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THE GRAND TRUNK RAILWAY COMPANY

OF CANADA.

Notice is hereby given, that the Ordiniivy Halt-Yearly (Jeucral

TM eating, and the Special ]\leeting, adjourned from the 3 1st day

of October last, will he held at the City Terminus Hotel,

(iAXNON Street, London, E.C., on Thursday, the lOtli day

of December i;ext, at One o'clock p.m. precisely.

By Order,

EDWARD W. WATKIN,
President.

.JOHN M. (IllANT,

Secretary.

Grand Truidc Railway OlUee.s,

21, Old Broad Street, London, E.( '.

November \st, 18G7.
LETT]

Deai

the rat(

—more

That

competi

ciated c



DIRECTORS' REPORT.

December \lth, 1867.

It will be in the recollection of the Bond and Stock-

holders that the ordinary half-yearly meeting, convened

for the 31st of October last, was adjourned, because at

that date Captain Tyler was still in Canada. He has since

returned, and his report was this day presented to the

Board. This important document the Directors lose no

time in placing before the Proprietors.

Captain Tyler, it will be remembered, was invited by

a special resolution of the Proprietors, at the meeting

licld on the 30th of May last, to proceed to Canada, and

there to considi^r and report upon the several matters

whicli had at that meeting been discussed. As already

stated, he consented to undertake that important duty,

—

Mr. Eborall being associated with him for the purpose ;

and immediately prior to their departure the following

joint letter was addressed to those gentlemen :

—

LETTER OF INSTRUCTIONS TO CAPT, TYLER, R.E., AND
C. W. EBORALL, Esq.

London, Avgust 1th, 18G7.

Dear 8irs,

The Board have from time to time discussed the question of

the rates in operation for the Through Traffic over the Grand Trunk

—n)ore especially since the abrogation of the Reciprocity Treaty.

That Traffic has for some time been earned on at low rates, caused by the

competition of the American routes, and has been paid for in the depre

ciated currency of the country.
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Tljc Directoi's have considoroi the i)roKt on those transactious too

small, but they have consouted to persist in competing for the traffic.

1st, because they had reason to hope for a return to specie payments at

an early period ; and 2ndly, because having at much troiible and sacrifice

made a connection via Sarnia for this traffic, they did not think it wise

to throw it up for slight reasons.

But they have, so far, been disappointed as regards the cjuestion of

Currency, and a very natural feeling has grown up that much of this traffic

is carried at so small a profit as to render it desirable to cease for a time

to convey it.

Again, the "Working Expenses of the Railway have been seriously

augmented from the veiy same artificial cause, and the cost of renewing

the Permanent Way still comes out at an unexpectedly high figure. It

is difficult, if not impossible, to decide the real question raised, viz. : will

doing less work yield more net profit on this side. For the question,

which is not merely one of money, lni*i of Policy, depends so much on

the probabilities of the futui'C.

Under these circumstances the Board wisli you to discuss the whole

matter for them, with Mr. Brydges and Mr. Hickson, and on your return

to London, to give them your united opinion upon this subject.

Your visit will enable you to inspect the whole Line and Stations,

and the Board, while feeling cvcrv coufidencc in the Staff in Canada, and

not intending in any way to weaken or question their authority, will be

Imjipy to find that any suggestions wliich st'.ike you are candidly and

thoroughly discussed between you, as eminently practical men on one

side, and the Company's two able and experienced Chief Officers above-

named on the other.

These discussions will also naturally include the consideration and

comparison of facts regaiding the amount of expenditure necessaiy to

put the Line and Plant into efficient working order with regard to

Canadian standards of completeness, and to the kind of trafHc to be pro-

cured, as well as the amount of capital required, you will also direct your

attention to the distribution of it, both in point of time and locality.

It will naturally occur to you to ascertain as far as possible the prob-

able effect on the Grand Trunk system of the completion as now provided

by the Confederation Act of the Intercolonial Railway, always remem-
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biring that tiiat laihvay wdl be coji.Uiuctcd by the independent action of

the Dominion. '

The J )i rectors doisire also to be iiitbrnied whether proHtal>le rti^ults would

arisi- from the laying down of a third rail, so as to accommodate American

IraHIe without break of gituge, on the western portions of the Grand

1'runk. They would be gUd to learn between what points such a third

luil (if desirable at all) eould be laid with most advantage, tin- probable

cost, and the probable lime to bt; oecnpied in comi)leting the work.

You will huirn the results (»f the Traffic arrangement of March

i^last with the (Ireat AYestern of (Janada Railway, and you nnty

probably bu uble to make suggestions for further etfective arrauge-

jncuts of a siniilMr mutual and amicable kind with that or other Com-

j(i lilies.

It is tlu' d'.sire of the Directors that all the tojncs referred to in

tlds letter should be (liscussed by you in the freest manner with 3lr.

Hiiydges. Mr. Ilickson. and the statf in Canada, and should be reported

llpou by you jointly to the Board in London as early as possible after

your retun-. lo this eouiitiy.

* As you are both fully aware from the repeated personal interviews

%hieh have taken place with yon, the object of the Board in asking you

|i» favour them and the Company by uiulertaking this mission, is

pminently and purely prticttcaf. The Directors feel that the American

'^''ar has plunged the Company into most severe, prolonged, and pei-plexing

difficulties, has defeated the most careful calculations, and has disturbed

'|lans of policy apparently framed in the most cautious spirit.

" Tiie Board tlesiie tluit the Bond and Shareholders should have atibrdcd

|i> them the soundest and most independent means of judging whether

the Ijest course has been followed in dealing with these new, embarrassing,

and unforeseen events. Ajid theretbre it is that you have been requested

to ]>roceed to Canada, and to api)ly your previous large experience, and

the new facts you will there collect iji disctissing with the Executive

of the Company on the spot the present stjite of the property, and tlie

most certain and economical means of increasing the revenue, and

lessening the ex]>enditure.

The Secretai'y will forwaid to you a complete set of Beporis. Acts,



tkc, rekting to tlio Conijiatiy, iUid llu! Ollircvi will s)ii»i»ly iiiiy iuloriuatiou

necessary ior the j»ur|)ose« c»f your mission, sul>ject, »•!' coxirso, lo tho

condition that siuch information is to be regarded by you asconti<lentinl.

(Signed) E.W.WATKl'N, rr,:suhnl.

J. iM. (UlANT, Sva-etary.

The Directors have lu stale that in consequene(^ of thi*

strong representations which were made to them by the

-Deputation named at the mectinii,' ol th.c Jilst October "fyi^
in regard to those clauses iji the PermissiAo Bill, which

had reference to the suggested consolidation of the several

classes of Bonds and Stocks into an uniform Prctcrencc

Debenture Stock, the said clauses were withdrawn and

the powers of the Bill have been wholly confined to tho

raising of further capital, not exceeding £500,000, by the

issue of Equipment Mortgage Bonds No. 2 (which Bonds

are in no way to interfere with the priorities and rights

of the existing Equipment Bonds)—and to the enabling your I

of certain alterations, (with the consent of the respective which

Companies) in the existing agreements with the Buffalo tOrs a

and Lake Huron and Montreal and Champlain Railway dompa

Companies. The Bill so amended was duly forwarded -^ineric

to Canada. made j

A copy of the Bill may be had by any Bond or Stock- Qanadf

holder on application to the Secretary. 1 ha^

„ 1
iilfonnj

J^y order,
(̂Wncers

EDWABD W. WATKIN,
y^^^ ^^

Fresideni.ilL. „^^
Grand Trunk Railway Offices,

jpe var.

1, Old Broad Street, London, E.C. V
Mi Cana

Gent]

I:

i:
aftentio;



CAPTAIJN" TYLER,

TO THE

I'oriuatum

c, to the ^

:Hlentirtl. ^

H.cretarv.

H^ of llu'

i by tlu'

Octolji 1 DIRECTORS OF THE GRAND TRUNK RAILWAY
ll, which

several COMPANY.
L-elcrenci"

•awn and Hir/h UlmSy Hampton Court,

^^ t^ *^^''
11/// Deaemher, 1867.

)(), by the
J , Gentlemen.

ich Bonds

id rights In compliance with t he insti'iictions contained in

enabling ypur letter of the 7th August last, and with the request

espectivc which was made to me earlier in the year by the Direc-

Buifahi ^6rs and Shareholders of tiie Grand Trunk Railway

Railway ^mpany, I duly proeeed(.'d on the 7th September to

brwarded .|^merica, in company witli Mr. Eborall, and have since

made an insp(!ctioii of the (?rrand Trunk Railway of

• Stock- <panada.

I have in the course of that inspection received full

ijaformation from Mr. Brydges, jMr. Ilickson, and other

cheers and agents of the Company on all points, and

TKIN, i^yg jij^Q every opportunity of discussing with them at

resideni.j^Q various places of interest in the United States and

ill Canada those questions of construction, maintenance.

tiKifiiej working, and management, which demanded

ention.

)r
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I have also had llic advaiitugr ol* conforring with

the Presidents and OIHccrs of the llaihvavs of the

United States working with or (competing' against the

Grand Trunk Railway, as far south as Baltimore and as

far west as Chicago. In travelling upwards of 5,000

miles in the States and Canada (including the provinces

of New Brunswick and Nova Scotia), I have been

afforded every facility,' and have mot with the greatest

courtesy, both from the officers of the Am?rican railwavs

whilst visiting their works and establishments, and from

Mr. Swinvurd and the officers of the Great Western ol

Canada llailway in going over that line.

Grand Trunk System and Competing Boutcs.

The Grand Trunk system, comprising a total lengtl

of 1,377 miles, and covering an area of about 28 s([uart

miles, is subjected to warm competition for a largi

proportion of its traffic. It competes for Througl

Traffic between Cliicai»o in the west and Portland

Boston, and New York in the east, witli the followin:

routes :- -

(1). Tlie Great Westerji and New York Ccnti';i

llailways, by Detroit, Suspension Bridge, and Albany.

(2). The South Shore lines of Lake Erie over tli

New "York Central, and Erie systems.

(3). The Pittsburg, Tort Woyne, and Chicago Raii

way over the Atlantic and Great Western, and Eri

llailways.

(d). The same line over the Pennsylvania Centr;

ilailwav.

I
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(5). The Cbicoi^o and Soiitli Eastern over the Ohio

Uailroads to .1 Baltimore.

(({). The water rout«' of (ho lakes and the St.

LaAM'oiico.

It oonipetcs lor Loeal 'I'ralUe in Upper Canada with

the (ireat Western liiiihvay at Windsor, Sarnia, Lon-

don, Paris, Giielpli, Bulfalo, and Toronto; and direetly

over nine-tenths ol* its len£»'lii during the summer

season with the wat(»rs of the lakes and the St,

liiwienee.

Oil the other hand, the prineipal eonncctions with the

• system In the west are :

—

(]). The 31iehii?an Central and Michigan Southern

Bailroads, which exchange " all rail " traffic between

Chicago and Detroit with the Grand Trunk Railway

at Detroit Junction.

(2). The steamers by Lake Michigan and Lake

Huron, which exchange traffic with the Grand '

"

'unk

Railway at Sarnia.

(.']). The Dayton and Miehigan Railroad, which

eoinieets the system at Detroit with C 'ncinnali.

While on the east the Vc^rmont Central Railroad forms

a useful connection between jVlontreal and Boston ; and

good steamers run froin Portland to Boston and New
York, as well as to St. John, New Brunswick, and to

Halifax.

T^he distan(H> between Ohicrf/o and ForHand by the

Michigan Central and Grand Trunk Railways is 1,145

miles. The dista*^^es bet^ 'en CJdcago and Boston by

the various ampei ig lines ame ;

—
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via Portland ...

Grand Trunk Railway ^ vkf A^ormont Ctn-
"

I

tral Railway,.. 1,187

Great AYcstcrn and New York Central

Railways

Lake Shore and Erie Railways

Pennsylvania Central Railway, via Pitts-

1,253 miles.

jj

1,016 „

1,195 „

burg 1,145 miles.

1,240 „

1,487 miles.

989

Baltimore and Ohio Railway ...
ft"

The distances from Chicago to New York are :

—

Grand Trunk Railway, r/ia Michigan Cen-

tral Railway and Portland

Grand Trunk Railway, i-ia Michigan Con-

tra! Railway, Buffalo, and New York

Central Railway ...

Grand Trunk Railway via 3')etrcit, Buffalo,

and Erie Railway would be

Great Western and New York Central ...

Pennsylvania Central Railway ...

Baltimore and Ohio Railway ...

By Toledo, Cleveland, and Dunkirk

By Crestline and Dunkirk

By Mansfield and Salamanca ...

,1

965
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53 miles.

87 „

16 „

95 „

45 miles.

!4r) „

187 miles.

)89

)65

)60

ns
)12

^60

357

976 3>

ibr traffic

ncies " on

ind Trunk

er tickets,

apervision

over other agents. There are Grand Trunk offices at

Bangor, Boston, Buffalo, Chicago, Detroit, Milwaukee,

New York, and Ogdensburg, with an average of three

paid agents for each office. The paid agents make the

greater number of contracts for Ereight, and there are

about 30 sub-agents in communication with each office,

employed principally in the sale of Passenger tickets.

