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ARRANGED NUMERICALLY AND 1IN VOLUMES.

No. 1.

CONTENTS OF VOLUME No. 1.

MaRiNg axp Fisusrizs :—Tenth Annual Report of the Department of, for the fiscal year ended
30th June, 1877. )
-SoppLEMENT No. 1 :—List of Lights on the Coasts, Rivers and Lakes,

of the Pominion of Canada, on the 31st December, 1877.

CONTENTS OF VOLUME No. 2.

Marins aNp FisHmRiBs—SUPPLEMENT No. 2 :—Repart of the Chairman of the Boards of Steam-
boat Inspection, Examiners of Masters and Mates, Harbour Commissioners, Pilotage

Authorities, &c., for the fiscal year ended 31st December, 1877.
agnetic and

|

ScprLEMENT No. 3 :—Reports of the Meteorologioa‘l{

M
oth;r Observatories of the Dominion of Canada, for the calerdar year ended 318t December,
1877,

CONTENTS OF VOLUME No. 3.

Mariye axp FisHERIZA—SUPPLEMENT No. 4:—List of Vessels on the Registry Books of the

Dominion of Canads, on the 31st day of December, 1877.
SvprLEMENT No. 5 .—Report of the Commissioner of Fisheries, for the

No. 3...

year ending 31st December, 1877.

CONTENTS OF VOLUME No. 4.

.|TRADE AND NavieaTioN :—Tables of the Trade and Navigation of the Dominion of Canada, for

the year ending 30th June, 1877.

CONTENTS OF VOLUME No. 5.

InLoND RevENUE :—Report, Returns and Statistics of the Inland Revenues of the Dominjon of

Canada, for the fiscal year ended 30th June, 1877.
] o SuppLzMaxNT No. 1 '—To the [nland Revenue Report, for the year ended 30th
une, .

2 :—Weights and Measures for 1877,
3 :—Adulteration of Food for 1877.

.. |SHCRETARY OF STATE For CaNADA : ~Report of, for the year ended 31st December, 1877.

No. 6...

CONTENTS OF VOLUME No. 6.

...|PUBLIC AocounTs or THE Dominion oF Caxapa :—For the fiscal gur ended 30th June, 1877.

728 :—KEstimates of the sums required for the service of the Dominion, for the year ended

30th June, 1879.
————-———ényplomentsry Estimates of sums required for the service of the Dominion, for the
T thor Bupplomentary E £ red for th of the Domin

er Supplementary Estimates of sums required for the service of the Dominion,
for the year ending 30th June, 1878. el ’
Further Supplementary Estimates of sums required for the service of the
Dominion, for the year ending 30th June, 1879.

CONTENTS OF VOLUME No. 7.
PosriasTar Grumnal :—Report of, for the year ending 30th June, 1877.

No. 1.

Pusuic Wonks :—General Report of the Minister of, for the year ended 30th June, 1877.
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CONTENTS OF VOLUME No. 8.
No. 8...|Miizia :—Report on the State of the Militia of the Dominion of Canada, for the year 1877.

Ne. 9...|AemcuLrurs i—Report of the Minister of Agrieulture for the Deminion of Cuunada, fur the
calendar year 1877.

No. 10.../lxrerior :—Repert of the Department of the Interior, for the year ended 30th June, 1877.

CONTENTS OF VOLUME No. 9.
No. 11...]L1BRARY oF PARLIAMENT :—Report of the Librarian on the state of.

No. 1€...|PExrTENTIARIBE :—Report of the Minister of Justice on, for the six months ended 30th June,
1877,

No. 13.. |BapTisus, MARRIAGES AND BURiaLs :—General Statement of, for certain Districts in the Pro-
| vince of Quebec, for the year 1877. (Not printed.)

No. 14... Insvaance :—Report of the Superinteadent of, for the year ending 21st December, 1876,
: Abstract of Btatements made by Cowmpanies licengsed to do business of Fire
| or Inland Marine Insurance in Canada, for the year 1877.
Names of the Foreign Mutual Life and Stock Companies that haye not complied
gith the Consolidated Insurance Act of last Session in respect of deposits for future
nsiness.

No. 18...}BaNks :—List of Shareholders of the several Banks of the Dominion of Canada.

CONTENTS OF VOLUME No. 10.

No. 16...|UnFormsEsN Expewags :—Statement of Payments charged to Unforeseon Expenses under Orders
in Council from the 1st of July, 1877, to date.

No. 17...|WABRANTS, SPECLiL:—Statement of-Special Warranta of His Excellency the Govermor
Geueral, issued in accordance with the Act 3! Vie., cap. 5, sec. 35, from the 1st of July,
18177, to the 9th of February, 1878, inclusive.

No. 18...]SvPErarnvaTION :—Statement df Allowances and Gratuities under the Act 33 Vic., cap. 4.
Return to Order, Statement of the reason in each case for the superannua-
tion of the persons in the Civil Service mentioned in the Return laid before this House on
the 18th February.

No. 19...'Srarvres :—Official Return of the distribution of the Statutes of the Dominion of Canada,
| being 40 Victoria, Fourth Session of the Third Parliament, 1877. (Not printed.)

No. Ra..|Paciric Rainway, Canapa :—Return to Order, Reports of Engineers and correspondence
baving reference to any actual surveys, or proposed survey, in connection with the
Ga‘uaddisn Pacific Railway from the Red River westward, south of Lake Manitoba. (Not:
printed.)

No. 20d.. Return to Order, Correspondence with the Minister of Publie
Works and the Engineer staff of the said bepa.nment in connection with the engagement.
of employees for the Pacific Railroad survey, and the routes (if sny) they were instructed
to take ; also correspondence in reference to the carrying of emigrants, &c., by the Sarnia
or Collingwood route since 1874. (Nof printed.)

No. 20e¢..! Return to Orcer, Statement of the number of miles surveyed,
i and the expenditure for such surveys, on the Pacific Railway, &c. (XNot printed.)
No. 204, - Return snd Supplementary Return to Address, Reports made
in 1877, by Admiral DeHorsey, respecting the Port or Ports most suitable tor s Terminus-
of the Ganadian Pacific Railvay in Britih Columbia. L
No. 20c.. Return to Order, Statement showing the amount of meneys

disbursed up to 1st January, 1878, upon Contracts Nos. 13, 14, 16, 23 and 25, of the Oa:

Pacific Railway. {(¥ot prn:ted)s, pon i L

No. 207, Return to Order, Copy of evary Report of the Chief Engineer,
or any other Engineer of the Canadian Pacific Railway, tmgogeaﬁng or recommending a

survey in 1876 and 1877, of the whole or part of the route between Burrard’s Inlet and

(Y:}low Ho}d Pass, with copy of any order or instructions sent respecting the said survey.

Not printed ) ;

No. 20g.. Return te Address, Progress estimates of work done under

Contract 15 of the Canada Pacific Railway, and information as to the mode of making

paymenta therdfor. (Not printed.),
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No. 204..

Return to Order, Statement showing the number of miles

No. 20s..1.

No. 205..

actually graded and ready for track-laying and ballasting, under Contracts Nos. 13, 14, 15
and 25, of the Canada Pacific Railway ; also number of miles of rails actually laid under

said Contracts up to 1st January, 1878.

Return to Order, Reports of Engineers, relating to the survey

and location of the line of the Pacific Railway between the Red River and Battleford, and
also all Reports relating to the proposed line of said railway between the same poins, but

south of Lake Manitoba.
Reports and Documents in reference to the location of the line

No. 20k.i

and the Western Terminal Harbour, of the Canadian Pacific Railway, by Sandford Fleming,

C.M.G., Engineer in Chief, 1878.
Return to Address, Copies of all Contracts on which tenders

I

No. 201..

were invited for the construction of houses for the Engineers on the branch of the Canada
Pacific Railway from Fort William to Selkirk—the cost of each house, the names of the
eontractors, the number of houses built, with the amount paid the contractor, and the
number of those houses destroyed by fire, if any.

— Return to Order, Report of Exploration made by Mr. Bell, C.E.,

No. 20m.
No. 21a..
No. 21%..

i
No. 2lc..

No.21d.

on the proposed route of the Canada Pacific Railway from Nipigon to the junction with
the Thunder Bay, or Kaministiguia Branch of the said railway.
Return to Address, Instructions to Mr. Fleming, Engineer-in.

Chief of the Pacific Railv;&y, on the subject of a series of questiuns, submitted through the
Colonial Office to naval officers and others, relating to certain harbours in British Colum-
hia, and a site for the terminns ef the line on the Pacific Coast. (Not prinied.)

INTEROOLONIAL RAILWAY :—Return to Order, Statement shewing the particulars of all amounts

in addition to salary paid to any General or Departmental officer of the I[ntercolonial
Railway, during the year 1876. (Not printed.)

- Return to Order, Statement showing the quantity of work dene in
enlarging the Railwav Water Works at Moncton, during the year 1876. (Not printed.

Return to Order, Statement shewing the sums of money paid C. J.
Brydges, for the year ending 30th June, 1876, showing salary whilst the Intercolomial
Railway was under construction ; and salary for management; also expenses of his office
at Montreal, Uttawa and Moncton ; and amount of his tmveliing expenses for the same
period. (A;ot printed.)
Return to Order, Correspondence betweem Mr. James Niven, of

No. 3le..

Newoastle, Miramichi, N. 8., and the Officers of the Intercolonial Railway and the Govern-
ment, in reference to the killing, by one of the trains ot said road, en the 23rd f February
last, of five head of cattle of the said James Niven. (Not printed.)

Return to Order, Statement showing for each month of the twe

Noe. 2V,

years ending 31st December, 1876, the following particulars in relation tv the working and
management of the Intercolonial Railway :—1st. The number of miles run by the engines
in each service; 2nd. The gross working expenses, without deductions, &c.; 3rd. The
gsx;neulm of all charges made for the use of engines and ears, as weil as for railway
eight, &e.; 4th. The average in detail before and after deductions have been made ; 5th.
A statement giving detailed information in relation to the special trains for the convey-
ance of passeugers or officers of the railway, which were run from the 1st July, 1875, to

the 318t December, 1876, (Not printed.)
Return to Order, Statement showing the eoriginsl size and cost,

\
No. 214

exclasive of heating appara‘us, of the brick buildinf at Moncton known as the general
ofhoes of the Intercolonjal Railway, &c. (Not printed.) ) ’

No. 21A.

No. 217..

- -~ - Return to Order, Statement showing the gnrticul&n in regard toa
main brick sewer constracted through the rtavion yard of the Intercolonial Railway at
Moncton during the past year, &c. fNoe printad.)

- Return to Order, Statement shewing the expenditure incarrpd
Aduring the 1ast two years ending January 31st, 1877, for carpets, furniture, &c., fittings
for the General Offices of the Intercolonial Railway at Moncton. (No¢ printed.)

- Return to Order, Statement of the number of miles of the Inter-
colonial operated on 1st July, 1873, and the cost ; also for 1st July, 1874, 1875, 1876, 1877,

No. 215

Ne. 21k

" Return to Address, All Orders in Council, &c., relative to the
fixing of the headquarters of the Intercolonial Railway at Moncton. (Not printed.)

Ne. 21l

- - Return to Order, Statement shewing the quantities, kinds and cost
of rails, fish-plates, bolts and nuts, spikes and sleepers on hand but not in use on 30th
June, 1875—received during the year ending 30th June, 1876—used and otherwise disposed

of ginrin)g the same period—the balance on hand but not in use at that date, &e. (Not

No. 21nm.

Return to Order, Statement shewing which of the Bridges and
Oulverts of the Intercoloninl Railway between Pictou amf Halifax received extensive
and alterations, or were renewed in part or in whole, during the seasons of 1875

repairs
and 1876, ke, (Not )
Return to Order, Of all expenditure for repairs aud additions

No. 2ls.

incurred by the Intercolonial Railway Department on the Tupper House, Hollis Street,
Halifax, \uzd as a Ticket Office for tha{ Department. (Not pfs’n%d.)
Return to Order, Statement shewing the names, &c., of all persons,

except ordinary mechanics and laborers, in the service of the Intercolonial Railway om
the 3lst March, 1876, and on the 31st December last.
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No. 21o0..
No. 21p..

No. 21q..

No. 21r..1

No. 2ls..

No. 21¢..

Return to Address, Correspondence between the Government and
T. M. Boggs in relation to his dismissal from the office of Train Despateher at Truro on
the Intercolonial Railway. (Not prented.)
Return to Address, Correspondence connected with the removal
from office or resignation of George Taylor from the office of Assistant Railway Superin—
tendent of the Intercolonial Railway. (Not printed.)
Return to Order, Correspondence between Mrs. Edward Murphy,
of Barnaby River, Miramichi, N.B., and the officers of the Intercolonial Railway, in relation
to the killing of & cow on said Railway. (Not pmmdg .
———Return to Ad«freas, Correspondence relating to shipment of grain
or other articles, by way of the Intercolonial Railway, at Halifax for Europe.

Return to Address, Statement shewing all contracts given sinece
1867, including those of the Intercolonial Railway, those awarded to the lowest tender,
and those given to others.

No. 21¢u..

No. 21v..

No. 22...

No. 23b..§

No. 24a.

No. 243..

No. 25...

No. 26...
No. 27...
No. 28...

No. 29...

No. 30...

Return to Address, Correspondence respecting a Railway Bridge
across the Falls at St. John, New Brunswick, to connect the Intercolonial Railway with
that of Western Extension at said Falls. (Not printed.)

~—Return to Order, Statement shewing the amounts paid annually
for carrying the Mail between Kamonraska and the Railway Station at St. Paschal since
the Express Train on the Intercolonial Railway began to deliver the Mail at that Station.
(Not printed.)

Retarn to Order, Shewing all fees paid by the Department of
Justice, in connection with the Intercolonial Railroad, to Counsel and Attorneys im
connection with any business before the Supreme Court. (Not printed.)

Orrawa River, Sixry Miux Leves :—Return to Order, Reports of Engineers respecting the

greuter rige in the waters of the sixty mile level of the River Ottawa, between Chaudiére

alle ;n)d the Long Sault Rapids, than the levels below and above those points. (Not
printed, ;

CONTENTS OF VOLUME No. 11.

...LacHINE CaNAL, ENLARGEMENT oF :—Return to Order, Correspondence, letters and telegrams

between the Government and the proprietors of the lands in the neighbourhood of the
roposed enlargement of the Lachine Canal, from the first of March, 1875, up to the 10th
arch, 1877, &c. (Aot printed for Sessional Papers—for distribution only.
————Return to Address, shewing the amouuts of the six lowest tenders for Sections
4, 5, 6, 7, 8, 9 and 11 of the Lachine Canal, with the names of tenderers, and of parties
to whom the contracts were awarded. :

VicTorla Bripga:—Return to Address requiring the Grand Trank Bsihnhy Company to fur-
nigh the information respecting the freight and passenger traffic over the Viotoria Bridge,
during the Jean 1875 and 1876, in tabular form ; also the cost of building the Victoria
Bridge, and the cost of maintenance for 1476, (jt&:a:lﬁ_rimd.)

Return to Address, respecting the tariff of chn.rﬁﬂfor the conveyance of
passengers and freight over the Grand Trunk and Intercolonial ways, &c.

MaTaxe aNp Fox River TanzeeapH:—Return to Address, Correspondence between the
Government and Sir Hugh Allan and the Montreal Telegraph Company, in relation to the
construction of & Telegraph Line between Matane and Fox River. (Not printed.)

Hareour Comuissiongrs, MosTREAL:—Return to Address, Correspondence between the Gov-
ernment and the Montreal Harbour Commissioners on the subject of the refusal of the
said Commissioners to allow cars anl locomotive engines for the Quebec, Montreal,
Ottawa and Occidental Railway to pass over the wharves in the Harbour of Montreal,
&c. (Not printed.)

Haesour Boarp, MonTamaL:—Return to Address, Correspondence relating to complaint: made

:Fn.lns: the administration of the Harbour Board of Montreal in connection with the town
of Sorel and the works for deepening l.ake St. Peter; also re ting the bad administra-
tion of the aforesaid works, the arbitriry dismissal of Pierrs Cdté and Pierre Charbon-
neau aad of auy other employé, &c. (Not prined)

Caxapa Cevrran Exravgioy:—Return to Lddress, Orders in Couxcil relating to the route of
the Canada Central Extension, and the contract for building that portion of railway.

Harvey, Jorx —Return to Order, Correspondence relating to the dismissal of Johu Harvey
from the position of Slidemaster, at the Village of Araprior. (Nef printed.)

Taviow, [. B, awp Moviaw, J. G.:—Retarn to Order, Accounts, Youchers and papers con-
nected with the payments for printing a3 eatered in the Public Account; fir 1873-4, a8

made out of the contingencies of the Department of Justice, to I. B. Taylor, The Citizen
Printing Company and J. G. Moylan. (Not printed.)
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‘No. 31...{MariTie Courr orF ONTARIO :—General Rules of, under the provisions of the Act 40 Vict.,

cap. 21, sec. 8 ;«also Tariff of suitors’ fees, fixed under the 14th Sec. of the said Act. (Not
printed.)

‘No. 32...JFort Fravcis Locks :—Return to Order, Report of the late Mr. Hazlewood, O.E., on the

approximate cost of the Fort Francis Locks.

No. 33...)Privcx Epwarp IsLaxD, PrINTING, &C.:—Return to Order, Shewing amounts %mid for printing

for all services done in Prince Edward Island, during the years 1874, 1875 and 1876, re-
spectively, the nature of the work done and the names of the persons who performed such
work. (Not printed.)

‘No. 34... Exeexees or CoumiTrses :—Return to Order, Object and Expense of each of the Special Com-

mittees appointed by the House, during the past four years, with the names of the persons
wht‘)1 received payment, whether as witnesses, or otherwise, and the amounts received by
each.

No. 35...Boxps AND SzourITIES :—Statement of all Bonds and Secarities registered in the Department

of the Secretary of State, dated the 22nd February, 1878. (Not printed.)

No. 36.../P=rs, BA1E St. PAvL, MALBAIE, &c. :—Return to Order, Shewing the cinnntity of timber su
ul,

plied by Mr. Adolphe Giagnon for each of the piers at Baie St. Paul, Malbaie and Eboule-

ments, in the County of Charlevoix. (Not printed.)

No. 37... Brimisn CoLummia :—Return to Order, Showing the respective sums of money paid to the

Government of British Columbia, and at what time paid, in accordance with sec. 2, cap.
17 of the Act 37 Vic. (Not printed.)

No. 38...|VeTERANS OF 1812-13 :—Return to Order, Names of the Militiamen of 1812 and 1813, who died

No. 39...

No. 40...

between the 18t March, 1876, and the 1st January, 1878. (No¢ printed.)

GovseNOR GuNERAL :—Return to Order, Expenses of the tri[;’of His Excellency the Governor
General to Manitoba, similar to that contained in the Public Accounts, with respect to
His Excellency's trip to British Columbia.

Anicar,—ManL IremcoLariTIES :(—Return to Address, Correspondence between the Post
Office Inspector for Nova Scotia and any other person or persoms, during the momths
of November, December and January last past, in relation to Mail irregularities
l();aéween thg Post Offices of Arichat, Hawkesbury and Antigonish, in the said Province.

ot printed.)

BreaxwaTms :—Return to Address, Surveys and Reports made by any

Government Engineer within the last six years, in relation to the breakwater at West

Arichat, in the Island of Cape Breton. (Not printed.)

Proraan Rures :—Return to Address, Oop{y of the Pilotage Rules and Regulations
made by the Commissioncrs of Pilots for the Port of Arichat, in the Island of Cape Breton.

(Not printed.)

No. 41...'RiMousr1, Gasrf Axp BoNavENTURE :—Return to Order, Shewing the rivers uader leage, in

the éonuties of Rimounski, (+aspé and Bonaventure, and also those on the north coast of
the St. Lawrence from the River Saguenay down to the Mingan Islands. (XNo¢

printed.)

No. 42...|Bririsn Corumsia, Pisamriss :—Return to Order, Report of the Tnapector of Fisheries for

Briﬁsl‘xl Columbis for 1877, with a statement of the expenditure connected therewith. (Nof
printed.)

No. 43...|Avsraarian Conoxms :—Return to Order, Shewing the natare and value of all manufactures,

&c., exchanged between Canada and the Australian Colonies, from the lst of July, 1876,
with copies of the Tariffy of these Colonies.

No. 44...[PusLic Worxs : —Return to Order, Showing the sums expeaded on Public Works chargeable

to Iacome! daring the fiseal years 1871-5, 1875-6, 1876-7, for which votes had been obtained
in the Estimates of 1873-4; and als. va Works chargeable to Capital.

No. 45...|NorTH-WesT TrariToRIss :—QOopy of Ordinances m 112 by His Honor the Lieutenant Governor

and Coancil of the Norih-West Territories, on the 22nd March, 1877.

No. 46...'Sr. Permw’s CawaL:—Return to Order, Correspondence in connection with the change of

contractors for the enlarging of the St. Peter's Canal; also what fands are still in th
hands.of the Government belonging to Mr. Tu the :‘:yiul contractor, and the tima
within which the Contract is to be finished. (Not printed.

)
Return to Address, Reports, &c., made within the last two years in
connection with the enlargement of St. Peter's Cansl, in the Island of Cape Breton. (Noé

printed.)
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No. 47...|Lage Erig Harpor :—Return to Order, All Reports, &¢., iu counection with the projected
Harbor on Lake Erie, near the Village of Morpeth, in the County of Kent, together with-
& statement of the expenditure, &c. (Not printed.)

No. 48...1Nsw CanreeiLrox Post OFricE :—Return to Order, Correspondence in connection with the
changing of the Post Office at the Port of New Campbeliton, to a Way Office, and the
reduction of the salary of the Postmaster; also shewing the amount of Postage Stamps
disposed of by the several Post and Way offices during the year 1876 and the year 1877, in
the County of Victoria, Nova Scotia. (Not printed.)

No. 49a.|Miuitary CuLLEeE AND ScnooLs :—Retnrn to Order, Shewing the names of all the Cadets that
have been admitted at the Military College, Kingston, from the opening of said College,
and giving the names of those that are now following the courses of that institution.

No. 495.. ——Return to Urder, S8hewing :—1. The amounts spent yearly
gince 1867 in the maintenance of Military Schools in the Province of New Brunswick ;.
2 The number of Candidates who have each yeat received 2nd Class Certificates, and the
amount of gratuity pPaid ; 3. The number of pasied Ca-lets who at the time of attending:
any school held at Fredericton, N.B., were students of the University of New Brunswick,
&c. ; 4. The number and names of all passed Cadets who have held and now hold Com-
missions in the Astive Militia in New Brunswick, &c. (Not printed.)

Neo. 50a. . Miatary Forts, Pornr Lrvis :—Return to Order, Copies of all Tenders for the construction
of the platform for the gan ef No. 1 Fort, at Livis. (Not printed.)

No. 50b.. Return to Order, Shewing the sums expended for repairs to-
military forts at Lévis, since ]ast Session ; the names and wages of the workmen, and the
amount paid to each, &c. (Not printed.)

No. 51...|LiveaN Harsogr, C.B. :—Return to Order, Report of the survey of the Harbor of Lingan, Cape-
Breton, and Correspondence, &c. (Not printed.)

No. 52.../Canapa Paciric TxixerarH:—Return to Address, Specifications on which tenders were-
. g‘lvited t% construct the Lake Superior and Fort Garry sections of the Canadian Pacific
elegraph.

No. 53...'DemrstoN Lianps :—Return to Address, Reports made to the Minister charged with the

admunistration of Dominion Lands, under the Act 38 Vic., cap. 53, by any Commissioners

appointed under the said Act; also all lists of lands prepared by the Sarveyor General of”
Dominion Lands, in accordance with the provisions of the eighth sectien of the said Act.

(Not printed.)

|
No. 64...|L’ Ampoise Breaxwarsr :—Return to Address, Shewing the amount of money e ended during
the past year on the L’ Ardoise Breakwater in the Island of Cape Breton. ?Not printed.)

No. 55....0' Doxoguug, W, B. :—~Return to Address, Orders of Council and correspondence between the:
Imperial and Canadian Governments relating to any Amnesty to Mr. W. B. O’Denoghue.

No. 56...{Ran.way Reserve, Winniewe :—Return to Order, Swatement of moneys received by the

Domigion Land Office at Winnipeg, for payment of Lands in the Rallway Reserve, and
copy of instractions to Dominion innds Agent in Manitobs, in regard to Squatters upon
the said Railway Reserve.

No. 57...|Mavane, Harsor or :—Return to Order, Copies of Mr. Kingsford’s Report on the survey of
the tH;r;aot of Matane, with the plans and estimates uccompanying the said Report. (Nog
printed.

No. 584..)WELLAND CaNaL:—Return to Address showing the amounts of the six lowest tenders received
tor Sections 17, 18, 19, 20, 27, 28, 33, 34 and 35 of the new Welland Canal, with the names
of the tenderers, &c. (Not printed.)

- Return to Address :—1st, The amounts of the six lowest venders received
in September or October, 1873, for Sections 3, 3, 5, 6, 7, 12, 13 and 14 of the new Welland
Canal, with the names of tenderers ; 2ad. The ameunts of the six lowest tenders for the
l same Sections, received in 1874, with the names of the tenderers; 3rd. The names of the

No. 586..{
{

tenderers to whom these sections were awarded ; 4th. Copies of the Orders in Councik
awarding such Sections; 5th. Copy of all Correspondence relating to such sward.

¥o. 59...| Pxnsions, Corens :—Return to Order, Correspondence relative to the pensions paid to the
| square timber cullers dismissed 148t year. (Nof printed.)

No. 60.../Mazreque Brraxwaren :—Return to Order, Qopy of Specifieation for construction of Malpeque
Breakwater; copies of Tenders, with names of sureties offered for performanee of contract,
&c. (Not printed.)

No. 61...[Sasxarcaxwas Rivar :—Return to Order, Report of Surveys of the Saskatchewan River having:
in view the removing the obstructions which now exist at the Ccals Falls and other points.
between that place and the Grand Rapids. (Not printed.)
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No. 62...'Paizaperpmia Exmisrrion :—Return to Order, Showing total cost to the Government of Canada
uf the Philadelphia Exhibition ; giving » detailed statement of all moneys expended, &ec.

No, 63...|EMpLoyks, DeparTMenT MARrINE, QuxBEc:—Return to Ordes, List of all the Employés of the

Department of Marine in the District of Queber, since 1861, (excluding the men employed

in the River Police Force), with their salaries and respective places of residence. (No:

printed.)

No. 64...,PEMBINA Branca RaiLway :—Return to Address, Tenders recsived for the construction of that
portion of the Pembina Branch Railway between St. Boniface and Selkirk, with copies of
all Reports, &c., relating to the letting of this work.

No. 65... TrREMBLAY, P. A., &c. :—Return to Order giving: 1st. A detailed statement of all snms of
money received by Pierre Alexis Tremblay, Esquire, Land Surveyor, in connection with
the Ordnance Lands in 1876 and 1877; 2nd. A statement showing all the sums of money
received during the said two years by Dorila Tremblay, as Lighttouse Keeper at
Portneuf, &c. (Not printed.)

No. 66...|Tieni8r BreaxwaTsr :—Return to Order, Showing what lights have been built at Tignish
Breakwater during the past season ; with Correspondenee from the Agent for the Marine
and Fishery Department in Prince Edward Island relative thereto. (Vot printed.)

No. 67...|LapsBD BaLawces 1876-77 :—Return to Address, Orders in Counsil relating to balances of
appropriations of 1876-77 which may have lapsed, and been carried over to the following
year. (Not printed.)

No. 68... MinsteriaL CHaNGEs, QuesEc:—An Address from the Legislative Council of the Province of
Quebec to the House of Commons,—also an Address from tne Legislative Assembly of
the Province of Quebec to the House of Commons, on the subject of recent Ministerial
changes in that Province.

Message transmitting Memorandum frcm His Honor the Lieut.
Governor of the Province of Quebec, with accompanying documents, containing explan--
ations in reference to the recent Ministerial changes in zfat Province.

Message transmittiug letter from the Hon. C. B, De Boucherville,
having reference to recent Ministerial changes in the Province of Quebec.

Ne. 69...|S1. CrARLES RivER, QUEBEC :—Return to Address, Statement showing the names of the parties

who tendered for the works now being constructed under the control of the Quebec

Harbour Trust on the River St. Charles at Quebec. (Ne¢ printed.)

XNo. 70.., Smré, CaNapiAx Buint :—Return to Address, Correspondence, &c., about the admission of
anadian bailt ships into French ports at the same rate, and on the same conditions as

ships from Great Britain and Ireland are admitted in said ports.

No. 70a.. Return to Address, Correspondence that the Government may

have bad respecting the sale of Canadian built ships in France, ou the same favourable

terms ag are enjoyed by vessels of British construction ; also, as to thé #dmission of French

products into this country on more favourable terms than at present. (Nof printed.)

No. 71...;Srzan Vesszrs, Remsasurzuzxt:—Return to Order, Showing the amount expended for the-
remeasurement of steam vessels registered under the Act of the late Province of Canada,
now repealed ; the names of the steam vessels ; their tomaage ; the amount paid, ard to-
whom the said vessels belonged. (Not printed.)

No. 72...|Horsss, &c., ImpoRTED :--Return to Order, Statement of the number and value of all Horses,
Horned Oattle, Sheep and Swine imported inte the Dominien from the first day of February,
1877, to the 1st day of February, 1878 ; also number and walue exported during the same-
period ; with amount of duties collected by Provinces.

No. 73... Mzar InpPorTED :—Return to Order, Value of meat, green, dried, cured or potted, imported
into Canada from the United States, and the (imy oollected on sugh, from 1st sanuary,
1877, to lst January, 1878.

Ko. 74.../Ivaomsn_Harror BREAXWATER :—Return to Order, Papers connected with ITngonish Harbor
Breakwater, not already brought down, stating the date of the several payments to the
contractors; the total amount paid for the work, aud the Engineer's certificates for the
| several payments, and also for extras paid to the contractors. (Not printed for Sessional
! Papers—for distribwion enly.)
Ko. 76... CAxaoa SouTHRRN RAILWAY :—Retura to Order, Annual Returns of the capital, traffic and.
working expenditure, for the two last financial years, of the Canada Southern Railway
Company. (Not printed.)
No. 76...|Porr CoLsonns Haxor Mastaa :—Return to Address, Orders in Coungil relating to the-
creation of the office of Harbor Masier at Pori Colborse, and to the appointment of Charles-
| H. Carter to such office, with copy of the Regulations for the mansgement and protection
of the Oanals and Harbors. .
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No. 77...|Ous-rous Dories, Sr. Jomn, N.B.:—Return to Order, Statement of duties collected by Customs
and Iniand Revenue Departments at St. John, N.B., from 1st July, 1876, to 1st January,
1877, and from Ist July, 1877, to 1st January, 1878. (Not printed.)

No. 78... AcomgsTs, RaiLways :—Return to Order, Shewing the number of accidents and casualties
whdich ;n;ve occurred on the Railways of the Dominion during the years 1874, 1875, 1876
and 1877.

"No. 79... TiuBer SaLes, INDIAN Laxps:—Return to Address, Shewing what sales were made of Timber
on Indian Launds on the North Shore of Lake ﬁuron, or on the Islands in the Georgian
Bay or elsewhere, since the 1st day of January, 1873. (Not printed.)

‘No. 80...’Sm’uuz AXD Excrequer COURTS :wCogies of General Rules and Orders, as have been made

l()i}he J ndgde; of the Bupreme and Kxchequer Courts since the last Session of Parliament.
ot printed.

‘No. 80a.. ~——Return to Address, Return of all / ppeals instituted before

the Supreme Court of Canada since its creation, shewing the names of parties, the Court

from whose judgement each Appeal has been brought, and indicatinﬁ the cases already
disposed of by the said Supreme Court, and the cases yet pendinf. (Not printed.)

‘No. 80b.. Return to Address, Return of all cases instituted in the

Exchequer Court of Canadsa since its ereation, &¢ . and indicaﬁ? separately the cases

dirposed of by the said Court and those yet pending. (Not printed.)

No. 80c.. - Return to Address, Return of all Petitions of Right trans-

mitted to the Secretary of State since the passing of the *‘ Petition of Right Act, 1876 ;

shewing the namea of Suppliants, the amount and natare of each claim, in what cases His

Excellency’s fiat that right be dove to the parties was granted, and in what cases refused.

(Not printed.)

# The Dominion Controverted Elections Act, 1874"—
Jagqngs) Oartier County.—Somerville ¢/ a! vi. Laflamme. Evidence of, &c. (Not
printed.

"No. 81...|Mmawrcm, N.B., Fisn-Brmaoive :—Special Reports on the condition of the Fish-Breeding
Eah.biishment at Miramichi, New Brunawick. (Not re-printed in Sessional Papers.)

|
‘No. 80d..’

"No. 82...|Onoxooto SHoALS :—Return to Address, Reports and Correspondence connected with the im-
provement of the navigation of the River St. John at the Oromocto Shoals. (Not printed.)

“No. 83...'Qun.wﬂn Hosriral, Srowzy, C.B.:—Retarn to Address, Correspondence between the
Dominion Government and the Imperial Government in reference to a site for building a
Quarantine Hospital at Sydney, Cspe Breton. (Not printed.)

-No. 84...'PorLar Poixt, Manrrosa :—Return to Order, Statement shewing the number of Lots South
of the Agsiniboine River, in the Parish of Poplar Point, in the Province of Manitoba, for
which Patents have been issued, &c., under the Manitoba Aet or otherwise. (Not printed.)

-No. 85...[Paris Exmmarrion :—Return to Order, Statement of all moneys paid or obligations incurred to
the 1st of January last, in connection with the Paris Exhibition. (Not printed.)

‘No. 86... Trawrs or Burtows :—Return to Order, Correspondence and Petitions in the hands of the
Government respecting the use of Trawls or Bultews by Foreigners, off the coasts of Nova
Seotia, (Not printed.)

-No. 87...|ApvarTisive :—Return to Order, Statement of the expenses during the years 1874, 1875 and
1876 in advertising on behalf of the Government or any public service in the public
Journals of the Dominion.

No. 88...|[non :—Return and Supplementary Return to Order, of all quantities of Iror purchased by any
g{ ;:e Departments of the Government for otner than Railway purposes, by tender or

-No. 89... Frazee River, Satuon FisminG :—Return to Address, Tenders that have been received for the
leasing of the exclusive right of Salmon fishing and netting in the Frazer River, British
Columbia. (Not prinied.)

No. %...{Dawsox Rovra:—Return to Add Correspondence relating to amounts claimed by Messrs.
Carpenter & Co., on .ccom'ﬁ?’m conp:-..cc for operggg‘ the Government Road com-
moaly known a8 the Dawson Route. (No¢ printed.)

No. 91...,Vicronia Hazzour, Woop lsuwp ;—Retarn to Order, Copy of the Government Engineer's
Repert on Victoria Harbour and Breakwater at Wood a{nd. (Not printed )

No. 92...\Cascomrrc Harmour ;—Retarn to Order, C of Survey and Report made by Henry F.
Perley, Esq., Engineer, in 1874, with the ow ofimpro{inl the navigation cf Cascumpec
Harbour, in Prince Edward Island, (Not printed.) ’
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No. 93...

No. 94...

No. 97...

No. 98...

No. 100..

No. 101..

No. 102..

No. 103..
No. 104..

No. 105..

No. 106..

No. i017..
No. 108..
No. 109..

No. 110..

No. 111..

|
i

St. Jorn's Bringe :—Return to Order, Correspondence in relation to the St. John's Bridge,
on the River Richelieu. (Not printed.)

Ross, ANcus :—Return to Order, Correspondence regarding the removal of Mr. Angus Ros:s,
Lighthouse Keeper of Bird Island Light, County of Victoria, Nova Scotia. (Not printed.) .

..|GiBui¥, JoHN :—Return to Address, Correspondence between the Government and John

Giblin, of Quebec, in relation to the lcase of the house now occupied as the Culler's
Office at Quebec. (Not printed.)

. Raitway Sramistics oF CaNapa :—Reporte, Railway Statistics of Canada, and Capital,

Traffic and Working Expenditure of the Railways of the Dominion, 1876-7.

REp River Losses :—Return to Address, Correspondence between the Hudson Bay Company
and the Dominion Government, relative to alleged losses at the Red River Settlement,
connected with the insurrection in 1869-70.

BoswgLL, J. K. ;:—Return to Address, Orders in Council relating to the recent geizure of Mr.
J. K. Bogwell’s Brewery, in the City of Quebec; and to the imposition of certain fines and
penalties in connection therewith, &c. (Not printed.)

..]CapETs, Royar Navy ;—Return to Address, Statement showing: 1st. The number, if any, of

Cadets nominated annually to the Royal Navy by the several Colonies of the Empire ;
2nd. The names of such Cadets as have been nominated to Her Majesty’s Royal Navy by
Canada, since the let July, 1867, (Not printed.)

CoLuiNGwoop, HARBOUR MASTER OF :—Return to Address, Order in Council, regulating and
determining the rights, powers and duties imposed on the Harbour Master for the I'.rt
of Collingwood, and fixing his remuneration ; and a Statement shewing the moueys
received by the Harbour Master of the eaid Port. (Not printed.)

‘‘ NorTHERN LicuT,” STEAMER :(—Return to Order, Acconnts and Vouchers showing the amount
of expenses incurred in the running the steamer Northern Light, between Georgetown

and Pictou up to date. (Not printed.)

McFaRrLaNE, HoN. ALex. :—Return to Address, Correspondence, &c., connected with a Lease
from the Government of Nova Scotia and from the Dominion Government 1o the Hon
Alex. Mt,Fa.rlane&of certain mud flatsand oyster beds in the Counties of Colchester and

Cumberland. (Not printed.)

AxnuNiTioN, VoLUNTEER :—Return to Order, Giving iu detail the amount of ammunition
furnished during the years 1875, 1876 and 1877, to the Active Voluntee. Battalions and

Companies of the Dominion.

St. ATHANASE, PARIsH oF :—Return to Address, Correspondence in relation to any application
for aid in bebalf of certain ratepayers of the Parish of 8t. Athanase in the (g)ounty of
Iberville, who have suffered loss by floods. (Not printed.)

City axp DistricT SaviNgs Bank, MowtrEal:~—Return to Address, A statementshewing the
osition of the Bank at the period of its re-organization in 1871; Also shewing how the
y)irectors fixed at $180,000 the surplus or poor fund; Also how the capital stock was

taken up, and the names of sharehoiders, &c. (Not printed.)

Sovtn Gur, Posr Orrick:—Return to Order, Correspoudence respecting the removal of the
Post Office at South Gut of Ste. Ann’'s, County of Victoria, Nova Bcotia. (Not printed.) -

Porr Hastings axpD NarBows, N.S. :(—Return to Order, Correspondence regarding the con-
veyance of the mails between Port Hastings and Grand Narrows in Nova Scotia. (ot -
printed.)

Spizes, Pacrc Ramnway :(—Return to Urder, Copy of all notices and letters issued by the
Department of Public Works calling for tenders for the supply of railway spikes for the -
Canada Pacific Railway.

Wirz Fexce, P. E. I. Rannway i—Return to Order, Correspondence shewing how many miles
of wire fence has been taken down and replaced by ‘fon and batten fence, and the cost
of erecting said post and batten fence. (Nof printed.)

Surveys, Laxss MaxiToza, &c. :—Return to Order, Report of Surveys made of Lakes Manitoba
and Wianipegoosis, the Waterhen River and Little Saskatchewan River.

McDoxawp, D. —Retarn to Otder, Papers, &c., relating to the dismissal of D. McDonald, -

Postmaster at Little Glace Bay, Cape Breten. (Nof printed.)
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No. 112.1Posr Orrices, N.B.:--Return to Address, Petitions from the inhabitants of the Parish of
Perth, N.B., praying for the establishment of new Way or Post Offices in that parish,
and correspondence between the Government and the Inspector of Post Offices for New
Brunswick, bearing upon the snme subject. (Not printed.)

No. 113.!Capicax, J. :—Return to Order, Correspondence touching the resignation of J. Cadigan, a8
Postmaster at Little Glace Bay, Cape Breton Couaty. (Not printed.)

No. 114..[Corsert, James:—Return to Order, Correspondence relating to the dismissal of James
Corbett, Postmaster at Lorway Mines, Cape Breton County. (Not printed.)

No. 115..|Vicroria Mixngs, C. B. :—Return to Order, Correspondence between the Post Office Depart-
ment and all persons, touching the Postmaster and Post Office affairs at Victoria Mines,
Cape Breton County, for the past three years. (Not printed.)

No. 116..|GavviEatr, J. P. :—Heturn to Order, Report, for the year 1877, of J. P. Gauvreau, Collector
of Customs for the Port of Rimouski. (Not printed.)

No. 117../CarroNn Brook ViiLage :—Return to Order, Correspondence reapecting the establishing of
Bonded Warehouses at the Village of Carron Brook and Town of Clinton, County of
Huron. (Not printed.)

No. 118..|ToBiNG :—Retu:n to Order, Amount of all tubing imported into Canada during the year
immediately preceding the imposition of duty on Tubing by the Tariff of last Session.
(Not printed.)

No. 119..:NoaragrN Ramway, RovaL CommissioN:—Return to Address, Fees paid by the Government
of Canada to all Counsel employed in connection with the Royal Commission appointed
to enquire into the affairs of the Northern Railway. (No¢ printed.)

No. 120..|Cow Bay, C.B. :—Returr to Order, Correspondence relating to the removal of the Postmaster
at Cow Bay, Cape Breton. (Not printed.)

No. 121.{Mams, QuEBEC AND MUBRRAY Bav:—Return to Order, Correspondence about the ca.rriing of
‘ the mails by water from Quebec to Murray Bay, in the County of Charlevoix, for the year
1877; also the cost of carrying the mails to Tadousac, Chicoutimi, Etoulements and Baie
i St. Paul. (Not printed.)
——————-—Return to Address, Tenders received in 1877 for the carrying by land of
| the mails from Quebec to Eboulemenis or Murray Bay; also a copy of all Orders in
Council or Departmental Orders relating 1o the same. (J\’ot printed.)

_No. 121a

.No. 122..|PrasTER OF Paris:—Return to Address, Statement of the quantities of Plaster of Paris or
t;ypsum, ground or calcined, imported from the United States during the past fiscal year,
! shewing quantity received at each Port and valuution of same for duty. (Not printed.)
No. 123..IRMLWAY Srtock 1N Boxp :~Return to Order, Statement of the names of Railway Companies
{ who entered in bond, since the st J ulfy, 1867, railway locomotives and other railway
rolling stock, and the date of payment of custom duties ;—Algo the names of such Com-
‘ ps.piesd ;vhoae rolling stock were ordered to be sold by the Minister of Customs. (No¢
printed.

.No. 124.. McNeiL, R.:—Return to Order, Corresg:udence relating to the dismissal of R. M¢Neil, Eeq,,
] a8 Shipping Officer at Little Glace Bay, Cape Breton County. (Not printed.)

No. 125..|Araska : —Return to Address, Report of the Engineer who was employed last year in
determining the probable boundary line between British Columbia and Alasks, and such
other papers as relate to the defining of the boundary line between Alaska and British

| territory.

No. l%..i(}ldx.omcu Survey :—Report of Progress of the Geological Burvey of Canada, by Alfred R.
i g Selv;yn, F.R.S., F.G.S, Director, for the year 1876-77. (Not re-prinied in Sessional
apers.

‘No. 127..|Territorims, N. A. Conrinenr:—Messsge, transmitting Correspondence which has passed
with Her Majesty's Government respecting the inclusion within the Boundaries of the
Dominion of Territories ou the North American Continent. (Not printed.)

No. 128..'341‘ River Serruruent:—Keturn to Address, Orders in Council on the subject of the lands
at the place known by the name of Rat River Settlement, and on the Eed River, in the
County of Provencher, as well a8 in the settlement of La Petite Pointe de Chénes, in the .
Parish of Loretto, in the County ot Selkirk, in the Provincs of Manitobs. (Not printed.)

No. 129..{VarLgx, J. S.:—Return to Order, Complaint made in 1875 against J. 8. Vallée Eszlnire,
- Postmaster of Montmagny, and copy of the Enquéte held in 1875 by Mr. Achille Talbot,
Deputy Post Office Inapector, on sa:d Complaint. (Not printed.)
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No. 130.“Lun, CaNAL Purroszs:—Return to Order, Shewing the several amounts of money paid out
out of the $39,256.01, vepesitea in the Bank of ontreal, to pay certain parties for land
taken for Canal purposes, and the names of the par-ies who have been paid. (Not printed.)

No. 13]..1ansxoxs, Prsuic Orricers, B C.:—Return to Address, Correspondenc: respecting the pen-
sions for Public Officers who were in the service ot British Columbia at the date of the
Uuion, 1871, (Lot printed )

No. 132...Mogrris, HoN. A.: - Return to Address, Report made to the Government by the Honorable A.
\ Morris, Commissioner under the Act 38 Victoria, Chapter 563, on the putting into execu-~
tion of that law and its operation in the Province of Manitoba.

No. 133..;UERTIFICATES, SCHOOLS OF GUNNERY :—keturn to Order, Ranks and names of all officers who
| have attended and taken long or short course certificates at the “ A’ or “B’’ Battery
Schools of Guunery. (Not printed.)

No. 134..|TroUsAND Isianps:—Return to Order, Statement of all sales or leases of the Islands in the
River St. Lawrence, lying between Brockville and Kingston, known as the * Thousand
lslands,” during the years i874-5, 1875-6 and 1876-7, &c. (Not printed.)

No. 135...La Banque NarioNALE :—Return to Address, Correspondence between the Government, or
the Minister of Justice, and the creditors of one Olivier Latour, or any of them, or any
persons on their behalf, in relation to the alleged forfeiture of its Charter by La Banque
Nationale by reason of its illegally trading in Lumber and in the manufacture and sale of
Square Timber and Saw Logs, &c. (Mot printed.)

No. 136..|Tors, UrpEr Orrawa IMprOVEMENT Co.:—Return to Address, Orders in Council fixing the
rate of Tolls to be collected by the Upper Otlawa Imgroremem Company, on saw logs
and timber passing through their works. (XNot printed.)

No. 137..iDominioN Porick :—Return shewiug the average number of Dominion Police emplc;yed during
each month of the year, ended 31st December, 1877 ; the cost of pay, and of travelling
expenses. (Not printed.)

No. 138.|MariNe axp Fisgemias, P.E.[ :—Return to Address, Countracts, T:legrams and
agreements relating to the Service of the Marine and Fishery Department at Prince
Edward Island, since the entry of said Island into the Dominion, in July, 1873. (Not

printed.)

.No. 139..| Tiueer aAxp Sawep Lumser IuporTED :—Return to Address, Quantitiesand value of the Square
White Pine, Pine Board Timber, &c.; and value of the Red and White Oak Staves; the
total quantities and their value of Sawed Lumber, in White and Red Pine, &c., imported
into Canada by water or by rail from the United States of America.

No. 140..|WiNpsorR AND ANNAPOLIS RAILWAY :—Return to Address, Correspondence connected with the
Windsor and Annapolis Railway, the Windsor Branch and the Western Counties Rail-
way ; in connection with the purchase of an annuity by the Western Counties Company.

No. 141..'Excisg, StaMps aNp CusToMs :—Return to Address of all duties of excise for this Dominion,
for the months of July, August, September, October, November, December, 1877, and the
montbs of January, February and March of 1878. (Not printed.)

No. 141a Return to Address, Return of all duties for Stamps for this
Dominion for the months of July, August, September, October, November, December,
18717, and the months of January, Februa:;y and March of 1878, &¢. (Not printed.

No. 1412 Return to Address, Return of all duties of Customs for this

Dominion for the months of July, August, September, October, November, December,

1877, &c. (Not printed.)

.No. 141¢, Return to Address, Return of all duties of Customs for the

Dominion for the months of July, August, September, October, November, December,

1876, &c. (Nt printed.)

No. 141d —— ——Return to Address, Return of all duties for Stamps for this

Dominion for the months of July, August, September, October, November, December,

1876, &c. (Not printed.)

No. 141e Return to Address, Return of all duties ;of Excigse for this

Dominion for the months of July, August, September, October, November, December,

1876, &c. (Not printed.) .

No. lilf: Return to Address, Return of all duties of Excise for the
1 City of Bt. John, New Brunswick, for the months of July, August, September, October,
| November, December, 1877, &c. (Not printed.)

No. l41g - Return to Addres:h!letum of all duties of Customs for the
| City of 8t. John, New Brunswick, for the months of July, August, September, Uctober,

November, December, 1877, &c. (Nt printed)

_No. 1414 Return to Address, Return of all duties of Customs for the

City of St. John, New Brunswick, for the months of July, August, September, October,

November, December, 1876, &c. (Not prented.)
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No. 1413

No.

No.

1415

142.

. 143..

. 144..

. 145..

. 146..

. 147..

Return to Address, Return of all duties of Excise for the:

City of St. John, New Brunswick, for the months of July, august, September, October
November, December, 1876, &c. (Not printed.)
Return to Order, Shewing the receipts for Customs and

Excise in British Columbia for the six months ending on December 31st last; also, a
Return of the Customs and Excise collected on Stickine River for the same period ; also,
a Return of the Imports and Exports of the said Province for the same period, &c.

Excisg, Stamps axp CusTems :—Return to Address, Return of all duties of Excise for this
Dominion for the months of July, August, Selﬁember, October, November, December,
1877, and the months of January, F(ebruary, and March of 1878, as well as the months of
April, May and June of 1877.

Haws, Svir_or :—Return to Address, Copies of the Bill of Complaint aud the Decree in the
suit of Her Majesty’s Attorney General for Canada vers.s Haws, now pending in the
Chancery Division of the High Court of Justice in England.

Muir Post OFricE :—Return to Order, Correspondence in relation to closing Muir | ost Office,
&c. ; Correspondence in relation to dismissal of Charles Lilley as Postmaster in London.
East, and the appointment of Mr. Mills as Postmaster in his stead. (Not printed.)

GREAT ViLLage:—Return to Address, Correspondence in reference to the change of Mail
route between Great Village and Five Islands, vid Portapique Mountain, in the County
of Colchester. (Not printed.)

APPoINTMENTS To OFFicE :—Return to Order, For a Return of the orignal papers made and
signed by the Deputy Heads of the different Public Departments purporﬁng to be made
in obedience to the Order of this House of the fifth day of March, 1877, as follows .—The-
names of persons appointed to office between the 1st of January and the 7th of Novem-
ber, 1873, &c. (Not printed.)

VOLUMES—SPECIAL.

Havirax Commipsion :—Return to Address, Documents and pleadings relating to the questions-
decided by the award rendered at Halifax, on the subject of the indemnity of five million.
five hundred thousand dollars, under the Treaty of Washington.
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A. 1878

STATEMENT

Of Payments charged to Unforeseen Expenses, under Orders in Council, from 1st
July, 1877, to date, in accordance with Act 40 Vic., cap. 1, schedule B.

Date
of Order in To whom paid. Service. Amount.
Council.
1877. $ cts ! $ cts.
June 25 'J. M. Lemoine .............../For 30 copies of ‘‘Quebec, Past and Pre-
’ sent,” supplied to Library... ..cccccieilivenes cervenens 60 00
do 25 'A. COté & Courvecernnerenen. 30 copies of ‘ L’Instruction Publique”’ |
in Canada, supplied t0 Library .........'ccveee veeuns | 30 00
July 6 [Hon. Receiver-General ..|To pay gratuity to widow of the late David: :
Vaughan, of the Post Office at Quebec'.,.v.rennn| 200 00
do 20 do Gratuity to widow of the late A.Boucher,!
Messenger, House of Commons..........1.,.... ..‘ 116 66
do 20 do For sundry articles for presentation to
Indians by His Excellency the Gov~
ernor-General during his visit to
: Manitoba ...cceeees creeimnite ieirens seeceeens ] 260 37
do 20 Joseph E. Lemieux ... .... For poriraits of their Excellencies the
Governor-Genera! and Countess of
Dufferin, for presents to Indians........ 60 00
320 37
do 25 |Hon. Receiver-General... Gratuity to widow of the late J. Brady,
of the Customs, Kingston... coeericevieree | ivvirees voneee] 166 67
do 25 |Bank of Commerce...,.... Gratuity to widow of the late J. S.
’ Clark, Oollector of Canal Tolls, Port,
Dalhousie... etsnenntrans sssseraueranses 196 00
do 25 |Hon, Receiver-General... Balance of do do e 4 00
200 00
do 17 do L e The legal representatives of the late H. ‘
E. Harvey, Bookkeeper of the Savings
Bank Branch, Halifax, for extra ex- [
penses of attendance during his illness
at Annapolis, N.S...... cocceriiines vevncens 173 13
Aug. 27 do Gratuity to widow of the late E. Daugh-
try, & Messenger of Post Office Dept...|....... 75 00
do 27 do Gratuity to widow of the late Joseph
: Levesque, Keeper of Red Island Light-~
ship, Lower St. Lawrence....cccus..... 83 31
Sept. 13 do Gratuityto widow of the lute 0. Fauteux,
. Deputy Inspector Weights and Mea-
l sures, Montreal. ....ccces carveceeciiaiionnes Lioreneceneerens 116 &6
do 13 do Gratuity to children of the late Judge
Sanborn, Superior Court, Quebec ......|...............| 833 32
do 13 Joseph Blakely............... Award of Official Arbitrators to John
l Elliott, Coutractor for Toronto Post|
) Office evearaenne-] 9,505 00
do 13 {John Elliott..ccesvss e Balance of award do ...l 8,954 72
18,459 72
Carried forward «.eeeseee s0000s Jeeesss ssansnnes | sersccnns seveve

16—1
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StaTEMENT of Payments charged to Unforeseen Expenses, under Orders in Council,
from 1st July, 1877, to date, &c.—Continued.

Date
of Orderin To whom paid. Service. Amount.
Couneil. \
1877. $ cts| $ cts
Brought forward............... [.... e e
Aug. 27 ;Hon. Receiver-General...iTo pay gratuity to widow of the late D.F.
Curry, of the Customs, Ship Harbour,
Oct. 9 do Gratuity to widow of the late George
E. Clarkson, Landing Waiter of Cuas-
TOIMS vovres ceeernnniiiiis vreveirs rerenn sonses | roneresiasennns 166 67
do 8 |Bank of Montreal, London Accountant, Board of Trade, London,
{ for disbursements on account of two
destitute Canadians.........cccooovieveen. [N 34 37

do 12 IHon. Receiver-General... Gratuity to mother of the late G.

| Twomley, Surveyor of Customs, Pres-
cott, Ont., killed while in discharge
Of S ALY svvreree «orvvrer serses serersareveorne 158 33
do 19 do do do do ... 600 00
j————1 758 33

do 8 do I Gratuity to father of the late C. E.
Ketchum, Clerk, Post Office, St. John]|...ceveue .-one. 86 66
‘ Mr. Pearce, D.L.S., for planting monu-
ments, &c., International Boundary |
Line, Manitoba ..cveeeiieiiinses voisiecsi frvnvennes venees 89 65
Nov. 3 do Gratuity to widow of the late Louis;
Patry, Customs Tide Waiter, Quebec..]...... Levenian 91 50
do 17 do The Pullman Car Co. and St. Lawrence
& Ottaws Railway Co., in connection
with His Excellency the Governor-
General’s visit to Manitoba ....... ......
do 26 do C. J. Brydges, for error in the Grand
Truuk Railway aecount for baggage
car, in connection with Governor-;
General’s visit to Manitob&.............‘ 39 44

y—

Sept. 13 do

2,534 50

| 2,573 94

Qct. 8 do Messrs. Schreiber & Burpee, 1n full set-l
tlement of claim in connection with
their contract for Prince Edward Ia—l
land RailWay. .ccccover vovvrimiinncecncmnnnee b, 4,551 86
Nov. 17 Bank of Montreal ........... Andrew Robertson, President, Board of
‘ : Trade, Montreal, towards expenses of
] publishing a Geographical and Com-,
! mercial map of Canada. ..o ovimennins] waane, . arenns 500 00
Dec. 7 'Hon. Receiver-General... Gratuity to widow of the late Robertl X
Stewart, Clerk in the P.O. Inspector’s

Office, Montreal...ooeevsveceri i conneneesvenee frnnavenes vennee 166 67
do 14 do Gratuity to widow of the late Chief]

Justice Draper, Court of Appeal, Ont.|...............| 1,000 00
do 14 do Gratuity to widow of the late Thomas

Connell, Lightship Keeper, Manicou-i
133 34

BEARD c.serrasors sonsssses sesses rensas ssvesres seases aue
do 21 do Gratoity to widow of the late Alex.!
Brotherton, Light Keeper at Mac-!

quereau Point, Quebec.....cceuuneuonens 50 00
do 21 do Gratuity to widow of the Joseph
Marvau, Light Keeper at Burnt ?s-

1800, ODtueeerrsen wereere sonsenesssvenssamares|ersve: vosnsens| 41 67

I Carried forward........olovereeron seseer [uaeess cacrensas

2
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Sessional Papers (No.16.)

A. 1878

STATEMENT of Payments charged to Unforeseen Expenses, under Orders in Council,
from 1st July, 1871, to date, &c.—Concluded.

B e e e e ___{
Date
of Orderin To whom paid. Servics. Amount.
Council.
1877. $ cts $ ets
Brought forward.... .cceeevenscJoerees creene o esennesns srane:
Nov. 17 |Hon. Receiver-General... To pay Rev.H.McMillan, salary and expenses
in comnection with Halifax Statistical
CO cverrvsnerovens carsvevornorssovsssonsss e b 33117
Dec. 14 do Rev. H. McMillan, a further sum in final
settlement....cccierencrcsrers sennrrane senennnes 90 39
421 56
Nov. 26 do Gratuity to widow of the late P. J. N.
Dumaresq, of the Customs, Shippegan,
N.Bucocreos ceveunsmn sessssssavnmosenssns ssvasases | sessssssesese 4374
............... do Justice Gray, on account expenses con-
nected with Enquixg Marine and Fish-
eries Department, B.C. ..ceseeeniisenishens 0evicvens .{ 100 00
Total ... iisees sescrrenannsssannsessaf seneresseneeces 31,678 17
JOHN LANGTON,
Auditor-General.

FiNANCE DepARTMENT,
Orrawa, 8th February, 1878.
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STATEMENT

Of Special Warrants of His Excellency the Governor General issued in
accordance with Act 81 Vic., cap. 5, sec. 35, from 1st July, 1877 to 9th
February, 1878, inclusive.

Certified copies of the Warrants and of Orders in Council recommend-
ing the same are hereto annexed.

(1.) Authorizing expenditure on Public Buildings, St. John, N;B. $50,000.

Capital Expenditure.

(2.) Authorizing expenditure on account of the following services, being
balances of previous appropriations which had lapsed, viz:—

Ottawa Buildings: The Tower....c..ccevevrriennens « & 8950 00
do Wostern Block extonsion..... 142,325 80
Intercolonial Railway-freight cars........c........... 76,736 72
do expenses before Supreme
L0131 o v SRt 8,575 14
————— $236,5687 66

Consolidated Fund Expenditure.

(3.) Authorizing expenditure on account of the following services, being balances
of previous appropriations which had lapsed, viz :—

British Columbia Penitentiary........ ... ............ $19,106 89

Public Buildings, North-West.....cccoieeveneniicinnns . 803 05
Lieut.-Governor’s Residence, Battleford............. .. 3,734 83
Removaldf Beacon Rock, B.C....ccoevivrveniiniaciinnns 9,800 00
Guelph Custom House........... reecinteiieienareiaree 6,378 26
Shippegan HArbour.....e..cccceeanerreerrsnrcenes canen e 9,630 37
Grasshopper Relief.....c.coeuiiiieeiniiieiiiianiinnennnene 380 10
Criminal Statistics.....cccevceeveenniiianriiiiiiiiinnenne. 4,558 715
Australian Exhibition...ccee.viiveeaianeiin cecuninnene 6,959 20
Cow Bay, Cape Breton .......cccceeuveen veveneeniesaennns 1,343 84
- Ammunition and military stores....c.....cceeevuaennens 71,973 34
_— $134,718 63

(4.) Authorizing expenditure on Mennonite Loan, being balance of a lapsed
appropriation $7,600 00. '

. (6.) Authorizing expenditure on Government Buildings, &c., North-West Ter-
riories $30,000 00. g% H |
—1



41 Victoria. Sessional Papers (No. 17.) A. 1878

=
RECAPITULATION.
Warrants.

1. Consolidated Fund Expenditure ..............e... $50,000 00

3. do do e 134,718 63

4, do do e 7,600 00

5. do 40 e 30,000 00
——— $222318 63
2. Capital Expenditure......... et atee s eeeeaeeaa e . 236,587 66
o1 7Y O S $458,906 29

JOHN LANGTON,
Auditor-General.

By His Excellency, the Right Honorable FrEDERICK TEMPLE, Earl of DUFFERIN in
the Peerage of the United Kingdom of Great Britain and Ireland, P.C.,
K.P,, K.C.B,, G.CM.G., Governor General of Canada, and Vice-Admiral of
the same, &c., &c., &e.

To the Honorable the Receiver-General of Canada—

(1.) You are hereby authorized and required out of such moneys as are in or shall
come to your hands for defraying the expenses of the Civil Government of Canada, to

in the sum of $50,000 to a special account to be calied “ Public Buildings at St. John,
R%.," out of which the expenses necessary to meet certain charges of expenditure
in repairing certain buildings and making a commencement in rebuilding others,
shall be defrayed by the issue of warrants in the usual course, 1n accordance with the
provisions of the Act 31 Vie,, cap. 5, sec. 35;

And for your so doing this warrant shall be to you a sufficient discharge.

Ottawa, this 20th day of October, 187%.
Certified. Jomn LangroN.

DUFFERIN.

Cory of a Report of a Committee of the Homorable the Privy Council, approved by His
Excellency the Governor General in Council, on the 19th October, 18717,

On a'report dated October, 1877, from the Hon. the Minister of Public Works,.
stating that a sum of $50,000 is required to be expended in connection with the
reconstruction of the Public Buildings at St. John, N.B., destroyed by the great fire
which took place in the month of June last in that city, viz.: in repairing certain
buildings and making & commencement in rebuilding others.

That there is no parliamentary appropriation from which such expenditure can
be made, and that the necessity for the work in question is urgent and immediate—’
and recommending that a special warrant do issue conformably with the provisions of
the thirty fifth section of the Act 31 Vic., chap. 5, for the said amount.

The Hon. the Minister of Finance having reported that there is no parliamentary
appropriation from which the above amount can be paid, the Committee advise that.
8 special warrant issue as recommended.

Certified. W. A. HIMSWORTH,
Clerk, Privy Council.
To the Auditor.
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By His Excellency the Right Honorable FREDERICK TEMPLE, Earl of DUFrFERIN, in the
Peerage of the United Kingdom of Great Britain and Ireland, P.C., K.P.,
K.C.B,, G.CM.G., Governor General of Canada and Vice-Admiral of the

same, &c., &c., &c.

To the Honorable the Receiver-General of Canada—

(2.) You are hereby anthorized and required, out of such moneys as are in or shall
come to your hands for defraying the expenses of the Civil Government of Canada to
pay in the sum of $236,587.66 to the credit of sundry appropriations of 1876-77 on
capital account, which have lapsed viz.:—

Ottawa Buildings : the TowWer.....c.ocovviie s vivvunenenenens $ 8,950 00

do Western Block....coccvuieernniiannnnn. 142,325 80
Intercolonial Railway freight cars......ccccevveeiivencennas 76,736 72
Expenses before Supreme Court ..............ceeevennnen. 8,575 14

out of which the expenses necessary to meet certain charges of expenditure against
the above works shall be defrayed by the issue of warrants in the ordinary course in
accordance with the provisions of the Act 31 Vic., chap. 5, sec. 35;

And for your so doing this warrant shall be to you a sufficient discharge.

Ottawa, this 20th day of October, 1877.

DUFFERIN.
Certified. Joan LANGTON.

Cory of a Report of a Committee of the Homorable the Privy Council, approved by His
Excellency the Governor General in Council, on the 19th October, 1877,

. On a memorandum dated 15th October, 1877, from the Hon. the Minister of
Finance, stating that having had under consideration the reports of the Ministers
of Public Works, Militia and Agriculture, respecting certain balances of appropriations
of 1876-77 which have lapsed, and it appearing that the continued expenditure for
those services, which are not otherwise provided for, is necessary, he concurs in the
recommendations that those appropriations be provided for by Governor General’s
warrant in accordance with the provisions of the Act 31 Vic., chap. 5, sec. 35.

