago. This involved passing through two other states and getting leave 
from two state legislatures to do so. To facilitate this process, they bought the Joliet and Northern Indiana Railroad in 1851. Thus they 
reached Michigan City, Indiana by 1850 and completed the line to Chicago in 1852. The completed railroad was 270 miles in length. 

Passenger Services:
The Michigan Central Railroad operated passenger trains between Chicago and Detroit mostly. These trains ranged from locals to the 
Wolverine. Some trains were forwarded over the Canada Southern Railroad to Buffalo and New York City. While Michigan Central 
was an independent subsidiary of the New York Central System, passenger trains were staged from Illinois Central's Central Station as 
a tenant. When MC was formally merged into NYC in the 1950s, trains were re-deployed to NYC's LaSalle Street Station home, 
where other NYC trains such as the 20th Century Limited were staged. IC sued for breach of contract and won because the MC had a 
lease that ran for a few more years. The MC route to Porter, Indiana, is now mostly gone. 
The Kensington Interchange, shared with the South Shore Line, was cut out. These tracks now belong to Indiana Harbor Belt Railroad,
and are overgrown stub tracks ending short of the interchange. Amtrak trains serving the Michigan Central Detroit line now use the 
former NYC to Porter, where they turn north on Michigan Central. Passenger equipment was mostly similar to that of parent New 
York Central System. Typically this meant a EMD E-series locomotive and Pullman-Standard lightweight rolling stock. Because 
General Motors was a large customer of Michigan Central, use of Alco or General Electric locomotives was less common.

Freight Services:
A Michigan Central caboose.Prior to the automobile, Michigan Central was mostly a carrier of natural resources. Michigan had 
extensive reserves of timber at the time, and the Michigan Central owned lines from east to west of the state and north to south, 
tapping all resources available. After the advent of the automobile as one of the most dominant forces of commerce ever seen by the 
world, with Detroit at the epicenter, the Michigan Central became a carrier of autos and auto-related parts. The Michigan Central was 
one of the few Michigan railroads with a direct line into Chicago, meaning it did not have to operate cross-lake ferries, as did virtually 
all other railroads operating in Michigan, such as the Pere Marquette, Pennsylvania, Grand Trunk, and Ann Arbor Railroads. Michigan 
Central was part owner of the ferry service operated to the Upper Peninsula as well as cross-river ferry service to Ontario, but these 
routes did not exist to circumvent Chicago.
Service To Canada:
The Michigan Central and then parent New York Central owned the Canada Southern Railroad across Ontario from Windsor to 
Niagara Falls. The railroad operated a car-float service over the Detroit River, a tunnel below the Detroit River, and a bridge at Niagara
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Falls. The tunnel was originally electrified at 600vDC, similar to parent New York Central's Grand Central electrification. With the 
advent of diesels, the electrification was dropped. Control of Canada Southern passed from MC to NYC, then Penn Central, then 
Conrail. During the first decade of Conrail, both the Detroit River tunnels and Canada Southern were sold to Canadian Pacific. These 
tunnels have been enlarged to allow loads through that were previously floated over. The car float operation is no longer in service.

Northern Railway Company:

The Toronto, Sarnia and Lake Huron Railway Company was chartered, (12 Vic. c. 196), August 29, 1849, with a capital of .6500,000, 
in £5 shares. The road was to run from the City of Toronto to some point on the southerly shore of Lake Huron, touching at the town of
Barrie on the way. The survey of the road was to be deposited within three years and the road to be completed within ten years. The 
Company was authorized to raise the amount of the stock either by subscription or by lottery, but the whole amount of the proceeds 
were to be devoted to the purposes of the railroad. The lottery scheme was never put into practice, By 13 and 14 Vic. c. 131, the title 
was changed to the Ontario, Simcoe and Huron Railroad Company and in 1858, the name was again changed to "the Northern Railway
of Canada." Toronto was, after. the passing of the 13 and 14 Vic. c. 131, no longer necessarily the starting point. Authority was given 
to commence the road at any point on Lake Ontario, west of the township of Darlington.  By 16 Vic. e. 244-5, authority was given 
(1853) to the Company to construct a branch line to the eastern shore of Lake Huron, not further south than the southerly limit of the 
township of Saugeen, and to construct at such point a harbour and other· necessary works ; to increase the stock to .6750,000 and to 
borrow a further sum of $3300,000. There was no clause guarding, in express terms, against this new loan taking precedence of the 
Province claim; but there was a singular clause against anything iu this or any other Act being construed as binding the Province to 
guarantee the interest of any loan to be raised or debenture to be issued by the Company. The length of the road is ninety four miles, 
besides sidings which extend to something like fifteen miles. There were besides a few miles of double track. The minimum radius of 
curvature is 1,432 feet, and the maximum grade going north is 60 feet ; going south 52 feet 8 inches.