The cost of these agencies in the States and in Canada,

as charged in the accounts for the past half-year, to 30th

Juno, 1867, was £8,804, against £9,70i for the first half-

year of 1866. The charge for the year 1865 was £18,903 ;

for 1866, £19,591. The amount of traffic obtained by

them for tlic year ending 30th June, 1867, is estimated

at $898,000, or, after deducting the proportion to other

companies, at about £100,000. Other companies adopt

similar measures for obtaining traffic. The Baltimore

and Ohio, and the Pennsylvania Central Railroads have

agencies at Portland and even at Bangor, the former

being 500 and tlie latter 650 miles to the north of

Philadelphia.

The Great VV^estern llailway Company charged

in their accounts for the past half-year £3,54^1,

and for the first half-year of 1866, £4,695 for adver-

tising and agency. Any fusion of the Agencies of

lihc Grand Trunk and Great Western Companies,

in the event of more intimate relations being here-

after established between them, would naturally lead

to a joint arrangement also with regard to the

ngencies of the Michigan Central Company, which are

already combined in some places with those of the Great
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1

Western Company. These thres companies would thus

be in a better position to compete economically with the

combination of the "Michigan Southern, and Lake

Shore" and other railroads. The Agency Expenses in-

curred in the competition between the Grand Trunk in its

own behalfand the Great Western Company in opjiosition

to it, would cease. Tlic proportion payable by the Grand

Trunk Company for agency falling to, say one-third of

its present rate, the per centage of agency expenses to

nett profit (gained upon low rates), and the commission

upon passenger traffic (which now amounts to about 20

per cent, on the receipts), would be materially decreased.

And more remunerative rates for freight east and west

would be established.

Express Companies. -American Lines.

The employment of Kvpress Companiea is another

feature in the workino? of American Kailwavs which

must not be lost sight of in considering the question

of competition with them, and the difficulties of avoiding

it. These companies were originally formed with the

idea of facilitating (in the absence of through-rates

between the different Railroad Companies and clearing-

house arrangements), the conveyance of traffic over

continuous si/stenis of different lines ; and they have in

years past been a source of great profit.

The officers of the railroad companies are, as share-

holders, in many cases directly interested in their suc-

cess, and they have made advantageous terms with the

railroad companies. They assist in advertisinsj the

.^
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different routes, and bring in a considerable amount of

traffic to the railroad companies ; and their names are con-

spicuous on tiin cars ofthe Lines over which they run, even

when thcyarc not used for their special traffic. The profits

6f the Jixpress Companies have, however, declined of iate

years, as competition has increased. They have generally

valuable property iu the principal cities where they con-

duct business, and considerable sums of money invested

in horses, wagons, &c. ; but the value of their assets does

not, it is stated, bear more than a fractional proportion

to their nominal Capital, which is as follows :

—

The American Express Company $9,000,000

The Adams' Express Company 10,000,000

The United States Express Company... 6,000,000

Wells, Eargo and Company 10,000,000

The Merchants' Union Company 20,000,000

Their gross Receipts for the first seven months of the

present year were :

—

American ,... $1,217,510

Adams' 3,990,030

United States 1.312,858

Merchants' Union... 2,043,351

The establishment of the last -mentioned company has

claused a very considerable reduction in tho market value

of the shares of the other companies.

The public favour the Express Companies for several

reasons. They have only one company to deal with in

regard to traffic Avhich passes, perhaps, over several
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'

different lines of railroad. They obtain from them

greater facilities in collection and delivery. They trust

them with money and valuable freight of all descriptions,

in the conveyance of which the Express Companies do

business and assume risks which the railroad companies

would hardly undertake. They frequently pay higher

rates to those companies than they would be required

to pay for the same service directly to the railroad com-

panies, under the belief that their traffic commands

greater attention, and is conveyed Avith greater speed and

safety than ordinary railroad traffic.

These Express Companies have met with much oppo-

sition from time to time, and attempts have been made;

to break them up ; but the arrangements which they

have succeeded in effecting with the railroad companies

are of so important a character, cover so great an area of

territory, and involve such large pecuniary consider-

ations, that it will prol^ably be a long time before the

railroad companies seriously attempt to supplant them

by the establishment of additional agencies in the cities

and towns where their business is principally conducted.

It is necessary, in any case, to consider them with

' regard to the present subject, as a permanent institution,

and as a standing means of and aid to competition be-

tween east and west on the North American Continent.

Eates as modified by Competition and Seasons.

Under the above circumstances of competition, against

Water Navigation for six or seven months in the year,
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I, against

the year,

and against other railways more favourably situated in

many cases as regards length, and in every case as re-

gards Climate, all the year round, th(^ rates and fares

charged on tli(.^ Grand Trunk system for the convey-

ance oi' goods and passengers are very low. The

rates, for instance, which prevailed during the first

three months (July, August, September,) of the

current half-year averaged for Eoreign traffic iud Sarnia

and Portland, l.nH,c. in American currency, or say f^ijoQ.

in gold (less than a halfpenny) per ton per mile. Flour,

which formed a great part of the traffic, was carried as low

as one cent (one halfpenny) per ton per mile during the

summer between Montreal and Toronto. Some of the

lowest rates are, however, on the Riviere du Loup and

Quebec districts, where the traffic is also lightest. Lum-
ber traffic is. iu some instances, carried in summer at

less than a cent ])or ton per mile, such traffic not being

otherwise obtainable. The rates in "Winter cannot, of

course, be raised above that point at which the merchants

would be induced to keep back their produce for the

opening of navigation and the period of low summer

rates.

The Steam-boat fare for 170 miles between Quebec and

Montreal is J^3 per passenger, and the steamers carry

the bulk of tho traflic even when the first class fare by

railway is less than one penny sterling per mile.

Between Quebec and Eiviere du Loup the Steam-boat

fare has been as low as $1 per passenger for 120 miles.

Water competition reduces the railway freight rates iu

Summer to the figures stated in the following table :

—
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f. C. C.
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I

^ c. 6 0. $ V.

3s on tlie

cent and

I Detroit

*oinl Levi

between

per mile,

til stoam-

n Ameri-

irately as

per train

mile, and for Jreight trains to $0.97 per train mile : or,

for tlie wliole, to 99 cents i^er train mile. The total

earnings lor the same year readied $1.44i for passenger

trains, and .^1.29 for freight trains, or for the whole $1.36

per train mile. The working' expenses for that year, which

were 69.05 per cent, for the lirst half, and 76.15 per cent,

for tlie second Jialf, averaged 72.9 per cent, of the gross

receipts. The ri^snlts ofthe first ludf of the current year

—

18(37, wore still more discouraging, inasmuch as the total

working expenses amounted (including disconnt on cur-

rency and renewals) to 85 per cent, on the gross receipts.

This unfortunate result was owing to a falling off in

traffic after the defective Harvest of 1866, to the rise

which occurred at the same time in the price of labour

and the cost of fuel, to the heav\' charges for renewal

and maintenance, and to certain contingencies.

Tlie expenses on tlie Grand Trunk Eaihvay per

Traill Mile ar(^ light in comparison with those on

other railways in Canada and the United States,

though not with these* in England, being, as stated,

8().9i) for the year 186(5,—against ^1.10 for the Great

Western of Canada llaihvav— ^1.51 for the Michis-an

Southern Railway,—,^1.83 for the New York Central

Railway,— .sl.70 for the Erie Railway,— J^l.41 for

the Illinois Central Railway,— .S5O.97 for tlu) Northern

Railway of Canada,—Sl.82 for the Chicago, Burlington

and Quineey Railway,—and 2s. 5kl. for the United

Kingdom. Rut the (earnings arc also light as com-

pared with most of those lines, being, per train mile,

only i^l.3ii for the Grand Trunk Railway,—against
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$2.37 lor the Great Western Railway,~82.37 ibr the

Michio'an Southern Jiailwav,—$2.36 I'or the New York

Central Kailway— .^2.18 lor tlie Erie Railway—$2.11

lor the Illinois Central Railway—Sl-lSfof the Nortlierii

of Canada Railway

—

j^3.34 ibr the Chica£>o, Bur-

lington and Quincey Railway—and 5s. 1-Jd. Ibr the

United Kingdom. 'Hie average number of Cars in

the freight trains is estimated at 15 1, and the av(;/age

nett load of (*ach train at 1 50 Canadian tons of 2,000 lbs.,

the Throui;'!) fi-eiiyht traflic beinu,' y-eneralh- carried in

heavier, and tlie Local freiglit traflic in ligliter trains.

The average number of Passengers per train in the year

1866 was, as nearly as can be ascertained, 120. The? nett

cost of conveyance per mih* for each ton of goods was,

on this calculation, 0.65 of a cent., and for eacli pas-

senger 0.85 of a cent ; deducting these from the Earnings

there was an average profit in tliat year of 0-35 ol' a

cent., or a little over 29 per cent, on each passeiigc r, and

()'21 of a cent., or a little over 21 per cent, on eacli ton

of goods.

I conclude^ both from the figures and explanations

which I liave received,, and from personal observation

along the line of the railway, that the Working Expenses

have, under the circumstances in wliicli the Company
was placed, been kept down as much as possible, and

that though the rates and fares have in many cases

brought in but very little profit, yet none of the traffic has

unless in certain exceptional cases been actually carried at

a loss. The above per centage to the receipts may, how-

ever, be reduced in the future. The comparative cost
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6f Maintenance ought to be considerably less when the

Permanent Way and Rolling Stock (as I shall show here-

after) are in bcttei" condition. The general expenses

iVill bear a smaller proportion to the receipts as the

traffic increases. The passenger trains, which are

at a minimum, averaging two trains a day each way,

will be better filled. The loss which the Company noAv

suiters jinnufilly in maintaining and working the line

from (Quebec to Kiviere du Loup, will be converted

into a prolil after tiie opening of the Intercolonial

Railway. The cost of Labour and Materials, whicli have

been ijitlated as a result of the War in America, will

sooner or later fall to sometliini>' like their normal rates.

Peat J^'uel will be cheaper than wood. The Freight cars

which now weigh ten tons and carry ten tons of load,

may be so constru(.*ted in future as to carry a greater

proportion of nett load to dead weight, and a step has

already been mad(^ by Mr. Eaton, the Locomotive Super-

intendent, in this dir(?ction. The costs of Agency will

be decreased when ihe. time has arrived for an amalga-

mation of interests with the Great W^estern Railway,

and for working arrangements with other lines.

On the other hand, the Nett rates and fares for foreign

traffic will improve as the loss by discount on American

Currency (to which 1 shall hereafter specially refer) de-

creases. They may 1)e somewhat raised at the same

time that the traffic will improve as increased facilities

are afforded for its conveyance, and when the Road and

Rolling stock, being in better condition, find greater

favour Avith, and gain greater confidence from, the
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travelling public. The settlement of the countiy, and

the further development of its resources will tend to-

wards the same result. They will be raised to some

extent when it becomes possible to make tariff

arrangements for the avoidance of competition with

other Companies ; and a groiitly increased mileage lor

the joint traflBc would also be obtained by a fusion of

interests with the Great AA'estern Company.

There will, apparently, bo difficulties in th«3 way of

making arrangements with the American Companies

for some time to come. The various Through rates

from Chicago to the -Sew Englaml States are in

the hands of numerous (altogether about thirty) Com-

panies, with diverse interests, more or less bound

to express Companies, and unable to agree with

each other. They have all been, and are still, com-

pelled to charge low fares, ])ecause the New York Cen-

tral Railway is not permitted by law of the Stat(5 of

New York to demand more than 2 cents, in Currency

per passenger per mile between Buflfalo and New York.

This fare was exacted as a maximum from the New
Y^ork Central Company when the amalgamation of the

lines from Albany to Buflfalo and Suspension Bridge was

sanctioned ; and it has borne very hardly upon that, as

well as upon other Companies, from time to time, but es-

pecially when gold was at a much higher premiimi. The

Company have twice succeeded in passing a Bill through

the Legislature of New York for the purpose of evading

this obligation, but it was in each case vetoed by the

Governor of the State.
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Negotiations have, however, recently been carried

on between the Hudson River, the Now York Central,

and the Lake Siioro and Michigan Southern Hall-

way Companies, which will probably be followed,

sooner or later, by combinations, first bi^tween these

lines, and afte.\va;ds of continuous lines on other

through routes ; and, as these arc more or less carried

out, agreements as to equal rates and fares between

the East and the West will be facilitated. This

is a subject in regard to which it ^^()uld appear that

iio further action can now be advantageously taken;

but it will, doubtless, be kept steadily in vitnv, and no
proper opportunity will be uegleet(^d in future of com-

bining agencies, and of agreeing to raise fares at com-

peting points.

Analysis of Traffic.

The relative and actual Traffic Value of tlie various

flistriets of Ihe Grand Trunk Railway, and the ini-

|jrovement upon tliem since the year 1802, is shown

|n the following analysis, in which, after deducting

^rtago, Avhai'fage, and such charges, the f/ross Receipts

l^'C glcen in dollars per 3Iile per week, as the average for

TOie half-years ending in the periods stated;

—

Ha]|-year ending

IJec, 18G2. miles.

SOtliJuiio.

'1867. "
18GU.'

3 1st. Dec.

r2.47 Grand Trunk Proper, ... 882 l^l 84.84 S7.20

$101.88 Atlantic District 140 122.58 120.31

i

Montreal and Cliauiplain 84 48.47 51.99
I Buffalo and Godurich ... 101 03.88 09.09

jjl|8.32
!
Detroit and Port Huron 59 90.01 112.34

' Doon Branch 7 2.80 2.71

Three RiversBrauch 35 11.28 8.88
m

Total ... 1377

§ 2
Average of the whole 82.19 89.89

1805.
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And the ibllowiii;»' air similar averages for certain

portions of the above districts :

H»lt-yoar ending
Dec, 1862.