... That he recommends, however, that two separate warrants be issued, embracing
in the one such items as are chargeable to capital, and in the dther those chargeable
to income as follows:—

Capital.
Ottawa Buildings: the Tower ............cccuveene.. $ 8,950 00
do ‘Western Block ........ccecu..... 142,325 80
Intercolonial Railway freight cars...........ccee.... 76,736 72
do expenses before Supreme

COUTt vevvvrevnnns coceresonensrnssnarocsssnnmossossoncecs 8,675 14
3

236,587 66
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-
Income.
DBritish Columbia Denitentiary....coeeveieeiaeninn.. $19,106 89
Public Buildings, North West........ccoceveinneanne. 803 05
Lieut.-Governor’s Residence, Battleford............. 3,784 83
Removal of Beaver Rock, British Columbia....... 9,800 00
Gruelph Custom House vovvvivieninns i 6,378 26
Shippegan Harbour ... i 9,630 37
Animunition and Military Stores...........c....eei. 71,973 34
Grasshopper Relief . ...cooooviiiiiiiiiinnin o oo 380 10
Ciriminal Statistics ...ococvviiiiiiiiininiiiiiiiieni.. 4,558 %5
Anstralian Exhibition........cocoviiiiiininiiiini.., 6,959 20
Cow Bay, Cape Breton.....co..ooooviviiiienan s, 1,343 84

134,718 63
The Committee advise that special warrants issue as recommended.

Certified. W. A. HIMSWORTH,
Clerk, Privy Council.

By Iis Excellency the Right Honorable FrREpERICK TEMPLE, Earl of DUFFERIN, in the
Peerage of the United Kingdom of Great Britain and Ireland, P.C,, K.P.,
K.C.B.. G.C.M.G., Governor General of Canada, and Vice-Admiral of the
sume, &c., &e., &c.

To the Honorable the Receiver-General of Canada—

(3.) You are hereby authorized and required out of such moneys as are in or
shall come to your hands for defraying the expenses of the Civil Government of
Canada, to pay in the sum of $134,718.63 to the credit of sundry appropriations of
1876-77, on Income Account which have lapsed, viz.:—

British Columbia Penitentiary. ........cccoeevviiiniaiiiinne $19,106 89
Public Buildings, North-West....... ce.ece vivoviiieanniinne 803 05
Lieut.-Governor’s Residence, Battleford.................... 3,784 83
Removal of Beacon Rock, B.C..ccoviiciniiiiiniiaiancnnnanes 9,800 00
Guelph Custom House .....ucoveeniieiiiiirienemenniinani.. 6,378 26
Shippegan Harbour.....eeeriviueens vovnes overvennnnnneeee. 9,630 37
Grasshopper Relief....ccoeiiiiiiiiiiiiiiiiiiiniinn, 380 10
Criminal Statistics.....ccoceveenen. 4,558 75
Australian Exhibition 6,959 20
Cow-Bay, Cape Breton........ccc. cevueereienes veeseerariianes 1,343 84
Ammunition and Military Stores. ....cc...ccemeireeiniinnnss 71,973 34

Out of which the expenses necessary to meet certain charges of expenditure agains

the above works shall be defrayed by the issue of warrants in the ordinary course

in accordance with the provisions of the Act 31 Vic., cap. 5., sec. 35 ; ' ‘
And for your so doing thiz warrant shall bo to you a sufficient discharge.
Ottawa this 20th day of October, 1877.

DUFFERIN
Certified. JomN LaNaTON.




41 Victoria. Sessional Papers (No. 17.) A. 1878

By His Excellency the Right Honorable FrEpERICK TEMPLE, Earl of DUuFrERIN, in
the Peerage of the United Kingdom of Great Britain and Ireland, P.C., K.P,,
K.C.B.,, G.CM.G., Governor General of Canada, and Vice-Admiral of the
same, &c., &c., &e.

To the Honorable the Receiver-General of Canada—

(4.) You are hereby authorized and required out of such moneys as are in or
shall come to your hands for defraying the expenses of the Civil Government of
Canada, to pay into a special account to be called “ Menonite Loan,” the sum of
$7,600.00, out of which advances shall be made from time to time as required, by the
issue of warrants in the usual course in accordance with the provisions of the Act
31 Vic., cap. b, sec. 35; a pressing necessity existing for such advances, there being
no available appropriation ;

And for your so doing this warrant shall be to you a sufficient discharge.

Ottawa, this 12th day _of November, 1877.
DUFFERIN,.
Certified. JoHN LANGTON.

Cory of a Report of a Committee of the Honorable the Privy [Council, approved by His
Excellency the Governor General in Council, on the 9th November, 1877,

On a report, dated 30th October, 1877, from the Honorable the Minister of
Finance, stating that on a memorandum of the Honorable the Minister of Agricul-
ture, representing that there was a pressing necessity for an advance to the Menonites
for which there was no available appropridtion, an Order in Council was passed,
26th October, advising that $7,600, the balance unexpended of the appropriation for the
Menonite Loan, in the years 1875-76, be paid into the hands of the Receiver-General
for that purpose ; that that balance had been deposited by the Receiver-General, 14th
September, and that there is no authority for issuing a warrant for the amount.

He therefore recommends that a special warrant do now issue for the amount in
accordance with the provisions of the Act 31 Vie., cap. 5, sec. 35.

The Committee advise that a special warrant issue accordingly.

Certified. W. A. HIMSWORTH,
Clerk, Privy Council.
To the Auditor. ‘

By His Excellency the Right Honorable FrepErick TempLE, Earl of DUFFERIN, in
the Peerage of the United Kingdom of Great Britain and Ireland, P.C.,
K.P, K.C.B, G.CM.G., Governor General of Canada, and Vice-Admiral
of the same, &c., &c.,

To the Honorable the Receiver-General of Canada—

(5.) Owing to several unexpected causes, the original estimated cost of the
Government Buildings and other works in the North-West Territories has been
exceedod therefor., ‘

You are hereby authorized and required out of such moneys as are in, or shall
come to your hands for defraying the expenses of the Civil Gz)vemment of Canada
lo pay into a special account to be called “ Government Buildings, &c., North-West
Territories,” the sum of $30,000 to meet :xe necessary liabilities incurred upon the
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works in question which shall be defrayed by the issue of warrants in the usual course
in accordance with the provisions of the Act 31 Vic., chap. 5, sec. 35;
And for your so doing, this warrant shall be to you a sufficient discharge.
Ottawa, this 27th day December, 1877.
DUFFERIN.

Certified. Jomn LaANaTON.

Cory of a Report of a Committee of the Homorable the Privy Council, approved by
His Excellency the Governor General in Council, on the 24th D cember, 1877.

On a memorandum dated 17th December, 1877, from the Hon. the Minister of
Public Works, representing that the Superintendent for the construction of the
Government Buildings and other works at Battleford and Fort Pelly, North-West
Territories, reports under date 20th September last, that owing to several unexpected
causes the original estimated cost of these works has been exceeded by about $30,000,
and recommending that in accordance with the provisions of the Act 31 Vic., chap.
5, sub-sec. 2 of sec. 35, a special warrant for $30,000 be issued to meet the extra
liabilities necessarily incurred for the works in question, and that the amount be placed
in the Supplementary Estimates to be laid before Parliament at its next Session.

The Committee concur in the foregoing recommendation and :ubmit the same
for your Excellency’s approval.

Certified. W. A. HIMSWORTH,
Clerk, Privy Council
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STATEMENTS.

1. StaTEMENT of all Allowances and Gratuities granted under the Act 33 Vic., Cap.
4, intituled: “ An Act for better ensuring the efficiency of the Civil Service of
« Canada by providing for the Superannuation of persons employed therein, in

“ certain cases.”

[}

Dates
of Orders - Annual "
*in® Names of Grantees. Offices when Superannuated. Allowanees. Gratuities.
Council.
$ cts. $ cts.
1871 As per Return to Parliament, dated February 13, 1877 ........... 108,110 80 | 15,102 632
March 21.}[James Low ............. Bridge Tender, Lachine....ccccvei cocverumn cnenns 378 00
do 21..|Thos. K. Ferguson Preveative Officer, Toronto.  w.ccceeee veceenes | veverenes svenenn. 400 00
do 21../C. E. Ratchford ..|(Tn lieu of $782.08, granted Oct. 10, 1874) 481 32
April 7.{Wm. Bryden.. ..|Landing Waiter, leerpool N. 378 30
May 7..|J. Bouchard .......c.... 5 St. Paul's Bay, "QUEDEC. .| wererene - ereene 50 00
do 11../W. G. Munday.........] do Hamilton, Onr.............. 232 80
June 25.|John G. Sippell........,Superintendent, Lachine Canal..... . 1,978 80
do 26..| Thos. Hill......... ...|Lighthouse-Keeper, Lancaster Pier. 201 76
July 17.|T. G. Vidal ... .....Excigeman, SArnia...c....c.coivneniee Jerreenens ceveneens 335 40
do 17.|Henry Lacroix... Landing Waiter, Montreal... . 615 12
do 25.|D. Wilson .. Excise Officer, London...... ... Jerersasasonssae 600 00
do 30../C. Taylor Preventive Officer, Coaticook....... 42 72
do 30.. C H. Godby Collector of Customs, Three Rlvers 401 58
do C. 8Bt. Geo. Yarwood do Chippawa, ... 543 24
do 30“ John Hall .............. Surveyor of Customs, Nisgara ........ 434 52
do 30.|Thos. B. Frenc ,Clerk, Public Works Dept., Ottawa... 617 16
Oct. 12.!P. LeSueur ............ lSupenntenden Money Order Brauch
! P.0.D., Ot&WA.cc.bwe cervecne woee 1,024 32
do 12.13. A. McDougall...... Clerk, Post Office Department, Ottaws... 227 85
do 12.{James Purcell . Preventlve Officer, Guysboro’, N.8 ....... 366 72
do 12.]J. N. Ross... Surveyor of Customs, ALfAX. . ..oen. .. 1,018 50
do 12.|F. H, Haycock Collector of Customs, Paris... 582 00
do 12..|Benj. Seaton... do Satton. 490 00
Nov. p2.!B. Burland... do St. John, Que 840 00
do 12.|Henry Livingsto de Richibucto. 618 84
do 13.|Joseph Burr Landing Waiter, New Westminster, B.C... ccccce.. vecrunee 260 00
do 12..|Edward Du Clerk, Culler's Office, Quebec....... 271 60 '
do 12.[Rev. H. McMi Secretary, Statistical Oﬂice, Hahfa 488 88
do 12.. Rev. Jno. Cameron....Clerk do 252 24
do 12.]C. M. Nutting do do do 145 56
do 12.|W. A. Ryan... Messenge do 75 12
do 17 H. LoWe...ceruees. Sub—Oo lector Cuatoms,NewWestmm ter, “or
P—— o eessevenesses —voses 40
do 29.. Gilbert MeMicken..... Ass:sta.nt Receiver-General, Winnipeg.....| 1,579 80
Dec. 14.. Joshua Stansfield....., Assistant A ccountant, House of Commons 646 80
1878.
Jan. - 11.]A. Lavoie ...............|Grosse Iele Quarantine Station ........ 185 28
do ‘ itasi do do 286 76
do . do do 152 88
do 11-John Gaire..............,  do do 12896
124,214 23
Lese allowances lapsed by death or otberwise as per Blatement3.] 7,552 28
Total...... .eeees] 116,661 95 : 16,687 92

181
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2. StaTEMEN? showing the Names of Officers placed on the Retired List upon:the
abolition of their offices, and the annual salaries previously paid to such officers.

—

———

Naw

Offices.

Annual
Salaries.

Rev, H. McMillan i sercrerss eosecsnns vosone
Rev. John Cameron .......
C. M. Nutting «.cecoees oee
‘W. A. Ryan......
P. J. Fitzgsimmons

IYYTYRYTIITSS

John Gair .
Moise JolicBUT. s eue.
Edward Duggan.......

James Purcell.....

ToBhuA BHALABEIAcrvrorss: vorroms verrrs vorersros

‘Secretary, Statistical Office, Halifax
do do

..|Messenger do do

..|Policeman, &c., Grosse Isle Quarantine Station
. [Constable do

..|Carter, &c., do -
..|Clerk, Cullers’ Office, Quebec.....c....eveee ernsene
..|Preventive Officer, Guysborough, N.8... .
..|Collector of Customs, Chippawa....... -
.. |Surveyor of Customs, Niagara. ..c.....eecreneennd

Olerk

do do do

Assistant Accountant, House of Commons. ...
Totalurers sencorees

...................

3. SrarEMENT showing the Allowances which have Lapsed by Death, or otherwise,
since the date of last Return.

— —
Names. Cause of Lapse. ﬁg‘ Names. Cause of Lapse. A};‘.}g;.
$ cts, $ cts.
Brought forward......| 4,851 04
David George..cs e James Brewster......... 156 24
George Roddick ........ Rev. H. Mulkins........ 570 00
James Phillips........... James Thompson ...... 596 16
James Macnab.. .cccune.. John Harley...... 218 40
Henry Cotton............ C. E. Ratchford..
John Henderson ........ ances per State-
M. Carmen weevvisnes; 40 cevnienveenee.| 396 60 ment 1, this sum
Br{nn Hayes.ccvreenseee] G0 cocvrerrsenns] 413 64 being eancelled! 782 08
John P. Dunn..seercene| d0 e 504 36 ||Daniel Harvey ..........,Superannuation
M. Mullinecccss ceveineeey @0 ouaa e, 98 18 not carried out.! 223 30
John 8mith, e cecrereen do  acasiirneene.] 806 40 1L, Blanchard ............|Superannuation
Alfred Tqrgson.......- [+ [ S 114 00 not carried out.] 155 16
Cerried forward ..... | 4,851 04 'l‘otnl...! 7,562 28
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4. STATEMENT of the cases in which (since last Return) additions have been made to
the actual number of years’ services of persons employed in the Civil Service,

who have been superannuated.

le
&
M
Persons Superannuated. "6'8 Authority.
od
=
Thos. B. French....coeesvecrnnae. sraees esaessaesanssesses eren snane weanes awanenses| 10 |OPder in Oouncil,'July 30, 1877,
Henry Livingstone..... eee arerseanersonnssies saeee| 10 do Nov. 12, do
J. N. RosB........oeeue tes o sesevetes sensenen cenrs senesrant cevens 6 do Oct. 12, do
Rev. H. McMillan ...... conesimerreee sesees 10 do Nov. 12, do
Rev. John Cameron.. e asssesse sersseser snsass saruasess 10 do Nov. 12, do
0. M. Nutting...... .. . .| 10 do Nov. 12, do
W. A. Ryan......... 10 do Nov. 12, do
Joshua Stansfield.... veves me W] B do Dec. 14, do
o G SIpPell.cccc. covee v vererenns sosos saerntiennessans sossesens senesssns cavenness| 10 do June 25, do

5. SraTEMENT of Receipts and Payments, Superannuation Fund.

e S ———

_— Receipts. Payments.
$ cts. $ cts.
To 30th June, 1876, as perReturn, dated 13th Febrnary, 1877...... .......| 267,218 58 348,117 58
During year ended 30th June, 1877...v...vur.. . RN 40,890 26 | 104,826 99
Total.... 308,106 84 i 452,944 57
JOHN SIMPSON,
Assistant Auditor.
JOHN LANGTON,
Auditor-General.

Avunrr Orric,
OTTAWA, 6th February, 1878.
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fo——_ ————

(18.)

RETURN

To an ORDER of the House oF CoMMmoNs, dated 4th March, 1878 ;—For
statement of the reason in each case for the superannuation of the
persons in the Civil Service mentioned in the Return laid before this
House on the 18th February.

By Command.

R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SEORETARY OF STATE,
OTTAWA, 220d March, 1878.
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J
|

——

STATEMENT of the reason, in each case, for the superannuation of persons in the Civil
Service mentioned in the Return laid before the House of Commons on the 18th
February, 1848.

Name. Reason.
James LioW..ieereeeerenann e o vrrerrienenenennnns Mental .deran_gem_ent. o )
TR Forguson....ovvrie P f Bodily iy, ncapacitatin bim for

William Bryden ........cc.cevvveniens e ennneees. Age and great bodily infirmity.
J. Bouchard .....ccoeeevviiiiins s viniiraennees,  Reduction of staff,
W. G. Mundy..cooocvevseveceenveninenneeae. . 11l health,

J. G. Sippell Failing health.

Thomas Hill .......c.ceveerieiinnns Bodily infirmity.

T. G. Vidal..coooeiiieiniiiiiiniieiieenienenc 111 health.

Henry Lacroix ..ccoeieeeoviinieniininiancannn, do  unfit for duty.

D, WilBon..cccoeiniiiniiiiiie s iieneninnanens Reduction of staff.

[0 K374 (o) PO Age and infirmity.

C. H.Godby.... s cevnriiniiunicenienenereniennene do unfit for duty.
C. St. George Yarwood.......eeevruvianinannns { Bogxli)y;;gggrmlty and reduction of
John Hall.............. Ceereastreatareeresarsante . Age and abolition of office.
Thos. B. French......c.coveenenvnninnnens ceranes Age and reduction in staff.

P. LeSueur... coceeeens coveven vrvennee «.... Irregularity in office:

J. A. McDougall....covueeires vivirienininnnenn, Protracted illness.

James Purcell.........ccccviiiniiiiiieeneennr .. Abolition of office.

Jo L Rossecuniiiniiiiiiiiiee i vt Extreme age.

F. H. Haycock .......ccceevvnervnenireienninnnns Bodily infirmity; unfit for duty.
Benjamin Seaton...........cciivieereieninnnes do do

B. Burland.......... ..ot cceenniinneieiicnee.o.. . Reduction of staff.

Henry Livingstone.................. revseanen Age and illness,

Joseph Burr........ccei v evevviieecennnne..  Reduction of staff.
Edward Duggan .........c.ceeveveunnn.o ... Abolition of office.

Rev. H. MeMillan........ocoveencreeceennens do

Rev. John Cameron ......coveennvrnrenen do

C. M. Nutting ...vovverninennennnennnn do

W. A Ryan....coocriimiincians sovrens soveeneen do

W. H. Lowe ........ ....... creesercreriicssanee Bodily injury.

Gilbert McMicken.....o.cevcveuvrnrenennenennes Tmpaired health.

Joshua Stansfield.....cceceuveeenrieerearneneennns Abolition of office.

A Lavoie... ... coceiirinirnieies srnsessnrannnae Impaired health.

P. J. Fitzsimmons................ reeesescaenens Abolition of office.

M. Joliceenr ........ cereeerae do

JOUD GAIT. 1veeenies cirnervunee ceniennens cenees do
(Signed) JOHN LANGTON,

Auditor General.
Avpir OFFICE,
OrrAWA, Tth March, 1878,
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(No. 19,

OFFICIAL RETURN

Or THE DISTRIBUTION of the Dominion Statutes of Canada, being 40 Victoria,
Fourth Session of Third Parliament, 1877,—Vols. I and II separately,
and Vols. I and II together, English and French versions.

[In accordance with the recommendation of the Joint Committee on Printing, the abswe
Official Return is not printed.]



41 Viotoria. Sessional Papers (No. 20.) A. 1878

(20 4.
RETURN

To an ORDER in the Housk oF CoMMONs, dated the 4th April, 1877 ;—For
copies of the Reports of Engineers and all other correspondence and
information in possession of the Government not yet communicated to
the House, having reference to any actual surveys, or proposed surveys
in connection with the Canadian Pacific Railway from the Red River,
westward, south of Lake Manitoba.

By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OTTAWA, 14th February, 1878.

(20 B.)

RETURN

To an OrDER of the House or CoMMoNs, dated 2nd April, 1877 ;—For
copies of all papers, Orders and correspondence with the Minister of
Public Works, and the Engineer staff of the said Department, in con-
nection with the engagement of employees for the Pacific Railroad
survey, and the routes (if any) they were instructed to take ; also cor-
respondence and Orders from the same source to their agents in refer-
_ence to the carrying of emigrants, Government employees, and freight
coming under the direct control of the Government by the Sarnia or
Collingwood route since 1874.
By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OrrawWa, 11th February, 1878.

—

|In accordance with the recommendation of the Joint Commitice on Printing,
the above Retwrns are not printed.]
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(20 c¢)
RETURN

To an OrRDER of the HousE oF ComMoNns, dated 16th April, 1877 ;—For a
Statement of the number of miles surveyed, and the expenditure for
such surveys on the Pacific Railway as follows : 1. The total number
of miles surveyed, distinguishing between exploratory or track surveys,
preliminary surveys, and location surveys. 2. How many miles of
preliminary surveys, exploratory or track surveys and location surveys
have been made on each of the following sections :—1st. From the
valley of the Ottawa to where the main line or lines run, strike that
portion of the main line from Thunder Bay to Red River. 2nd. From
Prince Arthur’s Landing to Red River. 38rd. From Red River to Téte
Jeaune Cache. 4th. From Téte Jeaune Cache to the Pacific Coast. 5th.
All surveys made on Vancouver’s Island. 3. The cost of each of the
above descriptions of surveys between each of the above points.

By Command.
R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,
OTTAWA, 14th February, 1878.

[In dccordance with the recommendation of the Joint Committee on Printing, the above
Return is not printed.]
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RETURN

To an ADDRESS of the House or CoMMONS, dated 18th February, 1878 ;—
For a copy of any Reports-in possession of the Government, made in
1877, by Admiral de Horsey, respecting the port or ports most suitable
for a terminus of the Canadian Pacific Railway in British Columbia,
with a copy of any correspondence respecting the same with the Im-

perial Government. .
By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
Orrawa, 28th February, 1878.

The Earl of Dufferin to the Earl of Carnarvon.

‘ GovERNMENT HoUSE,
No. 115. Orrawa, 19th April, 1877.

My Lorp,—I have the honour to forward herewith to your Lordship a copy of
a minute of Council, expressing a desire thut the Imperial Government will under-
take a survey of certain ports of the coast of British Columbia,
I have, &ec.
(Signed) DUFFERIN.

The Right Honorable
The Earl of Carnarvon, &c., &c.

Cory of a Report of a Committee of the Honorable the Privy Council, approved by His
Excellency the Governor General in Council on the 1Tth Aprit, 1877,

On a Report, dated 16th April, 1877, from the Honorable the Minister of Public
Works, stating that special efforts have been made during the past summer and
autumn to procure information through the officers of the Admirality and Royal
Navy, respecting the several harbors and roadways on the coast of British Columbia,
but that it would appear no surveys have yet been made of the coast adjacent to the
mouth of the River Skeena, and that no decided opinion has teen obtained regarding
the waters in that quarter ; .

That, as the Dominion Government have no means of conducting an examina-
tion in that direction, he recommends that a request be forwarded to the Imperial
Government that they will direct 2 nautical survey to be made during the opming
season, of the channels and approaches at the point indicated, and that surveys shoul
be made of Frederic Arm, and the waters leading thereto, as decided information
respecting this point should be vbtained - before a final decision is arrived at, fixing
the seaport terminus of the Canada Pacific Railway.

The Committee concur in the foregoing recommendation, and submit the same
for Your Excellency’s approval. : '

Certified. W. A. HIMSWORTH,
Clerk, Privy Council.
20 4—1
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The Earl of Carnarvon to the Earl of Dufferin.
No. 159. Downixng Streer, 23rd May, 1877,

My Lorp,—I have the honor to acknowledge the receipt of your despatch, No.
115, of the 19th April, enclosing a Minute of the Privy Council of Canada, requesting
that Her Majesty’s Government will direct a nautical survey to be made, during the
coming season, of certain parts of the coast of British Columbia, with the view of
obtaining further information before a final decision is arrivel at, fixing the sea-port
terminus of the Canadian Pacific Railway.

I have been in communication with the Lords Commissioners of the Admiralty
upon the subject, and I enclose a copy of their Lordship’s reply, which will inform
your Government that directions have been given for one of Her Majesty's ships, on the
Pacific station to make a gencral examination of the channels and approaches adjacent
to the mouth of the River Skeena, und as regards Frederic Arm, their Lordship’s
enclose for transmission to your Government a tracing, on a larger scale than is
published, which has been made from the original manuscript of the survey of that
part of the coast. :

I have, &c.,
Governor General (Signed) CARNARVON.

The Right Honorable

The Earl of Dufferin, K.I., G.CM.G., K.C.B.

The Admiralty to the Colonial Office.
Apmirarty, 19th May, 1877.

Bir,—In reply to your letter of the 8th instant, forwarding a dispatch from the
Governor General of Canada, together with its enclosures, requesting that a survey
may be made of certain parts of the coast of British Columbia, with a view 1o
obtaining further information before a final decision is arrived at, fixing the terminus
of the Canadian Pacific Railway, I am commanded by my Lords Commissioners of
the Admiralty to acquaint you, for the information of the Earl of Carnarvon, that
directions have been given for one of Her Majesty’s ships,on the Pacific station, to make a
general examination of the channels and approaches adjacent to the mouth of the
River Skeena, and when the report is received it will at once be forwarded to you.

With regard to that part of the coast called Frederic Arm, I am to sénd you
herewith for transmission to the Government of Canada, tracings made from the
original manuscripts on a larger scale than is published.

I am, &e.
The Under Secretary of State, (Signed) " ROBERT HALL.
Colonial Office.

Admiral de Horsey to the Earl of Dufferin.

“ SHAH,” AT EsqQUIMALT,
9th October, 1877.

.~ My Lorp,—With reference to an examination of the approaches to the Skeena
vaex_-, which, in pursuance of instructions from the Lords Commissioners of the
Admiralty, I caused to be made, I have the honor herewith to transmit a copy of my
report covering that of Commander Hanmer, of H. M. 8. “ Daring,” as your Lordship
way defire to know the result, without waiting for the reports passing through the
Admiralty and Colonial Office.

I have, &c.,

. (Signed) A. M. D HORSEY, .

His Excellency Rear Admiral and Naval Commander-in-Chief.
The Right Honorable
The Earl of Dufferin, K.P., G.C.M.G., K.C.B.

Governor General
24
-
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Enclosure No. 1 in Pacific Letter No. 326, of 1877,

By Algernon Frederick Rous De Horsey, Esquire, Rear-Admiral in Her Ma josty’s
Fleet, and Commander-in-Chief of Her Majesty’s Ships and Vessels employod and to
be employed on the Pacific Station.

er Majesty’s ship under your command being in all respects ready, you are, on
receiving instructions to part company, to put to sea and proceed to Nanaimo, there
to complete with coal to your utmost stowago.

2. From Nanaimo you are to proceed to the vicinity of the River Skeena, and on
your arrival ‘you are to make a general examination of that part of the coast of
British Columbia; the Governor General of Canada having requested that a survey
might be made of the channels and approaches adjacent to that river, with a view to
fixing a terminus of the Caradian Pacific Railway.

3. In view of the lateness of the season it will be desirable to lose no time in
commencing this examination, and you are to return to Esquimalt before the severity
of the winter.

4. Your procoedings are to be reported to me by every opportunity ; and, assoon
as practicable after your arrival off the Skeena, you are to furnish me with an esti-
mwate of the time you consider requisite for the examination ordered, specifying the
part you intend to commence first.

5. On completion of the service, your report is to be furnished me in duplicate.

Given on board the ¢ Shah,” at Esquimalt, this 22nd day of August, 1877.

(Signed) A.F. R. Dz HORSEY.

To Joun G. H. Hanmxr, Esq.,
Commander Her Majesty’s Ship “ Daring.”
By command of the Commander-in-Chief.
(Signed) J. . CLEVERTON,
Secretary.

Enclosure No. 2 in Pacific Letter No. 326, of 1877,

Report of the Examination o the River Skeena.

H.MS. “DapiNg” AT DEPARTURE BAf,
4th October, 1877.

Stk —I have the honor, in accordance with your directions, dated 22nd August,
1877, to roport the result of my examination of the channels and approaches to the
River Skeena. British Columbia.

1. As regards the channels and approaches of the vhrec named respectively
Telegrapb, Middle, and North Channels, Telegraph Chaunel is available at high
water for ships drawing 25 feet up to Port Essington, the despest water being on
the mainland side, abreast of Kennedy Island, and on the Island side abreast of De
Horsey Island (as will be seen by the plan annexed), heavy tide rips occur at springs.
The‘ passage between Kennedy and De Horsey Islands I have designated as the
“Middle: " it is between sand banks, which, I should think, are liable to shift at
different seasons of the year, and is only fit for small steamers. North Channel (or
North Skeena Passage), has a passage for steamers of light draught, and is entered
over a flat with about three fathoms low water springs, and has an outlet between De
Horsey Island and the mainland of only half a cable in width, at low water the ebb
tide setting strongly through it. I do not recommend it for large vessels. Port
Essington should therefore be reached from the westward, either by the Browning
Entrance, Ogden Channel and Cardina Bay, or by Dixon Entrance, Chatham Sound,
Arthur Channel and Cardina Bay. .

_2. Anchorages-~Skeena River has an extensive anchorage ground between Port
Essington and the north end of De Horsey Island; holding ground is good, being soft
mud ; at springs heavy tide rips occur, making boat or lighter work dangerous. ~ Mr.

, 3 )
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Cunningham (a trader of many ycars experience at Port Essington) informed me
that the river was never frozen at Port Essington, but great quantities of ice eqme
down in the spring, as woell as immense trees. During the winter months heavy
gales from the north are frequent, and, I should think, would completely suspend
communication between the shore and vessels in the stream, as there is no shelter
from their full force. High water approximate 1-0-0, F. & C. rise 24 feet springs.

Woodcock’s landing affords a fair anchorage but is Jimited in extent (plan
_annexed), it is more sheltered than Port Essington, and is free from tide rips,
although the ebb tide runs between four and five knots at springs; holding ground is

ood, %)eing mud off the village, H. W. F. & G, 12.15, rise springs 24 feet ap-
proximate neaps 17 feet (vessels must moor).

Cardena Bay is the best anchorage in the vicinity, being sheltered from N. and
8. E.; holding ground is good; tide sets fairly through the anchorage; H. W.F.
and C., noon springs rise 24 feet; neaps, 17 feet’ approximate.

The prevailing winds in the vicinity of the Skeena are said to be westerly during
the summer months, and during the remainder of the year S.E.and N.E., with
heavy gales occasionally from the north. Fogs are frequent in August and Septem-
ber. in is prevalent in spring and autumn, and during the stay of the * Daring,”
from 1st to 27th September, the prevailing winds were easterly and south-easterly,
with almcest constant rain and frequent squalls; during thesame time the barometer’s
lowest was 28° 90’; highest, 30° 30"

The land about tho cntrance of the Skeena is mountainous and densely wooded
(chiefly cedar and hemlock) and shows signs of a remarkably wet climate, and, 1
should say, is quite unfit for settlement.

I have, &c.,

(Signed) JOHN G, HANMER,
Commander.
J. H. CLEVERTON,
Secretary.

The Earl of Carnarvon to the Earl of Dufferin.
No. 350. Dowwine STREET, 17th December, 1877.

My Lorp,—With reference to previous correspondence respecting the selection
of a terminus on the Pacific coast for the Canadian Baciﬁc Railway, I have the honor
to transmit to you, for communication to your Governmext,a copy of a despatch
received through the Admiralty from Roar Admiral De Horsey,Naval Commander-in-
Chief on the Pacific Station, reporting his views upon this subject. '

A copy of this despatch has been communicated, by my desire, to Mr. Sanford
Fleming, who is in this country.

I bave, &c.,
Governor-General Signed CARNARYVON,
The Right Honorable (Signed) ON

EARL oF DurrerIN,
K.P, GCMG, K.CB.

Canadian Pacific Raitway Terminus.

“SHAH’ AT EsQuiMALT,
26th October, 1877.

. Sm,—Irequest you will bring under the consideration of the Lords Commis-
rioners of the Admiralty the following observations, submiiting my opinion relative
to the best site for the ocean terminus of the Canadian Pacific Railway.

2."With a view to forming an opinion on this subject,I have carefully perused the
rts of exploration of 1874 and 1877, made by Mr. Sandford Fleming, the
Engineer-in-Chief, and I have had the advantage of personal interviews wit§ Mr.
- 4 -
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Marcus Smith, Mr. Cambie and other Engineers of the Survey. An ascent of
the Frazer River, as far as Yale, and on to Boston Bar. by land, has enabled me to
form some idea of tho difficulty of penotrating tho cascade range of mountains with
a line of railway. I have further inspected Burrard Inlet, Haro and Georgia Straits
(as woll as theinner channels emerging at Active Pass), Discovery Passage and some
of the channels in the vicinity of Vuldes Island, including Seymour Narrows. An
examination has also been mado by their Lordships’ direction of the approaches to
the Skeena River, the result of which has been reported in my letter No. 326 of the
Jth instant.

3. The quesiion of site of occan terminus should, it appears to me, be detor-
mined by two main considerations (besides feasibility in an engineering point of
view) :—

1st. Its suitability for theinterests and traffic of the populated parts of British
Columbia, that Province having joined the Dominion upon the promise of a railway.

2nd. Its being situated at a convenient port for ocean steamers to take up,
direct from wharf accommodation, the through traffic for Australia, China, Japan,
and other places across the Pacific at all seasons of the year and in all weathers.

4. Bearing in mind these considerations, it appears desirable to reject all idea of a
terminus on the coast between Vancouver and Queen Charlotte Islands. The navi-
gation of that part of the coast, judging from the charta and from the roports of
Admiral Richards and other naval officers, is decidedly unfavorable, and I should
equally reject the vicinity of the River Skeena owing to the prevalence of fog, ice
and other climatic causes incident to a high latitude, as well as to the difficulties of
approach from sea.

5. If the above views are correct,the question of site for the terminusis narrowed
to a choice between Burrard Inlet and a port in Vancouvers Island.

6. Burrard Inlet does not appear suitable for an ocean terminus on account of
difficulties of navigation to seaward. The tortuous channel from Burrard Inlet to
sea through Haro Strait will frequently be unsafe on account of the strength of the
tide, great prevalence of fog and absence of anchoring depth. Burrard Inlet itself
also, although possessing a safe port in Cole Harbour, and'a good anchorage in English
Bay, has these objections, viz. : that the narrow entrance to Cole Harbour through the
First Narrows is hardly safe for large steamers in consequence of the rapidity of the
tide ; and that English Bay, although affording good anchorage, would not, in my
opinion, be smooth enough during north-westerly gales for ships to lic at wharves,
there being a drift of forty miles to the north-west.

7. Another grave objection to Burrard Inlet as the final terminus, is the possession
of San Juan and Stuart Islands by a foreign powoer. These islandstorm the key of the
navigation inside Vancouver Island. In case of war with the United States that
power might readily stop our trade through Haro Strait. (San Juan was visited last
month by General Sherman, I believe with a view to its fortification.)

8. Condemning Burrard Inlet for the above reasons, I conclude that the terminus
should be in Vancouver Island, which may be reached in three ways :—

1st. By steam ferry carrying a train from Burrard Inlet to Nanaimo.

2nd. By bridging Seymour Narrows.

Go 3rd. By steam ferry carrying a trainifrom Estero Basin (Frederic Arm) to Otter
ve.

9. The train once landed on Vancouver Island, can, I understand, be carried without
much difficulty either to Esquimalt or to Quatsino Sound, or perhaps to Barclay
Sound, where Uchucklesit Harbour forms an admirable port. _

10. The first method of crossing the trait,that of a steam ferry from Burrard Inlot
to Nanaimo has three objections,—1st. The drawbacks above mentioned,to navigating
the First Narrows and to going alongside a wharf in English Bay ; 2nd. The diffi-
culty and certain frequent detention in mid-channel owing to fog; 3rd. The heavy
sea with north-westerly and south-easterly gales which would be at least inconven-
lent for the conveyance of a train across the Strait of Georgia. Another, and I
think a cardinal objection, to the route by5 the course of the Fraser River and Bur-
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rard Inlet is its passing within six or cight miles of United States Territory, and its
consequent liability to destruction when most wanted in time of war.

11. The second method that of a lincof railway across Valdes Island without water
conveyance would require very expensive bridging. Valdesis not one island as
shewn on the Admiralty Chart, but consists of three or four islands.

The main difficulty, of course, exists in bridging Seymour Narrows, a distance of
2,575 feot, in two spans of respectively 1,200 and 1,350 feet. To execute this work the
middle pier has to be crected on a rock, said 1o be eighteen feet under water at low
tide, with a velocity of tide over it of from five to eight knofs. This would be a
work of vast magnitude and expense, eveh if it be practicable, to place a foundation
on the rock which, I doubt, as there is hardly any slack tide. Nor must it be for-
gotten that bridging Seymour Narrows would, as regards large ships, obstruct the
only practicable channel between Vancouver Island and the Main. This alone
should, in my opinion, preclude its attempt.

14. The third metgod, and the one 1 recommend, that of ferrying a train from
Estero Basin to Otter Cove, is, in my opinion, not only feasible but perfectly simple.
I have carefully examined this route and find-—

1st. That Otter Cove is well adapted for a pile dock terminus for the steam’ferry.

2nd. That tho head of Frederick Arm, at the entrance to Estero Basin, is also
well adapted for a pile dock terminus,

3rd. That the channel between the two is easy of nuvigation, being nearly
straight, free from dangers, smooth as glass, sheltered from all winds, and having
very little tidal stream.

13. The tide in this,the Nodales Channel,is noted on the chartas running from two
to three knots, but I think it is much less.

I spent five hours in this channel during what should have beon the strength of
the tide, the day before the full moon, and found the tide scarcely perceptible.

The distance for steam ferry between the two ports is thirteen miles of still,
cloar navigation, and I consider it may, with proper signals, be safely traversed in
a fog. .
14. In advocating the route by Frederick Arm, it will be observed that I am
assuming that the railway can be brought to that point.

This assumption is borne out by Mr. Fleming’s report of 1877, in which hestates
ittobe “a feasible scheme, but one exacting a heavy expenditure,” which expen-
diture would, I suppose, be in part compensailed by the route No. 6, from Yellow
Head Pass to the head of Bute Inlet, being estimated at two million dollars less than
that by the Lower Fraser (No. 2) to Burrard Inlet.

15. From conversation with Mr. Marcus Smith (the principal officer of the survey,
next to the Engineer-in-Chief) I am given to understand that the Rocky Mountains
can be crossed at a comparatively low level, and thatthe line can be carried through a
far less mountainous district by avoiding Yellow Head Pass altogether, and selecting
aroute by Lesser Slave Lake and Pine River Pass, and thence in a more or less
direct line to Bute Inlet, Should this prove correct, it will be an additional reason
for ending the main land route at Frederick Arm rather than at Burrard Inlet,
omitting, as I do, all consideration of taking water conveyance from the head of
Bute Inlet on account of its length and tortuous passages, which would be impract i-
cable in foggy weather. ,

16. Having thus come to the conclusion that the lino should pass by Frederick
Arm, and that the train shounld be conveyed by steam ferry through Nodales Chan-
nel, to Otter Cove, the extension to one of the-good ports of Vancouver Island
remains to be considered. :

17. In future years, I imagine that for the sake of more direct through ocean
traffic, a line will be extended to Quatsino Sound, by bridging Quatsino Narrows, and
thence on to a terminus at Winter Harbour.

18. But for present wants it seems that the line should be c¢ontinaed from Otter
Cove past Bayne's Sound and Nanaimo to Esquimalt, there to make the ocean tér-
minus. This port is casy and safe of approach at all times; its dock (to take the

6
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largest ships) has been commenced, and there is reason to think that the line com-
ing from the principal collieries and iron districts on Vancouver Island, ought to pay
itself in great part by the conveyance of minerals to Esquimalt for shipment. Not
only for trade, but for the supply of coal to Hor Majesty's Squadron at Esquimalt, a
line of rail from Nanaimo would be advantageous, as the possession of San Juan
might enable the United States, in case of war, to cut off our supply from the mines
by Sea. ' ,
? 19. Assuming, therefore, ‘that a line of rail between Esquimalt and Nanaimo
will be constructed, not only for the reasons above detailed, but because its construc-
tion appears to have been virtually promised by the Dominion Government,
in accordance with Lord Carnarvon’s suggestion (a large portion of the rails are ac-
tually lying at Esquimalt), the chief difficulty connected with the Vancouver part
of the thiough line will be overcome, for I understand that the extension of the lino
from Nanaimo to Otter Cove presents comparatively few difficulties.

20. It will be observed that I have omitted consideration of a terminus in
Howe Sound. This is because the same objections in respect to difficulties of navi-
cation to sea through Haro Strait, apply to Howe Sound as to Burrard Inlet, and
with greater force. The route to Howe Sound is also, I observe, estimated to cost
six million dollars more than that to Bute Inlet.

21. Finally, whilst submitting tho foregoing remarks in accordance with their
Lordship’s instructions to me, of the 23rd August 1876,1 beg to express much diffi-
dence in respect to such as are not strictly within the scope of the Naval Service.
Viewing the shortness of my stay in British Columbia waters, this Report cannot
pretend to deserve much weight ; but it has, I submit, one merit, that of coming from
#n officer who, from his position, must be totally disconnected from all local interests.

I have, &c.,
(Signed) A. De HORSEY,
Rear Admiral and Commander-in-Chief.
The Secretary
To the Admiralty.

The Earl of Carnarvon to the Earl of Dufferin.

Downing STREET,
1st December, 1877.

My Lorp, —With reference to your Lordship’s despatch, No. 115, of the 19th of
April last, and to my reply, No. 159, of the 23rd of May, I have the honor to
transmit to your Lordship, for communication to your Government, a copy of a
despatch from Rear-Admiral De Horsey, dated at Esquimalt the 9th of Octoger, and
addressed to the Lords Commissioners of the Admiralty, enclosing a Report by
Commander Hanmer, of H.M.S. “ Daring,” of an examination of the channels’and
approaches of the River Skeena in British Colambia, made by him in reference to the
qng?tion of the selection of a terminus on the Pacific coast for the Canadian Pacific

ilway. -

_ It is unnecessary for me to send yon Cummander Hanmer’s Report, or the plans
Which accompanied it, us Admiral De Horsey appears already to have forwarded
these papers to you direct; but I have sent copies to Mr. Sandford Fleming, who is
now in this country, for his information.

. I have, &c.,

(Signed) CARNARVON.
Governor General '
The Right Honorable
The Earl of Dufferin, K.P., G.C.M.G., K.C.B.
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Rear-Admiral de Horsey to the Admiralty.

“Span” AT EsQuUIMALT,
9th October, 1877.

Sir,—VWith referenco to the direetions of the Lords Commissioners of the
Admiralty, contained in your letter No. 86 of the 19th May last (reccived 14th
August), I have the honor to report that I send the “Daring,” Commander Hanmer,
to make a general examination of the channels anq approaches of the River Skeena.

From Commander Hanmer’s report, and from such information as I have been
able to obtain, I am of opinion that, whether in view of communication with the
inhabited parts of British Columbia, or of through traffic across the Pacific, the
vicinity of Sktcena is totally unfit for the ocean ierminus of the proposed Canadian
Pacific Railway. Themero circumstance that the bars of theriver are not navigable
for ocean steamers except at high water, is of_ itself condemnatory, in my opinion,
Added to this, are the difficultics of tortuous approaches on a very foggy and rainy
coast, and that the land injthe vicinity is reported to consist of mountains and swamps,
offering little inducement to settlers.

I bog to transmit herewith a copy of my orders to Commander Hanmes, and of
his report, accompanied by plans of the mouth of the Skeena and of Woodcock Land-
ing.

The lateness of the scason and the almost constant rain caused a sorvice of this
kind (necessarily performed in open boats) to be somewhat arduous. I submit Com-
mander Hanmer’s exccution of it for their Lordships’ approval.

I'have forwarded a copy of this report and enclosures for the information of the
Governor General of Canada.,

I have, &e.,

(Signed) A. De HORSEY,
Rear Admiral and Commander-in-Chief.

The Earl of Carnarvon to the Earl of Dufferin.
Downing STREET, 3rd January, 1878,

My Lorp,—With reference to my despatch No. 350 of the 17th December,
enclosing & despatch from the naval Commander-in-Chief en the Pacific Station,
reporting his views with respect to the question of the site for the terminus of the
Pacific Railway, I have the honor to transmit to you a copy of a letter received from
Mr. Sandford Fleming relating to this subject.

A copy of Mr. Sandford Fleming’s letter has been referred to the Board of
Admiralty, who have been requested to furnish a reply to the queries which he hag
Pat, on certain points,

I have, &c.,
(Signced) CARNARVQN.

Om—

Mr. Sandford Fleming to Mr. Herbert

CANADIAN AGENcY, 31 QUuEEN VicToriA STrEET, E.C.,
Lonpon, 26th December, 1877.

Sir,—I beg to acknowledge the receipts of Admiral De Horsey's despatches of
dates 9th and 26th October, on the subject of a site for a terminugs on the Pacific
Coast for the Canadian Pacific Railway, both despatches having by the direction of
the Earl of Carnarvon been recently transmitted to me for perusal. '

As requested by you, I now return the plans of the mouth of the River Skeena,
which accompanied Admiral de Horsey’s despatch of the 9th Qectober, -

8
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1 have carefully read these important documents, and T find that the River
skeenu is objected to on account of difficulties of approach from sea and climatic
causes incidental to a high latitude. In considering these objections, T have thought
it possible that the Canadian Governmsent, before completely rejecting all idea of a
northern terminus, may desire 1o obtain some further information. 1 deem it my
duty, therefore, in order that delays muay be avoided, to suggoest that the following
enquiries be made :—

1. If the nautical examinations instituted by the Admiralty, have been extended
to Metlab Catlah, Port Simpson, or other points on the couast, beyond the immediate
mouth of the River Skeena, with the view of ascertaining how fur any of them may
be eligible for the purposes of a terminux.

2. Ifthe Admiralty is in possession of data respecting the prevalence of rains,
winds, fogs, &c., on the coast referred to, which would admit of a comparison being
made between it and woll-known places in nearly corresponding latitnde on the coast
of urope or elsewhere. Take for example the coast of Britixh Columbia, between
latitudes 54 and 55, embracing Dixon Entrance, Portland Inlet and River Skeena, as
compared with the coast of Great Britain, hetween latitudes 55 and 56, embracing
the north channel and the Forth and River Clyde.

I have, &c.,
(Signed) SANDFORD FLEMING.

Rorert G. W. HERBERT, Eaq.,
Colonial Office.

20 d=—2
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(20 E)

RETURN

To an ORDER of the HousE oF ComMons, dated {th March, 1878 ;—
For a Statement showing the amount of moneys dishursed to
January 1st, 1878, upon Contracts Nos. 13, 14, 15, 28 and 25
of the Canada Pacific Railway.

By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OTrAWA, 22nd March, 1878.

(20 F.)

RETURN

To an ORDER of the HousE oF ComMONs, dated 25th February, 1878 ;—
For copy of every Report of the Chief Engineer, Acting Chief Engineer
or any other Engineer or Engineers of the Canadian Pacific Railway, in
the possession of the Government, suggesting or recommending a
survey, in 1876, of the whole or part of the route between
Burrard’s Inlet and Yellow Head Pass; with a copy of any
order or instructions sent respecting the said survey; also a
copy of every Report or Reports from each and all of the said
Engineers, in possession of the Government, suggesting or recom-
mending a survey, in 1877, of the said route between Burrard’s
Inlet and Yellow Head Pass; with a copy of any order or instruction
sent respecting such survey.

By Command.
R. W. SCOTT,
Secretary of Stats.

DEPARTMENT OF THE SECRETARY OF STATE,
OTrawa, 22nd March, 1878.

[In accordance with the recommendation of the Joint Committee on Printing, the above
Returns are not pn'nted._]
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-

(20 ¢.)

RETURN

To an ADDRESS of the House or CoMMONS, dated 4th March, 1878 ;—For
progress estimates of work donme under Contract 15 of the Canada
Pacific Railway, and for information as to the mode of making pay-
ments therefor.

By Command.
R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,

OrTAWA, 22nd March, 1878.

[In accordance with the recommendation of the Joint Committee on Printing, the above
Return 18 not printed.]
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RETURN
(20 k)

To an ADDRESS of the House oF ComMoNs, dated 4th March 1878 ;—
For Statement of number of miles actually graded and ready for track-
laying and ballasting, under Contracts Nos. 18, 14, 15 and 25 of the
Canada Pacific Railway; also number of miles of rail actunally laid
under said Contracts, down to 1st January, 1878.

By Command.
R. W. SCOTT
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
Orrawa, 30TH MAROCH, 1878.

(Copy.—No. 15,245.)
CaNaDA Paciric RaiLway,
OFFICE oF THE ENGINEER-IN-CHIEF,
Orrawa, 13th March, 1878,

Memorandum giving information asked for by Address from Commons dated 4th
March, 1878.

13th Contract—32% miles graded and rails laid.
14th Contract—50 miles graded ; 6 miles rails laid.
15th Contract—no grading finished.
25th Contract—48% miles graded ; 8% miles rails laid.
(Signed) MARCUS SMITH,
Acting Engineer-in-Chief.
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RETURN

(No. 20 i)

To an ORDER of the Housk oF CoMMONS, dated 28th February, 1878 ;—For
copies of all Reports of Engineers, Memorials, &c., relating to thé
Survey and location of the line of the Pacific Railway between tlie
Red River and Battleford, and not heretofore laid before Parliament;
and also all Reports, &c., relating to the proposed line of said Railway
between the same points, but south of Lake Manitoba.

By Command.

R. W. SCOTT,

Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,

Orrawa, 25th April, 1878.

WinNEPEG, 21st Oclober, 1874,

DEar Sir,—I returned on Sunday after making the inspection of Lakes Manitoba
and Winngpegoosis, and the river Saskatchewan from its mouth up to Muddy Lake,
In aceordanee with yoar instructions to me before leaving Ottawa. I was prevented
leaying earlier in the season, by the difficulty of procuring transpert au(}’ matters
which required attention here.

Ileft here on the 3rd September and returned on the 18th instant, having been
absent gix weaks.and two days ; out of this time I was detained in camp, by storms
of wind, rixteen days, but in other respects the weather was delightful. 'he first
Perceplihle frost wias on the night of the 15th September, when 1 was encamped on
the upper partion of the Waterhen River. On the night of the 10th October we had
ice o of an inch thick on the pails and it froze on the oars in the sunshine
until 10 a.m. next day, but with this exception I have hardly required an overcoat
the whole time. The prevailing winds at this time of year appear 10 be north-west
and south esst, it blows with great regularity on alternate days from ome of these
quarters. When from the former, the barometer always falls, and, when from the

tor it riges. Stormsrise withgreat suddenness, and in half an hour after they begin
to blow there is.a very heavy ses running.

The tatal distance dravelled must have been over 800 miles.

From here I weni to Oak Point, Lake Manitoba, by wagon, thence to the
Narrows in canoe, from there to Mossy Portage in a Hudson Bay Company’s boat
and from there down and up the Saskatchewan and back to Swampy Creck, Lake
Winnepegoosis in canoe, thence back to Oak Point in Hudson Bay Company’s boat,
the weather being t0o stormy to venture in a canoe. : ’
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I now have to report as follows, dividing the subject into two heads, viz : —

1st. The country and timber ;

2nd. The waters traversed.

From here te Oak Point, a distanoce of about 65 miles, the road I travelled runs
almost in a direct line (north-west) passing close to the south and west sides of Shoal
Lake. For the first twenty miles of the above distance, the country is, for the most

art, open prairie and the land good; from that point it becomes %x‘t}dua.ll poorer,

eing covered in some places by clumps and belts of poplar, of small size. When the
neighbourhood of Shoal Lake is reached the laud is very poor, being covered in many
places by white saline incrustation and a great many boulders of moderate size;
the subsoil being a yellowish clay and gravel ~This may be said to continue all the
way to Oak Point, and probably further north; there are, however, some extensive
tracts of excellent hay lands in the neighbourhood of Oak Point. As this name
implies, there is a good deal of oak timber in the vicinity, but I did not see any
exceeding six inches in diameter and twenty feet high, in fact it looked stunted.

At this time of year, or during a very dry season, there are only two points, at
present, where good water can be obtained between this place and Oak Point; namely,
at “Boyd’s Cattle Farm,” where there is a well of excellent water, with a pump, and
at a small fresh water lake on the south-west side of Shoal Lake; the water of the
latter is very brackish, it is not deep, and is said to have no outlet.

From Oak Point to Swan Creek, a distance of about fifteen miles, along the north
shore of Lake Manitoba the country appears to be of the same character, with an
extensive belt of reeds and rushes along the shore, extending a considerable distance
into the lake. Little or no timber can be seen.

From this point to the Narrows the country seems to improve, although in some
places fow and swampy; it is covered by a thick growth of timber, principally poplar
of good size. '

g About the Narrows and the numerous islands in the neighbourhood, there are
extensive beds of reeds and rushes, and at its upper end limestone rock in sity appears
for the first time.

I believe there will be no serious difficulty in the way of carrying the Railwsy,
in a direct line from the Narrows to the crossing of the Great Bog, except at two
points, Dog Lake near the Narrows and Shoal Lake near this end.

From the Narrows to the crossing of Mossy River the country is generally dry;
there is, however, some swamps in the neighbourhood of Ebb and Flow Lake: it is
well timbered with poplar, some spruce and a fow tamarac; there are excellent
grass lands on the west side of Lake Manitoba. ;

From the Narrows to Waterhen River, at the head of the lake, the shores, as
seen from the water, are higher than on the lower portion, and appear throughout to
be well timbered.

There is & considerable quantity of spruce, of fair quality and good size, to be
found on the lower half of the Waterhen ﬁiver. On the upper portion of the river
trom Lake Winnipegdosis to Waterhen Lake, and at its moath'in Lake Manitoba,
there is a vast area of reeds and rushes.

The country around Lake Winnipegoosis is all thickly wooded with poplar,
tamarac, elm and oak. The soil seems to be of fair quality, bus lighter amfo more
sendy than the prairies. Limestone rock in situ is found at various points round the
shores of the Lake,

o In the neighbourhood of Mossy River the land is good, and limestone rock is
visible at the point where, I think, the Railway will cross. When prosceeding west-
ward along the line of Railway (as explored) from Moasy River, a portion of the
eountry, in the vicinity of the south-west side of Lake Winnepegoosis, is swampy, but
n)t 10 such an extent as to create any serious difficulty in constructing the line. As
you approach and pass round the north-eastern end of the Duck Mountains, the land
impioves and there is very fine timber. In the vallcy of the Swan River there is
somc magnificent land, unsurpassed by any in the Province, :

Pieces of lignite of first class quality have been feund im it and some of its

2 :
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tributaries this summer, by members of the Geological Staff; but they did not succeed
in finding the place from which they had been carried by the stream. I am informed
that tho country in the neighbourhood of Dauphine Lake is very fine.

I visited the place on Redden Point, Lake Winnepegoosis, marked * salt works”
on the map. Itis a most desolate looking spot, there being no vegetation in the
neighbourhood of the place where the salt is produced. The neck of land is quite
level and but little above the level of the lake. The brine issues with considerable
force from some natural holes in the ground like a spring; but, I am informed, that
by digging wells in its vicinity brine of greater strength is procured.

The method employed to make the salt is very crude, and the extent to which it
is manufactured small; there are a foew wrought iron pans of a rectangular form,
about four feet long, two feetsix inches wide and fifteen inches deep ; in these the
brine is placed, and & fire being lighted beneath the water is evaporated and the
salt remains. As the brine is not kept in motion while being evaporated, the
crystals of salt are very course, and being evaporated to dryness the salt is not very
pure although of a good colour. When made it is packed in baskets of birch bark
and sent to Winnepeg. It is now owned and occasionally worked by the Hon. J.
McKay, when the prices of salt is high. There is no doubt, however, that when the
demand for salt is greater, and as the country gets more settled, the railway passing
in the neighborhood, that a good business can be done in it.

The southern end of the Mossy Portage and the country around is heavily tim-
bered with poplar, spruce, tamarac and balsam, of a very good size; for half a mile
at the north end the ground is low and swampy, and the cedar, which is seen on the
shores of Cedar Lake, is very small. All the south-east and east shore has been com-
Pletely swept by fire, some time ago, and, as seen from the water, has the appearance
of a prairie. The ridge of land which divides Cedar from Winnepegoosis Lake con-
tinues almost at a dead level all the way to the Grand Rapids of the Saskatchewan.

The country on both sides of this river from Cedar Lake down to its mouth,
seems of indifferent quality. Limestone rock is visible at many points, but there are
some tracks of good land; it is all thickly wooded. From Cedar Lake upwards, as
far as I went (to Muddy Lake), limestone rock is visible at several points in the
south bank; at these places the banks are from 6 to 10 feet above the water and
covered with poplar, spruce, &c.; the intervening spaces are extensive swamps. The
northern side seems low and swampy and the river is divided into numerous channels
by large islands of reeds and rushes.

2nd. The Waters Traversed.

. There is very considerable inaccuracy in the genoral form and position of
Wlnnepegoosis and Cedar Lakes; and the Saskatchewan River, from Cross Lake to
1ts mouth, is not nearly 8o straight as is shewn on the maps.

I herewith enclose a sketch map which I have made from notes taken on my
trip, which, althengh not professing to be perfectly accurate, is more like them.

The map of Manitoba Lake, which we purchased of Mr. Waggener last spring,
Séems generally accurate, although many details of the shore line are wanting, and
thero are a Eareat number of islands in the lake which are entirely omitted.

Manitoba Lake is generally very shallow, especially that portion of it south of
the Narrows. I believe the greatest depth found is about twenty feet, and to obtain
four or five feet of water, a considerable distance from the shore must be traversed
along all the coast that I have visited.

he northern portion is rather better in this respect, but both in it and the
Southern there are a great number of reefs of boulders; some parts of these are a few
feet above water, others just awash, while others again are a short distance below the
surface, A careful survey of the lake would therefore be necessary before it could
be safely navigated.

The watars of the lake are subject to considerable flactuations apart from high
or low water ; & northern wind will raise gxe water at the south end one to two foet,
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and vice versd. Thereis at such times a very strong current either up or down
through ¢ The Narrows.” .

The Hudson Bay Company’s Office, at Manitoba House, informed me that during
the time a strong west wind was blowing, the water receded 100 feet from the end of
their wharf, where, at ordinary times there is about eighteen inches of water, leaving
the bottom dry to that extent.

In the vicinity of “ Meadow Portage” the water of the lake is shallow fora
considerable distance out from the shore, and this remark applies to even a greater
extent to the water of Winnipegoosis, at the other end of the portage; so that the
constructioa of locks and a canal in that neighbourhood would be a costly under-
taking.

'lghe upper portion of the Waterhen River could be rendered navigable for
steamers of the class which navigate Red River or the Saskatchewan, at a moderate
expense; but where it flows out, Waterhen Lake, the work would be much more
costly. From there down to Lake Manitoba in which portion of the river most
of the fall occurs, I do not think could be rendered navigable by the removal of
boulders and stones ip the existing rapids, as this would only have a tendency to
lower the water at other parts. To attempt to render it navigable by dams, locks,
&c., would, if practicable, which I much doubt, be a costly undertaking.

The direction of the wind has a great effect on the level of water in the river.

Lake Winnipegoosis is cousiderably deeper than Manitoba; still there are some
places where it is shallow for a considerable distance from the shore. This is the
case at Mossy Portage. At the southern end, where Mossy River emptys into it, and
in that river as far up as the Railway crossing, there is plenty of water.

The remarks which I made in reference to reefs of boulders in Lake Manitoba
agglies also to this lake; but they are not so numerous. I have already remarked
about the storms.

Before passing to the waters of the Saskatchewan, I will report on the possibility
of forming a connection between them and Lake Winnepegoosis.

Up to the present time it was supposed that the Mossy Portage would prove the
best place for the purpose; but, in addition to the disadvantage of the shoal water at
its southern end, the amount of excavation wonld form a most serious item. As you
are already in possession of the datails in reference to it, I shall only add that I think
it very probable rock would be found, in making the excavation, before the requisite
depth was reached. In addition to this, both ends of the portage are wery muoch
exgg ed, the southern end to gales from K.8.E, round to S.W.,and the northern from
N.W. by N..round to N.E.

I found two other points, either of which, I believe, prove better locations for
the proposed canal; they are marked respectively A and B on the accompanying
sketch map, and are being surveyed by W. %ender.

At the line marked A the water is deeper at both ends; then, at Mossy Pertage, -
the height of land to be crossed is some 40 feet less lower, and the length of the
cufiting will probably prove a mile less; it is much better sheltered at the southern
en .

- At the line marked B advantage could be taken of a portion of “ Swampy Creek,”
which is about 60 feet wide, and has a depth of water ranging from 7 to 9 feet for &
distance of from two to three miles from its mouth, and has little or no eurrent.

This line would be longer than at A, from water to water, but it is believed that
the whole intervening space is wet swamps, which might be excavated by means of
a steam dredge; and, as its northern endp::vonld be in the Saskatchewan Biver, the
g}]orms i:h Oedt;r Lake onan bohavoided, and the line westward wonld be more direct

an in the other case. It is, however, impossible to express a satisfastory opinion
on the respective merits of the two routes until the surveys are made. »

It has been assumed, up to tho present time, that the levels of 'Winnepegoosis and
Cedar Lakes are the same. Now, although this may be the case at certain stages of the
water in each, yet as the Saskatchewan 18 sabject to considerable fluctumtions in Jevel
(from three to six feet), between high and low water, and Winnepegeonis is also s

4 ,
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ject to comsidersble fluctaation, akthough not to so great an extent, and arising from
different causes, it may so happen that at times the water in Cedar Lake will be
higher than ir Winnepegoosis, and at others that the difference in level will be
reversed. This may possibly necessitate the construction of a lock with double gates,
which, when the waters are level, ¢coruld be kept open.

) (o

The outlet of Cedar Lake is a short distance north of the point marked C, on the
accompanying map. Here the river may le said to commence, and from this point
down to its mouth there is no point on the river where the current in the centre
flows at a less velocity than from three to four miles an hour,

Leaving the Grand Rapid out of the question altogether, there are six places,
three of them heavy rapids, where the carrent must range fiom six to nine miles an
hour. At two poeints the steamboat cannot get up without the aid of a strong cable,
made fast on shore, whick is wound up by steam power on the boat, while, at the
same time, her wheel is kept going at full speed. These points are in the Red Rock
and Cross Lake Rapids.

1 do not think the Company would attempt to run their steamboat on the portion
of the river under consideralion, were it not for the great cost of transport {by
teams) between the points referred to.

It is, of course, trne that the thing may be worked, as at present, for some time to

come; but as a permanency it would never answer. With this object in view a road
or tramway could be built from the steamboat landing below the Grand Rapids to the
steamboat landing abowe, ata moderate expense, as there arc no engineering difficul-
ties in the way. But to make the Lake Winnepeg and Saskatchewan now a good route,
either a canalor a railway would have to be %uilc round the whole of that part
of the river under consideration, The former would cost a great amount of money;
the latter would not, I belicve, entail great expense.
. For the Railway, the south side of the river would prove the best, as I am
informed that there is a comparatively level ridge extending the whole distance ;
while on the north side the country is much broken up, and the northern end of €ross
Lake extends much farther north than is shewn on existing maps. The probable
length of the line on the ronte proposed, would be between 15 and 20 miles.

1 might here mention that I think the fall between Cedar and Winnipeg Lakes
has been under-estimated, and probably from five to ten feet.

If, however, the connection between Lake Winnepegoosis and Saskatchewan
can be made at anything like a reasonable expense, it appears to me that will be the
best route to follow, for several reasons, among which are the following :—

The mouth of the Saskatchewan is blocked by ice in spring to such an extent
that its upper portion and Lakes Winnepegoosis and Manitoba open from a fortnight
to 2 month before it.

The Railway pussing & nsvigable point 8t the southern end of Winnepegoosis,
goods would only require one transhipment. ' :

The water portion of the route on this line would be much better sheltered than
on the other. The cost of constructing the piece of Railway between the mouth of
the Saskatchewan and Cedar Lake would go some way towards making the line to

Winnepegoosic.

I remain, dear Sir,
Yours truly,

JAMES H. ROWAN.

Sarprorp Frruine, Eeq.
Bngineer-in-Chief,
Canadian Pacific Railway.
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WINNEPEG, 27th March, 1875.

Dear Sir,—I send in Mr. Rheau.n’s charge, the plans and profiles of the line
from Shoal Lake to Mossy River.