The first section of the road, from Toronto to Aurora, 30 miles, was opened to the public on the 16th May, 1853; the next section to 
Bradford, on the 13th June, 1853; the third section to Barrie, on the 11th October, 1853; the branch to Bell Ewart, a mile and a half, on 
the 3rd May, 1854; and before the end of that year, the whole line was open for traffic. The first sections were opened before the 
ballasting was done and the work was afterwards performed when the road was in operation. With a view of controlling the navigation 
of Lake Simcoe, the Directors purchased the steamer Morning and the wharves at Orillia and Bradford, and afterwards built the 
steamer J. C. Morrison.  The original contract with Storey 8: Co., for construction, was for £579,175 5s. 0d., and a supplementary 
contract for locomotive stock, general rolling stock, way station service, terminal depot service, harbour service, and steamboat service
brought the amount up to £702,568 1s. 3d. Currency. Mr. Brunel, C. E. estimated the revenue at £136,000 currency per annum, giving 
a net revenue of £68,000, equal to eight per cent. on the entire cost of the road, wharves and harbours. ‘

The Company received from the Government, in the shape of guarantee, £475,000 sterling ; and it paid the interest on the Government
bonds issued on its behalf, up to the 1st January, 1856 the original capital account being open. The total amount paid under this head, 
with commission, is £47,924 10s. At first the Province had a first lien on the whole of the Company's line of railway from the City of 
Toronto to Collingwood harbour on Lake Huron, and all the ground belonging to the said Company, enclosed or to be enclosed, and 
lying between the said termini, together with all the station houses, wharves, store houses, engine houses and other buildings thereon 
erected." Default in the payment of interest on the Government bonds was first made in the amount that became due after the 1st 
January, 1856, and nothing further was ever paid. In other words, so long as there was original capital out of which to pay the unearned
interest it was paid, but never afterwards. The want of connection with the Northern terminus, at Collingwood, was early felt, and in 
1855, the Company, with a view of developing the business of the line, entered into contracts for a tri-weekly line of steamers between
that port and Lake Michigan ports, and a weekly line to Green Bay. Five first class steamers were employed, and the charter money 
paid to them was £121,750 currency. In 1865, the income of the Company was $392,372 12s. 5d currency, and the expenditure 
£120,698 2s. 1d., showing a loss of £29,333 9s. 8d. Next year there was paid on account of the steamboat contract only £6,250. On the 
24th September, 1856, the steamer Niagara, one of the line, was lost near Port Washington, with many lives and a cargo of freight. In 
1858 this line of steamers had become self-sustaining, and the Company derived a profit of over $10,000 from the connection. They 
then resolved to entertain no proposition for future connections with the Upper Lakes, which would involve any subsidy or guarantee. 
This determination, together with the heavy work of renewal on the line, led to a suspension of the steamboat organization between 
Collingwood and Chicago, causing a trifling falling off in the through trade in 1861, but it was scarcely appreciable, Ming less than 
$2,000, so nearly did volunteer competition, both of sail and steam vessels fill up the void. `During the season of 1862, but not till the 
first month of the navigation was 0Vlil`,l.0l.ll` first class propellers maintained and strengthened the reputation of the route. 

This season vessels were scarce on Ontario, and the Company suffered seriously with its connections at that end, delays and 
accumulation of freight rendering it liable for damages. These difficulties were finally overcome by securing the services of two 
propellers for the remainder of the season, on favourable terms. In 1863 the Company found the American carrying trade too 
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fluctuating and hazardous to justify its making any special arrangement with regard to it, and from that time this policy has been 
carried out, in connection with the special development of the local traffic. The Company owned steamers on Lake Simcoe, which it 
chartered to other parties in the spring of 1856, but the arrangement fell through by August, and the Company ran them for the 
remainder of the season.

In 1855-56 the expenditure was £5,475 over earnings. The passenger trains ran at the rate of 25 miles an hour, when in motion, and 20 
miles including stoppages, and the express trains ran five miles an hour faster ; freight trains 15 miles when in motion and 12 miles 
including stoppages.

In 1857, " An Act to amend the charter of the Ontario, Simcoe and Huron Railroad Union Company," (20 Vie- c. 143), enacted that so 
long as the City of Toronto shall hold stock to the amount of £25,000, it may appoint one of the Aldermen n director of the Company, 
and the County of Simcoe may, on the same condition, also nominate a representative at the Board.

In 1858, (Vic. 22 c. 117) tho name of the Company as already stated was changed to " The Northern Railway Company of Canada," 
authority was given to call in all the outstanding bonds, exclusive of those granted to the Government, and to issue to the holders other 
bonds, in lieu of them and to issue £200,000 six per cent. sterling bonds for the purpose of funding the floating debt, to extend the 
works and put the road into efficient working order. At this period, the order of priority in the capital account of the Company was : 
Government lien £475,000, with (August 1 1859) £l16,375 arrears of interest thereon, making a total under this head of £59l,375 stg. 
Next came Company’s bonds £243,739 14s. 6d., with unpaid interest thereon, £43,434 8s., a total of £287,174 2s. 10d. Third amount 
required to cover floating debt and place the road in an efficient condition, £250,000. And there had been paid on stock subscriptions 
£169,276 8s. 3d., making a total capital of £1,29T,825 11s. 1d.

