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ﬂhe Davelepf

'@ha quastian whether fhe Endsan'Ba& Bailway sheuld or should

‘net be eemplated is one whieh has now offieially passed from actu;
ive argumenh inte hlstory.1 For~wqa1 ox for woe the Ganadian |
gevemnment is committed to its eempletien and most of the actual’
'censtruetian has been dene., The questinn ef wisdem of such 8 course
| as yet lies on the knees of the gods, and o few years must elapse
'bafere judgment can be passed in regard to the valus or futility of
/.tha gschema,

@he higtory of the develepment of the idea of the route is al-
mest as. eld as tha histery of Weatern ﬁanada and is inextrieably
beund up with the growing conseiousnass te the Ganadian people of .
“ﬁha value of western lands.,
| &he lnﬁsen’a Bay cempany from the first reeognized the impert-
van&e of the route in reaching their fur preserves, and by practical
axpexience seem to have found it an aeenemieal one, Ite value dux-
1ng this phase of its history hewever igs somewhat eomplieated by
their need of a route free from Ebntreal and the influence of the
Kor'Westers, and this need of a eertalnty of making port without
engaging 1n heatilities gave an enhanced value to the route. The
same cemplieatien*ef gourse holds good as to why the Ner'Westefs '
prefarrad theroute now nearly travexsed by the Trans-contlnental
,railways. Their traders gnﬁltrappers could not with safely have
gone the other way if they.hgd_Wished;‘ Vhether they wished to do
go or not is one of the qugefiensvupeh.whigh history is more or

less silent.
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Befere 1?52 Jeseph Bobaen, ‘a former employee of the Hudson's
Bay. eempany geaemed ‘o have haé a visien of the pessibllities of the
r@ute as a practical means of ingress and egress to the counxry of
the Hudsén's Bay watershed. 'Hé said-

»Tha eampamie 8 ships generally enter the straits in the beginn—

ing of July ¢.e.. a8 the straits are never frozen over, nor al-

ways unavigabla, even when there is much ice in the Bay; I im-

agine that a safe passage may ba often foun& in the baginning
ef June“ .

Nor is he any the less firmly impressed with the fact that the com~
pany is not desirous that ﬁhe knawledge of the r@ute and the poten-
tialiﬁies.q£ the eountry geyrved by the route be made known to the
world, | | |

Ehaﬁ Rebsen was not incorreet in his surmising is shown by the

185? Repart Sir Geerge Simpsan is queted as fellows'

“ztvef the Hudson's Bay Qompany g
! seﬁtlem 1t; the orops are very
y to- tha atraits he'remarks.

orge's taatimeny is graaﬁly aﬁ varianae wiﬁh his boek
written some eighteen years befere, but this he explained by stating
that much of the boek raferred to the vieinity of the Red River; an
explanatien hewaver that 1eaves the reader impressed rather with the
idea that\thqze nay hava bqan u;tgxip;;motives for his testimony,
We]ara forced to agree with &remd§&an, 8« It may be addeé here that
Sir Gsorga Simpson while oceuping the pesitien of g@vernor of the

83, J, M, Dent, 1916, Rage 195
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LE@ﬁé@ﬁ!S Bay e@@Paﬁ?.Waﬁ‘SﬁrQngly"r°P¥iﬁand@¢~f@r having written
‘75 éépoﬁt favoerle't@ the satﬁieﬁént 6f the country, in whieh he
made mention of the unteld wealth aleng the agrieultural timber,
mineral asnd ethar lines of natural reseurces. Eq‘was,ordered gither
4o retract the statements he haa so made, or to resign. Henea the
«ﬁype of testimony he gave before the House of Gemm@ns 1857.,

- Not only sinece 1670 had the Hudaen‘a Bay eompany found the
Hudson Straits a feasible entrance to their fur preservea but the
Selklrk settlers made iﬁ.their mesns of ingress, and thexefere as-~
ﬂ tablished the route as one praetical for immigration, unfraught with
vsa?ioué danger. F?Qm‘lall'to 1815, four parties came by this route
'tq_the Fort Douglas settleméﬁf'gna neither less of life nor undue
hg@@shiﬁ Seems8 to have been imeurred from either the Stralts or the
Bay, " |