Itis difficult at this season of the year to estimate the necessary openings for
culverts, and we were able to find only a few water courses, excopt the large streams.
I would say that the Narrows at Shoal Lake will require only a beam bridge from
—10to 20 feet opening—from that point to the Narrows. Lake Manitoba beam
culverts from 6 to 10 would be suitable, except Dog Lake, where it wculd be well to
bridge the two crossings with short openings, and eribs filled with stone.

There is spruce round the shores of the lake and plenty stone for the purpose.

The result of the borings made at the Narrows of Lake Manitoba is shown on
the profile Rock is found only on the east shore, and it dips rapidly to the west.

From the specimen of the clay brought in and the resistance offered in boring,
I should say that timber platforms and concrete would be sufficient for the the founda-
tions, and that piles would not be required. The culverts from the Narrows of Lake
Manitoba to Mossy River should be generally beams, from 6 to 10 feet, except at the
following places. The central opening of the bay, west of the Narrows, should be
bridges same as Dog Lake, the other openings should be embanked with protection
on the sides of rip-rap or erib work.

Crane River, Muskeag, should have an opening from ten to twenty feet wide.
The creek at Station 402, East of Mossy River, should have an opening fifty feet wide to
admit back water from Lake Winnepegoosis, and for the same reason the creek at
Station 338-30 feet wide. For stream at 148, the opening should be twenty feet.
The creek at Station 24 should have an opening thirty feet wide, and Mossy River, I
should say, ought te have three openings of sixty feet each.

The line generally follows the watershed between Shoal Lake and Lake
Manitoba, and that between Lake Manitoba and Ebb and Flow Lake, so that there
is not much cross drainage till near Lake Winnepegoosis,

The line located throughout is well suited for railway construction. Wherever
the bottom appeared to be soft it was examined and generally found to be solid from
three to five feet below the surface. The soundings taken are shown on the profile.

Rock is found at the Narrows of Lake Manitoba, also in the ridges south of
Lake Winnepegoosis, and at Mossy River.

Gravel will probably}be found along the sides of those ridges.

The subsoil yenerally is 8 mixture of gravel and clay.

The timber is almost entirel Eoglar of a fine quality, and will make good fuel
for engines. Along the shores of the lakes there is a growth of small oak and some
fair %n'uce‘ .

he snow-fall, this winter, did not exceed two feet, but the cold was very great.
In the morths of January and February the thermometer seldom ranged higher
than 20° below zero, generally down to 30°, sometimes to 40°, and once 43°

I am yours truly,

(Signed) HENRY F. MacLEOD.
Jaues H. Rowan, Eag.,
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CANADIAN PACIFIC RAILWAY

REPORT

BY

SANDFORD FLEMING, CM.G.
ENGINEER-IN-CHIEF

ADDRESSED TO

THE HONOURABLE THE MINISTER OF PUBLIC WORKS,

CANADA:

:0:

CanapiaN Pacrric RATLWAY
OFFICE oF THE ENGINEER IN CHIEF,
Orrawa, April 26th, 1878,
The Honourable A. MACKENZIE,
Minister of Public Works,
&e., &e., &e.

Str,—1T have the honour to report on the operations which have been carried on
to determine the location of the Canadian Pacific Railway, and to establish the
locality on the Pacific Coast best adapted for its terminal point.

In my last General Report, February 8th, 1877, I endeavoured te furnish a
concise record of these operations from the commencement of the survey in 1871;
I further submitted what other important information had been acquired from
various sources. In the following pages I shall have occasionally to refer to that
General Report.

During the past season the investigations have been confined to the following
Surveys and explorations :—

1. A trial location of the line (No. 2), extending from Yellowhead Pass, vid
the Rivers Thompson and Fraser, to Burrard Inlet.

2. An exploration from Port Simpson, on the Pacific Coast, by the valley of
the River Skeens, to the Central Platean, and thence to Fort George.

. 3. An oxploration from Fort George, through the Rocky Mountain Chain, by
Pine River Pass. :

4. A nautical examinatior, by the Admiralty, of the mouth of the River Skeena.

5. Surveys, between Selkirk and the south branch of the Saskatchewan, for an
alternative line.

6, Surveys between Lake Nipissing and Lake Superior,
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7. Explorations to Lac la Biche and other points lying to the north of the main
Saskatchewan.

A Report, dated 4th January, 1878,* on these operations and on the progress of
the works under construction, has been made by my Chief Assistant, Mr. Marcus
Smith. A Report dated the 23rd inst.t has also been furnished by Mr. H. J. Cambie,
Engineer in charge of Surveys in British Columbia, on the results established by the
location survey of the line from Yellowhead Pass to Burrard Inlet. These reports,
together with a memorandum i on explorations from Port Simpson by the River
Skeena to Fort George on the Fraser, are appended.

Snpplementary Renorts have been likewise made by Mr. Smith and by Mr
Cambie : the former submitting the advantages which appear tohim to be presented
by a line which diverging from the located line at Northeote, near Lake Winnipegoosis,
iy projected to run through the Pine River Pass to Bute Inlet : the latter furnishing
additional information with regard to the line by the Rivers Thompson and Fraser
1o Burrard Inlet; and showing the comparative advantages claimed in regard of that
route. Both Reports, together with a Report on the exploration made of the Pine
River Pass, are appended. ||

Some correspondence has taken place on the subject of the Terminal Harbour
in connection with the examination made last summer, under instructions of the
Admiralty, by Imperial Naval Officers, of the mouth of the River Skeena. This
correspondence is appended.§

In reporting on this important suhject, the general question presents itself to my
mind under two aspects; first, in vespect to the influence which the Railway will
exercise on colonization ; second, as a through line of steam communication between
the Atlantic and Pacific Oceans.

1. The early settlement of the Eastern Provinces of Canada followed the coast of
the Sea-board, and the margin of the land traversed by the Great Rivers and Lakes.
The natural water-ways accordingly were important auxiliaries in directing successive
waves of Emigration to points of settlement ; and, doubtless, the water communications
of the interior of the Dominion, west of Lake Superior, will prove valuable accessories
in this respect. They may belargely utilized during the early stages of colonization ;
and when settlements have been effected, and the various districts become inhabited,
the more important will still be valuable as the means of transporting heavy products. -

Climatic conditions, however, impose a limit to their use. Dauring four or
five months of the year the rivers and lakes are frozen, and navigation is closed ; and
thus the absolute necessity of a system of Railways is imposed before any extended
and permanently prosperous settlement can be attained. - More especially is this the
case where the water lines are broken or disconnected, and the localities are far
removed from open navigation.

In examining into the question of colonizing the vast undeveloped interior of
Canada, we are called upon to consider what main lines of communication may, in
after years, be regarded as essential. It is desirable to take a comprehensive view
of the subject, as we may be regarded as preparing the way for the occupancy of
Territory capable of sustaining millions, and as dealing, to no limited extent, with
the destinies of half a Continent.

I have elsewhere given my views as to the principles which should govern the
establishment of Railways in such circumstances. €] In the case of the territory
under consideration, from information we. have gathered, we are justified in assuming
that, ultimately, not one Railway, but many Railways, will hereafter be needed.
At one time it was thought that the habitable land was confined to a comparatively
narrow fertile belt along the immediate valley of the Saskatchewan: now, it is
considered that the belt is of immense breadth, and that the habitable territory is
of vast extent. It is therefore to be anticipated that one Railway will eventunally
prove insufficient for the traffic of the country, and that two trunk lines, with
numerous branches, may hereafter be required.

———

* Appendix A. page 17. | Appendix B, page 30. 1 Appendix C. 38, | Appendices D., B,
and G. pages 41, 55 and 72. '§ Appendiz F. p;‘.éex 6.7 Appendix 1, page 8. I Appendioes D,
-
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Wo have but to place before us a map of the United States and Canada, to note
the lines which run from the seabourd westward, in some sections ramifying in
many directions : lines on which the wraffic is regular and constant, and which,
thirty years ago, not the most sanguine of projectors would have ventured to fore-
tell as indispensable.

In the paper referred to, I have set forth the importance of strictly observing
certain principles in the establishment of Railways in a new country, in order to
avoid hasty and ill-considered construction; to prevent mis-application and waste of
capital by assuring that no unnecessary line be undertaken, that no lines be com-
pleted, before they are wanted, and that the highways of the country, of every class,
be designed s0 as to perform their functions in the most satisfactory manner.

2. By the establishment of Railways, on the principles which I have described,
steam communication from the valley of the St. Lawrence to British Columbia
would be a matter of no speedy attainment. A through line being, however, required
for other than colonization 1easons, it becomes necessary to consider how that con-
nection can with least difficulty be etfected.

The map which I submit with this Report, shows lines of Railway, which,
possibly, may in time be required for general service, all of which should be kept
prominently in view. The engagements of the Government are to securc without
delay ome through line, and if it be probable that these lines will all ultimately be
required, it is evident that that which is the most easy of construction is the
one which, under the present circumstances, should be selected.

In my Report of February 8th, 1877, I described all the routes projocted at
that date. I submitted approximate estimates of cost as well as naval testimony with
respect to the harbours on the coast, and I attempted to narrow down the enquiry by
rejecting -all projected lines and proposed termini, except the most satistactory
and important.

I pointed out that there is no harbour on the mainland entirely unobjectionable ;
that on the outer coast of Vancouver Island, there is more than one harbour well
suited for the purpose of a terminus; that it was exceedingly desirable to carry the
railway to at least ome of these harbours; but that they all could be approached
from the interior only at an enormous cost.

By this process of elimination I reduced the number of available routes to
three, viz:—

Route No. 2, terminating at Burrard Inlet.

Route No. 6, touching tide water of the Pucific first at Bute Inlet.

Route No. 11, terminating near the mouth of the River Skeena.

The examinations made during the past season have not materially changed the
circumstances under which these separate lines were considered: and the trial location
Bltl.rvey to Burrard Inlet, substantially confirms the general accuracy of the estimates
of cost.

The exploration to Pine River Pass is of value in confirming the impression
referred to in my report of last year that a low lying available passage exists acrcss
the mountains in that latitnde; but there is nothing to show that so good a routs
can be obtained in that locality as by the Peace River Pass. As already stated, it
has been snggested to carry the line from the cast through Pine River Pass to Bute
Inlet. Mr. Smith has given prominence to this line in his Report 29th of March last as a
means of reaching the coast. [ do not attach the same importance to the Pine River
Pass. It is certainly lower than the Yellow Head Pass; but its position is not favour-
able for reaching a southern terminus. Moreover, although favourably situated for
a line to a northern terminus, its importance is not enhanced by the fact that a still
lower pass—Peace River—exists, only a few miles further north. Ihaveaccordingly
projected a northern line of Railway through Peace River Pass, which consi%ar
preforahle. ,

The correspondence respecting the examinations at the mouth of the Skeena
River by the Admiralty proves the non-existence of a suitable harbour immediately
at that point ; but our own explorations fgow that an excellent harbour exists at
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Port Simpeon, in the neighbourhood of the Skeena, and that there are no great
obstacles to be met in carrying the railway to it.*

I find also that Commander Pender has a favourable opinion of Port Simpson. At
page 295 of my last Gencral Report (February, 1877), he states: ¢ Port Simpson, at
the north part of Tsimpsean Peninsula, is the finest harbour north of Beaver Harbour,
in Vancouver Island.”

It will be seen from the correspondence with the Admiralty that a northern
terminus is objected to on account of climatic features incidental to a high latitude.
But no data have been furnished to show that the climate is materially different from
that on the coast of Great Britain, in similar latitudes such as the North Channel,
and the approaches to the River Clyde; and it cannot be overlooked that although
the climate on the west cuast of Scotland may be considered far from good, Glasgow,
one of the most enterprising and important cities in the world, has come into
existence in the latitude referred to. ¥

Commander-in-Chief, Admiral DeHorscy, on the Pacific Station, objects to
Burrard Inlet (vide despatch to the Admiralty, 26th October, 1877,) and advocates
carrﬁing the Railway to a harbour on Vancouver Island, in the manner set forth in
my Report of February 8th, 1877, %?ge 72. The Admiral, equally with most of the
other naval authorities, objects to Waddington Harbour as a terminus.

The deductions to be drawn from the naval testimony at our command, and from
our owu examinations, may be thus summarized :—

1. That there can be no question as to the superiority of certain harbours on
the outer coast of Vancouver Island.

2. That Waddington Harbour is not favourably situated fora terminus, and may
be viewed as a preliminary and temporary station only, the true terminus of a line
by Bute Inlct being Hsquimalt, or some other harbour on the outer coast of Van-
couver Island,

3 That a terminus at Port Simpson would have the advantage of possibly the
best harbour on the mainland ; and that of all the terminal points projected on the
mainland and on Vancouver Island, Port Simpson is most conveniently situated for
Asiatic trade. But Port Simpson is open to climatic objections, which are not
experienced to the same extent at points farther south.

4. That of all the other points on the mainland, Burrard Inlet, an arm of
the Strait of Georgia, is the least difficult of approach from the ocean, and is generally
preferred by the naval aunthorities.

5. That Burrard Inlet, equally with Waddington Harbour, is open to the
geog;;phical objections mentioned in my last General Report (page 71).}

ith these deductions, the comparison may be said to be confined to the three
lines terminating respectively at Port Simpson, Hsquimalt and Burrard Inlet.

The route terminating at Port Simpson has not been surveyed. On reference to
the map, it will be seen that it is projected to follow the River Skeena, and thence,
eastwards to Peace River; thence by Lesser Slave Lake, and Lac la Biche, keeping
about 140 miles to the north of the line located by the Valley of the Saskatchewan.
Being unsurveyed,and but little being definitely known concerning it, it is not possible
to compare it with the other two lines, which have been located throughout the
greater part of their length. If, therefore, this northern line is to be seriously con-
sidered, it is indispensable that a thorough survey be made of it. With our present
knowledge, it will be unwise to adopt it as the route for the Railway, and to determine
on proceeding with construction, without obtaining full and complete information
regarding it. My own opinion i3 in favour of gaining information, and if the Govern-

; ﬁ]ppgndi_{ At, ge 23, and Appeladitg: C, pﬁge 38.
e Strait of Georgia is separated from the ocean by tw hi to the rth, the
other to the south of Vancouverpfslmd. . ¥ two archipelagoes, ome to the north,
. The approach by the north of Vancouver Island to the Strait of Georgia is hazardous amd
O e wpproach by the south of V. Island, is th ree
€ approach by the south of Vancouver Island, is through passages more or less intricate,between
or afr :: gm: dumro;n f{oml,a isémgt? kﬁm‘sv: u} the J uanggrggs . 8 ’ and
Most impo! islands of the San Juan group are in the territory of a foreign power, an
from.their position thoy hold the power of mmnf; threatening attitude gwuds passi‘:g commeroe:
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ment entertain this view, I beg leave to suggest that during the present year a con-
tinoous exploration be made from Port Simpson eastwards to a point of junction with
the located line in the neighbourhood of Lake Winnepegoosis.

If, however, the Government deem it essential to arrive at an immediate
decision, the northern route, being insufficiently known, cannot be entertained, and
thus two lines only remain for consideration, one terminating at Esquimalt, the
other at Burrard Inlet. ,

The respective engineering merits of the two lines are sufficiently described in
my last General Report and in the Reports of Messrs. Smith and Cambie, appended.

1t only remains for me to submit some additional general remarks.

Manitoba is as nearly as possible about midway across the continent. From the
crossing of ake Manitoba to Burrard Inlet, the distance is more than 1,100 miles;
and to Esquimalt more than 1,400 miles. In the whole of the territory throughout
these distances, there are few civilized inhabitants, probably not more than 12,000.
I do not speak of the Indian population; they can hardly be considered as influencing,
to any considerable extent, the project of the Railway.

1t is thus evident that, whatever may be needed hereafter for connecting prosper-
ous and populous communities, there is not, at this moment, any pressing necessity for
the Railway, for ordinary purposes. For special reasons, however, the construction of
the Railway to the Pacific Coast is demanded, and, in the absence of traffic to sustain
it, it becomes move than ordinarily important to adopt that route which will least
involve the sinking of unproductive capital, and by which the loss to be borne in
working and maintenance will be least heavy.

I have expressed my conviction that, ultimately, the country will require a com-
prebensive Ruilway system; and that, besides branches in many directions, probably
two leading trunk lines will eventually be demanded. These requirements, however,
only lie in the future, and, possibly, may be somewhat remote. But it is of vital im-
portance Lo burden the future as little as possible with accumulated losses resulting
from operating the line. The selection of a line the least expensive to construct
and to maintain is an essential point to be kept in prominence. It is even
8till more important to adopt the route which will not create the largest debt, through
1':;pidly accumulating losses, resulting from the expense of working being in excess
O receipts.

I have submitted that, if the line by Peace River to Port Simpson be thrown out
for the present, there remain to be considered the two lines terminating at Burrard
Inlet and Esquimalt,

Burrard Inlet is not soeligible a terminal point as Esquimalt. It cannot be
approached from the ocean, except by a navigation more or less intricate. Nor can
1t be reached by large sea-going ships without passing at no great distance from a
group of islands in the possession of a foreign power, which may at any time assume
4 hostile attitude and interfere with the passage of vessels.

.. To the first objection it may be said that there are other harbours in the world,
With an enormous extent of commerce, with entrances where shipping is not entirely
free from delays and risks. New York, Liverpool, Glasgow and Montreal may be
instanced. The second objection would appear to a non-combatant like myself a
forcible one; but those who are held responsible for maintaining communication by
land and sea in times of war appear to make light of it. It is impossible, however,
10 deny that, other things being equal, Eaquimalt as & harbour and terminal point
18 superior to Burrard Inlet.

P Regarding the question simply from a commercial standpoint, let us assume,
or the sake of the argument, that a Railway is completed and in operation to both
Points, and a person at Esquimalt desires to travel to Ottawa, He has the option of
Crossing by steamer, 90- miles, to Burrard Inlet and then using the Railway; or ot
:ahkmg the train at Esquimalt, and proceeding on his journey from that point. In

© latter case, taking the most favourable view, he would have to travel some 150
1‘3“1@ farther, or if the line were carried through by Pine River Pass, fully 200 miles
Arther, than by way of Burrard Inlet.

%,It 18 evident that, even were the wide channels at the Valdes Islands bridged,

m\%y carried to Esquimalt would p;e_sent no advantage in time or cost to an
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ordinary traveller. If passengers from Esquimalt could secure no benefit from the
extension of the Railway to that place, it is certain that a loss would be sustained
in carrying freight by the longer route. ‘ o

The cost of extending the Railway to Esquimalt would greatly exceed that of
taking it to Burrard Inlet; there are no sufficient data for forming a proper estimate of
the cost. Buteven by leaving a gap near the Valdes Islands of 15 miles, and substitu-
ting a ferry for the enormously costlv bridging at that locality, the excess would pro-
bably reach $15,000,000 or $20,000,000. The cost of maintenance would be great in
proportion, and the annual losses on working the extra mileage would, under the
peculiar circumstances, be serious. ‘

1t is difficult to recognize any commercial advantage in carrying the line to
Esquimalt, at this period in the history of Canada, to compensate for thesc grave
objections. I have ussumed Esquimalt as the Vancouver Island Terminus. If the
other Harbours, Alberni or Quatsino, were substituted, the argument remaing
unchanged, the conclusions differing only in degree. If we abandon the idea of
extending the Railway to Vancouver Island, and fall back on Waddington Haibour,
we should have for a Terminus a point not favoured by the principal naval auatho-
rities; and partaking of the geographical objections to Burrard Inlet, while some of
the advantages possessed by the latter place would be wanting.

Upon carefully viewing the engineering features of each route, and weighing
every commercial consideration, [ am forced to the conclusion that, if these alone are
to govern a selection, if a decision cannot be postponed until further examinations
bo made, if tho construction of the Railway must be at once procéeded with, the line
to Vancouver Island should, for the present, be rejected, and that the Government
should select the route by the Rivers Thompson and Fraser to Burrard Inlet.

I have great faith in the future of a country favoured with a bountiful supply of
ihe natural eloments of prosperity. The capabilities of the territory of the Domi-
nion on the Pacific Coast, are great: Vancouver Island alone is capable of support-
ing, by the industries which may be established, a large population; but this result
may not be attained for many years. When the Island becomes fully inhabited, an
independent Railway system, which by that time may be created within its limits,
may then, with comparative financial ease, be connected with the main land, by
way of Bute Inlet, as necessity may dictate.

If the mining industries of Cariboo become permanently profitable, a branch 1o
that district could be constructed from some point between Lytton and Téte Jaune
Cache. This branch would shorten the link to be filled up between the separate
railway systems to be created on Vancouver Island and on the mainland, and render
the connection less difficult of attainment hereafter. ‘

In former reports, I have directed special attention to the paramount importance
of securing a line through the country with easy gradients.* In the case of Branch
Railways, such as those projected on the accompanying plan, there is not the same
necessity for light gradients. These branches will be local lines, with limited traffic.
Their functions will simply be to serve productive districts to the right and left, and
to collect traffic for the main thoroughfare. The branches may therefore be of a
cheaper and less perfect character; but in order to secure the means of the cheapest
possible transportation over long distances, the trunk line should have ‘the lightest
gradients obtainable.

The.line located from Lake Superior to Burrard Inlet commands generally more
than ordinarily favourable gradients. If the railway be constructed on this route in
the manner which I have recommended cheapness of transportation will be assured,
and advantages will accrue in the future of the most important kind.

. It is my sad duty to add to the record of lives lost, the names of those members
of the Engineering Staff who have passed away during the past year.t
1 have the honour to be, Sir,
Your obedient servant,
SANDFORD FLEMING,

Nore.— Vide Report of 1874, page 32, and Repori gf 1877, pages 81 and 86. { Appendix K, page 104.
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APPENDIX A.

REPORT ON SURVEYING OPERATIONS AND CONSTRUOTION FOR THE YEAR 1877, sy
MR. MARCUS SMITH, ACTING ENGINBER-IN-OHIEF.

CanapiaN Pacriric Rainway,
OF¥ICE oF THE ENGINEER-IN-CHIEF,
OrTAawa, 4th January, 1878,

Sir,—I bave the honor to report on the progress made in surveying operations
and construction to the 31st December, 1877.

SURVEYs IN THE EASTERN o8 WooDLAND REGION.

In the season of 18176, a trial location survey was made from the proposed East-
ern terminus, near Lac Amable du Fond, about 23 miles south-east of Lake Nipissing,
to Cantin’s Bay on French River, and, from this line, explorations were made of the
country extending nortb-westward, on a course as direct as practicable, to a point on
the north shore of Lake Superior, near the mouth of the River Pic.

These explorations were not completed; and portions of the trial location above
referred to were not satisfactory, as the low gradients that had been expected were
not obtained.

During the past season, four surveying parties were employed in completing these
exploratory surveys, and improving the location of the line of the previous year.
The plans and profiles are in progress, and the following is an outline of the results
of the semson’s work.

Location of the line from South River to Cantin’s Bay on French River.

This line commences at a point on South River about 3 miles from its mouth on
Lake Nipissing, and 22 miles north-west of Lac Amable du Fond, where the survey
of the previous year commenced. It follows down the left bank of the river to the
shore of Liake Nipissing: thence it takes a course nearly west to the 20th mile, from
which its course is south-west to the 35th mile, where it joins the survey of the pre-
vious year, and then follows that line on a course nearly west tu the head of Cantin’s
Bay, 49} miles from the point of beginning. If extended to the foot of the bay its
lerngth will be 55} miles.

This bay—a sheet of water about 5 miles in length, and averaging nearly a
quarter of a mile in breadth—Ilies at the confluence of the Pickerel and south branch
of French River, about 20 miles from the mouth of the latter on the Georgian Bay.
Its altitude varies from 4 to 6 feet higher than that of the latter; so that to extend
the navigation of the Georgian Bay to Cantin’s Bay, a lock would be required to
surmount the rapids near the mouth of the river, the rest of the distance being still
water; it is,in fact, a long narrow lake.

The country traversed is generally rocky, and broken up with numerous lakes
and small streams rupning in narrow valleys or ravines.

The altitude at the starting point on South River is estimated 678 feet above sea
level, being 530 feet lower than that of Lac Amable du Fond, and the highest point
on the line is 813 feet, being 407 feet lower than the summit altitude of the line of the
Previous year. But still the proposed maximum gradient of 1 in 200, or 26-40 feet
per mile, has not been obtained. The gradients can, however, be kept down to a
maximum of 1 in 150, or 3520 feet per mile, rising eastward, without involving
very heavy works. Of this gradient of 1 in 150, there are ten separate lengths,
Making a total of about 8 miles. In descending to Cantin’s Bay, however, the gradient

1
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is 1 in 133, or 39.60 feet per mile; but it is expected that this can be reduced by a
slight deviation, and lengthening of the line, Of the maximum of 1in 100, rising
westward, there are seven short lengths, making an aggregate of 5} miles.

The works will be generally lighter than on the correspending length of the line
surveyed in 1876. The heaviest will be in rock cutting, running from 5 to 25 feet of
maximum depth, and 300 to 800 feet in length, with embankments of somewhat
larger dimensions. There will be about 12 miles on which work of this character
will occur, and 14 miles on which there will be rock cuttings varying from 6 tc 15
feot of maximum depth, and averaging about 500 feet in length. The balance will
be moderately light work.

The principal bridging will be as follows :—

Beatty's Creek.—Ravine 250 feet wide, with a maximum depth of 40 feet.

Commanda Creeh.—Breadth of valley 620 feet, maximum depth 62 feet, breadth
of stream 120 feet.

Outlet of Lake Mahmasagamising.—One span of 100 feet.

Pickerel River.—One span of 150 feet.

Pickerel River Branch.—Breadth of ravine 220 feet, maximum depth 35 feet,
breadth of stream 40 feet.

In addition to these, there will probably be some bridging required in ravines
where material for embankments cannot be obtained in the vicinity.

Surveys and Bzxplorations from French River to Lake Superior.

Exploratory surveys have been made of two lines extending westward trom dif-
ferent points on the line last described, and meeting at a common point in the valley
of the Wahnapitmpee. .

The northern, and most direet, line diverges at the 19th mile of the located line,
and takes a general course a little to the north of west. Continuing the mileage from
South River (Lake Nipissing) it crosses the main branch of French River near the
26th mile, at the Chaudiere Falls, where the trough of ithe River is contracted to 200
foet, and the breadth of the stream to 50 feet. Near the 29th mile, it stfikes the
north branch of this river, and follows down its left bank to the 34th mile, where
the line crosses the river, which at this point is 200 feet wide, and 10 feet deep.

At the 39th mile, it crosses another arm of French River, 200 feet wide; thence
it follows a chain of narrow valleys which are separated by low rocky ridges. Near
the 61st mile, it crosses Lake Maskinonge, 1,700 feet wide and 18 feet deep, which
can, however, be reduced by drainage. The line reaches the Wahnapitepee Valley at
the 72nd mile.

There is very little variation in the altitude of the country throughout this sec-
tion, and the gradients are generally easy. The works would be variable, as the line
alternately runs in the valleys or across intervening ridges, There will be an aggre-
gate of about 11 miles on which rock cuitings, varying from 5 to 15 feet of
mazimum depth, but in short lengths, would occur. On the rest of the line the
works would be mediums or moderate.

The southern line leaves the located line at the 48th mile near the head of
Crntin’s Bay, and within half a mile it crosses the Pickerel River, which is here 250
teet wide and 5 feet deep. It then follows the north shore of Cantin’s Bay, and
crosses the main Branch of French River at the Horse Rapids, where the channel is
200 foet wide. Near the 55th mile, it crosses another branch of this river, 40 feet
Wige, and at the 57th mile it crosses the north branch, where the channel is 250 feet
wide.

Thenee, the line takes a generally north-westward course, following a chain of
ngrrow valleys and lakes. It crosses the south end of Lac de 1.'Isle at the 74th mile,
and following another chain of valleys and flats, separated by rocky ridges, it joins
the line last described near the 81st mile.

This is 9F miles longer than the northern line, but the whole of it would be part
of the main line, while the northern would have 8 branch of 30 miles to Cantin’s Y5
making 20 miles more line to be cousta-nlcsted. The gradients on this line are very



41 Victoria. Sessional Papers (No.20) A. 1878

easy, and the works would be very similar to those on the northern line first described.
On both lines there are detached tracts of land fit for cultivation, with spruce,
tamarac, cedar, birch and poplar, which would furnish railway ties. There is a small
uantity of hemlock and pine, but most of the latter has been burnt off by bush fires.
%n Cantin’s Bay and near the Chaudiére Rapids, there are large patches of sugar

maple.

Ezxplorations with Barometer and Compass.

The altitudes and distances from this forward must be taken as approximate.
The distances hereafter referred to are estimated from the starting point on South
River by the northern or direct route.

The River Wahnapiteepee is 200 feet wide where the line crosses it, and the
altitude is 632 feet above sea level. Thence the line of survey takes a general north-
west course, ascending diagonally the slope or water shed of Lake Huron over a
rough and rocky country, intersected with numerous, narrow, trough-like valleys,
and indented with lakes and swamps, rocky ridges intervening. Still, a feasible
line has been found without very high gradients or exceptionally heavy work up to
the Vermillion River, at the 106th mile. At the 85th mile it crosses the long valley
running in a south-west direction, in which lies the chain of narrow lakes known as
Long Lake. The altitude at this pointis 810 feet. The rocks up to the 97th mile
are generally gneissoid, but westward of this, slate is the characteristic of the country.
The highest point on this section is at the 97th mile, where the altitade is 1010 feet :
at the crossing of Vermillion River—106th mile—near the foot of Vermillion Lake, it
is 936 feet.

The line follows the north shore of Vermillion Lake 4 miles, then crosses a hilly
and rocky tract to Spanish River, which is reached at the 135th mile, altitude 1070
feet. Between this and the River Aux Sables, the country is very rough, and the
course of the line tortuous.

The ascent is by terraces, and in some places is very abrupt, more especially
from the 147th mile to Rocky River at the 160th mile, where the altitude is 1411 feet.
There will be some high gradients, and a large proportion of heavy works throughout
the section from Vermillion River to the River Aux Sables. At the 175th mile, the
line crosses this river near the foot of Lake Aux Sables, altitude 1512 feet. This
13 near the watershed between Lake Huron and Hudson’s Bay. Thence its course is
more uniform, and there is very little variation in the altitude for the next 100 miles,
8o that the gradients are very easy, and the works will be generally light or medium.

The line strikes the River Epinette at the 204th mile, about a mle above its
confluence with the Mississagua. Thence it follows up this stream, and its afffuent the
Cypress, to the source of the latter in Lake Wagong at the 220th mile, where the alti-
tude is 1440 feet. It crosses the River D’Embarras at the 222nd mile, and passes the
South end of Lake Winnibegon at the 235th mile. The River Montreal, Lake Supe-
rior, is crossed at the 274th mile, altitude 1410 feet, and the Shequamkah at the 286th
nile, where the altitude is 1345 feet.

On the last 12 miles the plateau is broken by numerons detached hills rising <o
& height of 300 or 400 feet. To avoid these, the curvature of the line would be
increased, and the works would be heavier than on the rest of the platean.

From the Shequamkah to Lake Superior & new line was explored during the last
Season, keeping more to the north than that of 1876, passing by the head of Dog Lake
;‘)ﬂd ‘l;bi{ valley of White River, and thereby avoiding the high ground east of Sand;

each River.
.. The line, however, is still open to objection in many parts. The country is
Intersected at intervals by deep valleys and high rocky ridges, often at mearly right
angles to the general course of the line, causing great variations of altitude and a
4rge amount of curvature, with oceasional high gradienis, involving a considerable
Proportion of heavy works.

At the 306th mile, the line reaches the valley of the Michipiooten near the foot
of Whitefish Lake, an expansion of the river, altitade 900 fost,
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The River Magpie is crossed at the 335th mile, where the altitude is 963 feet.
The highest intermediate point is 1,230 feet at the 318th mile.

From the Magpie to the head of White River at the 370th mile, the course of the
line is tolerably direct, with generally easy gradients, and the works would not be
heavy. The altitude at this point is 1,380 feet. ~Thence the line follows down the
valley of White River to the 417th mile, where the altitude is 1060 feet. There isa
large amount of curvature in this section, but with easy gradients, and the works
would be moderately light.

From White River to the River Pic, at the 440th mile, the country is rough and
full of hills, the line tortuous, with high gradients, and the works generally would be
rather heavy.

The last point is on the same level as Liake Superior, 600 feet. Thence the line

asses through a valley to Heron Bay, and follows the shore of Lake Superior to
Peninsular Harbour, where it joins the survey of 1874, at the 452nd mile. 'The shore
of Lake Superior from Peninsular Harbour to the River Nepigon is deeply indented
with pumerous bays, coves and bights surrounded by high rocky bluffs, involving a
large amount of curvature on the line with occasional high gradients, and, in con-
struetion, a large quantity of rock excavation with & number of short tunnels. ( Vide
Report of 8th February, 1877, pages 206 to 210.)

The line crosses the River Nepigon near the foot of Lake Illen, to which the
length from South River is 569 1.iles; and if it were extended to a common point
near the south-east angle of Lake Nipissing, it would be 26 miles longer than the line
No. 2, explored in 1873. ( Vide Report of 26th January, 1874, page 205.)

Following the exploratory survey of 1874 from the River Nepigon vid Dog Lake
1o a point nn the line under construction from Fort William westward, the total
length would be, approximately, 661 miles.

These oxploratory surveys show that a feasible line, with fair gradients and only
a moderate proportion of rather heavy works, can be obtained from South River to
Vermillion Lake, 106 miles. But between that point and the high plateau reached
at Lake Aux Sables at the 175th mile, the country is not so favourable. The course
of the line is tortuous, the rise occasionally abrupt, requiring high gradients, and a
considerable proportion of the works would be heavy.

The almost uniform altitudo of this platean or watershed for a long distance on
the line explored, and at different points where it has been crossed by previous sur-
veys, suggests the course of avoiding the heavy works on the shore of Lake Superior,
by diverging from the present line at some point in the vicinity of Liake Winnibegon,
and following the watershed which trends more to the northward, to Long Lake, and
there joining the line No. 2 of the survey of 1873. Thence, it follows that line to the
crossing of River Nepigon near its outlet from Lake Hllen.

If this were found favourable, we should then have the choice of two feasible
lines between the south-east angle of Lake Nipissing and the River Nepigon; one
gassing the south of Liake Nipissing and the watershed between Lakes Huron and

uperior and Hudson’s Bay ; the other running to the north of Lake Nipissing, and
generally porth of the watershed.

SURVEYS IN THE CENTRAL OR PRAIRIE REGION.

During the past season, surveys have been made with the view of improving the
'n;wiltggs of some of the rivers and deep ravines in this region, with the following
results :—

Kouth Branch of the Saskatchewan ; at the 818th mile, from Fort William, Lake Superior

The eastern approach to this river can be improved from a gradient of 0.75 per
100 to one of 0.50 per 100, or 26.40 foet per mile; but the line will be lengthened about
& mile and one-third, and the formation level above the bottom of the valley, raised
$rom 88 to 9 fect.
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Grizzly Bear Coule at the 1078tk mile.

By former surveys, the breadth of the Coulé or trough was 2,200 feet at the
top, 1,000 feet at the bottom, and 155 feet deep. By the last survey it is 2,400
feet wide at the top, 1,200 feet at the bottom, and 125 feet deep. Neither
the rate of the gradients nor the quantity of excavations in the approaches has been
increased.

The summit altitude, west of the Coulé at the 1087th mile, has been reduced 54
feet, and the gradients have been improved.

Buyffalo Coulé at the 1101st mile.

The breadth of this, by former surveys, was 1,600 feet at the top, 700 feet at the
bottom, and 100 feet deep, which is reduced by the last survey to 1,200 feet at the
top, 600 feet at the bottom, and 90 feet in depth.

Suggested deviation of the line from Selkirk westwards, passing south of Lake Manitoba.

In accordance with the verbal instructions of the Minister, an examination has
been made of this line, with instrumental surveys of some of the deep valleys
traversed by the line, and at other places where deemed necessary.

The deviation from the located line commences at the crossing of the Red River,
and takes a south-westerly course till it reaches the centre of the range of townships
lying north of the fourth base line; thence it follows due west on or alongside a road
allowance through the centre of this range mnearly up to the valley of the Little
Saskatchewan. Thence, continuing westward, it crosses the Assiniboine at a point
above the junction of Qu'Appelle River and through the Touchwood hills to the
Elbow of the North Saskatchewan at Caerlaverock.

The line throughout the Province of Manitoba, nearly 100 miles, is very favour-
able for railway construction, and the land is generally fertile. West of the Province
Line the country is more broken, and the lang becomes poorer.

The first serious difficulty is the crossing of the valley of the Little Saskatche-
wan,which is nearly a mile wide at the top,sloping gradually down to the river,where
the valley is 225 feet deep. As it is obviously impracticable to cross this at right
angles without enormously heavy works, the course of the surveyed line was
deflected so as to follow obliquely down one side of the valley and up the other, by
which the maximum gradient on the east side was reduced to 0.75 per 100, or 39.60
feet per mile for five miles in length, and on the west side to 1 per 100, or 52.50 feet per
nile for a little over four miles in length. Thus it requires over nine miles to cross
this valley, carrying the line out of the direct course, which, together with the
unavoidable curvature, will increase its length considerably.

The valley of Birdtail Creek, at the point crossed by this route is three-quarters
of a mile wide, and 190 feet deep in the centre.

The valley ot the Assiniboine is over a mile wide, sloping abruptly down to the
bottom flat, which is over 200 feet below the level of the plain, The river is 300
feet wide at flood, where it is crossed by a bridge near Fort Ellice.

No instrumental survey was made of these valleys, but they could probably be
¢rossed in the same manner as the little Saskatchewan.

The valley of Cut Arm Creek is over 100 feet deep where the trail crosses it.

... The Touchwood Hills could be crossed without exceptionally high gradients, but
With some rather heavy excavations; and the line would be sinuous, and consequently
longer, than ifa direct course were practicable.

. . Thence, to the bend of the North Saskatchewan at Caerlaverock, the country is
Stmilar to that traversed by the located line. A large proportion of the land on this
ine is only fit for pasture, and much of it is sandy or light soil, producing short
grass. Among the Touchwood Hills, and in their vicinity, there are some tracts of
good land fit for cultivation.

Deviation to Quill Lake.

An alternative line in the same general direction, maﬁ be thus described :—
Following the course of the last line up toztlhe Little Saskatchewan, it there deflects



41 Victoria. Sessional Papers (No.20) A. 1874

to the north-westward, crossing the Assiniboine near the mouth of Shell River;
thence, passing to the north of the Touchwood Hills it joins the located line near
Quill Lake. . .

The valley of Bird Tail Creek, where this line crosses, is nearly a }m_\e wx_de at
the level of the plain, and slopes gradually down to the river, where it is 175 feet
deep. This could be approached on the east side by a narrow lateral valley, but
there is no corresponding valley on the west side. .

The valley of Shell River where the line strikes it, is 230 feet deep, over a mile
wide at the top, and 1,000 feet on the bottom flat. It is possible to descend by the
slope of this valley to the bottom flat of the Assiniboine Valley, and after crossing
that, to ascend by a lateral valley to the table land on the west side; this, however,
can only be done by using high gradients, and with a large amount of curvature, by
which the length of the line would be considerably increased. Some of the gradients
used on the survey were 70 feet to the mile; these, however, can probably be reduced
to 1 per 100 or 52:80 feet per mile, but only with very heavy excavations. )

The rest of the line to Quill Lake is favourable; a considerable proportion of the
land is fit for cultivation; of the balance, some is good pasture land, the rest very

00T
It should be observed that the Engineer-in-Chief fixed the maximum gradient at
0-5 per 100 = 26:40 feet per mile rising eastward, and 1 per 100 = 52-80 feet per
mile rising westward, and on the located line these gradients have been maintained
to a point west of Battleford. They could not, howcver, be maintained on the lins
suggested; even with very heavy works a gradient of 1 per 100, each way, is the
best that can be had for many miles. .

This, together with the increased length caused by curvature and deflections
from the general course, would render the line suggested much inferior to the located
line for the economic working of the traffic, and would add considerably to the cost
of moving to the seaboard the produce of the large and rich agricultural tracts lying
farther to the north-west.

There are no data for estimating the difference of the cost of construction in the
two lines, but this is a point of less importance than economic working after con-
struction.

Comparing the extent of good lands that would be crossed by the located line
and the suggested deviations, the latter have probably the advantage for the first 100
miles, viz., to the western boundary of Manitoba, as the lands of the Province are
generally fertile, and in the portion that would be traversed by the lines proposed,
they are comparatively dry and free from timber, and are, therefore, eligible for
xl;apiq settlement ; a good system of drainage, however, is required throughout the

rovince.

The located line algo crosses large tracts of good land ; and it should be borne in
mind that even the muskegs or swamps, which are found on both lines, will make good
meadow land when drained, as they are not deep: the side ditches of the railway
alone will effect a great improvement in this respect, as they have done elsewhere.
There is a considerable quantity of wood lands on the located line, chiefly poplar,
which may possibly oppose certain difficulties to settlement, but which undoubtedly
offers compensating advantages.

Beyond the first 100 miles from Selkirk there is a long stretch of land, of inferior
and variable quality on both lines. But at the valley of Swan River the located'line
enterson & very extensive fertile tract., On the suggested deviations, aftor passing
the Province boundary, the quality of the land becomes inferior, and only a small
proportion is fit for cultivation westward up to the bend of the North Saskatchewan.

On the deviation from the Little Saskatchewan, north-westward to Quill Lake,
there are considerable tracts of good land fit for cultivation.

Thisseemed to indicate that the fertile belt trends to the north-west, and a more
extended examination of the country was accordingly made, by which this view was
confirmed.

A line drawn from Winnipeg to Fort & la Corne near the confluence of the two
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branches of the Saskatchewan, would cut off the south-west angle of Lake Manitoba
gkirt the north-castern base of Riding Mountain, cross the north end of Duclz
Mountain, and pass 15 to 20 miles north of Fort Pelly and across the Basquia Hills.
If this line were extended through the Beaver Valley to Lac la Biche, thence by the
Lesser Slave Lake, so as to intersect the Peace River near the mouth of Smoky
River, it would show the general course of the great fertile belt of agricultural lands
in the North-West Territory. It is not to be expected that in a stretch of over 1,000
miles the soil will be uniformly good. The fertile beltis accordingly very irregular,
often intersected and contracted by muskegs and lakes, and low ranges of hills on
which the soil is of variable quality ; there are, however, vast tracts of extraordinary
fertility, Both the quality of the soil and the salubrity of the climate improve
towards the North-West ; whilst investigations have shown that even beyond Peace
River, the productive powers of the land are astonishingly great.

It is evident that no single line of railway can traverse all the fertile portions of
a region so extensive, and that even before the trunk line is complete, branches will
be required in various directions.

A branch line could be constructed, ata comparatively small cost, to meet
the requirements of the Province of Manitoba equally well as a diversion of the main
line, which, if carried out as suggested, could not fail to be injurious to the wider
interests of the Dominion.

From all the information obtained up to this time, it does not appear advisablo
that any alteration should be made in the line as located in this district. There,
however, appears to be a feasible line, which, after passing the south end of Lake
Manitoba, takes a north-westerly course, skirting the eastern base of Riding Moun-
tain and the north end of Duck Mountain, and joining the located line in the valley
of Swan River.

The country is described as level and thickly wooded with spruce, poplar and
some maple. ( Vide Report of April 10th, 1872 : Page 56.) Small lakes surrounded
by extensive marshes are, however, found throughout this district.

The line suggested would be from 20 to 30 miles longer than the located line, but
the gradients would probably be good, and the works moderately light, and it would
therefore, be somewhat less open to objection than the other deviations proposed. ’

SURVEYS IN THE WESTERN OR MOUNTAIN REGION,

During the season of 1877, the writer travelled over the route from the Saskat~
chewan, via the Yellowhead Pass, and the valleys of the Thompson and the Fraser to
the Pacific coast, and closely examined the line at most of the difficult points of the
survey, A complete location survey was made of that portion of the line from Tate
Jaune Cache to Burrard Inlet, by which some of the difficulties and heavy work met
Wwith in former surveys have been avoided or reduced, and the line generally much
improved. When the plans and profiles are completed, and the quantities of the
several classes of work got out, they will furnish better data for making an est'mate
of the cost of construction than have hitherto been obtained. A description of this

survey by Mr. H. J. Cambie is appended.
EXPLORATION OF THE SKEENA ROUTE.

. At the outset, it became evident that there is no harbour at the mouth of the
Skeena suitable for a railway terminus. A fair anchorage isto be had in Cardena
Bay, at the southern end of Kennedy Island, but it would be extremely difficalt, if
hot impracticable, to reach that neighbourhood with a railway line.

. Attention was therefore directed to Port Simpson, at the northern end of the
Tslmpsean Peninsula,-a well known and excellent harbour, and on examination it
Was found that there are no great obstacles to carrying a line along the north side of

the Peninsula to that point.
The distance is probably 10 miles longer than to Cardena Bay, but, of the two,

this harbour is far better adapted for commercial purposes, and the cost of construct.
Ing the railway would probably be much ‘lz%sl. ’



41 Victoria. Sessional Papers (No.20) A. 1878

Engineering Features.

From Port Simpson, for about 35 miles along the north side of the Tsimpsean
Peninsula, and across the dividing ridge, 250 feet high, to the banks of the Skeena,
the works would be heavy.

In ascending the Skeena through the Cascade Mountains the works would
generally be heavy, but less so than by either the Fraser or Homathco valleys,
through the same chain of mountains.

For the first 35 miles the hills descend in steep inclination to the watet’s edge,
and there are indications of snow slides at several points. The valley averages a mile
in breadth, but the river is thickly studded with islands, and has channels washing
the base of the mountains on either side.

Above this, for a distance of about 80 miles till the eastern face of the Cascade
range is reached, the valley narrows a little, but the side hills are not so steep. The
valley then opens out somewhat, and the works would be moderate for about 40 miles,
which distance would bring the line to the Forks of the Skeena, near which there is
an Indian Village named Kitma on the map.

The elevation at this point is about 700 feet above sea level, and the gradients
would be very easy throughout the whole distance from the seaboard.

The general course of the line up to this point has been north-east, but here it
leaves the Skeena and takes a south-east course at right angles to the former, ascend-
ing the valley of the Watsonquah, which for the first 27 miles is principally a canyon,
and would require stiff gradients and heavy works in places.

The remainder of the distance, via Lake Fraser to the valley of the Nechaco,
would have easy gradients with moderately light works. The summit altitude be-
tween the Skeena and Nechaco, is only 2,400 feet above sea level. In this valley a
junction is made with the previously surveyed line from Yellowhead Pass. ( Vide
Report, February 8th, 1877, pages 274-276.)

Several attempts were made to find a pass leading directly from the Skeena to
Lake Francois, 80 as to avoid the angle between the former and the Watsonquah, and
so greatly reduce the length of the linc, but without success, as the space contained
within the angle is a compact mass of high mountains.

The distances from a common point at the mouth of the Chilacoh, near Fort
George, are as follows :—

. . Miles.
To Port Simpson, approximately...c...cceersisniesrnarees rrereenens 430
To Bute Inlet, by measurement 289

To Dean Inlet, by measurement......ccc.cosreveerrunciceiennrenenns 231

Port Simpson is, however, much nearer to the Asiatic coast, the distances to
Yokobhama being as follows :—

. Statute Miles.
From Port Simpson.ceeesesiiiiiiiieiiiiieeeeniieereniennn veieeeeenens 4,450
From Kamsquot Harbour, Dean Inlet......c.....e..... srirairens 4,720
From Waddington Harbour, Bute Inlet...... .veeeuneeresecensens 4,836

Character of the soil, &c.

There is a small area of land in the neighbourhood of Port Simpson fit for culti-
vation, In the lower part of the Skeena, many of the islands with which it is
studded, consist of rich allavial soil, but they are subject to overflow at high water.
For 15 or 20 miles below the Forks of the Skeena, and for some distance above that
&‘oint, the hills do not approach the river within two or three miles on either side.

he land is of fair quality, and covered with a light growth of poplar, birch and
spruce. There are some settlements at the Forks of the Skeena, where there was 3
fine crop of oats, almost ripe, on the 31st July, and also abundant crops of potatoes,
carrots, cabbage, &c.

The slopes of the Watsonquah Valley throughout its length are, in part, prairie
snd sustain a magnificent growth of gras;‘ fit for pasture. The roots of the grass
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intertwine and form a sod, so that 1t 'would not be killed off by allowing cattle or
sheep to crop it closely, as bunch grass is.

This part of the country is, however,(subject to summer frosts, which would
render it unfit, or at least unreliable, for purposes of agriculture.

Timber.

A tree commonly called “ yellow cypress ” is found on the Lower Skeena, which
has great strength and density of fibre, and is said to be extremely durable, but the
quantity is so limited that it may be said to have little commercial value. The
sume remark would apply to hemlock, though it was seen in some places of great
size.  On most of the islands subject to overflow, very fine cottonwood trees are to be
found, which may be utilized at some future time for the same purpose to which
basswood and whitewood are applied in the Province of Ontario.

Snow Fall.

~Through the Cascade Mountains, the snow in places lies to a depth of seven or
eight feet on the level. From the Forks of the Skeena to the River Fraser it is said
not to exceed three feet in depth, except on very rare occasions.

Minerals.

Marble was seen in beds of great thickness, varying in color from purple to
white. Some ores of copper and lead were also observed, but not in veins of any
great thickness.

EXPLORATION OF PINE RIVER PASS.

The highly favorable reports received respecting the character .of the Peace
River District, and the prospects held out of a satisfactory route being obtainable
tkrough the Pine River Pass, made it expedient to obtain further information in that
direction. Accordingly, the exploration was extended from a point in the neighbour-
hood of Lake Fraser, vid the east end of Lake Stewart, to Fort McLeod on the
Parsnip or south branch of the Peace Rivor.

This route proved very unfavourable for railway construction; subsequently,
however, a good connccting line, though more circuitous, was tound by following
down the Nechaco and the Stewart Valleys nearly to Fort George; thence in a
northerly direction up the valleys of the Fraser and Salmon Rivers, and across the
low water shed to Summit Lake, one of the sources of the Parsnip, which river was
then followed down to Fort McLeod.

Beyond the existence of an Indian trail across the Rocky Mountains from Fort
McLeod to Fort St. John, very little was known; nor was any information obtain-
able in the neighbourhood respecting the Pine River Pass, except through an old
]Ig(_ili.&n woman, who drew a sketch on the sand and explained it to the best of her
ability,

With the scant information thus obtaired, the exploration was continued from
Fort McLeod eastward : following up the valley of the River Misinchinca, an affluent
of the Parsnip, till an altitude of 5,500 feet was reached without any appearance of a
Pass. On descending tke river, a stream was discovered running into it from the
Dorth, about 35 miles above its confluence with the Parsnip. Following this up four
Wiles, it was found to issue from a small lake named Azuzetta. This proved to be
Dear the summit of the Pine River Pass, its altitude being estimated at 2,430 feet
above the level of the sea.

. Alittle beyond this the head waters of the Pine River were struck, and the
Tiver followed down eastward to the Forks, a point reached by Mr. Selwyn with a
tanoe from the Peace River in 1875. ( Vide Geological Survey of Canada, Report of
Progress for 1875-76, pages 52 to 54.) | ’

. The exploration was continued 30 miles eastward of the Forks on to the Beaver
Plains, which lie between the Rocky Mountains and Peace River.
Thus the question of the feasibility of the Pine River Pass is at last solved.
20 j—4 25
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The full Report has not yet been received, but the distance between Fort Mcleod on
the west side of the mountains, and the Forks of Pine River on the east side, is
roughly estimated at 90 miles,

The gradients are stated to be generally easy, with the exception of about tour
miles near the summit of the Pass, where they will probably be about 60 feet to the
mile, and the works in the construction of a railway would be moderately light,
except for a length of about eight miles near the summit of the Pass, and a short
length at the Forks of Pine River where they would be heavy. :

The land in the Pine River Valley, for 50 miles above the Forks, is described as
of excellent quality and well suited for agricultural and grazing purposes.

It should be observed that this fertile strip of land, lying nearly in the heart of
the Rocky Mountains, is an extension of the Beaver Plains which connect with the
great fertile belt stretching from Manitoba to and beyond the Peace River.

Should the engineering character of a line by this route prove, on closer survey,
as favourable as reported, the results from this exploration will be amongst the most
important that have been obtained since the commencement of the surveys. Some of
the serious difficulties in crossing the Rocky Mountains will have disappeared, and
this formidable chain, once held to be insurmountable, and even now felt to be a grave
obstacle to railway enterprise, can then be passed with very favourable gradients,
and with works not exceeding in magnitude those generally required on other por-
tions of the line.

In addition to the manifest advantages offered by this route, there is, further, the
important consideration that in the place of a bleak, sterile country, wherein settle-
ment is an impossibility for hundreds of miles, the line would traverse an area of
remarkable fertility with but a few short intervals of country unfit for settlement.
This route also passes between the vast mineral districts of Omineca and Cariboo.
The extraordinary results of recent mining operations in the latter give promise,
when their resources are more fuily developed—as they can only be with the assist-
ance of direct railway communication—of rivalling, if not surpassing, the far-famed
gold and silver regions of the neighbouring States, which lie in the same mountain
zone,

Port Simpson may possibly be considered, at present, too far north for the ter-
minus of the Canadian Pacific Railway, but it is important that the fact should be borne
in mind that, by virtue of low altitudes and consequent casy gradients, together with
the comparatively moderate character of the works required to reach it, this terminal
point offers advantages which would enable a Canadian line to dety competition for
the trade with China and Japan, Port Simpson being fully 500 miles nearer to Yoko-
hama than Holme's Harbour, at the mouth of Puget Sound, the proposed ultimate
terminus of the Northern Pucific Railway, while the advantage it possesses over San
Francisco is correspondingly greater.

But the Pine River Pass is not merely the key to Port Simpson; it affords com-
gearatwely easy communication with Bote Inlet, and all the intermediate inlets

tween that point and Port Simpson, the valleys of the rivers leading to these inlets
radisting from the Stewart Valley, south-west of the Pass, with exceptional direct-
ness. Thus many of the difficulties in the way of reaching Bute Inlet and the inlets
to the north of it, vid the Yellowhead Pass, can be avoided, and this probably with-
out increasing the length of the line.

The distance from Livingstone on the located line, over the Yellowhead Pass to
the confluence of the Chilacoh and Stewart Rivers, near Fort George, is 1,029 miles.
The distance between the same points vid the Pine River Pass, measures on the map
80 nearly the same as the above, that a survey alone can determine the precise differ-
ence between the two routes.

26
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TE—A 7. ~ e ——

WORKS OF CONSTRUCTION.

TELEGRAPH LINE.

Commencing at Fort William, the line is erected to a point named “Falcon,” a
distance of 137 miles, and is in operation to English River, 113 miles. Between
Falcon and Keewatin, 160 miles, considerable clearing has been done, and a line
erected for a distance of 30 miles eastward from Keewatin. Between Keewatin and
Selkirk, 112 miles, the line is erected and in operation. It is expected that the con-
nection between Fort William and Selkirk will be completed during the winter.

The line is erected and in operation between Selkirk and Livingstone, 271 miles,
but where it crosses certain lakes, ponds and marshes, a number of the poles require
to be more permanently secured. The branch line between Selkirk and Winnipeg,
a distance of 22 miles, is completed and in operation.

The line i5 erected, and has been operated from Livingstone to a point in the
longitude of Fort Edmonton. There is still, however, a considerable amount of
clearing to be done, some inferior poles to be replaced, and some portions to be
altered. At present, it is only in operation as far as Battleford.

On the western Section, between Edmonton and the existing line in British
Columbia, no portion of the line is completed, but a quantity of material has been
lelivered at points along the route.

GRADING, TRACK-LAYING, &C.

Fort William to English River 113 miles.

From Fort William, westward, the roadbed of the railway is graded continu
ously, and the bridges evected to the 77th mile; beyend this point there is an
aggregate of four miles more graded in detached portions. The rails are laid for a
dlstapce of 41 miles, and of this about 36 miles are partially ballasted, and in fair
running order.

English River to Keewatin (Rat Portage,) 184 miles,
The line has been located for construction between these points, but is not under

contract,
Keewatin to Cross Lake, 36 miles.

From Keewatin, westward, for a distance of 25 miles, a considerable quantity of
éxcavation has been done, consisting chiefly of rock. From the 25th to the 36th
mile supplies are being delivered, but grading has not been commenced.

Cross Lake to Selkirk, 76 miles.

From Cross Lake, westward, for a distance of 11 miles, there has been no grading
done. From the 11th to the 43rd mile the grading i3 in various stages of progress,
17 miles of the distance, in detached portions, being ready for tracklaying. From
the 43rd to the 76th mile the grading and bridging are completed, and the roadbed is
n good condition for tracklaying. The rails are laid, but not ballasted, for a distance
of 6 miles eastward from Selkirk.

Pembina Branch.

The length of this branch is 844 miles, extending southward from the main line

at Selkirk to the International Boundary at Emerson. Between Selkirk and St.

viface, opposite Winnipeg, a distance of 22 miles has been graded during the past

Summer, and the rails laid over the same, but it is not ballasted. From the 22nd to

the 29th mile, no grading has been done. From the Z9th mile to Emerson, the

grading was completed in 1875, with the exception of the spaces left for bridges and
approaches.

ENGINE HOUSE.

A ten stall engine house has been completed at Fort William,
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ENGINEERS' HOUSES.

At Fort William a good house has been built for the District Engineer, and
between that point and Selkirk, 18 smaller houses have been erected for the use of
the Assistants on the line during construction, which, after the line is opened for
traffic, will come into use in connection with the stations.

FORT FRANCES LOCK.

The rock excavation is nearly completed. The timber for the gates will be pro-

cured during the winter. For description of this work, vide Report of 1876. Appendix,
p. 2056-208.

CONTRACTS.

A schedule of contracts, with statement of expenditure upon the same during the
fiscal year ended 30th June, 1877, is appended.

I have the honour to be, Sir,
Your obedient servant,

MARCUS SMITH,
Acting Engineer in Chief.
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APPENDIX B.

RFPORT ON THE LOCATION SURVEY FROM YELLOWHEAD PASS TO BURRARD INLET, BY
H. J. CAMBIE, ENGINEER IN CHARGE OF SURVEYS, BRITISH COLUMBIA.

Orrawa, 23rd April, 1878,

Sir,—~On the 19th December last, I prepared a report.giving a description of the
trial location survey of the line from Yellowhead Pass to Burrard Inlet, made during
the summer of 1877,

The plans and profiles having since 'been completed, T am thereby enabled to
revise that report as follows :—

From the summit of the Yellowhead Pass to the 38th mile, westward, the line
descends the valley of the Fraser River, and, so far, it is common to all the routes
through British Columbia.

Point of divergence to Cranberry Lake, 38 to 58 miles.

The line continues to follow the valley of the Fraser, in a4 westerly direction, to
about the 46th mile, near Téte Jaune Cache, when it turns sharply to the south, up
the Cranberry Valley, to the lake of the same name. As laid out, it is pearly
level, till it enters the Cranberry Valley, and then falls gradnally to the lake, by
which the descent is distributed over a long distance. For the firat eight miles it is
high up on the mountain side, which is very steep; much curvature is required, and
the works are in rock, and very heavy.

For the remainder of the distance the curvature is easy, and the excavations are
in gravel, two miles being heavy and about ten light.

McLennan’s Creek, 100 feet wide, is the only large stream to be crossed.

Cranberry Lake to North Thompson, 58 to 85 miles,

At the 58th mile, the line crosses Cranberry Lake, which is 4,000 feet wide,and from
5 to 7 feet deep,—thence continuing in a southerly direction, it crosses the Canoe River,
a tributary of the Columbia, at the 61st mile, and ascending the valley of the Camp
River, to the 7Ist mile, there passes over a summit 2,880 foet above sea level, and
enters the valley of the Albreda Lake and River, whose waters flow, vid the Thomp-
son and Kraser Rivers, into the Strait of Georgia, about ten miles south of Burrard
Inlet, and the line follows the valleys of those rivers all the way to the last men-
tioned place. Surveys were made around both ends of Cranberry Lake, but rejected
for economical reasons. The work thence to Canoe River, 3 miles, s heavy.

Between the 80th and 82nd miles the Albreda falls rapidly, and then flowing
gently, joins the Thompson at the 85th mile. In order to keep the gradient within
a maximum of 1 per 100, the line is located on steep side hill for about 4
miles, with numerous curves of 1,146 feet and 1,433 feet radius and heavy works. -

If it were permitted to introdace a steeper gradient for a short distance, and so
keep the line in the bottom of the valley, it is probable that the curvature conld be
eased and the works much reduced without lowering the efficiency of the line
materially.

Of the works on the remaining twenty miles, four may be classified as heavy and
;i:t.{den ranging from medium to light. The material is principally sand, gravel and

alders.
North Thompson Valley, 85 to 102 miles.

Near the eighty-fifth mile the line crosses the North Thompson River, 300 feet
wide, and then follows its right bank. Being to a large extent on the hillside many
30
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curves were required, and four of 820 feet radius were used ; but at such places the
gradients are trifling, and are throughout undulating and easy.

The work varies from medium to heavy, with the exception of one pvint near
the eighty-sixth mile, where the main mountain abuts on the river, causing it to be
excessively heavy.

Crib wharfing will be required at several places for protection against the
Thompson River. ,

North Thompson Valley, 102 to 120 miles.

For the first four miles the line is on benches requiring heavy work. Irom that
point forward it is on flats, and the work is light except at a few places where the
base of the hill is washed by the river, causing some rock spurs to be cut through.
The principal streams to pe bridged are—Green River, 75 feet, and Blue River, 100 feet
wide. The grades are light and undulating, and curvature casy.

North Thompson Valley, 120 to 130 miles.

This section is all on side hills and embraces the canyon of the North Thompson
four miles in length. The works are generally in rock, and for six miles are ver
heavy, with two tunnels—one of 350 feet and one of 150 feet long. Although the
descent through the canyon is rapid, only 13 miles of 1 per 100 grade will be neces-
sary. The sharpest curves are 1,146 feet radius, No large streams are met.

North Thompson Valley, 130 1o 143 miles. _

This section is on the flats adjoining the stretch of river known as Stillwater,
which is subject to overflow when the river rises in June or July, and will require
some protection. Tworock spurs and one of gravel have to be cut through; the rest
of the work is almost exclusively embankment, and not heavy. No large structures
are required. The grades and curves are light.

North Thompson Valley, 143 to 16 1 miles.
~ Six miles of this are on side hills and require heavy work, one-third of which is
In rock ; the remaining 15 miles are on benches and flats, with medium work prin-
cipally in gravel and boulders. Several places have to be protected against
encreachment of the river, and two points between the 160th and 162nd miles
against earth sliding from above in the Spring.

The grades are undulating with four stretches of one per 100, the longest of
which is 1} miles. To avoid tuuneling a curve of 716 feet radius was used, on a
grade of 26 feet per mile. Mad River, 60 feet wide, is the only stream of consequence
10 be crossed. ‘

North Thompson Valley continued to Clearwater, 164 fo 152 miles.

Of this distance there are about four miles on steep side hill close to the river
and require protection in many of the bays. There are abont six miles of heavy
work, principally in sand, gravel and loose rock ; the rest is light. Near the 171st
Tile the line crosses the North Thompson to its eastern bank, which is then followed
% Kamloops. This crossing is 350 feet wide; and no other river of importance is
met with on this section. The grades are undulating and easy, and the curvature
18 1ot serions. By crossing to the left bank of the Thompson, near the 155th mile,
the sliding ¢lay near the 160th and 162nd miles, and some of the river protection
Wwould be avoided; but without a survey it is difficalt to form an opinion as to which
line would be best.

From the summit of the Yeilow Head Pass to Clearwater the valleys through
Which the line is Jocated are either in the Rocky Mountains proper or among some
of the outlying spurs of that range, which induces a large rainfall, and the country
18 therefore covered with a dense growth of timber, principally hemlock, cedar, fir
and spruce, with much underbrush. To the westward of the Clearwater, however,
there is a marked change in theclimate and vegetation. The rainfall decreases
Very much ; the timber becomes scattered ; bunch grass, sage and cactus appear on
the hill sides.

31
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Clearwater to Indian Reserve, 182 to 206 miles.