In 1859, an Act was passed, vesting in the crown all the real and personal property of the Company, for certain purposes therein set 
forth. The Government was to raise an additional sum of $60,000, which, added to the then existing claim of the Province, was to be a 
first charge on the proceeds of the sale of the road, the day of this sale being fixed on the then ensuing first of August, and the proceeds
of the sale were to be distributed among the creditors, including the Province, in the order of their priority, claims of equal rank being 
paid pro rata, if there should not be sufficient to pay them all. The Government took authority to cause the railway to he worked 
through the intervention of the Company or any other party or parties ; hut the surplus after paying working expenses and interest on 
the claim of the Province, was to be paid over to the Company. The Government might become a purchaser at the sale, for an amount 
not exceeding its claim. The Government might treat with the Company or its bondholders, or both, for the transfer to them of the 
railway and its appurtenances, and allow the new proprietors to issue £250,000 of preferential bonds for the repair of the road and the 
payment of the Company's debts, the $60,000 to he advanced, meanwhile, by the Government to be repaid before any other outlay was
made. In pursuance of the large additional powers given to the Government, an order in Council was passed in May, 1859, in which 
the Minister of Finance declared there was no reasonable hope that any parties would be found to offer any considerable sum of money
for the railway, if sold, in which case the Province would either be required entirely to sacrifice the whole of their claim or to assume 
the works themselves, and to advance from Provincial funds the I sums required to maintain the line." He took the ground that in any 
case, it was not desirable to increase the debt of the Province for the purpose of aiding the road ; that, for many reasons, it was not 
desirable, except as a last resort, to make use of the powe1· of absolute sale. ‘He therefore recommended that the whole property be re-
vested in the Company, on the following conditions: 

The Company should be allowed to issue £250,000 stg. of first preference bonds, which would displace the Provincial lien ; that the 
advance made by the Government in 1856 of £10,000 stg., with interest thereon and such amount as the Government might now spend
in repairs, be repaid before the 25th December 1859; that the Company repair the line and complete the rolling stock ; that .*150,000 
of second preference bonds be handed to the Government in payment of past interest on the Provincial claim. In consideration of the 
fulfilment of these conditions, the Government was to grant priority of dividends over the Provincial claim to the amount of tho 
existing debenture debt of the Company, $1,185,834. A curious proviso was inserted with regard to the mortgage bonds, amounting to 
$92,233.33, as some of them had been sold below par, the priority, in their case, was only -to extend to the amount the Company had 
received, a principle which would certainly be pronounced false if applied to the National debt. But the claim of these bondholders as 
against the Company was not to be diminished. The interest due on the existing bonded debt was to be postponed to and rank after the 
Provincial claim of £375,000 stg. Second preference six per cent. bonds were to be issued to pay off, by way of exchange, the existing 
bonded debt and for £50,000 back interest owing to the Province, and to have priority over the Government lien. 

The order of priority, in which the future earnings of the railway were to be disposed of subject to the above conditions, was: 

1. Working expenses, repairs and management.
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2. Interest on first preference bonds. 
3. Interest on second Preference Bonds. 
4. Interest on the Provincial Lien of 45475,000 stg. 
5. Interest on arrears of interest due the Province. 
6. Interest on the proportion of the mortgage bonds entitled to this priority and on the arrears of interest due on the preexisting 

bonded debt up to the date of the issue of the second mortgage bonds. 
7. Interest on the share capital.

The priority of capital now stood: 

1. First Preference Bonds, £250,000.
2. Second Preference Bonds, £6223,189 14s. 6d. 
3. Government lien, £475,000. 
4. Balance of interest arrears due the Province, £650,000. 
5. Interest arrears on Company’s bonds, £43,434 8s. 4d. 
6. Stock subscriptions amount paid, £2169,276 8s. 3d.

 Total      £,297,825 11s. 1d. sterling.

The "Northern Railway Act of 1868" empowered the Company to issue third Preference Bonds (class A.) to the amount of 1250,000 
stg., and to "expend the proceeds thereof in the construction of elevators, the increase and  extension of rolling stock and other 
equipment works for the accommodation and facilities of the traffic." The new elevator constructed at Toronto has a storage capacity 
of 275,000 bushels, and can elevate and ship 20,000 bushels an hour. The elevator wharf, sunk in 15 feet of water, is 490 feet long and 
70 wide, and can store three million feet of lumber for shipment. A new elevator at Collingwood, nearly as large as this, was included 
in the works constructed by these bonds :it will be completed by the 10th August. When the road was first built, a. breakwater and 
wharf were constructed at that port, for the safety and convenience of the traffic connections. The elevator previously used by the 
Company at Toronto was burned down in the early part of 1870.  A similar casualty happened some years before, in the burning of the 
Company's steamer, "J. C. Morrison," on Lake Simcoe. The policy of owning steamers on that lake has long been discontinued. This 
railway has been of immense benefit to Toronto and the whole northern country. It has hitherto been the only road terminating at 
Toronto, and the facilities it has afforded have opened up a new and large lumber trade, on the Georgian Bay.