Up %o iazﬁithere ﬁéfe ﬁhé'éﬁe;recogﬁiééa'Qéutesute the settlemant,
this one by way of the Hhﬁsen Bay, Hayes ‘river and Lake Winnip@g ami
gsecondly, the Kaministiquia reute by way of the Gttawa and French
rivers, Georgian Bay to Eert William and;thenee, if it was a fur
brigade, %o thﬁ Al exander. 'Q@#iﬁg these years neither of these
 xauxee were entirely‘satis;gqﬁexy to the satfle:s of the 3ed~aiver
valley. The route to Eastern Canada was of course in direct defiance
of all geagraphiaalvfeatﬁres ah¢~hﬁd been‘madehpessible only by the
energy of the Ker%westers. Gnl& high‘pxieed articles such as furs
:eeuld be carried. pr@fitably ﬁhis way. Ehe‘Hnasen Bay route was also
far from satisfaetery. In the flrst place there was a tedious and

| eften dlfiieult river Jeurney frem Lake Wimnipag to York Faetory anﬁ
“jsqgendly enly articles whieh might net be used in any way that would
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,eanflict with their meneﬁ@y,wnula be earriad by the cempany's baata.

»w 9 hus have the @Qmpany refusing to bring eu$ some British manu-
n£§ctures to James Sinelair for this reason, - Still more drastic use
was made @f this power when in 1@44, they ;etueed to carry a consign=
‘megt-quﬁallew to England for the same person because he was suspect-
ed of traffiaking‘in furs. ngevex‘in spite of these drawbacks from
‘1821' and the union of the Eud&@n!s Bay eempanyfand the North West
c@mpany, the evarlané route to Eonﬁreal was more or less discardea
partly beeause 1t failed in competition with the Eudsen Bay route,
partly tradition on the part of the Hndsen's Bay eempany and 1arge1y
because the northern reute kapt the trade away from the eyes of east-
orn merchants and entangling cgmpetitieﬁ;* Itiis{inﬁeresting to note
thataaﬁter all a route té Liﬁerﬁoal bvaay,of EQrt'yglsen ig but a
reversal to type. This rogte is but following the lines of least
‘resistance whieh the transcontinental ;oﬁfes went in sheer defianee
of. | | | ‘f | |
| Egem about 1855; there began to ﬁe 8 fair volume of trade carried
nn-evéx a new route, mhis was seuth to St.Paul and4Amexiean routes,
By 1856 five hundred wagons eaxrying tallow and other artlcles of
eommeree loft Fort Garry for St.Paul, se important did this third
| route beaome that by 1869 we have the Hudaon*a Bay Gompany contract-
ing te,aarry thsir supplies to the-&a& River posts through the Hnited
‘States.® In 1859 we fima the first steamer on the Red River, the
EAnson Narthnp and in the same year & regulayr stage route was estab- .

lisheﬁ to thezaeuﬁh.

;*Eegert ef tha 8eleet Gammittee - 185? - Page 387,

 ern Gamada - 1785 - 1885. Page 10,

‘”53. Shere - ggansy@rtaﬁi@n in Wf;
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' gﬁggahing E;i;;ana‘ by the Bn.c_’_t}san"%ay route on & commercially profif-
a‘ﬂaie; basis awaited the advent of the develepment of the railway,
t@e pnaeﬁiéal means of rapid, buik transportation overland.,