Assiniboine Bluff and some other side hills abut on this part of the river, and
cause about eight miles of heavy work, a large proportion of which is in rock. The
other 16 miles may be classified as medium work. Curves and grades are easy. No
large streams have to be crossed.

Indian Reserve to Head of Rapids, 206 to 220 miles.

Most of this distance is on the flats next the river, where work is light; 24 miies
of heavy work occur in clay, sand and gravel. Some river protection is required.
The only large stream to be bridged is the Barriére, 350 feet wide. The curves arc
eary and grades light.

Head of mRa_pids to Kamloops, 220 to 255 mules.

This scction includes two side hills, one five miles and the other 34 miles long, on
which the work is heavy. Tpe rest varies from medium to light. Near the 254th
mile the South Thompson, 500 feet wide, is crossed close to its confluence with the
North Thompson. The grades and curves are light.

Kamloops to Savona’s Ferry, 255 to 280 miles.

From Kamloops the line follows the Thompson River for seven miles, with easy
work and gradients, to Kamloops Lake.

In following down the south shore of the lake, Cherry Creek Bluff and some
others of bold irregular outline have to be passed, entailing ten tunnels of a total
length of 4,47 feet, principally in rock, all of it heavy—and eight miles of it exces-
sively so. 1n passing the blufis it was found necessary to use curves of 955 feel
radius, and gradients of 1 per 100 are of frequent occurrence. No large streams
have to be crossed.

Before the survey was commenced, the Thompson River was examined from the
Clearwater to Kamloops, with a view to deciding whether it would be better to have
the line located on substantially the same line surveyed in 1872, which crossed the
Thompson River a little above Clearwater, and continued on its left bank to Kam-
Joops, or to follow down its right bank and cross the main Thompson River b&tween
Kamloops and Kamloops Lake.

The latter line would be the shorter of the two, but that advantage was con-
sidered to be more than counterbalahced by the increased length of bridging, and the
line was therefore located down the left or eastern bank.

It is still, however, possible that a better line could be had by continuing down
the right bank, keeping on the north side of Kamloops Lake and crossing the
Thompson River a short distance below Savona’s Ferry ; for, by adopting that line,
or a modification of it, the distance would be shortened about three miles. Battle
Bluff, on the north side of Kamloops Lake, would have to be encountered, which is
a formidable obstacle, but might, on a closer examination, prove to be even less 80
than Cherry Creek Blutf, on the south side of the lake. The relative merits of the
two lines can only be decided by asurvey.

Savona’s Ferry to foot of Black Canyon, 208 to 308 miles.

Of this distance six miles may be classified as light work. All the rest is on the
face of benches adjacent to the River Thompson, causing heavy work which requires
protection from wash at many points. The proportion of rock work, however, is
not large. Near the 307th mile & ridge of rock forming a sharp bend in the river
necessitates a tunnel 550 feet in length. No large streams have to be crossed. Curves
of 1,146 feet radius were frequently used. The grades are undulating and short,
requiring in several instances 1 per 100.

Foot of Black Canyon to Spence's Bridge, 308 to 3217 miles.

This section is partially similar in character to that last described. Through
nearly half of it the work is of a light character and the balance heavy, requiring
river protection at mauy places. There i;zbut little rock excavation,
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The curves are mamerous, 955 feet radius being the sharpest. The grades
undulate.

Near the 326th mile the River Nicola, 300 feet wide, has to be bridged. The
Thompson River, throughout its entire length, is subject to freshets, which usually
occur between May and July, when it exceeds its winter level by 10 or 12 feet. But
as the ice breaks up and passes off in March or April, when the water is still at a
low stage, no danger need be anticipated from this source.

Spence’s Bridge to Lytton, 337 to 350 miles.

The valley of the Thompson River for most of the distance is narrow, and the
line is located along the face of the steep side hills, advantage being taken of benches
at a few points where available. The work may be classified as heavy, with a large
proportion in sand gravel and boulders. The River Nicomen, 150 feet wide, and a
few rocky ravines, are the only places requiring structures of importance. Several
curves of 1,146 feet radius and two of 935 feet radius represent the heaviest curva-
ture. The grades are undulating and easy, there being but one mile of 1 per 100.
The worst feature on this section occurs near the 333rd mile, and is known as the
Mud Slide. 1t commences at a height of 1,900 feet above the line and abount two
miles distant, and extends down the mountain side to the Thompson River where it
terminates abruptly in a bank about 1,009 feet in length and 40 feel in height. At
the point where crossed by the line, it is 1,000 feet wide, and the average forward
movement per annum ix about eight feet at the centre, decreasing gradaally towards
the sides. It is apparently caused by springs near its source, which disappear into
the ground, reappearing, at intervals. causing the earth, which is strongly impreg-
nated with alkali, to dissolve to the consistency of soap, thus forming a lubricator
between the bed-rock and the mass of earth above. By careful drainage of these
springs near their source, and divertingt hem elsewhere, the slide can doubtless be so
far stopped as Lo canse but little inconvenience.

Lytton to crossing of the River Fraser, 350 to 356 miles.

The line descends gently on sand and gravel benches, with heavy work and
much curvature for 53 miles. It then crosses over to the right bank of the River
Fraser and countinues down that side all the way to Burrard Inlet. The crossing of
the Fraser is 500 teet wide at formation level and about 120 feet above low water
mark, and can be bridged by one span of 275 feet, the abutments of which can be
founded on rock ledges several feet above the river at its low-water level.

Immediately after passing the river, and on the same straight line, there is a
tunnel 600 feet long through a rock bluff.

_ The dry country reterred to as commencing near the 182nd mile continues to
this point in a greater or less degree. It is especially marked between Kamloops
and Spence’s Bridge, where the country is sparsely timbered ; and with the excep-
tion of bunch grass (which is peculiar to dry climates) nothing can be produced
without irrigation.

Crossing of River Fraser to Boston Bar, 356 to 379 miles.

_ The work is heavy throughout this section, being in rock for upwards of one-
tllll:d of the distance. The Na-ah-latch River, 120 feet wide, and about twelve large
ravines have to be crossed. The curves are numerous, but none shorter than 1,146
feet;i radius. The grades undulate, and the maximum 1 per 100 has often to be
used.

Boston Bar to Yale, 379 to 403 miles.

At Boston Bar the line enters the Canyons of the River Fraser, which extend to
Yale. Five miles of the distance is over benches with medium work, and the rest
on a broken rocky side hill or along the face of almost perpendicular bluffs, entailing
heavy rock excavation ; and 13 tunnels, the united length of which is about 5,650
foet (=1-07 miles), the longest being 1,550 feet. The largest streams on this section
are the Skuzzy, 80 feet, and the Spozzum, about 100 feet wide, and three other
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smaller streams. There is one curve near Yale of 820 feet radius on a level; with
this exception, 1,146 feet is the shortest radius used. The grades undulate, and there
are about seven miles of one per 100. Near the 384th mile is a ravine down which
snow sometimes slides, but as the grade is high, and provision has been made for a
bridge at this point, the snow can pass underneath without danger to the super-

structure.
Yale to Sister of Rocks, 403 to 413 miles.

The work is moderate, being chiefly on gravel benches, with easy undulating
gradients, and a small percentage of curvature, five creeks have to be bridged which
vary in width from 40 to 100 feet. :

Sister Rocks to Flat below Hope, 413 to 419 miles.

From Sister Rocks for a distance of six miles to a flat three miles below Hope,
the work is heavy, with a considerable number of sharp curves on undulating gra-
dients principally 1 per 100. There are three short tuunnels, amounting in the aggre-
gate to 1,275 feet.

Flat below Hope to Harrison River, 419 to 444 miles.

The work on this section is moderate, four-fifths being on benches and flats, and the
remainder along blufly and broken side hill, with one tunnel 230 feet in length ; one
creek 100 feet wide has to be crossed. At the time of high water the toe of embank-
ments will be subject to flood at several points, but no apprehension need be felt as
to stability of line, as these banks will be of rock, and in no case subject to wash.

Harrison River to St. Mary's Mission 444 to 462 miles.

Eleven miles of this work varies from medium to heavy, with a small proportion
of rock; the other seven miles are on a low flat, liable to an overflow at extreme
flood of from three to twelve feet, entailing heavy works. The principal streams to
be bridged are the Harrison with a waterway of 900 feet, and an extreme depth of
27 fect, the Hatzic 1,400 feet wide varying from 6 to 14 feet in depth, and one other
stream 100 feet wide. The grades are undulating and curves easy.

St. Mary’s Mission to Pitt Meadows, 462 to 482 miles.

This section of the line is generally close to the northern bank of the Fraser
River, five miles of it may be classified as medium, the remaining distance heavy
with little rock. "Stave River, 1,000 feet wide and 20 feet deep at the centre with
Kanaka Creek, 400 feet wide, are the largest rivers to be crossed. The alignment and
grades are easy.

The country was explored for some distance back to ascertain the practicability
of carrying the line in rear of some partially detached hills which abut on the river,
by which the line would be shortened considerably, and some extensive works of
bridging and protection avoided. It was found, however, -that the hills above refer-
red to.were connected with the range of mountains in their rear by high ridges
which rendered it impossible to locate a line there with moderate grades.

Litt Meadows to Port Moody, 432 to 493 miles.

This section includes the Pitt Meadows, which are four miles wide, and subject
to an overflow at extreme flood of about 7 feet in depth, requiring expensive works
of comstruction. The remainder of the work varies from medium to light, without
rock excavation, 8o far as known. Where the line crosses the River Pitt it is 1,000
feet wide, and varies from 5 to 45 feet in depth. The Coquitlam, 200 feet wide, is the
only other stream of importance. The curves are easy and the grades light.

The head of Port Moody is reached at 491} miles, but that place being unsuited
for wharves owing to large mud flats which are left dry at low water for a consider-
able distance from the shore, the line was continued to the 493wd mile, where such
objections do not exist, 3
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To extend the line from Port Moody along the southern shore of Burrard Inlet
to Coal Harbour,which is just inside the entrance,the distance is 12 miles,and to English
Bay, three miles additional. On this section some rock spurs extend to the waters edge,
entailing some heavy cuttings.

The grades are easy and curves light, From the foregoing it will be observed .
that 1 per 100 is the maximum gradient used, and that some of the heaviest works
met with in the exploratory surveys have boen considerably reduced, the aggregate
length of tunnelling being now 2% miles. A considerable portion of these reductions,
however, have been effected by introducing more curvature and sharper curves at a
few points than had heretofore been employed, one of these being 716 feet radius, and
several 820 feet radius, but they were used only in localitics, where the line is level
or the gradients of trifling ascent. It is probable that a revised location in many
places would show an improved line with a considerable reduction of the works.

In passing the Cascade Mountains on this route the ravine near the 384th mile,
already referred to, is the only place where snow is now known to slide from any
considerable height across the proposed line of railway, heavy drifts occur al various
points where the configuration of the ground favours their formation, and will entail
the construction of snow sheds. The hill sides were carefully examined for traces of
avalanches, but none were found, and this result was corroborated by the testimony
of people residing in the neighbourhood, who travel the road continnally. No damage,
therefore, need be anticipated from this source. On that portion of the line, however,
in the Fraser Valley, above Téte Jaunc Cache, the mountain sides are very steep and
are grooved at places by avalanches of snow, timber and loose rock.

Grades.

Annexed is a table of gradients from the summit of Yellow Head Pass to Port
Moody, from which it will appear that 185 miles are practically level, a portion being
on grades of 5 feet per mile or less. Ascending eastward there are 66 miles of
gradients ranging from 43 to 52.80 feet per mile, 9 miles of which are included in the
first 38 miles, and are, therefore, common to all routes through British Columbia.

Between the 38th mile and Port Moody the longest stretch of 1 per 100 or 52.80
ge%et pler mile ascending eastward, is 3} miles, and the longest ascending westward is

miles,
. Lest the large number of grades ascending westwards should convey a wron
Impression, a diagram has been prepared on a scale of 10 miles to the inch, horizontal,
and 500 feet, vertical, by which it will be seen that these undulations are in many
tases 80 short that the impetus acquired before reaching the foot of the grade will
arry a train most of the way up it.
Bill of Works.

The accompanying bill of works includes everything considered necessary to
complete the railway to formation level, with iron bridges and durable structures
Similar to those on the Intercolonial line.

.. Through that portion of the interior plateau before described as subject to a very
limited rainfall, the gravel cuttings have, in many instances, been estimated with
slopes of 1 to 1, which is considered sufficient to render them safe in the arid district
Where they occur ; the natural slopes of the same material in this district being

much steeper.

I have the honour to be, Sir,
Your obedient servant,

H.J. CAMBIE,
Engineer in charge of Surveys in British Columbia.

Sawprorp Freming, Esq., CM.G.,
Engineer-in-Chief Canadian Pacific Railway.
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CANADIAN PACIFIC RAILWAY.

BRITISH COLUMBIA DISTRICT.

ROUTE No. 2.— 4928, miles.

Bill of Works, Permanent Structures.

Description.

Approximate quantities.

Clearing ...ceevveres crvneraninineeneiinciienens Acres . ,
Close cutting .eeveevevenieiieniienieiecsnnnnnin, e 240
Grubbing . ...oooovivviniinne crerienie « 170
Fencing «ccovevinvenieiiiniiiiiieniiiiiinnenenna, Rods ............ 56,600
Cattle guards ....c..ceeeveeninviniiniinienniian Pairs. ....couuee 38
Solid rock excavation... Cubic yards 3,294,000
Toose e u . 1,687.000
Earth excavation .....ceeeecvenvenienniiiannens « . 23,159,000
“ in stream diversions................... « 142,000
“ ip foundations .....c.ceeevviieinninnnnn. “ 59.000
Under draing...ccreenieiiiciinrentaeninn, Lineal feet.... 22,000
Masonry, first €lass.......ooveeiieiiiiennnna Cubic yards... 104,450
“ second Class. coveevoiversacncnanes . « - 119,300
Paving....ooceoiin e, « 26,000
Masonry in retaining walls ........o.ceeeeee «“ 154,000
Bridge spans, 275 feet clear...... .. Number . ...... 1
“ 200 e naas “ 15
143 150 113 coveoe 113 5
“ 100 B e “o 108
“ 80 B riereerrasseeeas “ e 3
“ 60 e “ 9
“ 50 e “ 18
“ 40 e e “ e 15
Line tunnels, in 10CK. «iveeeereiniiesinnnianin, Lineal feet.... 13,8556
Stream tunnels, 12 feet diameter.......... “ 500
«© 8 K« 500
i 6 e “ 812
Crib Whalﬁng, 12 to 15 feot high.......... « 22,000
6t0.10 “ ... “ 15,400
Riprap ..occccoiiviiiiienieinn e Cubic yards... 114,000
Timber in culverts, 16X12., eereeeneeeLineal feet.... 10,000
16X 8B.iviiiiiiicnnnnns « . 7,400
16X 6.reevnninniiinnnann “ 5,000
14X 120 erreeeenn. « 2 000
12X 8uvevieiiniieienens “ 1,400
Timber flatted to 12 inches ....... reeee u 1,000
6 inches ..ececvivennns ¢ . 4,000
Plank..ccccveeceeen cunee. vevras sertecerseseseas B’d Measure . 100,000
Wrought iron in beam culverts.. ..Lbs.. 10,000
“ in trestles ......ceeieienennnnnn e 136,800
Cast iron in culverts and trestles.. ... “ rreraienns 4,000
Deviations of waggon road... Miles .......... 7
Bridge for ¢ Number 1
Under erossings........ocoeeeeevivevenrveennenns “e 4
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APPENDIX C.

EXPLORATION FROM PORT SIMPSON VIA THE RIVER SKEENA TO FORT GEORGE
BY H.J. CAMBIE, IN THE YEAR 1877.

(Memorandum.)
Orrawa, April 23rd, 1878.

No harbour was found at the mouth of the River Skeena suitable for a railway
terminus.

Fort Essington, which is situated about 14 miles up the river, has been used by
small coasting steamers, but is liable to the following objections : —

About seven miles below that place the Skeena is divided by McGrath and
Kennedy Islands into three channels.

The northernm.ost is tortuous, and contains reefs of rock which unfit it for
navigation ; the central is very shallow, while the southern has only about two
fathoms of water when tide is out. Were it even practicable to reach Port Essing
ton with large vessels, it was ascertained from three traders who have each resided
at the mouth of the River Skeena for upwards of six years that that port is unsafe
as a harbour during the months of December, January and February, and sometimes
even longer, owing to the heavy masses of ice which drift up and down with the
tide.

This ice is principally from an inlet named the Eckstall which branches from
the Skeena about half a mile above Port Essington and extends S.S.E. for about 40
miles into the mountains. It has numerous flats when the tide is out; the water is
almost fresh, with very little current, and a rise and fall of tide exceeding 20 feet.
Heavy snow storms duriug cold weather in such a locality cause blocks of ice to
increase rapidly in thickness and attain such a size and weight as to endanger ship
ping and stop navigation.

There is fair anchorage in Cardena Bay at southern end of Kennedy Island, neat
the mouth of the Skeena, but it would be impracticable to cross to that island witha
Eailway line and extremely difficult to reach a point on the mainland opposite the

ay.

Port Simpson, at the northern end of the Tsimpsean Peninsula, is well known,
and seems to answer all the requirements for a terminal harbour.

The distance to Port Simpson is probably eight miles greater than to a point on
the mainland opposite Cardena Bay, but the obstacles to the construction of a railway
line are not o great, and the cost of building it would probably be less.

About 100 miles above Port Essington the Skeena Valley bends to the north-
ward, and about 60 miles further up the Watsonquah, a large tributary, which rises
near Lake Frangois, enters it from the south. By following this valley a line can be
found to the sources of the Nechaco with easy gradients and a low summit. The
distance would be shortened about 70 miles if a pass could be found leading directly

- east, from the bend before mentioned, 100 miles above Port Essington, instead o
following round the vallies of the Skeena and Watsonquah Rivers.

An exploration was made with that object, and several valleys were examined,
but without success. The southernmost and only direct pass has a summit more
than 6,000 feet above sea level. The more northern ones are not so high, but are
still impracticable.

The only available line, therefore, from Port Simpson towards Fort George must
follow the northern side of the Tsimpsean Peninsula till the valley of the Skeena i
reached, ascend that valley 150 miles to the Forks, and continue up the valley of its
tributary, the Watsonquah, 120 miles to t.’})‘lg summit. Thence it should descend the
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valleys of the Intaquah, Nechaco and Stewart Rivers to the line already surveyed
near Fort George. The distance by this route to the summit of Yellow Head Pass,
would be about 690 miles.

Engineering Features.

From Port Simpson along the southern shore of Works Canal, and across the
dividing 1idge—275 feet high—to the bauks of the Skeena, a distance of 35 miles,
the work would be expensive, being principally in rock.

For the next 40 miles the line would follow up the right or iorthern bank of the
Skeena. The valley varies from one and a half to two miles in width, but is inter-
sected by a net work of channels which extend to the base of the hills on either side,
forming islands almost without number, and leaving no continuous flat between the
base of the hills and the river. The work would be very heavy, as the mountains
arc lofty with steep rocky sides, which are swept by avalanches at about twelve dif-
terent places. 1t is probable, however, that there would be little tunnelling required,
the waler being shallow g0 that rock embankments could be built round the face of
blufts where such abut on the river. ,

Up to the Kitsilas Canon some 40 miles farther, the valley for perhaps half the
distance, continues to be of the same character cut up by channels from one side to
the other, and the works would still be heavy and in rock, though the hill sides are
less steep.  For the remainder, there ave either low flats or benches between the hills
and the river where the works would be moderate.

There yet remain 30 miles before the loftier ranges of the Cascade Mountains
are passed, and the works on a part of that distance would be heavy, as the rocky
side hills descend to the river’s bank. The larger part would be on benches, ranging
from 10 to 60 feet above the river, on which the works would be moderate.

Ahove this point the mountains recede from the river, and for the next 35 miles
the valley attains a considerable width. The benches next the river vary from 10 to
100 feet in height. The works would be moderate and in many places light.

The description has now been carried to the forks of the Skeena, about 180 miles
from Port Simpson, and about 700 feet above sea level. The ascent is gradual for all
that distance, and the grades would be easy, but require many undulations in order
1o take advantage of the most favourable ground.

_ The river Watsonquah, from its mouth at the Forks up to the Indian Village of'
Kyaghwilgate, a distance of 27 miles, is rapid, and runs most of the way through a
deep ravine, which at some places assumes the character of a canon. The works
would be generally heavy, but some exceedingly so with stiff gradients and sharp
Curves would be required vecasionally.

From Kyaghwilgate upwards the valley is favourable for railway construction,
and the works would be moderate with easy gradients for about 90 miles, where the

Be passes over the summit between the waters of the rivers Watsonquah and Intah-
quah, tributaries respectively of the rivers Skeena and Fraser, which is distant from

ort Simpson about 300 miles, and at an estimated elevation above sea level ot 2,400
feet. Thence by the valleys of the Intahquah River and Fraser Liake to the junction
With the line previously surveyed from tke Yellow Head Pass, in the valley of the
Nechaco, the works would be moderate and grades easy.

Character of the Soil.

_Round Port Simpson there is a limited area of land fit for cultivation, where the
Indiang have numerous potato gardens. Many of the Islands in the lower part of
the Skeena are composed of rich alluvial soil, but they are nsually overflowed at time
of freshet, For 15 or 20 miles below the Forks and some distance above that place,

¢ valley of the Skeena is several miles in width. The land is of fair quality and
“vered with a light growth of poplar, birch and spruce.

Mr. Hankin, a trader at the Forks, had a very fine crop of oats which was

alm‘{St ripe on July 31st. He and others had at the same time some fine potatoes,

1ps, carrots and cabbage. They had each purchased a short time previously a

39
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small berd of cattle as an experiment, and proposed cutting hay in some of the natural
meadows for their sustenance during the winter.

The slopes of the Watsongunah throughout its entire length are in part prairie,
and sustain a magnificent growth of grass suitable for pasture. The roots intertwine
and form a sod, which would prevent its being killed off like bunch-grass in case
cattle or sheep were allowed to crop it closely.

This valley, however, is subject to frequent frosts during summer which render
it unfit for agriculture.

‘ Timber.

A tree commonly called Yellow Cypress, is found on the lower Skeena which
has great strength and density of fibre and is said to be extremely durable, but the quan-
tity is limited. The same remark would apply to hemlock and cedar, though
they were seen in some places of great size. :

On most of the islands subject to overflow in the lower Skeena, there is a fine
growth of cottonwood which may be utilized at some future time for the same
purposes to which basswood and whitewood are applied in the Province of Ontario.

Snow Fall.

The Cascade Mountains, where the Skeena breaks through them, consists of two
principal ranges, which are separated by a valley extending from the Kitamat arm
of Gardner’s inlet in a northerly direction to the River Naas. 'I'he snow fall in the
westernmost of these ranges sometimes reaches a depth of 10 feet or upwards, and
the avalanches before alluded to occur there. The other range commences a little
below the Kitsilas canon and extends about 30 miles above it; here the snow fall
would average 6 or 7 feet. From the Forks to Fraser Lake the snow rarely,exceeds
3 feet in depth.

Minerals.

Marble was seen in beds of great thickness near the mouth of the Skeena, and
again about 85 miles from the coast. Some ores of copper and lead were also observed,
but not in veins of any great thickness.
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APPENDIX D.

REPORT BY MR. MARCUS SMITH, ACTING ENGINEER-IN-CHIEF, ON THE SURVEYS AND
EXPLORATIONS WITH REFERENCE TO THE LOCATION OF THE WESTERN SECTION
OF THE LINE,

CANADIAN PACIFIC RAILWAY.

OFFICE OF THE ENGINEER-IN-CHIEF,
Orrawa, 29th March; 1878.

Sir,—I have the honour to submit a report on the results of the Surveys and
Explorations made in the Central and Western regions since the date of Mr. Fleming's
last report, January, 1877.

In that report, comparative estimates are given of the cost of construction of
several lines, branching out of a common route, from Yellowhead Pags, in the Rocky
Mountains, westward, and terminating at different points ¢n the Pacific coast.

Of these several lines, only three are now under consideration ; and in the report
above referred to, they are estimated as follows, vide pages 62 and 63 :—

Route No, 2.

. Following the North Thompson, vid Kamloops, to Lytton, and by the Lower
Fraser to Port Moody, Burrard Inlet, 493 miles. Estimated cost of construction,
35,000,000,

Route No. 6.

Following the Upper Fraser to Fort George, and by the Rivers Chilacoh, Nazco,
and East Homathco to Waddington Harbour, Bute Inlet, 546 miles. Estimated cost,
$33,000,000.

Route No. 8.

Vid the Upper Fraser, Fort George, Rivers Chilacoh, Blackwater and Salmon to
Kamsquot Bay. Desn Inlet, 488 miles. Estimated cost, $29,000,000.

These estimates, as stated in the Report, «“include everything deemed necessary to
tomplete the grading of the Railway, with solid embankments, iron bridges, and,
generally, with durable structures equal in peint of character to those on the Inter-
colonial line.

Also the cost of ballasting, permanent way, rolling stock, stations, shops,
800w sheds and fences, indeed all the supplemental expenses indispensible to the
Construction and completion of a line similarly equipped and equal in efficicncy and
Permanency to the Intercolonial Railway, and basing the calculations of cost on
Precisely the same data, the same value of material and the same average value of
skilled and unskilled labour, as obtained on that work.”

There is great probability that these estimates will prove to be too low for the
¢lass of work referred to, as the price of labour of all kinds rules much higher on the

acific slope than on the route of the Intercolonial Railway. The cost, however, can
kept down by using stope and iron only for the larger structures, and culverts
Under high embankments. There is plenty of timber to be had alongside the line for
“onstructing and renewing the lighter structures when necessary. But, as the
iicrease of cost, if any, would be proportionate on each route, these es'imates were
*lieved 10 present as fair a comparison of the several routes as could be arrived at
With the date then obtained.
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These data, however, being imperfect, owing to the loss of plans and profiles of

~a portion of the route No. 2, in the fire of 1874, which destroyed the Engineers’ Offices

at Ottawa, it was deemed advisable tc have a re-survey made, and during the past
season seven parties have been engaged in that work.

A very close location survey has been made, and every effort has been employed
in the endeavour to reduce the cost of construction to a minimum. By the intro-
duction of a large number of exceptionally sharp curves a considerable quantity of
tunnelling and rock excavation has been avoided ; further, the line has been carriec
at points 8o close to the rivers as to require protection works against floods, while the
inclination of the slopes, instead of being 13 to 1, as on the other routes, has been
frequenily increased to 1 to 1, in order to reduce the amount of excavation.

From the quuntities thus obtained, an estimate of the cost of construction has
been made out at the same rates for labour and materials as on the other routes.
According to this estimate the comparative cost of the three lines would stand as
follows :—

Route No. 2.

From Yellowhead Pass vid the Rivers Thompson and Fraser to Port Moody,
Burrard Inlet, 4931 miles; estimated cost, $36,500,000. If carried to English Bay,
508 miles, $37,100,000.

Route No. 6

From Yellowhead Pass by the Upper Fraser and the Rivers Chilacoh, Nazco and
East Homatheo, to Waddington Harbour, Bute Inlet, 546 miles, $34,000,000.

Route No. 8.

From Yellowhead Pass by the Upper Frazer, and Rivers Chilacoh, Blackwater,
and Salmon, to Kamsquot Bay, Dean Inlet, 488 miles, $30,000,000.

In Mr. Fleming’s estimates, an allowance was made for possible feductions in
locating for construction. On information since obtained, however, a revision hus
been made, and the present estimates are believed to represent very fairly the com-
parative cost of construction on the several routes.

But, besides the cost of construction, other points bearing on the selection of the
route have to be considered. The chief of these are :—

1st. The extent and quality of the lands fit for cultivation traversed or brought
within easy communication with the seaboard.

2nd. Access to the mineral districts, where mining is now in successful opers-
tion. ) :
3rd. The character and geographical position of the harbour at the terminus, and
its fitness for commerce, both foreign and domestic.

These matters were discussed in a previous Report, but the enquiry was then
limited to the country lying between the Yellowhead Pass and certain points on the
Pacific Coast; during the past season, however, additional information has been gained,
and a new route has been explored by another pass through the Rocky Mountains
which diverges from the existing line at a point a little to the west of Lake Winni-

goosis. Accompanying the present Report is a map shewing the several lines
referred to, and coloured to shew the general character of the soil in different regions,
as explained in the margin. The mileage, in former Reports, is carried on from .
Fort William (Lake Superior) to Yellowhead Pass, and for convenience of reference,
the same arrangement is adopted here. :
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Southern Route (No. 2 of former Reports) vid Yellowhead Pass to Port Moody,
Burrard Inlet.

The line located for construction crosses the Red River at Selkirk, 410 miles
from the starting point at Fort Willium, thence it takes a north-west course and
continues in an almost direct line to Northeote—0629th mile—at the north end of Duck
Mountain. This is the point at which the line by the Pine River Pass would
diverge. Thenco the located line takes a wester]y course up the valley of Swan River,
to Livingstone, a few miles north of Fort Pelly.

Up to Doyle Station at the 673rd mile, the line has passed through what bas
been termed the fertile or wheat growing belt, shewn by buff colour on the map,
stretching away to the north-west, beyond the Peace River. It now crosses a tract of
soil lighter and poorer, but yet, in parts, saitable for settlement up to the 815th
mile.

Between Humboldt and Battleford—815th to 961st mile—the line touches the
northern limit of the Great Plains (coloured mauve) which stretch away southward to
the International Boundary, and are principally prairie. The soil in parts is alka-
line and saline, in others fit for the plough and for pasture, but owing to the want
of wood and good water, settlement would be practicable only at intervals. Indeed,
throughout the whole of this region, the surface water is bad and scarce, except in
the early spring.

Between these plains and the fertile lands to the north of the Saskatchewan,
there is a region of prairie, (coloured green on the map), interspersed with poplar
copse, on a loamy and sandy soil, producing good crops of grass and wild pea-vine ;
the surface water being generally abundant. A fair proportion of this is suitable
for agriculture and settlement.

The line enters this district a little to the west of Battleford, and reaches its
western boundary about the 1130th mile. In this distance of 165 miles there is
probably about an equal division of poor and sandy soil and of land fit for settlement.
From the 1130th mile to the crossing of the River Pembina at the 1267th mile the
801l is a heavy, rich loam, suitable for wheat growing, with very luxuriant vegeta-
tion, nearly identical with thai of Ontario, abounding with streams and fresh water
lakes, and ‘clothed with a continuous forest of poplar and spruce. In places, the
country is swampy, but it can be drained without difficulty.

At the River Pembina, rock is first seen on the surface—it is a sandstone, with
coal seams underlying. Between this point and the Yellowhead Pass- -1267th to 1453rd
mile—the altitude is generally over 3,000 feet above sea level; the soil is cold and
wet, with numerous muskegs; it is densely covered with poplar, occasional belts of
8prace being interspersed with strips of Banksian pine on the gravelly ridges. This
tract is unfit for settlement.

The summit of the Yellowhead Pass—altitude 3,720 feet—is the eastern boun-
dary of British Columbia ; and as this Province has formed a separate division of
the surveys, a new mileage is commenced from that point to the Pacific coast.

From Yellowhead Pass to a point within a few miles of the confluence of the
two branches of the Thompson at Kamloops—about 233 miles—the country is unfit
for settlement. The Upper Fraser, Albreda, and Thompson Rivers flow through
harrow, deep, and rock-bound valleys, with scarcely an acre of land fit for cultivation;
though in some parts they are well wooded with spruce and cedar of large size. The
Cariboo gold mines lie at no very great distance to the north-west of this part of the
route; but a high and impassable mountain range intervenes.

At Kamloops, the line is fairly on the elevated, undulating, plateau between the

ky and Ca:cade Mountains;—a belt, varying from 80 to 160 miles in breadth, and
Stretching from the International Boundary line, on the south, across the Province
In a north-westerly direction to the watershed of the continent, between the 54th
and 55th parallel of north latitude. ,

This belt is generally on a voleanic formation, and varies from 3,000 to 4,000
foet abov the level of the sea; it has been deeply furrowed by water courses; and
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the altitudes of the main valleys range from 1,000 to 2,000 feet above the sea. On
the south-east portion there is little rainfall, but the soil, though dry, is rich, and
produces luxuriant crops of bunch-grass, which is very nutritious, and ripens, as it
stands, into natural hay. The snow in this region rarvely reaches over two feet in
depth, and cattle thrive on the bunch-grass during the winter, very seldom requiring
any other feed. '

The bunch-grass extends up to about the 53rd parallel of latitude, beyond which
the rainfall increases, and Dblue-joint and other kindred grasses take the place of the
bunch-grass.

In the bottom lands of the valleys and on the benches adjoining, the soil is very
rich, producing excellent wheat and other cereals, as well as vegetables. These lanas,
however, are scattered throughout the plateau in isolated patches, and bear a very
small proportion to the whole area, They generally require irrigation, which can
only be obtained to a limited extent.

The Central, or Bute Inlet route, branches out of the one under consideration
near Téte Jaune Cache; and a line drawn from this point, so as to make an equal
division of territory between them, would cross the Cariboo road near the east end
of Lac La Hache and the River Fraser, near the mouth of Canoe Creek.

This would give a breadth of fully sixty miles on the north side of the Southern
line, and about one hundred miles on the south of it, embracing an area of about
15,000 square miles,

Nothwithstanding the advantages of its position, as being on the route to the
gold mines, both from the coast and from the United States, the population of this
district is but small, although most of the lands available bave been taken up.

By the construction of a railway to the coast a considerable impetus would, no
doubt, be given to the cultivation of cereals, which, at present find a limited market
at the centres of the mining industries. This is however, pre-eminently a grazing
country, so that it seems probable that horses, cattle and sheep would practically
continue to be, as now, the chief or only exports of the district, These, in a free grass
country, transport themselves at a cheaper rate than is possible by railway.

The district is already fairly supplied with roads and good cattle trails, and in
Appendix F, page 117 of the Engineer-in-Chief’s Report of 1877, it is shown how the
water communication can, at small cost, be rendered available, from TLake
Kamloops to Okanagan.

From Savonag’ Ferry, at the foot of Liake Kamloops, to Yale, the distance by the
line surveyed for the railway is one hundred and twenty-three miles.

It is a few miles more by the waggon road, and it is evident that if this road
were improved and developed, when required, into some inexpensive kind of railway,
it would serve this district nearly as well as a line brought across the Rocky
Mountains at great cost.

Spence’s Bridge, on the River Thompson, is, by the located line, three hundred
and twenty-seven miles from the summit of Yellowhead Pass; thence down the
Rivers Thompson and Fraser, nearly to Fort Hope, a distance little short of one
hundred miles, the valley is a mere gorge in the mountains, with no land, save a few
garden patches, fit for cultivation, and only scant pasturage on the hill sides; the
few houses on the road are only way-stations on the road to Cariboo.

Below Hope the valley begins to open up, and it becomes several miles wide, ip
places, before New Westminster is reached. = The bottom flats are generally low and
partly prairie land ; the river meandering through them is occasionally divided into
channels or sloughs, forming numerous islands; these are thickiy clothed with
eotton-wood, vine, maple, willow and other woods. There is good land on the
higher benches, though but little wheat is grown in the district. The reasons for
this, as given by the fatmers, are :—The uncertainty of the weather during the harvest
season, the alternato rains and hot sunshine causing the grain to grow in the eat
before it can be housed ; and, further, that they find it more profitable to raise stock,
coarse grains, hay, and fruit, and import their flour than to spend money in produc-
ing wheat, which, at best, would prove to be but an inferior article. The cattle are
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reared for the markets of New Westminster and Victoria; the hay and oats are sent
to the logging camps, and the fruit to the upper country.

The total area of land in the valley is estimated at a little over 500,000 acres: *
of this but a very small part is under cultivation, and it will require much labour and
expense before any extensive increase can be ohtained. The great bulk of the land
that could be most easily brought under cultivation, lies on the estuary of the river
below the point where the line leaves the valley for Burrard Inlet; and most of the
balance is on the opposite side of the river to that on which the line is located. Much
of this land is subject to overflow from the floods of the river and from high tides in
the Strait.

Taken altogether, this is a very fine district, and in course of time will have a
considerable population ; but it is obvious that the reclamation of the low lying lands
isnotto be brought about by a railway, but by means of dykes, embankments, pumping
machinery and such other works and appliances as have been successfully used on
lands in a similar condition.

Steamboats already ply between New Westminster and Yale (90 miles) twice a
week each way, and would do so daily if there were sufficient traffic. These steamers
stop at any point on the river where desired for the collection of passengers or freight,
however limited in number or quantity; a degree of accommodation greater than
could be afforded by any railway. The amount of traffic which the valley would
supply to a railway would be but limited, as its main products go seawards, and
four-fifths of the traffie, both of passengers and freight, which passes up into the interior
is in connection with the Cariboo Gold Mines, for the necessities of whose development
there must, and will ultimately, be found a shorter and better route from some point
on the coast further north. On the whole it does not appear that the prospects of
arailway on this route are encouraging.

The distance from Fort William (Lake Snperior) to Port Moody, at the head of
th% south arm of Burrard Inlet is 1,946 miles, and, if carried to English Bay, 1,961
miles.

Up to Northeote, 629 miles, the line is common to all the proposed routes westward.
Between this and the Pembina River—1,267 miles—thesoil is variable, and, as above
deseribed, only in part fit for settlement.

From the Pembina River across the Rorky Mountains, to a point near Kamloops—
420 miles—is totally unfit for settlement.  Tliere is another length of 100 miles in the
canyons of the Thompson and Fraser in a sin.ilar condition. So that from the River
Pembina, on the east side of the Rocky Mountains, to the proposed terminus at
Port Moody, a distance of 679 miles, thcre sre 520 miles on which there is no land
fit for settlement, and on the balance most of the land of any value is taken up; in
all this distance, therefore, there will scarcely be an acre within 60 to 100 miles of the
line at the disposal of the Government for ruilway purposes. The works, moreover,
will be generally heavy and costly. ’

Central Line, vid Yellowhead Pass, to Wuddington Hurbour, Bute Inlet.

This line diverges from that last described at a point thirty-eight miles west of

the summit of Yellowhead Pass, and follows the Valley of the IFraser down to Grand
apids, 181 miles from the Pass. Here the line leaves the Fraser and turns across
thfs borth end of the Cariboo Mountain Range, crossing Bear River at the 206th
mile. This river rises near Barkerviile, the chief town of the Gold Mining District,
about eighty to eighty-five miles from the point of crossing : the valley atfording
facilities for the construction of a road. The line descends fo the Fraser Valley on
the west side of the Cariboo Range, by the Willow River, and crosses the Fraser at
the 228th mile. The lower part of the Willow River Valley, for a length of fourteen

\
* Calculated from the map issued by the Chief Commissioner of Lands and Works.
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nailes, is about three-quarters of a mile wide, the soil being good both for agriculture
and pasture ; the elevation is 2,000 feet above the level of the sea. This is the first
land of any extent fit for cultivation met with since leaving Yellowhead Pass.

The line then crosses some rough ground on the right bank of the Fraser, and
reaches the Valley of the Stewart River at the 246th mile, about nine miles west of
Fort George. At this point it is fairly on the elevated plateau, betweer the Rocky
and Cascade Mountains, already described on the other route; in this district the plateau
is of low altitude, renging from 2,000 to 2,500 feet above the level of the sea.  The
line crosses it in a south-westerly direction by a series of valleys, rising gradually in
altitude to the foot hills of the Cascade Mountains, passing through the latter by
the Valley of the Homathco, to the head of Bute Inlet; the length from Yellowhead

>ass being 546 miles,

The portion of the grass region thus crossed is fully as extensive as that on the
southern route, and is in part similar in character. Towards the north, however,
the rain-fall is sufficient, without irrigation, and there is more woodland and soil fit
for the plough.

Still, in proportion to the whole, the quantity of arable land is but small, though
whatever there is, is available for railway purposes and settlement with the excep-
tion of the immediate neighbourhood of the Cariboo Mines and the approaches
to them, where a population, about equal to that which would be served by the other
route, is already located. It should be explained that the wagzon road and the accom-
?unying settlements, followed the course of gold discovery up the Valleys of the Rivers
Fraser and Thompson to Cariboo; and as the supply of farm and other produce was
obtainable in sufficient quantity from the settlements on the existing road, no farther
extension has as yet been made of road orsettlements northward of that district, The
distance of the mines from the coast by the present road waslong ag felt to be so
serious an inconvenienck that a waggon road from Bute Inlet to the mouth of Ques-
nelle was projected by the late Mr. Waddington, and 40 miles of a horse trail were
actually constructed when a stop was put to the work through the massacre, by the
Indians, of the men engaged in its construction. The proposed railway line follows
this route generally, passing within 48 miles of Quesnelle,

On the whole, this route appears much more favourable than the other. As a
colonization line it would bring a large quantity of land into cultivation, and afford
much better accommodation to the gold mining district of Cariboo, where the recent
developments in quartz mining give promise of a futurc of extraordinary prosperity-

The Northern Route, vid Yellow Head Pass, to Kamsquot Bay, Dean Inlet.

This line is identical with the last, (o a point in the Chilacoh Valley, 280 miles
from Yellow Head Pass, where it diverges to a more we~terly course, striking the
Salmon River at the entrance to the Cascade Mountains, and following the same
through the Mountains to Kamsquot Bay.

The length from Yellow Head Pass is 438 miles, being 58 miles shorter than the
last line. This is undoubtedly the shortest practicabie line across the Continent
from Red River to the Pacific, and can be coustructed at the least cost; it is also on
the direct route to the coast of China. Both of thesc last two routes have, however,
the same serious drawback as the southern line—the gicat length of sterile country
in crossing the Rocky Mountains, and the considerable stretches of indifferent land
which lie to the east of them. This objection was feit se t.ongly, that the permis-
sion of the Minister was obtained last sumrer to extend tne projecied exploration from
the Skeena to Fort George, eastward, through the Pine River Puss, as far as might be
possiblo during the season. An examination was also made of a portion of that route
east of the mountains. The following are the results obtained.

Route by the Pine River Pass to Bute and Dean Inlets.

This route diverges from the located line near Norihcote, at the north end of
Duck Monntains, 629 miles from Fort William, Lake Superior, from which point,
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following up the Valley of the Swan River about 30 miles, it would take & course as
direct as might be practicable, to a selected crossing of the River Saskatchewan,
near Fort a la Corne, passing on the way the head waters of Red Deer River, and the
Porcupine Hills.

The land in the Valley of Swan River is reported by the Surveyors to be very
rich and of considerable extent; the soil on the Basquia Hills is also reported good;
while the belt between these hills and the Saskatchewan, extending from the Prince
Albert settlement, above the Grand Forks, down to the Cld Fort, a distance of over
90 miles, is exceedingly rich land.

From the Saskatchewan, the line would be nearly direct to the foot of the Lesser
Slave Lake, skirting the north side of the Moose Hills, on the water shed of the
Beaver River. and passing the south end of Lac La Biche or Red Deer Lake. Low
ranges of hills skirt the north bank of the Saskatchewan from a point a few miles
above Fort Carleton nearly to Victoria; these are partially covered with groves of
aspen and willow; the soil is generally light, but 1s well supplied with streams of
clear water ; the pasturage is good, especially in the neighbourhood of Fort Pitt.

Between these hills and the river the soil is generally sandy, and there arc
numerous salt or alkaline lakes; but immediately north of the hills, the soil is stated
by the officers of the Hudson’s Bay Company, to be very good.

There are numerous fresh water lakes, abounding in white fish ; but also numer-
ous muskegs or swamps that will require draining.

The writer drove out 16 miles north-west of Carleton, and found the character of
the country gradually improving, as he had been led to expect from the desceription of it
given by Mr. Clarke, the Chicf Factor at the Fort, who has spent many years in this dis-
trict. An exeursion was also made from Fort Pitt to Lac la Biche. The south slope of the
Moose Hills, where the trail runs, is covered with a dense grove of aspen; but in
crossing the west end of these hills, a magnificent prospect opened out. Stretching away
to the east, north and west, as far as the eye could reach, there appeared a vast, undualat-
ing, grassy plain, rising in places into softly rounded hills, dotted and intersected
with groves and belts of aspen mixed with spruceand tamarac and clumps of willows.
This appears to have been formerly forest, which has probably been destroyed by
fire, decayed trunks of large trees being found on the hill sides. In the hollows,
bowever, there is sufficient timber left for railway and domestic purposes. The
altitude, taken at several points, averages about 1,700 feet above the sea level.

During three days, whenever the trail was left, great difficulty was found in
forcing a way through thick masses of grass and pea-vine, three to four feet in
height, and sometimes reaching nearly to the horses’ backs. As Lac la Biche
Was neared, the country became more wooded, and the track lay through long
glzdes between belts of poplar and willows, passing a number of small fresh water
akes,

There is a Roman Catholic Mission at Lac la Biche, where they produce excellent
Wheat, barley, oats and all kinds of vegetables; there are about 40 familics
Settled round the Lake, chiefly half-breeds, engaged in the fur trade, and only culti-
Vating enough of cereals and vegetables for their own use.

Between this point and the Lesser Slave Lake, the line crosses the River
Athabaska. This country has not been explored for the railway, but from informa-
tion gathered at the Hudson’s Bay Post and the Mission, it appears to be rather rough
and broken, with low hills and muskegs, but possessing intervals of good land.

. Theline would follow either the south or north shore of Lesser Slave Lake, as
might be determined by the Surveys. After passing that lake, it enters on a vast
Tegion of great fertility, extending far northward on both sides of the Peace River,
and westward to Pine River, which falls into the Peace near Fort St. John,

By this route, what. is termed the fertile belt, or wheat-producing country,
Extends nearly three hundred miles farther to the west before the Rocky Mountains
are reached than by the route over the Yellowhead Pass; a corresponding redaction
b?mg ?ade in the breadth of sterile country to be crossed in the Rocky Mountain
dlﬂtnc
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In crossing the Peace River country, the line is two degrees farther north than
on the parallel district traversed by the line to the Yellowhead Pass; but the
climate is much milder, horses wintering out on the natural pastures.

This may be due to several causes, the chief being the difference of altitude,
which is here only about one-half that on the approach to the Rocky Mountains by the
other line ; probably, also, the warm currents ot air from the Pacific ocean produce a
favourable effect.  Our surveys show that the Northern Passes in the Cascade and
Rocky Mountains are less than 2,500 feet above the level of the sea.

The valley of Pine River, from the Lower Forks, for 50 miles up, is one to two
miles wide ; the soil is good and suitable for agriculture and pasture.

This point is within 25 miles of Lake Azuzetta, near the summit, which is
estimated at 2,440 feet above the sea level.

Here the valley is narrowed to half'a mile, and is rather rough for about four miles
on the east side. On the west side the line would follow the narrow, rocky valley of
the Atunachi, about four miles, to where it joins the valley of the Misinchinca. The
latter is a fine flat valley, one to two miles in breadth, thickly wooded and containing
a considerable quantity of land fit for agriculture and pasture.

The line would follow down this to its confluence with the Parsnip, or south
branch of Peace River, which at this point is about 800 feet wide, and 5 to 8 feet
deep, with a current of 3% miles per hour. Crossing this and a tongue or high
bench, in about eight miles the line would strike Lake Tutia, the lowest in a chain
of Lakes, in the valley of the Chu-ca-ca or Crooked River, running nearly due north
into the Parsnip. At Lake McLeod the line is within 50 miles of Germansen Creek,
in the Ominica Gold District. v

The line would follow up this valley, nearly south, for about 70 miles, to the
head of Summit Lake, near the divide or watershed of the continent, which, at this
point, is a swampy flat only 2,160 feet above the level of the sea; the distance being
about three miles across to the Salmon River, which the line follows to a point near
the Fraser, there joining the located line from the Yellow Head Pass.

The distance from the point where the two routes diverge at Northcote, by the
Yellow Head Pass, to where they re-unite, is 1,081 miles. ‘

By the Pine River route it measures a little more on the map, but there will,
probably, be less curvature, and the apparent distance may possibly be reduced.

Cost of Construction.

It is difficult to form even an approximate estimuate of the cost of construction
without surveys, but the explorations across the Rocky Mountains show that &
very great reduction can be made on the rock and earth excavations by the line
through Pine River Pass as compared with the line by the Yellow Head Pass. On
the Summit there will be about eight miles of heavy work; and also on the east
side, in crossing valleys of various mountain streams some heavy bridging will be
required; butitisnot expected that anyrock cuttings or tunnelling will be necessary.
Op the west side of the pass to the point of junction of the two lines the works will
be very light, and the cost probably not more than half that on the other line, mile,
for mile.

The bridging on both lines will be rather beavy in the central or prairie region
and on the eastern slope of the Rocky Mountains, but the number of very large
structures will be much greater on thesouthern than on the northern route.

We have sections of all the large rivers and valleys on the northern route, except
Smoky River, which runs ina deep valley, near waere it joins the Peace River, here
700 feet below the level of the surrounding country.

The valleys of the streams falling into the Peace River, however, decrease in
depth towards the Rocky Mountains, and it has been ascertained that by following &
valley on the eastside, with an easy gradient, the Smoky River can be crossed at a low
level, whilst a similar means of rising to the level of the plainjon the west side will

probably be found.
Pprobadiy .8
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On the whole, the cost of the works of construction on this route may be safely
estimated, so far as our examination extends, as very considerably below that on the

other route.
Gradients.

The gradients on all the three routes may be considered fuvonrable for a moun-
tainous country, the maximum being 1 per 100 or 52.80 fest per mile, with the
exception of a portion of the Bute and Dean Inlet routes, in passing through the
Cascade Mountains, where the gradients vary from 60 to 110 feet per mile. But as
these stiff gradients are all concentrated within a space of 30 miles on each route,
the extra tractive power required for heavy loads would not be very costly, and
would be compensated for in the easier gradients after the high plateau is reached;
the gradients, moreover, are falling in the direction of the heavy traffic.

It is unnecessary here to analyse the gradients on each line; but on the whole it
is not considered that there would be any appreciable increase in the cost of workin
the traffic on these two latter routes on account of the gradients. In connection wit
this point, it may be here stated that the Central Pacific Railroad has a continuous
stretch of about 90 miles, with gradients rising 66 feet to 105 feet per mile.
ghe Baltimore and Ohio has gradients of 115 feet per mile, which are worked without

ifficulty.

Harbours at the different Termini.

The selection of a harbour for the terminus of the Railway engaged much of
the writer's attention duaring the four years he had special charge of the surveys on
the Pacific Coast. Every harbour was examined with the assistance of the
Admiralty charts; and from conversations on the subject with officers of the Navy
and of the Hudson’s Bay Company, who have navigated these waters for years, much
information was gained and communicated to the Engineer-in-Chief from time to
time.

From the information thus obtained, it is the strong opinion of the writer that
by reason of the difficulty of access from the ocean, there is really no harbour on
the coast of the mainland of British Columbia, with the exception of Port Simpson,
eligibly situated tor purposes of foreign commerce, and that in this respect, at any
rate, they are all inferior to the American Port, known as Holmes’ Harbour, at the
entrance to Puget Sound, to which it is probable that more than one American
railway will be extonded within a few years.

. On the coast of Vancouver Island, however, there are several harbours better
situated for commerce with Asia than any of the American harbours.

Of the mainland harbours, Port Simpson is easily approached from the ocean,
and is the nearest to the coast of Asia of any harbour in British Columbia, whilst
1t is fully 500 miles nearer to Yokohama than Holmes’ Harbour in Puget Sound.
It has also been shown that the Railway could be extended to it without much
difficulty from a point in the surveyed line, west of the Rocky Mountains, to Bute
Inlet; the line, however, would be 140 miles longer.—( Vide Report of the Minister of
Public Works for 18747, Appendix, page 186.)

It should, however, be talI;en into consideration that the Japan current
flows south-eastward, parallel with the coast ; consequently, on the voyage
from China, eastward, the current would be favourable, but on the outward
Voyage it would be the reverse. The steamers from San Francisce take the southern
Toute out, following the bend of the current,though the distance is thereby greatly
lellgthene‘v:i, but they return by the northern route.

Port Simpson 'is also too remote from the present industrial centres of the

rovinee, and can only be looked upon as a station to which the Railway may ulti-
Mately be extended if ever the competition for the trade with China and Japan should
demand it,
49
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Kamsquot Bay, Dean Inlet, is the next harbour for consideration. It has
been shewn that the line to this point is the shortest that has been found
across the continent, and its construction is estimated to cost $4,000,000 less than any
other that we have surveyed ; it also lies very nearly on the direct route to the coast
of Japan and China. It is situated about 7 miles from the head of Dean Inlet, on the
south-east side, being a bay formed by a projecting point of the shore on one side,
and a spit of land, well wooded, formed by the detritus brought down by the Kams.
quot or Salmon River, on the other.

1t is well sheltered from every wind, and has neurly two miles of frontage
convenient for the construction of wharves and slips.

At a short distance from the beach, however, the bottom slopes rapidly down
into deep water, leaving but a narrow belt for anchorage. Artificial moorings would
therefore, have to be provided to meet the requirements of a large fleet.

The inlet and channels leading to Millbank Sound, by which vessels would
approach from the ocean, are from one 10 two miles wide, very deep and free from
sunken rocks, affording good navigation for steamers. The distance to Millbank
Sound is about 100 miles, over which sailing vessels would have to be towed. It is,
however, a serious objection that there are no large bays or harbours near where
sailing vessels could anchor if necessary. Several of the naval officers object to all
these long inlets, on account of fogs. Our own experience has been that rain and
mist drifting along the mountain sides are more prevalent in the northern inlets,
and that the southern inlets, where the Straits are wider, are more subject to dead
fogs. In severe winters ice sometimes forms from the head of Dean Inlet down to
Kamsquot Bay, but not below it. .

There is another serious objection to Kamsquot Bay as a present terminus. It
cannot be reached from the settied portions of the Province, either on the mainland
or Vancouver Island, without crossing Queen Charlotte Sound, which involves an
exposure for a distance of 30 to 40 miles to the full swell of the Pacific Ocean, off &
coast which, in a western gale, is well known as exceptionally dangerous.

This terminus, however, would be very convenient for the Queen Charlotte
Islands, which are known to contain a large amount of mineral wealth, with some
tracts well suited for agriculture.

Should the objections against this point as a terminus prevail, then the choice
on the mainland will be limited to g&'addington Harbour, Bute Inlet and Port
Moody, or some other point on Burrard Inlet.

Waddington Harbour is formed by the silt and detritus brought down from the
mountains by the River Homathco on the north, and the Southgate on the east, It
stretches across the head of the Inlet about two miles. The anchorage in 4 to 18
fathoms, varies from 200 yards to half a mile in breadth ; outside of this the bank
slopes rapidly down into very deep water.. The best anchorage is at the north-east
angle, where it is widest and best sheltered.

It is obvious that this is mot a suitable harbour for a large fleet; it could,
however, pe made a good port by the construction of a pier, together with slips and
wharves ; there is abundance of timber and other requisite materials for such work
close at hand.

Bute Inlet is about 45 miles long and two miles wide, it is completely shut in
by high mountains on each side and by islands lying across its entrance, and is not
exposed to gales; the channel by which it is entered is designated “Culm Channel ”
on the Admiralty chart,

Port Moody, at the head of the south arm of Burrard Inlet, is a snug, well
sheltered harbour 2% miles long, and from a third to half a mile wide, with good

_anchorage; the hills enclosing it rise steeply from the water’s edge to a height of
200 to 500 feet. There is no site for a town except a flat at the upper end, pa.rtly
covered at high tide.

At Coal Harbour, just inside the first narrows, there is fair anchorage, but very
limited in extent. There is a considerable area of flat land adjoining, suitable for &
town site,
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This arm of Burrard Inlet is about 15 miles long ; the channel at the entrance is
not over 200 yards wide, and the ordinary tidal current is four to eight knots an
hour. In spring tides it is more rapid.

About half way up the Inlet are the second narrows, where the current is three
to seven knets an hour.

English Bay, at the entrance to the Inletis free from these inconveniences, it has
& considerable extent of good anchorage, and flat land adjoining, suitable for the site of a
large commercial city. This Bay, however, is exposed to gales from the west, across a
stretch of at least 40 miles of open water, being only partially protected by a spit of land
called Spanish Bank which is covered at high water; it would consequently require
extensive works to make it a safe harbour. There are also other difficulties more or
less serious, Sand-banks lie near its approach, and the neighbourhood is notoriously
subject to fogs.

But the most serious difficulty of all, is one that affects alike both Bute and Barrard
Inlets, The passage to the ocean by the north and south end of Vancouver Island is
obstructed by a group of Islands, stretching right across the strait between Vancouver
Island and the mainland.

The channels between these Islands are in places narfrow and crooked, and
subject to strong tidal currents, difficult of navigation, even for steamboats, and often
dangerous.

A list is before me of over 60 marine disasters that have occurred in these
straits within a few years.

The group of Islands commanding the channels in the southern passage are in
possession of a foreign power, and the naval testimony shows that in the event of
any difficulty with that power, commerce hy this passage would be liable to serious
interruption.

In order to conduct the railway traffic from Burrard Inlet to Esquimault, or to
any port on Vancouver Island, it will be necessary to have two transhipments, as
there sre 30 or 40 miles of open water 1o be crossed, subject to heavy gales, which
would render the adoption of a steam ferry carrying a railway train impracticable.

The railway could, however, be extended nearly due south,from a point near
Lake Sumas, in the valley of the Fraser, about 35 miles above New Westminster, in an
almost direct line to Holmes’ Harbour, which lies between Whitby and Camano Islands,
at the entrance of Puget Sound. The distance is a little over 60 miles. The country is
generally flat, and the railway could be constructed at less cost than from the same
point to Burrard Inlet.

This is a large and excellent harbour, and it is proposed by the Americans to
¢ut a canal from the Admiralty Inlet through a neck of land a mile and a quarter
across and rising 20 feet above the level of the water, so that sailing vessels may enter
from the ocean without towage, except in the short length of the canal.
th The Americans are thoroughly alive to the importance of this advantage, and
d € adjoining lands are held at a high value. The Northern Pacific Railway will

Oubtless be extended to this point, as well as other projected railways.
be By referring to the map and Admiralty Chart accompanying this Report, it will
C Seen that near Lake Sumas the line to Port Moody takes a bend north-westwards,
3“”’)‘ Ing the line farther away from the passage to the ocean, by the Strait of San
tan de Fuca, while the line to Holmes’ Harbour leads directly to it. There can be no
iP:SsEbIe doubt that if the line comes down by the Fraser Valley route, this must
. evitably bo the ocean terminus. It is impossible to force commerce out of its
atural channel for any length of time; it will find the most convenient route
©8pite national boundaries.

'he Canadian Pacific Railway would thus be placed in competition with the
Ih’élel‘lcan Northern Pacific Railroad, for the commerce centring in guget Sound ; but
buihAmemcau citizens would be chiefly benefited. A large city would be
Col up by the aid of Canadian enterprise, while the main industries of British

Umbia would receive no stimulus from the construction of the railway.
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Extension to Vancowver Tsland.

The traffic of the railway could be extended from Waddingion Harbour to Vancou-
ver Island by a ferry, and ultimately by bridging, should the commerce ever
become so great as to warrani the enormous expenditure. The main points in refer-
ence to this extension are fo clearly stated in Mr, Fleming’s Report of 1877, pages
72 and 73, that no apology is neccssary for repeating his statements here,

“ The connection may now le made by steam ferry, possibly accompanied Ly
“gome inconvenience, and subject to occasional delays. The course of the ferry
“ boats would be along Bute Inlet, to the south of Stuart Island, thence through the
“Valdez Islands to Elk Bay on Vancouver Island. The whole of this course is land,
“locked and smooth water. The distance is 64 miles. The chief difficulty is said
‘“to0 be a strong current for about {two hours a day at one yoint: with this exception,
“if the railway for the present terminated at Waddington Harbour, the water to Elk
“Bay could be as easily navigated as an ordinary canal.

“ By extending the railway along the western side of Bute Inlet, and thence
‘ across 10 Frederick Arm—a feasible scheme, but one exacting a heavy expenditure—
* Nodales Channel, a cempletely sheltered and an easily navigated sheet of water, is
“ reached. This channel is reported to be free from strong currents, shoals or other
‘¢ difficulties, and could be used by a railway ferry at all seasons of the year. The
“ ferry navigation between Frederick Arm on the main shore and Otter Cove on
“ Vancouver, is about 15 miles. The length of railway line from Waddington Har-
“ bour to Frederick Arm is about 51 miles.  The accompanying chart (sheet No. 2)
¢ ghows the relative position of Nodales Channel, Vancouver Island and Bute Inlet.”

“ From Elk Bay, or Otter Cove, a railway could be carried to Esquimault, or toa
“ much nearer point—Alberni—at the head of the Alberni Canal; possibly to Nootka,
¢ or, perhaps, with still greater ease, to Quatsino Sound. Compared with Esquimault
¢ the latter has the advantage of being fully 200 miles nearer the Asiatic coast. At
% Quatsino coal beds are reported to crop out at the water’s edge.”

It should be explained that the currents referred to are in the following channels,
and run very strong for two or three hours each day at a certain state of the tide.

1. The Cardero channel between the mainland and the Valdez and Stewart
Islands. This is in the northern passage from Bute Inlet to the océan.

2. Across channel, not shown on the chart, which separates the Valdez Islands.
This is in & line with Bute Inlet, and wculd be the channel taken for the ferry from
‘Waddington Harbour to Elk Bay on Vancouver Island.

3. The Seymour Narrows, between Valdez Islands and Vancouver Island. This
does not interfere with the ferry to Elk Bay or Otter Cove, but prevents its extension
southward to the better harbour of Menzies Bay.

By constructing the line down the side of Bute Inlet and across by the Estero
Basin to Frederick Arm, the rapids No. 1 are avoided, and there is a clear passage
thence northward to the Ocean. '

The Nodales channel between Frederick Arm and Otter Cove, Vancouver Island,
is about 15 miles in length, a mile wide, with deep water, and no strong currents or
sunken rocks; it is well sheltered, almost straight, and could be navigated at all
seasons and in all weather by & steamboat carrying a railway train. report on
the subject of this ferry has recently been made by Admiral DeHorsey.

From Otter Cove the railway could be extended to several harbours on Vancouver
Island, eithernorth or south; of these the nearest is Stamp Harbour, at the head of
Alberni Canal, Barclay Sound, the distance to which is about 100 miles.

On the first 15 miles along the shore of Discovery Passage, to Menzies Bav, the
country is rocky; thence down the coast to the River Qualicam~70 miles—-it is flat
and very favourable for railway construction. From this point the line would bend
away westward, across Vancouver Island to Alberni Canal, about 15 miles, and would
require some stiff gradients, but not very heavy works, except for a short distance.
The line could be ultimately extended from the River Qualicum to Nanaimo and
Esquimault, the distance to the latter being aboat 110 miles. '
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The district lying between Otter Cove and Esquimault is one ot the richest
tracts of country in British Columbia. It comprises a considerable extent of excellent
agricultural lands, overlying and adjoining vast beds of coal and iron ore. No less
than five coal mines are now being successtully worked, the product ranking at San
Fransisco as superior to any on that coast. The iron ores from the main island and
the Island of Texada have been pronounced, after assay, as of exceptionally good
character, while the close neighbourhood of the coal beds offers opportunity for the
establishment of iron works on an extensive scale. These advantages, added to its
agricultural capabilities, sufficient for the maintenance of a considerable population,
the general beauty of the country, and the salubrity of the climate of Vancouver
Island, give promise of a future of great prosperity.

Esquimault and Alberni (Barclay Sound) are well known and excellent harbours,
and have been already described in the Report of the Engineer in Chief for 18717,
pages 308 to 311.

The Harbour of Esquimault, at the south-east end of the Island, about 60
miles from Cape Flattery, at the entrance from the ocean, is one of the finest and
most. convenient harbours on the coast; and with the aid of easy soundings, and the
present lighting can be entered at all times. Tt affords excellent anchorage for ships
of any size, and. in no wind is the swell sufficient to create inconvenience. The
Strait of San Juan de Fuca is 10 miles wide, and the Royal Roads outside the har-
léour afford excellent anchorage for vessels awaiting towage for ports in the Strait of

eOTgla.

Stamp Harbour, at the head of the Alberni Canal, is about 36 miles from Cape
Beale at the entrance to Barclay Sound, on the west coast. It affords ample accom-
modation for vessels of any tonnage, being about two miles in length and one in
width, and having a depth of from 5 to 20 fathoms.