When Mr. Cumberland became Managing Director in 1859, he changed the whole policy on which the road had been worked. Large 
gross receipts, if they left no profit, had no charm in his eyes. He found the through traffic had been carried at a loss ; at a loss so great 
that in the previous year, it had more than eaten up all the profits of the local traffic. He ir1f`orrned the proprietors of his intention, and
warned them not to be alarmed if they found a considerable decrease in the gross revenue. He intended to do none but paying business;
to touch nothing that did not leave a profit. How this policy succeeded the following table will show. In 1858, there had been a positive
loss on the whole business in 1859, under the new policy, the total receipts showed a decline of nearly twenty thousand dollars ; but 
this diminished revenue brought with it a profit of nearly forty-three thousand dollars. The working expenses still bore s very large 
proportion to the revenue, over 82 per cent. This item has undergone a constant reduction, till it is now only a fraction over 58 per cent.
Every possible encouragement is given to the development of local traffic; sidings being put in wherever there is a promise of business
to warrant it. This policy, which has been eminently successful, might be impossible in s line of great length, where competition rates 
are fixed by the cost of carrying on the most favourable route but for the Northern there cannot be a question, it has proved the true 
policy, as tested by the touchstone of success.

Directors: Hon. John Beverley Robinson, President, Toronto ; John A. Chowne, Esq., Vice-President and Chairman of London
Board, London, England ; Fred. W. Cumberland, Esq., Managing Director, Toronto ; Angus Morrison, Esq., M. P.,
Toronto ;Wm. Elliot, Esq., Toronto ; Henry Wheeler Esq., London, Eng. ; H. M. Jackson, Esq., London, Eng. ; W. D.
Ardagh, Esq., Barrie, Warden County Sirncoe ; Ald. J. J. Vance, for Corporation of Toronto.

Officers: Fred W. Cumberland, General Manager ; Thomas Hamilton, Secretary and Accountant ; C. W. Moberly, Chief
Engineer ; Francis Tutton, Mechanical Superintendent ; John Harvie, Train and Traffic Master; Clarke, Gamble, Q.
C., Geo. D’Arcy Boulton, Solicitors ; Wm. Gamble, Ed. B.  Osler, Auditors. 4

Chief Office For Canada: Toronto, Ont. ,

London Agency: ghiessm. Cntbill, Son & De Lungo, ‘No. 103 Cannon Street, London, E. C.
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Table Exhibiting The Earnings, Expenses, Profit, and Percentage Of Working Expenses To Gross Receipts, Until The Date Of Re-
Organization:

(excerpt from Foreign Railways Of The World, 1884)
(Gauge, 4 feet 8% inches.)
Toronto to Collingwood            94.96 miles.
Port Dover to Collingwood 151.00   "
Lefroy branch     1.34   "
Allandale to Gravenhurst   50.94   "
Beeton to Allandale   25.30   "
Collingwood to Meaford   20.50   " 
Colwell to Penetanguishene   33.50   "
Elmvale to Hillsdale     8.50   "

Total: 386.04   "

Officers: Frank Smith, President N. Ry.
John Stuart, President N. W. Ry.
Samuel Barker, General Manager.
Owen Jones, Chief Engineer. 

Headquarters: Toronto, Ontario.

The capital of this company amounts to $1,983,168 paid up, and $196,800 of bonus. The earnings for 1882-3 were, from 514,942 
passengers,. $422,837.36; from 596,800 tons of freight, $883,790.48; from mail and express, baggage, etc., 79,525.94, or a total of 
$1,386,153.78. The operation cost $869,05943. Upon the road 56 lb. rails are laid; on 152.50 miles they are of iron and on the 
remainder of steel. The greatest grade on the road is 74 feet per mile; the sharpest curve is 1,433 feet radius. The rolling stock consists 
of 46 locomotives, 37 passenger, 25 baggage and mail and 1,210 freight cars. The trains make 18 miles for freight and 28 for 
passenger per hour upon the average. The personal injuries consisted of 27, of which 9 Were fatal, only one of which was a passenger.
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Ontario and Quebec Railway:

As the principles of the Canadian Pacific Railway (CPR) were in the process of planning their transcontinental line across the country 
from Ottawa to British Columbia, some thought was being given to the necessity of establishing secondary trunk and branch lines 
connecting with the main system, in particular into areas of high traffic potential. One such area was southern Ontario, the industrial 
heartland of the country, where direct connections could as well be made with Michigan and New York State lines at border points. 
Accordingly, in March 1881, the Ontario and Quebec Railway (OnQR) was incorporated by CPR management members, only 33 days 
after the CPR itself, to construct a line from a point on the CPR controlled Canada Central Railway west through Smith Falls and 
Carleton Place to Toronto. An affiliated company, the Ontario and Quebec Land Company, was formed in order to deal with the real 
estate side of the project. Both firms were set up to be corporately separate from the CPR and it was anticipated that all funds would be
derived from private sources. Construction began on the line in the spring of 1882. It was decided that the project would initially 
terminate at Perth where a connection could be made with a branch line constructed by the Brockville and Ottawa Railway that led to 
Smith Falls. Much of the terrain to the west of Perth was difficult to build through given the rocky terrain, imperfectly drained soil, 
and rolling hills. Notwithstanding such, grades and curves were kept to a minimum where possible. In order to speed up the process, 
construction was initiated in several locations along the line where supplies could be transferred from existing north-south railway 
routes. In 1883, the Ontario and Quebec Railway moved to purchase or lease several railway lines and charters in the interest of the 
CPR to broaden the company's influence in southern Ontario and compete with the ever expanding Grand Trunk Railway. 