‘_»mhé first railway in Canada - the Champlain and St.rnawr&nee
Bailway - 41d not begin to operate with stesm locomotives until 1857,
a;ﬁheﬁgh heﬁse‘@rﬁﬁn cars were in use'the;yearcbefope, Althﬁugh rai1a’
végy expangion was f@irw‘mma - by»/lé‘? there “ﬁeme*ﬂa.ﬁaﬁ miles of
railway in Osnada » it was not until the completion of the Canadisn.
;gggiii@'ﬁgilwayrin.l&&ﬁuthaﬁ~rgal railway exp@nsién/began in the -
’iégmniem. The first railway service for Manitebs, wes secured in
' 177, when a line from St. Boniface joined the St :Eaul and ga@i«fie

at Emerson. | H
| Interest hewever was keen far an alternative route to that one
via St. Paul and the pessibilitles of one by way of the Hudson Bay
began to stir the imaginations of the- Eanlt@bans, In 1878, the,
 ere Eresav quetes a 1eng 1etter writtan by the Kewfaundland corres-
'pendent of the ?arenta Globe, The whole tone of the letter ia favor-
~able te the pessibilities of naiigatian'in the Hudson étraits, While :
the advantagé& ef'the‘neﬁ route - neérnass to England and a road forr
‘° 1mm1gratien, rather than by Eew Yerk ‘are strongly stresaed.ﬁ Again 1n‘
1879, 8 interest is~ravived by the return of Dr. Robert Bell of the
. Geolegieal Departmanﬁ aﬁtawa, from a prolonged stay in the region of

ﬁhe Nelson and ehurehill rivers.
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5 BQQiées fhe‘iéséinaﬁienfef an all wng5r3.reute'£9r -
..A‘pﬁéﬁatiaﬁ-af western goods f§-£@5;§9é;Aan§ e rashon o st
| Thgi"tind sveriosn zoute a‘ndryalir the aaxig?rs of an 931'6 through a
foraign oountry thers was m%mr motive for #he Hudnen oz -
It would have been thought that the steady pushing on of the C.P.R.
ﬁbuid hgvé”satisfiaﬁ fally the peaple of the weat. Uhe groatest
, m@ﬁiva éf all however for the northern route éd@e fgém e
vaéﬁﬁee; VAS an indﬁceﬁent.tﬂ,fhe Qi@@ﬁg there had béeﬂ 1@$Q#ted ®
“their charter thé.famoas ‘mﬁgﬁé%y'elausef‘ TR e
Peried of ﬁwémfy.¥ears f#ém,the(&ahé of the enaéthEﬁ of the oharder
 there should be no charter issued to any railwsy running north-east
- a_euthé_waat within #1fteen miles of the boundary line, The purpose
. coaxgé.waé to prevent American lines from tapping the resources
of the west and thereby impairing the earning capsclty of the
Cansdian Pasifie. The pecple of Memitobs, however, saw in this <
dangers < first - the invasion of what they considered their legis-
13ﬁive;rights in not being able to grant railway charters as the
naaéssity. srose, and secondly, the fastening of a '°°memia1 e
advantage wpon them in the form of excessive ratds. ghé feliomng
passege Will suffice to indicate the atbitude of the western people.
 Gommenting upon the C.B.R. purchase of the Duluth, South Shore and
ﬁ§§¥énﬁ&9 Railway, the F#ée\3¥ésﬁ sﬁétﬁd‘g o
"But while the Domimion contimuied to lavish millioms wrung from
an overtaxed people upon this pampered corporstiom, they will
have no difficulty in buying up wha o “inis e ihe sone
A nie fosanlty i bupieg up ws ba. This is the same
rosd that refuses to build a few miled of brameh lines to relieve
the people who wers induced to settle in the Souris distriet by
the lying representations made them by €.B.R. mamagers. It is

impossible to understand the fatuity which inspires Gansdians
%o contintie in power a government whose sole aim appears to be




the enriching of this fareign eerporatien"

: wa means of pombating the alleged monoply ware attempted by the
:nagitaba government., One wasuthe issuin; of railway charters to
;féiiwayS*running south and the boundary line despite the disallowance
‘ef Beminian legialatien and the second means was the Hudsen Bay Rail-
,way. , : o ,

Ehat the buildimg of . the G.B.R. was the most peﬁent ‘of the con-
,ﬁxibuting motives for a nerthern route is evidenced by the fact, that
%hen the Dominion gaveznﬁeht‘éﬁfégéfed'ﬁhe monopoly elause in 1888,
1nterest in the Ehﬁsen Bay Eailway began tic wane, both on the part
of the peeple in Manitobe and also cheir repreaentatives the Green=-

way»ggvexnmsnk.