Dec. 'M%t,

1866.

SC3.64
100.12

104.83
100.96

37.87

07.40

12.66

SainiaaiiK I Toronto T;il20.68

Toronto und Kinymtou 140.24

Kingston iind Muntmil 132.52

Montreal luid Riuhinoiid 116.34

Richmond nnd Point Levi 40.66

Richmond and Island ronil 86.13

Chandiere Junction nndRivit-re thi Loup 14.12

186r> .

1U.7«'
130.4-.'

126..".K

I14.1K

30.88
08.4:

1

15.77

This Traffic must alwavs be of afluctuatini;' character,

dependent to a very considerable extent upon th«'

Harvests ; being-, relatively, lighter in summer, when the

competition from the water is greatest, and heavier after

harvest-time and on the opening of Navigation in May.

Increase of Traffic.

Of the two descriptions—local and through traffic

—

of which it is made up, the Local traffic can onh

grow gradually as the country becomes settled and its

means of production arc increased, while the Through

traffic is already in existences in ample quantity

and increases more rapidly. Much more of it might

In the Spring and Fall, and even during the Winter, be

carried over the Grand Trunk System if increased

facilities, which I shall hereafter point out, were afforded.

I learnt, for instance, from Mr. Spencer, the Steam-

boat Agent at Chicago, on the 4th of October, 1807, thai

lie could easily have secured eight steamboat loads, ol

6,000 barrels each, per week, at rates averaging $2 u

barrel, for Boston and Portland vid Saraia, if the Grand

If

((

((

alm^
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i loads, ol

;ing $2 u

the Grand

Trunk Company hud heen in a position to forward tlicm ;

that thousands of barrels were then passing over his

dock to the Buffalo ])oats which woukl have boon sent

more conveniently and in preference rid Sarnia ; and

that the rates would then have continued hotter than

the lilgliost of the Grand Trunk Local Tariff up to the

close of navigation. La the autumn of 18(55, also, the

through rate in flour was $2.00 per barrel, of which the

Grand Trunk proportion was $1.95, while the local rale

from Sarnia was $1 in gold. Mr. Spencer was of opinion

that if better laeilities for the carriage of through

freiglit could be given there was "hardly a limit to

** wl it could he done," and " that a daily line could be

" fully loaded throughout the season of navigation if

" ])ropcrty could be taken at Sarnia and shipped thence
** (by railway) without detention, instead of running
" only a tri-weekly as now, and even then being coni-

** pelled to run the boats to Buffalo just at the time

" when the freights become most plentiful and rates the

** highest," and be added, ** I trust the troubles that

" have occurred this way every season will be remedied

" the next."

. There were, hoAVcver, 12 Steamboats (including 5

(rf Evans' line) running in connection with the New
York Central Kailway, 12 (of the Western Trans-

portation Company) in connection with the Erie Hall-

way, and 7 (of the Xorthern Transportation Company)

to the Ogdensburgh Road, all in direct competition to

eastern points, with the Grand Trunk system.
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Chicago.

The Population of Chicago has increased from 4,853

in 1810 to 208,000 in 18G6, and (as estimated) 220,000

in 1807. Its commerce is one of the marvels of the

age. There were for\varded from this city in the years

1851, and 1866-7, respectively,
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Year ending-

31st Mavcli,

18G6-7.

2,197,787

10,341,519

J2,953,530

9.501,223

1,489,895

1,398,528

23,334,791

672,769

039,382

260,833

25,998

95,000

.3,316,210

.2,891,933
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The Grand Trunk Company are, as will be seen by

the distances already given, in a tolerably good position

to compete for those portions of this vast traffic which

go to Boston and to all points between Boston and Port-

land, but they are under a great disadvantage as regards

New York. They have 1,487 miles to traverse by way

of Portland, in place of distances by the other routes

varying from 918 up to 1,012 miles ; and they have an

inconvenient Forrv over the Niaajara Eiver between Fort

Erie and Buffalo to connect them with the New York

Central Railway, and no connection at all with the

Erie Raib.vay at Buffalo. It has been considered desir-

able, in order to load cars which would otlierwise return

empty from the East, or to fill up Local trains, or for

other reasons, to carry freight over thf^ 1,487 miles

via Portland between New York and Chicago ; and the

steamers between Portland and New York afford tlic

means of obtaining such traffic to a considerable extent

;

but considering the very low rates at which it must be

carried, it is, to say the least, a question for your careful

investigation whether the Company would not do better

without it.

On the other hand, the route rid Sarnia and Buffalo

has many natural advantages, and would command a

heavy and paying traffic, if only there were proper

facilities for its conveyance. The distance by the Grand

Trunk and Eric Railways from Chicago to New York, is,

as I have already shown, no greater than by the Great

Western and Ne\v^ York Central Railways ; and the

benefit of such traffic would be received over 259 miles

of the Grand Trunk system. The city of Buffalo was
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once a great western mart, and now, containing npwarcU

of 100,000 inhabitants, forms the principal intermediate

market between Chicago and the eastern cities. Its con-

nections Avith Albany, Boston, and Xcw York, by the

New York Central, Hudson Eivcr and Erie railroads,

and th(! Erie Canal,—with the Hudson River, also from

Albany to New York, secure its p<^sition. And th(

products of th<' west arc frequently ctfered at its markoi

before travellinii: further eastward.

Buffalo Ferry and Bridge.

The existing ferry across the Niagara Hiver, l)etw(»eii

I'ort Erie on one side, and Black Eock, near Buffalo, oi

the other, is in an exposed and inconvenient situation.

Th(» steamboat is frequently delayed in certain states ol

the weather, so tliat it is impossible for passenger^j t('

'^^ make tlunr connections" Avith the N(nv York Central

and Erie Railways. There being no track to connect th(

(ji'and Trunk (any more than the Great Western) systiMii

with the Erie Railway, passengers and freight have now

to be carried bv road for a considerable distance between

the two stations. The Grand Trunk is thus placed at a

great disadvantage in competing with other lines. 'V.\u

co.st of working the ferry, including repairs to the steam-

boat and engines, is .$30,000 per annum. The main-

tenance of the works at the landing placesj including the

swing bridge at Buffalo, will cost next year $11,000, and

in subsequent years §6,000 to .<7,000. Nearly s;50,00<'

a year is ])aid to the New York Central Company for the

use of three miles of tlunr track. The present ferryboni

has been w^orking for upwards of 10 years, and for tin
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fifreater part of that time by night as well as by day. I

examined her in dock at Buffalo, while she was under-

going* a thorough repair, and observed that it would be

impossible to keep her afloat for more than four years

longer. The cost of a new boat at the end of that tim«5

would, after deducting the value of the old one, hi

$100,000.

Omitting salaries and Avages, allowing for interest on

capital to be expended in the new boat required in 1871,

and adding it to the above items, the annual cost of

working and maintaining tlu; Eerry,and of the eonnection

witii the New Y'ork Central Raihvay, niny be set down at

.$70,000, wliieli, at per cent., v(.'presents a capital of

.$l,lGn,()66, say of £230,000 ; or, atj 7 per cent, of

£200,000.

The project for an International Bridge at this place

which promised so much a few years since appears now

to liave fallen to the ground. Assistance can no longer

he ex])eeted from the com])anies which were to have

joined in carrying it out. The ])ridge might, if

monev can be raised for it, be more? economicallv built

by the Grand Trunlc Company than if arrangements were?

made with a st^parate compajiy for its construction, and

it would be a j)t^rman(mt advantage to the Company to

have entire possession of it. It should be constructed

with solid piers, cither of masoiuy where the bed of the

river is rock, or with large iron cylinders filled with

masonry where it is of softer material. In the super-

structure, (dieapness of construction miglit be combined

with safety and facility for repair by the employment oi'

4?irders, to which I shall elsewliere j-eHn*, made up of a
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wooden (Howe) truss, with a bottom boom of rivete,!

iron plates. Allowing ^6100,000 for D miles of railwn;,

(on both sides of the river) in connection with it, includ-

ing the cost of the necessary land round the city o!

Buffalo and the approaches, and £150,000 for the bridgi

itself, its total cost would amount to £250,000. Tli,

cost of working and maintaining it -svovild be less thji:

that of the existing ferry, and the remainder may 1);

considered on the abandonment of the ferry to ^'

towards the construction of the bridg(\

Break of Gauge.

There would still, however, be two breaks of gang

between Chicago and Boston, or New York. The gauui

of the Grand Trunk llaihvay from Sarnia to Buffalo is

5ft. Gin. The gauge of the Michigan Central aiu

Michigan Southern Railways in the w^est, as -well as of tin

Detroit and Port Huron branch, is 4 ft. S-i in., and the

gauges of the New York Central and Erie Hallways ii;

the east, are, respectively, 4 ft. 8 J- in., and G feet. Thi>

inconvenience has led to the project, so frequently advo-

cated, for In vino- down 200 miles of third rail betwcff

Sarnia and I'ort Erie. But I cannot recommend tlir"

any provision should be made for carrying out t]ii>

scheme. The cost of it would not be less in its entirely

than £175,000. The gauge of the Erie Railway wouli'

still be differeut from either of the gauges thus laid or.

the Grand Trunk Railway. And a little consideralioi

will show that the benefit to be derived from it woui('

*;
*.*'
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Hot bo commensurate with the ahove cost. The

distance bet^Neen Chicago and New York is 905

miles by the Michigan Central, Grand Trunk, and

Erie Eailways, or 980 miles by the Michigan Central,

Grand Trimk, and New York Central Railways, while,.

Detroit and Buffalo, important cities, containing respec-

tively 120,000 and 100,000 inhabitants, are favourably

situated for change of vehicles or for stoppage. Detroit is

284 miles from Chicago. Buffalo is 447 miles by the New
York Central, or 123 by the Erie Eailway, from New
York. It is far more desirable and agreeable (especially in

America) for the passengers to change carriages every 300

or 100 miles, as at Detroit and Buffalo, than that they

should go through without change for upwards of 900

miles and 30 hours, if only the change be made at

convenient hours, with proper accommodation, and not

too hurriedly. The carriages require to be cleaned and

Tentilated after a journey of about 300 miles. Sleeping

carriages are necessary for one part of the journey, and

day carriages for another part ; and it is better in this

particular ease to keep them more or less distinct rather

than to use a combined carriage for both purposes. It

is absolutely necessary, also, in the case of cattle and

hogs, that they should be taken out of the cars at such

intervals for rest and food, loesides which they are fre-

quently exposed for sale at Detroit or Buffalo on their

way eastward. Transferring traffic from one car

:to another is Avith some classes of freight a very

simple and cheap operation. And it is, in fact, only

with r(^gard to a small proportion of the whole traifie

^4
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tliat it is necessary, or even desinihlo, to make soim

juTangeuient by which transhipment or break of bulk

shall be avoided. A variety of suggestions have been madi

for avoiding such transhipment—as, for instance, com-

pound wheels with double treads, and wheels shiftini:^ oi:

theiraxles; and "compromise" wheels, with treads of cx1i\'

width, are in common use on the railways connected wirl

or runninii' throuf'-h the State of Ohio, bv means of wliicl

the cars run with great if not equal salety and facilit)

along the 4 ft. 8-J in. and 5 ft. gauges. But it so happen^

tliat the cars in use in America are peculiarly adaptc;!

for beini;- transferred without interferiui? with theii

loads from one gauge to another. They run invariablv

on "bo2,'ie-trucks," connected with the bodies by a central

pin only. The bodies and trucks may therefore be juad

liiter-chLUigeable, and ditferent trucks may be raiuh

tor the same body, adajjted to any gauge. 'lliciv

would fm'ther he no difficulty in chan^'inLi' tin

trucks without unloadini;,' the cars,—by liftinij: the ])odics

and by running out the trucks of the gauge on wliich ;i

Train has been travelling and running in trucks for tlu

<?;au2:e on whicli it is about to travel, if suitable arrange-

luents were made for the purpose. The lifting may ])i

done, of several cars at once, by hydraulic apparatus, or b\

steam cranes. By lifting live cars at a time, the trucks ol

a train of 20 cars would be changed in four operations.

Allowing ten minutes for each, the time occupied would

])() 40 minutes ; or, say an hour's delay would occur at

each of tw*o places in consequence of two breaks of gaugi

in a journey of 1)B5 miles, occupying perhaps four days.

Bi

ct
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But from this deiayshould be deducted the time thatwould

otherwise be devoted to examination and lubrication of

the trucks at tlie same places. And it would be rather

an advantage, under any circumstances, to acnd forward

freshlv examined trucks every 300 or 400 miles. As the

chani!?es Avould oiilv (»ecur at the two ends of the Grand

Trunk system, tliere could lie no (.'onfusion (consequent

upon tlie trucks of the cars being- in one place and tht^

liodies in another. It would be, as I liave explained,

only a ])roportion of the freight traffic, and none of tluc

passenger and cattle traffic, that would retpiire such a

ohang(\ And the expense of tlie Jiecessary apparatus,

with its niaintrnance and workini'", would be verv triflinu'

<;onipai'ed with €175,000,—the expense of laying a third

rail for 200 miles between Sarnia and Port Erie, and of

making alterations consequent upon it in the way and

works. It is desirable for other reas(ms, as well as with

a view to tlu; ears A\'orking thus o^er diffcn'ent gauges,

that the botlio\s and trucks shoidd ))e made interchange-

able, and on a uniform pattern, in the case of all rencAvals

and all additions in. future to the rolling stock.