The first company acquired was the Credit Valley Railway (CVR), a line completed in 1881 between Toronto and Orangeville with a 
branch to St. Thomas. Since its opening, CPR management personalities had been prominent on the company's Board. Effective 
November 1883, the CVR was amalgamated with the Ontario and Quebec Railway, allowing for a direct connection between the two 
lines at Toronto Junction. The second route brought into the fold was the Toronto, Grey and Bruce Railway, a line previously under the
control of the Grand Trunk who had spend considerable sums in upgrading the line. Originally opened in 1873 from Toronto to Owen 
Sound with a branch to Teeswater, the route was leased to the Ontario and Quebec in July 1883 for a period of 999 years. This gave the
CPR the opportunity to initiate shipping on the Great Lakes. These moves were augmented by the sale of the Canada Central branch 
line from Smith Falls to Perth that same year. Other transactions undertaken by the company included an amalgamation with the 
charter of the London Junction Railway and the purchase of certain Atlantic Northwest Railway charter rights. Both moves were 
designed to eliminate potential competition and to further extend the rights of the company to build. In January 1884, the entire 
Ontario and Quebec Railway operation, including the newly acquired lines and charter rights, was leased to the CPR for 999 year 
period. The first segment of the Toronto to Perth line was opened from Norwood to West Toronto in July 1884. By August of that year, 
the remainder of the route was open for traffic east from Norwood to Perth. Around this time, it was decided to complete surveys for 
an extension of the Ontario and Quebec Railway from Smith Falls east to Montreal, thus avoiding the awkward movement of passing 
trains through Carleton Place and Ottawa to connect with the CPR controlled Montreal, Ottawa and Occidental Railway across the 
river in Quebec. The former Brockville and Ottawa Railway branch line extending between Perth and Smiths Falls would be used as 
the bridge between these two communities. The proposed line was to extend through Merrickville to Vaudreuil where a link could be 
made with tracks constructed under the charter of the Atlantic and Northwest Railway (AandNWR) into Montreal. Once again, 
construction was initiated in several locations with the full route being open for traffic in August 1888. 

In time, the Merrickville segment of the Ontario and Quebec became a very busy component of the CPR, handling most of the 
mainline traffic between Toronto and Montreal. The route was double-tracked in 1909. The final portion of the Ontario and Quebec 
Railway to be constructed was that between the American border at Windsor and the St. Thomas area. At the time, all traffic moving 
west was forced to be transferred to the Canada Southern Railway at St. Thomas for transhipment to the American border at Detroit. In
addition, there was also concern that valuable passenger and freight traffic was being lost from the industrial cities of London and 
Windsor. Accordingly, the CPR incorporated in 1885 the West Ontario Pacific Railway (WOPR) to construct a line from the Detroit 
River east to a connection with the old CVR line between Woodstock and Ingersoll. Throughout 1886, surveys were completed with 
construction being initiated on the London section the next year. In June 1887, the entire WOPR operation was leased to the Ontario 
and Quebec Railway with the London to Woodstock component of the line being open for revenue traffic in September of that year. It 
was then decided that the remainder of the route would be constructed under the charter of the Ontario and Quebec. The railway from 
London to Windsor was open in June 1890. In addition, a branch line was constructed from Leaside Junction south into Toronto along 
the Don Valley, thus avoiding the complications of funnelling trains into the downtown area through Toronto Junction to the west. 
Work had began in 1887 but, given the difficult grades encountered and bridgework required, the branch was not opened until 
September 1892. 

(excerpt from Foreign Railways Of The World, 1884)
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(Gauge, 4 feet 8% inches.)
Toronto to St. Thomas 121.00 miles.
Branch to Orangeville   34.90   "
Branch to Elora.    27.50   " 

Total (C.V.Ry.) 183.40   "

Toronto to Owen Sound 122.00   " 
Branch to Teeswater   74.00   "
Branch to H. & N. W. Ry.     0.50   "

Total (T.G. & B. Ry.) 196.50   "
Grand Total 379.90 miles

Officers: Edmund. B. Osler, President.
Wm. Whyte, General Superintendent.
Harry W. Nanton Secretary
H. E. Suckling, Treasurer

Headquarters: Toronto, Canada.

In March, 1884, by the authority of the Canadian Parlament, the above systems were consolidated. The paid up capital of both lines 
amount to $11,402,6%.97 and the subsidies from the Government to $835,438. The earnings for 1882-3 were, upon the Credit Valley 
road, 449,549.70, and the operating expenses $344,02134. The track is laid with 56 lb. Steel rails and 2,600 ties per mile. The Toronto,
Grey & Bruce road earned for 1882-3, $421,255.64; its operations cost $$21,198.81. The track has 60 lb. steel rails and 2,464 ties in 
each mile. The rolling stock upon the two lines consists of 39 locomotives, 42 passenger, 13 mail, baggage and express and 830 freight
cars. Upon the whole system the personal injuries . consisted of 3 employes and 3 strangers killed, and 1 passenger and 3 employes 
injured.