-Qf the many eharters issued by bath tha Dominien and ?revincial

gevernmenﬁs for compsnies wishing %o rea@h the Hudsen Bay, the two
first, in time and in impartanee; were given in 1880,

On May 7, 1880, = eharter was given by the Dominion government 10
o a company, the Nelson Valley Railway and Zransportation Gompany,
to construet s rega betweén_a,pﬁintuqn'thé‘n@rbh shore of Lake Wimn-
ipeg and the mouth of the Ghurchill river, They were given p‘éwer also
‘%o construct and use s%aamshiﬁs. |

On the same date a second bill was asaentéd to, ;1 to construet
a‘line}frem.the aity'9f Winnipeg to Port Nelson, either in a straighﬁ
line or to use the nayigable waters lesding to the Port., This company
lﬁ&a_vietotia - 0.B7,

Mllig-vieﬁoria - G.B69,
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was known as the Winnipeg snd Hudson's Bay Railway and Steamship
| Jggé@gny,‘anﬁ we find amongst thé,prambﬁeéé - Hugh Sutherland,
-Wﬁ& 3annérman,and de Co S@hultz; it ig curious now to note that
‘aénétrﬁetien was fé-bégin withiﬁ tﬁekyeaxéband be completed with-
in‘aix'y§a33¢ &hésQ two rival companies were neither able to
finénee the r@aas for which they had received charters and hence
on. May 26,1888, e Dominion Act 12 was assented to emtitled, ﬁgn
Aaﬁ to unite the Winnipeg and Endson's Bay Railway and Steapship
Gempany and the Helsen Valley Ramlway and @ranspertatian Cempany
| Qény&i%yay and Steamship QQ@@&Q&?g Thus there disappeared the
mein rival of the Suﬁhériand railﬁay with a Prémisa,eﬂ payment 6f
4@1@,9?@,@0, a year fer.the franchise and preperty éf the Nelgon
Valley ‘Bailway., The Winnipeg snd Hudson's Bey Railwey and Steam-
ship Company was the one venxure~bf the éany that gave the greaﬁ*
@8t promise for an’outigt to ‘the nérth In fact, with the exeopt-
ion of the Red 3iver Valley Railway Gampany, which reached to the }
south and an . American eatlet, created the chief interest in rail- |
' way bullding of that time,— mhia railway has an even greater claim
to remembranee, though it was destined never to be completed.
‘The Beminion governmqat‘s 1ana peliey up to 1908 was 1argely.due
te exigleneies of finsncing thie read while 1t was also a deper~
mlning faetor in the fate of the Herquay administratlen and the
3eperatlens of the Greenway gevernmsnt.

1 Pollowing the precadenee of giving lanﬁ grants to railways -
' a‘preeedgnce set by the help given to the @,B?E, the Dominien

Y4 Vietoria = 0.69.
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gavernment in 1884 pa&sad the meinien Lanas Act 18 o help this
ana infant railway projects. @his ast premisad 6,400 acres for
('each mile of raillway built in Mhniteba and. not mors than 12,800
acres for each mile built in the North West Territories.,

'~ Because of the high feeling engendarad by tha fear of a C.P. R.
monepoly on Manitoba exporting facilitlas, the Erevincial govern-
ment embarked en a poliey of granting aiﬁ to. rallway progacts
yrather lavishly and altogether in aecerdanea with & palicy of *good
business', - In 1886 an aetylﬁ was passed by the previncial gavern—
mant grantlng aid to the Winnipeg and Hndaan's Bay Railway and
Bteamship Oompany, giving one mlll;en.dgllars wgmth of provineial
h@ﬁﬁs'and vearing interest at,thékkata of four parcent, This aid
 was ceh@it;en&l upon the Company bqginning anatgaetian within |
.'twé:yéara, a time'liﬁif‘wkich was extended the next year to three
yeara,la Thig offer allowed the_E?eagﬁen$ of the,read, Hagh;Suﬂh—
er}an&, to interest outside capital, Qs a re&alﬁ,‘mgsaxsglgn@naw’
'Qnaém&ank aﬁ& games Bass, repraééntativaa o£ an American synaiegae
of eaplitalists, took up the questlen of finances. They requested

the Greenway government to change the nature ef the aid granted

%o one of guaranteeing of *ﬂ; intergat on four and a balf million

of bond®d for a period of twenty-five years from the completion of
‘and commencement of operation of the railway. This was done in