The bri>ak oi gauge between tlu^ Grand Trunk Railway

and the connecting lines at either end of it, will cease

under the above arrangement to bo a serious inconve-

nienco to the through traffic, or any bar to the utility of

the bridge over the Niagara river at Buffalo. That

bridge will enable the Grand Trunk Company to com-

pete; successfully with the Great Western Company for

all traffic between Detroit and Buffalo, and will go far

to destroy the position of temporary superiority

as regards through traffic in which the third
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rail latoly laid down and the Suspension Bridge has

placed the Great Western Company. That compau)

carried about 17,000 through passengers, and received

from them about $112,000 during the month of Septem.

ber by that route, while the Grand Trunk Company

received only $18,000 from 2,901 through passengers,

The passenger and freight traffic over 259 miles of tin

Grand Trunk system would, apparently, both be quad-

rupled, and the stock yards of Chicago would be brought

into direct connection with those of Buffalo over that

system, by the construction of this bridge, and the con-

templated portions of line at cither end of it.

Widening of Gauge, Detroit to Fort Huron.

But to obtain this result another measure is requisito

—the widening of the gauge between Detroit and Poii

Huron. This line, 59 miles long, was originally laid or

a gauge of 4-ft. 8i-in., under the idea that the narrov

gauge cars of the Michigan lines would thus be enabled

to go forward as far as Port Huron. But experience ha^

shown that a considerable amount of traffic is lost because

these companies do not care to send their cars forward

And the delay Avhich now takes place in transhipment

at Port Huron is all time lost, during which the broad-

gauge stock would be better employed in running back-

wards and forwards to Detroit. Passengers arriviu^

from the Michigan lines are now obliged to change ai

Detroit or Detroit Junction into the narrow gauge cai^

of the Grand Trunk Company, and then, after a journc}
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of only 59 miles, they have to change again into the

broad gauge cars of the same Company. Passengers

towards Michigan suffer a similar inconvenience in tlio

reverse direction. And the freight traffic is subjected

in bofli 'vections, more or less, to the same disad-

vantage. Passengers and freight to and ft'om Detroit

or^y are transhipped at 59 miles from their place of

starting or arrival as the case may be. The narrow-

gauge rolling stock of this branch consists, besides

engines, of 12 passenger, 3 baggage, and 60 freight cars,

which are, as regards freight, insufficient for the traffic.

Under these circumstances it is clearly for the advantage

of the Company that the gauge of this branch should be

widened as soon as possible to 5- ft. 6-in., in order that it

may be the same as on the other 1,318 miles of the Grand

Trunk system, and that the cars maypass from the Detroit

line to other parts of the system without transhipment.

The actual cost of removing the rails and re-fixing

them, (which must necessarily be done rapidly)

would be... ... ... ... £3,000.

Sheds, &c., for transhipment of freight at

Detroit junction would cost ... ... 3,000

Kails and crossini^s for the lEichii^'an Central

Railway, the Company having consented on re-

ceiving them to add a third rail to their line,

after deducting for old rails taken up from

mixed-gauge sidings at Port Huron

New broad-gauge trucks for 75 cars

The duties on broad-gauge engines sent

Carried forward ...

2,500

5,000

£13,500
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Brought forward ... £13,50(>

across the front irr would amount at the

present rate to r*^. «»•

Settini; contini?(»nci(»s at

5,000

1,500

The total cost of the altemtion may he

estimated at ... ••• ... £20,000

The gradients heing light upon this section, and the

climate, west of Sarnia, less severe than on other parts-

of the line, (certain hroad-gaugc engines, which are now

comparatively useh^ss elsewhere, might with advantage

l)e transferred to it.

Arrani?ements, such as I have ahove referred to, for

avoidiiig the inconvenience of break of gauge, might be

made at Detroit as soon as the widening of the imufife to

Port Huron has been completed.

Ferry over St. Clair River.

There v/ill further he required, by the time that the

Buffalo bridge is completed, an additional ferry-boat at

Sarnia, for the convtn'ance of the extra traffic that may
then be expected. There are at present two ferry-boats

plying between Port Gratiot (near Port Huron), and

Point Edward (near Port Sarnia), where the St. Clair

Biver is 1,000 yards wide, named respectively the

"Huron" and the "Spicer." The "Huron" has no

engines, but carries 18 freight cars, on three lines of

rails, on her deck ; and she is swung across by the force

of the current in each direction in tow of the •* Spicer."

The " Spicer," u«ed principally for passenger traffic, is
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null supplied with machiaery. Tlic lui?gatfo is examinotl

hy tlie custom-lionsc officers cluriiii^ the passage. The
next boat should he available for the transi^ort ol

passciij^^er and freight cars, and should he provided with

iMiglncs. She will cost, with her berths at the wharves on
«'MC!i side of the river, i^25,0()0, and this sum may ]w re-

(liiircd in tlie course of two or three years.

Broad-Gauge Railway through Michigan.

AVhile in this part of the country I had an interview

uitli a gentleman who has been engaged in the pro-

motion of the new railway which it is j^roposed to con-

struct on the same jjani^e as the Grand Trunk Raih\ nv

W'oni Port Huron to Chicago. I learnt from him, what

Ums been previously stated, tliat there is a great demand

Ibr this railway, wliicli would pass through a productive

tract of country in the state of Michigan. Those wha
were interested in its construction, would, it was stated,

1)C prepared to procure the right of Avay, to construct

the necessary bridges and works, to complete it to forma

tion level, to supply the sleepers and ballast the road-

bed, and to fence it in where fences were rc(i aired.

Arrangements had been made for entrance into, and ter-

minal accommodation in, tlie city of Chicago, in connec-

tion with one of the most important of the western lines

of railway, on payment of certain tolls, and without any

outlay of capital. It was proposed further, that a tirst

mortgage should be created on the property in favour of

the Grand Trunk Company on condition of their pro^

viding the rails and tlie rolling stock, and that they
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should also in that case possess full rights of manage-

ment and control over tlie line.

The capital required for this purpose would be

11,200,000. Porthis sum the Grand Trunk Company

would 1)6 placed, for all practical purposes, in possession

of a line JJ20 miles long, completing its means of

throuufh communication on nn unbroken gauge from

Portland and Buffalo to Chicaijo. The linf^ would un-

doubtedly pay interest on the above sum for its rails and

rolling stock, and it would be a great advantage to the

Craud Trunk Company thus to obtain direct communi-

cation witli and a terminus in Chicago. I suggested

that the scheme should be formally embodied and pre-

sented, with the signatures of those interested in it, for

the consideration of the Grand Trunk Board in London.

Intercolonial Railway. Ecciprocity Treaty.

There is a more immediate prospect of the completion

of the extension which has so lonu? been looked forward

to at the eastern extremity of the Grand Trunk system.

I found an uni\ ersal desire through the New Dominion
of Canada, includini; the provinces, for the speedy con-

struction of the Intercolonial Ptailway, which has been,

indeed, one of the principal objects of the confederation.

The commission under which it is to be constructed

has probably been, or will shortly be named ; but the

precise route to be adopted is a subject of anxious

consideration. An inspection of the lists shoAving the

description and quantities of articles now carried by the
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sjtcamcrs via Portland, and cnf|uiii(?s in New Brunswick

and Nova Scotia, afforded a hopeful rcsidt. Trade has

iji'own vapidly between those Provinces and Canada

since the abrogation ol* the Reciprocity Treaty and the

prevalence of hi«^h duties in tlie United States. The
Grand Trunk Company, after luiving temporarily sufrei*ed,

will ultimately benefit by the chang:('. Flour, which was

formerly imported principally from the States, now finds

its way in large quantities from Canada, and Avill be a

large item of traffic eastward on the Intercolonial llail-

wtiy. Eish and sugar will travel westward in considerable

bulk, and various branches of manufacture which arc

m)\\ springing up will add to the receipts in no slight

degree. It will not pay to earn- coal, which is so

abundant in Nova Scotia, for so long a journey by rail-

way, though coal will no doul)t,as well as iron, be conveyed

on sections of the line ; but the principle advantage

w hich the (Jrand Trunk Company w ill derive from this

addition of 100 miles to its eastern end, will be, that the

loss which now occurs from working the 211 miles

between rtiehmond and Ili\ icre du Lou]), will be con-

verted into a profit ; and this alone will be a great relief

to the Company. So many interests have sutfered in the

States that an attempt will probably l)e made ere long

to bring about a renewal, in some shape, of the treaty ;

but even if it succeeds, the course of trade cannot now

b(^ expected to return to its old channels. The Canadians

liave derived a permanent and growing benefit from the

lesson which was thus unwisely forced upon them.
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- Tiain MUe Receipts and Expenses.

The earnings and expenses per train mil(i on the

(Irand Trunk Eailway for 1866 compare witli those

in the United Kingdom for 1865, as follows :—

Expenses.

AVay and Works
Locomotive charges

Maintenance of Cars

Traffic charges

(Tcneral charges

Miscellaneous (^includin

compensation)

Taxes, &c. ...

llates, taxes, Govern

duty, and legal and

1 iaraentary charges

Discount on currenev ,.. 4

Grank Trunk.
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paratively £40,000 a year more than it was three years

ago. Coal has now, indeed, become relatively cheaper

than wood on some parts of the line, and it is desirable

that copper fire-boxes and tubes shoiiH be inserted in

some of the engines with a view to its consumption,

particularly as wood appears likely [to rise rather thaii

to fall in price for the future.

Feat Fuel.

Eut another resource is happily ' opening out. Thf-

extensive peat bogs which have so long lain useless iu

Canada promise now to furnish for a number of years

the means of hauling the traffic of the country. Mr.

11^ dges, after several years of labour, and after spend ini;

se'itral thousands of pounds in experiments, has at

length perfected a machine l)y ^\hich peat can satisfac-

torily be prepared for use in locomotive engines. A
large barge is fitted with steam machinery for cutting',

cleaning, lifting, and distributing the peat. The barge

floats in a channel of water, which it forms as it pro-

ceed >. Two screws in its front cut and draw in the peat,

anl. working in opposite directions, draw i
- bar«»e

forward at the same time. Tlie peat so cut an'l sucked

ill is dredged up by a masticating process; and
all roots and indigestible matter being duly separated, the

resulting pulp is ejected through a long tele.^copic tube

over a considerable area of the bog on each side of the
channel. After it has hardened sufficiently it is cut up
into pieces of convenient size and shape, and these pieces
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arc stacked three to^jcllicr to drv in the sun. Tlio

system would only succeed in a climate in which the sun

is jjowcrful and may be dep !uded on for a certain period

of the year, and the work can only be carried on in

Canada during certain months. It had been stopped for

the season when I visited the machine in October.

The peat so prc])ared has been found to burn well in

the engines ; and it can b:* use'd and stored more con-

veniently than wood. As a ton of it is more serviceable

than a cord of Avood, and as it can be delivered at

5^3. 20c. per ton upon the cars of the Company, its use

will probably be the means of reducing* the cost of fuel to

the price of 1861, and of saving £10,000 a j-ear, or more,

as the traffic increases, to the Company. This manufiic-

ture, therefore, which is now, I understand, in the hands

of a company, is worthy of all encouragement. The

(juestion, whether the ])eat so prepared will re-absor]>

moisture when stacked for Avinter use, and thus become

deteriorated in quality, can only be decided by experi-

ment.

Rolling Stock.

There arc 208 locomotive* engines on iho establishment

of the Grand Trunk system, of which 275 are broad

and 23 are narrow-gauge engines. But the greater part

of the work is necessarily done with a small proportion

of them; 4G broacl-gaug(^ engines being too light for

winter duty, 10 Ijcing old and ol inferior construction,

and 80 freight enginos being capable of taking 12 to 15
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cars only. Up to the year 1802 tliere Lad been no re-

nei>als at the expense of revenue. Sinee that date-

thirteen new and one second-hand, engines and tenders

hare been added to the stock ; considerable improvements

have l)een made in other ways, at a cost of nearly

$300,000 ; and a total sum of 5521,550 has been expended

(also out ofrevenue) on additions and improvements to the

workshops and machinery. It is further arranged that

t\\ clve new engines—costing, say £32,000—shall for some

vears be changed annuallv to revenue, as a mc^ans of brini>-

ins; the whole stock "raduailv into better condition. Six of

thesecnginos are now under constructionin tlie Company's

shops, and six at the Portland Works. The 29 engines

on the Buffalo and Lake Huron Eailway are most

of them ten years old. They were in g(^neral well

l)uilt, they have not been OTer--\\ orked, and they arc in

tolerably good order. There arc twenty-three narrow-

gauge engines, of which fifteen are on the Champlain,

and eight on the Detroit section. The latter, which

had, with one exception, been many years in use when

tliey came into the Com])any's possession, are neither

sufficient in number, nor, in good order, and it is

proposed to sell them (with that exception) as soon as

the gauge of the line can be a\ idened. The former were

also old when they came into the Company's possession,

but thev have not since been allowed to deteriorate. The

average daily mileage of each engine for the last 5 years

has been 68, the averacfefor 1S(>(3 havins: been 09. The
average per-centage of engines under repair for the same
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pi'riod has beeji 20. The avGrai,^o number of cars hauled

on caeh train has increased as follows :

—

• I'asscugcT. Froiglit. MixiJ.