Left: Edmund Osler Centre: Duncan McIntyre Right: George Stephen
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Re. Ontario and Quebec: (Excerpt from CPR Annual Report of 1884)
The extension of the Ontario and Quebec Railway from Smith's Falls to Montreal, which will afford to the Company the shortest 
practicable line between Montreal and Toronto, is nearly completed, and is expected to be ready for business within a few weeks from 
this time. As this line is expected to have a very heavy traffic, it has been laid with 72 lb. steel rails, and completed in a more than 
usually substantial manner. Satisfactory progress has been made towards securing a western entrance to Montreal and a central 
passenger station in that city, and an eastern entrance to the city of Toronto, both of which will materially shorten the distance between 
the two cities, and give the Company a more complete control of the traffic than it would otherwise have. The western entrance to 
Montreal will be of the greatest advantage to the lines of this Company running to the south and east by the way of the new St. 
Lawrence bridge. The extension from Woodstock to the Detroit River, will be completed as far as the important city of London, 
Ontario, by the end of the present month. There is a prospect that arrangements may be made with other lines, which may obviate the 
necessity of continuing this extension to the Detroit River. It is very important, however, in the interest of the Company, that failing 
such arrangements, the Directors should be in a position to proceed with the work. You will be asked, therefore, to authorize the lease 
of this section of the Ontario and Quebec Railway, for a rental equivalent to the interest on $25,000 per mile at five per cent. per 
annum, this being the amount of debenture stock set aside for its construction. The distance from London to the Detroit River is 112 
miles. The time has come when the Ontario and Quebec Railway must in some way and without delay, secure such a connection with 
the American Railway lines centring improvements in the order of their importance and as l rapidly as economy will permit. They 
confidently believe that this policy will result, in a few years, in bringing the proportion of working expenses down to a point that will 
bear comparison with the most favourably situated i railways in America; and they do not hesitate to record the opinion that the 
proportion of working expenses to gross earnings will be brought down to 55 per cent., and even less. The Canada Central Railway, 
which now forms a part of your main line, was originally built with little expectation that it would become a section in a trunk line 
with a heavy through traffic. That part of it between Carleton Place and Callander, 195 miles, has now to carry the traffic of the main 
line and of the Sault Ste-Marie branch as well, and has become difficult as well as expensive to work   owing to its numerous grades 
and curves. It is the intention of the Directors to reduce the gradients and straighten the line to such extent as will secure the greatest 
economy and efficiency, and it is believed that the entire expenditure necessary can be saved in the cost of two or three years working. 
Among the other improvements contemplated for the present year are additional workshops and a terminal yard at Montreal ; 
workshops at Toronto Junction and Fort William; additional wharves and terminal facilities at Owen Sound ; the completion of the 
terminal facilities in Toronto; filling timber trestles on the Lake Superior section; replacing the timber bridges and trestles on the 
Government section between Winnipeg and Port Arthur with masonry and iron, and earth embankments; and the substitution of 72 
pounds per yard for 56 pounds per yard rails in the main line, and the Credit Valley section, to the extent that the lighter rails can be 
utilized in branch lines or otherwise. 
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Toronto, Grey and Bruce Railway:

(excerpt from Railways Of Canada 1870-1)
Up to the time when this project was brought before the public, in 1867, the gauge of Canadian railways had uniformly been the 
standard or Provincial gauge of 5 ft. 6 in., except three lines the St. Lawrence 8: Ottawa, the Montreal 8: Champlain, and the St. 
Lawrence 8: Industry, all of which are of the 4 ft 8½ in. gauge, being the same as that since adopted by the Great Western Railway. The
idea of a railway with so narrow a gauge as3ft. 6in. was an entirely new idea with nearly everyone in this country, and like most other 
changes which conflict with interest and prejudice, excited a good deal of hostile criticism and not a little ridicule. Notwithstanding the
fact that the application to the Ontario Legislature for a charter at the first session of that body in 1867-68, was supported by the names
and influence of many of the leading merchant: of Toronto, it was only carried through by a narrow majority and after a severe contest,
first in the Railway Committee, and afterwards on the floor of the House. The objection against the narrowness of the gauge has been 
urged with greater persistence, if not with equal ability, in the municipalities from which aid was being solicited. The disadvantage 
resulting to the promoters from this widespread objection was probably more than compensated by the consideration of cheapness in 
favour of a 3 ft. 6 in. Line. 

The agitation of the project, as well as also the sister enterprise, the Toronto and Nipissing Railway, had an important influence in re-
directing public attention in this country to the advantages of `railways, after the long period of repose in which railway progress was 
allowed to lie since the calamitous period of 1856-57. These schemes being regarded as practicable means of tapping two most 
important districts of Ontario, and placing them in close connection with the chief city of the Province, were eagerly seconded by the 
citizens of Toronto. The warmth of their support is best indicated by the grant of a quarter of s million of dollars as a gift to the 
Company, and by the subscription of three hundred and twenty thousand dollars of stock.