1886 16 while & seecond aect in 1887 1? gomfirmed thisjand made

, ;7 Viateria = C.28,
1848 Victoris - 8,65,
49 Vigtoria - 0,87,
1y 9 Vietoria - €.,35,

?53 Viatarma

&

G40,




changes to méke the guarantee more available.. The promoters now

made &rraagmants in ! w;,lan&'fér?fo&r an& a half millions of cap- .

v’ital and the eenatruetien resulb was the building of forty miles
of railroad. This portien leng since torn up began from near the
location of the old race fragk‘west of Winnipeg and extended nesr-
1y to Shosl Lake. | o

In the meantime a change ef attitu&a in regard %o this rgil-
‘way was taking place on the part of‘tha Haniteba gevernmgnt. Qha

»zaasona for this and the resulting attitude of the Qn&erdenk anﬁ
18
Ross syndicate ean best be told by queting the follew1ng 1etters.

am_sgpﬁembar 13,.1838,-mgsars. Jemes Ross and Andraw,Qndexdgnk
wrote o Bremiar>@resnway reviaﬁing the story of the Manitabg
gevexmnen@’a failure to keep their pledges as follews

?In tha mesntime, - (i.a. after passing 49 Victoria = (.35 and
BO Vietoria < @ in July last, Mr. Onderdonk and Mr.
Kingsmill, (who had visited Winnipeg), made an offer to the
goverament on our behal: ‘and a er discussing the same with
your executive couneil i rmed (as they understood)

by yourself, that your government was.not prepared to desl
with the matter before the then approaching meeting of the
legislsture, as a change in the Guarantee Act might be
necessary respecting the;app@;ntme;‘ of trustees, and possib-
1y in regard to the payment of interest on the unguarantead
bonds. No other ehan;es Were . suggested by yeur gevernment
at the time. ; , \ o

On the 3rd of August you.addrasaaé s letter to Mr. Kings-
mill stating that he was in error in supposing that your
government was not prepared to deal with the gquestion, but
~that your government could not do so until satisfied thaﬁ
swhﬁmmhlwmwmmmwwemuaammam@htm
company %o construet the rosd. This letter further stated
that at the proper time - government were willing to do
Menything that is reasonable, and in the power of the gover-
nment to0 secure the eon ruftion of an all = rail route té
‘Hudson's BayMeee...e | 3 completed his arrangements
in England and hastened %o nnipeg to meet the government,
when he wag mef with the staﬁement, made to us for the first
i ;time “that the gévernment were contemplating & recommendation
46 the legislature te reduce the guarantee from $ﬁ,5®0 00,00

- Zhe Sun (Winnipeg) Sept.1888.
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té B2, 5@0 ooo ooh,an]*”'
ad %o giva the ‘§
ferty mileg®,

Hfmhis evldent ohange of attltu&e en the part of the Mamitoba gev~

or,. thaﬁ your. gevernment deelin-
0: eted for the @emglatian of - the ’

”f“f;;t called forth the bitterest,regenﬁmeﬁﬁ of ?he promoters

4 18
of the scheme, and frem tha Ebnitaba ere Prass - one:of the
'staunehest supporters the eempany ever had.

‘In a long letter written September lﬁth 1888, Jeseph Martin,

'fRailway Gemmisaiener, reviews the varlous negotlatlons betwean

’4the two eompanies and explains the reasons for the change in
attitude on the part of the Graenway government, and ineidently,
irreparably wideme the rift between the premoters of the road
and the government, Ehe f&ct of the matter was tha% there were
@wv'strong'reaSOns why tha séheme fell throagh. ?1rst there
was not the same necessity for the read s 1n 1885~6 R0 and
second, the prov;nge ‘had logt f&ith.in’tha-men :eapaasible,for

1

the Winnipeg snd Hudson's Bay Ratlway.®  Mr. Martin in his re-

ply stated;

. "™In 1886 the pesitlon of the prcvinee was very different
frem what it is today.