Half-year ending June, 1862... :]'\) ... 13-G ... 10*7

„ 18«6... 1-7 ... LV2 ... 11-1)

„ Dec, 18G2... J.-.3 ... 15'r> ... 12-4

V 18(>(;... :>.() ... 10-7 ... 12-2

Considering the diiferent classes of enL'-ines ol' which

the stock consists, many of which were only intended

orii»'inally for lig-lit work, and their condition, the officers

of the Company aj)pe;u' to have dojie all that could hv

rxpected with them, llic working* ex])enses of the de-

partment show a considerable comparative saving since

1862, in the face of an increase in the price of wages and

materials, and this saving may be expected to increase

materially as the stock is improved and assimilated.

The enixines \\hich find most lavour in Canada, and

uencrallv in Am<^rica. are constructed Avitli a four-

wheeled bogie-truck under their leading, and four

coupled wheels under then' trailing <mds. And engines

of this description ai'e now being built, to weigh about

;>2 Canadian tons, for future use on the Grand

'I'ruuk Eailway. The tenders run upon two l)ogie-trucks.

Six-wheel-cou[)le(] engines, siicli as are used in this

country, are apt to leave the rails on an uneven or

li'ozen road, and it is not safe to use them in Canada.

lUie disadvantage of tin* existing pattern of engine is

that neither the lour wheels of the bo^ie-truck, nor

the ciiiht wheels of the tender, are uvailalde for
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rttlhesion ; and that in order to obtain sufficient adhesion

for heavy loads in slippery weather, a considerable

weight is required upon the four driving wheels. It is a

very important object, with reference to the durability

of the rails,—to which I shall hereafter refer—and

especially on a road-bed which is rigidly frozen for five

months in the year, to keep the weights on the wheels as

light as possibh\ Tlie class of engine best suited

to the climate, and for the various circumstances of

the case, would, I have no doubt, be an engine running

on two bogie-trucks—eacli provided with a pair of cylin-

ders, and four-wheeled or six-wheeled according to the

work required—and without a tender. Such an en-

gine would be peculiarly safe to travel over a winter

road; would combine a minimum wear and tear, to

itself and the rails, with a maximum of adhesion,

and would be the most effective and most economical

that the Company could employ. I had the opportunity

some time ago of testing engines of this descrip-

tion on the Neath and Brecon Kailway, designed by Mr.

Fairlie, and have found the principle to be good, though

certain points of detail required improvement. Suv^n

engines are also in use for the sharp curves and steep

gradients of the Queensland Railway.

Cars.

Eor eighteen months previously to 1862 the painting

and renovation of the car stock was almost at a stand-

still, in consequence of the financial difficulties of the
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Company ; and in Septcu.il)er of that year the sidings of

the car shops were HUed with disabled cars, some of

wliich had not worked for two years. The stock has
increased since that date from 3,261 to 1,330, of whicli

298 are applied to passenger, and 4,041 to freight and
l)allast purposes. The average mileage of the cars for

1866 was 6,310. The expenses of the car department
for that year was $117,331. Tlie average number wait-

ing for repair was 221. The stock generally appears to

1)0 in a much better condition than five years ago ; and
something has been done towards bringing the bodies

and trucks to a uniform pattern. But much remains

lo 1)3 effected in these rcsp<H»ts.

Springs.

The use of vulcanized india-rubber springr. is very

common in the United Spates and Canada, partially under

the engines, but especially under the cars. They are

easily applied, but they are neither economical nor very

durable, and they are not well adapted to extremes of

temperature. They make admirable " blocks " in com-

bination with steel s^^rings, but their use has certainly

been carried to too «?reat an extent on the Grand Trunk

Railway. Steel springs ought at once to be inserted

under the leading ends of all the engines. The state ofthe

permanent way has rendered it difficult hitherto to get

steel springs to stand, and the steel springs in use do

not appear to have been sufficiently good or strong. But

it is desirable that steel should, as the road and the
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volliiig stock uro now impiovcd, ho substituted ior or

used ill comLination with indiii-ni1)b(»r in the (^njjincy.

tenders, and cars, for the future.

Permanent Way and Works.

The next ([ucstioii, of the Permanent "VYav, is of pri-

mary importance, and I have therefore devoted special

attention to it in passing- alonff the line. Out of ijs. 8d,

per train mih^ for gross ree(\iptSj and is, IJd. tor

total expenses, ll|d. per train mile were expended in

1860 on maintenance and renewal of way and works.

The following are the principal peculiarities of the

Climate of Canada, as affecting the permanent way:

There are excessive ex])ansion and contraction of the

rails from extremes of tc^mperatnre betwe(^n summer

and winter. The Line is frozen for d- or 5 months in the

year to a depth of 5 feet and upwards, and during that

time it is exceedingly rigid, and the sleepers cannot be

moved. Inequalities occur in the rails from irregular

lifting of the sleepers at the commencement of and

during the frost, and these are corrected from time to

time by the process of shimming

—

i.e., of inserting

wooden packing pieces of the requisite thickness be-

tween the rail and the sleeper when the rail requires to

be lifted, or of cutting away a portion of the sleeper

when the rail requires to be lowered. The Kails are the

more exposed to injury in consequence of the rigidity

of the road-bed for so many months in the year, by

heavy weights passing over them, and they have, when
soft, the greater tendency to crush under those weights.
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Oil the break-up ol' llie J:'rost, tin* road falls into the worst

possible condition, and each yiimmor requires to be

spent in repairini:;' the dama^'os of the frost, and in pre-

paring for the foUoAv ing* -winter. Good and sufficient Bal-

last, which is tlic foiuidation and first requisite of every

permanent way, is particnharly rcMpired in such a cli-

mate, to prevent, in com])ination with efi'ective Drainage,

irreifuiar lifting of the sleep(»rs from frost; to enable

tlu' rails to be properly mad(^ up and kept up in tht^

smnmer and during the rains ; and to provide against

excessive action on the break-up of the frost. But the

(irand Trunk Raihvay was not well-ballasted orin'inallv.

and comparatively little has since been done to make
lip for the deficiency. About £18,000 has been ex-

pended and charged against revenue on this account.

There is no difficiiltv in obtainlnii^ Ballast over the whole

line, though it has to be led, in some cases, for consider-

al)le distances. The following (quantities have been

supplied between 1862 and 1800 :

—

y

Ballast put in Track,

V.vir-

I'nrtllUl...

Yiinli. I ( o"f.

•Jl, .'>(!!)
; (!.7(C 22

:i.2i'.(! I l.,Vlt> 22

1 m:>:>

2, KM)

821 (i2

so;! 8;i

Ditniit.

Yimls.! Cost.

1,40() !
o-Kt.Oi

(1. T.
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It would now be i»'ood economy, in order to add to the

durability of the Hails and Sleepers, to save labour in

maintenance, to prevent injury to the roUin^t^-stock, and

generally in the interest of safety—to complete the

ballasting" of the whole line, and to break up at the

same time the large stones which now lie in i)arts

of it, as soon as possible. Tor this purpose a sum oi*

£00,000 will be required ; and inasmuch as this most

necessary work has never yet been completed, it would

be only fair to charge the cost of it to capital account.

The maintenance of the permanent way would then, in

future years, be moderate under this head.

There are numerous Cuttings on various parts of the

system, of which the slopes, having never been properly

tvimmed and drained, are a source of much expense and

annoyance every year, especially on the break-up of the

frost. The estimate for completing the whole is £20,000.

They require to be turfed, after being treated in other

respects according to circumstances, to resist the action

of frost and snow. If £10,000 were expended on these

objects in the next two, and any ftu'ther sum that may
be required in future years, a great saving* would be

effected in subsequent maintenance.

As regards Sleepers (or ties) the Grand Trunk system

is on an equality with other American and Canadian

lines. They have, in the course of renewal, been in-

serted in greater number than during construction.

Some of the Contractors failed this year to deliver the

supplies that were ordered, and there are many now
requiring renew^al on some portions of the line, but con-
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sidcring that they are of larjj^cr size and closer toj^ethcr

—on the average 2 ft. 6 in., and in some parts of the

litio only 2 ft. apart from centre to centre—it may fairly

]je said that thci Grand Trunk Raihvav is in common
witli other railways on tlic American continent, hotter

slocpered than many of the railways in this country.

The following table shows the nmnher of sleepers that

have been laid down in the main line for 7 years :

—
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tlic white oak for more iliaii riirlit, years. Codar

Slcepors, which avo chca])cr iji many disiricts, wliicli jirc

usually of larger size, and Avhicli (l)cint^' less subjtM'l 1o

deenv) will last twice as lonj^. liav«' lallen into disuse.

Jk^iui;' softer, they do not hold the spikes so well in the fiVsSl

instance, especially in presenting a resistance to lateivil

action on the curves. lUit there appears to he no i,^()od

r(»ason why they should not he eiuployc^d on the straii^'lil

])0rti()us of the line. Al'ier llu'oe years' wear they arc

at least on an equality, as re5j;ards lioldin*^ poAver, with

the average of the other desciiplions. And even on tlic

curves, two spikes in place of one on the outside of tin*

rails, or, what -svould he hetter in llic case of shaq*

curves, a wedi>'c-sha]H*d piece of timher, secured ])y two

spikes to the sleepers on the outside of tl il, wouhl

render them more safe and servifcahle than any others.

Beiny' more (>lastic than other sleepers, they would

also tend to save the vails when the road is in a rii;i(l

condition durhig- the winter; and T have vcMilured

to suggest another expedient whicli would, I thin\,

he of service in this respect. A puuM^ of tarred felt

hair an inch thick ins(^rted on each sleeper and

under each rail, Avould prohahly atFord the advantaiics,

(1) of deadening' the hlows which the rails receive, par-

ticularly at the joints, froni the wheels of the engines

and cars as the trams pass ahmg the line when it is

frozen; (2) of preventing the rails from working inlo

the sleepers ; and (3) of lessening the tendency of the

spikes to draw. It is neither necessary nor desirahle

that any charge should he made to capital account for
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>lccpeL's. They must all hv rciicwinl, as occasiou rc-

t quires, iu the course of iiiMuitouance. Takiiij;' th« life

of a CM^dar slccjK'r jil. 12 years, the jivctjii^o lite of the

^loepors iu future at 10 yoiws, aiul the avera^^t^ cost at

21* ceuts, or a sliilling' a picco ; then, with .^,000,000

sleepers iu the track, and o()(),()00 renewed auuually,

the pcruuuuMit uiaiuttmauce uuder this liead would not

exceed (Ix'sides labour) £15,00') :i yc^ir.

Bails.- Renewals effected and required.

The question of Hails is far more; serious, and is of

irvcat importance witli reference to 1]io future of the

]»ro])erty.

The greater part of the I'ei'nianent Way was orij^inally

hiid with a f\ (bridi?(») rail (called in Cauada U rail)

weighing (53 lbs. to the yard. Thes(^ rails were not of

L;'ood quality, and their joints were badly fastened by

light chairs, consistinic <>!' wrought- iron plates partly

bent up on each side to catch the ends of their flanges.

The lli'st chairs weighed 1 1 ll)s., and others, supplied

lat(!r, 13 and 1 IJ lbs. each. The rails of this and other sec-

tions were (and arc still) seciu'cd to the sleepers acconl-

iug to tlu5 simple method—so r'omnion on the continent

of AnuH'ica, as well as on tin? continent of Eurojie—of

what are called in Ihigland dofj-qytkes.

T'he milcai'e of Ilcnewals betw(^e]i 1st JanuaiT, 1860,

and tlui 1Mb September, 1S67, is given in the following

table :

—

. - .,
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Renewals of Iron—In riiles.

Years.
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one. The later rails from that mill have been heavier

and of an improved form. They were increased from

(i2 lbs. to the yard in 1860, to U lbs. in 1863, to 69

lbs. in 1801, and it is desirable that they should in

future weipfh 75 lbs. to the yard.

In 1865 puddled bars were imported from En;^-

land with n view to improvement for the heads of

these rails, ])ut the heads so applied proved to bo too

soft, and it has sinee been found more advantageous to

place the puddled bars between an upper layer of old

bridge-rail iron, improved by a second rolling, and the

lower bars of old iron which complete the pile. A head

sufficiently hard has thus been combined with a rib and

bottom flange of the requisite degi'ee of toughness, and

the puddled b[U' opears to have formed a good weld

with the iron on either side of it.

The llaiis re-rolled at the Bay State and Worcester mills

have in like manner proved to be too soft, and have more

or less been crushed under the weights of the cngine-

Avheels. Nearly the whole of the former iron, and about

20 per cent, of the latter iron, has already been again

removed from the track, and the rails re-rolled at

Portland have shown similar indications.

Of the Rails whicli were sent out in 1862 by the Ebbw
Yale Company and were laid down in 1862-3, CO per cent,

have already been taken out of the track, a large pro-

portion have been shortened or repaired, and few remain

in the condition in which they were originally laid. Their

average life is estimated at less than five years. Of those

sent out by the same company in 1864, at an increased

4
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cost of £2 per ton, and called '*steel headed," the average

lile will not, it is considered, he longer than six or seven

years.

The Rhymney Company's Rails, laid down in "" j64-5,

have also worn hadly, and will all be renewed . u by

the end of 1868.