The channel from the entrance to the Sound, is from a mile to a mile and a half
wide, up to Uchucklisit Harbour, about 16 miles distant on the west side of the
channel. This harbour affords good anchorage for vessels awaiting towage up the
Alberni Canal, which varies from a half to three quarters of a mile in width. Sail-
Ing vessels sometimes go in with the tide, without towage, but it may be considered
that, practically, the employment of tugs is necessary.

In conclusion, the writer is desirous of expressing his strong conviction, as
the result, of detailed investigation of the subject in all its bearings, that the line by
the Pine River Pass to Bute Inlet, with extension by steam ferry to Vancouver
Island, will prove the true route, whether regarded in its national or economic
88pect. It traverses a far greater extent of good agricultural lands, and affords
bettter communication with the chief gold and coal mining districts than any other
route.

The fertile portion of the Peace River country, east of the Rocky Mountains, is
about 400 miles in length and 300 miles in breadth.

From the reports of Professors Selwyn and Macoun, Mr. Horetzky, Hudson’s Bay
officials, residents at the Mission Station and others, there is no doubt but that the
Prospects of this rich district lie in the development of its exceptional capacity for
f}le production of cercals. Mr. Macoun says: *‘ As to the capability of the country
“fOP producing grain, the barley and wheat raised at 59° north latitude, took the
N bronze medal at the Centennial, and the size and quality of all vegetable products

18 astonishing.” This can, undoubtedly, become the great wheat producing Province
of the Dominion. In aid of its development, it possesses a noble and navigable river,
Wl.neh. runs through its centre, affording easy means of collecting its produce, and

inging it cheaply te some convenient point, where it could be received bg the
railway and carried to the seaboard.” The distance from a point on Peace

Iver, near the mouth of Smoky River, to Fort William, Lake Superior, is about

1500 miles, thence by lake and river navigation to Quebec, 1,350 miles, giving a total
of 2,850 miles to the Atlantic tide water. This route, however, it must be remembered,
18 open only six months in the year.
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Westwards, to the Pacific coast, from Fort St. John on the Peace River by way

of the Pine River Valley and Pass, the distances are as follows:—
To Dean Inlet, 480 miles .
To Bute Inlet, 540 miles On the mainland.
To Alberni, Barclay Sound, 700 miles,
To squimault, 810 miles,

These ports are open throughout the entire year.

The question then arises, does not the Pacific seaboar:, notwithstanding the
greater length of ocean transit entailed, offer the best outlet for the products of the
Peace River District towards the markets of Europe and Asia? In California and
Oregon, immense qnantities of wheat are grown yearly and exported even to England
at a good profit—of wheat alone last year, San Francisco exported 4,929,690 quintals,
valued at $11,017,353.

There is no reason to doubt that the Peace River District could compete,
though at some slight disadvantage in point of distance, with the wheat-growing lands
of California and Oregon in trade with England, while it would be in a better
position as regards the Asiatic trade.

For a distance of 300 miles from the coast, to the point where the Pine River
route diverges, the line would be identical with that surveyed for the Yellow Head
route. The remainder has only been explored in part; but from the information thus
obtained, it may be safely assumed that though the line would probably be somewhat
longer, the cost of construction would be considerably less than on the parallel
portion of the route by the Yellow Head Pass.

But even were the cost of construction greater, the difference would be of
minor importance in comparison with the advantages to be derived from a line of
railway that would utilize the wonderfully productive powers which now lie dormant
in this vast region. -

Should this route meet with the favourable consideration of the Government
surveys will be required from Northcote vid the Pine River Pass to the point of
junction near Fort George, but an examination of the larger river crossings and
other difficult points on this route, together with the data obtained from previous
surveys, would afford sufficient information to enable companies to tender for
the construction and working of the whole line from Lake Superior to the Pacifie,
as provided for by Aect of Parliament.

Meanwhile, if desirable, construction could be commenced on that Division of the
line between the Pacific coast and Fort George which will not be affected by these
BUIVEYS.

On Vancouver Island.

I have the honour to be, Sir,
Your obedient servant,
MARCUS SMITH,
Acting Engineer-in-Chief.
F. Bravn, Esq., Secretary,
Department of Public Works,
Ottawa,
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PPENDIX E.

REPORT BY MR. J. CAMBIE, ENGINEER IN CHARGE OF SURVEYs IN BRITISU
COLUMBIA, ON THE ROUTE BY THE RIVERS THOMPSON AND ¥RASER, WITH
REFERENCE TO THE COMPARATIVE ADVANTAGES OF THAT ROUTE
AND THE LINE TO BUTE INLET.

Sanororp FrEming Esq., C.M.G.,
Engineer-in-Chief,
Canadian Pacific Railway.
Orrawa, April 18th, 18%78.

Sir,—I have been instructed by letter of date 15th inst., from the Secretary of
the Publi: Works Department, to report to you, on your arrival from England, my
views relative to the Routes No. 2 and 6 for the Canadian Pacific Railway, leading
respectively to Burrard Inlet and Bute Inlet in British Columbia.

In order that the comparison of these routes in the matters of length and
cost may be more complete, I shall follow them to the Ports where they first touch
the navigable tide water of the Pacific Ocean; and as those points are inadequate
for the accommodation of the shipping likely to frequent them when the line has
been completed, and a large through traffic developed, I have thought it well to
consider fo what other harbour either line may be extended hereafter in order to
obtain the requisite facilities.

Route No. 2 with extension.

At the 493rd mile from Yellow Head Summit, Route No. 2 reaches tide water at
Port Moody, Burrard Inlet, which is a good harbour, though small, and when traffic
Increases the line can, at a moderate outlay, be carried 12 miles further 1o Coal
Harbour, which is just inside the entrance to the Inlet, or 15 miles to English Bay.

On reference to replies of naval officers to questions submitted by you for their
consideration, it will be seen that Admiral Cochrane, Admiral Richards and Com-
mander Pender recommend Burrard Inlet, with the adjacent anchorage in English
Bay, as being suitable for a terminal harbour.

Route No. 6, with extensions.

At the 546th mile from Yellow Head Summit, Route No. 6 reaches tide water
at Waddington Harbour, Bute Inlet.

. From the statements of the naval authorities above cited, it would appear that
this harbour affords an extremely limited anchorage, owing to the great depth of
Water; and the tortuous character of its approaches, together with the absence of
anchorage along their bold rocky shores, renders the navigation of sailing vessels unsafe
Without the assistance of a tug. It cannot therefore be adopted as a final terminus
While other harbours offering greater facilities are available, and must be used
only ag a temporary one, with the object of extending the linehereafter to some
harbour on the outer coast of Vancouver Island ; and its capability of such extension
10 one of those harbours is the strongest argument which can be urged in its_favour.

From Waddington Harbour the line can be continued either to Stamp Harbour
at the head of Alberni Canal on the west coast of Vancouver Island, a distance of
&6
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159 miles, or to Esquimalt at the southern end of the Island a distance of 249 miles,
in both of which distances, a ferry of 15 miles from Frederick Arm to Otter Cove is
included.

To exemplify the comparative cost of lines to the above mentioned places the
following estimates are submitted ;

Estimates to temporary Terminus.

On both routes, the works as far as tide water have been estimated from trial
location surveys and moneyed out at rates suitable for the district.

After making allowance for possible improvments in location and for permanent
way and equipment, Route No. 2 from Yellow Head Summit to Port Moody, 493 miles,
will amount to $34,000,000; and precisely similar calenlations applied to Route No ¢
from Yellow Head Summit to Waddington Harbour, 546 miles, will amount to
$33,000,000.

Facilities for carrying on works.

On Route No. 2 there is good water communication in immediate proximity
to the line for 100 miles from the coast, and then a waggon road for 125
miles, followed by another navigable stretch of 100 miles, thus affording easy access
to it for two-thirds of its length; it may, therefore, safely be assumed that the works
on this portion of the line can be carried out at a much lower rate than on the other
route, which is at present devoid of any natural or artificial means of access thereto.

To bring the cost 1o a suitable basis for comparison, a deduction of at
least 12 per cent should be made on the cost of all the works of this route, below
formation level, thus reducing the total amount to $31,000,000.

Extension to permanent Terminus.

To compare the cost of extending these routes to a final terminus, is a matter
which cannot be attempted with any hope of approaching to accuracy, owing to the
want of sufficient data,—no continuous surveys having been made,—but it is hoped
that the sums named in the following estimates, will represent the difficulties to bs
encountered in each case, with sufficient accuracy for comparison.

In the case of Route No. 2 it will be necessary to add the cost of continning the
line to Coal Harbour, in Burrard Inlet, a distance of twelve miles say, $700,000, or to
English Bay, fifteen miles, at a cost of $300,000.

In regard to Route No. 6, the cost of extending the line to Alberni or Esquimalt
Harbours, on Vancouver Island, may be summed up as follows :—

Waddington Harbour to Alberni: - There ate 51 miles of railway to be
constructed along the western shore of Bute Inlet to Frederick Arm, which is knows
from actual survey to be excessively heavy, a ferry from Frederick Arm to Otter
Cove 15 miles, requiring at least three boats with slip docks, and 93 miles of rail
way from Otter Cove to Alberni, thirty of which require very heavy works—
amounting inthe aggregate to not less than $14,000,000.

Waddington Harbour to Esquimalt :—The railway to Frederick Arm and
ferry to Otter Cove, same as above, with 133 miles of railway from Otter Cove t0
Esquimalt, fifty of which are very heavy, amounting in the aggregate to about
$19,000,000.

From the foregoing it will appear that the total comparative cost” of each route
to a permanent terminus, is as follows :—

Route No. 2 to Coal Harbour or English Bay, say...... $32,000,000
“ ¢ 6 to Alberni, with the inconvenience of a 15
1] I 150 o o R SO 47,000,000

Route No. 6 to Esquimalt, with the inconvenience of a
16 miles ferry ......ccueeen.. ”%‘6 cirersenniceccsenaees 52,000,000
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The results will be brought out more forcibly, when stated in tabular form as
follows:

o (4
Distance from Summit = Distance from Summit| &
of Yellow Head Pass ! £ of Yollow Heud Pass gy
—_— < 2 <
to a8 to =8
Temporary Terminus. g Permanent Terminus. g
I &
At Miles. $ At Miles. $
[}
Route No. 2.../Port Moody.....| 493 [31,000,000{English Bay....| 508 {32,000,000

Route No. @...|Waddington Hr.| 546 i33,000,000 Alberni *........] 705 I4'7,000,000
L “ “ o “ Esquimalt*...... 795 152,000,000

. j

* With the inconvenience and delay ofa 15 mile ferry.

Objections to Burrard Inlet as a Terminus.

Burrard Inlet is open to a serious objection, which I have not yet touched
upon, viz, that in approaching it from the sea, by tho channel to the South
of Vancouver Island, vessels have to pass so mear to some of the Islands of
the San Juan group as to “ be exposed to the guns of the United States, in the event
of hostilities, and that the navigation of the channel would greatly depend on the
force of the United States in the locality ” (See C. P. R. report of 1877, page 70) the
same report then continues, “ with regard to the possibility of large sea going
vessels passing round the north side of Vancouver Island and reaching Burrard
Inlet, all the naval authorities, with one exception, express an unfavourable opinion.”

The channel at present used by vessels when passing through the Haro Strait
% reach the Strait of Georgia is at several points only about two miles distant from
San Juan and other Islands belonging to the United States. But in the event of war
With that country, a very fair succession of channels from Active pass, across Swan-
son channel throngh Moresby passage, Sydney and Baynes Channels to the Strait
of Fuca, can be had by the erection of a few beacons, and buoying out the channel
where intricate and narrow ; a vessel then using those channels, need not at any time
abproach within five statute miles of foreign territory, as will be seen in statements by

dmira] Cochrane, Capt. Graham and Commander Pender.

The channel by the North of Vancouver Island could also be used by special
¢are,and in substantiation of this fact I may state, that the steamers California 673 tons,
and Otter 400 .tons, have plied for a number of years, day and night, at all seasons
through this passage without accident, although it is neither buoyed nor lighted. In
Eeptember and October of last year H. M. S. Daring used this passage both up and
.g“’n when on her exploring trip to Port Essington. In using either of the above
iHannelg to reach the Strait of Georgia, some detention would no doubt be experienced
a?; Very large vessels, owing to strong currents at certain points, which it would be

Visable to pass at the most favourable stages of the tide.

Extra cost attendant upon the adoption of Route, No. 6.

all By the adoption of the Bute Inlet route, merely to avoid the risks of del{ijy just
Wed to, and which moreover would only occur during a war with the United
57 .
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States, $15,060,000 or §20,000,000 must be spent in the construction of 197 or 287
miles of extra railway line,—including ferry—which would cause through
freight to be carried by land, an additional distance of nearly 200 miles from Alberni,
in order tosave 150 miles of water carriage, or in the case of Esquimalt, 360 miles by

railway to suve 90 miles by water.
Frederick Arm.

The possibility of Frederick Arm being found suitable for a terminal harbour,
does not seem to require an extended notice. It has not been recommended by any
Naval Auwtherity, and an inspection of the chart leads to the .conclusion that the an-
chorage is very small; that there‘is no roadstead within many miles of it; and that

it is only suitable for slip docks for a ferry.
Gradients.

Annexed is a table of gradients from which the following conclusions may be

drawn:
Of line practically level there are on Route No. 6, 48 miles less than on Route

No. 2.
Of grade between ‘10 and *50 per 100 there are on Route No. 6, 38 miles more
than on Route No. 2,

Of grade hetween 50 and 1 per 100 there are on Route No. 6, 42 miles more than
on Route No. 2.

Of grade between 1 and 2 per 100 there are on Route No. 6, 21} miles, a large
)mpgrtion of which i3 2 per 100, and there are no corresponding gradients on Route

0. 2

It may be stated also that the grades on the Burrard Inlet route are generally
short and undalating, which is not the case in regard to the other. This will be more
clearly understood by reference to & diagram which has been prepared on a scale of
16 miles to the inch horizontal and 500 feet to the inch vertical,
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COMPARATIVE STATEMENT of grades from summit of Yellow Heal Pass to Port
Moody, Route No. 2 and Waddington Harbour, Route No. 8.

vermarm——

Rovure No. 2. Roure No. 6.

Route 2|Route @
exceeds | exceeds

Inclination.
Per cent Per cent
Miles. |ofwhole| Miles. |of wholelRoute 6:Route3.
route. route,

No. of Miles.
Level to 10 per 100! 18565 | 37 60 | 13717 | 25 10 | 47.92 |.......... .
(Over'lo to 20 « 113¢| 230;: 1617 3 vevsessenees| 483
20 to 30 « 1548 | 322] 2109 | 385 |leerernnnnn 561
30 to 40 « 1725 350 | 1641 3 84 |irrrnane
E 40 to 50« 30-26 614; 2362, 433 664 |ereereaennn
3 508 to 60 « 1205t 263 | 1177 2 15 118 o,
8¢ 60 to 70« 1243 | 253, 1481 270 l.......| 238
] 0 to 80 « 3320 6474| 2549 470 % ¢ U RSN
= 80 to 1460« 6606 | 13 42| 8032 ! 14 70 l.ceveuunnen. 1426
100t0 125 ¢ feeererennnn. eveeennss] 530 99 |ieervrnnnad] 530
12660 175 % lavvcnenndoiiinnnnnn] 384 70 foverrreraees] 384

\ 17510200 % fovveereersecforserensnnns]  12:37 2 27 feceerrennes 12:37
‘10t0 -20 9-62 181 2346 481 foveennnnd 1444

X 20to ‘30 1447 287] 2935 5 37 [eeeerenn. o] 14'88
& 30to 40 « 9-68 191 12795 233 lieereennn. 3-07
= 40to 80 <« | 2018 | 430 2377 | 435 L. | 259
& 50to 60 « 613 136 9.14 168 [euuennn. 4 231
5 60t0 70 « 11-01 2241 1106 202 leueunnn... 05
& “70to ‘80 « 8:55 193] 1592 291 |veeennnn... 737
80 to 1:00 2774 | 5 63| 5219 9 54 |ivirirnnn. | 2435

493 1002 | 546 100 = ]
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CoMPABATIVE STATEMENT of Alignment on Routes 2 and 6, shewing lengths of
different degrees of Curvature and Tangent, also the percentage each bears to
entire length of line.

§
'
RoutEe No. 2. | Route No. 6. 'is: '%
5] g
% 5
A t ' 5.3 18 3o | So
ignment. s ] > o o a0 . .
§5 || §8 |8 | o 2
H g £g | HaE & 2 = =
& 8 a5 | & =
Miles. | Miles
Straight lineu.eeee « severeeennnn.] 28558 157:90 | 32897 | 6024 |...... eeae 43-28
Curves up to 1°, radius 5,730 ft., 2883 | 585 3194 | 585 [ieeeerercnns 311
Over 1° to 2° 5,730 to 2,865 ft.| 5192 {10563 64-36 | 1179 |...cccovnn|  12-44
Over 2° to 3°, 2,865 to 1,910 ft.| 4382 | 889 52:69 | 966 [..cuenen.... 887
Over 3° t0 4°, 1,910 to 1433 ft.| 41-92 | 850 | 4117 | 754 -3 O
Over 4° t0 5°, 1,433 to 1,146 ft.| 3675 | 745 | 2233 | 409 | 1442 oveeenrnn
Over 5° to 6°, 1,146 to 955 ft. 311 63 454 [ 083 |veerinnnne 143
Over 6° to 7°, 955 to 819 ft. 125 25 fivearerinini]esenenens 125 leeciiennnens
Over 7° t0 8°, 819to 716 ft. 016 Jeeieree]oreeronerecafsennnenns 016 Jeeeer vueene
Total length.....coerecseess} 493:00 |.coueenee 546:00 |..cv.n- TR RO
Percentage of curved line to
length of respective lines... 42-10 3976 |eeeeniiiiilinenns conen
Curvature.

From the above statement of curvature, it will be seen that there are 9% miles
more of curved line on Route No. 6 than on Route No. 2; but of the sharper curves
there is & greater length on the latter, and nearly 1% miles of curvature sharper than
anything on Route No. 6. These, however, occur on portions of the line where the
grades are easy, and so compensate for the extra resistance due to carvature; while
the sharpest curves on the Bute Inlet Route occur in conjunction with the steepest
gradients.

Maintenance.

The characteristics which most materially affect the cost of maintenance are
length of line, grades, ferriage (if any) snow {all, and length of bridging.

.Ammmin§I the traffic to be equal to that on the Intercolonialline during the fiscal
year ending June 30th, 1877, and the ordinary working expenses and renewals
to be also similar to,that railway, viz.: $2,327 per mile per annum, that would cause
an expenditure of $123,000 per annum, if the line terminated at Waddington
Harbour in excess of that required to Port Moody, and if the line should be extended
to Alberni an expenditure including ferry of $483,000, and if to Esquimault $693,000

er anpum in excess of that required in maintaining a line to Coal Harbour or
“nglish Bay, and which would increase ir proportion to the amount ef business done,
while the rates for carrying through traffic would be governed by competing lines
and not by mileage carried.
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TasLE showing the comparative cost of maintaining lines to certain points in
accordance with the above calculations.

R R
Distance from Yellow Head Summit. Route No. 6 exceeds No. 2.
- ]
Route No. 2. Route No. 6. 'In annual expenditure for
In maintenance while
. traffic only equals that
Miles. on Intercolonial in
To Miles, To. Miles. 18717.
Port Moody........| 493 |Waddington .......| 546 | 53 $123,000
English Bay....... 508 |Alberni..............| 705 | 197 483,000%
« “ .......] 508 |Esquimaanlt.........| 795 | 287 693,000%

* Including an allowance for a 15 mile ferry.

It has been shown that there are some grades on Route No. 6 much steeper than
any of those on Route No. 2, and also that there is a greater length of the heavier
gradients generally, which reduce the capacity of the route and add largely -to the
cost of tramsport, thus affecting the maintenance, which would be still further
Increased by the extra wear and tear to the rolling stock from the same cause, but
1t would be extremely difficult to reduce this to a monetary value.

On the Bute Inlet route provision must be made for diverting avalanches at
several points in the Cascade mountains, which would be costly, otherwise no great
diffizulties are likely to be encountered in regard to snow on either line, westward of
Tete Jaune Cache, and eastward of that point the line is common to both routes.

.. The total length of bridging as estimated is 2§ miles on route No. 6, and 3}
miles on route No. 2, being half amile less on the Bute Inlet route, but as the estimates
have been made out for permanent structures this item need not be considered.

Local Traffic.

The resources of British Columbia are not sufficiently developed at present to
Wrnish any considerable local traffic, though the various industries give premise of
tonsiderable extension before long.

The southern portion of the Province, which is most suited for agriculture and
stock raising, would be best served by the Burrard Inlet route, while the Cariboo
Mining district, though about equi-distant from either line, can probably be morec
®asily reached by the Bute Inlet route.

. The former route, with a branch to Cariboo, ‘whenever there may be trade to
Justify its construction, would seem to serve the interests of both sections.
att, It.think I have in the foregoing referred to all matters speecially requiring
ention,
I have the honour to be, Sir,

Your obedient servant,
H. J. CAMBIE,
Engineer-in-Charge of Surveys in British Columbia.
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APPENDIX F.

CORBERPONRENCE WITH THE IMPERIAL GOVERNMENT AND OFFICERS oF THE Ro¥arn Navr
RESPEORING OERTAIN NAUTICAL SBURVEYS AND A TERMINAL HARBOUR
FOR THE CANADIAN PACIFIC RAILWAY.

The Earl of Dufferin to the Earl of Carnarvon.

GoverNMENT? HoUsE,
No. 115, Orrawa, 19th April, 1877,

My Lorp,~—1 have the honor to forward herewith to your Lordskip a copy of
a minute of Council, expressing a desire that the Imperial Government will under-
take a survey of certain ports of the coast of British Columbia.

I hawe, &c.
(Signed) DUFFERIN.

The Right Honersbie
The Barl of Carnarvon, &c., &c.

Cory of a Report of a Committee of the Honorable the Privy Coumcil, approved by His
Excellency the Governor General in Council on the 1Tth April, 1871,

On s Report, dated 16th April, 1877, from the Honorable the Minister of Public
Works, stating that special efforts have been made during the past summer and
autumn to procure information through the officers of the Admiralty and Royal
Navy, respecting the several harbors and roadways on the coast of British Columbis,
but that it would appear no surveys have yet been made of the coast adjacent to the
mouth of the River Skeena, and that no decided opinion has been obtained regarding
the waters in that quarter ;

That, as the Dominion Gevernment have no means of conducting an examias-
tion in that direction, he recommends that a request be forwarded to the Imperial
Government that they will direct & nautical survey to be made during the coming
seprson. of the channels and :guwhes at the point indicated, and that surveys sheuld
be made of Frederic Arm, the waters leading thereto, as decided information
respecting this point should be obtained before a final deeision is arrived at, fixing
the seaport terminus of the Canada Pacific Railway.

The Committee coneur in the foregoing recommendation, and submit the same
for Your Execellency’s approval,

Certified. W. A. HIMSWORTH,
Clerk, Privy Council.
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The Colonial Office to Mr. Sandford Fleming.

CoroNI1AL OFFICE,
Downine StreEr, 3rd December, 1877.

Sir,—I am directed by the Earl of Carnarvon to transmit to you, for your
information, 8 copy of & despatch received thromugh the Admiralty, from the
Commander-in-Chief on the Pacific station, together with a copy of a Repert from
the Commander of Her Majesty’s ship * Daring " forwarding pians of the channel
and approaches adjacent to the mouth of the River Skeena, prepared by him in
connection with the question of the selection of a terminus for the Canadian Pacitic
Railway.,

I a)r’n to request that the plans which are forwarded in original, may be returncd

to this Department.
Admiral DeHorsey’s despatch has been communicated to the Governor General of

Canada,
I am, Sir,
Your obedient servant,

(Signed) ROBERT G. W. HERBERT.

Saxprorp FrLeming, Esq., C.M.G.
&e,,  &e., &e.

(Copy)
Admiral DeHorsey to Secretary of the Admiralty.

“ SuAH " AT EsQuiMALT, 9th October, 1877.

Sir,—With reference to the directions of the Lords Commissioners of the
Admiralty,contained in vour letter, No. 86, of the 19th May last, (received 14thAugust),
[ have the honor to report that 1 sent the “ Daring,” Commander Hanmer, to make
a general examination of the channels and approaches of the River Skeena.

From Commander Hanmer’s report, and from such information as I have been able
to obtain, I am of opinion that, whether in view of communication with the inhabited
parts of British Columbia, or of through traffic across the Pacific, the vicinity of Skeena
13totally unfit for the ocean terminus of the proposed Canadian Pacific Railway. The
nere circumstance that the bars of the river are not navigable for ocean steamers,
¢xcept at high water, is of itself condemnatory, in my opinion. Added to this are
the difficulties of tortuous approaches on a very foggy and rainy coast, and that the
land in the vicinity is reported to consist of mountains and swamps, offering little
Inducement to settlers.
hi 1 beg to transmit herewith a copy of my orders to Commander Hanmer, and of
I: ,::Pon’ accompanied by plans of the mouth of the Skeena and of Woodcock’s

ing,
" The lateness of the season and the almost constant rain, cansed a service of this
nd (necessarily performed in open boats) to be somewhat arduous. 1 submit
mmander Hanmer's execution of it for their Lordships’ approval.
th I have forwarded a copy of this report and enclosures for the information of
© Governor General of .(}gnada.
I have, &c.

(Bigned) A. DeHORSEY,
Rear Admiral and Commander-in-Chief.

The Secrotary of the Admiralty. o
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Admiral DeHorsey's orders to Commander Hanmer.

By Algernon Frederick Rous DeHorsey, Esquire, Rear-Admiral in Her Majesty’s
Fleet, and Commander-in-Chief of Her Majesty’s Ships and Vessels employed and to
be employed on the Pacific Station.

er Majesty’s ship under your command being in all respects ready, you are, on
receiving instructions to part company, to put to sea and proceed to Nanaimo, there
to complete with coal to your utmost stowage.

2. From Nanaimo you are to proceed to the vicinity of the River Skeena, and on
your arrival you are to make a general examination of that part of the coast of
British Columbia; the Governor General of Canada having requested that a survey
might be made of the channels and approaches adjacent to that river, with a view to
fixing & terminus of the Canadian Pacific Railway.

3. In view of the lateness of the season it will be desirable to lose no time in
commencing this examination, and you are 1o return to Esquimalt before the severity
of the winter.

4. Your proceedings are to be reported to me by every opportunity ; and, as soon
as practicable after your arrival off the Skeena, you are to furnish me with an esti-
mate of the time you consider requisite for the examination ordered, specifying the
part youintend to commence first.

5. On completion of the service, your report is to be furnished me in duplicate.

Given on board the “Shah,” at Esquimalt, this 22nd day of August, 1877.

(Signed) A. F. R. DEHORSEY.
To Joun G. H. HanuER, Esq.,
Commander Her Majesty’s Ship ¢ Daring,”
By command of the Commaunder-in-Chief.
(Signed) J._ H. CLEVERTON,
Secretary.

Enclosure No.2 in Pacific Letter No. 326, of 1877.
Report of the Ezamination of the River Skeena by Commander Hanmer.

H.M.S. “ DarING” AT DEPARTURE BaY,
4th October; 187%.

Sir,—I have the honor, in accordance with your directions, dated 22nd August,
1877, to report the result of my examination of the channels and approaches to the
River Skeena, British Columbia. -

1. As regards the channels and approaches of the three named respectively,
Telegraph, Middle and North Channels, Telegraph Channel is available at high
water for ships drawing 25 feet up to Port Essington, the deepest water being on the
mainland side, abreast of Kennedy Island, and on the Island side abreast of De
Horsey Island (as will be seen by the plan annexed), heavy tide rips occur at springs.
The passage between Kennedy and DeHorsey IslandsI bave designated ‘as the
“ Middle;” it is between sand banks, which, I should think are liable to shift at
different seasons of the year, and is only fit for small steamers. North Channel (or
North Skeena Passage), has a passage for steamers of light draunght, and is entered
over a flat with about three fathoms low water springs, and has an outlet between De
Horsey Island and the mainland of only half a cable in width, at low water the ebb
tide setting strongly’ igh it. I do npot recommend it for large vessels. Port
Essington should therefore be reached from the westward, either by the Browning
Entrance, Ogden Channel and Cardena Bay, or by Dixon Entrance, Chatham Sound,
Arthur Channel and Cardena Bay. 64



41 Victoria. ‘Sessional Papers (No.20 ) A. 1878

—

2. Anchorages.—Skeena River has an extensive anchorage ground between Port
Fssington and the north end of DeHorsey Island; holding ground is good, being soft
mud ; at springs heavy tide rips occur, making boat or lighter work dangerous. Mr.
Cunningham (a trader of many years’ experience at Port Essington), informed me
that the river was never frozen at Port Esgington, but great quantities of ice come
down in the spring, as well as immense trees. During the winter months heavy
gales from the north are frequent, and, I should think, would completely suspend
communication between the shore and vessels in the stream, as there is no shelter
from their full force. High water approximate 1-0-0, F. & C. rise 24 feet springs.

Woodcock’s Landing affords a fair anchorage, but is limited in extent (plan
annexed), it is more sheltered than Port Essington, and is free from tide rips,
although the ebb tide runs between four and five knots at springs; holding ground is
good, being mud off the village, H. W. F. & C., 12" 15, rise springs 24 feet approxi-
mate, neaps 17 feet (vessels must moor).

Cardena Bay is the best anchorage in the vicinity, being sheltered from N. and
S.E.; holding ground is good; tide sets fairly through the anchorage; H. W. F. &
C., noon springs rise 24 feet ; neaps, 17 feet approximate.

The prevailing winds in the vicinity of the Skeena are said to be westerly during
the sammer months, and during the remainder of the year S.E. and N.E., with heavy
gales occasionally from the north. Fogs are frequent in August and September.
Rain is prevalent in spring and autumn, and during the stay of the * Daring,” from
Ist to 27th September, the prevailing winds were casterly and south-easterly, with
almost constant rain and frequent squalls; during the same time the barometer’s
lowest was 28° 90’ ; highest, 30° 30"

The land about the entrance of the Skeena is mountainous and densely wooded
(chiefly cedar and hemlock) and shows signs of a remarkably wet climate, and, 1
should say, is quite unfit for settlement.

I have, &c.,
(Signed) JOHN G. BANMER,
Commander .
J. H. CLEVERTON,
Secretary.

(Copy.)
The Colonial Office to Mr. Sandford Fleming.

CoLoxniAL OFricE, DowNing STREET,
218t December, 187%.

Sir,—With reference to the question of the selection of a site for a terminus on
the Pacific coast, for the Canadian Pacific Railway, I am directed by the Earl of
arnarvon to transmit to you for your perusal and information, a copy of a despatch
Teceived through the Admiralty from Real-Admiral DeHorsey, Naval Commander-in-
Chief on the Pacific Station, reporting his views upon this sabject.
I am to state that a copy of this despatch has been communicated to the Gover-
Bor General of Canada for the information of the Dominion Government.

I am, Sir,
Your obedient servant,
(Signed) R, H. MEADE.
Saxprorp FrLeming, Esq., CM.G.
—

20—
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Report of Admiral DeHorsey respecting Canadian Pacific Railway Terminus.

"

“Sgan " AT EsQuiMALT,

26th October, 1877.

Sir,—1 request you will bring under the consideration of the Lords Commission

ers of the Admiralty the following obtervations, submitting my opinion relative to
the best site for the ocean terminus of the Canadian Pacific Railway.
t 2. With a view to forming an opinion on this subjectI have carefully perused the
reports of exploration of 1874 and 1877, made by Mr. Sandford Fleming, the
Engineer-in-Chief, and I have had the advantage of personal interviews with Mr.
Marcus Smith, Mr. Cambie, and other Engineers of the Survey. An ascent of
the Fraser River, as far as Yale, and on to Boston Bar by land, has enabled me to
form some idea of the difficulty of penetrating the Cascade range of mountains with
a line of railway. I have further inspected Burrard Inlet, Haro and Georgia Straits
(as well as the inner channels emerging at Active Pass), Discovery Passage and
some of the channels in the vicinity of Valdes Island, including Seymour Nar-
rows. An examination has also been made by their Lordships’ direction of the
approaches to the Skeena River, the result of which has been reported in my letter,
No. 326, of the 9th instant.

3. The question of site of ocean terminus should, it appears to me, be deter-
mined by two main considerations (besides feasibility in an engineering point of
view) :—

1st. Its suitability for the interests and traffic of the populated parts of British
Columbia, that Province having joined the Dominion upon the promise of a railway.

2nd. Its being situated at a convenient port for ocean steamers to take up,
direct from wharf accommodation, the througlru) traffic for Australia, China, Japan,
and other places across the Pacific at all seasons of the year and in all weathers.

4. Bearing in mind these considerations, it appears desirable to reject all idea of
a terminus on the coast between Vancouver and Queen Charlotte Islands. The navi-
gution of that part of the coast, judging from the charts and from the reports of
Admiral Richards and other naval officers, is decidedly unfavorable, and 1 should
equally reject the vicinity of the River Skeena owing to the prevalence of fog, ice
and other climatic causes incident to a high latitude, as well as to the difficulties of
approach from sea.

5. If the above views are correct, the question of site for the terminus is narrowed
10 a choice between Burrard Inlet and a port in Vancouver Island.

6. Burrard Inlet does not appear suitable for an ocean terminus on account of
difficulties of navigation to seaward. The tortuous channel from Burrard Inlet to
sea through Haro Strait will frequently be unsafe on account of the strength of the
tide, great prevalence of fog and absence of anchoring depth. Burrard Inlet itself
also, although possessing a safe port in Coal Harbour, and a good anchorage in Eng-
lish Bay, has these objections, viz.: that the narrow entrance to Coal Harbour through
the First Narrows is hardly safe for large steamers in consequence of the rapidity of
the tide; and that English Bay, although affording good anchorage, would not, in my
opinion, be smooth enough during north-westerly gales for ships to lie at wharves,
there being a drift of forty miles to the north-west.

7. Another grave objection to Burrard Inlet as the final terminus, is the pos:
session of San Juan and Stuart Islands by a foreign power. These islands form the
key of the navigation inside Vancouver Island. In case of war with the United
States that power might readily stop our trade through Haro Strait . (San Juan was
visited last month by General Sherman, I believe with a view to its fortification.)

8. Condemning Burrard Inlet for the above reasons, I conclude that the terminus
should be in Vancouver Island, which may be reached in three ways :—

1st. By steam ferry carrying a train from Burrard Iniet to Nanaimo.

2nd. By bridging Seymour %nm‘ows.

3rd. By steam ferry, carrying a train from Estero Basin (Frederick Arm) t0
Otter Cove.
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9. The train once landed on Vancouver Island, can, I understand, be carried
without much difficulty either to Esquimalt or to Quatsino Sound, or perhaps to
Barclay Sound, where Uchucklesit Harbour forms an admirable port.

10. The first method of crossing the Strait, that of a steam ferry from Buarrard
Inlet to Nanaimo, has three objections,—1st. The drawbacks above moentioned to
navigating the First Narrows, and to going alongside a wharf in English Bay ; 2nd. The
difficulty and certain frequent detention in mid-channel, owing to fog; 3rd. The
heavy sea with north-westerly and south-easterly gales, which would be at least
inconvenient for the conveyance of a train across the Strait of Georgia. Another,
and I think a cardinal cbjection, to the route by the coursc of the Fraser River and
Burrard Inlet, is its passing within six or eight miles of United States territory, and
its consequent liability to destruction when most wanted in time of war,

11. The second method that, of a line of railway across Valdes Island without
water conveyance would require very expensive bridging. Valdes is not one island
as shown on the Admiralty Chart, but consists of three or four islands.

The main difficulty, of course, exists in bridging Seymour Narrows, a distance of
2,575 feet, in two spans of respectively 1,200 and 1,350 feet. To execate this work
the middle pier has to be erected on a rock, said to be eighteen feet under water at
low tide, with & velocity of tide over it of from five to eight knots. This would be a
work of vast magnitude and cxpense, even if it be practicable to place a foundation
on the rock, which I doubt, as there is hardly any slack tide. Nor must it be for-
gotten that bridging Seymour Narrows would, as regards large ships, obstruct the
only practicable channel between Vancouver Island and the Main. This alone
should, in my opinion, preclude its attempt.

12. The third method, and the one I recommend, that of ferrying a train from
Estero Basin to Otter Cove, is, in my opinion, not only feasible, but perfectly simple.
I'have carefully examined this route, and find :—

1st. That Otter Cove is well adapted for a pile dock terminus for the steam ferry.

2nd. That the head of Frederick Arm, at the entrance to Estero Basin, is also
well adapted for a pile dock terminus.

3rd. That the channel between the two is easy of navigation, being nearly
straight, free from dangers, smooth as glass, sheltered from all winds, and having
very little tidal stream,

13. The tide in this, the Nodales Channel, is noted on the chart as running from
two to three knots, but I think it is much less.

Ispent five hours in this channel during what should have been the strength of
the tide, the day before the full moon, and found the tide scarcely perceptible.

The distance for steam ferry between the two ports is thirteen miles of still,
;1?‘3!‘ navigation, and I consider it may, with proper signals, be safely traversed in

og.

14. In advocating the route by Frederiek Arm, it will be observed that I am
&suming that the railway can be brought to that poiat.

. This assumption is borne out by Mr. Fleming’s report of 1877, in which he states
It to be “ a feasible scheme,” but one exacting a heavy expenditure, which expendi-
ture would, I suppose, be in part compensated by the route No. 6, from Yellow Head

438 to the head of Bute Inlet, being estimated at two million dollars less than that
by the Lower Fraser (No. 2) to Bnrrard Inlet.

15. From conversation with Mr. Marcus Smith (the principal officer of the survey,
Dext to the Engineer-in-Chief) I am given to understané) that the Rocky Mountains
¢4 be crossed at a comparatively low level, and that the line can be carried through
4 far less mountainous district by avoiding Yellow Head Pass altogether, and selecting
3 route by Lesser Slave Lake and Pine River Pass, and thence in a more or less
direct line to Bute Inlet. Should this prove correct, it will be an additional reason
°r ending the main land route at Frederick Arm rather than at Burrard Inlet,
Ymitting, as I do, all consideration of taking water conveyance from the head of

Ute Inlot on acGount ot its length and tortuous passages, which would be impracti-
table in foggy weather. ‘
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16. Having thus come to the conclusion that the line should pass by Frederick
Arm, and that the train should be conveyed by steam ferry through Nodales Chan-
nel, to Otter Cove, the extension to one of the good ports of Vancouver Island
remains to be considered.

17. In future years, I imagine that for the sake of more direct through ocean
traffic, & line will be extended to Quatsino Sound, by bridging Quatsino Narrows, and
thence on to & terminus at Winter Harbour,

18. But for Present wants, it reems that the line should be continued from Otter
Cove past Bayne's Sound and Nanaimo to Esquimalt, there 10 make the ocean ter-
minus. This port is easy and safe of approach at all times; its dock (to take the
largest ships) has been commenced, and there is reason to think that the line com-
ing from tge princigal collieries and iron districts on Vancouver Island, ought to pay
itself in great part by the conveyance of minerals to Esquimalt for shipment. Not
only for trade, but for the supply of coal to Her Majesty’s Squadron at Esquimalt, &
line of rail from Nanaimo would be advantageous, as the possession of San Juan
l;miglm; ?nable the United States, in case of war, to cut off our supply from the mines

sea.

v 19. Assuming, therefore, that a line of rail between Esquimalt and Nanaimo
will be constructed, not only for the reasons above detailed, but because its construc-
tion ?pears to have been virtually promised by the Dominion Government in
accordance with Lord Carnarvon’s suggestion (a large portion of the rails are actually
lying at Esquimalt), the chief difficulty connected with the Vancouver part of the
through line will be overcome, for I understand that the extension of the line from
Nanaimo to Otter Cove presents comparatively few difficulties.

20. It will be observed that I have omitted consideration of a terminus in Howe
Sound. This is because the same objections in respect to difficulties of navigation to
sea through Haro Strait, apply to Howe Sound as to Burrard Inlet, and with greater
force. The route to Howe Sound is also, I observe, estimated to cost six million
dollars more than that to Bute Inlet.

21. Finally, whilst submitting the foregoing remarks in accordance with their
Lordship’s intructions to me, of the 23rd Aungust, 1876, I beg to express much diffi-
dence in respect to such as are not striotly within the scope of the Naval Service.
Viewing the shortness of my stay in British Columbia waters, this Report cannot
pretend to deserve much weight; but it has, I submit, one merit, that of coming from
an officer who, from bhis position, must be totally disconnected from all local interests.

I have, &c.,
(Bigned) A. D HORSEY
Rear Admiral and Commander-in-Chief,
The Secretary
To the Admiralty.
(Copy)

Afr. Sandford Fleming to the Hon. A, Mackenzie.

CANADA Bompinas, 31 QUEEN VioroRIA STREET,
Lonpon,JE.C,, 26th December, 1877.
Dzan Sm,b—;} bave received copies of Admiral DeHorsey’s despatches of the 9th

and 26th October, respecting & terminug_for the reilway in British Columbia, the
originals of which have been forwarded to Ottawa.

8
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Admiral DeHorsey gives expression to very decided views: amongst other'things
he recommends the rejection of all idea of a Northern terminus. In acting on thiy
recommendation, the Government should, I think, have something more, if possib]e,
than an opinion, however strongly expressed. T think it should be in possession of all
the information which exists; indeed it would be desirable to have on record data
sufficient to enable any one to judge of the propriety of completely rejecting a
northern terminus from consideration, before that course is linally adopted.

I have considered it my duty, therefore, to address a communication to the
Colonial oftice (of this date) a copy of which I herewith enclose.

T am, dear Sir,
Yours very truly,

(Signed) SANDFORD FLEMING.
The Hon. A. MACKENZIE,
Minister of Public Wdrks,
Ottawa,

My, Sandford Fleming to the Colonial Office.

CANADIAN AgENCY, 31 QUEEN VicToriA StrEET, E.C.
Loxpox, 26th December, 1877.

Sir,—1I beg to acknowledge the receipts of Admiral De Horsey’s despatches of
dates 9th and 26th October, on the subject of a site for a terminus on the Pacific
Coast for the Canadian Pacific Railway, both despatches having by the direction of
the Earl of Carnarvon been recently transmifted to me for perusal.

_As requested by you, I now return the plans of the mouth of the River Skeens,
which accompanied Admiral De Horsey’s despatch of the 9th October.

I have carefully read these important documents, and I find that the River
Skeena is objected to on account of difficulties of approach from sea and climatic
¢auses incidental to a high latitude. In considering these objections, I have thought
It possible that the Canadian Government, before completely rejecting all idea of a
Dorthern terminus, may desire to obtain some further information. I deem it my
duty, therefore, in order that delays may be avoided, to suggest that the following
enquiries be made :—

1. If the nautical examination instituted by the Admiralty, have Leen extended
to Metlah Catlah, Port Simpson, or other points on the coast, beyond the immediate
mouth of the River Skeena, with the view of ascertaining how far any of them may

eligible for the purpose of a terminus.

. 2. If the Admiralty is in possession of data respecting the prevalence of rains,
Winds, fogs, &c. on the coast referred to, which would admit of a comparison being
Made between it and well-known places in nearly corresponding latitude on the coast
of Europe or elsewhere. Take for example the coast of British Columbia, between
latitudes 54 and 55, embracing Dixon Entrance, Portland Inlet and River Skeena, as
Compared with the coast of Great Britain, between latitudes 56 and 56, embracing

¢ north channel and the Frith and River Clyde.

I have, &e.,
(Signed) SANDFORD FLEMING.
Rozepr G. W. HererrT, Esq.,

Colonial Office.
69
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(Copy-) .
The Colonial Office to Mr. Sandford Fleming.

CoLroNIAL OFFIcE, DOWNING STREET,
3rd January, 1878.

Sir,—I am directed by the Earl of Carnarvon to acknowledge the receipt of your
letter of the 26th December, making certain enquiries in connection with a report
recently furnished by Rear Admiral de Horsey, respecting a site for the terminus of
the Canadian Pacific Railway.

Lord Carnarvon desires me to inform you that he has forwarded a copy of your
letter to the Board of Admiralty, with a request to be supplied with an answer on
the points which you have raised.

I am, Sir,
Your obedient servant,
(Signed)  B. II. MEADE.
Sanprorp FrLEMING, Esq., C.M.G.

(Copy)
The Colonial Office to Mr. Sandford Fleming.

CoLoNIAL OFFICE,
Downing StreEe?, 9th February, 1878.

Sir,— With reference to your letter of the 26th of December last, asking that
certain information may be o{tained from the Board of Admiralty, in regard to the
coast of British Columbia, beyond the immediate neighborhood of the mouth of the
Skeena River. I am directed by the Secretary of State for the Colonies to transmit
to you, for your information, a copy of a letter from the Board of the Admiralty,
with the charts which accompanied it.

Should you wish the Hudson Bay Company to be consulted in regard to the
climate on the portion of the coast referred to, as suggested by the Admiralty, Sir
Michael Hicks Beach will be happy to give the necessary dircctions for this purpose,
although the Company would no doubt give you any information in their powerona
direct application from yourself.

I am, Sir
Your obedient servant,
(Signed) ROBT. G. W. HERBERT.
Sanprorp FLEMING, Fsq., C.M.G.

(Copy)
The Board of Admiralty to the Colonial Office.

ApMmiraLTY, 10th January, 1878.

Sir,—With reference to your letter of the 3rd inst., forwarding copy of rommu-
nication from Mr. Fleming, the Chief Engineer of the Pacific Railway, in which he
requests to be supplied with any information which this Department may have in its
possessiongrelative to the nature of the coast of British Columbia, beyond the imme-
diate mouth of the River Skeens, and as to the meteorology of those parts, I am
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commanded by my Lord’s Commissioners of the Admiralty to acquaint you, for the
information of the Earl of Carnarvon, that the coast and inlets from the Skeena
River, northward to the boundary of British Columbia, were charted by Admiralty
surveyors in the years 1867-8 and 9, to meet the requirements of navigation ; but
these surveys took place before the question of a railway terminus had arisen, and
their results are published in the accompanying charts Nos. 1,923 a, 364, 2,426, 2,431
and 2,190.

2. In this extent of coast there is not, in the judgment of Staff Commander
Pender, who was in charge of these surveys, a suitable site for a terminus.

3. A meteorological journal was kept during the progress of the Admiralty sur-
vey (1867-8-9) which is in manuseript at the Hydrographical Department of this
office, and may be consulted or copies taken by Mr. Fleming.

4. I am further to inform you that the Hudsons' Bay Company could probably
give some statistics of weather, etc. from their Jong established trading post at Fort
Simpson. The mission stations at Metlah Catlah and Kincolith could also possibly
supply information on these points.

I am, ete,,
(Signed)  ROBT. HALL,

The Under Secrotary of State,
Colonial Office.
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APPENDIX G.

REPORT ON AN EXPLORATION OF PINE RIVER PASS BY MR. JOSEPH HUNTER.

CanapIaN Paciric Ratnway Orrick,
Vicroria, B.C., 19th January, 1878.

Sir,—1 beg to submit the following report on my explorations in British
Columbia during the past season in connection with the survey of the Canadian Pacific
Railway,

M}? duties, as set forth in your instructions of May last, were to obtain a general
knowledge of the country north of the great bend of the Fraser River and east of
the Telegraph Trail, in continuation ot previous northern explorations, and in con-
nection with a proposed examination of the route by the River Skeena; to seek for 4
pass through the Rocky Mountains by way of Pine River; and, if such existed, to
determine its position and character, as well as cxamine its approaches from east
and west. It was suggested that I should travel by the Telegraph Trail from Ques-
nelle to Stony Creek, thence to McLeod’s Lake by way of Fort St. James, and then
eastward to the Rocky Mountains, returning to Giscome Portage by a route as far
south as practicable, and along the Fraser to Quesuelle.

This programme, although apparently simple enough, was sufficient to occupy
me during nearly the whole of the open season.

Business relating to another Department detained me in Victoria till the 22nd
of June, on which day I left for the Upper Country, arriving at Quesnelle on the
29th. I here tound a pack-train waiting, numbering thirty animals, with the neces-
sary equipment and supplies for the season. Ten of these with their loads were to
be sent to the Forks of Skeena for service in connection with the proposed explora-
tion of that river; the remaining twenty to be used by myself and party as circum-
stances might direct.

The pack-train left Quesnelle by the Telegraph Trail on-the morning of the 30th
June. On Monday, July 2nd, I followed, and the same day overtook the train at
Blackwater River, 43 miles from Quesnelle.

Sinkut Liake was reached on the forenoon of the 6th July, and as the trail by
which we intended to travel eastward diverged from the main trail near this point,
we camped here, and occupied the remainder of the day in selecting the animalgoand
stores which were to be sent to Skeena Forks. These were despatched to their des-
tination on the morning of the 7th, and the same day our train made the Nechaco
River Ferry.

In the meantime, I rode round by the upper crossing of Stony Creek to where
the line of Division “8,” 1876, crosses the Telegraph Trail at Station 3220-50,
Lat. 53° 65’ N., Lon. 124° 8 W. Altitude above the sea, 2,403 feet. This I took as
the initial point of the season’s operations, und commenced a track survey along the
trail towards Fort St. James.

From the starting point the trail runs along the left or north bauk of Stony
Creek for 2§ miles, when it crosses at a fishing weir to the right bank, and follows
8 north-easterly course for two miles, leaving the Creek to the left. It then turns
north-westerly, and re-crossing Stony Creek at a swampy ford, reaches the Nechaco
Ferry at 't} miles.

he Nechaco River is here about 525 feet wide, maximum depth of water ten
feet; current running five miles an hour over a sound gravel bottom. A small
island lies in mid-channel & little below the ferry, and for some distance along the
right bank above and below this point the land is of good quality and pasture
abundant.
=
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The stores, rigging and animals were crossed on the evening of the 7Tth, and we
started forward early next’morning.

The trail, on leaving the river, ascends at once about 150 feet 1o a fine grassy
plateau of rich soil, snitable for profitable cultivation. At 4} miles from the river,
the northert. edge of this plateau is reached, and the trail begins to ascend in a
northerly direction, the dividing ridge between the Rivers Nechaco and Stewart. The
summit 1s crossed at an altitude of 720 feet above the Nechaco, dixtant therefrom
atout 10% miles. The descent to the Stewart River of 840 teet is made in 51 miles.
On the last mile the fall is 470 feet, but the trail in this locality seems to have been
carried over ground considerably above the average level of the surrounding
country.

St}ewart River runs on asoft muddy bed with a sluggish current, and at the ferry
is about 600 feet wide. The river valley at this point is a little over half a mile in
width.

From the ferry, the trail turns up stream and winds along the left bank 10 to 25
feet above water-level for three miles, when it begins to diverge from the river to the
right, and, ascending by three benches, gains at the fourth mile from the crossing a
sandy plateau, 240 feet above the level of the river. After following this platean, at
nearly the same altitude, for three miles, the trail descends 70 feet inte the valley of
Nine Mile Creek, which it crosses. It follows down the right bank of this creck,
through some rich grass and good land, for seven and a half miles, when it leaves the
¢reek and ascends to the east, passing the base of a rocky slide from which Stewart’s
Lake can be seen. The trail then runs along a hard rocky ridge for a short distance,
when, descending into the low plain, nearly on the level of Stewart’s Lake, it runs
N.53% W. till reaching that lake at Fort St. James, a trading post of the Hudson
Bay Company, 46% miles from the starting-point at Stony Creek. We arrived here
on the evening of 10th July.

Leaving Fort St. James on the 11th, our route lay for five miles N.70° E. through
anarrow belt of fine grassy country, 170 feet above the level of Stewart’s Lake, or
2,400 feet above the level of the sea.

At the 57th mile a small stream about three feet wide is crossed. Here Sir Geo.
Simpson, Governor ot the Hudson’s Bay Gompany, camped in 1828, when travelling
from Fort McLeod to Fort St. James. The stream, from this circumstance, bas been
dignified by the name of “ Governor’s River.”

Carrier Lake is reached at the 64th mile from Stony Creek. The trail skirts the
south shore of this lake for two and a quarter miles, and passes to the north of Round
Lake and Deadman’s Lake, over some high gravelly knolls and ridges, reaching
Salmon or Canoe River at 73} miles, but the trail turns to the left and crosses this
river by a shallow ford two and a half miles further up stream. We camped here on
the 13th, on a bench 110 feet above the level of the river.

On the 14th July our march was from Salmon River to Swamp River, a distance
0t 104 miles N. 20° X., over a poor, sandy, burnt country. The trail between these
points crosses White Mud River three times. This is a small, sluggish stream, 10 to
30 feet wide, bordered in many places by grass and spruce swamps, and running in &
harrow valley 150 to 200 feet below the general level of the plateau.

Swamp River is an insignificant-sluggish stream, twenty feet wide. Its valley,
3 quarter of a mile wide is soft and swampy. The ground on each side rises by
gravelly benches to the platean which is here about 100 feet above the river.

. From Swamp River to Carp Lake crossing a distance of eight and three-quarter
iles, the trail runs on a general bearing of N 56° E. The soil for thisdistance is of
3 sandy nature, and the surface of the country comparatively level. The watershced
between the Pacific and Arctic Oceans, occurs at the 90th mile, or four and a
half miles to the east of Swamp River, altitude 2,620 feet above the sea. Carp Lake
Crossing is about 120 feet wide, and for 60 feet of this distance, mules have to swim.

he ground on each side is hard and firm. This crossing saves a long detour round
the west arm of the lake. The lake itself is about six miles long north-east and
South-west, and from two to three miles wide. Its shore line along the east and

73
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south sides is very irregular, and, with the exception of narrow flats along the shore,
the surrounding country is broken up into gravelly and rocky ridges.

Carp Lake drains into Long Lake by a crooked river forty to sixty feet wide.
This river is crossed at the 106th mile at a shallow ford near the outlet of Long Lake.
One mile below this crossing occurs a nearly perpendicular fall on the river of 130 feet.

From the crossing of Long Lake River to within seven miles of Fort McLeod,
the trail passes through a high rough broken country, in many places much encum-
bered by fallen timber. Iroquois Creek, running in a deep narrow valley, is crossed
at 1084 miles. From the 112th to the 114th mile, the country falls 340 feet, to a sandy
plateau 75 feet above the lever of McLeod’s Liake. Along this platean, the trail runs
on a bearing of N 28’ E for five and a half miles, when it descends from the plateau,
and crosses Long Lake River near its outlet, intc McLeod’s Lake, and a quarter of a
mile from Fort McLeod, which is reached at 119% miles from the initial point,
The party arrived here on the 16th of July, 17 days from Quesnelle.

The general character of the country through which the trail passes from Stony
Creek 1o Fort McLeod, is identical with that of the couniry for a considerable dis
tance to the southward. It is intersected by the three main rivers, Nechaco, Stewart
or Nacosla, and Salmon or Canos, running in a south-easterly direction. Thesc
rivers derive their chief, and almost only sources of supply from the great lake ares,
stretching casterly from the eastern base of the coast range to the Arctic watershed,
and southerly from Lake Tatla in latitude 55° 30’ N. to Lake Gatcho, a distance of
175 miles.

The country iv the neighbourhood of the route traversed, contributes but little
to swell the volume of the rivers above named. There are no lateral streams of any
importance, and consequently no lateral valleys sufficiently well marked to guide the
course or regulate the grades of a railway, and, although the land does not rise to
any groeat altitude, the location of a line would not be free from difficuluy.

Throughout nearly the whole extent, but more particularly from Fort St. James
to McLeod’s Liake, the country is broken up by narrow sandy and gravelly ridges,
and rounded hills rising from 200 to 500 feet above the general level, low boggy flats
and depressions containing stagnant pools, and small lakes, and small sluggish
streams running in all directions.

Botwoen the Nechaco River and the valley of McLeod’s Lake, three watersheds
or summits are crossed, the particulars of which are shown in the following table:—

£ 2
2 2
“ . ‘ . .
From k4 Eastward to 5 8 Rise or Fall. 2
£d 841 § =
- @ o -
Ed EE | = 5
[ « - a [
| —l
Feet 'Feet. Miles Feet
Nechaco River........cu. 2,270/SUMMIL..... coverecsressrserery 2,9900 18 [Rise, 720 foet., correrrren! 40
Summit..... ........ veee] 2,990{Stewart River ...... weceeee. 2,150} Fall, 810 do
Stewart River . oot 2,160{SUMMIL....e. veeres sessseneneest 2,790" 444 Rige, 640 do ...ocivvrnnas
Bummit. ...... we.| 2,790;Salmon River.. .o 2,530, 7 iFall, 260 do ....
Salmon Rive e | 2,530,Summit . ... ... .| 2,800 gi Rise, 270 do ...
Summit..oee. e v Z,SOOiMcLeoa’a Lake......c.c.ee.| 1,890;  38%Fall, 910 do ....

No difficulties ¢f a more than ordinary character would be met with in crossing
the above rivers,

In projecting a line of railway through the country above referred to (that is
from Stony Creek to Fort McLeod), detailed and careful explorations would, no
doubt, obviate some of the difficulties now apparent. It may, however, be stated
with safety, that the alignment and grades would in any case be objectionable and
the quantities excessive,

4
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The timber on this tract of country is generally of an inferior quality. The
higher portions of the land are covered with the common black pine. Occasional
atches of good spruce are met with, and a few Douglas firs were noticed on the shore
of Round Lake, near the 67th mile. The lake shores are generally bordered by alder
and birch. Balsam seems to flourish, and attains to considerable size in the neigh-
borhood of Fort McLeod. A large area of the country has been desolated by fire.

The journey from Quesnelle to McLieod’s Lake was over a route long established
and well known, and we found few obstacles in the way of rapid travel. Eastward
of McLeod's Lake, however, the country was known only as an Indian hunting
ground, and ibe information regarding it was both scanty and unreliable.

On the way out I made every endeavor to obtain some information in respect to
the locality ot the northern passes through the Rocky Mountains, and more particu-
larly in regard to the pass by way of Pine River. In this I was not very successful.
Nearly all the Indians had left for the mountains on their annual hunting expedi-
tions two weeks before my arrival, and I could find no one with anything like a
reliable knowledge of the Pine River Pass, nor could I get any positive assurance
that such a pass existed at all.

At Fort McLeod was an old Klootchman who, in her young days, had been
acquainted with the country in the neighborhcod of the Rocky Mountains. This lady,
with a sharpened stick, drew a rough map on the sand, and explained it to the best
of her ability. By the aid of broken English, Patois and Chinook, I was given to
understand that there were two streams, the Misinchinca and the Mischinsinlica,
tributarics of the Parsnip River, by either of which I could reach a pass through
the Rocky Mountains. The former was the stream visited by the geological party in
the summer of 1875.

By following the Misinchinca it was said I would find at its source a lake shed-
ding its waters east and west, and which formed the source of a river falling into the
“Great River,” near a “ Hudson Bay House.”

The route by the Mischinsinlica, the smaller stream, seemed the less satisfactory,
and all my efforts failed to elicit from my informant any idea of the comparative
altitudes at the sources of the rivers above named.

Having resolved to try the pass by the Misinchinca, arrangements were made
for the trip, and we left Fort McLeod on the 18th of July, the party now counsisting
gf e%ght persons in all, including three Indians, whom I hired with great difficulty

Y the way.

The s{ores were sent by water down Pack River and up the Parsnip, to meet
the train at the mouth of the Misinchineca, about ten miles north easterly from Fort
McLeod. This enabled the pack train to move more rapidly over the rough and
Swampy country bordering Pack River.

. We travelied down t..e left bank of this river for three miles, then crossed to the
Tight or east bank, reaching Tutia Lake in four miles, on the shore of which we
tamped. On the 19th we cut our way through the timber on the ridge between the
Pack and Parsnip Rivers.

This ridge, where crossed by the trail at the summit, is aboqt 250 feet above Tutia
Lake. The ground rises rapidly from the lake, and after attaining the above altitude
runs out nearly level to the Parsnip River. A steep gravel bank fronts the river on
the west side, where the trail approaches it. Half a mile lower down the banks on
¢ach side are about the same altitude, or 30 feet above the river.

A good crossing of the Parsnip could be effected here. The width would be about
800 feet; height of piers, 35 feet; depth of water, 5 to 8 feet; bottom, gravel; cur-
rent, 3} milos per hour. To reach this crossing the line would have to bend north-
ward by an arm of Tutia Lake, which opens up the ridge or plateau and affords the
Means of crossing it at a lower level. : . .

. 'On the morning of the 20th we left the Parsnip River and journeyea ap the
stmchinca’ keeping the left or south bank where the travelling was good, and
Where could be seen faint traces of an Indian trail, which, however, soon ended atan
old trapping camp, and we saw no more of it.

5
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Our first camp on the Misinchinca (No. 20) was on a fine wide bench about 200
feet above the level of the river. This bench extends about six miles up the valley,
and lies mostly on the left or east bank.

From camp No. 20 the general upward course of the valley for eleven miles is
N. 25° E. The rise on this distance is very small, the current vn the river being
hardly perceptible.

The valley at its entrance, and for some distance upwards, is enclosed by hills,
rising gently on each side, and in some instances green to their tops. Farther in,
however, the mountains assume a more bold and rugged character, with steep and
rough rocky slopes. The open sandy benches give place to low swampy flats, and
the river is hemmed in by dense thickets of alder and willow.

The difficulties of travel had now materially increased, several unsuccessful
attempts were made to carry the trail high up on the mountains, and for six days we
cut our way foot by foot through the dense jungle with which the valley at some
points is covered thronghout its entire width.

Although presenting many obstacles to travel, the whole of this low land is
susceptible of reclamation by drainage, and seems gencrally well suited for agriculture.

n the 18t August we had reached a point thirty-one miles from Fort McLeod,
where the Misinchinca valley begins to rise rapidly, and the river shows innumerable
bars of sand und pebbles with many shallow rapids and drift piies.

Following up the valley from camp No. 29, we came in three-quarters of a mile
to the ¢ Atunatche,” a stream fifteen feet wide, falling into the river from the north-
ward. Beyond this a short distance the Misinchinca issues from a narrow gorge or
canyon, walled in by bluffs of rock and gravel.

In front and running in a north-west and south-east direction is a range of high
bare, rounded, limestone mountains. This range forms a barrier on the east side of
the Misinchinca valley, which turns sharply to the southward, near the mouth of the
Atunatche.

For five miles after passing this tributary, travelling at a low level being impos-
sible, the trail was carried along the west side, 500 feet above the level of the river,
on a well timbered bench, from which we found the descent to our camp, No. 30, of
2nd August, extremely difficult. This camp.is 2,630 feet above sea level, the rise in
the last five miles being 380 feet. ‘

From the elevated points on our route, during the next four days, we lovked
anxiously for some lateral opening by which, at a practicable altitude, we might cross
the range on our left. The upward bearing of the valley was now a little West ot
South, it was rapidly rising, and the distant mountains, wherever a glimpse could be
caught of them through the thick woods, seemed high and rough and well patched
with snow.

On the 7th August we had reached an sltitude of 3,000 feet above the sea. The
valley had expanded into a wide swampy flat, while the volume of the river had
materially decreased, and it was evident we were rapidly approaching its source.

Selecting one of the mountains on the left as being about the average altitude of
the range, I commenced its ascent at noon of the 7th, and had climbed but a few
hundred feet, when I saw that, as far the Misinchinca was concerned, our
exploration was at an end; for we were within a few miles of where the valley
branched out on every side into rocky ravines, raising abrulptly into the mountains.

The last 500 feet of the ascent was made over loose limestone slide, on which
travelling was both difficult and precarious ; and at an altituce of 5,550 feet above the
gea I reached the summit. The view on all sides was uninterrupted.

North-easterly from where I stood, and about 500 feet lower, was a small round
lake, one-quarter mile in diameter, shedding its waters eastward down a dark,
crooked, ruck-bound valley. Looking farther to the eastward, the view was over a
rugged, rocky, mountaineus country; S. 40’ E,, in the direction of the Fraser River,
very high mountains, all tipped with snow, stretched away to the limits of the
horizon. With the exception of the rough peaks enclosing the valley of the Misin-
chinca, a low wooden country lay to the westward. To the north the country
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generally seemed falling; and I could clearly trace the valley of the Atunatche.
along the base of the main range from the southern bend of the Misinchinca, and
nearly in a line with the valley of that river. Yet the prospect in this direction was
not encouraging ; for the view through what aflerwards proved a feasible pass, was
obstructed by the overlapping profile of the opposite mountains.