- . ‘Phe monapely given to the Canadian Paecifie railway by
their charter bound a large part of the provinee 'till the
year 1901 ...... Relief from this. monopoly seemed only
posaible through tha eongtruction of the Hudsen's Bay rail~
wWaY . . -

‘The. 1arge ligbility assumed by the province axtending
such an offer of guasrantes was fully appreciated by the ,
-House, but it wag filt thaﬁ the existence of tha G.2, B. :

19@.g. See eepy ef Saptember 2? , 1885,

gun - September 20,1889, '
ame had been ehanged to this June aa 1887, 50~51 Victoria-c , 81
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monopoly was such a serious detriment, that the provinee was.
justified in assuming t any liability, if - the effect

would be to givelrelief at an early datel

e sting Lion 4n ¢ he last few words, ’.52'6:the_éevernm.ent.;-of Man-
ttoba the Hudsen Bey ‘Railway Company a‘i'a_»'not construct the raile
way With the raQBisite expediéhcy; Swmming up tpair.délinquqneies
ﬁ¥w~Eartin sald: o _ .
nae nev beéamas, under these ci?eumStanGQS; a company, v ich
hes never kept a premise made either to the govermment or to
the public, to accuse the govermment of bad faith",
ﬂhé government tharefére hasitated in aasuminé such a'ifgbility
- wvuld,;eﬁtail'an ﬂxpénditureﬁef,$180’®9@Q0@ per annum fer the
coming twenty-five years. - |
There was also the growing ides - iaﬁar‘SQ'PIGminanj ; na
the building of a railrosd of this type should be one of nationsl
@ﬁewﬁse’ ¥r. Martin voiced this when he stated:
‘"While mno déﬁbt the buil&ing-éﬂ,the,g@@g@n:s_Bay raiiway oald

be of great benefit to the province f. Manitoba, a glance st
She map will show that the benefits afforded to the Northwest
Torritories by the construetion of such a line would be much
rreater,...., If that be so, then clearly the guarantee of
;ggfaaa,@oo@@@; is much tee large & share of the cogt to be
~borne by Manitoba, eénsidering_the,préportienal benefite to
be derived by her as compared with the North-West Perritories®,
Therefore because of this benefit that would be obtained by .
those distriets outside Manitoba from the congtruction of the
road the Manitoba government, "has come to the eonelusion
that the amount of the guarantee should be reduced to
$2,800,000,00," o

'ﬁhétfﬁhere'was'a-Wiéespréad belief that the pxemotérs were “clever
msn;pulatorsﬂ ean be gleaned frém.the columng of the Sqn»zzipubé
lished at this time. Sueh exXpressions of opinion as Wlike to see
it in the hamas‘ of a good company®, "not a dollar given unless

- - an absolute guarantee the road woaid be finighed", "go slow in

28 - | o |
For example copy of August 23rd,1888,
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aealing with thesafmen, whose only obgeet wasg ta fasten 8 big
A’liabmllty upon us, fgr their a'g benefit n 28 .are found seabterg
gd freely through ita pagea, "'

Altheugh the Greeaway government did not feel in the same
»gaﬁareus mood as when it was the eppesition party of the Honor-
| able John Nerquay and later, when it first took over the admin-
istratiag, yet the scheme was not asbandoned entirely. The act
‘giving aid te the extentﬁef guaranﬁeeing 1n$erest on é% milllen |

84

bonds had been repealed, but other aid was ferthceming. In

'1888 bacause the Beminien govarnment had declined to give title
deeds to the land securing the. @856 000,00 worth of provineial
debenturas already given the governmant an act was passed 25

ﬂWhereas under: the prOV1nclalfRailway ARd Act of 1885; 26

"Debentures of the Previnse for $256,000,00, have been de~
livered to the Winnipeg and Hudson's Bay Railway Company .
end whereas forty miles have bean completad but not to the
gatisfaction of Ganada - and whereas the Dominion will not
Sransfer land grant for the forty miles until completed to
their satisfaction, therefore the Provineial. Preasurer pay
%0 the compsny money to the exten® of $35,000,00, to com-
prlete the railway to the- Beminian g@vernment's satlsfaetlon".