The life of all these Rails ought, if they had been of

suitable quality and of reasonably good iron, to have

averaged at least ten years. On this assumption, and

taking into account the expense of removing, cutting,

and repairing, the loss to the Company from their defects

may be estimated to have been directly in money

value :

—

Toronto rails, loss on 55,000 tons ... £60,000

Bay State and Worcester rails, loss on

16,000 tons 40,500

English rails, loss from 186G on 7,000

bons 24,000

Total direct loss in seven years... £124,500

But the indirect loss has been far greater. About

200 miles of rails, which ought still to he in the track,

having been removed from it prematurely, the ofiBcers

of the Com])any have found it impossible to renew other

portions of the line where renewal was urgently inquired.

The old Jl raiU employed by the Contractors during the

construction of the railway, and for traffic ever since

that time, have unavoidably been kept iu use longer than

their condition would otherwise justify. Practures of these

rails frequently occurred,and the results of these fractures
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and other defects, by causing accidents and obstructing

traffic, with their attendant inconveniences and delays,

enhanced the difficulties of the Company to an enormous

extent.

When the Coni})any was in financial difficulty some

years since, the Permanent Way fell into a depreciated

condition, as is too frequently the case under such

circumstances. Much time and expense would then have

been required in any case to raise it from that con-

dition. Bat Avhen it l)ecame neccssarv to renew the

new rails in jilace of the old onos, the difficulties of

the case were, as may bo imaciincd, materially aggra-

vated; and it has taxed the officers and servants in

charge of the track to the utinost to keep the trains

running. The rails have lieen turned end for end

cut, patched, and much worn down in the process.

They liave been changed from the branches to

the main line, and from one pari of the system to

anoti.or; and those which had been once rejected from

the main line and laid down in sidings, wore even in

some cases restored for a further t(H'm ol' service to the

main line. It is only ri<j:ht bv mentioniuEj tlicso facts to

show the difficulties ^^itU wliicli the officers now in

charge of the ])ennaiient way lia,v(^ had to contend. The

fract-nres'that occurred were chiefly in ilic A rails, of which

320 J. miles remained in the track up to the end of 186f>.

They broke mostly, as niiglit b } expected, at a distance

of 2 or 3 feet from the joint, but (Vequeiitly in other

parts, after being much weakened by wear and tear.

These rails, originally 21 feet long, now vary in
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length. It is hardly necessary to say that they must,

where the traffic is heavy, be removed from the

track as soon as possible,—a process which is beini*-

carried out as fast as new iron can ])e obtained. The

best of them may, however, with improvements as to

joint fastenings, which I shall presently recommend, be

left, longer in the track on those parts, as, for instance, on

the 250 miles east of lliclimond, where they have been

less Avorn, under a very light traffic, and with fewer

trains.

The following table shows tlie distribution of these A
rails, of fish-jointed 2 rails, and of 2 i*ails in chairs, on

the 31st December, 186G.

Description of Rails in Main Line, 81st December, 1866.
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Considerable cliauges have been made since that time,

and, indeed, the Traek varies from month to month, and

even from day to day, as new or re-rolled rails are re-

<;civcd and placed in it, as the best of those released are

repaired and re-inserted elsewhere, and as the worst are

sent away for sale or to the rollini>; mill. Care is taken,

in laying in the new rails, to j^ive them a fair chance as

far as sleepers and ballast are concerned. Wliere they

have been recently laid down, and in many parts of the

line, the track is in fair or in very good working order.

There arc, on th(5 other hand, portions, chiefly where the

original /\ rails remain in the traek, Avliere rc^newal is

still nrgently roqnircd. And the parts which are in

good order are mucli intermixed with the parts wiiich

are in bad order on diflferent parts of the system. Where

the joints of the rails are fished there is fre([uently a

want of fish-bolts, owing principally to the diflicnlty of

punching or boring the rails which have been cut after

Jiaving been injured or cruslied at the (Mids, and partly

to the impossibility of getting the platelayers, Avho are

obliged constantly to be changing defective rails, and

keeping up the 2)ermanent Avay under disadvantageous

circumstances, to attend sufficiently to this part of their

work. Punching machines are much required in the

difi^erent districts, to save the labour of drilling by hand,

which is the only means at present available, and a first

step towards supplying them has now been taken. Mr.

Sacr6, the engineer of the Manchester Sheffield and Lin-

colnshire Hallway, has been good enough to interest

himself in the matter at my request written from
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Canada; and Mr. Woodhouse has kindly furnished

Mr. Brydges with the particulars of the machine used on

the London and North Western Railway.

I am disposed to recommend that the weight of

the lie- rolled Rails, as well as of those sent from

England, sliould not in future, on any part of the line

where the traffic is considerable, be less than 75 lbs. to

the vard. A seciion similar to that which was last

approved by the Board may advantageously be adopted.

Joint Fastenings.

The shape of the fish plates for the 2 r^'^ils may be

much improved, and considerable allowance is requisite

for the expansion and contraction of the rails during the

extremes of temperature. For this purpose it is found

desirable to afford ample margin in tlie holes in the fish-

j)lates as well as in those of the rails. The system of

.suspended fishcd-joints has not been found to answer

well in Canada, and that of placing the joints over the

sleepers has many disadvantages. The ends of the rails

suffer from being hammered by the wheels of the rolling

sto<.;k, especially when the road-bed is frozen and rigid.

The bolls are apt to get loose. When the joint sleeper

is lifted by frost, or when the sleepers on either side of it

are thus lifted, a bad joint is formed. A belter method of

treating the joints, applicable to other places where the

2 rail is employed as well as to Canada, is that of com-
bining suspended lished-joints with a supporting plank

of oak 2^ inches thick by 8" broad, under the rail,

and resting upon the sleepers on either side of the joint.
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This plank affords support to the frails at the joint,

which they require in consequence of the fish-plates

not being deep, and it leaves at the same time enough of

elasticity to prevent hammering on the ends of the rails.

The planks should be let into the sleepers on which they

rest, both for lateral stability and in order that the

sleepers may not be on a lower level than the inter-

mediate sleepers, in which case they would be differently

affected by frost. I observed an extraordinary degree of

smoothness on a short portion of the Champlain Line,

in consequence of a supporting plank of this sort having

been laid under the plate-chairs at the joints of the

rails ; and I was altogether so much pleased on farther

examination with the effect of it ; that I had no hesita-

tion in recommending its adoption generally on the

Grand Trunk system. It is cheap in application, and

suitable to the countr}^ and it will effect a material

saving in the ends of the rails, where they wear out most

rapidly.

A great deal of trouble having been caused by the

fish-bolts getting loose, I have recommended that the

ends of the bolts should, before they arc inserted in the

rails, be dipped in Stockholm tar,—a precaution that has

been found very efiicacious in this country for keeping

the nuts tight, for preserving the bolts, and for facilitating

renewals.

Tlie /\ rails also would have lasted for a longer

time, would have been less subject to fracture, and

would not have occasioned so much damage to the

springs and other portions of the rolling-stock if they
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had been better secui'ed at the joints. Tliei*(3 are great

numbers of them now in the track which will neces-

sarily be employed lor several years, and which may bo

so employed satisfactorily under light cmgines and

light traffic if their joint fastenings be improved. This

would be good economy, as tending to prolong their

life, to prevent accident, and to save the rolling-stock. I

have forwarded to Canada (through the kindness of Mr.

Ilberry) sketches of the modes Avliieh have been adopted

with rails of a similar though heavier section on the

Great Southern and Western Hailway of Ireland. Either

a saddle-plate or a steel clip, such as have been used on

that railway, combined with the supporting plank above

referred to, would form a very efficient fastening ; but a

cheaper system, and one better adapted as a temporary

expedient to this particular case, would be the com-

bination of the supporting plank, the existing chair,

and the wooden splice (so common in America) outside

the rail, similar to the fastening? before referred to as

having been applied on a portion of the Champlaiu.

Railway.

Durability of Rails.

This question of Joint Pastenings is, as affi3cting the

life of the rails, of greater importance in an economical

point of view, than might appear at first sight ; but that

of the quality and suitability of the rails themselves is

still more serious. The difficulty of obtaining durable

rails of iron has of late years been very generally felt,

and has induced an outcry for steel rails in quarters

where it would not otherwise have been heard. Much
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trouble has resulted, and much oxpeuso bceu incurred,

for the want of rails of g-ood quality in England, and

still more in the United States and in Canada. The
heavier rails laid down of late years in the United

Kingdom, have, in some eases, l)ccn outlasted by the

lighter rails of previous years. The eliniato of Canada

—

severe as it is for 1 or 5 months every year—has been

made to hear more than its share of blame for tbe failure

of rails that would not have been durable in any eiimate.

And in Canada, as elsewhere, after the failure, froni

lamination, of steel-headed rails, it has l)een considered

that it Avould be better economy in the end to lay down

steel rails than to eontitiU(> to use iron with sueli lamen-

table residts. The number of fraeiured rails (alreadv

referred to), and the softness of some of the rails laid in

the track of late years, have, indeed, been sufficient to

induce evervone concerned to desire a chanufe of some

description, and almost to create a panic as to the (effect

of the climate.

But I have, after careful inspection and inquiry,

become convinced that iron rails of appropriate form,

of suitable and reasonably good quality, and of suffi-

cient hardness in the heads, mav be made to last on

most i)arts of the main line for 15 years, and on tln^

average of the Grand Trunk Raihvay for very much more.

There are, in fact, rails now in the tra(;k which have

carried a heavy traffic for periods varying from 10 up to

even 20 years, in spite of every disadvantage. ^Vs I have

already stated, their section was weak, their quality too

often inferior, their joint-fastenings bad, the sleepers often
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further apart than at j)resent, and the ballasting defec-

tive. Tlicir durability has, under these adverse circum-

stances, been in some cases extraordinary. Good iron

rails, of stronii:er form, on sleej>r>rs 2-ft. to 2-ft. 6-in.

apart, in jjjood ballast, with well iisiicd joints, and well

maintained, must give a still better result. The real

question to bo solved, as far as new rails are con-

cerned, is liow to obtain suitable material from the

manufacturers. In the case of re-rolled rails it is

necessary to provide for the lieads an iron which shall

be sufficiently hard, and shall unite with that quality,

good welding to the remainder of the pile. T do not

anticipate any difficulty in the lattei* eas(^ when once

the precise requirement is well understood. The best

chance of procuring new rails of superior quality lies

probably in insisting on a longer term ofguarantee for the

rails supplied, in employing the most ndiable manufac-

turers, and in paying a price commensurate with'^the value

of the article. Xo manufacturer need hav(i any fear of

prolonging the guarantee to 7 or even 10 years if he only

furnish a suitfible rail ; and in order that there may be

no doubt as to what is required, 1 have caused a number

of samples to be taken from various parts of the track

and forwarded to England, showing in sections of frac-

ture those qualities which have failed most completely,

and those which have best withstood the climate and

the t.'affic. They comprise sjiecimens of /\ rail and

? rail, which have been in use for 20 years. Some of

the Coalbrookdale iron between Montreal and Lachine,

which has been in the track for that period, will probably

last five years longer.
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Bridges and Fencing.

The oondition of the Erid'jfcs does not call for aav

special remark. The magnificent Bi'idj^e over the St.

Lawrence, at ^Eoutreul, is. iji good ordoi*. The greater

number of the otlior bridu'cs are of iron and masonry,

«r brickwork. Some of tlu; timber bridges aro ])eing

strengthened or renewed, espei^ially a large on(^ near Paris.

The system known as the Ilowe Truss, is that which has

deservedly met with the greatest approval for wooden

bridges. It is I'ai' superior to the McCalkmi Truss, which

has also been largely (unployed on the Grand Trimk

lltiilway, and elsewhere, lint it would bo a great im-

provement if, in all future renewals of these bridges, tJie

l)ottom chords or booms of the girders were formed of

vivetted plate Iron. The lower (diord is, in tlici ease of

the Howe Truss, the only portion of timber wliieh is in

tension, or whieh is a source of risk. It might be

replaced by iron at a small additional per eentage of

cost. The wooden girders being twice as d(^cp as tlie

iron ones, only half as inueh iron v.oiild be required in

the ))ottom booms of the former as in thos(> oi tJie latter.

The remaining wooden portions of the trusses could, if the

hottoms Avere of iron, be repaired, by the insertion of

Jiew parts as they were required. Such a Ijridge Avould,

in fact, combiiui facility of repair with nearly the cheap-

ness of wood, and all the safety of iron.

The Eencing is on many parts of the line in good order.

In other parts, and especially on the Portland section,

it requires renewal. It is too much subject to destruc-
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tion by lire during' the dry season. Eut it is not, com.

pavatively, a heavy item.

Cost of Future Maintenance.