We seemed to be in the heart of the Rockies, and it was evident that no pass
need be be looked for to the southward; so I resolved to turn northward, and,
retracing our march to the mouth of the Atunatche, follow up the valley of that
stream, in the hope of being able to pass eastward round the northern limit of the
higher mountains.

Having, with the point of my bowic-knife, inscribed my name and purpose on a
smooth block of limestone, I descended the mountain, and came up with the party a
short distance ahead of where I left them. On observing the peculiar character of
the surroundings, and being hemmed in on every side by wind-fall, they had camped
early to wait for further orders. The barometer at this camp (No. 34) indicated an
altitude of 3,010 feet above sea, the distance from the Atunatche being 26 miles,

On the morning of the 8th Angust we turned back, and reached the mouth of
the Atunatche (altitude 2,150 feet) on the 10th; and thenextday we pushed on up the
valley of that stream on a bearing of N. 12° E. The travelling was difficult; the
stream runs in a narrow gorge, and the grourd on either side is much broken up
into rocky and gravelly ridges, the general surface rising slowly to the mountains
on either side.

At three and three-quarter miles we reached the south end of Azuzetta Lake.
The rise in this distance is 270 feet; the altitude of the lake, which drains into the
Misinchinea, being 2,430 feet, and along its shore is some excellent grass.

We followed the east shore of Azuzetta Lake to its north end, one mile and
three-quarters, and then kept along the valley in a north-west direction. After
passing a few beaver dams we crossed an open, sloping, grassy prairie, at the base of
the right-hand mountain, and noticed, 100 yards to the left, a stream ten feet wide,
running northward. On further examination I found that this stream issued from
the mountains on the west, and received the drainage of the last small lake or beaver
dam we had passed ; this proved to be the origin of the west or main branch of Pine
Rlv_er, or Satchaca. The altitude of the summit, near the beaver dam above referred
to, is 2,440 feet above sea level

A mile from the summit brought us to a precipice, or drop, over 100 feet high,
stretching across the valley from side to side, down the face of which the pack train
scrambled with great difficulty.

The stream finds its way gradually to this lower level through a rugged rocky
canon, The valley at this point is about a quarter of a mile wide, with highk rocky
bluffs on both sides.

For six miles from the summit the general course of Pine River Valley is
north-west, and it seerned at one time almost certain that we should be pushed west-
Ward by the main range into the valley of the Parsnip, by an opening lying mnearly
on our course ; but this proved to be the valley of a tributary from the north, upon
receiving which, the main river turns to the eastward.
on: About a mile below camp No. 42, or 144 miles from the summit, in about Lat, 55°,
25N, and Long. 122°, 32’ W, the sandstoue structure makes its appearance, and Pine
River may be said to be fairly beyond the Rocky Mountain range.

From the precipice up to this point the fall is about uniform, and the river runs
on a bed of thin slaty slabs. Short low blutfs of shale and slate appear occasionally
on the banks.

. The valley is thickly timbered with spruce and balsam of good quality, and
s sufficiently wide to admit of easy curvature. The flats bordering the river are in
Places soft and swampy.

Since leaving Fort McLood, on the 18th July, we had been travelling through a
?Ountry almost entirely devoid of trails, and presenting every conceivable obstacle to
6 passage of a pack train. Day by day our small party toiled from morning till

7
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night in making a passable trail for the animals through fallen timber and over
swamps, and sometimes after a hard day’s work in chopping, brushing, bridging, etc.,
we had the indifferent satisfaction of looking back only a mile or two to the curling
smoke of the previous camp fire. With incessant labor both men and animals were
becoming exhausted. The season was far advanced, and our position was by no means
determined with certainty. We were glad, therefore, to adopt the expedient which
now was presented of travelling in the river bed and on its numerous shingly bars,
taking to the woods only where the river was obstructed by drift piles or too deep
for travel.

All the saddle animals were pressed into the packer’s service. Yet we cheerfully
exchanged the hard and continuous toil of hacking our way slowly through the
bush, for the discomfort of the more rapid mode of travelling, involving as it did,
wading sometimes for a considerable distance in the deep cold water.

One hundred and thirty seven crossings of the river were made altogether.

In this manner we made good progress till the 21st August, when the river
channel had to be abandoned, as the water had become waist deep, and fording the
river dangerous.

At 55% miles from the summit Pine River receives a tributary about its equal in
volume from the south. The general upward bearing of the valley of this branch for
six or seven miles, at which point it seems to fork, is S. 20° K., and its width averages
one and a half miles. Some grassy slopes are seen on the west bank, but the valley
generally seems thickly wooded.

Nineteen miles below the middle branch the lower or east branch of Pine River
is reached. The east branch is slightly larger than the main river and more glacial
in appearance. Below the Forks the river is from 500 to 750 feet wide. The alti-
tude at the Lower Forks is 1,430 feet above the sea.

Between the middle and lower forks is a canon two and one-quarter miles in
length, of shelving sandstone, but its course is comparatively straight. A loaded
dug-out canoe, managed by one of our Indians, passed through the canon in safety,
and no difficulty was experienced in travelling on the grassy slopes above.

From the summit of Pine River Pass to the lower forks the distance is seventy-
four and one-half miles, and the fall 1,010 feet. With the exception of a few miles
at the summit, the valley between these points is generally fuvorable for railway
construction. In the upper part of the valley there would be some short rock
cuttings, where spurs from the low, sharp, wooded mountains project into the river,
ll:ut on the lower portion there are long stretches of level flats, wheie the work would

o very light.

0?1 t%e 18th of August, about two miles above camp No. 44, and twenty-two
miles from the summit, an open alluvial flat was reached on the left bank of the
river, and a change in the character of the valley became apparent. Up to this
point, which is probably the extreme western limit of the * Fertile Belt,” no land
suitable for caltivation or settlement was seen east of the mountains.

From camp No. 44 to the canyon, a distance of torty-three miles, Pine River
Valley is from one to two miles in width. A very large proportion ot the low land
in this distance is fit for settlement, and the pasturage in the valley and in the north
hill slopes is of the richest description. Grass and pea-vine in profuse luxuriance,
with clumps of poplar and pine, cover thousands of acres, rendering ithis part of the
country peculiarly attractive. From the canoun to the lower forks the cultivable
land i3 less extonsive, but the pasture equally abundwnt and rich. The country
abounds in large game, such as bear, cariboo and moose.

The hill slopes are, in many places, very distinctly marked by anbroken terraces,
rising in some instances 1,000 feet above the level of the river. Opposite scamp No. 47,
and for some distance above and below it these terraces are most noiiceable. They
ave truly parallel, and expose at their outer edges short bluffs of sandstone.

We arrived at the Lower Forks on the 28th August, and the following day made
preparations to strike eastward, as Pine River hére suddenly turns to the north.

On the 30th we started up the east branch in the hope of finding some lateral valley

8.
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from the eastward, by which the summit to the Smoky River might be reached. We
ascended the valley for ten miles, when it became evident that it was useless to

roceed any further, as the upward course of the valley was west of south, and we
had evidently reached the southern edge of the plateau. Beyond could be secn
pretty high hills rising roughly from the east bank of the river.

For eleven miles above the Forks the east branch has dug out for itself anarrow
valley through the platean. Rough, broken slopes of clay, sandstone and shale fuce
the river, with shelving slabs of sandstone near the water’s edge. The river margin
is strewn with lumps of coal, numerous thin seams of which are seen in the face of
the bluffs. The average height of the plateau above the river is 500 feet.

At noon on the 31st August we left the east bianch and kept a course nearly
due east. After passing the north end of a ridge running north and south, we
reached a large stream coming from an easterly direction. Following up this stream
to its source, through a wide valley, a summit 3,050 feet above the sea was
crossed, and a little farther on we came to a small stream running eastward, which
was followed for seven and one-half miles to camp No. 59, where the stream turns
northward. The last five miles we travelled on a good Indian trail, on which were
marks of horses, and by the side of the stream we noticed numerous wigwams.
At camp No. 59 was found the entire skull of a buffalo.

From this camp we kept on, as nearly us possible, an easterly course, travelling
occasionally on an Indian trail. After crossing a low ridge and several tamarac
swamps, we reached, at four miles from Camp 59, a sluggish ‘mnddy river, 100 fect
broad, running north, and no doubt falling into Pine River. Two miles east from
this river we made Camp 61, at the foot of a pretty high ridge lying dircctly across
our course. The altitude of this camp is 2,300 feet above the sea, and its distance
easterly from the lower forks of Pine River, thirty miles.

From the time we left the east branch we had evidently been travelling along
the southern limit of the plateau; for near at hand, on our right, rose hills and
ridges from 700 to 1,000 feet above the general level, while the country to the north
looked comparatively even. In the vicinity of * Buffalo Creek ” the land is good,
and the pasturage very rich.

The safety of the muies had now to be taken into consideration. They were 650
long miles from their winter pasturage at Kamloops, and the higher mountains had
received, some time ago, their winter coats of snow.

Notwithstanding the never-ceasing attention of the most careful and industrious
of cargadores, the animals were very much bruised and fatigued. For fifty-one days,
often on scanty fare and with little rest, they had been by turns scrambling along
rocky slopes and over fallen logs, breast high, floundering across swamps, or stum-
bling among the slippery boulders of the Misinchinca and Pine Rivers. Without
the train I could do nothing, for the Indians refused to pack, and wero besides be-
coming otherwise troublesome. They were in a strange country, far from home,
and tor sometime back had been using every means to dissuade me from continuing
Iny journey eastward, at the same time making implied threats of returning home

Y themselves. I was very anxious to reach the summit to Smoky River ; but there
Was high ground in front of us, and we would have been compelled to deflect still
more to the north; besides, the country was much encumbered with fallen timber,
and our progress eastward must have been very slow.

It was intended that the pack train should be at Quesnelle not later than the
20th October, as beyond that time it could not be considered safe in the woods. By
this arrangement there was now left a margin of only a few days, and, under the
Circumstances, I judged it best to turn homewards.

We left Camp No. 61, for Quesnelle, on the 7th September, and reached the
wer Forks early on the 10th. On the 11th I examined the river for six miles
low the Forks, and next day we started up stream on our homeward march.

In passing, I ascended Table Mountain, from the top of which an extended view

Was obtained-—and the following notes taken respecting the surrounding country :—
8. round to 8. 80° E, many low hills risin%afrom the plateaun 500 to 1,500 feet ; S. 80°
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E. to N. 60° E., hills gradually flatten ; N. 60° E. to N. 15° W., a comparatively level
country; N. 75° W, very high peaks distant 40 to 50 miles (These are no doubt
the southerly peaks of the high range in the great bend of the PeaceRiver.) N.15° W. to
S. 70° W, a flat country for 30 to 40 miles, beyond which rise high rough monu-
tains well patched with snow ; 8.25° W., up the valley of' the middle branch
towards the source ot the Misinchinca, high snowy mountains. All the country to
the south rough and irregular.

From the above observations it is evident that no satisfactory line of railway
to the eastward need be looked for, independent of the Pine River valley, as far as
the Lower Forks, or to the south of a line bearing N. 60° K. for some distance from
the latter point.

The height of Table Mountain is about 3,500 feet above the sea.

On the morning of 16th September, the thermometer (Fahr.), stood at 22° above
zero, and the weather looked threatening. We therefore pushed on with all speed,
and reached the summit on the 20th. The snow line was then within 400 feet of the
valley, and the weather boisterous, with occasional showers of hail.

Parsnip River was crossed on the 26th, and the following day, during a heavy
snow storm, we arrived at Fort McLeod, 16 days from the Lower Forks of Pine River.

On the 29th,with the thermometer at 8° above zero,the pack train was despatched
to Quesnelle, under instructions to proceed as rapidly as possible.

The train arrived at Quesnelle in sufety on the 15th October.

After settling some difficulties with our three Indians, who insisted on returning
with the pack train to Fort St. James, I proceeded by canoe to the mouth of the
Mischinsinlica for the purpose of examining the valley of that strcam and ascertain-
ing if a practicable route existed in that direction to the valley of Pine River.

The Mischinsiclica falls into the Parsnip River, about ten miles below the Mis-
inchinica. 1t is about 15 feet wide at the mouth, and its valley for eight miles up is
favorable.

Beyond that distance the valley gradually becomes narrowerand steeper, and at
sixteen miles from the Parsnip branches out into the high rough moantains which
lie on the west side of Pine River. A very indistinct Indian trall was followed up
the Mischinsinlica for ten miles, where it ascended the left hand mountain and was
seen 1o more.

Returning to the Parsnip on the 4th October, on the 5th we started up that
river with the object of ascertaining the character of its valley and examining the
eastern slope of the ridge between McLeod’s Lake and the Parsuip.

During the night of the 4th the thermometer fell to 7¢ above zero, and we were
much hindered by float ice in the river. On the 8th we had reached a point thirty-
three miles above the Misinchinca. For this distance the valley of the Parsnip River
is flat and wide, and in every respect favourable. The ridge on the east, towards
McLeod’s Lake is from 500 to 1,200 feet above the level of the river, and does not
seem to present any serious obstacles to a line across it from East to West, were such
desired.

At noon on the 8th we turned down stream and reached Fort McLeod by way of
Pack River aund Tutia Lake on the 10th.

It now remained for me to examine the route by way of McLeod's Lake and
Crooked River or Chucaca to Summit Lake, and thence by way of Salmon River to
the located line on the Upper Fraser.

We started from Fort McLeod by canoe on the 11th October, at 10 a.m., and
entered Summit Liake on the 14th at 11 a.m. For somedistance before reaching the
lake we had to break our way through the ice. The navigation on a great portion
of this route is excellent. The river in many places forms a natural canal, in others
it opens out into lagoons and small deep lakes. There are, however, not a few shallow
difficult rapids, affording barely sufficient depth of water to float a canoe, and in some
portions of its course the windings of the river are interminable. -

The adjacent country is generally flat for some distance on each side, and thickly
wooded. On the west shores of McLeode’S Lake, which is about fourteen miles in
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length, the hills are rough but not high, sloping irregularly to the lake. The slopes
on the east shore are more uniform, and less steep and broken. The shores of the
various lakes are deeply indented by numerous bays and narrow arms, but the pro-
montories thus formed are generally low, and by undulating grades could be erossed
near the foot hills,

Rock appears on the east hill slopes at several points, but, generally, this would
not interfere with railway location. On the upper portion of Cronlked River the
country is of a gravelly character; in some places rising in benches fifty to 100 feet
above the river.

The distance from TFort McLeod to the upper end of Summit Lake, omitting the
many windings of Crooked River, is about sixty miles, and the rise between those
points is 160 feet. On a line this would be pretty evenly distributed throughout the
whole distance.

The altitude of Summit Lake is 2,050 feet above the sea. Its length north and
south is about five miles by four miles east and west. The waggon read across the
Giscome Portage from Fraser River, strikes the lake at the south-east corner.

From the west end of the lake to Salmon River the distance by a good trail is
ouly two and three-quarter miles, and the country is comparatively level. The
watershed between the Arctic and Pacific Oceans is crossed one and a-quarter
miles from Summit Lake, at an altitude of 2,160 feet above theé sea.

We hauled our canoe and packed our baggage across this portage and started
down Salmon River on the 16th October, reaching the Fraser early on the 18th;
Quesnelle on the 19th, and Victoria on the 27th.

I closed my track survey on Division N, location of 1876, ut the crossing of
Salmoun River bench, mark No. 106 ; altitude, 191546,

The valley of Salmon River, fromn the east end of the portage to the Fraser, is
from one-half to one and a-half miles wide, and about 200 feet below the general
level of the surrounding country. It is thickly wooded with fir and cottonwood.
The channel of the river is very crooked and much obstructed by drift piles, which
render navigation, more especially at a low stage of water, very tedious. There are
4 number of sliding slopes and bluffs of clay and gravel at the elbows of the river,
and many gravel flats on both sides five to thitty feet above high-water mark.

The approximate position of a line along the route explored, from the railway
surveys on the Upper %raser by way of Pine River Pass to the Lower Forks of Pine
River, a distance of 187 miles, isshown on the acco mpanying plan by a red line. This
route is well marked out by the natural physical features of the country, and the
following brief notes, with respect more especially to the general grades obtainable,
may be useful.

Grades.
Distance
—_— in -
Miles. Ascending | Descending
Feet Feet
per Mile. per Mile
From Divigion N. location up Valley of Salmon River to Sum-
Fro it 00 Portage............... wevencarens vaensn seerae seoren 12 ver cerisnee o
;om Summit on Portage to West End of Snmmit 3 37
Ou‘;in West End of Summit Lake to Outlet of same..... 4 Level.
Fr et of Summit Lake to North End of McLeod’s Lake......... 54 vetsseees sun 3
oull{j}]‘:nh End of McLeod's Lake to Tatia Lake st the 80th 6 5
From the 80th Mile to S idge between and Par-
Frop P RIVErS..coes vovecveneetes enes oo cenns ceneeianens - P 6 33 Lucsessesensenssne
;g!n the Summit of Ridge to the Crossing of Parsnip River.... 2 liesemecssierennm
™ Crossing of Parsnip River to Crossing of Misinchinca,
Fromeal Mouth of ALUORICHS .o ccvus crrer «revomsa crrserins esnss s 19 15 foorereessen vennes
Fro:; Omﬁmlg of Misinchinea to South End of Azuzetta Lake 4 3 S T
From go uth Knd of Azuzetts to Summit of Pine River Pass.. 3 4 Jeereverorsersocare
~——— Summit of Pine River Pass to Lower Forks........... 2 coggeenes T4 |icrererann. renees 14

29 j—11



41 Victoria. Sessional Papers (Na.20.) A, 1878

For the first 106 miles the works would be mostly in gravel. From the 106th mile
there would be some heavy work along the Atunatché, with considerable rock-cuiting
and probably some tunnelling near the precipice from which, to the Lower Forks,
seventy-three and one-half miles, the works would be generally light, with a few rock
cuttings.

The erossing of Pine River below the Lower Forks would be 1,200 feet wide, and
seventy feet above the river, and some heavy work might be expected along the
river slopes in gaining the plateau to the eastward.

Finally, the following may be noted as the salient facts ascertained from this
exploration, viz. :

That a depression occurs in the Rocky Mountain range, extending from 55° 15',
1p 55° 45', North latitude.

That a pass exists in this depression which, together with its approaches from
east and west, is, with respect to railway construction, of a generally favorable
character,

That the summit of this pass is 2,440 feet above the level of the sea, which summit,
for the sake of convenient comparison, it may be observed, is 1,293 feet lower than
that of the Yellowhead Pass; 1,065 feet lower than the watershed between the Fraser
and Homathco Rivers ; 860 feet lower than the summits to Dean Channel ; and, to carry
the comparison a little farther, 5,802 feet lower than the highest point on the Union
Pacific Railway.

I am, Sir, your obedient servant,
JOSEPH HUNTER.

Magrcus 8yitH, Esq.,
C.P.R. Survey.
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APPENDIX H.

CANADA AND ITS VAST UNDEVELOPED INTERIOR,

BY SANDFORD FLEMING, ©. M. G.

Read before the Royal Colonial Institute, London, England, 16th April, 1878,

(EXTRACTS.)

“ Having mentioned some of the events which ushered in the birth of the new
Dominion, it will now be my purpose to furnish in a concise form a general acoount
of the great region embraced within its limits, all of which is under the control of
the Canadian Government. As a preliminary it seems proper that I should refer
to some of those early discoverers and daring travellers who gave to the world the
first knowledge of the country.

Last session, Mr. Fraser, when he addressed the Institute, referred 1o Sehastian
Cabot, who touched the east coast of Labrador so long ago as 1496, and te Jacques
Cartier who, in command of two or three French vessels, sailed up the St. Lawrence
In 1534, and proceeded to establish trading posts which proved to be the beginaing
of the old province of Canada, now Quebec. Attention being now directed to & more
extended field, in fact, to the northern balf of North America, our inquiries mast
necessarily take a wider range, and embrace discoveries on the Pacific, on the Axetic,
a8 well a8 on the Atlantic coast.

. In the fifteenth ceniury, when the Continent of America was first discovered,* the
dimensions of the globe were but imperfectly known. Its circamference was thought
to be much less than it has since proved to be, and the mewly-discovered land was
Supposed to be the easteru shores of Asia. Spain and Portagal were then the great
Mmaritime powers of the world, and they agreed uader a Treaty of Partat.io founded
on a bull issued by Pope Alesander VI, in the year 1484, that the Spaniards shonld
possess exclusive control ever the western route to Asia, while the Portuguese should
tommunicate through eastern chamnels, The questiom of jurisdiction having thus
been settled and stamped with the authority of the highest power in those days, the
Portuguese pursuod their discoveries to the east by way of the Cape of Good Hope,
While the Spaniards endeavoured to find their way, in a westerly direction, through
New seas and unknown lands, to India. The Spanish ships cruised along the Atlantic
¢oast of America in the hope of finding their way to the south of Asia. 1In 1513 the
Isthmus of Darien was crossed, and three years afterwards Spanish navigators
Penetrated the Straits of Magellan; and thus the Pacific Ocean was discovered at
two widely separate points. .

In 1592, Juan de Fuca is reported to have followed the Mexican and Californian
Coasts until he reached the broad inlet of the sea which to this day bears his name,
and which forms the southern limit of Canada on the western ocean, t years
after the alleged discovery by Juan de Fuca, Honry Hudson asecertained the exist-
énce of a great inland sea accessible from the Atlantic side of the mew continent.
From Hudson’s Bay it was confidently expected that some passage would speedily
be found which would enable ships to traverse from the Atlamtic L the Pacitic and
“"‘S\Bho_rten the voyage from Earepe to Asia.

* Columbns 1anded on S. Salvador or Waﬂin@sland, on the 12th of October, 1492
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In 1669 the whole region surrounding Hudson’s Bay was granted by the British
Crown to the society of merchants ever since known as the Hudson’s Bay Company,
who, after thoroughly exploring its shores, failed in discovering an outlet to the west.

The first civilized men who pierced the interior were probably French aventurers
and traders from old Canada, while the whole country was yet in possession of
France. A record of the exploits of these men, who, without the slightest previous
knowledge of the territory, penetrated among numerous savage tribes, would be of
thrilling interest. They passed from the St. Lawrence through the great lakes
Huron and Superior, and by the inmmumerable intricacies of streams, lakes, and
portagesto Liake Winnipeg. Thence, they passed up the River Saskatchewan to
about the 103rd meridian, where they planted their most distant trading post some
2,000 miles from the then colonized parts of Canada.

In 1679, almost two centuries ago, Robert Chevalier de la Sale entertained the
idea of finding a way to China through the lakes and rivers of Canada. His expe-
dition set out in the frail canoes of the natives, his point of departure above the
rapids on the St. Lawrerce, ncar Montreal, being named, as it is still named, “ La
Chine,” in allusion to the daring project to reach from that point the land of the
Chinaman. Half a century later the attempt was renewed. In 1731, Pierre Gauthier
de Varennes, under the auspices of Charles, Marquis de Beauharnois, Governor of New
France, commanded the expedition, and although he failed to reach the Pacific
Ocean, he was the first to reach the Rocky Mountains.

In 1762, Fort La Rouge, close to the site of the present Fort Garry, was an
established trading post. Soon after this, the conquest of Canada extinguished French
possession and terminated French exploration in the western wilderness. Hven
the French missionaries, who were the first to preach the Gospel to the aborigines,
abandoned the country, and did not resume the work for nearly sixty years.

A hundred years after the grant to the Hudson’s Bay Company, one of their
agents, Mr. Samuel Hearne, was commissioned to examine the interior. Between
1769 and 1772, that early explorer made journeys on foot and in canoes 1,000 miles
westwards from the place of his departure on Hudson’s Bay. He discovered Great
Slave Lake and other large lakes, and traced the River Coppermine to its mouth.

Exactly & hundred years ago, and in the year before the sad end of one of the
most distinguished of navigators and discoverers, Captain Cook touched at Nootka
Sound, on the western coast of Vancouver’s Island, claimed its discovery, and
after remaining there a few weeks, sailed along the coast to Behring Straits.

After an intermission of sleven years, Alexander Mackenzie, in the service of
the North West Fur Trading Company, set out on an important exploration of the
interior. Between 1789 and 1793, that intrepid traveller discovered the great river
which justly bears his name, and followed it to the Arctic Ocean. He ascended the
Peace River to its source, was the first civilized man to penetrate the Rocky Moun-
tains, and passed through to the Pacific Coast. This traveller inscribed in large charac-
{ers on a rock by the side of Dean Inlet, the words—* Alexander Mackenzie, from
Canada by land 22nd July, 1793.” On the same day that Mackenzie painted that
memorable inscription by the side of the Pacific, Captain Vancouver was pursuing his
examination of the coast about two degrees further north. A short time before
Mackenzie emerged from the interior, Vancouver had visited the spot where Macken-
zie slept but one night within sound of the sea. Thus these two distinguished
travellers, from opposite directions, and engaged in totally different pursuits, dis-
covered precisely the same place, and by a remarkable coincidence all but met each
other.

In 1806, Simon Fraser crossed the Rocky Mountains from Canada, and descended
the great river of British Colambia which, in his honour, was named aftor him. It was
my good fortune many years ago toread Fraser’s original manuscript journal, then in
the hands of his son. I have since witnessed the foaming rapids and boiling whirl-
gools of that wildest of all large rivers, and 1 cannot be surprised that not many

avo attempted, and that still fewer have succeeded, in following in the wake of Simon
Fraser from the source to the mouth of t;héa4 mighty stream. Twenty-two years after-
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wards, however, Governor Sir George Simpson made the daring attempt. In 1828 he
stepped into a canoe at York Factory on Hudson’s Bay, and stepped out ot the frail
crait some time afterwards at the mouth of the River Fraser, having in the interim
traversed the interior, and carried the canoe, as Mackenzie did before him, from the
source of Peace River to the great northern bend of the Fraser.

This celebrated traveller, in his journey round the world in 1841, again crossed
the northern half of America. His course was by the St. Lawrence, the Ottawa,
Lakes Nipissing, Huron, Superior, and by the canoe route to Lake Winnipeg. Then
across the prairie vid the Saskatchewan to the Rocky Mountains and by Kootenais to
the Columbia River.

In June 1843, Captain (now General Sir Henry) Lefroy arrived at Red River,
passed through to Lake Athabasca, and there remained from the middle of October to
the end of February following, engaged in meteorological and magnetical observations.
In March 1844 he started for Fort Simpson on Mackenzie River, where for several
months his time was occupied in similar pursuits.

The north-west passage, a problem which had already baffled the emergy and
skill of navigators, remained unsolved at the beginning of the present century, and a
series of attempts was made to throw light on the gloom which surrounded it. Some
of these efforts assumed the forms of expeditions by land, traversing the region which
now constitutes part of Central Canada, and therefore eall for further notice here. The
reference to them must be brief, but the indomitable perseverance and heroic endur-
ance which they developed and displayed, demands a passing tribute to names which
will ever be familiar in Canadian and Arctic story.

In 1819, an Arctic land expedition was organized under the command of Captain
Franklin, That officer travelled, vid Red River, to Cumberland House on the Saskat-
chewan, and thence by Fort Chipewayan, Fort Enterprise, and the River Coppermine,
‘Itpfthe Arctic Coast. This expedition was marked by frightful suffering and loss of

ife.

In 1825, Franklin started on a second expedition. Having reached Ontario, he
passed, vid Lakes Huron and Superior, to Red River, and thence traversed the country
to Great Bear Lake, where he wintered. The following year he pursued his journey
to the Arctlic coast, vid Mackenzie River.

In 1833, Captain Back, on an expedition in search of Sir John Ross, passed from
MO}ltreal to Lake Winnipeg and thence to Fort Reliance, where he wintered ; afler
which he followed the Great Fish River to the Arctic coast.

In 1836, Messrs. P. W. Dean and Thomas Simpson, at the instance of the Hudson
Bay Company, started overland from Red River on a joint expedition. They spent
the years 1837, 1838, and 1839 in explorations on the northern coast. They joined
the surveys of Franklin and Beechey at Point Barrow in Behring Strait, and those of
Franklin“and Back between the Coppermine and Great Fish Rivers, making the
longest boat voyage in the Aretic seas on record. .

In 1845, Dr. Rae took his departure from Lake Superior on the breaking up of
the winter, passed by the common route to Red River, by Lake Winnipeg to Norway
House and thence to York Factory, where he wintered. A year afterwards he wintered
at R?pulse Bay without fuel, and subsisted with his party for twelve months on food
Obtamed with the gun and spear. He united the surveys of Ross and Parry, a
distance of about 700 miles, and made the first long sledge journey performed in that
part of the world, the total distance being nearly 1,300 miles.

. In 1848, Sir John Richardson, who had already made two overland journeys with
Sir John Frauklin, made a third in search of that lamented traveller. On the last
oCcasion he was accompanied by Dr. Rae. The two volumes published by Richardson
on his return afford eévidence of the minate scientific observations made in that part
of Canada traversed by these celebrated explorers,and supply ample proof of the value
of their labours,

In 1849, Dr. Rae, alone, passed down the River Coppermine, pursuing the object
of discovering Franklin with unabated vigour.

In the following year, Dr. Rae renewed the search. He wintered at Fort Confi-

85



41 Vicboria, Sessional Papers (No. 20.) A. 1878

dence, Great Bear Lake ; descended the Coppermine River ; travelled over ice nearly
1,100 miley, at an average rate of from twenty-five to twenty-six miles a day ; and
made the fastest long Arctic journey which has ever been known. Subsequently,
on the same expedition, he made a boat voyage almost rivalling that previously made
by Dean and Simpson.

In 1853 and 1854 this indefatigable and justly celebrated traveller, D1. Rae, was
again in the field. Again we find him wintering at Repulse Bay, living nearly
altogether on the produce of the gun, the hook, or the spear. He made another
sledge journey of over a thousand miles, and joined the surveys of Dean and Simpson
with those of Ross west of Boothea. On thizs occasion Dr. Rae was so far successful
as to set at rest all doubts as to the sad fate of the Franklin expedition. For this
the promised reward, £10,000 sterling, was presented to him and his men.

With the exception of a final exploration made in 1855 by Messrs. Anderson
and Stewart, who passed down the Great Fish River, this ends the record of
overland Arctic expeditions. It cannot be denied that, notwithstanding all the toils,
perils, and privations inseparable from them, these expeditions have resulted in
failure and disappointment in regard to the main object for which they were under-
taken, viz., a north-west passage for ships. They have incidentally, however, given
vuluable additions to our knowledge of the country, and made important contribu-
tions to science.

These various overland Aretic expeditions, of which I have presented but an
oulline, extended over a period of thirty-six years. But for them the northern
regions of Canada would not have been so thoroughly explored. We have now a fair
knowledge of the northern coasts, with all their silent and peacetul grandeur, far
away from the feverish bustle of busy men. The more Arctic portions of the Domi-
nion are probably destined to remain for ever undisturbed by the hum of industry,
and to continue, as Providence has hitherto kept them, with all the characteristics
of snow and solitude which mark the landscape in high latitudes.

While investigations were being proceeded with during a series of years in the
northern parts of British North America, in connection with the all but futile
attempts to find a north-west passage between the Atlantic and Pacific oceans, it
was not until a comparatively recent period that special attention was directed to
the southern and far more valuable portions of the country.

Between the years 1819 and 1855 the northern districts were traversed in many
directione. It was only subsequent to the latter date that regularly crganized efforts
were made to gain information respecting the country nearer home.

In 1~567, on the recommendation of the Royal Geographical Society, Her
Majesty’s Government sent out an expedition to explore the country between Lake
Superior and the Rocky Mountains. It was placed under the command of Captain
Palliser, who, with a staff of scientific men, remained pursuing his investigations
until 1859. Reports of the highest value were published on the return of the
Expedition,

The Government of the late province of Canada likewixe sent out an expedition
in 1837. Its object was to survey the canoe route between Lake Superior, and the
Red River settlement. Messrs. Dawson and Hind, who wore in charge of distinet
branches of this expedition, pursued their investigations during 1857 and 1858, extend-
ing them as far west as the south branch of the River Saskatchewan.

In the same years, 1857 and 1858, Captain Blaniston, at the instance of the
Royal Society, was engaged in meteorological and other scientific observations. He
began at York Factory, on Hudson’s Bay, passed inland to Lake Winnipeg, and
thence by the Saskatchewan to the Rocky Mountains.

Other travellers, who were not directly comn issioned by the Imperial or
Colonial Governments, passed through the country, and on their return added valu-
able contributions to the genersl stock of information. In 1859 and 1860 the Earl
of Southesk followed the Assiniboine and Saskatchewan valleys to the Rocky Moun-
tains, and some years afterwards gave the public the benetit of his observations. In
1862 and 1863, Lord Milton and Dr. Cheadle crossed from the Atlantic to the Pacific
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by the Yellow Head Pass and Thompson River, performing a journey in which they
were exposed to perils and narrowly escaped disaster. The volume, * The North-
West Passage by Land,” published on their return to England, is one of the most
charming among modern books of travel. In 1864 we again find Dr. Rae at work.
On this occrsion he had abuandoned the Arctic regions in favour of a more seuthern
journey. He crossed. as Milton and Cheadle did in the previous years, vid the
Saskatchewan to Téte Jaune Cache, but, unlike them, he turned at this point to follow
the Fraser, in place of the River Thompson; finally reaching the Puacific coast.

I ought not to omit to mention Messrs. Douglas and Drummond, both botanists
who spent some time in the country, and David Thompson, after whom tho River
Thompson is named. He was for many years in the service of the Hudson’s Bay
Company as astronomical surveyor. To his labours we are indebted, to no smuall
extent, for our geographical knowledge of much of the interior.

1 should do injustice to the missionaries who have gone forth at different timoes
to Christianize and civilize the native tribes, did I overlook the part they have taken
in throwing light on the physical features of the several regions they have visited.
Ministers of the Anglican, Wesleyan, Presbyterian, and Roman Churches have euch
and all done their part. To French clergymen of the lastnamed Church we are
L)erhaps chiefly indebted. Nearly a huundred and fifty years ago Pierre Arnaud, on

is first intercourse with the Indians, fell a victim, together with one of the brothers
Verandrye and party on their way between Lake Superior and Red River, Canada
owes much also to the learned Archbishop Taché, whose travels during a sojoarn of
over thirty years have been extensive, and the results of whose observations in many
parts of the far interior have been givon to the world,

This brings the list of the principal explorers, as far as I have been able to learn
their names, and the record of the various independent discoveries which have
been made, up to the period when the whole territory formerly known as British
North America came under the name and jurisdiction of Canada. As T before men-
tioned, the Imperial Act by which British Columbia and the Hudson’s Bay Territory
entered the Dominion, came into force in July, 1871. On that day, strong engineering
parties were sent out by the Government of Canada to explore the whole region inter-
vening between the seat of Government at Ottawa in the eastern provinces and the
Pacific coast at the west. The object was to obtain more complete information
respecting the country, and find a line to be followed by a trans-continental railway.

he engineering force engaged in this work has been about a thousand men of all
grades. The surveys have been continued from 1871 up to the present time. I bave

n myself intimately connected with it, and therefore it behoves me to refrain
from saying much with respect to the manner in which the work has been done, 1
may, however, be pardoned for alluding to the earnestness and determination of the

vernment and people of Canada with respect to the development, as rapidly as
Possible, of the magnificent country which has come under their control. An instance
ay be given in connection with the surveys. After three yoars had been spent
by the engineers in exploring every part of a wild, uninhabited, and roadless country,
xtending a distance of about three t%onsand miles, a great amount of exact engi-
Beering information had been obtained at a heavy cost, when a serious and discou-
raging disaster occurred. In 1874, in mid-winter, the building in which were deposited
the field note-books, the unfinished plans, and nearly all the other information accu-
Mulated, was destroyed by fire, and nearly every scrap of paper was consumed ; and
ﬂ?‘ls the labour of three years, and results which had been obtained at a cost of about
300,000 sterling were lost. Nothing daunted, the order was given to begin the
Work of surveying afresh. It has been vigorously prosecuted up to the present time,

| ean now point to some of the results as being highly satisfactory.

. I shall not attempt to weary you with even an outline of the details of the work
which already fills vofumes ; I will simply allude presently to the general information
which has been acquired, showing, perhaps, some of the more important resalts which
have been obtained. It will, however, enable the members of the Institute to form
S0me idea of the labour which has been expended on this survey when I inform them
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that the total length of explorations made during the last seven years exceeds
47,000 miles, and that no less than 12,000 miles have been laboriously measured by
chain and spirit level, yard by yard, through mountain, prairie, and forest. To men-
tion that the Canadian Government has, on this special examination alone, expended
about £700,000 sterling, will not fully convey a correct idea of the energy and
determination displayed.

Besides extensive land surveys in Manitoba, the boundary line between Canada
and the United States has been defined from end to end. This was done by a joint
Commission appointed by both countries; the British section of the Commission being
in command of Major D. R. Cameron. The work occupied three years, and the
reports furnished on its completion, including scientific papers by Captains Anderson,
Featherstonhaugh, and George M. Dawson, have largely extended our knowledge
of that portion of the country adjoining the southern boundary line from the Lake
of the \Eoods to the Rocky Mountains. A boundary survey west of the mountains
had been previously effected.

The toregoing sketch of the early discoveries of different independent portions of
North America which together make up the Dominion of Canada, and the reference
to the various explorations and surveys which, from time to time, have been made in
different parts, will enable members of the Institute to judge of the value of the
information, geographical and physical, which has been acquired respecting much of
the country. The several provinces on the Atlantic sea-board, and the valley of the
St. Lawrence are well known, and have already been described at a former meeting.
The southern margin of the country, extending from these provinces westwards to
the mountains, have been examined with the greatest care by the Royal €ommission
appointed to define the boundary between Canada and the United States. The
Canadian coast on the Pacific, with its many deep tiords, flanked in some instances
by mountains reaching the limits of perpetual snow, has been the subject of repeated
explorations. The northern side of the country, with its long summer day and its
equally long winter night, has been visited in nearly every part by brave inde-
fatigable men, who, after perils and privations of no ordinary kind, have mapped it
out, and left it again to the silence and desolation which pervade the Arctic circle.
The interior is so vast that it cannot be said to have been completely examined.
There are still some districts where the foot of civilized men has not yet stepped;
but, as I have shown, explorers have forced their way in many directions ; adven-
turous men have penetrated the gloomy recesses of the primeval forest, have peered
into the rocky fastnesses of the mountains, and, with unflagging toil and unflinching
endurance, have gained for us a general and reasonably correct knowledge of much
of the country.

I shall not trouble you with many details, but shall endeavour only to lay
before you a very brief and condensed description of the general physical
characteristics of the several great divisions of the territory comprised within the
limits of the Dominion. In the first place it is important that a perfectly clear and
correct conception should be formed of its extent. If we open an ordinary atlas and
overlook the parallels of latitude and longitude, for the moment, all countries appear
very much about the same size. Scales and projections are adopted to suit the con-
venience or fancy of the publisher. Large countries are made small, and small
countries are made large, to suit the size of the bool ; and thus strange misconceptions
are often formed. If, however, we take a large terrestrial globe upon which all the
land and water on the earth’s surface are depicted on precisely the same scale, our
ideas will be corrected. If on the surfaco of the globe we draw on one sheet of
tracing paper the outlines of Canada, and on another the outlines of r.urope, and
then proceed to lay the one over the other, so as to cover so much of the land in
each case as possible, and if we go on to measure and make allowance for portions
left uncovered, we shell find that Europe somewhat exceeds the area of Canada, but
that the excess is not great. Lest it be imagined that Canada has an undue share of
the region of ice and snow, we may exclude from the comparison all the land within
the Arctic circle in both cases, and still wgs find that Canada covers fully more of the
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earth’s surface than the comprised areas of Ruropean Russia, Lapland, Norway,
Sweden, Denmark, Holland, Belgium, the British Islands, France, Switzerland,
Germany, Austria, Turkey, and all the principalities between the Adriatic and Black
Seas; in fact, if we leave out Spain and Italy, Canada appears to equal in area tho
remainder of Europe. ]

Of course, this is & comparison simply of extent; it has no reference to soil, or
mineral resources, or to climate. These features will be briefly considered presently.

Lt has been found convenient in deseribing the general characteristics of Canada
to divide it into three great regions. Its leading botanical, geological, and topogra-
phical features suggest this division. One region, except where cleared of its timber
by artificial means, is densely wooded, another is wooded and mountainous, the third
is a vast lowland plain of a prairie character. The Mountain Region is on the western
side; the Prairie %egion is in the middle ; the remainder, which embraces the settled
provinces on the St. Lawrence, originally covered with a growth of timber, may, for
the sake of simplicity of description, be considered the Woodland Region.

I shall first consider the Prairie Region. If we place before us an orographical
map of North America, it will be noticed that a great continental plain stretches
north and south between the Gulf of Mexico and the Arctic Ocean. It is bounded
on the western side throughout its whole extent by the Rocky Mountain zone, and
on the eastern side in part by a less elevated region, the Appalachian zone. This
great plain occupies the whole of the continent of North America between the
western and eastern mountain ranges. It is divided by its river systems into three
perfectly distant drainage basins. One drains to the south into the Gulf of Mexico,
another north into sub-Arctic waters, and the third cast into the Atlantic by the
channel of the great river St. Lawrence.

Of these three basins, that of the St. Lawrence is by far the smallest, and the
northern is fully as large as the other two together. The St. Lawrence basin, on
the boundary between the United States and Canada, occupies part of both countries ;
the southern basin is almost wholly in the United States ; the northern basin is almost
wholly in Canada; atd the line of contact between the two latter basins is in part
ipproximately coincident with the 49th parallel of latitude—the southern limit of
the interior of Canada. It will thus bo seen that the great continental plain of North
America is divided naturally, as well as artificially, through tho centre.” It is divided
politically into two adjacent countries, under distinct governments, and naturally into
three vast drainage basins, the smallest of which occupies a comparatively narrow
8trip along the eastern portion of the International Boundary line, while the other
two discharge their waters in diametrically opposite directions.

The Prairie Region of Canada, lies in the northern draiuage basin: it may be
¢onsidered to extend from south to north more than a thousand miles, and nearly
the same distanco from east to west. 1t is not all a treeless prairie; a considerablo
portion is thinly wooded ; yet the whole is considered as more or less partaking of a
prairie character.

., The Prairie Region, so called, is somewhat triangular in form. One side coin-
tides with the International Boundary line, and extends from the 95th to the 113th
Ineridian ; another side follows the eastern glope of the Rocky Mountains from the
9th to about tho 64th parallel of latitude. The third side, about 1,500 miles in
length, skirts a remarkagle series of lakes, rivalling in size Lakes Erie and Ontario,

hese great water-filled depressions lie in a generally straight north-westerly and
South-easterly direction. They embrace Great Slave Lake, Liake Athabasca, Lake
Wollaston, Deer Lake, and Lake of the Woods, and they appear to occur geologically
on the separating line between a broad band of Laurentian or metamorphic rocks and
the softer Silurian formations. This great triangular-shaped region is cstimated to
Measure about 300,000,000 acres. Its base, running along the series of lakes men-
Uoned, wi]| probably average less than 1,000 feet above the sea; and its apex, near
Where the International Boundary line enters the Rocky Mountains, will probubly be
8bout 4,000 feet above sea level. ~ This region may generally be describel as a great

© sloping from its apex in a north-easterly direction downwards to its base, but
89
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the inclination is not uniform and unbroken. Several terraces and well-defined cscarp-
ments stretching across the couctry are met with at intervals. A great proportion
of the surfuce is gently rolling, and hills of no great height occur here and there,
The rivers of this division of the country flow for a great part of their course in
deeply eroded channels, frequently of considerable width, and as the superficial
formations are for the most part drift or soft rock, the channels which have been
furrowed out are but little obstructed by falls or steep rapids. They generally present
a uniform descent, and the long stretches of some of the rivers, although the current
be swift, are capable of being navigated. A wide expanse of the region to the south
of the main Saskatchewan is a prairie, without trees or shrubs of any kind; the
treeless prairie passes by easy gradations into copse woodland with prairie interven-
ing. To the north of the Saskatchewan, woodland appears in various localities. On
Pcace River there are extensive prairies ; there is, also, an agreeable mixture of wood-
land and prairie; and this character of country appears to prevail for a considerable
distance still further north.

It is scarcely to be supposed that a region so extemsive would be found all
fertile land. The great American desert, which covers a wide area in the centre of
the United States, was at one time thought to extend north for a considerable distance
into Canada. The Boundary Commission reports, however, appear to show that the
arid and unproductive tract is more limited on the Canadian side than was previously
supposed ; and that a great breadth of the country previously considered valueless
may be used for pastoral purposes, and some of it ultimately brought under cultiv-
atinn. There are other places within the territory described as the Prairie Region
which are unfavourable for farming pursuiis; and although eertain drawbacks claim
recognition, there can no longer be any doubt respecting the salubritv of the climate
and the existence of vast plains of rare fertility. Information on this head has been
obtained year by year. Professor Macoun, a well-known botanist, has recently been
commissioned specially to investigate this subject. He estimates that there are no
less than 160,000,000 acres of land available in this regiun alone for farming and
grazing purposes, of which one-half, or 80,000,000 acres, may be considered fit for
cultivation.

The mineral riches of this great division of Canada are but imperfectly known.
It has, howerver, been established that immense deposits of coal exist in many parts,
chiefly along the western side. The examinations of Mr. Selwyn, director of the
Geological Survey, carry the impression that the coal-bearing rocks pass with their
associated coal seams and iron ores beneath the clays farther east, and it may be that
shafts would reveal workable seams of coal at such limited depths beneath the surface
as would render them available for fuel and for industrial purposes in the heart of the
prairics. Should these views of Mr. Selwyn prove correct, their realization will be
of the greatest possible importance to the country. Besides coal and iron ore, petro-
leum, salt and gold have also been found.

The nuclevs of a population has for many years existed on the Red River; it
was originally formed by the Earl of Selkirk near the beginning of the present cen-
tury. In the autumn of 1812 he reached the chosen locality, Kildonan, via Hudson's
Bay and River Nelson, with a small party of Highland Scotchmen. Subsequently,
the numbers were increased, and & number of French Canadians also settled down to
cultivate the soil at St. Boniface, on the opposite bank of the Red River. The Red
River settlers, exposed to many vicissitudes during a space of half a century, did not
greatly prosper. But since the incorporation with Canada of the whoie coantry
tormerly under the sway of the Hudson's Bay Company, marvellous progress has been
made. The province of Manitoba has been created around the place which was once
the Selkirk settlement ; its population has increased from a mere handful to many
thousangs, and it has to all appearance entered on a caveer of unexampled progress.

Manitoba, although a province with prospects so brilliant, occupies but a small
corner of the fertile lands in the interior of Canada. The Prairie Region, as set forth
in the foregoing, is alone ten times the area of England, reckoning every description
of land ; such being the case, it may be nggain dream to imagine that in due time
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msny Provinces will be carved out of it, and that many millions of the haman family
may find happy and prosperous homes ou these ri~h alluvial plains of Canada.

I shall now pass to that other great division of the country which has been
designated the Mountain Region.

This is part of the great elevated mountain zone of North America, which begins
in the Cordilleras and elevated platean of Mexico, and extends to the Aretic Ocean.
If we examine the orographic map, it will be observed that the Rocky Mountain
zone, although it has many subsidiary mountain ranges, is characterized for the
greater part of its length by two prominent and perfectly distinct Alpine chains, each
with many spurs or branches. One of those main chains is dirvectly along the Pacific
coast: in Canada it is known as the Cascade Mountains, and farther south as the
Sierra Nevadas. Theother range is the Rocky Mountains proper : it ohserves a general,
although not perfect, parallelism with the coast. The distance between the crests of
these two lofty chains varies from 1,000 miles in the United States to 300 miles in
Canada, and to this circumstance may be attributed the remarkable widening of
the alluvial plains in the Canadian half of North America.

I shall now confine my remarks to that portion of the Rocky Mountain zone
within the limits of Canada.

The Cascade Chain rises abruptly from the sea level, presenting from the water an
extremely bold and defiant aspect. The average hoight of the many serrated summits
will probably range from 5,000 to 8,000 feet above sea level, and some of its central
crests and loftiest peaks rival in elevation the main Rocky Mountain Chain. The
main Rocky Mountain Chain is in Canada from 300 to 400 miles distant from tho
Pacific coast. This chain rises like a colossal wall above the continental plain on ity
eastern side. Its flanks are, however, deeply gashed, and great countefort-like spurs
jut out, between which the rivers which water the Prairie Region take their rise.
Much of this great mountain barrier rises over 8,000 feet above sea level. The loftiest
central peaks enter the region of perpetual snow; some of them, indeed, reach an
elevation cstimated at 15,000 feet above the ocean. On the western flank of the
chain are several independent groups of mountains, known by local names. They are
scparated from each other by narrow valleys and deep chasms, some of which are
])1:010nged in the direction of the Prairie Region, forming passes through the moan-
lains, Some of these passes are from 6,000 to 7,000 feet above the ses, and they
range down to less than 2,000 feet. These transverse openings through the lofty chain
attord comparatively easy passages from one side to the other. The lowest and most
remarkable is in about latitude 56 degrees. Here the Peace River rises on the
western side of the Rocky Mountains, and flows through them at a low altitude,
ultimately passing into the River Mackenzie.

Between the Cascade and Rocky Mountain Chains there extends an elevated pla-
teau, averaging from 3,000 to 4,000 feet abovesea-level. This plateau is grooved ont
by deep river channels, broken by rocky ridges and inferior mountain masses. It
has many lakes, occupying deep depressions in the surface, and is intersected in many
directions by numerous broad, sheltered, undulating valleys. The surface of this
Platean in some quarters is thickly, in others scantily, timbered, and in certain dis-
tricts open prairies present themselves. )

Oft' the shore of the mainland there are several large islands, the most important
of which is Vancouver [sland ; the others are the Queen Charlotte group. Th.e former
'8 half as large as Scotland, the latter is in area more like Wales. The climate of
these islands is moist and temperate, and in this respect they are not dissimilar to the

ritish Islands. Vancouver, the most southerly, has an elevated interior with moan-
Wins rivalling in height those of the mother-country. Some of the contral peaks,
;«uch as the Alexandra, the Albert Edward, and the Victoria, rise from 6,400 to 7,500
et above the sea. The fast, the Victoria Peuk, is double the height of Snowdon, and
be-third higher than Ben Nevis.

Besides Vancouver and the Queen Charlotte group, there exists along the ahor:e
of the mainland clusters of smaller islands, between which are deep, and in
Many places intricate passages. Great arms of the sea pierce the mainland in many

9t
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places. They resemble the deep-water, rock-bound fiords of Norway, and they
penetrate so far that the largest iron-clads afloat could steam, in some cases, into the
very heart of the Cascade Mountains.

The Mountain Region has some good lands, but the fertile tracts are limited in
extent; when developed they will be advantageously situated for raising agricultural
groducts and stock to supply the mining industries which in time will undoubtedly

e established.

This region is exceedirgly rich in mincrals, containing coal and iron in profu-
sion. In quality, the Vancouver coais are found superior for steam engines to any
worked on the Pacific coast. They find their way to California, and arc used on the
railways leading out of San Francisco, in spite of a high duty imposed by the United
States. The precious metals are also found. The yield of the gold washingsis
already about 40,000,000 dollars, and within the past year quartz mining has been
inaugurated. Mr. Dawson, of the Geological Survey, reports: “ I think it may be
said without exaggeration that there is scarcely a stream of any importance in the
province of British Columbia in which the ¢ colour ’ of gold is not found.” Silver
is met in reveral localities. Copper, mercury, lead, platinum, and nickel are also
mentioned in the reports of the Geological Survey.

Very much still requires 1o be learned respecting the rock formation of the
Mountain Region. Data have, however, been collected in a rapid and necessarily
imperfect geological exploration sufficient to establish the existence of great mineral
wealth. There can be no doubt that here we have a wide and promising field, and
the future will witness industries of various kinds working and developing the riches
which lie buried under the surface. The forests, of enormous growth, which exist in
many places, and the fisheries of the rivers and coasts, will give employment to a
very congiderable population.

I must now turn to the Woodland Region; but to describe it, even in outline,
would far exceed the limit of this paper ; I must therefore content myself with a few

assing remarks. I have already defined the Woodland Region to be the whole of

anada not within the Mountain Region in the west and the Prairie Region in the
middle ; it therefore embraces all the settled portions of the Eastern Provinces which
were wooded at one time, but which have, within a brief period, been in part cleared by
the hand of man. This region is of immense extent ; it embraces 84 degrees of longi-
tude; its most southerly point is on Lake Erie, in the 42nd parallel, and it stretches
from the latitude of Rome away far north to a point at least 200 miles within the
Arctic circle. Compared with the country on the Ii’aciﬁc coast, no part of this region
can be considered mountainous. Although elevated ranges, like the Laurentides, are
met, only a small proportion of the country exceeds 2,000 feet above sea-level. An
a;:iz;l of fully 200,000 square miles is estimated to be under 500 feet above the level
of the sea.

So great an extent of territory presents many varieties. In the north it assumes
an Arctic character, and resembles portions of Siberia. The nearest portion of
Canada to Europe is that which is least known and believed to be the least valuable.
1t is bounded on the west by Hudson's Bay, and on the cast by the Atlantic Ocean.
Its extreme length from north to south is about 1,000 miles, and it is about the same
length from east to west. This section of Canada is somewhat greater in area than
Norway and Sweden, Denmark and Lapland, and a great extent of it is considered
to have no better climate than the northern parts of these European countries. To
the north-west of Hudson’s Bay about an equal area may be similarly described. Its
surface is varied, and its vegetation affords sustenance for the great herds of reindeer
and musk ox which find a home in this otherwise inhospitable section. It presents no
prospect for the agriculturist; the only hope isin the fisheries along the coast, in the
fur trade, and possibly in minerals which may lie hidden under the surface.

These are the worst sections of the country ; as we advance southward its char-
acter gradually changes and improves. True, there is a broad band, the agricultural
resources of which are not promising; but the forests which cover the surface will
every year become more and more valuable, and its geological structure affords indi-
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cations of mineral wealth. The investigations of the Geological Survey here point
to the existence of rich deposits extending over wide areas. The more important
minerals are gold, silver, coal, iron, copper, lead, phosphates, and plumbago. Crossing
the metalliferous band, we reach considerable tracts of land which by cultivation
will produce all the ordinary crops; and continuing southwards we finally reach

Ontario, one of the finest wheat-producing countries in the world.

1 must say a word about the climate. It should be borne in mind that Canada,
like Europe, extends over so many dogrees of latitude that it must have many grada-
tions of climate. In some parts of Canada, fruits ripen in the open air that cannot
successfully be grown in England in any quantity except under glass. In one locality
every furmer enjoys the luxury of a large peach orchard ; while far to the north the
flora and fauna are those of Lapland, and still farther north icebergs are the perennial
crop. The alpine region bordering the Pacific, as in Southern Europe, presents lofty
peaks reaching the permanent snow-line, while at lower levels in the vicinity of the
ocean a climate soft and mild as Ireland prevails.

In the greater part of Canada, however, the thermometer has a wide range. In
summer the temperature runs high; in winter it occasionally goes very low. It is
difficult for a resident of this country to understand how one can live and enjoy life
in & temperature sometimes many degrees below zero; but owing to the extreme
dryness of the atmosphere the cold is not really felt so much as might be imagined.
Ordinary work is carried on in the open air without inconvenierce in what would
seem to a resident in England very great degrees of cold.

* 3 * * * *

Generally speaking, the climate of habitable Canada may not unfairly be
compared with that of Russia, Germany, Austria, and other countries in Europe. It
cannot be denied that the winters are perhaps longer and colder than is desirable. The
climate is certainly continental, but notwithstanding the wide range of temperature,
{)herta cannot be a doubt that it is not only endurable, but that it is healthy and

racing.

Viewing Canada as one consolidated country, extending across the widest and
Dot the least valuable portion of the continent of America, embracing a marvellous
breadth of fertile and unoccupied land; with a healthy, invigorating climate ; with
unlimited mineral resources; with supplies of timber in her forests second to those
of no country in the world ; with inexhuaustible fisheries in its great lakes and rivers,
and around its coast on three oceans; with deposits of coal and iron of unmeasured
extent in the interior of the country, and on the Atlantic as well as on the Pacific
sea-boards ; taking all these natural elements of future wealth and greatness into
COnlsidemtion, the problem which presents itself is the development of a country
which has been provided with natural resources so lavishly. The question is, how to
¢olonize the northern half of North America, and render it the home of a happy and
Vigorous people. It is true that Canada already has a population of some four milliqns,

Ut as yet the mere outer fringe of the country is occupied. We are only beginning
10 realize the fact that the interior has space for many times the present population.

tis just beginning to dawn upon Canadians themselves that in the territories which

ave been described, there is room, and to kpare, and there exist the elements of

Support, for a greater population than that of the mother-country. No wonder, then,
that the problem to be solved appears one of weighty importance.

. The waterways of a country present the natural means of colonization. In bygone
times, rivers and lakes, the shores of bays and estuaries, have been followed by adven-
Wrous races, and these natural channels have thus in all ages furnished the means of
Spreading the human family. Canada is not wanting in highways of this kind, althou%h
any of them are subject to drawbacks which will presently be referred to. On the
%astern side she has the Gulf of St. Lawrence, which in many respects rerembles the
Baltic, To the north she has Hudson’s Bay, a sheet almost half as large as the Medi-
‘rrancan, She has lakes, but they are really seas, and they breed storms and
tempests like the Atlantic. I might attempt to describe a dozen of these inland fresh-
Water seas, but I should fail to convey a correct idea of their character and importance.
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Fortunately I can refer to a description of the waterways of Canada by a master-
hand. I cannot, I am suve, quote higher authority than that great traveller and
distinguished nobleman, the Governor-General. On a recent occasion, Lord Dufferin,
standing as near as possible midway between the Atlantic and the Pacific, and
addressing some of the subjects of Her Majesty in the province of Manitoba, said :—

“ To an Englishman or a Frenchman, the Severn or the Thames, the Seine or the
Rhone, would appear considerable streams ; but in the Otiawa, a mere affluent of the
St. Lawrence, an affluent, moreover, which reaches the parent stream 600 miles from
its mouth, we have a river nearly 550 miles long, and three or four times as big as
any of them. But, even after having ascended the St. Lawrence itself to Liake Ontario,
and pursued it across Liake Huron, the Niagara, the St. Clair, and Luke Superior to
Thunder Bay, a distance of 1,500 miles, where are we? In the estimation of the
pevson who has made the journey, at the end of all things, but to us who know better,
scarcely at the commencement of the great fluvial systems of the Dominion, for from
that spot, that is to say from Thunder Bay, we are enabled at once to ship our
astonished travellor on the Kaministiquia, a river of some hundred mileslong. Thence,
almost in & straight line, we launch him on to Lake Shebandowan, and Rainy Luke and
River—the proper name of which, by the by, is * Rene,’ after the man who discovered it—
a magnificent stream 300 yards broad, and a couple of hundred miles long, down whose
tranquil bosom he floats into the Liake of the Woods, where he finds himself on a sheet of
water which, though diminutive as compared with the inland seas he has left behind him,
will probably be found sufficiently extensive to render him fearfully sea-sick during his
passage across it. For the last eighty miles of his voyage, however, he will be consoled by
sailing through a succession of land-locked channels, the beauty of whose scenery, while
it resembles, certainly excels the far-famed Thovsand Inlands of the St. Lawrence. From
this lacustrian paradies of sylvan beauty we are able at once to transfer our friend to the
Winnipeg, a river, the existence of which in the very heart and centre of the conti-
nent, is in itself one of Nature's most delightful miracles, so beautiful and varied are
its'rocky banks, its tufted islands ; so broad, so deep, so fervid is the volume of its
waters, the extent of their lake-like expansions, and the tremendous power of their
rapids. At last, let us suppose we have landed our traveller at the town of Winnipeg—
the half-way house of the continent, the capital of the Prairie Province, and I trust, the
future ‘umbilicus’ of the Dominion. Having had so much of water, having now
reached the home of the buffalo, like the extenuated Falstaff, he paturally ¢babbles
of green fields,’ and careers in imagination over the prime. ul grassesof the prairie.
Not at all. Escorted by Mr. Mayor and the Town Council, we take him down to
your quay, and ask him which he will ascend first, the Red River or the Assiniboine,
two streams—the one 500 miles long, the other 480—which so happily mingle their
waters within your city limits. After having given him a preliminary canter upon
these respective rivers, we take him off to Liake Winnipeg, an inland zea 300 miles
long and upwards of sixty broad, during the navigation of which for many a weary
hour he will find himself out of sight of land, and probably a good deal more indis-
posed than ever he was on the Lake of the Woods, or even the Atlantic. At the
north west angle of Lake Winnipeg he hits upon the mouth of the Suskatchewan, the
gateway and high road to the North-West, and the starting point to another 1,500
miles of navigable water, flowing nearly due cast anl west between its alluvial banks.
Hauving now reached the foot of the Rocky Mountains, our © Ancient Mariner'—for
by this time he will be quite entitled to such an appellation—knowing that water
cannot run up hill, feels certain his aquatic experiences are concluded. He was never
more mistaken. We immediately launch him upon the Athubaska and Mackenzie
Rivers, and start him on a longer trip than he has yet undertaken, the navigation of
the Mackenzie River alore exceeding 2,500 miles. 1f he survives this last experience,
wo wind up his peregrinations by a concluding voyage of 1,400 miles down the
Fraser River, or, if he prefers it, the Thompson River to Victoria, in Vanecouver,
whence, having previously provided him with a first-class return ticket for that pur-
10se, he will probably prefer getting home u:d the Canadian Pacitic. Now, in this
enumeration, these who are acquainted with the country are aware that, for the sake
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of brevity, I have omitted thousands of miles of other lakes and rivers which water
various regions of the North-West—the Qu’Appelle River, Belly River, Lake Mani-
toba, the Winnipegosis, Shoal Lake, &c. along which I might have dragged and
finally exterminated our way-worn guest, but the sketch I have given is more than
sufficient for my purpose; and when it is further remembered that the most of these
streams flow for their entire length through alluvial plains of the richest description,
where year after year wheat can be raised without manure or any sensible diminution
in its yield, and where the soil every where presents the appearance of'a highly-cul-
tivated suburban kitchen garden in England, enough bas been said to display the
agricultural riches of the territories I have referrcd to, and the capabilities they pos-
sess of affording happy and prosperous homes to millions of the human race.”

Lord Dufterin.did not allude to the artificial waterways of Canada. Compared
with some of the lakes and rivers, the canals are, indeed, unimportant; but they will
stand comparison with any works of their class. As engineering achievements, ]
believe I am correct in saying that they are unrivalled. They are certainly as much
superior to the canals of the United States, as the latter are in advance ot anything
I have seen in England. These canals exist only in the province which lie in the
valley of the St. Lawrence, still they are of immense value as links in a great chain of
navigation, on which during part of the year the products of field and forest are
floated to market.

However valuable the natural waterways of Canada may be, they are open to
one serions drawback, They are, as may be supposed, exposed to climatic influences,
and the low temperature I have referred to, has the cffoct ir the still, brilliant
nights of early winter, of sealing them up unul the sun again begins to retuin to the
summer solstice.