By the charter the Company is authorized to build a railway not less than 3 ft. 6 in. gauge (but of wider gauge if the directors at any 
time desire to change) from Toronto to Orangeville, thence to Mount Forest or Durham, thence to the border of the County of Bruce, 
and thence to Southampton, with a branch to Kincardine, on Lake Huron ; also, a branch from Mount Forest or Durham or some point 
east thereof. The capital stock is $3,000,000, with power to increase the same in the manner provided by the General Railway Act, to 
be divided into 30,000 shares of $1,000 each. When $800,000 of the l capital was subscribed, and ten per cent. paid, the Company 
could be organized. The management of the Company's affairs is in the hands of nine directors, each of whom must hold ten shares in 
the stock of the Company. Power is also given to issue bonds, the amount of which must not exceed the paid-up capital of the 
Company and the municipal bonuses actually expended in surveys or works of construction.

The clause relating to the carriage of cord wood reads thus : “(Clause 30.) The said railway Company shall at all times receive and 
carry cord wood, or any wood for fuel, at a rate not to exceed for dry wood 2½ c. per mile per cord, from all stations exceeding fifty 
miles, and at a rate not exceeding 3c. per cord per mile from all stations under fifty miles, in full car loads and for green wood at the 
rate of 2½ c. per ton per mile. (Clause 31.) The Company shall further at all times furnish every necessary for the free and unrestrained
traffic in cord wood to as large an extent as in the case of other freight carried over the said railway.” Owing to the refusal of the 
County of Grey to grant the aid asked for the construction of the proposed branch from Mount Forest to Owen Sound, that part of the 
scheme was changed, and the building of a. branch from Orangeville direct to Owen Sound is now definitely decided upon, the 
necessary surveys being already in progress. The Company have agreed to complete the road to Owen Sound about November, 1872.
The immediate resources of the undertaking are :
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Bonuses
City of Toronto $250,000

Township of Albion $40,000

$45,000

Township of Mono $45,000

$15,000

Township of Amaranth $30,000

Township of Luther $20,000

Township of Arthur $35,000

Village of Mount Forest $20,000

County of Grey $300,000

Total of above bonuses $795,000

Subscribed capital (50 per cent. paid up) $300,000

Bonds issued $160,000

Total: $1,250,000

Township of Caledon

Village of Orangeville

The whole cost of the line, including rolling stock and equipment, is estimated at the low figure of $15,000 per mile, a sum which it is 
believed will not be exceeded. The issue of bonds is limited by the charter to the amount of paid up stock and the bonuses actually 
expended in construction, but the directors do not anticipate a larger issue than at the rate of $6,000 per mile.

The following are the amounts received and expended by the Company, under the heads enumerated, up to 30th April, 1871:
Received

Calls From Stock $131,400

Bonuses Received From Trustees $337,634

Proceeds of Bonds Issued $221,050

Bills Payable $75,000
Expended

Preliminary Expenses $16,039

Right of Way $40,437

Engineering $29,732

Stations $14,863

Construction $295,996

Iron and Fastenings $231,500

Rolling Stock $107,062

The distances are as follows: Miles

Length of Line To Orangeville 50

Orangeville To Owen Sound 70

Orangeville To Mount Forest 30

Total: 159

By an arrangement with the Grand Trunk Railway, this Company have permission to use the road bed of that railway for a distance of 
9 miles from the city of Toronto, the amount of compensation to the Grand Trunk being a certain sum for each passenger and for each 
car load of freight traffic carried. By this means e considerable saving in cost of construction has been effected.
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On the third October, 1869, the first sod was turned by Prince Arthur, and work was immediately thereafter commenced along the first 
section, to Arthur. A contract for the line from Orangeville to Mount Forest was awarded to Mr. Frank Shanly for earthwork, fencing, 
building all wooden bridges, furnishing and laying down ties, track-laying and ballasting. The contract for ballasting and track-laying 
from Weston to Orangeville was given to Messrs. Wardrop and Co.

By the 1st  May, 1871, the track had been laid to Orangeville, 48 miles, the grading and bridging were almost complete to Arthur 
village, a distance of 24 miles from Orangeville. There will be ten stations between Toronto and Orangeville. 