Lookini;', I'lcii, a( the syslfeni as a wholi', it is im-

possible to couit'iiiplatc any al)atcmont in the estimat'^s

Avhich have hcvn furnislicid Ibi* Maintenance and llcnowalv

of Pernianoiu AVay and Works for the next two years. \ ;

will re(iuireonthcaven.ge, £120,001) to £130,000 a ye;-

for '• maintenance," jCI'50,000 for " rjni.'wals," anc'

C20,000 for " improvements," makini;- a total b;itweeii

llevcnuc and Capital of, say, €275,0!)i) for the prosen:

and two followin;^ years. And to this must at one-

be added £60,000, as explaiued above, for Ballasting,

and £10,000 for the i'uprovement of tiie Cuttings,

both to be ehargod to capital. The above amount of

£375,000, is, after all, le-;.> than the avora^ "amount

which has Ijccjii cuurgcd on this account in the years

1801, ISC)"), and ]8()o. ^^lie total charge for maintenance

^

renewals, and improvements in 1801, was c£*2G3,dl)7

—

iti

1805, (including what Avas brought forward from suspense

account) .£308, 127—in 186G, £263,082. But tUe main-

tenance of thePermanont Wavand Works ou^'ht notonth

other hand, to demand, in future years, a constant charg >

so great as has been antieipat(Hi. W hen once the track has

been got into good order, with >)ctt;jr raJs, cedar slecpGrs,

good fished- joints, suiTicient ballast, and the other im-

provements whitdi I have suggested, the annual cost for

maintenance will, under good management, fall withio

reasonable proportions.
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A sum of £1 1-0,000 a-yoar w ill then !)e siinicieut,

as for (he exislhu/ trnffia ; l)eing ahoiit 1.0 inst(»ad oi'

liS per cent, on the gross receipt?^: and OJd. instead

oT ll?,d. per train mile; and reqnirinu' about t'lOO

instead ol* C180 per mile per annum of sinu:le line

:a kee.]) the way and works in proper order. The

(iesecnt from the greater to the smaller sum must,

of course, he i»'ra(lnal ; hut, as the line approaches to a

more perfect condition the henetit will he jjradunlly

felt, in feAver mishaps, in reduced compensation charcje^,

and in reduced charges for maintenanc(»—the actual

charijcs iucreasinij:, of course, with the increase of the

traffic.

This sum mav seem, to those who are accustomed to

consider the amounts per mile per annum recpiired for

3Iaintenanco and llencwals of A^'ay and Works on the

principal lines in this country, to he insufficient; hut

rliere is no i»'reater fallacy than that of instituting; exact

comparisons hetw(MMi railways i)laced in dissimilar

circumstances. The stations and works on the Girand

'friink Railway an* less numerous, and the receipts un-

fortunately much lighter, than in the United Kingdom.

The ({rand Trunk receipts were only. aft(n* deducting

discount on American currency, 4^17. 7s. per mile per

week for 186(>. IMic cost of maintenance and renewals

in the year 1805 was, on the Ijondon and North Western

flailway, £102 per single mile per annum, but for a

traffic of £52. ^s. per single mile per week, nearly three

times in money value that of the Grand Trunk. The

cost on the Lancashire and Yorkshire was similarly
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£198, for receipts of £50. 5s. ; and the cost on the Norili

Eastorn £148 for receipts of £35 ; while the cost for

way and works on the railways of the United Kini^doui

was, in the same year, £151 per sin«T^le mile per annum,

on receipts of £33. 4s. per single mile per week, or

nearly twice those of the Grand Trunk Railway.

Under these circumstances it is not taking a tix^

sanguine view of the future to state that a proportionalc

saving ought to b(? thus effected hefore many years have

passed, of £115,000 a-ycar upon the expenditure out of

revenvr for way and works for the last tlirec years ; and

this is one hoj)eful f(Mture of <he undertaking.

It seems to be very desirable, in the meantime, that

i\\Q two items of Renewals and Maintenance should in

future be included under one lieading. The renewals

tiannot be ctmduc^ted regularly and continnoiisly as is

more or less done in this country, and cannot, thererorc

so properly be kept separate. The difficulty is uni\(Vi'-

sal. from the lowest servant to the higliest officer oi

the Company, and constant from the beginning to lh<>

end of each half-year, to determine whi.t portion of the

work which is done in the course of maiutenatiec i 'lould

be charged as "renewals,'' and what portion of Wv
renewals should be charged as ordinary maintenaTiec

No precise rule can be laid down in this particular

case to determine wljnt portion of these maiiitenaiKN^

renewals is comprised within iha term ordinary,

and how muc^h is extraordinary. The only distinction

that can usefully be made is between Capital and

Revenue, and this should, I submit, be strictly adhered
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to as directed by the Arrangements Act of 1862 ;—
all new work and improvement, in extra stations or

warehouse accommodations, in sidings, in extra weight

of rails, &c., &c., being charged against Capital, and all

renewals of existing work, even tliougli of higher price

and better quality, against revenue. Ii is, under ordi-

nary circumstances, just as unfair on tlio one hand to

those who are (mtitled to present dividends to charge to

revenue what ought to go to capital, as it is prejudicial,

on the other Jiand, to the future prosperity of a Com-

pany to adopt the system of continually increasing its

capital for the purj)os<; of avoiding payments wjiicli ouglit

to be made out of revenue.

The season for work being short in (Janada, it is

desirable that the various materials required for main-

t^enance and renewals should be provided in future at an

earlier period of the year. The only diiliculty in this

respect is, that the heavier charges would, in that case,

bo incurred in the half-year, which, liaving the lighter

traffic, is less able to sustain them, l^ut if the prin-

ciple be admitted, that the greater proportion of the

materials required for the whole year ought to be

supplied during the first half of it, it will only be neces-

sary to charge to the accounts of each half-

year a fair proportion of the cost of maintenance

for the whole year. If this principle l)e not admitted,

the officers of the Company will be liable to be put to

inconvenience or diificulty—as has actually occurred this

year—in consequence? of the failure of contractors to

supply sleepers, or of ships being detained at sea with
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rails. And extra expense may ultimately be iDCurred

from their aot beiug able to carry out the work of

vencvvals during the proper season for it., or from its being

:ieeessarily postponed altogetlicr.

The Stations only that are on evirvcd portions of the

Line have, as yet, been generally supplied Avith Signals,

and a reasonable request has been made that the system

of signalUn'j; should bo eomplcted with a view, not only

to prevent accidents by collision, but also to save the

expense of employing men to protect the trains. To do

this efficiently would require an expenditvu'e of £6,000.

Great Western Agreement.

I have already referred, slightly, to the subject which

liav^ been anxiously discussed for so many years, of

arrangemcnlg witli the (Jreat \Y(»stern Company. In

1862 an arrangement was nearly cfl'ected for a complete

fusion of interests between the Grand Trunk, the Great

AVestern, and the Buffalo ami Lake Huron Companies ;

but the Great "Western Company tlien considered it more

for their inten^st to remain independent, while the other

two Companies became practically united into one un-

dertaking. Th(» Grand Ti'unk and Great Western

Companies have since been in competition with one

another : and this competition has naturally resulted in

reduction of rates, increase of expenditure, and con-

sequently serious loss, probably of £40,000 or £50,000

a year, to both companies. The rcsidt of later negotia-

tions has been that the Great Western Company, while
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anxious to benefit by an agreement for equal fares, rates,

and charges on local traffic, such as now awaits the ap-

proval of the Grand Trunk shareholders, have persistently

refused to enter into a more intimate alliance with the

other tw^o Companies. This agreement will undoubtedly

be very beneiicial to the Great Western Company, and

would, if it were carried out in a proper spirit, bo of

advantage to the Grand Trunk Company. It was hoped

that the loaded cars of the (ircat Western Company

would, as contemplated in clauses 15 and I of the agree-

ment, be allowed to run througb without the delay and

expense of transhipment from certain points of the one

to certain points of the other system ; and that the two

Companies might have been induced to work amicably

together in all respects. But the [)i*actical result was, even

while I was in Canadii, unfortunate. The Great Western

cars continued, in spite of renionstran(;es, to be unloaded

at Paris, to the detriment of the Grand Trunk Company ;

and arrangemcjits were not made, as was requested, for so

loading these cars as to admit ol' their running forward

(m tlie GrauujTrunk system. A stock agent at Bufifalo

had been induced, by the temptation of a higher salary,

to leave the service of the Grand Trunk for that of the

Great Western Company. The prospects, therefore, of

the two Companies working harmoniously together under

this agreement are not so good as they might be ; and,

indeed, the present is not a time when the Grand Trunk

Company can expect to make termsjcommensurate with

its intrinsic value and future prospects. The Grand

Trunk Company is now in its worst, the Great Western

5
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Oompany in its best position . Their relative conditions and

circumstances will be completely altered when the b? idjijo

over the Niagara river at Buffalo, and the connections

contemplated with the Erie liailway, as well as with the

New York Central Railway, have been formed ; when

additional rollina; stock has been provided; and when

all the various improvements recommended in this report

have been carried out. I'he Grand I'runk and Buffalo

and Lake Huron joint line Avill then be in a position to

benefit by a large proportion of the increasing traffic

whicli now flows over tlie Great Western svstem by wav

of the Niagara Suspension Bridge, between the Western

and the Eastern States. The risini]: fortunes of the one

and the falling fortunes of the other will tlicn facilitate

the adoption of terms advantageous to both parties ; and

in fact the completion of the above works will inevitably

lead, sooner or later, to an entire fusion of interests.

Such a fusion would save commissions to hundreds ol'

rival agents for the sale of through passenger tickets,

—

would cause the agencies for the solicitation of freight

in different parts of the United States to be united,

—

wot: Id enable the two Companies 1o compote jointly on

more favourable terms witli the American routes,

—

would lead to a reduction in the double service of

competing trains through Upper Canada, and of the

duplicate staff which is now kept up at the various

stations within sight of one another,—would add to the

convenience of the public by the formation of joint sta-

tions,—would lead generally to more remimerative rates.

—would be the means of diverting the heavy traffic
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which now passes directly from the (Jreat Western to

tlie American lines, for Boston and the New England

States, from those lines, and of forwarding it over a

longer mileage of the joint Canadian systems to their

mutual advantage,—would economise the use of their

joint rolling stock, l)y saving transhipment between

oars on the same gauge,—would lead by joint manage-

ment to a reduction of general charges,—and would

cause ,1 cessation of the labour and '^ypense which must

otherwise, it is to be feared, continually b(3 devoted to the

object of enabling the one or the otht^v Company to

obtain further relative advantages.

It would appear, therefore, that while an unreserved

fusion of interests would be of enormous advantage to

both systems, the Grand Trunk Company arc not yet in

a position to seek, nor the Great AYestern Company in

a mood to accede to such an arrangement. Combina-

tion will, ultimately, become far more necessary of th(?

two to the Great Western Company, because almost all

its traffic and its whole system will be subj(;ct to compe-

tition by the Grand Trunk Company, whereas one-fiftli

only of the Grand Trunk system would be involved in

the sacrifice which such competition would temporarily

demand. The present agreement falls very far short of

what is required for the avoidance—which would be

most desirable—of such competition. It does not deal

with the question of "foreign " traffic, wbich will come

more prominently forward after the completion of

the Buffalo bridge, and which is for tlie time the
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principal source of prosperity to the Great Western

Company; and its advantage to the Grand Trunk

Company will depend upon the spirit in which it

is carried out hy the Great Western Company. That

Company would suffer materially from bad luirvests or

a financial crisis in ^thc States, and may suffer from a

combination of the New York Central and Lake Shore

lines, which I have already referred to as being probable.

The proceedings in Canada to which I have re fenced, and

the action which was lately taken at a Grand Trunk

meeting by the Deputy-Chairman of the Great Westevn

Company, have rendered it the more; necessary that thc^

Grand Trunk Company should be cautious in committiui;

themselves for so lonjj;' a period as seven years, (-iausc

10 of the agreement provides, indeed, for its termination

on a three months' notice, but subiect to certain

differences between the manaijers in Canada unci the

Boards in England, the existence of whicli might be dis-

puted, and which have reference only to "such matters"

as "the rates and fares to be charged in respect of through

" traffic from one system to the other." It might ^hus hv.

found difficult to determine the agreement, if it were

expedient to do so, for any other than those pa 'ticular

reasons. And it would therefore, I submit, be anwisc

in the Grand Trunk Shareholders to confirm it without

the addition of a clause enabling cither party to deter-

mine it absolutely, on a six months' notic(», if the

necessity for doing so should unhappily arise.
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American Currency.

The depreciation of the paper currency of the United

States has been frequently referred to as the most serious

cause of the difficulties of the Company. The total loss

on conversion of that currency, from which no adequate

reduction can be made, on account of rise in fares and

rates, has been, as stated in the last report ofthe Directors,

.£311,938 from 1862 up to the 30th June of the present

year, or on the average,—say, <£G0,000 a year. The

actual receipts in that currency with tlie total amounts

paid out in the same currency, the balance, and the loss

on conversion arc j^iven, as well as the balance of the

receipts in Canadian currency in the following table.

1

Canadian Cuircncy.



74 CAPTAIN TYLER—REPORT on

It will be observed from the above table that except in

18C2, the receipts in greenbacks have formed the greater

proportion of the total receipts of the Company ; and that

the amounts paid out have borne a varying proportion

of rather less than two-thirds on the average, to tlie

receipts. Gold was quoted in New York yesterday, tlu^

10th inst., at 135f, though it has been lower since

the war, and it was at one time as high as 260.

This varying value of the currency in which more than

half the receipts, and so much of the costs of workinj?

are paid, c^.uses confusion in all the accounts. The
" gross receipts '' of each half-year, as stated in sterling,

are very considerably inflated, as well as the expenses.