The early settlement of the provinces was effected by means of the rivers, and
bays, and lakes. There were no railways in those days: the hardy pioncers, axe in
hand, landed on the forest-clad banks, and cut out homes for themselves and their
children. 1In the four or five winter months they became completely isolated from
the outer world, and from all but their nearest neighbows. In consequence, the
rogress of settlement was but slow, and it was confined mainly to a narrow margin
of land along the navigable water channels. It was not until railways were intro-
duced that the progress of the provinces was o marked. These lines of communi-
cation, performing their functions independently of climate, connecting all parts of’
the old settlement, and penetrating wide tracts of land not previously accessible,
have given Canada an enormous impulse, and established the conviction that the
great interior, to be prosperous, if colonized at all, must eventually be traversed not
simply by one railway, but by many railways. The great water-ways will do their
part during the open seagon in assisting to colonize the vast unoccupied regions that
are fitted for the homes of men, but they alone would be utterly insufficient. If
existing railways have proved so advantageous to sections of the country provided
with navigable water channels, and at no great distance from tide water, such as the
setlled portions of the province of Ontario, railways become indispensable to the
Western fertile regions not so favourably situated. In the great internal cultivable
tercitory, therefore, it is clear that a system of railways must be considered neces-
i’)aol‘)t'? in order to provide for its occupation by the many millions it is capsable of sup-

T 1ng,

. We have already had some experience in railways in Canada, as their construc-
lon has been progressing for the past twenty-five or thirty years, and we have found
It important to regard -with attention the principles which should govern their
establishment in new districts. I shall not enter into mistakes which have undoubt-
edly been committed in the past, by which a great deal of money, public and private,

as been sunk and wasted ; but in the remarks which follow, it will be obscrved that
d‘}e regard is had to the experience gained in those matters, and to the imporcwnce
of avoiding such fatal mistakes as the building of lines which would injuriously
ompete with each other, or the sinking of money prematurely in the completion of
4ny lines long before they are wanted.
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In carrying railways through unsettled regions, we are called upon to solve a
problem differing in essential circumstances from that which has to be considered in
laying down lines in old districts already well populated. In the latter case the
work is designed practically to diminish distance by the use of high speeds. A heavy
expenditure to attain high speed is justifiable, as traffic already exists which will
immediately render expenditure productive of revenue. In an unoccupied country,
the circumstances are entirely different. Traffic, without which there can be no
revenue, has to be created, and the question is complicated by the consideration that
the railway itself is indirectly the chief means by which traffic is expected, in pro-
cess of time, to be developed. Thereis a marked difference in the necessities of the two
oases. In the inhabited country the railway is an after-thought, and high speed is the
prime necessity which calls the line into being. In the unoccupied country a certain
means of communication is of first importance, and if high speed cannot be obtained
without involving an outlay that would prove burdensome, those concerned must, for
a time, be contented with a less perfect low speed line until the population becomes
sufficiently numerous and wealthy to call for high speed. Such being the case, it
seems wise to keep in view from the very first three important considerations :—

1. Certainty of communication at all seasons.

2. The expenditure of no more unproductive capital than may be absolutely
noecessary.

3. The possible necessity for a high-class railway ultimately, and th e importance
of securing 1t without any waste or misapplication of capital in carrying into execu-
tion préliminary or intermediate works.

By a high class railway in the third consideration, must be understood a line so
perfect that not only high speed may be attained with safety and certainty, but that
the actual cost of conveying passengers, as well as products of all kinds, may be
reduced to the lowest possible rates. I may say that I have no faith in what are
sometimes erroneously called cheap railways. The true cheap railway is the one
that can with profit do its work cheaply. I would advocate the utmost economy in
expenditure, but at the same time the kind of perfection referred to should be kept
prominently in view.

The Pacific Railway has been projected for the double purpose of connecting the
Atlantic and Pacific sides of Canada, and the opening up of the interior for settlewment.
This project has been the subject of much discussion in Canada; it has entered into
the realm of politics, and opposite parties, although agreeing with respect to the
great desirability of the line, have not agreed as to the means of securing it. As an
individual, simply, 1 may hold views that do not harmonize with those of either
party, or of any person, but I shall nevertheless, from an individual and perfectly
independent standpoint, endeavour briefly to lay my views before you.

he whole country between the settiement in the Ottawa valley and the coast of
British Columbia has as yet very few civilized inhabitants. There are, according to
various estimates, probably from 8,000 to 12,000 souls in occupation of portions of
British Columbia, and within the past few years settlers have begun to pour into the
Prairie region in the province of Manitoba. There are also a few hundreds establshed
on the north shore of Lake Superior. Taken altogether, there are probably not
more than 40,000 within a very considerable distance of any part of the 3,000 miles
of railway projected. It is perfectly evident, therefore, that the construction
of the Canadian Pacific Railway, in the present condition of the country, is & very
serious undertaking, and one requiring grave consideration. I have no doubt
whatever that it will at no distant day be a work accomplished ; that it will form not
only a conneciing link between the old half-dozen provinces on the Atlantic and
the still greater number of provinces which have yet to come into existence in the
west, but that it will constitute an important part of a great Imperial highway
extending between the heart of the Empire in England and its important out
lying portions and dependencies on and beyond the Pacific.

The Pacific Railway being projected for a double purpose, it may not be without
profit to consider its objects and to view it firstly as a colonization line, secondly, as &
through national line,
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Firstly. The experience which we have gained in Canada has tended to establish
several sound economical principles in eonnection with the building of coloniration
railways in new territories. Some years ago, a scheme based on these principles was
projected which commended itself to my judgment, and which, in part at least, has
since been sanctioned by the Government. It was termed the Territorial Road
Scheme ; and as it may possibly be capable of application with advantage to other
countries, such as those Colonies wherc much land yet remains to be occupied, it
may not be without interest to members of the Institute. I shall venture, therefore,
briefly to notice it.

First of all it is assumed that railways will ultimately be required and built in
every district where the natural resources of the country, although for the present
dormant, are capable by the application of human industry, of producing traffic which
would render steam power as a means of transit necessary and profitable. Supposing
we have to colonize a territory fulfilling these conditions, the first step is to discover
by thorough surveys the very best position for the future railway system which the
prospects or possibilities of the country would seem to demand. The system of lines
thus to be projected may consist of a single trunk line with branches at proper
intervals, or it may be a number of lines running in the direction which traffic would
seek, or in which, 1n the public interest, it would be desirable to lead it. It is con-
sidered important to take this step in advance of settlement, because even a fow
settlers frequently acquire considerable influence in a new country, and, as is
sometimes the case, they may succoed in warping or twisting a trunk line away from
the most advantageous position to another and inferior position, in order to suit
their advantitious and purely local circumstances. Thus, general interests which, in
the future may be of the greatest importance, may suffer throurh comparatively
insignificant local interests unduly magnified for the moment. Having fixed upon
the lines upon which the railways, some time or other, are to be built, the next step is
to select at proper intervals the most suitable points for the stations, and from thesc,
and these only, to project all the branch roads of every clams that are likely to be
required.

Thus, the road system of the country to be colonized is proposed to be projected,
and the position of the several lines definitively fixed ; butas the line of railway may,
in some instances, be used for many years as an ordinary road before it is finally
tonverted to the requirements of steam communication, and as it could scarcely be

esignated a railway until it becomes one, the term “territorial road ” was suggestod.
l}is term it was proposed to apply to all trunk lines destined ultimately to become
railways,

Having established the position of the territorial roads and the points on them
for future railway stations, the next step is to lay out at the latter points sites for
villages and towns, Along the territorial road linesit isdesigned to erect a telegraph,
and to make, in the first place, a common, cheap road, such as are usually made to
meet the first requirements of settlers. It is also proposed as time rolls on to give
émployment to such of the poorer settlers as may stand in need of it in improving
the road, having in view always its uitimate purpose, and thus toform the groundwork
of the future railway by a series of progressive stages corresponding indeed with the
Progress of the settlement. It is designed that the line shall be used as a cart or
Waggon road in its rudimentary state; the rails to be laid and the railway to be
ompleted only when the demands of traffic or the exigencies of the country require
Steam communication,

The scheme undosbtedly has much to recommend it. Settlers would know
beforehand where the railway and road system of the country would be created, and

€y would govern themselves accordingly in selecting their locations. The trade
of the country weuld grow up in the proper channels designed for it. There could

N0 railways built where they are not wanted, and they need notexist as railways -
intil they are actually needed. Thus, ruinous competition would be avoided, and
Accumulated losses on unproductive capital might be greatly reduced or altogether
‘ed. Teaffic would, from the first, centre at the future statiens, and, as a conse-
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quence, at these points, settlements, merely villages-at first, important towns in time,
would spring up. A concentration of labour, year by year, on the territorial road
would give the pioneer settlers needful employment, and would, in course of time,
prepare it for the superstructure of the railway ; while the occupation and cultivation
of the land, and the development of other natural resources would prepare the
country for railway services.

The scheme for the development of the highways of a new country appears
peculiarly applicable to the circumstances of the case under consideration, if we shut
out from our view all questions except simply the colonization of the interior of
Canada. After the position of the lines has been determined on—and this should only
be done after exhaustive examinations have been made—the next effort should be to
complete telegraphic communication along the precise line of the future railway.
The cost of a telegraph is so trifling compared with its advantages that it should be
made the precursor of other means of communication., The telegraph erected, a
bridle-path from post o post would probably be the first means of transport; then
would follow a waggon or post road; finally, a perfect line of railway when the
traffic of the country or the interests of the nation required more rapid means of
communication.

The territorial road system was suggested 15 years ago at a period anterior to
the agreement made with the Province of British Columbia, to build a continuous
line of railway from one side of the continent to the other. If, for the moment, we
view the transcontinental railway simply as a colonization line, the economical
principles of the scheme then advocated appear as applicable to-day as they were
formerly.

* k £ S x % ES *

Since these views were first advanced, the circumstances upon which they
were grounded have materially changed. Apart from the political and special con-
siderations which enter into the discussion, we have acquired more accurate geo-
graphical and general information; and it would now appear that the habitable
territory claiming attention is considerably more extensive than was at one time
supposed. In consequence, a much more comprehensive railway and road system
would seem to be required, and ought to be projected. Instead of a single line
of railway through the fertile belt, at least two trunk lines, with cross connections
and numerous branches, may ultimately be needed to serve the greater breadth of
country. This does not, however, render it less important to regard the econom-
ical principles which ought to regulate the establishment of all the highways of the
territory. The interior of Canada has, without any doubt whatever, a vast area of
fertile soil; yet it cannot be denied that there are many drawbacks to contend with.
It may be said that the climate, especially in the winter season, is one. The great
distance of this fertile area inland is undoubtedly another, and perhaps the most
serious; and this circumstance makes it the more imperative that, to afford the
fullest opportunity for successful colonization, the lines of communication should
be established on sound principles. The principles of the territorial road system,
to which I have referred, appear to me of so fundamental a character that they are
quite as applicable to-day as when they were first promulgated. The map which I
have prepared shows the possible position of the leading railway lines which, based
on the information we have recently acquired, may be projected for the fature
service of the country. In the west, lines are shown to reach the Pacific tide water
at Port Simpson, at Burrard Inlet, and at Bute Imlet, with an extension to Van-
couver Island, running to Esquimalt, Alberni, Fort Rupert and Quatsino. In the
interior, the Bow River, Saskatchewan, Athabasca, Peace River, Lake La Biche,
Swan River, Assiniboine, and Red River districts are proposed to be served by
main lines or branches; while, to the east, lines are carried to Port Nelson, Moose
Factery, Lake Superior, Ottawa, and to Saguenay below Quebec. Of course this is
a mere projection, and it is presented to illustrate the comprehensive view which, in
my opinion, should be taken of the question. All these lines, or modifications of them,
1 consider eligible for territorial roads; not that they should be built all at once, or
even all, at once surveyed, but simply to complete the scheme of great thorough-
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fares which, in course of time, may be established and used. They may at once be
designated territorial road lines, and when they come to be surveyed they should be
laid out with great care and forecast; a territorial road being understood to mean
simply a railway in an incipient stage, capable of being used as a means of inter-
course at all stages, its highest condition of development being a means of steam
communication.

It may be assumed to be the desire of the Government and people of the Domi-
nion that the great undeveloped interior of Canada should be colonized in the most
ruccessful manner possible. It could not be held to be successfully colonized unless
peopled by inhabitants like themselves, hardy, selfreliant, vigorous, and determined ;
nor unless the many thousand miles of railway required were constructed in such a
way as to leave them, when finished, in a condition to do their work efficiently and
without loss, This certainly would not be the case if, through too hasty and ill-con-
sidered construction, or through any other cause, liberal Government grants, as well
as private resources, were swallowed up, and the lines left burdened with debt which
no future traffic could support or remove.

The system of highways to which I have referred is one of evolution, and would
necessarily be of slow growth; it is, nevertheless, in my judgment, one which could
not fail to succeed. It is, however, purely, a colonization scheme. I am prepared
to admit that there are many weighty reasons why some one of -the lines projected
across the continent should be pushed to completion more rapidly than colonization
purposes actually demand. T have already mentioned that the enterprise known as
the Canadian Pacific Railway has been designed for a purpose beyond that of settling
the vast interior of the country. One of its objects is to unite the Pacific and
Atlanltic coasts with a continuous line of railway without passing over foreign sca
or soil.

. How can I very briefly—for I fear I have exhausted your patience—how can [
In fewest words set forth the immense importance to the Empire of having a line
through Canada in operation as speedily as possible ? .

Esquimalt, the naval station on the Pacific, and possibly the great Pacific arsenal
of the future, is some four month's steaming distance from England. I venture to
State that by the projected Canadian Railways it would be possible to carry des-
patches from Liondon to this station on the Pacific in thirteen or fourteen days, and
that communication with New Zealand could be made in less time than has ever yet,
S0 far as I have learned, been practicable. )

_In the construction of this railway the great Australian provinces, must surely
be interested. It must be of some moment to every British station in the North
and South Pacific Oceans. It would open up anew route to India! There would
Probably be less nervousness felt from day to day, and from month to month, here,
In the heart of the Empire, about the Bastern Question if we had an overland rounte
through Canada. And in thisview the consideration of a very simple yet important

estern Question may in some degree diminish the interest felt in a very complicated

astern Question. .

If it be admitted that the speedy completion of a railway across Canada is of
general importance to the Colonial Empire, the question arises—which line could be
1ot speedily constructed, and which, when established, would best subserve Imperial
Interests ? This is the important question for present consideration and decision. As
far as the colonization of the vacant parts of Canada is concerned, it is of no great
‘onsequence which of the lines ultimately required be first completed.

he resources of Canada are perfectly competent to establish in some such
‘anner as that T havedescribed all the highways wanted for opening up the country,
It it would oceupy many years to effect this in a satisfactory manner, If other and
h‘ghfﬁ‘ than local interests demand a through line of railway sooner than it is locally
Tequired, it seems a reasonable auggestion that those higher interests shou!d in some
o2y or other assist in obtaining it. As a member of the great Colonial family,
danada very largely participates in the higher interest, and as such it cannot be
Soubted that, she is perfectly prepared to bear her full share of the cost of establish-

3 the communications of the Empire,”
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My Lord Duke, ladies, and gentlemen,—I must beg your permission, before this
passes out of my hands, to offer a personal explanation and apology. When first I
was paid the compliment of being asked to read a paper on Canada, I felt I should
best gerve the Institute by declining, and thus leaving an opening for some one else
more competent to do it. Subsequently, the Council was good enough to urge me to
undertake the duty. I should have been glad had it fallen into worthier hands, as I
feel that I have been unablc to do the subject I have endeavoured to bring before you
anything like justice. To make matters worse, a day or two ago, when preparing
my paper, I received a cable message from the Canadian Government, urgently
requiring me to leave by the first steamer. As a consequence I have been much
hurried. I am conscious that my paper is ill-prepared ; and as Isail in 24 hours, before
these lines can be read to you, I shall, all being well, be approaching mid-Atlantic and
speeding as fast as steam can take me to that country I have attempted, though
imperfectly, to describe. You will probably think this, by cutting sbort my re-
marks, & happy interruption. I confess I have found the subject much too large for
the limits of one paper. There are many points I should have wished to touch
upon. I have not even mentioned that the construction of the Pacific Railway has
already made considerable progress ; that the locomotive is now to be heard snorting
north of Lake Superior; that the steam whistle is screaming on the shores of Lake
Winnipeg ; and that the telegraph, the Pioneer of the Railway, has advanced so far
that you may send a message from almost any street corner in London to Edmonton
near the base of the Rocky Mountains. I should especially have desired to make
you better acquainted with the four millions of Canadians with whom I have inter-
mingled for nearly a life-time, and to have told you, if you need any assurance on that
point, about their devotion to the old flag, their attachment to the Empire and to the
Queen. Canadians glory in their connection with the little island across the water;
they are proud of the progress they have made; and they may be pardoned for
measuring their progress by comparisons. True, they may be considered an agricul-
tural people, yet their outside trade is not trifling, They witness their shipping on
the high seas with a tonnage greater than Germany possesses, double that of Spain.
and nearly three times that of Russia. If with a small section, a mere corner of
Canada, and that but sparsely populated, they have already a shipping trade which
makes them almost the third maritime country in the world, what may they not
hope for in another half century ? It cannot be doubted that Canada possesses the
elements of a great future; and that in a comparatively few years she may add
incalculable strength to the British Empire. Canadians cannot strictly be called
Englishmen, but they are proud to be British subjects; and they are by no means
unwilling to join in the ftrials and struggles of the mother-country. They share in
the advantages of British connection ; and they would feel themselves unworthy of
their name did they shrink from bearing their fair share of the burden and re-
sponsibility of comsolidating and majntaining the prestige and power of the Empire.
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APPENDIX 1.

EXPLANATION OF MAP AND MEMORANDUM OF DISTANCES.

The full blue lines represent projected main railway routes, (territorial lines)
which, poseibly, may hereafter be considered necessary for the service of the country.
Their purpose and character is alluded to in the General Report and Appendix H.

The large blue letters on the map indicate as follows :—

A indicates Port Simpson, on the Pacitic Coast.

do Bute Inlet, do
do Burrard Inlet, do
do Quatsino, do
do Alberni, do
do Esquimalt, do

do Port Nelson, on Hudson Bay.

do  Moose Factory, on James Bay.

do Toronto, on Lake Ontario.

do Ottawa, the Seat of Government.

do Montreal, on the Navigation of the St. Lawrence.

do Three Rivers, do do

do Quebec, do do

do Saguenay, do do

do  Fort George, on the River Fraser, British Columbia.
do The Cariboo Gold District, do

do The Omineca Gold District, do

do The Yellow Head Pass, Rocky Mountains.

do  The Peace River Pass, do

do Battleford, on the River North Saskatchewan.

do  Junction of projected lines, near Cumberland House.
do Northeote Station, near Lake Winnipegosis.

do Selkirk Station, in Manitoba.

“do Fort William, on Lake Superior.

do  Nipigon, on Lake Superior.

do  The Pine River Pass, in the Rocky Mountains.

The blue line from (C) Burrard Inlet, vid (R) Yellowhead Pass, (T) Battleford,
(V) Northcote, (W) Selkirk, to (X) Fort William, on Lake Superior, is the line
located. Between (W) Selkirk and (X) Fort William it is in part, under construction.
A @elegraph is contracted for over this line from the Pacific coast to Lake Superior.
It is erected and in operation over more than one-half the whole distance.

The dotted blue lines running to the right and left of the adopted route hetween
(R) Yellowhead Pass and (W) Selkirk, represent branches projected t:or colonization
Elg)oses. With regard to which see the General Report and Appendix H. All the

ch and main lines are intended to have the uniform gauge of the country
(4 feet 8} inches), The trunk lines are designed ultimately to be perfect in essential
pointsin order to secure cheap transportation over long distances ; the branches,
however, being for local and light traffic may be more superficial in character.

The following will show the advantages and possibilities of some of the pro-
Jested routes.

Taking a common point on the Asiatic coast,—Yokohama, in Japan,—the dis-

to points on the western shore of North America are :—

NHME<ddRREO YO ZRE R HaeEEHgQw

Nsutical Miles.
Yokohama t0 San Francisco.....eeeecc-covee sssorremesesssscsnesss 4,470
do Esquimalt (F)....eerseececsereuensssssssusesssences 4,265
do Barrard Inlet (C)...cccovereninneece ceeasenssssensees 4,374
do Port 8impson (A).....coneseirvestecsresisacsaasne 3,868

101



41 Victoris Sessional Papers (No, 20) A. 1878

The estimated distance from these points’to Atlantic tide water and various places

is as follows :—
Statute Miles.

San Francisco to New York....... eerreressrsnrisresssasrsressnasens 3,390
do Boston ....evevieiinne creneas erensirrresrarsriaaas 3,448
Burrard Inlet (C) to New York, vid Canadian Pacific, R. V.
X, J. and Montreal (K)evirvraaanna 3,241
do Boston vid Canadian Pacific, R.V.X.J.,
and Montreal (E e 3,197
Montreal (K), vid R, V, X.. veeeee 2,862
do Quebee (M), vid R. T.U.H L..ioo... 2,880
do Saguenay (N), vid R. T. U. H.. . 2774
do Port Nelson (G), vid R.T. U...... ...... 1,744
Port Simpson (A) to Montreal (K), vid Peace River, U. W.
Y & Tt et e 2,966
do Montreal (K), vid Peace River, UH.&J 3,044
do Quebec (M), vid Peace Rlver,U H.&L. 3,088
do Saguenay(N), vid Peace River. U, & H. 2,782
do Port Nelson (G), vid Peace River, &U. 1 7 52

The distances across the Atlantic may thus be stated :—
Nautical Miles.

New York to Liverpool.....cceicvvieicriiieniniiici i 3,040
Montreal to Liverpool, vid St. Paul.. verrreererinenneneneens 2,990
do vid Belle Isle. . crerrer s eenernennee 2,790

Quebec to Liverpool, vid St. Paul........cceueiiiniiiiiiiiniinnna, 2,845
do vid Belle Isle..ciivveerviiiinericnreninnnce, 2,645
Saguenay to Liverpool, vid St. Paul......cccviieieeenvsreennnns 2,810
do vid Belle Isle......... cereennens ceererees . 2,610

Port Nelson to Liverpool.... 2 960

From the above the following table is complled dlstances by land being in
statute miles, by water in nautical miles; and the total distances in statute miles:—

>

Pacific . Atlantic
Yokoh L ) Ocean. Railway. Ocean. Total
okohama to Liverpool. — o - Statute
Nautical s&”:}“te Nautical | Miles.
Miles. 1168 Miles.
Viéd San Francisco and New York.. rereevens 4,470 3,390 3,040 12,038
Vi@ Burrard Inlet (C), R.X.J. and Montreal (K)
St. Paul... 4,374 2,862 2,990 | 11,34l
by Belle Isle .. 4,374 2,862 2,790 11 111
Via Burrard Inlet (C), R. U. H. L. and Quebec (M
by St. Paul.. 4,374 2,880 2,845 | 11,193
by Belle Tsle .. 4,314 2,880 2,645 | 19,963

Via Esquimalt (¥), B. 0. X. J. and Montreal (K)

by St Paul 4,265 3,165 2,990 | 11,519

by Belle Isle. .. 4,265 3,165 2,790 | 11,289
Via Port Simpson (4), S. U. X. J. and Moutres.l (K)

by St. Paul..cceveeeervnaee 3,865 2,966 2,990 10,860

by Belle Isle. .c.cvcs cevreea| 3,865 2,966 2,790 | 10,630
Vi Port Simpson (A) U. H. L. a.nd Quebec (M)

St. Paul....cccee weernnee ! 3,865 2,888 2,845 10,615
by Belle Isle... J. 3,865 2,888 | 2,645 10, 385
Vié Port Simpson (A), U. H. and Saguenay (N)
by St. Paul.vee vevverreeenr | 3,865 2,782 2,810 10,468
by Belle Isle....con. veeoron 3,865 2,782 2,610 10,238
Port Simpson (A), U. to Port Nelsou (G)er « cevrernvenersenver fraroes cevnrnens 1,752 [ceessnsns senaen
Port Nelson (G) 10 vaerpool tor tossrennt ivsans asassanne senses farennece ccees | ancen rocnrenas 2,960 | .eeiensoenrer
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The foregoing shows the importance of the projected Canadian system of rail-
ways a8 great through lines of communication, and points to special advantages
which possibly may be possessed by Saguenay on the St. Lawrence, below Quebec
and Port Nelson, on Hudson Bay. Surveys alone can determine the entire practica-
bility of the portions of these lines through unexplored districts, but it would
appear that a railway from Port Simpson to Saguenay, if established as sketched on
the map, would, as compared with the line via New York and San Francisco, shorten
the distance between Europe and Asia, according to the above estimates 1,570
miles. Saguenay would have this advantage during the season of navigation only ;
in winter, any traffic by this route would find its way via Quebec, over the Intercolo-
nial, to Halifax.

Port Nelson could scarcely be considered as a terminal point for transcontinental
traffic; but as a shipping port for the products of the interior during some of the
summer months, it may hereafter prove of value* This is evident from the fact
that a point in the heart of the Saskatchewan District, would, by way of Port Nelson,
be nearer Liverpool than Chicago is by way of New York. A railway from Battle-
ford, a point on the Saskatchewan, 557 miles west of Red River, to Port Nelson,
would be about 770 miles in length, while Chicago is some 950 miles distant from
New York, and New York is about 80 miles further from Liverpool than Port Nelson.

It may further be shown how advantageously Port Nelson is situated 1o the
great fertile tract extending from Peace River easterly, and how important a railway
such as that projected on the map may hereafter prove, if it be found practicable to
carry products via Hudson Bay to England during even a limited portion of the year.
By this voute, Lac La Biche, on the 112th meridian,and in the middle of an extensive
district reported to be of rare fertility, would, by the projected line to Port Nelson
be relatively nearer Liverpool than Chicago.

e ——

* Port Nelson River, or, as now termed, Nelson River, is the outlet through which drains the whole
of the rivers and lakes included within the basin of Lake Winnipeg, extending from the Rocky Moun-
lains on the west to within one hundred miles of the shores of Lake Superior on the east, and covering
2 drainage area of about 360,000 square miles. i .

. Port Nelson is about eighty miles nearer to Liverpool, »iz Hudson Straits, than is New York. It
18 at the mouth of a river of the first class, carrying & bOdK of water double that of the north and
south branches of the Saskatchewan combined, and it reaches the sea through a narrow depression in
the Laurentides, having a descent of about twenty inches in a mile, or, in round numbers, seven
h“il{dr%(’i feet in a little more than four hundred statute miles from the spot where it debouches from
ake Winnipeg.

_ Port Nglsgon, moreover, is about the same distance from the edge of a vast fertile region in the
North-West, exceeding two hundred millions of acres in area, as Quebec is from Toronto. .

For more than two hundred years from two to five sailing vessels, on an average, frequently with
war ships convoying them, huve sailed annually from Europe and America to Port Nelson, or other
P(t)ftjstm Hudson Bay, and returned with cargoes the same seagon via the only available route, Hudson

raits,

In view of the growing interests of the North-West, from whatever point these may be regarded,
the time for enquiry has arrived, whether communication with the Atlantic pcean, with Port Nelson
8 a starting point, may not be made safe, speedy and economical. The enquiry has become a natural
Consequence of the extended knowledge now made public respecting the vast area in the North-West,
Suitable for grain growing and for pasturage, which the Government surveys have supplied. Itisalso
€dcouraged by the great changes which have taken place during the last ten years in the prosecution
of the sealing industry, which have established the fact that properly constructed vessels of large capacity
are, in skilful hands, perfectly adapted to push their way through ice-encumbered seas. It has been
Pressed forward by the new industry, so rapidly rising into importance, which gives additional wealth
10 the prairies of the west and south-west in the United States, by the European demand for their live
Products as well as for their grain. L

The establishment of a cheap and speedy means of communication between the North-West and
the open Atlantic v:4 Hudson Straits, would not only secure the rapid settlement of Manitoba, hut
":{"‘nblo successful immigration a fertile area twenty times as large as that Province. The proximity
f this vast extent of country to its own seaboard would, under such conditions, also secure the carrying

Tade of its own productions under one and the same flag.—Evidence of Prof. Hind before a Com~

mittee of the Commons of Canada, 1878.
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APPENDIX K.

Lives lost in connection with the Survey, during the Years 1871, 1872, 1873, 1874,
1875, 1876, 1877 and 1878.

Date
No. Name. of Remarks.
Death
1 [Alexander Sinclair.....ccoveee counree . Lost in forest fires.
2 |William Matheson.... .... do
3 (Indian, name unknown.... do
4 do do do
5 do do do
6 do do do
7 do do do
8 do do Drowned in North Thompson.
9 {Arthur Hamilton.. do Lake Temiscamingue.
10 |Edward J. C. Ab do do
11 |George Knout..... do do
12 {George Rochette.... . do o
13 |Frederick Chadwmk. do Lake Huron.
14 |William Caldwell.. do do
15 |T. D. Taylor........ . do do
16 |Michael Clancy....cccceeeseernnes Broke through ice.
17 {Joseph Hughes...... cocveee viveeravenes July 4 {Drowned in Whitefish Lake.
18 {Arthur TOITie. weeeesn ressneosne do 24 do do
19 |Neil Patterson.. .| do 24 do do
20 {John P. RObSOMN, cvoseres sovees jUet. 2 |Died.
21 |Nathaniel L. Price......c..coseeseee - |Dec 30| do
1874. i
22 [Wm. TappPige. ceesersesssessns toeaeeess |OCL. 3 |Drowned in Fraser River.
1875,
23 |John Spence...... ceereeese serecs sreaneees |SepH. 29 do Dalles River.
24 |Joe Paskall....... . .| do 29 do 0
25 |*Thomas Robinson.. Nov 4 {Went down in steamer * Paeific”
26 |*Edward Jaynes do 4 do do
27 |*Samuel Nicholso do 4 do do
28 {*John Tarbut... do 4 do do
29 {*George Sklppe . | do 4 do do
30 I*Richard Corcoran. ' do 4 do do
31 |W. P. Scott..cs vennuaee tv eeeermeeees Dece 31 |Died.
1876.
32 {John Dolan ...cveeeeeriveasses sonsessanse. |JUDE 25 |Drowned in North Thompson.
33 |Isaac Howch..... 19 do Salmon River,
34 1Samuel Londite..ie ceecercencensnenanena]Oct, 16 do Kettle Falls.
1877.
35 |Robert McMillan......... ceueeneee seeres|JRDE 26 ‘Died.
36 {Louis Watters ..... Nov. 19 |Broke through iee ea Red Pine Lake.
37 {F. G. Shibley...ccrvreereneerreennsananns Dec. 10 | Died.
1878.
38 |Samuel Hazlewood.., veeeesans ovenenss IJ8I, 11| do

g

* These men had been pait‘i)zﬂ' a few days previously.
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RETURN
(20 k)

To an ADDREsS of the SENATE, dated 14th March, 1878;—for copies of
all Contracts, Specifications, &c., on which tenders were invited [or
the construction of houses for the Engineers on the Branch of the
Canada Pacific Railway from Fort William to Selkirk; giving the
names of the papers in which advertisements or notices appeared ; the
number of insertions given ; the cost of each house, and the distance
of each from the Eastern Terminus; the names of the Contractors or
persons negotiating for such contracts ; the number of houses built to
the present time, with the amount paid the contractor or contractors
on each contract, and the number of those houses destroyed by fire, if

any.
By Command.

R. W. SCOTT,
Secretary of Slate.

DEPARTMENT OF THE SECRETARY OF STATE,
OrTAWA, 2nd May, 1878.

Know ALy Men by these presents, that we, D. D. VanNorman, Stipendiary Magis-
trate, and Moses Street, Merchant, both of the village of Prince Arthurs
Landing, are held and tirmly bound unto Samuel Hazlewood, District Enginecr
of the Canada Pacific Railway, in the penal sum of three thousand dollays of
lawful money of Canad:, to be paid to the said Samuel Hazlewood or to his
certain attorney, executors, administrators or assigns, for which pavment, well
and traly to be made, we bind ourselves, our heirs, executors and administrators
for ever, firmly, by these presents.

Sealed with our seals, Dated this sixth day of September, i875.
The conditjon of the above-written bond or obligation is such that it the con-
tractors, Messrs. Oliver, Davidson & Company, carry out the terms of the contract

hereto annexed, and fulfil the same pursuant to the contract plans and Tl)(l('ﬂiﬂ:ttif)'ll
ereto annexed, and in the manner and within the time specitied therein, then this
obligation to he void ; otherwise, to remain in full force and virtae.
(Signed) D. D. VAxNNORMAN. L.8.]
- MOSES STREET. 1.}

Signed, sealed and delivered
in the presence of }

(Signed) Freperic Duaean.
W k—.
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Be 11 REMEMBERED that on this sixth-day of September, A.D. 1875, it is agreed
by and between Adam Oliver, Joseph Davidson and Peter Johnston Brown, trading
and doing business under the name, style and firm of ¢ Oliver, Davidson & Co.,”
Prince Arthw’s Landing, and Samuel Hazlewood, District Engineer of the Canada
Pacitic Railway, as agent of the Public Works Department, in manner and form
following, viz.:—

The said Oliver, Davidson & Co., for the considerations hereinafter mentioned,
do, for themselves, their executors and administrators, promise and agree to and
with the said Samuel Hazlewood as such agent as aforesaid, his heirs, executors,
administrators or assigns, that they, the said Oliver, Davidson & Co., shall and will,
by the twentieth day of June, 1876, in good and workmanlike manner, well and
substantially, erect and build and finish one house or messuage, necording to the
specitication, plans and drawings annexed hereto, pursuant to the conditions and
terms therein contained, and to execute said works in the best and most workmsanlike
manner, and to use materials of the best quality of their reveral kinds, and to ~upply
everylhing not specially referred to or described in the specifications and drawings
aforesnid, but usually counsidered requisite in a house of this class.  And we further
agree 10 abide by the decision of the said Saml. Hazlewood in all contested points,
and to accept his opinion as final,

In consideration whereot, the said Samuel Hazlewood doth for himself, as such
agent, promise, covenant, and agree well and truly to pay, or cause to be paid, unte
the said Oliver, Davidson & Co. the sum of three thousand dollars of lawful money
of Canada, in manner following, that is to say : twenty-five per cent. upon laying the
floors and roofing in, twenty-five per cent. when all the plastering is finmished, twenty-
five per cent, upon rendering up the building, and the remainder within two months
theretiom, in penalty of a sum not exceeding fifty dollars per week for every week
after the said twentieth day of June they shull remaiu incomplete; and for the per-
formance of all and every the articles and agreements above mentioned, the said
Oliver, Davidson & Co. do hereby bind themselves in the penal sum of one thousand
dollars firmly by these preseuts.

In witness whereof, the partics hereto have hereunto set their hands and scals.

(Signed) SAML. HAZLEWOOD. L.S.
« OLIVER, DAVIDSON & CO. L.S.

Signed. sealed and delivered
in presence of

(Signed) FreDpERIC DUGeAN.

CaNapiaN Pacrric RaiLway,
OrFiceE oF THE ENGINEER 1IN CHIEF,
Otrawa, 8th Apyl, 1878,

Memorandum.

Cost of District Engineer’s house at Fort William, Lake Superior :—
Contract SUM ...ccvveeeereiieneiiieiinn eeeeeveneeenns, veeeee $3,000 00
Stable, outbuildings, fencing, &c.....veuvenee..... ceesee 1,207 87

—— e

Total cost....ceveiieirneniiriniennne. . $4,207 87
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Canapian Pacrric ainway,
PRINCE ArTHUR'S Disrrict,
P. A. Lanving, 3rd June, 1875,

Contract for the building of a house for the use of Enginecrs on the abore Railway, tv he
erected at road near Kaministiquia Br.dge.

In consideration of the sum of sixteen hundied dollars (§1.601) to be paid to me
by the Department of Public Works of Canada, and in the manner following, that is
to say : Twenty-five per cent. upon laying second floor joists: tweniyv-tive per cent.
upon roofing in ; twenty per cent. upon rendering up the building, vl the remainder
within three months therefrom ;

I hereby agree to perform all the work described in the foregoiny specification,
and illustrated in the drawipgs attached thereto, subject to all the conditions therein
contained, and to be finished on or before the first duy of August next (1874, ;

In penalty of a sum not cxceeding twenty dollars per weck for every weelk after
that period the house shall remain incomplete, and I further agree to exccute works
in the best and most workmanlike manner, using materials of the bert quality of
their several kinds, and supplying everything not specially referred to or describad
in the specification and drawings, bat usually considered requisite in a house of this
class. And I agree to abide by the decision of the Kngineer in all contested points,
and to accept his opinion as final.

In witness whereof, I have hereunto set my hand and seal at Prince Arthur's
Landing, Lake Superior, this 3rd day of June, in the yeur of our Lord onc thousand
«ight hundred and seventy-five (1875.)

(Signed) MOSES CHARETTE, Seal. )
Surety, . ‘W. STREET, Seal.]

Signed, sealed and delivered in presence of

CANADIAN Pacrric RaILwAy,
OFFICE oF THE ENGINEER IN CHIEF,
OrTAwA, 218t June, 1877.

. Sir,—T beg to annex copy of letter received from Mr. Marcus Smith, dated 11th
Instant, and written from Prince Arthur’s Landing, having reference to Engineer’s
houses being built on the line of Railway westward of Sunshine Creek.

"1 have the honour to be, Sir,
Your obedient servant,

(Signed) ~ W.B. SMELLIE,
For and tn the absence of the Engineer in Chief.
F. Braun, Esq., Secretary.

Prince ARTHUR'S LANDING,
11th June, 1877.

My Drar Sm,—Herewith I enclose a certificate, in duplicate, of Mr. Hazlewood,
the Engineer in charge of the District, for $7,106.75 for work done in the erection of
four Enginecers’ houses on the line of the Canadian Pacific Railway, under the con-
tract with Messrs. Lemay & Blair, dated the 10th day of January, 1877, of which you

3
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will find a copy in my desk, in the pigeon hole, headed “ Prince Arthur District,” or
it may be amongst Mr. Fleming’s papers; also a bill of extras for piling foundations
and other work not comprised in the contract, amounting to $616.50. Mr. Hazle-
wood let this contract on the authority of a letter from Mr. Fleming, dated May 6th,
1875, a copy of which I herewith enclose, with a list of the tenders he received in
response to an advertisement by hand-bill or posters, a copy of which you will also
find in my desk.

Mr. Hazlewood states that the houses and shanties had previously been erected
on the same authority, but on the 15th November, 1876, I wrote to Mr. Hazlewood,
enclosing him a copy of the letter of the Secretary, Mr. Braun, to Mr. Bethune,
dated 1411, November, 1876, a copy of which is herewith enclosed. In December, 1
received a copy ot the hand-bills calling for tenders, and immediately, on the 28th,
wrote to Mr, Hazlewood again calling attention to the Secretary’s letter of the 14th
November, and requested him to send down to the Department of Public Works ull
the tenders he might receive, with a copy of the plans and specifications for the
crection of these houses. He states thal these letters having been written after the
close of navigation on the lakes ; he did not receive any of them till after he had
awarded the contract, which he did to the firm who sent in the lowest tender, and
that they have, so far, done their work satisfactorily.

The houses embraced in the contract are at the following stations:—

Buda i s 394 miles from Fort William.
Nordland...cevveiiiiiieiiinicninann s 50% “ “
Linkoping...cccoiveiiniiiiiiiiinn. GO “ “
Port Savanne.......ooceeiieen oane ceenens 71 “ e
Upsala coeieiiiiiiin 803 « “
Carlstadt..ccooiiniiiiiiiiiiiiiiennnn. 894 « “
Bridge River........ccovveiieniiiinninnt. 981 “ “
English River......ccovveiiiiinnnn. 112 ¢ “

It is for work done on the houses at the four first stations that the endorsed cer-
tificate is given, and they are so far advanced that I think it best the contractors
should compiete them without delay.

But the erection of the last four houses west of Port Savanne is not commenced,
though there is a large quantity of material delivered on the ground, includinga
variety of manufactured articles, such as doors, sashes, locks, hinges, nails, &c. These
are principally delivered at Carlstadt. That which was delivered at Upsala has been
burned by bush fires, and the house that was completed at Buda has been destroyed
by the same cause. I am more than doubtful if it would be good policy or economy
to erect these houses so long before the line will be opened for public traffic. It was
thought by erecting these at once, it would save the expense.ot building huts for the
accommodation of the engineering staff during construction. But we see that they
are liable to be destroyed by five, that they will only be occupied for a year or so
during the construction of the line, and will be vacated as the Engineers move on
with the work, then comes the expense of some one to take care of them, and it
would probably be found, even after the line was opened for traffic, that some of these
houses would not be required for years as station houses, for, in the rough country
between Savanne and Rat Portage, there is very little land fit for settlement.

I think it would be better to confine the erection of houses during the construc-
tion of the railway to a few central points convenientfor transportationof supplies,
&c., such as Savanne, English River, Rat Portage, &c., and construct huts for the
Engineers where required ; these should not cost more than $500 to $700 a% each
station, and will be of some use as stables or storehouses after the line is completed-
1 think this cost would be less than that of maintaining and watching houses after
being vacated by the Engineers, and altering them to be snituble as station houses.
If the Department approves this view of the case, then I think the erection of the
last four houses in the list west of Savannc should be stopped at present and the

4
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contractors paid for material delivered. Except probably that at English River,
which will be & main station, and an engine house will be required there. Please
bring this subject before the Minister and instruct Mr. Hazlewood.

I am, Sir,
Yours very truly,
(Signed) MARCUS SMITH.
W. B. SuELLIE, Esq.

CANADIAN PAciric RAILWAY
To LEMAY & Brair, Dr.

Engineers Houses.
1877.

April—To erecting an Engineer’s house, &c., at “Buda”
Station, complete, contract sum $2,137, less 25 per
cent. retained.c... cevevieiiiiiiiiinreriensenicieeicenne.e $1,602 75
To platform, contract price $389, less 25 per cent.

retained as per contract........oe..c. veevecerienniiinnes 291 75
$1,894 50

To erecting an Engineer’s house, &c., at ¢ Nordland ”
Station, complete, contract sum $2,205, less_25 per

cent. retained as per contract...........ccoeiiiiiiinin 1,653 75
To platform, contract price $389, less 25 per cent.
retained....coverieeer cerier cvrier sierit seeriieeeen e 291 75

————— 1,945 50
May —To erecting an Engiveer’s house, &c., at “ Linkoping "’
Station, three-fourths done, contract sum $2,330,

ALlOWEd e ueneiiieariieieriniiieeieniees crerrceeiienetasanans 1,747 50
To platform, contract price $389, less 25 per cent.
D LY 7:30 (T F U PO PPN 291 75

’ —_— 2,039 25
To erecting an Engineer’s house, &c., at Port Savanne

Station, half done, contract sum $2,455 allowed.........c......... 1,227 50
87,106 175
Certified. _
(Signed) SAMUEL HAZLEWOOD.
. Approved.
(Signed) W. B. SMELLIE,

For, and in the absence of, the Engineer-in-Chief.

CANADIAN Pacrric RAILWAY.

E Of the extra work performed in the ervection of the following extra work jon:
Ogineers’ houses, contract No. 25, as under. LeMay & Blais, contractors.
Buda Station.
To One stick of timber, § in. x 10 in., 36 feet long, at 25 cts. per

BOOL. . e eeereieiirieeieiaierrecracereensesarnasnserrantesses savnes $9 00
Two doors, 2ft. 8 in. X 6 ft. 8 in., at $T..c.ceeervneecrene sonee 14 00
One trap door to attic, 2 ft. 5in. ¥ 3 ft. 8ilu.eceerrreeressacsane 4 00
Cellar WinAOWS THOVEd.....uveeeeereeeeeseeesos severssnnscecessnnens 5 00
%I}Q}Ving containing 50 ft. of lamber...........ceeieressencsennens 3 gg
len o n.n ................................. eeete oo -l
g opening for stove $ 38 00-

5
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Nordland Station.

To 41 piles, 25 feet long, at 30 cts. por f00t....co.oviiviivanininien. . 307 50
One stick of timber, 10in. x 10 in., 36 feet long, at 25 cts.
413 o (00 N ees 9 00
Two doors, 2ft. 8in. x 6 ft. Sin., at $T...cccvvviiiirininnienaes 14 00
One door, 2 ft. 5 in. x 3 ft. 81in. 10 attic...ceviivrerverenerreivens 4 00
Fixing opening for stove......ccoiiivrinii i 2 00
336 50
Less value of posts not used, 215 feet, at 20 cts....c.oevvenriannnnns 43 00
—_— 293 50
Linkoping Station.
To Une stick of timber, 10 in. x 10 in., 36 feet long, at 25 cts.. 9 00
Four days work clearing Station ground..........ccveenreniaii.. 8 00
Two doors, 2 ft. 8in. x 6 ft. 8 in., at $T.ceveeiirieeriiiiiincnannn. 14 00
One door, 2 ft. 5in. X 3 ft. 8 in., t0 attiC....oovurierrriennns sevae 4 00
Fixing opening for Stove...c.oceccviriiriiriiiirieenineiinniinin 2 00
— 3700
Port Savanne Station.
To 41 piles, 20 feet long, at 30 cts. per foot.........ceeiiiinnicn, . 246 00
One stick of timber, 10 in. x 10 1n. 36 feet long, at 25 ets.... 9 00
Eight days work clearing Station ground...............cccieeet 16 00
Two doors, 2 ft. 8in. x 6 ft. 8 in., at $7....cooevveniiiiiiinnnnnns 14 OC
One door, 2 ft. 5 in. x 3 ft. 8 in., to attic....ceeeeriiiiiiniineee. 4 00
Fixing opening for stove......ccc eveiiiiniiiianinniininecin, 3 00
: 291 00
Less value of posts, not used, 215 lineal feet, at 20 cts............ 43 00 -
— 24800
4 7 PPN $616 50
Certified.
(SBigned) SAMUEL HAZLEWOOD.
Approved.
(Signed) W. B. SMELLIE,

For, and in the absence of, the Engineer-in-Chief.

——

CanapiaN Paciric RAiLway,
QFFICE OF THE ENGINEER-IN-CHIEF,
Otrawa, 6th May, 1875.

My Dear Sir,—With regard to the erection of Engineers’ houses on the liv¢ of
the Canadian Pacific Railway, the Department aunthorizes the erection of the st™\”
tures required under a contract, which the Engineer in Charge will make; taking
care to have the agreement on the most favouruble terms possible to the Government
and to forward a copy of the contract in each case to the head office.

Yours traly,

(Signed) SANDFORD FLEMING
SamueL Hazrewoop, Esq.,
Ottawa,
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Orrawa, 28th December, 1876.

Drar Sir,—T have reccived hy mail a printed hand-bill calling for tenders Mon-
day, January 8th, 1877, for the crection of eight Engineers” houses. woodsheds, plat-
forms, ete., on the line of the Canudian Pacific Railway between Fort William and
English River, purporting to be issned by your authority as Distriet Engineer, and
dated November 28th, 1876. [ am not intormed by what anthority you have called
for these touders, and the Deputy Minister of Public Works requests me to call your
attention to the letter of the Sceretary, dated November 14th, 1875, a copy of which
was enclosed for you in my letter. dated November 15th, 1876. The Secrctary
therein distinetly states that It is desirable that works of construction in connoction
with the railways be approved by the Department before expenditiie is incurred.”

In compliunce with these instructions, I have to request that you will forward by
mail to thix office all the tenders you may have received on or before January 8th, for
the construction of the works mentioned in the hand-bill, together with copies of the
plans, sections, specifications, ete., ete., relating to the same, to be submitted to the
Department before any contracts sre made.

Yours truly,

(Signed) MARCUS SMITH,
Acting Engineer-in-Chief.
Sann. Hazuewoon, Esq.,
Prince Arthur’s Landing.

CANADIAN PACIFIC RATLWAY.

The undersigned will 1eceive tenders up to noon on Monday. January 8, 1877,
for the erection of eight Engineer’s houses, inclading woodsheds, platforms, &e..
along the line of the above Railway, as follows : —

1st House at “ Buda,” 39 miles west of Town Plot.
2nd “ “ Nordland,” 50% miles west of Town Plot.
“

3rd «“ # Linkoping,” 60 “

4th “ “ Port Savanne, 71 . ¢
5th “ “ Upsala,” 80% « “
6th “ “ Carlstadt,” §9 « “
Tth L “ Bridge River,” 98§ « “
8th “ ¢« English River,” 112 ¢ o

_ Plang, specifications and form of contract may be seen at the Enginecr’s Office,
Prince Arthurs Larding, on and after the 8th day of December, 1876. )
. A cash security of 5 per cent, on the total amount of contract must be deposited
o the Ontario Bank here, to the credit of the Minister of Public Works, to secure
the due performance of the work.
. Asleigh road is now being cut through from Sunshine Creek to English River,
dlong the line of Railway.

(Signed) SAMUEL HAZLEWOOD,
Dustrict Engineer.
Cunadian pacific Railway Office,
Prince Arthur’s Landing,
28th November, 1876.

-l
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Orrawa, 14th November, 1876.

Sir,—I am directed to inform you that expenditure for works in connection with
the construction of the Canadian Pacific Railway on the Prince Arthur District
should not be incurred without authority previously obtained from this Department.

In cases, however, where the cxpenditure is slight, and serious inconvenience
-ensues by the delay consequent upon reference to the Department, you will be
pleased to pay the account npon certificate of the District Engineer.

I have the hanor to be, Sir,
Your obedient servant,

(Signed) F. BRAUN,
Secretary.

Axeus BErHUNE, Esq.,
Government Purveyor, &c.,
Prince Arthur’s Landing.
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R

CANADA PACIFIC RATLWAY.
(Accepted.)

Tenders for Engineers Houses.

The undersigned hereby offer to furnish all the necessary material, plant, and
labor, and to execute and complete, to the entire satisfaction of the Enfineer, the
following Engineers’ houses to be built of logs. as described in the original specifica-
tion or on the “ Baloon Frame,” plan, as deseribed in the note to the same, also the
platform in front of each house for the sums set opposite each as follows :

Price Price if Price
Names of Houses. if built of |built Baloon of
Logs. Frame. Platform.
! |
/
$ cta. $ cts. $ cts.
BUABereerecevrvrren acserense conrrenss soorsrns ssosssnss suinszess sossssers sasenanes seress 2,137 00 2,250 00 389 00
NOTAIANA ccceetceeenenne srnecees tieenens eineeess covenenes sesvas sonss srssas seonnesns 2,205 00 2,300 00 389 00
LiDKOPINE «erevsss cousers cneneres: suesssses sorens serensnon covecs weneceaees| 2,330 00 | 2,425 00 | 389 00
POTt SAVALDE. ... eseeetns cecseace soessmcss sonereoss soses sasens sesses saasss sossnsnes 2,455 00 2,650 00 | 389 00
UPSAlB..cceiartraren corerann werees sreervens taaes snenns caserennnsnanenannee:| 2,580 00 2,675 00 ; 389 00
OBIISUAA L vevren e eses seressns sseseerrs sseerers vereserees somvoores soeessens eree 2,705 00 | 2,800 00 | 389 00
Bridge River... 2,880 00 3,000 00 | 389 00
T N R | 3,005 00 | 3,100 00 ' 389 00

And in case this tender shall be accepted, the undersigned hold ourselves ready
to enter into contract for due execution and completion of the work, or any part
thereof, and to comply with the 33rd clause of the specification. with regard to the
money deposit, and we offer as surety for the carrying out of all the conditions, a8
well as for the due fulfilment of the contract, the person who has signed his name to
this tender for that purpose. :

Signature and residence of party tendering.

(Signed) EDWARD F. LEMAY,
Faribault, Min.
“ WM. BLAIS, -
Minneapolis, Min., U.S.

Signature and residence of security.

(Signed) ARTHUR CLARKE,
Prince Arthur's Landing.

Dated at Prince Arthur’s Landing, 8th day of January, 1877.

CANADIAN PAcrFic RarLway,
OFrick oF ENGINEER-IN-CHIEF,
OrTAWa, 10th July, 1877.

Sir,—I am directed to inform you, that the report of Mr. Marcas Smith of the

11th June, recommending the discontinuance of work on the Engineers’ houses pro-

ed to be erected on the line of railway west of Port Savanne, is approved by the

epartment of Public Works, and you wi % please notify the contractors accordingly-
1 .
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I have therefore to suggest that you will at your earliest convenience furnish an
estimate of the cost of the material delivered for said houses, and instruct that the
material be so placed as to be safe from fire.

Yours truly,

(Signed) W. B. SMELLIE,
For, and in the absence of,
the Engineer-in-Chief.
Saur. HazLewoobn, Esq.,
Prince Arthur’s Landing.

——

CANADIAN PactFic RAILWAY.
Final Estimate
Engineers’ houses erected, and material delivered for same along line of railway.
LeMay & Blais, Contractors,
At Buda, 39% miles.

CONTract SUML..eee.veeeeesrenuersnencresisnserssasassesasnes $2,137 00
EXtra Work..oiceiveieeiee cemvertniiiniensiniieeenionesanns 38 00
Platform cuvviiiieeeres voveenveneroriies soreresrnssssnrense. 389 00

—_———  $2,564 00
At Nordland, 50% miles.

Contract sum............ vecees tesetsasersessecorasrnrnsiens 2,205 00
Extra work , 293 50
Platform...coceeeiiiniicnreniincaesseerentoniienece soseanens 389 00
—_— 2,887 50
At Linkoping, 60 miles.
Contract BUIL...ocveecerenssraseererasirnssanrsesinsnnansssses 2,330 00
Extra work.........c..... benreeeeteesesaseeasseinsasienens 37 00
Platform. . .uveeeeceraenrereroeeneseciissraersieniienseronsasses 389 0v
—_ 2,756 00
At Port Savanne, 70% miles.
CONtract BUM....ceeseieeecctnreccnseseraesesasnrrnns senssvss 2,455 00
BXEra WOrk. ..vvuuiveernrereerueiesinescennseess sisenncasans 248 00
Platform.....cvereverseeenncosenenccnesiesnsennriosiiaiieases 389 00
R 3,092
Labor performed on building at Upsald.........ceeuns crucrnens 400 97
%laterial delivered at other points..........cr. 5,2’12 ég
rovision Ipage, &Cuvivoseraracraranonencaes
sions, camp oquipage, &c., 4145 6,430 95
10373 DO $17,730 46
Orrawa, 22nd March, 1878.
(Memorandum.)

4 With reference to the address of the Senate, dated 14th inst., calling for informs-

bl:n respecting the Engineers’ houses on the line of the Canadian .Pacific Railway,
twoen Fort William and Selkirk ; ‘

I beg to state the buildings between Keewatin and Selkirk have been erected

Wader my general supervision. The papers connected therewith are in my office at

innj
I cannot, therefore, furnish the information called for until I retorn there.

igned JAMES H. ROWAN,
(Signed) District E;zginccr.

11
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RETURN
(No. 20 ..)

To an ApDRESS of the HoUuse oF CoMMONs, dated 24th April, 1878; For
copy of the Report of Exploration made by Mr. Bell, C.E, on the pro-
posed route of the Canada Pacific Railway, from Nipigon to the
Junction with the Thunder Bay or Kaministiquia Branch of the said
Railway.

By Command.
R. W. SCOTT.
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OTTAWA, 3rd May, 1878.

CaNADIAN Paciric RaiLway,
OtrawA, October, 1876.

_ Smz,—Having been comissionned by the Engineer-in-Chief to make an explora-
tion of the country between Nipigon River, at the head of Lake Superior, and the
railway now under construction from Thunder Bay towards Lacs des Mille Lacs,
with a view of discovering the shortest favorable route for through traffic, I have now
the honor of reporting to you that I have performed this service with, I believe, a
good result.

The Engineer-in-Chief expressed his wish that I should try to find this route by
the north of Dog Lake, a large lake occupying a width of nearly twenty miles of
the country between the railway under construction and Nipigon; as thereby, in
Comparison with the next shortest available route, a saving in travel of about twenty-
five miles would be effected, while only about ten miles more of railway weuld have
to be constructed.

I, therefore, directed my attention to the route by the north of Dog Lake, and
ﬂ;ﬁ result was, in my opinion, such as to warrant my dropping the search for any
other,

Throughout the exploration, I kept a careful record of the speed at which I
travelled over the several portions, and also of the magnetic courses which I followed.
T{!ese records, with & map compiled in the office here showing Dog Lake and Dog
River, have enabled. me to prepare a tolerably correct map, which I herewith submit.
1 aiso kept a record of numerous observations of a barometer which I carried with
Ine, by which, with the aid of observations made with a stationary barometer kept
In the Engineer’s office at Prince Arthur’s Landing, I have been enabled to make a
rough profile, showing all the elevations and depressions of any importance on the
line walked over.

20L.—1
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The strong red lines on the map ropresent the line actually walked over or
followed, and the profile shows the elevaiions on that line. The dotted lines on the
plan show the position, where, I believe, a favorable route both in works and grades
can be discovered by an instrumental survey. There is no place where I believe
any considerable difficulty will be met with, except between the fifteenth and twen-
tieth miles, where the line will cross the Black Sturgeon River and a tributary
stream. The tributary stream falls quickly, so that by crossing it high up on its
course, its depth below the levels, available for the railway, would be considerably
reduced. Still its depth would be considerable; but the approaches to the crossing
can be very much reduced by taking good side hill, which is available. The Black
Sturgeon River is low, and rather sluggishk; so that by ascending it the depth
between the railway level and it would not be very much lessened, though it would
be very much lessened by a consequent lengthening of the appoach to the crossing,
as shown on the plan At the point of crossing, shown by the dotted line, the deep
cutting shown on the profile would be very much reduced. It was ascertained by a
hard level that at most the elevation shown by the dotted line on the profile could be
obtained.

From the fitty-ninth mile, [ directed my course southwards to Dog Lake, for the
purpose of getting supplies, which I had ordered to that place; but, before leaving
the main route. [ ascertained by personal observation that, from a lake a little to the
northward from the fifty-ninth mile, a valley tends in the right direction, and trace
able for some miles; again, from the head of Dog Lake, near to sixty-seventh mile, a
similar valley is traceable for several miles; so that there will be no difficulty in
obtaining a westward line similar to the southward, shown on the profile.

Thereis no difficulty in avoiding altogether the hills shown between the ninetieth
and ninety-third miles, as a valley extends from about the eighty-sixth mile 1o the
nivety-third.

Only four large bridges will be required—two with two spans of 100 feet, and
two with one span of 100 feet.

These bridges will most likely have to be built on artificial foundations. The
other bridges will not require spans of more than 20 feet.

A large proportion of the cuttings on the line will be in rock. Most of the
w;ork will be granitic, though in some places it will be more or less of a reddish clay
slate.
There appeared to be but little of the country fit for cultivation up to the sixtieth
mile; but aboui Dog Lake, and westward from it, there seemed to me to be consider-
able tracks of land of fine quality.

Spruce is the prevailing timber on the eastern half of the line, and princess pine
and poplar on the western ; but all the timber is poor and small. We met with only
a very few white pine trees.

I have the honar to be, Sir,
Your obedient servant,

(Signed) LEONARD G. BELL.
Magrcus SmitH Esq.
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RETURN

To an ADDRESS of the SENATE, dated 9th March, 1877 ;—For copies of all
instructions to Mr. Fleming, Engineer-in-Chief of the Pacific Railway,
on the subject of a sories of questions, submitted through the Colonial
Office to Naval Officers and others, relating to certain Harbors in
British Columbia and a site for the terminus of the line on the Pacific
Coast.

By Command.
R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,

OrTaWwWa, 18th February, 1878

[In accordance with the recommendation of the Joint Committee on Printing, the above
Return is not printed.]
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(21 A.)

RETURN

To an ORDER of the HoUSE or CoMMoONs, dated 15th February, 1877 ;—For
a Statement shewing the particulars of all amounts in addition to
salary paid to any General or Departmental officer of the Intercolonial
Railway, during the year 1876.

By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OrTaWa, 12th February, 1878.

(21 B.)

RETURN

To an ORDER of the Housk oF CoMMoONs, dated 15th February, 1877 ;—For
a Statement shewing the quantity of work done in enlarging the
Railway Water works at Moncton, during the year 1876, with the
particulars of all expenditures in connection therewith.

By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
Otrrawa, 11th February, 1878.

[n accordance with the recommendation of the Joint Committee on Printing, the above
Returns are not printed.]
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(21 ¢.)

RETURN

To an ORDER in the Housk or ComMons, dated 19th March, 1877 ;—For a
Statement shewing the sums of money paid C. J. Brydges for the year
ending 80th June, 1876, showing salary whilst Intercolonial Railway
was under construction, and saiary for management ; also expenses of
his office at Montreal, Ottawa, and Moncton, and amount of his
travelling expenses for the same period.

By Command.
R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,

Otrrawa, 14th February, 1878.

(21 o)

RETURN

To an ORDER ol the House or ComMoONs, dated 26th March, 1877 ;—For
copies of all correspondence between Mr. James Niven, of Newcastle,
Miramichi, N.B., and the officers of the Intercolonial Railway and the
Government, in reference to the killing, by one of the trains of said
road, on the 23rd of February last, of five head of cattle, of the said
James Niven ; also a statement from the officers of the road as to the
distance to the place of accident from the Miramichi station, from
which the said train started, whether the same is, or is not a straight
line, where the driver of said train first saw the cattle on said track.

By Command.
R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,

OTTAWA, 11th February, 1878.

[4n aczordance with the recommendation of the Joint Committee on Printing, the above
Returns are not printed.]
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(21 E)

RETURN

To an ORDER of the Housk or CoMMoNs, dated 15th February, 1877 ;—

1st.

For a Statement made up so as to shew for each month of the two
years ending 3ist December, 1876, the following particulars in relation
to the working and management of the Intercolonial Railway.

The number of miles run by the engines in each service, as follows :—
Ordinary passengers trains ; special passenger trains; freight trains;
mixed trains; construction trains; with the mileage made by each
description of cars used in each service.

2nd. The gross working expenses, without deductions, made up in accord-

3rd.

4th.

5th.

ance with the general classification of the Railway accounts.

The particulars of all charges made for the use of the engines and cars
as well as for railway freights, debited to the various services and
deducted from the working expenses of the Railway. This statement
to shew the deductions as made from each subdivision of the expenses
and to what service such deductions are charged.

The average in detail before and after such deductions have been
made.

A statement giving full and detailed information in relation to the
special trains for the conveyance of passengers or officers of the Rail-
way, which were run from the 1st July, 1875, to the 31st December,
1876. The statement to shew whence and where to each such train
was run, and the date; the distance; the names of the conductors and
engine-driver in charge, the reason for running it, the amount received
for each service and the expenses incidental thereto.

By Command.
R. W. SCOTT,

Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,

OTTAWA, 14th February, 1878.

e s

[In accordance with the recommendation of the Joint Committee on Printing, the above

Return is not printed.)
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(21 ¥.)

RETURN

To an OzpER of the HousE or ComMoONs, dated 15th February, 1877;—

For a Statement showing :—

Ist. The original size and cost, exclusive of heating apparatus, of the

brick building at Moncton, known as the General Offices of the Inter-

colonial Railway.

2nd. The size and cost of the additions to such building.

3rd.

4th.

5th.
6th.

The original cost of the heating apparatus and of any additions made
during the year 1876.
A plan of each of the four floors of said building as at present
arranged, showing the purpose to which each of the rooms is appro-
priated.
The Parliamentary authority for the various expenditures.
The names of all persons who may have been employed as Inspectors,
Firemen or Supervisors of such work, the time allowed to each,
and the wages paid them. In case any part of the work was done
under contract, the statement to show the fact, the date and amount of
the contract and the name of the contractor. The statement to show
the items or particulars of cost, as well as the total amount expended
in each case, and the manner in which the expenditures have been
classified.
By Command.
R. W. SCOTT
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,

[In

OrTawa, 14th February, 1878

accordance with the recommendation of the Joint Committee on Printing, the above
Return is not printed.]
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(21 @)

RETURN

To an ADDREsS of the House or CoMMONs, dated February 15th, 1877 ;-
For a Statement showing the following particulars in regard to a main
Brick Sewer constructed through the Station yard of the Intercolonial
Railway at Moncton during the past year.

1st. The Parliamentary authority under which the expenditure was made.

2nd. P’lan showing the locality, size and extent of the work, and the build-
ings served thereby.

3rd. The cubic yards each, of earth and rock excavation ; the days’ labour
and amount expended in making such excavations; the quantity
each of stone, bricks, lime and cement used, and the amount paid
therefor at the place whence received ; the amount paid or allowed and
charged for transportation ; the number of days’ labour and amount
expended in laying the bricks and work; the quantity of material
used in covering and the days’ labour and amount expended in cover-
ing the sewer. :

4th. The particulars of all other amounts charged as for such main sewer.

5th. The total cost of the sewer.

6th. The names of the persons from whom, and ths places whence, each lot
of material was procured, and the amount paid to each person therefor,
with the date of payment.

Tth. The Statement to show how the charges in connection with the sewer
have been classified and entered in the Puablic Accounts.

By Command.
R. W. SCOTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,
Orrawa, 27th April, 1877.