In 1890 27 the Previmee agreed te pay the rallway, “a sum not to
excesad $3, 0@@.0@ per. mile as a ocash bonus for that portion of the
~1line wi thin the previnge?'*.for an amount not axeeeiing 250 miles
‘when the railway is campietea ar“$1,5®®.©0, per mile a3 the work
'p:egressgs, &ggig,in the next yqaﬁ 28 the Manitobs government
agreed to pay the'companyf$l,5©@,§®@.@®, provided the first
hundred miles was eomplefeé byr@eeembex Slst,lsea, and the whole

v33v33gi€he.newspapér eli

24?Paga 28, Manitoba Li; ive library.
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ing book entitled;Railways, 1888~ 19125
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railway within five years éffmay'zl,'189l. Even with this gid
the finaneing of the road became é diffieult*m&tter.and 1n}1891
the Daminlen gavernment preposad a:l,d-z9
"In order to emable the Winnipeg and Hudsen Bay Railway
Company, to construct so much of  their railway a8 reaches
from Winnipeg t0 & point on the Saskatchewan-river the
Governor in Couneil may enter into a contiraect with such
company for the transport of men, supplies, materials and
mails for twenty years snd to pay for such services during
gaid term $36,000 00, per annum and te be paid annually”.
‘Altheugh the company aid net-measu;ébly respond to such offers
.thare was no lack of dther eoﬁpanies applying'for charters in
,erder to reap the benefits of land grants and cash subsidies.
One of the most: 1mportant of thase and the.ene destlned to ‘ne-i
come linked with the Winnipeg and Budsen's Bay Railway Company
ﬁas the Lake Manitoba Railway and Ganalfécmpany, incorporéted
in 1889‘59 by the EacKengiaJﬁgnnfand Gompaﬁy. a company whosé
name had become synonomous wiﬁhjsuceess in railway eonétruatien
in Western Canada. Their charter gave them rights to build
.framZBértage la Prairie tavﬁakéxManitoba and also to improve
’the navigation of Lakes Manitoba and Wlnnipeg051s and the Herth
Saskatehewan river.
On July 23, 1094 81 this company completed negotiations
with Hugh Sutherland by whieh it sbsorbed the Winnipeg and
‘Hudson's Bay Rallway. The new rallway was to be called "The

Winnipeg and Great Northern Railway Company"., The Dominion

29
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f%&#ﬁ‘e Act of léaé was“interprétea differently by MacKenzie
v §ndiﬁann and the nginiqn,gevernmentrmﬁﬁh thq&;gsult that in-
stead of buildiné-Se as to fecei#e the gave:nmegt grant of
12,5@@-aaras peé mile from 1ahds'lyihg to the nqrth of the -
?fevinae oﬁLManitaba; thay built rather towards the west and
claimed the original grants to the old Eudson Bay Railwéyicemﬁ
A pany fer‘this work. @hgs eiaim the;Béminion gévermn@nt recoé&
naggd and gave ﬁa thgm néarly‘fivegﬁilliens'of:aores; This was
,fﬁ;i;end;t@@n‘ﬁhat exigted in regard to the read to the Bay
up to the formation of the two new provinces of Albarta and