These receipts are made up partly of American, partly

of Canadian currency, and being converted into English

moneyattherateof Canadiancurrency, theyrej)reseutmore

than their true value by the difference on upwards of halt

of them between greenbacks and gold. The expenses are

paid partly in American and partly in Canadian currency;

and they also represent more than their true value by

the difference, though on a less proportion of them, be-

tween greenbacks and gold. The addition to or deduc-

tion from the one or the other of the loss by currency does

not lead to an accurate result, because no account is thus

taken in either case of the sums paid away in American

currency. It is impossible, therefore, ever to arrive

at an accurate conclusion as to the actual per centage

of working exj)enses to receipts, though the nearest ap-

proximation to it is obtained by comparing the former

plus loss on currency with the latter, or the latter minufi
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loss on ciuTcncy with tlio fornKn*. Tho Company has

thus been receiviug' and p.iying since 18(53 less than has

been reproscntotUn the uccoiints, and, ruithcr, the com-

parisons which liave been instituted betA\ een correspond-

ing halt-years have been always inaccurate. In such,

comparisons no account has been taken, either of the

varying' price of gold, or of the varying pro])ortious of

American to Canadian currency, received or paid away,

all of which are important elements in the calculation.

It may even happen in a future half-year that receipts

nominally less will have a greater sterling value thnn

thos(^ of a preceding half-year. And as the recei})ts have

appeared to be greater than they were in reality ever

since gold has been at a premium, so th(\v will be in

sterling value comparatively greater as that premium

gradually disappears The only remedy for this state of

things is to calculate the receipts and the expenses on a

gold basis. This would, no doubt, be a source of consider-

able trouble in keeping the accounts, and it is a question

for vour consideration, whether the resultini:' accuracv

would compensate for the labour Avhich it would entail

for the remaining period over which the existence of

greenbacks is likely to be prolonged.

The more important question that arises in regard to

this matter is whether the loss by currency which has

now extended over so many yc^ars caimot be obviated by

a corresponding rise in rates and ftires. Unfortunately,

the through or foreign rates and fares on the Grand

Trunk Railway arc governed, as I have already explained,

by those of numerous competing systems. The rates for
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IVeiglit have been raised on theAmerican railroads to some

extent—on an averasje, as it would appear, by about 14

per cent. But this increase is very small in proportion

to the present depreciation of the currency, and it was

inappreciable when gold was at a premium of IGO per cent.

The foreign passenger fares have not been much increased

sin(!e the American war. They have been kept down on

the competing lines by the obligation which I have already

referred to as having been imposed some years ago on

the New York Central Railway, to carry passengers at

2 cents a mile. The obligation was ruled, in spite of

their protests, to hold good in any legal currency. And

that Company was compelled, when gold was at a very

high premium, to carry passengers between Albany and

Niagara Ealls, mi li to its detriment, at fares which,

calculated in gold, were ridiculously small. A similar

law of the State of Michigan, prevents the Grand

Trunk Company from charging more than four cents a

mile on the Detroit and Port Huron section. It is pro-

l)able that the through rates and fares w ill remain much
as they are as the price of gold falls, and that an im-

portant improvement will appear, from this source alone,

in the profits of the Grand Trunk Company. It would

be idle, in the present state of affairs in America, to

speculate as to the time when gold will be again at par.

There will, probably, be a rapid fall in its price when,

the periods of short indebtedness having expired, the

American Government commences to buy up the

$400,000,000 of paper now in circulation.
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Prices.

The rise which has occurred in ihf pvi('(N of labour

and materials luis heretot'oro been lijenorallv ('oiisidcred as

n.ixcd up with, and cvm vcsultini^* from, the above ques-

tion of greenback currency ; -whereas it appears to me
to be entirely distinct from it. Tlie two have, indeed,

fallen simultaneously on tlic Company ; and the higher

prices have in the States been necessarily paid in paper.

But it seems ()])vious, on consider:ition, that such a rise

is a natural result of the Avar, and would have followed

on the scarcity of h»l)our which it occasioned, even if

greenback paper had never been brought into use.

There have in fact l)een two sources of increase—

a

nominal and varying rise to counteract the varying

depreciation of the currency, and an actual rise as a

result of tlie war. Be that as it mav, the result of the

war has been commercially very disastrous to the Com-

pany. Rails were re-rolled on the American portions of

the line before the war at $25 a ton in gold, and $47 a

ton has since been paid for them in currency. Labour

has increased 40 per cent, and certain materials as much
as 7i) per cent, in currency. Labour has naturally been

attracted from Canada by the rise of wages in the States,

and wages throughout the frontier of the dominion have

thus increased, to the extent, pcrha])s, of 10 per cent.,and

in some places at a higher rate. They cannot remain per-

manently in that inflated condition, and there is further

hope, as they fall, for improvement in the prospects of

the Company.
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A i.liii'd result ol' the war has becri Hk^ ir.ipositioii of

enormous duties on uU branches, and at all stai^es of

manufacture. And the loss to the Company iVoni i'losi

three causes has been probably upwards of C100,()0() per

annum.

Conclusion.

I have thus endeavoured to desei-lbe the system ol* the

Grand Trunk Eaiiway exactly as I find it ; to afford (1)

a just idea of its present condition and of all its difficul-

ties ; ['2) a cojuplete statement of tlu; various measures

neeessuiy for its improvement ; (»3) a reasonable view of

its future prospects.

The greater works on the line ar(? of a substantial

character, and one of them in particular is far too

majjfnifieent for its commercial resources ; but it has

suffered from defects of oriq-inal construction as re-

gards its permanent way and minor works. A con-

siderable j'i'oportion of its mileage is actually work<Ml at

a loss, and the receipts on the greater part of it arc

earned only by a constant struggle against numerous

competitors. After the various creditors and the l)on(l

and shareholders had submitted inevitably,. l)ut at so

much sacrifice, to the compromises of T8G2, it appeared

to be in a fair way towards yielding some return to tbem.

But the calculations which were then made have been up-

set, partly by the immediate effects and the after effects of

the American war, and l)y the supply of unsuitable iron

for the permanent way, but partly also by the abrogation

of the Reciprocity Treaty, by the occurrence of Fenian

1%

,
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iu obtaininp^ a settlement witli the Cunndian <^overnnie?it.

Tbo v.o'ii- of renewals has been a c»>nstant dniiii upon its

resources. J limh piices of labour and materials, to a loss

extent in Canada, to a greater extent uu the American

sections, and heavy duties in America, have combined

witii low rates and tar(\'^, received partly in an uncertain

and depreciated currency, to eat into the ])roiUs; and

it will be easily understood that a slight risi^ m rate s

acting simultaneously with a slight fall In jirices

would make a vast diilerence in those profits. The

Managing Director and Officers in Canada, while al)ly

and honestly doing their best fur the concern, liave l)een

much hampered in th(.'lr operations by tliese and other

adverse circumslauces. They have had the np-lull task

not only of maintaining, but of raising, as far as they

could, th(» rolling stock as well as the pcH'nianeut way,

from a condition of extreme depression. That has been

partially aecomj)lished, and 1 have indicated not only

the cost of. hrl :dso the necessity for, its completion. In

the exi' iuL, cu; ationof the property, twoconrsesprest^it

themsMr/^s fo) adoption. It must be allowed to go on

eit'i' i vvil hu'i or with a fresh (^xpiUidit(U'i> of capital.

If no furtncr capital be expended its improvement will,

to say the h^ast, be a gradual process ; :i large propor-

tion, if not the whole, of its revenue will, for a series of

years, be swallowed up in the cost of maintenance, the

payment of fixed charges, and the supply of necessary

means and appliances ; and the prospects of cash divi-

dends to the preference bond and stockholders will be

very remote. If capital can be raised, and if it be ex
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pended on the various objects which I have indicated in

detail, a more speedy return to the proprietors may, with

c?ood reason, bo anticipated. The latter policy is that

which it is obviously most desirable to pursue, but no

further expenditure should bo incurred, except such ais

will lead to commensurate economy in working and

maintenance, or which will be commercially profitable,

or which is necessary to safety.

Acting on this principle, I may sum up the amounts

which will require to be raised and expended on capital

account, as follows :

—

(1.) Bridge over Niagara lliver at Buffalo,

with connections on both sides of the

river,-—to be commenced as soon as pos-

sible £250,000

(2.) Expense consequent on, and incurred in,

widening gauge on Detroit and Port Huron

Eailway,—to be carried out at once,

—

broad gauge engines being supplied from

other parts of the system ... 20,000

(3.) Additional steam ferry boat at 8arnia,

with wharfage,—berths, &c.,—to be ready

on completion of the Buffalo Bridge ... 25,000

(4.) 30 engines (including 25 now under

construction), 10 passenger cars, 300

freight ears,—required in the course of

next year 125,000

(5.) Buildings for engines,—much required 15,000

(6.) Completion of ballasting,—say in 2

years, if possible ...

Carried forward

60,000

£495,000
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Bi'ought forward £495,000

(7.) Trimming, draining, and turfing slopes

of cuttings

1^8.) Improvements for 3 years in stations,

sidings, extra weights of rails and fish-

plating

(9.) Completion of system of signals

(10.) Arrangements for changing trucks of

cars at Uulfalo and Detroit, to obviate in-

convenience of break of gauge, and an ex-

penditure of £175,000 for third rail

between Sarnia and 1^'ort Erie,—say ... 5,000

10,000

60,000

6,000

£576,000

Of this amount, about £230,000 for rolling stock, for

widening the gauge of the Detroit and Port Hui'on

Railway, for " improvements " in Avay and works, for th«;

cuttings, for ballasting and signals, for engine buildings,

for arrangements for changing trucks of cars at Detroit,

lor purchasing land on l)oth sides of the Niagara E-iver,

and for the commencement of the Buffalo Bridge, will

hi) required as soon as it can be provided.

In addition to the above £576,000, a further expendi-

ture must be contemplated of:

—

' 30 engines, 10 passengers' cars, 300 freight

ears, perhaps for 1868-9, but at all

events to be ready before the Buffalo

bridge is completed ... ... ... £125,000

Buildings for engines, by the same time ... 15,000

further " Improvements " in way & works 30,000

Carried forward ... £170,000
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Uroiig'lit forward

Fiirtlicr lor cuttinsrs...

Perinancni passeng-ers' station, and extra

froii?lit accommodation at Toronto

General officns, freiglit wavelioiise, and pas-

seni'er station at ijonaventure Street,

Montreal

Altou^ctlier

... £170,000

10,000

5,000

25,000

£210,000

or these last-mentioiit'd works the frpighl accommo-

(kition for extra traffic at Montreal and Toronto are the

most pressing.

The above two amounts form a total of £786,000 ; and

it may he considered rongldy that £500,000 of tliis sum

wonld he spent for the Grand Trunk, and £2SG,000 for

the purposes of the Ihiffalo and Lak'^ Huron llailway.

r»ut inasmuch as "'reatlv inereasini? traffic, such as raav

he expected from the aho-'-c developments, always re-

(juircs increasing expenditure, and as the Intercolonial

[(ailway may now he expected to be rapidly proceeded

with; a further sum of .£11 1,000 would be a moderate

amount to he added for continsjencies extendini? over the

next six or eight years. And a total expenditure of

£900,000 should therefore be anticipated, to do justic<'

to the property, and to C:»nada.

The (piestion then arises, how is this money to be

raised r The credit of the company is at the lowest ebb.

It has not yet bsei. found practicable to place the re-

maining £40,000 of llie existing 6 per cent, equipment

mortgage. That security is now nominally quoted at 80

per cent, in the market. The interest upon it was only
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paid by carrying over a deficit from the past to the

<;urrent half-year. Any further mortgage must follow

it in the order of precedence. A second equipment

mortgage could only be issued on ruinous terms. The

proprietors have expended vast sums of money, more

freely than wisely, on a great highway, from whicli

(Canada has derived and is deriviniv infinite advantaGje.

Tlie city of Montreal has grown, and is growing rapidly,

as an emporium for western commerce, undoi* its

auspices. The price of land and property of every kind

throughout the country has largely increased in value.

Manufactures are springing up. The land is becoming

settled, population is growing, and facility of interc.'oursc

has been provided over ^he Avbole length of the

Dominion. The proprietors have hitherto received

little but hard words for themselves. They nre ready

and anxious to proceed yet further, in tlu* hope of

working out the undertaking to a successful iss^ue.

They are even now promoting a Bill in the Canadian

l^arliament for power to raise an additional £500,000.

That sum would be insufficient, even if it eouhl

be issued at par, for the requirements herein enu-

merated. The country and the company would alike

])e benefited if £900,000 were expended, principally in

Canada, during tlie next six years. It Avould be more

profitable, at; well as more satisfactory to both, if this

railway, which will ultimately carry traffic on an un-

broken gauge from Ilalifax to Chicago, wore placed in a

perfect condition, and were to become, as would tlicn be

thecase, a favourite route forAmerican as well as Canadian
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passeng-ers and produce, between the East and the West.

Having regard to all these circumstances, the Govern-

ment and people of Canada may now fairly be asked for

suuli reasonable assistance as will suffice to improve the

credit of the Company, and to enable them to raise funds

for the purposes above enumerated. There arc various

ways in which assistance might be rendered with mutual

advantage. But it would be premature to discuss them

here in detail. It is sufficient, for the present, to have

demonstrated the reasonable nature, as well as the

desirability of the proposal.

I have the honour to be,

Gentlemen,

Your most obedient servant,

' H. W. TYLER.

•.t::-.i;;;;-. last:;

i-

Having accompanied Captain Tyier in his inspection

and inquiry, having been in constant consultation with

iiim on all subjects which required attention, and having

satisfied myself on the different points in question, J

entirely concur in the above report.

C. W. EBORALL.

!
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