LIn accor’ance with the recommendation of the Juint Committee on Priit'ng, the abe
Return is not printed.]
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(21 m)

RETURN

To an ORDER of the HoUSE oF CoMMONS, dated 15th February, 1877 ;—For
a Statement showing the expenditure incurred during the last two
years ending January 81st, 1877, for carpets, curtains, dining and bed-
room furniture, fixings, fittings and utensils, linen, crockery, china,
cutlery, and silver ware ; also for desks, tables, chairs, sofas, lounges,
pictures and fittings for the General Offices of the Intercolonial Rail-
way at Moncton. The statement to give the name and cost of each
item, and to include all articles furnished by any department or branch
of the Railweay service.

By Command.

R. W. SCOTT,
Secretary of Stde.

DEPARTMENT OF THE SECRETARY OF STATE,
Orrawa, 11th February, 1878.

[In accordance with the recommendation of the Joint Committee on Printing, the abovt
Return is not printed.)
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RETURN
(214)
To an ORDER of the Housk or ComMons, dated 25th February, 1 78 ;—
For statement of number of miles of the Intercolonial operated on 1st

July, 1878, and the cost of operating the same, &e.
By Command.

B. W. 8COTT,
Secretary of State.

DEPARTMENT OF THE SECRETARY OF STATE,
Orrawa, 14th March, 1878.

RA1LWAY DEPARTMENT,
MonTrEAL, 5th March, 1878.

Sie,—I beg to acknowledge the receipt of your letter of the 28th February,
enclosing Order of the House of Commons, asking for a_statement of the number of
miles of the Intercolonial Railway operated on 1st July, 1873, and the cost of
operating the same ; also a similar statement for the years beginning 1st July, 1874,
1875, 1876 and 1877.

I now beg to return the above Order, and to enclose statement asked for therein,
nade up to the 1st July, 1877.

I have the honour to be, Sir,
Your obedient servant,

(Signed) C. J. BRYDGES,

General Superintendant of Government Railways.
F. Braun, Bsq., Secretary.
Department of Public Works,
Ottawa.



A, 1878

1 Papers (No.2L.)

S10Nna.

Ses

41 Victoria.

4reer saEte te0sssaen tessaseas TeCLEIINt HeRTOLaLL POCORNNLS &

seeeeer 1181 ‘U YY0g popuo 180y

‘4481 403 [BI0L; 99 €L9°T99‘T | 00 000°002 99 €L9'19%'T | 6Py
. ¢ 4 . ‘, -bbl@bw.ﬁ
9481 10} [BI0L! ¥€ €¥1°691°L rreeeeetl 6% Y9BERE G¥9 sesensaseninens e gGuo[IuI 03BI0AY
MO @0&a®mw eeeenr narnes ves ~O awmﬁww mw PR T TR avensensnane SRadr ﬂOmmeWQ ﬂhwﬂahcz Z.........“.o...... .wbw,— nO—wﬂh. H—G.O& vﬂﬁﬂo hd@h
tant f ¢ 939 **9L81 ounp NI0E 03 'gL8T IOqUWAON I8
€¢ PLL°360°T | G0 682912 87 98¥'LLS Tnm we+ G181 “40qmoa0N TU3g 03 ‘G481 ‘AInp 191
Caprl '94-9L81
"q)81 103 1830%,) %6 TELO6T‘T | | L4 6868 6T |rerrreeresee seeen-a@gopim oBwloay
Qn th”hﬁ . Ahses wassss seraseves Qm Gbmabﬁ mw T R L LR R P TR TR X Y P ......waﬁ .Oﬂﬁh. J.«Om Oﬂ -vhwﬂ uLQ&OGOO ﬁ—umﬁ
v LO1'eF1‘T | 91 vBe'‘Z6T 1% 9LL‘098 1L WOS(AL(] WISTION |+ ++ *=**+*+*+ "G 8 ‘aunp yj0gIpapue 48ox
‘q4-pL8T
.V&.wdv ko.w —dﬁoa \wc Qmm;om; mN mw,:..mbﬂ Mw Omw-mﬂo; Hhm ........-...,.......-....I..: Se0estear 1BaNIRee: S4NONE AT seBea ey ..-....-...-..:Z...ﬁhwﬂ *Qﬂ:.—h- ﬁﬁom mvw.mvﬂ.o hd@hz
- ‘PL-8481
"€181 107 [830L| 09 Z68‘T10‘T | %2 18L°99 98 011°696 Ppg | e rgduoqim oferoay
6V 883'F0L veernr s | gy ggatpg) 148 “1Bruo[0213u | gL8Y ‘eunp Yi0g 03 ‘gLET ‘IequaAON 6
6F wmﬁnﬁmﬁ *b Mwhhmm mh wbvaﬁN.— m.ﬂm 4etevs ssessrascssn sssetT ResRNe ‘o ....a...ﬂmdccﬂ dPOZ seseer . Omv O.v AMV
29 OP1'ual R R I - K4 & 14 6F1 | rrABA[IEY UBOLIOWY YIION pu® agadoang|*** 5281 ‘I9qQUOAON 36 0} ‘2281 ‘ATnp 38T
810 ¢ $0 ¢ 80 ¢ *€L-2L81
5
. . ! -gosuadxy S . .
18307, S[BMAUY Lawupaq) m £ Leujrey jJo smsN pouag
- @
£
B
“ m——— e ——————
! -owss oy Jurpsredo Jo 1sco .

,fas Suimoys ‘LLST PUB 9LST ‘GLST FLSI ‘€81 ‘AInf 991 uo uoyssedo ur Lemrey T81uojo0Ie}uy JO SOy JO I0qUINU JO INTWALVIS



41 Victoria Sessional Papers No. (21.) A. 1878

(2117.)

RETURN

To an ADDRESS of the SENATE, dated the 20th February, 1878 ;—For oopies
of all Orders in Council, Reports, recommendations and correspondence
and any other information in the possession of the Government relative
to the fixing of the headquarters of the Intercolonial Railway at

Moncton.
By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,

OTtTawa, 15th March, 1878

(21 k)
RETURN

To an ORDER of the HousE or CoMMONSs, dated the 15th February, 1877 ;
For a Statement from the proper Intercolonial Railway official shewing
the quantities, kinds and cost of rails, fish-plates, bolts and nuts,
spikes and sleepers, as follows :—On hand, but not in use, on 80th
June, 1875, —received during the year ending 30th June, 1876,—used
and otherwise disposed of during the same period, the balance on hand
but not in use at that date,—received during the six months ending
81st December, 1876,—used and otherwise disposed of during the same
period,—and the balance on hand but not in use on the 31st December,
last. The statement to shew the date when each lot was received, the
quantity, the place whence received, parties from whom purchased,
name of the vessel, freighting rails, fish-plates, &c., amount of freight
paid, and also the names of all persons to whom any such material
was sold, the quantities so disposed of and the prices received therefor.

By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OTTAWA, 30th March, 1878.

Un accordance with the recymendation of the Joint Committee on Printing, the above
Returns are not printed.]
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(21L)

RETURN

To an ORDER of the House or ComMONs, dated 15th February, 1877 ;—For
a Statement shewing which of the bridges and culverts of the Inter-
colonial Railway between Pictou and Halifax received extensive repairs
and alterations, or were renewed in part or in whole during the seasons
of 1875 and 1876 ; also a Statement giving the quantity and cost of
each kind of material procured therefor, the persons from whom, and
the place whence it was obtained, the cost of transportation, the amount
and cost of labour expended, and generally full particulars in regard
to the work in each case.

By Command.
R. W. SCOTT,
Secretary of Slale.

DEPARTMENT OF THE SECRETARY OF SIATE,

OTrawa, 9th April, 1878.

(21 M)

RETURN

To an ADDREsS of the House oF Couuoxs, dated 13th March, 1873 ; —For
statement of all expenditure for repairs and additions incurred by the
Intercolonial Railway Department on the Tupper House, Hollis street
Halifax, used as a ticket office for that Department.

By Command.
. W. SCOTT,
Secretary of Stale.

DEPARTMENT OF THE SECRETARY OF STATE,

30th March, 1878.

- [In accordance with the recommen lativn of the Joint Commiltee on Printiny, the above
Returns are not printed.]
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RETURN
(21 N)

To an ORDER of the HousE oF CoMmONSs, dated 15th February, 1877 ;—
For a Statement shewing the names, ages, denomination, date of
appointment, occupation, and salary of all persons, except ordinary
Mechanics and Labourers, who were in the service of the Intercolonial
Railway on the 81st March, 1876; Also a separate statement giving
similar information in regard to persons who were in the service of the
Railway on the 81st December last.

By Command.
R. W. SCOTT,

Secretary of Slate.
DEPARTMENT OF THE SECRETARY OF STATE,

OTTAWA, 9th April, 1878.

RaiLway DEPARTMENT,
MonTREAL, 28th March, 1878.

Sie,—I beg to return hercwith Order of the House of Commons asking for
Statement of names of all persons, except ordinary mechanics and labourers, who
Were in the service of the Intercolonial Railway on the 31st March, 1876; and a
Similar statement shewing those who were in the service on the 31st December, 1876.

also beg to return the statements therein required with the ages of the difforent
Darties filled in, as requested.
I have the bonour to be, Sir,
Your obedient servaut,
(Signed) C. J. BRYDGES,
Gen.-Supt. of Government Railways.
F, Beavun, Esq., Secretary,
Department of Public Works,
Ottawa,
21n—1
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A. 1878

INTERCOLONIAL RAILWAY.

STATEMENT showing names, occupation and salary of all persons except ordinary
mechanics and labourers who were in the service of the Intercolonial Railway,

on 31st March, 1876,

Names. —_— Age. Salary.
GENERAL OFFICERS. . ‘ $ cts.
C. T. Brydges. i vueees vesees verveens General Superintendent, Government Railways.| 50 8,000 00
R. Luttrell........ .|Superintendent, Head Traffic Department....eesie.| 43 2,600 00
A, Macnab ......... .iEngineer, Head Engineering Department.... 40 2,600 00
Thomas Foot ....... ...|Accountant, Head Accounting Department 38 2,000 00
H. A. Whitney ... .|Mechanical Department terees sesmnerts srnsesan 42 1,800 00
D. Pottinger.c.... cecees ceveerss vennee.. | General Storekeeper, Head SEOTES wvmrvenres .| 32 1,500 00
|
TRAFFIC DEPARTMENT.
Superintendent's Office.

. ..|General Baggage Ageunt, Moncton... 40 1,500 00
. .| Assistant Freight Agent do ... 40 1,200 0O

. Clerk, Moncton a...eceviees vove tsees seeerae .| 28 800 00

. Shorthand writer, Moncton eeccecos cecevenesvososonnees| 19 600 00

. ...|Clerk do reesssses sessssnae sonnarasenss | 20 400 00
% weesennne |Uperator do [ D £ 420 60
F. Mc0ann .cccvcenecorcerernsenser e [Clerk do . 19 360 00
R. Knight weeeveee ieecennes wrvnseranens Office Boy 41 T URREY IRV D { 240 00

Train Despatchers, Operators, &ec.

L. B. Archibald..... 1Train Despatcher, TIuro ...eees sevcvenscvverccesanane| 27 1,000 00
A. T. Creelman . |Assistant Train Despatcher, Truro (left service).|......... 6G0 00
T. M. Boggs... - do do do do  fieeens 600 00
F. McCully.......... JOperator; TIUTO .cvves vices vovseeessanscenies masescnsenanns | 22 360 00
J. Bai Messenger do  ..ccccees aeennn 16 180 00
R «.{Train Despatcher, Monctou .. 21 900 00
do do 28 900 00

do do 25 900 00

Station Masters, Operators, &c.

T. W. TUPPeL.eeiee: vieravsesersnennnes |Station Master, Rlchmond (left servxoe) IOVPE SR 1,009 00
J. MUrray..coeeenen .|Outside Agent. do 53 720 00
C. W. Rennels.. Operator do 19 420 00
w. d do 19 240 00
. do 16 156 50

. Txcket Agent do 25 800 00

..{Clerk do 39 660 00

do do 25 660 00

do do 22 400 00

do do 62 400 00

+ BOBK tevee ceeerrene cercninns eeaes Wharfinger do 45 600 00
@ W. Boggs.aes e ... [Station Master, Bedford 35 | 460 00
W. Rennels. e cocnvssen covenssesens do Windsor Junction.... 24 400 00
A. D. McKaY.ueeese ornrnens o do Wellington 21 400 00
Geo. TORSDY ..vuies sasesens soure do Enfield . ..... 18 400 00
H. Mclutosh ........... vesncaasens do 58 400 00
John Guon ... . do 22 300 00
R. M HolesWOrth...ccoceeeearorncuns do 29 600 00
J. B, Till Operator JUPRPRRPRIR B {- 180 00

sesees v




41 Victoria.

Sessional Papers (No.21.) A. 1878

SraTeMENT showing names, occupation and salary of all persons except ordinary

mechanics and labourers who were in the service of the Intercolonial Railway,
on 31st March, 1876.—Continued.
Names. l —_— Age.| Salary,
]
TraFFIC DEPARTMENT— Continued.
| $ cts.
| Station Masters, Operators, §c.—Continued.

|
F. H. Holesworth ...eeeeeee cceenrwonene Station Master, Stewiacke .....oceuveeeeers vrerenenes| 38 | 500 00
W. 8. Hamilton.... resnnasease ' do Brookfield (left service) .. . 400 00
M. Hamilton ... ...IOperator do do " 120 00
R. McDonald. weivereieicene . Station Master, TTUro e veeeesessevasonese 800 00
J. D. Gladwin .|Freight Clerk [+ [+ S, 600 00
..|Ticket do do (left servxce) 360 00
. |Station Master, Valley ... 300 00
. Riversdale.. 450 00
‘Wm. McKenzie . .... . o do West River. 400 00
R. Sutherland. .ot ecorsssrreessonenss do Glengarry...... 400 00
Wi, Fraser- oo ereorvns vosnsssonns do Hopewell wcoeireenee 450 00
J. McDonald .eereees veeeens . do Stellarton.. ....... 600 00
H, Lo Operator do weres o . 360 00
J.A. Cameron . ..|Station Master, New Glasgow w......cccvereensmevanen| 29 700 00
A. C. SBtephens ... -+ Operator do cesrnesserse voe soeeees]| 19 300 00
J. V. Cooke......... .iStation Master, Pictou Landlng 27 800 00
C. M. Dawson.. Glerk do 21 400 00
Geo. Ryan..... .|Operator do 16 300 00
Wm. Jack . .|Station Master, Pictou .. 57 700 00
P Fulmore ... do eBert ...... 52 400 00
J.C. Spencer cesemanevone do Londonden‘y 48 500 00
J. E Spencer.....om. ..|Operator and Assist. do 19 240 00
W. A. Harris .ceeeeres ..|Operator, Folly Lake...... .... 20 360 00
J. H. vamgston Station Master, Wentworth. 29 400 G0
J. 8. Forshner .. do Greenville .. 45 400 00
J. JONEB weerres sirvenren do Thomson........ 52 400 00
J. H. Patton .... do Oxford - 57 400 00
J.W.8now....... do River Philip coce. weveervvenericciennnnn- | 27 400 00
J. K. Flaherty .. . do Spring Hill (left 8ervice). cceesees{ sessssens 480 00
B. O. Pitfield«..... Asst. do do vesssem s 34 420 00
H. Mills ...... Station Master, Athol . ....... .. 55 400 00
R. D. Roache . do Macean ..o, .. 43 400 00
J. 8. Moore do Amberst... 38 600 00
J. Todrey ........ . Operator do 35 420 00
J. Sutherland....a.ceees .|Station Master, Aulac...... 42 400 00
H.H do Sackville .... 28 480 00
C.R. do Dorchester.. .cccecees cossniveecennannes 42 450 00
8.C. do Memramcook .. vecees] 19 400 00
F.A, do PRIDSEC JUDCHION .vvrenscorser vsrree 22 500 00
G. F. ... Operator Point du Chéne (left servxce) revneeeer 360 00
J. E. 8nmith...... . Stat.mn Master, SHedife ...coeveere ssvrvsem ssrsreees seues]| 30 600 00
J. W_ pitfield......... . do Moncton .. | 37 1,000 00
D.B. Lindsay.... ...|Freight Agent, do .. 37 700 00
J.J.W. Henderson......us woores | Ticket A gent 4o e e 31 180 00
F. P. Trites !Messen er do  (left servxce) 240 00
J. Tay\nr.... o IStutlon Master, Salisbury..cce coeeecaee « 500 60
C.F.'wW. Bel . .. I0perator do 19 120 00
w. recene snares seeserane seanes [Station Master, Peticodiac .. 46 600 00
D. covasss asassns .........'Glerk and Operator do 19 180 00
H . tation Master, Anagance... 27 ) 400 00
T. Gross do Penobsqms 26 400 00
A. R . do Sussex.. 34 700 00
F. Forge........... .-{Clerk, Sussex......... .ceeeee R I 7] 360 00
C.F. NcCready. ..... e |Station Master, APORAGTI.... ... eseess crcsssses svmrencs | 34 500 00
8. Troemen....... Assistant Station Master, Apohaqm vesasesea sousenses | 26 180 00
B MECready ... cuverenesseress sseenes Sumon Master, NOTtOD vee - oovvvuens ssaesvosseseress| 45 450 00
W . DeniBlON .rrv. eererrees sesess srensen do Passekeag (left servxce) PR PPRORN 400 00

21 n—1%
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A. 1878

StareMeNT showing names, occupation and salary of all persons except ordinary
mechanics and labourers who were in the service of the Intercolonial Railway,

on 31st March, 1876.— Continued.

momesm— e —————
Name. l _— Age. | Salary.
I !
TRAFFIC DEpARTMENT— Concluded. s
cts.
Station Masters, Operators, §c.—Concluded.
A. M. N, Travis Station Mnster, Hampton. ... 33 500 00
Thomas Tays ... Nannigewauk 22 400 00
G. W. Sherwood . do Rothesay ....c..s 26 400 00
8. E. Davidson..... .{Assistant Station Master, Rothesay - 57 240 00
W. . Robertson .|Station Master, St. John .. + ceessvasesecssnarenes) 30 800 00
Ticket Agent do 800 00
Operator do 360 00
.. |Freight Agent do 900 00
Clerk do 700 00
(o] do €00 00
do do 469 50
do do 240 00
do do 500 00
do do 500 00
.| do do  (left servxce) 540 00
Wharfinge do 0 391 25
Station Master, Berry’s Mills ... . 28 400 00
Operator, Canaan ......... ..... 33 365 00
' e do  Coal Branch...... 25 365 00
J..D. MeNeil.. eeenen. [Station Master, Weldford.... 19 400 00
J. J. McLeod wreeeciuanenne semennenn Operator, Ferris . 29 365 00
James Harnett.. . do  Forrest. ..ccceeeiveicriines vernenianee 21 365 00
C. Sullivan ........... do  Barnaby River (left service) ... wre ceerfeeruenna 240 00
J. 8. Fleming .. +eee- 1Station Master, Miramichi | 24 600 00
W. F. Fleming ...... cecees ceneen -sunnees 'Clerk do  (left semce) I . 469 50
Wm. Nelson..... ... Operator Q0 cives veres e vreee verenrens | 15 144 00
A. McDonald......... ..} do  Beaver Brooke (left BEIVICE) vvaer covsronse | sosennese 240 00
F. J. Baudreau. vweseees] do  Red Pine ........ 17 240 00
W. R. Payne .|Station Master, Bathurst .... 25 400 00
J. Morrison . do Jacquet River.. 25 400 00
J. MeMillan. e coreenee sevevens cannnee Operator, New Mills ...cueee eeeee 25 365 00
J. Reid..... R do  Charlo ......ueeeee, veeveeons| 34 365 00
W. R. Johnston.. seewen 'Station Master, DATHOUSIE cevvennes vevenn conr +eroemreemns 25 400 00
O. A. Barberie...... cevercocsaravnnanen. do CampbelltoWn . cvves viveerecervennnns 42 600 00
ExeiNgeriNG DEPARTMENT.
. Engineer's Office.
P. 8. Archibald...... Assistant Engineer, Moncton . . 28 1,200 00
W B. McKenzie w....vueeenees Office Assistant o 28 1,100 00
J. P. Burnyeat ...... . |Clerk do J 20 480 00
George AcKkman ... «veeerenc venesa] 0 Ao e weree veees weee} 19 480 00
) Trackmasters.
W. W. McLellaB cccvvner cene vevennnes ‘Tra.ckmaster, Zastern Division weeveeesserviseineinenny 37 1,200 00
. 8. Tritess.ccoes cvaeeen do Central  do .| 56 1,200 00
@G. Rainnies. . ........ do Western do | 42 1,2¢0 00
W. Hutchinson .. do Northern do . 42 1,020 00
D.D. do do do No.32 (left servwe) reenenee| 1,020 00

4
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STATEMENT showing names, occupation and salary of all persons except ordinary
mechanics and labourers who were in the service of the Intercolonial Railway,

cn 31st March, 1876.—Continued.

Names. | —_— Age, I Salary.

f

ACCOUNTING DEPARTMENT.

$ cts
Accountants Qffice.
W. T. Huggan .o ovvervner coveennns |18t Clerk, Moncton coveeenceecivens sevevnen e o] 24 800 00
J. J. WalkeT .ccee v vevvsneccins seeennnn [Clerk, [+ 1 R censemenend] 22 700 00
W. C. Burnyeat..ccoevs vreees cvnerune.| 40 do .. 22 700 00
W. A. LYOUS wuvcccaneneeririacnns consnne do do s wrreserne esrnenennes| 20 400 00
Audit Office.
Auditor, Moneton w.veeer v cevusvecsseiies sesisieies svsnenns| 29 1,500 00
Assistant Auditor, Moncton.. v weseeenn| 28 1,000 00
..|Travelling do do ... ceseenses sesnnnen 29 800 00
.,Clerk Ao sreererercrnenen e |22 700 00
do [5 1 SR 19 600 00
do [5 1o SO TSURAP O S £ 400 00

Cashier’s Ofice.
t
A. Brush coevveeens veer evvens sesens veon | Cashier, Moncton (defaulter—absconded)...emns. {evreense. 1,000 00

Paymaster's Office. !

E. J. Trites cccoveee vererees wvvessnene | Paymaster, MODCLON .vevcer v cveresenscuersr cessne corvnenn | 32 1,200 00
MzcHANICAL DEPARTMENT.

’ Mechanical Superintendent’s Offce.
TOHD BULLON cevevreecevrenne crerercrnres 188 Clerk, MOBCLON e veve v wssesone esssseremusnsvnne | 43 | 1,000 00
W. J. Ke8WiCk wocvvursineres vevacvenenns [Clerk 0 wrevevarenenn veeeeveee| 43 700 00
J. J. Mulhall .| do 4o eevener veveree o] 25 600 00
J. Belliveau ....... do do . 46 500 00
W. H. Fillmore.. do do .20 420 00
H. Hamilton ... .| do do . 18 420 00
W. Price ........ Operator do ... raen oeresens cessrben sesareeas veern] 15 240 00

Moneton Shops.
Draughtsman MORCtOm ven v ceemt cerentsnnae 29 720 00
. |[Locomotive foreman do eereassnene. | 45 900 00
.|Machine . do do . voveseerr sonenenns | 45 900 00
Blacksmith do do . seonrsnsessoneens | BT 782 50
d ... Roundhouse do do . . 33 840 00
«e.ees | Timekeeper do .. 39 600 00
W. 0. PAVE.cccrere scetncecoesnsernns | Asgistant Timekeeper — do v . ceeernne | 21 504 00
Hw Chapman...... .cccessee meesee-- [Foreman Carpenter do (paid by the hour)] 37 [wccesseiensassens
E. Shaffer.......eceerns sesersees seereenne | Master Car Builder G0 svrermrernsneer veeseenes | 40 1,200 00
Halifax Shop.

H. APPIEton wuueaes sesveusss consverssons [FOTEMAN, BANIAX ceueeennvsren cosrssssssmsnermsnens suveenan | 42 1,900 00
G. F. ROODE. veeuvse sevenes cvsves nene | Fimekeeper and Clerk ecesarsesnns BN BT 540 00

5
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Nessional Papers (No.21.)

A. 1878

SraTEMENT showing names, occupation and salary of all persons except ordinary
mechanics and labourers who were in the service of the Intercolonial Railway,
on 31st March, 1876.—Continued.

Names. _— Age. | Salary.
1 v
Mecnaxicar DepaARTMENT—Concluded.
Truro Shop. $  cts
Wm. Murpby ...coveeriieecrvens sereesn [Foreman, Truro (left servxce) weeet nereane sresen ressan lanpsseans 810 00
Wm. Hunt. w.civeniene s aeeeeees |StOTEREEPET O nvtvvvicnens vennes vemver senversnt verenvannees| 23 360 00
Dictou Landing Shop.
B.8. Allen. «coeeeeoveveeevvreer veene. |Foreman, Pictou Landing - PR - 14 782 50
T.E. Oxenham... ....cicvereeeeeveanes | Storekeeper  do (lcft serwce) FRN PN 360 00
St. John Shop.
Ferguson . 804 00
H. Crookshanks... 52 432 €O
Miramichi Shop.
D. Lester.....cce. urvene. ..........‘.‘....‘Foreman, Miramichi soeeees coreeneerarisesns covnnenes veener | 49 840 00
Campbeliton Shop.
T. Baird....ccoos v covene cmerrinne ceveven .fForeman, Campbellton...cc. ceveeiicivoncinnnniinnes wenn| 44 960 00
H. T. Stone..coceenrssrnesvunnnnen Ceesens |Clerk d (left SErvice) e vessvonrss everenes’ 360 00
!
STorES DEPARTMENT. i
General Storekeepers' Office. |
D. Leishman ..|Book-keeper, Moncton.. 38 800 00
C.T. Clerk ~do 30 600 00
T. E. i do do 20 450 00
E. Babang wereriaeess i seenenn:| GO do 22 450 00
Moncton Store.
H. M. Wiiliston..... “eweeens|Storekeeper, Moncton. . ....... ceres neares conses soreasd 28 700 00
0. Blais ...... ... .|Stationery Clerk, Moncton... 1 24 700 00
T. L.Hackett.. s .|Clerk do (left sernce) eenneeane 500 00
M. Hollohan...eu oee veveee coens ennes [ ISSUET [ 1 TN IR Y4 420 00
t
Halifaz Store.
J. R. Fraser ..o e vone . Storekeeper,’Hahfs.x . 33 700 00
D. Coleman .......cceeeeee sercesesseenes Issuer tiresarseeses sennnesiseeraeneansensas | 42 375 60
St. John Store.
8. Watson ..ot verirs veeener scceenne Storekeeper, St. John... e vearen seerenan | 57 720 00
E. L. Perkins ..oo.vvcviarvrens svnnenn. | Clerk do eersennesee anes sannesienaesseanes | BT 700 00
Agencies.
Almon & Mclntosh...uueeecveineenne. | Agents, Halifax (left serwce) Paid by commis- i i
W. H. Olive e iierr covrnens caenes Agent, St. JOBDurverscres coreen e sion on ticket £38 liweriseeseucers
sales. I )
E.&O.LE
(Signed)  THOS. FOOT,
Accofintant.
Moncron, N.B.
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INTERCOLONIAL RAILWAY.

SraTEMENT showing names, occupation and salary of all persons, except ordinary
mechanics and | labourers, who were in the service of the Intercolonial Rzulwa) ,
on 31st December, 1876.

Names. _ Age. Salary.
§ cts
GEeNERAL OFFICES.
“C. J. Brydges...e.eseeee wevseers weeeeensyGeneral Superintendent, Government Railways..i......... 8,000 00
R. Lattrell... .. Superintendent, Head Traffic Department.. ........ 41 3,000 00
A. McNab . ...Engineer, Engmeermg Department......... o 4l 4,000 00
‘Thos. Foot. !Accountant, Accounting Department 39 2,000 00
H. A. Whitney....cocer vevvenrene ... Mechanical Superintendent, Mechanical Depart-
ment... R . 3,000 00
D. Pottinger...e... vecs cevser cevene weeenn | Gemeral Storekeeper, Stores Department wreeenes| 33 1,800 00
Trafic Department.
J. Coleman ..... ..|Passenger Baggage Agent, Moucton ...... vemeaaean 41 1,500 00
F. McCann . .|Clerk do 20 360 00
Geo. H. Pick Asst. General Freight Agent do 41 1,200 00
+J. Bruce....... ....|First Clerk, Supeuntendent’s Oﬂice, 29 1,000 00
H. A, Price ..|Shorthand wrxter, Moncton. . e 20 750 00
‘0. Cameron., ..,Clerk do 21 600 00
C. Robertson ..|Operator do 19 420 00
K. Knight ...cooveeeiiincnnene venenn oeens .| Messenger do 17 240 00
1
Assistant Superintenient's, Train Despatchers, ,j'c.' ]
L. B. Archibald....cessverireerreronen.. | Assistant Superintendent, TTUO..ccvreecoreeeces meers| 28 ' 1,200 60
A.T. Creelman.. ..|Train Despatcher, Truro (left servwe) el 780 00
. Boggs....... .. do do do - . 780 €0
F. McCully ceereinsenane .|Operator Ao et e . 360 00
J. W, Pitfield... Assistant Superintendent, Moneton. . . 1,200 00
E. E. Patten. .|Train Despatcher do 900 00
G. M, Jarvis. do do 900 00
Wm. Nelson .. Operator do 300 00
B Palmer... .} do do . . 240 00
J. E.Price. .ccou. ..lAssistant Superintendent, Campbelltown.......o..| 22 1,200 00
Evan Price ..., + ..iTrain Despatcher de . 24 780 00
. C. Harris... . do do . 21 600 00
A. Bugby.....ccr.. ... IAssistant Superintendent, Rimouski.. .. .. 38 1,600 00
W. D McCallum e . Train Despatcher do .. 24 600 60
J. Goodfellow.. do do 23 660 00
. Dion . . Clerk do 20 420 00
L P T O Messenger do (left servxce) ......... 72 00
Station Masters, Operators, §c. i
R. Macdonald......ces cerenee v rvenees|Station Master, HalifaX...... eunes v eeeren saenes T 1,200 00
ohn Murray... . |Outside Agent  do . . . 800 00
eo0. M. Conne Ticket do do 800 00
do €00 00
do 660 00
do 600 00
do 420 00
do 540 00
do do 420 00
.[Train Despatcher do 600 00
Operator do . 420 00
do [+ 1 S B ¥ 300 00

o
i
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A. 1878

SraremENT showing names, occupation and salary of all persons, except ordinary
mechanics and labourers who were in the service of the Intercolonial Railway,

on 31st December, 1876. —~Contmued

Names. —_— Age. Salary.
|

Station Masters, Operators, §c.—Continued. $ cts.
Thos. Guyol cewcivernenss .\Messenger, Halifax coeeeievenrsnnes sovvorer rovennsnn| 17 240 00
D. McDonald do do .. | 15 200 00
Jno. Carten.. Clerk [+ T T, 63 400 00
w. . Rodgers.... do do  (left service) weaeereconnnnens eenesens 400 00
J. A. Adams....... .| do do ... 36 | 600 00
Edward Book...... .|Wharfinger, Richmond. ......... 46 600 00
Rent....... cersesennns ! Night Opers.tor do ... 119 300 00
G. W, Boggs resee sseseeees Station Master, Bedford... e vementsvenneneennrnnnns 36 400 00
Wm. Rennels....ceeivens . do Windsor.. )28 400 00
L. E. Borden. e Assxsfnnt Master do .. .1 34 240 00
A.D. McKay. . Station do Wellington .1 22 400 00
Geo. Loasby ... e} doO do Enfield..... v an W19 400 00
H. Mclntogh......... wo| do do Chrisdale. .ot veecvenns vecees venenen, 59 400 00
8. T. Mclntosh......... o e Ooerator do e .l 15 120 00
John Gunn......... ....Strmon Master, Milford.. 23 300 00
R. M. Holesworth...... .eeoreecraenenn.. IStation Master, Shubenacadie . 30 600 00
J. C. Till e . -0 perator do e 29 180 00
J. H. Holesworth. e cicceeeivaneee sStatlon Master Stewiacke .. sorase 39 500 00
F. L. Hamilton .ccovees vorn do Brookﬁeld (Ieft serwce) - creenens 400 00
J. G. Mclntosh... ﬂnemtor ..................... 15 240 00
George Donkin.. ... Station Master, Truro ..... 46 800 00
J. D. Gladwin.....eee. o Freight Agent do ... 24 600 00
C M. Dawson .... . .|Ticket do do ... 22 400 09
George H. Hamilton | Station Maater, Valley .-... 20 300 00
M. C. Webster. . Riversdale .. 24 450 00
M. McKenzie ... NP do West River... 23 400 00
R. Sutherland ...... or s snnane do Glengarry.... 23 400 00
Wm. Fraser........ eetnens do Hopeville . 31 450 00
James McDonald do Steliarton.. 42 600 00
James Bairn...... .- Opemmr do 17 300 00
J. A. Cameron... -{Station Master New Glasgow 30 700 09
A. O. Stephens.. - |Operator - 20 - 300 00
J. A. Cooke w.e.. Station Master, Pictou Landmg revveres ares 28 800 00
D. Bain... «.\Operator do S 24 300 00-
W. Jack .|Station Master, Pictou...ceeeisese wen] BB 900 00
P. Fulmore... o crereseenne | B3 400 00
J. C. Spencer - do Londonderry... 49 500 09

J. E. Spencer...... - 'Assistant Station Master and Operator, !
derry. ramsuse sencorese s 20 300 00
J. C. DBYIS .everereescierenere sunsine. |OpeTRLOT, Follish Lake (left service)... veerene 240 00
J. H. Livingstone. -|Station Master, Wentworth............. 30 400 00
J. 8. Foshner..... do Grenwille..... 46 400 00
Robert Joues..... do Thomson . . 53 400 00
J. H. Patton.... weeene. . do Ozxford....c- eveen - ..| 58 700 00
J. H. .jAssistant Station Master, Oxford (left aervxce) 313 00
J.N. .-|Station Master, River Philip 28 400 00
J.E. do Spring Hill (left gervice).... octures 480 00
B. 0. . .|Assistant Station Master, Spnng Hill..cveue.e 35 420 00
D. A, Colpitsucui veerones severnicsin- iOperator, Thomson...... ceue: meen v . 20 360 00
H. Mills Station Master, Oxford... 56 400 00
K. C. Mills .... . .| Assistant Station Master, Oxford 18 ! 180 00
R. D. Roach, woeersceinens ..{Station Master, River Philip. .. 44 400 00
J. 8. MOOT€aesesanee do Spring Hill ceers oviesierens cone 39 600 00
Wmn. Fulmore......cceeesceeens .iAssistant Station Msster,Spnng Hill (left servxce)’.. ....... 300 00
|Operator, Spring Hill....vcive conensnsarars cansee = wvenef 36 1 360 00
..|Station Master, Athol...cciee creeeres sevessenssesens connss] 43 400 00
K. D siatherland... .| Assistant Station Master, Athol.e.wmevoosrs eesserne] 33 120 00
H. Palmer.a.e seesseeess do do MBOCAD wecrcansraceraesess| 28 480 00
E. H. HOAT wecee encensonsseiosarcns sensen do do Amberst ... ceeverceeans o] 18 180 00
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A. J8T&

SraTEMENT showing names, occupation and salary of all persons, except ordinary
mechanics and labourers, who were in the service of the Intercolonial Railway,

on 31st December, 1876.— Continued.

Names. e Age.| Salary.

Station Masters, Operators, ¢ —Continued. $ cts.
C. R. Palmer..... .|{Assiztant Station Master, Amherst..........cee vueenns 43 480 00
A. Trenholm.. do do do 20 240 00
. do do Aulac. 20 400 00
Station Master, Anlac...cos conne 23 500 00
Sackville .. Lol 31 800 00
Clerk and Operator, Sackvx[le (Ieft servxce) ......... 480 0C
.|Station Master, Dorchester......c. weeiresecnrees 29 600 00
. do Moncton .. .o ieriesiisenns .| 37 900 00
. Freight Agent, Memrameook ... ... .- e 38 700 00
.|Ticket do Painsec Junction et 32 180 00
... {Station Master, Port du Chéne .. 39 500 00
.. Operator, Salisbury (left sernce) [ 360 00
...'Siation Master, Salisbury.......... 47 600 00
Floyd., ...{Olerk, Petitcodiac couenn e 21 180 00
C.T. Lew ...|Station Master, Anagance. 27 400 00
T GLOBB . ceevarens cereranss sveevennnsensee | do Penobsqui 37 400 00
A. Robertson .. e Station Agent, Sussex... 35 700 00
For;ze ....... . 'Frexght Cletk, do .covvecrvoresrcinnns 23 360 00
N. C. Sears .. Operator A0 (16£L SETTICE) vers ssmremererees |rarnrens 120 00
C. McCrea.dy .|Station Master, Apobaqui............ 35 500 00
- A. Trueman . s sesesans As51staut Station Master, Apohaqn 26 180 00
do do PO 46 450 00
. do do B10OMAEId woverrrerern] 26 300 00
W. Deniston..... .. ..|Station Master, Morton (left servnce) PPN [, 400 00
A. McN. Travis... . Station Master, Hampton... at 500 00
. Liay do ;\aumgewauk 3 400 00
G. W. Sherwood .. - do Rothesay........ W) 410 00
8. E. Davidson - iAsst. do do . .| b8 240 00
Geo. S. Rassell.. do Colebrook. 40 360 00
W. G. Robertson . do St. John. 3 800 00
Q. BIAIS eerraerss wone ..{Ticket Master do . 25 800 00
H. B. Fleming .. ..{Operator d 29 400 00
Thos. Mack....... .|Freight Agent 46 900 00
J. H. Bartlette .. ..|Custom House M. Man bt John 69 720 00
..iClerk, St John .. osvesnes 30 700 00
.......................... 44 600 60
Wharﬁnger, St John (left servme) 391 00
Clerk 2 600 00
Custom House Clerk St. John .. 313 00
.!Preight Shipper do 600 00
Clerkh go éﬁg gg

.|\Freight Shipper o
N. Smali .... .|Clerk, St. Jobo... 600 00
4 Brewster .. .| do  do . 300 00
Station Master, Berry s Mills. 400 00
Uperator Caunaan ... 313 00
. do Conl Btauch (left serwce) 313 00
Station Agent, Weldford... 34 400 00
.{Operator do 19 180 00-
do Ferris .... 30 313 00
do ‘Forrest ..-.. 32 313 00
. do Barnaby River.. reseeoseres} 30 300 00
. Station Master, Chatham J anction 26 400 00-
. do Chatham...ceeeurs-on 20 500 €O
do Miramichi ... 25 600 00
..'Station Agent do .o ere 21 300 00-
seeeeeses jOperator Beaver Brook..... 22 240 00
et sersas srcsenas .......l()perator Bartilogue....... 20 300 00
G. Bondmen .....eceer seneer e sonams do Re@ Pille vcoseeens cosees sasservar s sonvees| 18 300 00
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STATEMENT showing names, occupativn and salary of all persons, except ordinary
mechanics and labourers, who were in the service of the Intercolonial Railway,
on 31st December, 1876.—Continued.

i Lo
Names. — Age. Salary.
|

i
Station Masters, Operators, §c.—Concluded. $ cts.
W. R. Payne ...ceveuee Station Master, Bathurst.......... S B <. 500 ¢0
W. A, Harris ... .|Acting Master, Petite Roche . .21 400 00
D. J. Curry .... . Qperator Belledune ..... 26 313 00
Juo. Morrison.... .|Station Master, Jacquet River ........ 26 400 00
.'Operator New Mills.weecervaneeran cvrane 26 | 313 00
Jas. Reid ......... 1 do Charlo .. ceorreneennes| 33 313 00
W R. Johnston. Station Master, Dalhousie ... J 2 400 00
€. A. Barbarie.. do Campbelltow 43 600 00
<J. B. Bassette ... Asst. do do e 240 00
. L. Hewitt . do Metapediec .cover ceeervannvenes . 17 360 00
N. W, Freeze.... ...,Operator Millstream......... .- 17 300 00
J. R. Mercier ... .{ do Assametguaqhan 23 390 00
8. R. Blondin.... .../Station Master, Causcapscal ... 3 300 00
. 8. Godbank Operator Omqui...... 21 300 00
C. L. Desjardins.... | do Lalyebec 17 360 00
‘W. Bernier ...... iStation Master, St. Uctave.. 24 . 360 00
W. A. McDonald ..coee e vivveeernvnnnns do Tortigue (le . enenen 360 00
<C. 8. Derry. ... .- do- St. Flavie coveeessevisneevene 27 400 00
Jo AL Talbot..cereeicieeervens coreinienens do Rimouski. 28 600 00
J. R. Coldouge . Jo BiC veever srvressiers arevecnne .| 42 300 00
W, Dion........... . do Ste. Flavie (left service) . 300 00
L. D. Bouchard ... . do St. Simon 21 300 60
F. X. Brissette do Three Pistoles 33 600 00
Rioux .. do Isle Verte. .. 36 300 00
N. Michaud.... do Ste. Arsene. 29 240 00
J. Laverditre ..... } do Riviére du Loup 33 I 720 00
J. M. Lyons ..... i Cashier do- 27 660 09
M. Crean ...ccoceiienee . .{Clerk do - .27 ‘ 690 00
J. B. McDougall ..., cveee vivnvieeene|  do do revreres ssee covnnenne ! 22 620 00

EXGINEERING DEPARTMENT.
Engineers’ Office.
P. S. Archibald...c.so coreerverenenenens JAsgistant Engineer, Moneton..cviniiivisswenee| 29 1,500 00
W. B. McKenzie .|Office Assistant do . .29 1,200 00
J. P. Burnyeat . ....c.... Clerk do 21 480 00
Geo. Ackman....ceeviiearer ceveenens | do do 20 480 00
Trackmasters.
W. W. McLellan ........ceoe werecenee | Trackmaster, Eastern Division ..o vevveesecevvenn| 38 1,200 00
J. 8. Trites ...... e sanens ceceraens do Central  do ... 57 1,200 D0
‘G.. Ranaie ..... eve saecsn . tens do Western 40 covcccees o ven 43 1,200 00
Geo. Leamons .. cern e do Northern Division, No. 1 .... 33 1,200 00
W. Hutchison ..... N do do No. 2 .... 43 1,200 00
J. M. Ross ...« ... do do No. 3.... .| 36 1,200 00
Jas. Ye0 .uvni vune- do do No. 4 cvereene! 46 1,200 00
ACCOUNTING DEPARTMENT.
Accountant’s Office.

W. 0. Huggan . coevrcnre veeses vennes 188 CIeTKunie vit vvvncaieans oseestenes snvss snvcanssesinsssvenner 25 930 00

19
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STATEMENT showing names, occupation and salary of all persons, except ordinary
mechanics and _labourers, who were in the service of the Intercolonial Railway,
on 31st December, 1876. —Continued.

Names. —_— Age. | Salary.
AccouNTiNG DErarTMENT—Concluded.
3 cts.
Accountant of Contingencies Office. )
J. J. Walker... veee reneervese veen | ULETE, MODRCLOM vvrens cevevirs crerees coveenane ven aveees 5o 750 00
M. C. Burnyeat . do .23 750 00
W. A. Lyons.... do 21 400 00
S. A. Halls ... . do 23 400 00
C.J. Duchesnay ..... do 2 400 00
F. H. Story ... SR do 20 360 00
Acvpir OFFICE.
Accounting Departmend. H
J.J. Wallace, .cvers. .- secseser. tAuditor and General Superintendent, Moncton..| 30 1,800 00
J W. Wallace ..]Assistant Auditor, Moncton... 29 1,000 00
4.D. Campbell.. JTravelling Auditor do  weevennes .| 30 1,000 00
J. W. Wortman.... . |Clerk, Monston..ue. veuee.e vervesrnnnn| 23 700 00
J. E. Benderson. do 20 670 60
A.B. Watham.... do B - 600 00
D. A. Blackene do w20 500 GO
w. \chechme do BN PO 500 60
X.R. Payre... do .l 35 590 00
C.E. Spencer do . 23 500 00
Jas. Ryaa. ... .. do . 18 240 00
I ¢ R do .25 400 00
|
Casmiers’ OFFICE.
Accounting Department.
J. MeAllister ..!Cashier... 56 1,200 00
C.D. Thompson JRORY PR 3 1,000 00
W AL JORESe wruesvevrrvrrseersns soeres| acooremn setres oreres oen 47 1,200 00
PavyasTers’ OFFICE.
Accounting Department.
Paymaster, Moncton ... 33 1,200 60
Yo, e 27 1,200 00
| |
MecHANICAL DEPARTMENT.
Mechanical Superintendent’s Office.
J“‘g’ Sﬂit];m . ¢« erweeeeeaes | First Clerk, Moncton.meecoeees comnsusns sensmnase sonemne :i ‘ 1’51;?,8 gg
ESWiCK 1 uurse coriss vessnssns sessene {Clerk Moncton..... . . :
J Mulha.ll e do 26 600 00
lledune .... do 47 500 00
he H Fillmore. do 21 500 00
W Jemilton..... do 19 500 00
- Price.... «oeerene wrser wessesses OPETALOL ovtriieans . oeee & ESUUOURPO R I 1 240 00
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SraTEMENT showing names, occupation and salary of all persons, except ordinary
mechanics and labourers, who wers in the service of the Intercolonial Railway,
on 31st December, 1876.—Continued.

Names. —_— Age. Salary.
MecraNicAL DerartxeNT— Continued. s
cts.
Moncton Shops.
W. Marling cceeeee veueees s enreee seere ...|Draughtsman, Moncton........ mverees eeieite nevens | 30 840 00
E. Shaffer.... . ..|Master Car Builder, Moncton... . 4l 1,200 00
J. McHaffie... ..;Locomotive Foreman do ......... 46 1,029 60
Jas. Sayer.. .{Foreman, Machine Shop, Monecton.... 46 a0 00
W. L. Rand....... do Round House do 3 960 00
H. C. Davidson. +see- ITime Keeper do 40 600 00
o do 22 504 00
«oe |[Foreman Blacksmith do 38 900 00
1Carpenter do 38 720 00
Ilalifax Shops.
H. Appleton ... cueriivsiinis vevseeee. IFOTEmMAD, RiChmMOnd.ccciescevee conee convrerer cearenienns | 43 1,200 00
G. F. ROOME.cvecuireres crreare sovennne | Time Keeper @0 coovervenevviemvnisensncvosens svnennans 37 540 00
Truro Shops.
W Murphy..covieviineieeineee ceveesn |[Foreman, Truro (left Service)...oveee seeersens coverees Levarouene 840 60
W. Hubbusrneiieicineinnnen coeee [Store Keeper, TIUTO e vveine soretseemores wranssrenns 24 360 00
Pictou Landing Shops.
E. 8 Allen......ecccrccneeveenns cerene. Foreman, Pictou Landing.....coceees cosensns ssroesonse| 38 782 00
H. Clark..ccvvvvee veveer s veee . e Storekeeper do ceeeene vesees eveeaseresenes| 29 420 00
St. John Shops.
Jas. Fergquson......cceues veveernerenene :Foreman, St. John (dead). iveeereeeceeerecas sraereessons fevorneans 800 6
H. Crookshanks...c... cee vuserreee. |Clerk QO ercerrsesree senssenene sraee sevssscenres ] 53 480 00
Miramichi Shops.
. Foreman, Miramichi.. ccecces sereee cevvcse sovsvesssnensan | 50 849 00
..!Clerk O et erree ceereene et eeat saeaneeas 20 360 00
I' Campbelltown Shops.
J. BaIrd. cocvis cevevesnsson mesnnvns seescsns | FOTEMAD, CAMPDEIIEOWN..1s ene serrevsnrans soessonss sanses] 45 960 00
. MUITAY . cocnrer erns cvereeres ennenens OleTk do et veen erereasesn sneecue ceneen] 29 430 90
Ste. Flavie Shops.
Foreman, Ste. Flavie (dead).. veecer cercersveervessas fonrsecnas 810 07
Clerk A0 eeereem eerranne eeranenne 21 360 00
Rivi¢re-du-Loup Shops.
J. Unsworth ......ccuu. ... rven vrneane ..IForeman, Riviére-du-Loup....c.cecersecseravrse cvvvenens} 39 960 00
W. B. Ferguson ... ..cawunn sucenen.. |Clerk do reresers sners soares snvars vesens| 44| 420 00

12
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SraTEMENT showing names, occupation and salary of all persons except ordinary
mechanics and labourers, who were in the service of the Intemgolomal Railway,
on 31st December, 1876.— Continued.

Names. — Age.| Salary.
1
1
Stores DEpPARTMENT.
$ cts.
G'eneral Stores, Keepers' Office.
D. Leishman...... .ccces cerecunes ceveeenes Bnok-keeper, Moncton........ ........ o ieo ceoseroresensnnes| 39 900 00
C: T. Ren...... weeeiClerk, Moncton. . e e ...| 31 700 00
J.E. Smith.. . do . 21 500 0
E. Bobouy.....cee oo do . 23 500 00
A H. Seeley.esiccintviresanes sounesen do cenasivesnes e . 20 600 00
W. A, Sleitchucnes vorensenns cees cones do e e sebnssrrnsstne sessssans 15 2C0 00
Moncton Store.
H. M. Williston.. . weeniStorekeeper, MONCtON .ivveeieier oveie vvneresen covneenn. | 26 800 00
C. B, Vail...... .|Clerk do ... eeenest 27 500 00
M. Hollsham...... ceereesestearas seerennn 1ssuer s 1 T ORI B -} 500 00
Halifax Store.
J. R Fraser....cccoves res svnes werennne Storekeepar; RiCBIMODA woverees cones renerssessescvesens | 34 700 00
D. Coleman....ereuue verersreenes veveanas Issuer do v verssenes sensssnse seessanes | 43 391 26
8t. Jokn Store.
8 Matson. ... 53 720 00
E L. Perkins. 38 700 00
Riviere-du- Loup Store.
1
J M. Kenny.....c.cooee. cesreecer + .. Storekeeper, Riviere-du-Loup (left service) . vueescecurneee 400 00
| ‘L
Agencies.

Ge0. RODINSON.uuu cuueserrere vererraes Ticket Agent, MODEreAl.. ces vree corveses crusesance 37 1,400 00
V.D. Mathews........ do Toronto. .y 55 1,500 00
- F. Olive. .. do St. JOBN everveees + wrnees 39 1,500 00

- W. Tupper.. do Halifax (left service)... 1,000 00

Relicving Agents.
V. H Shaw . Relieving Agent e verveeee sesseneveseassveesens| 23 313 00
£ 0 Stak... . o BN .l 2 540 00
E Fraser. ... coveveercerescomesevonees| do - v rereere sneemeaes rwessssse sve sasennessvisee| 21 300 00
E. & 0. E.
(Signed) THOS. FOOT,
Accountant,

Moncron, N.B.
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(No. 21 o))
RETURN

To an ADDRESS of the Housk 6r Commons, dated 1st April. 1878 ;—For 11
correspondence between the Government and T. M. Boggs, in relation
to his dismissal from the office of Train Despatcher at Truro, on the
Intercolonial Railway, &ec.

By Command.
R. W. SCOTT,

Secretary of Stale.
DEPARTMENT OF THE SECRETARY OF STATE

OrTawa, 25th April, 1878.

(No. 21 p)

RETURN

To an ADDREss of the House or Commons, dated 1st Agpril, 1878 ;—For
copies of all correspondence, Orders in Council or Reports connected
with the removal from office or resignation of George Taylor, from the
office of Assistant Railway Superintendant of the Intercolonial Rail-
way.

By Command.
R. W. SCOTT,

Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,

OTTAWaA, 25th April, 1878.

[In accordanne with th: recommendation of the Joint Committee on Painting, the @bove
Returns are not printed.]
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(21Q)
RETURN
To an ADDRESS of the Horse or Commons, dated 27th March, 1878 ;—For
copies of all correspondence between Mrs. Edward Murphy, of Barnaby

River, Miramichi, N. B, and Officers of the Intercolonial Railway, in
relation to the killing of a cow on said railway, &ec.

By Command.

R. W. SCOTT,
Secretary of Stale
DEPARTMENT OF THE SECRETARY OF STATE,
Or1rAwa, 25th April, 1878.

(21r)

RETURN

To an ADDREss of the SENATF, dated 2nd April, 1878 ;—For all corres-
pondence between any person or company and the Government, or the
Superintendent of Railways, relating to shipment of grain or other
articles. by way of the Intercolonial Railway at Halifax, for Enrepe.

By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,
OTTAWA, 256th April, 1878,

{In wccordance with the recommendation of the Joint Committce on Printing, the above
Returns are not prinied.]
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RETURN
(No. 21IR.)

To an ADDRESS of THE SENATE, dated 2nd April, 1878 ;—For all corres-
pondence between any person or company and the Government, or
the Superintendent of Railways, relating to Shigiment of Grain or
other articles, by way of the Intercolonial Railway, at Halifax for

Europe.
By Command.
R. W. SCOTT,
Secretary of State.
DEPARTMENT OF THE SECRETARY OF STATE,

OtTaWwWa, 25th April, 1878.

RaiLway DEPARTMENT,
MoxnTREAL, 15th April, 1878.

Sir,—I beg to return berewith Order trom the Senate calling for copics of all
correspondence between any person or company and the Government or General
Superintendent of' Railways, relating to shipment of grain or other articles, by way
of the Intercolonial Railway, at Halifax for Kurope.

In compliance therewith, I beg to forward copies of the correspondence which
1 have had upon the subject.

I have the honor to be, Sir,
Your obedient servant,
(Signed) C. J. BRYDGES.
I\ Brauwn, Esq., Secretary, Gen. Supt. of Government Railways.
Department of Public Works,
Ottawa.

13th December, 1877.

Dear Sir,—Referring to your conversation with me respecting the possibility of
tarrying grain over the Intercolonial Railroad from Riviére du Loup to Halifax, I
desire to inform you that the Government have considered the representation made
l{)’ you on behalf of the Halifax merchants, and will give instruction to the General
ﬁuperintendent of Government Railways on the subject. 1 need hardly say that the

overnment are extremely anxious to do everything to encourage any legitimate
business that can be done by the railway. I think it is quite clear, from the data at
Present available, that the price you suggest, viz, 1s.3d. sterling per quarter, or
about 3% cents per bushel, over 561 miles of railway cannot possibly pay running
©Xpenses. But direction will be given to afford the nccessary facililies for taking say
two cargoes at that rate, after which both the Halifax merchants and ourselves'will be
10 a pogition to discuss the matter with realized facts before us.

Yours faithfully,
Gro. BY¥BLacx, Esq., (Signed)  A. MACKENZIE.
71 Dubord Streei, Montreal. :
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MoNTREAL, 4th January, 1878.

GenTLEMEN,—Having been deputed by a Joint Committee of the City Council,
Chamber of Commerce and Importers Association of Halifax, N.S., to endeavor to
arrange for through shipments of grain and other produce from the west to Great
Britain, v:d Halifax, at the same rates that said through traffic is carried vid Port-
land ;
And having been assured, from conversations had with each of you, and from a
letter which 1 hold from the Dominion Government, that the rates will be equalized
for two experimental trips—with only one obstacle, that of the cost of bagging of
grain;
Aud having found, from personal enquiry, that the necessary proportion of grain
(40 per cent.) can readily be obtained in Ontario, and feeling contident, from telegram
in my hands, that the balance of cargoes (G0 per cent.) of boxed meats, &c., can be
oagily obtained in Chicago; .

I therefore beg leave 10 suggest that you will jointly, for these experimentaltrips,
overcome the only obstacle that exists, as above mentioned, the expense of which, it
divided between your companies, will be so small for each that I trust you will feel
warranted in meeting my views, and thus allow me 1o return to those whom [
represent with the assurance that [ have succeeded in opening the route for at least
these two cargoes, after which arrangements can be made for future cargoes as
ascertained facts will warrunt,

Hoping you may be enabled to consult together and give me your reply, which
[ trust will be favorable, on or before to morrow evening. Care R. W, Gale, Esq.,
No. 7t Dubord Street.

Iremain, very respectfully,
Your obedient servant,
(Signed) GEO. P. BLACK.
Messrs. Josern Hicksoy,

General ManagerJGrand Trunk Railway,
C. J. Brypuzs,

General Manager, Government Railway,
. &JA. ALrav,

General Managers, Allan's Stcamship Line.

Copy of the above is sent to Messrs. Allan and Hickson.

Mr. Black handed this letter to me personally, and [ informed him that the rate
of 1s. 3d. a quarter was the rate authorized on the lntercolonial Railway for two
experimental cargoes, and that I could not reduce that rate, which would be the efivct

if I paid any portion of the cost of bagging.
(Signed) C. J. BRYDGES.

MacKasey & Cb.,
Sureping aNp CommisstoN MercuanTs,
31 Lower WATER STRERT,
Havrrax, N.S,, 16th January, 1878.

Str,—We are agents and in correspondence with a steamship company of Great
Britain, and would wish, for their information, for you to quote us through rates t0
Liverpool, G.B., for grain and flour vid Halifax, showing Grand Trunk, Intercolonial
Railway and stoamer’s propottion per quarter and per barrel from Montreal and Port
Huron, and intermediate points on the line of Grand Trunk Railway. Please mention
rate in sterling.
We remain, very respectfully,

Your obedient servants,
(Signed) MacKASEY & CO.

C. J. Berpozs, Beqg.,

General Manager, Government Railway,

Montreal.
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MonTtrEAL, 19th January, 1878,

Dear Sigs,—I have your letter of the 16th inst. It is impossible for me to tell
you what the rates will be from ditferent points in Canada to Liverpool, because they
are continually varying.

I have no means of telling what amount you propose to allow for the steamer
between Halifax and Liverpool. The Grand Trunk are prepared to carry produce of
any kind from all their stations to Riviére du Loup at the same proportion of the
through rate that they charge to Portland. If you can tell me what rate your
steamers will charge fiom Halifax to Liverpool, it would, no doubt, be possible to
arrange a through rate, provided the price from Halifax was sufficiently low.

Yours traly,
(Signed) C. J. BRYDGES.

MacKasey & Co.,
Halifax, N.S.

MacKasey & Co.,
Harrrax, N.S,, 31st January, 1878,

Dear Sie,—We received your several telegrams in answer to ours, also in
reference to the impossibility of getting five and sixpence, as there would be nothing
left for Intercolonial Railway.

We are extremely obliged and shall for ever remember your very kind consider-
ation and assistance, and will call cn you when you next come to our city, to tender
you our personal thanks., Those folks on the other side that we are in correspon-
dence with do not understand the favorable geographical position of our city in
relation to Europe, compared with many cities on the continent.

We would like very much to see this winter port commenced and to induce our
friends abroad to make ihis commencement, we wired them to say that we would
forego and charge no commissions in doing the business of this ship, thinking to belp
the ship out all we could. We have wrote to owners and enclosed them your last
telegram to show them the impossibility of getting their figures.

You might please, if not putting you to inconvenience, to inform us what would
be the best possible.rate that could be got on grain, per quarter, for steamers from
.I}alifax to Liverpool. We arc extremely anxious to try and get some boats on' here
If possible.

In refercnce to a telegram of ours, asking for the same assistance as had
been promised Mr. Black, we beg to be excused for our mistake. On receiving your
answor we carefully read Mr. Black’s report, and we found that our idea was
altogether unfounded.

Thanking you again for your consideration,

We remain, respectfully, &c.,
(Signed) MacKASEY & Co.

C.J. Brypags, Esq.,
Montreal.

.

MONTREAL,

Dear Sir,—I am in receipt of your letter of the 31st uit., and am sorry nothing
hag come out of our telegraphic correspondence. .

I should myself like very much indeed to sec a shipment started throngh Halifax,
nd I think it can be done without difficulty. )

The present rate of freight on grain from Toronto to Liverpool is 11s. 6d. per
‘l}larter. It is being shipped at that rate throngh Portland, and also through New
York, That rate, therefore, conld bo got, bat nothing higher.

The Grand Trunk will take 45 per cent. of that, which is equal to ahout 5s. 3d. a
quarter. Bagging and bags will cost a shilling a qnarter. That will leave 5s. 3. for

3
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the distance from Riviére du Loup to Liverpool. The Government has already agreed
to take a couple of cargoes at 1s. 3d, which would leave just 4s. for the steamer.

If the rate were 12s. a quarter it would give from 4s. 3d. to 4s. 6d. a quarter for
the steamer from Halifax, which is the outside price that can be got.

I think the rate of 1s. 3d. a quarter from Riviére du Loup to Halifax is not one
which can be depended upon for continuance, as it clearly will not pay the cost of
transportation. ’

1 shall be very glad, indeed, to give you any further information at any time
that is in my power, and shall be happy when 1 am next in Halifax to have the
pleasure of seeing you.

Yours truly,
(Signed)  C. J. BRYDGES.
MacKasey & Co.,
Halifax, N.S.

MacKasgy & Co.,
Havrrax, N.S., 22nd February, 1878.

DgAr Sir,—We received yours of the 4th inst., and noted contents, and have sent
extracts of your letter to our friends in Great Britain, also a minature chart showing
this continent with Intercolonial Railway, Grand Trunk and continuous lines of
Railroad to San Francisco, which letter we expect they have received against this
time.

We received a letter from them by last English mail, dated the 4th inst., where
they advise, when they have a boat disengaged again they will wire us, and they
would be pleased to work up a trade between Halifax and Liverpool, but cannot afford
to ran for ruinous rates.

Their telegram to us was: * Cannot accept less than 5s. 6d. to Liverpool.” We
understand from that, the ship would have come for that rate, but would like to get
a higher rate. .

In their letters referred to they enclosed us a memo. from a Glasgow firm, (find
eopy of memo. enclosed) and went on to say : We find the rates quoted on this side
aux)'_e:i higher than you quote, and we enclosed you a memo. from a Glasgow firm received

ay.

The reason they sent us this memo. was, we received a letter from Grand Trunk
Railroad and telegram, stating that if we gave a firm offer of ship at 6s. 9d. per

uarter it would lead to business, which we wired to Great Britain, but in the interval
ship was engaged to go to Mediterranean un account of freight from here being not
remunerative,

If the rate were 12s. 3d. from Toronto to Liverpool it would leave the steamer
bs. 6d. from Halifax, and out of that, steamer wourd have to pay hire, bags and

bagging.
Grand Trunk proportion 45 per cent......c.eevercerenccercaceress 58, 6d.
Intercolonial, per quarter .........cccee.... erennnierernennnee eeesees 18, 3d.
Balance for StEAMET.......ceeveesrcericeironsonasceseenssasonsanas . 5s. 6d.
12s. 3d.

In the event of they wiring us in regard to freight for steamers again, we arein
s better position now as to details than we were a month ago, and can work with
greater economy for ship. Bagging can be done for half i:%gont;real for what the
elevater will do it here for.

You might please give us gour opinion as to enclosed memo. We think that
portion of it relating to Portland not to be depended upon.

We remain,
Yours respectfully,

} (Signed) MacKASEY & Co.

C. J. Beypazxs, Eaq.,
Manager of Government Railways, Montreal.

4
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MonTREAL, 27th February, 1878,

Dear Sirs,—I am this morning in receipt of your letter of the 22nd inst., and
note what you say.

I hope to be in Halifax before many days, when I will take an opportunity of
sceing you upon the subject.

Rates are somewhat fluctuating, but when you are in a position to know precisely
when a steamer is ready to be put on to the berth [ shall be glad to hear from you
upon the subject cither hy letter or telegraph.

Yours truly,

(Signed) C. J. BRYDGES.
MacKasey & Co.,
Halifax.

GranD TrRuNK RAILWAY oF CANADA,
MoxTrEAL, March 25th, 1878.

Dgar Sir,—I am this day in receipt of your favor of the 20th inst., about cargo
of grain per Halifax,

1 do not think that we could get to-day 2s from Toronto to Liverpool, and I
have no ides that a special steamer could accept their division of this rate.

Tho low rats of 8s. 3d. from Chicago this month prevents us from contracting
Canadian grain.

Yours truly,
(Signed)  JOHN PORTEOUS.
C. J. BrypeEs, Fsq.,
Intercolonial Railway,
Montreal.
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RETURN

(21s)

To an OrRDER of the House oF CoMMONs, dated 27th March, 1878:—
Calling for a Statement shewing all Contracts given since 186'7, includ-
ing those of the Intercolonial Railway ; those awarded to the lowest
tender, and those given to others; the difference between the price
given and that stated in the lowest tender, and the reasons why the
contract was not awarded to the lowest tender; and all Orders in
Council and correspondence relating to the same.

By Command.

R. W. SCO1IT,
Secretary of Stlate
DEPARTMENT OF THE SECRETARY OF STATE,
OrTawa, 1878

2l—s1
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