160 THE CANADIAN ENGINEER

outskirts of the city at that time. The main line did not
touch Montreal as it then existed. _

Thirty years later, the Northern Colonization Ry. was
built from Ottawa, and it climbed over the northern toe of
the mountain and entered the extreme northern end of the
city, and, after absorptipn by the C.P.R., the Place Viger
station.

Ten years later still came the Ontario & Quebec Ry.,
which paralleled the Grand Trunk from Vaudreuil to Dorval,
and then rose over the terrace and followed along its edge
to the present Windsor St. station. What the governing
ideas were in selecting this location I can only guess, having
never met the designer, but a desire to eliminate property
damages and grade crossings as far as possible is evident,
and the solution has been accomplished in a very clever way.

It is on the whole a very satisfactory entry, but the
C.P.R. is under the disadvantage, with the double approach,
of having to keep up two separate terminals and a great
number of passengers have to travel across town from one to
the other, in coming, for example, from Quebec to Toronto.
It may almost be said that there are three terminals, for
the Mile End station is getting to be very popular with short
distance passengers to and from the north and west.

The Windsor St. approach is very interesting, not only
as a very good piece of work, but as showing the develop-
ment of railway ideals, and the demands of the public in
respect of abolition of crossings and concealment and sup-
pression of smoke and noise.

- Advent of the C.N.R.

; Nearly thirty years after the C.P.R. comes the Cana-
dian Northern. Thirty years makes a great difference in a
problem of this kind. Land values have grown prodigiously

in the meantime, due to the ever-increasing congestion. And .

the education of the public, assisted by a railway commission
anxious to please it, has gone on apace. Grade separation
has become absolutely essential, and the absolute abolition
of smoke and noise almost so. At the same time, and from
the railway point of view, passenger trains have become
longer and heavier, and harder to haul, so that grades must
be flattened to the utmost, especially in regard to starting
and stopping. Maintenance-of-way and operating expenses
have been increasing in a much faster ratio than the cor-
?esponding bassenger rates and receipts. Only the increas-
ing volume of traffic offset the growing discrepancy and
served to stave off the bankruptey of the railways.

The passenger business alone was not the only thing to
be considered. The Grand Trunk, during its sixty years of
occupancy, and the C.P.R. during its shorter term of exist-
ence, had surrounded and honeycombed Montreal with a net-
v;rork of industrial spurs, sidings and yards, in every direc-
tion. The Canadian Northern had only one small yard in
the extreme north end, and its connection on the same terms
as the other lines with the Harbor Commissioners’ tracks for
overseas business. But business to and from the local in-
dustries, the wholesale houses, cold storage plants, ete.,
has to be hauled from three to five miles by motor trucks
to Moreau St. The handicap is altogether too great. In
the district bounded by McGill St., the Lachine Canal, Wind-
sor St. produced, and Lagauchetiere St. alone, there are
something like 150 of these smaller industries and plants,
and a great many more within a mile radius of the '‘Hay-
ma?ket square. Passenger business may perhaps be de-
scribed as the spiritual and intellectual function of the rail-
way body corporate, but freight is the wholesome and nour-
1shmg food which enables it to do its work and carry on its
functions. The passenger service is the side which appeals
to th.e ordinary layman passenger, just as a man’s face and
bearing does to a new acquaintance, but he cannot keep up
the prepossessing appearance unless he has his stomach full,
and some little money in his pocket.

We have here a number of essentials to be provided for
and a still greater number of desiderata, also many things
to avoid. The most important necessity of all at the mo-
ment perhaps was the finding of the necessary capital.
Railway terminals are expensive things at the best, and this
was an era of extravagance in this respect. The Pennsyl-
vania had spent many millions on its New York entry. The
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New York Central was following suit with a magnificent
scheme, better balanced financially, but still enormously ex-
pensive. 'Kansas City was building a joint $45,000,000 ter-
minal, and St. Paul was considering a scheme which involved
encroachment on the rights of its very respectable and oldest
citizen, the Mississippi River—almost as old and respectable
as the Montreal mountain itself, although somewhat dirtier.

But these were all in connection with roads of long
standing and financial strength. They were improvements
and consolidations rather than new schemes. The Canadian
Northern, while it had been earning at a great rate, was
also extending and building equally fast, and had largely dis-

- counted its future in its borrowings. Even in a growing

northwest, it takes some months before a new piece of road
can earn its own living, and some of the C.N.R. construction
was of a nature and through such country as could not be
expected to yield any adequate income except as part of the
completed system.

Selection of Route

The most obvious route was to parallel the two older
roads and it was very seriously proposed, but the writer for
one never took to the proposition. It was neither the inex-
pensive route of the older Grand Trunk, nor could the very

‘neat grade separations which the C.P.R effected thirty years

ago be repeated and duplicated. The C.P.R. line had been
badly bent in order to effect its entry. Everything pointed
to the north, instead of the south shore of the Ottawa, as
being the Canadian Northern’s proper route, and in this case
the bend would become a right angle elbow. The right of
way would be absolute destruction for two miles or more,
and grade separation could be effected only by a continuous
track elevation for the same distance. It would have been
plagiarism of the worst and most expensive type. It was
proposed to join with the Grand Trunk, but this would mere-
ly have mitigated some of the evils of parallelism, not re-
moved them, and the Canadian Northern would have lost its
identity and its independence at a most important point, and
neither of these propositions would have been any solution
of the freight problem. 4

The tunnel was the obvious solution of the whole ques-
tion, and it was adopted by the writer at a very early stage, .
but how was the money to be found? Here came in the ques-
tion of expansion, of a greater Montreal. The piercing of the
mountain, the inauguration of a fast and frequent electric
service through it, would vastly enhance the value of the in-
accessible lands beyond. Thousands of acres, sloping gently
towards the Back River, were available, if they were once
brought within easy reach of the business and shopping dis-
trict. As soon as the program was announced, real estate
men would quickly absorb all the available land, subdivide it
and sell at enormous profit. Why should not a.syndicate be -
formed which would take this part of the business out of
the hands of the real estate men, buy up the land and out of
the prospective profits finance the construction of the tun-
nel? The idea once suggested took root, and some of the
great financiers of the world became directly interested in
it, and the idea of the tunnel entrance became an established
one.

Construction Considerations -

But this merely fixed the principle of the tunmnel, not
the line of it, and there were several lines suggested other -
than that adopted. A line just south of Park Ave. was
strongly advocated, the reason given being that it would be
closer to the surface and much of it could be built by the
cut-and-cover method. It was pointed out in rebuttal that
this would disorganize all the underground economy of the
district, sewers, water pipes and gas, and that the streets
would be impassable and the abutting property uninhabit-
able during the whole time of construction, unless the enor-
mously costly methods of the New York subways were adopt-
ed. So far from being an extravagance, the bold line under
the highest part of the mountain was the cheapest, in that
it avoided all property damage, except for about 2,000 ft. on
the city end.

This argument prevailed finally and the bolder line was
adopted, but there was still a good deal of latitude in the