The steepest grade going south is at the River Humber, where the ascent is at the rate of 88 feet per mile. Going north a steeper grade 
is encountered at the Caledon mountains, where the ascent is 105 feet to the mile. The sharpest curve is at the Humber, where the 
radius of curvature is but 462 feet.. Upon the whole length of this line there are only three places where anything approaching to heavy
works are met with—1st, at the crossing of the River Humber, in the township of Vaughan ; 2nd, in the ascent of the Caledon, 
mountain, extending over a distance of four miles ; 3rd, at the crossing of the Grand River, in the Township of Amaranth. The only 
bridges of any size are those over the River Humber, consisting of six spans of 50 feet each, and one span of 33 ft. 6 in., built upon 
stone abutments and piers. The River Credit bridge in Caledon, one span of 46 feet and 12 trestle-work spans of 16 feet each the Grand
River bridge, two spans of 63 feet each, and five spans of trestle work, 25 feet each ; and the Boyne Creek trestle bridge, one span of 
40 feet and ten spans of 20 feet each. There are a few trestles, all but two of which are small in size, the exceptions being one of ten 
spans of 20 feet each over "Duncan's Ravine," and one of seven spans of 20 feet each over "Brown’s Ravine." The rails and rolling 
stock are all in proportion to the gauge of 3 ft. 6 in. The rails weigh 40 lbs. to the yard, and are of iron of English make. The 
locomotives range from 16 to 25 tons in weight, and were built in Bristol, England. A Farlia engine of 42 tons is also in course of 
construction. The passenger cars are 35 feet in length, and weigh about 12,000 lbs., and will accommodate 40 passengers each. The 
platform cars are fitted with six wheels, and with radial axle-boxes, an arrangement by which the level of the floor is brought down to 
a distance of only two feet six inches from the mils. Box cars are also constructed, 15 feet in length, on four wheels, and are capable of
carrying five or six tons each. The platform cars are 18 feet in length by 8 feet in width, and are capable of carrying a load of ten tons.

Directors: (elected Sept., 1870)-John Gordon, Hon. John McMurrich, George Laidlaw, H. S. Howland, George 
Gooderham, John Shedden, Capt. Dick, B. Homer Dixon, Ald. Medcalf, John Morison.

Officers: John Gordon, Pruideat ; 
Hoa. John Nclunioh, Vice-Preident; 
W. Sutherland Taylor, Sec. And Treas.
Edmund Wagge,Chief Engineer; Allan Macdougall, Resident Engine. 

Chief Office: Corner of Front and Bay Street, Toronto.
Plans were to run the line through Horning's Mills and up the east side of what is now Highway #10, but the railway was becoming an 
old hand in the real estate game by this time. Letting the rumours abound, they quietly detoured the route by buying land along the 
west side of Highway #10 where the railway runs toâ€”day. Almost overnight, entire towns moved to new locations along the railway 
line, leaving the speculators to their fate. Finally, the grade to the port of Owen Sound was completed in June of 1873. 

During this time, grading crews on the Mount Forest stub had not been idle,even though the railway was in financial difficulty enough 
to realize that it would never reach either Southampton or Kincardine on Lake Huron. The line was completed as far as Harriston by 
December of 1873, with plans to extend to Wingham and Teeswater. 

The Wingham point seemed especially important as it was hoped that the Wellington, Grey & Bruce Rly., which already had its own 
line to Kincardine, would allow the T.G.& B. To construct a third rail and have running rights over its trackage. The W.G.&B. realized 
that this would divert the majority of their traffic as the T.G.&B. was the more direct route to Toronto, and flatly rejected the proposal. 
Faced with this, The Toronto, Grey & Bruce completed its grade as far as Teeswater on November 16, 1874 and never even bothered 
constructing the branch to Wingham, a scant 4 miles away. Financial difficulties plagued the railway even before completion. Despite 
the generous grants and bonuses, building costs had risen and the savings of Narrow Gauge construction were not all they had been 
presumed. Still, the railway was well built and immediately vitalized the economy of the area through which it passed. 

For the unfortunate Toronto, Grey &. Bruce, even the brisk business it generated became a liability. The dinky narrow gauge 
locomotives pulling the scaled down freight and passenger cars just could not keep up with the volume of traffic. For days on end, 
goods unable to be carried would be piled high on station platforms waiting for the already overloaded trains to take them to their 
destination. 
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The transferring of these shipments from narrow to standard gauge trains in Toronto added extra expense, as well as serving to further 
delay delivery. The situation reached such a point that Peel, Grey and Bruce Counties virtually demanded the Toronto, Grey and Bruce 
to standard gauge the line, which it did in 1881, This of course involved not only the complete replacing of ties, rail and rolling stock, 
but meant the widening of most curves, bridges and grades. All this expense completely obliterated any of the savings that may have 
been initially enjoyed by narrow gauge construction. All during this time, the Grand Trunk Railway had been buying T.G.&B. stock in 
the hopes of acquiring the line. Operation of the T.G.&B. was actually turned over to the Grand Trunk who handled the transfer to 
standard gauge and supplied many of the standard gauge locomotives and cars. In this light, the Toronto, Grey and Bruce Railway 
came very close to becoming part of the Canadian National Railway system when the federal government took over operation of the 
Grand Trunk and other lines in the 1920's. Long before this developed, however, the Grand Trunk found that it had over-extended its 
holdings and was forced to sell its T.G.&B. interests to the Ontario & Quebec Railway in 1883. The Ontario & Quebec was in turn a 
"paper" company owned by the Canadian Pacific Railway who officially acquired control of the line in 1884. The C.P.R. at this time, 
due to its being a late-comer in southern Ontario, was looking for a route to augment its western venture to Vancouver. The Toronto, 
Grey & Bruce, vastly upgraded by the Grand Trunk, provided just such an opening and when opportunity knocked, the Canadian 
Pacific Railway was quick to answer.
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