Saskatchewan in 1905,

‘It is doubtful if‘tharé haé beén;one ﬁatignal undertaking in
Ganada that has cealled f@rth'a‘ﬁore gustaingd and widespread
eont?o#ersy than that of fhe'building of the Hudson Bay Rail-
way. ‘The inevitable result of this differemee of attitude
h#a beén the numerous attempts to azxive at théliacts of the
.P¢oblam by meansg ofiexpeditions and investigatians,»?rovinéial
investigaﬁiena, Dominion Houae:qf-aemmen’s»invastigatiens and
Senate investigationms. Becauée of this fhexe.has accumulafed
4 mass of matarisl dealing with every pessible advantage and
disadvantage of the-xeute. Sgemingl&;%very,angle of the sit-
ugtiénxhas bean~reberﬁed*u§eh}and.mere thén thoroughly dis-
cussed both in the Housauaf}cgmmenswaﬁd out of iﬁ. 1f suceeSs
to the project will'eeme as & result of 1ongQ§§1iberation.ﬁhe

'réilway is surely destinéd‘fer.a happy termination,
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Barrihg other expéditieﬁs}te the west that were not primai-
| 11y concerned with the investigaﬁién of the Hudseﬁ Bayxﬂbﬁte -
we have the Gordon Expeaithn as one of the firet. In 1884,
}Lieut. A, R. Gorden, under the direection ef the Eeminien govern<-
.:menx commanded sn expedition for gathering of material relative
" to thg period of navigation of ﬁhe Bay and the Straits, and the
~poesibilities éf harbors on the west coast ef_the bay. The next
year - 1885.and 8180 in 1886 he commanded a second and s third
éxpadition for the further investigation of the route. -The re-
port of Dz, Bellvﬁfﬁqs. who was wifh Lieut. Gerdon.fqrms}a vale-
uﬁbleveammenﬁqry on the value of the feute. | |
‘;nyeénjunctian with these expeditions the gavernmenﬁs of
both fha Dominion and HMenitoba éarried out investigations by
special eémmittees for the gaining of more aceurate information |
on the subject, 1In 1884, there was a Special Committee of . the v
hDQminien House of Commons and of the Manitoba Legislature, In
o v1885 there were also gathered by a committee the opiniens of
- the Oaptains of American Whalers operating in the Hudsen's Bay
in regard %o the probebilities of suecessful navigation of the
 Straits and Bay. 52 In,aﬁethar’fifteen years, in 1897?%1860-
~ond specisal expeditiaﬁ was sent out by the Dominion go#ernment
in the steamship 'Disna! under the control of William Wakeham,
- mWhlle in 1963 & third expedltien efA'Heptune’ with Captain A. R.
'ﬂnew in charge made a further study of the problem. Lgain in
1912 we have theﬁlminto', *Burleigh' and 'Chrissie ¢. Thomey'

.under~F. Andexson’visitingithase waters for the same avowed

a2
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PurposS®.  yeaping paee with these we have special Senate

investigations in 1907 and againnin\lgal;

The Findings of the Investigators.

Bearly every'argument that coul&'be found or iqyented has been -
put forward at one: time or another by both the opponents mnd
Weli—wishars of the route, as to the probable economic success
of the fead, “Bhere are at least three eardinﬁl pointe around
 whieh mestvof the controversy hss swung - the'navigability of
the stréits « the length of season and thirdly‘the possibilities
of harbourage. ~Erém the following map it will be seen that |
this ecean routse préseﬂts prebiems peculiar to itéeli.ahd te

‘be found at no other piace on the great trade routes of the

“world.

Churchill o

. The bay itself is admitted te be, even by the most determined

éppenenﬁs of the seheme, practieally free from any 8erious

%4 gessional Paper #10la - jgip,




,danger.’ it{ia a different'éuestion with‘tbestraits hawever,
éh@re is é'stréng eurren$~09@ing,&éwn Fox 6hannel andAswinging
oﬁ$ through _the Straits. ~ Flowing freﬁ thé.pglaruregicns it
'bgings with it largé mgsses“af<iee.,,ﬁha ngture of this iee
flow can be seen from'&ieut; @ardem*s'laaﬁgrepext‘g

"1 consider that they (the ice floes) may be divided into
-three types or classes: PFirst, there are in Hudson's Straits
at all fimes of the year, icebergs; second up %o the end of

- July or beginning of August there is much young floe-ice,

by this is mesnt the iee which has been formed during the
winter immediat®ly preceéding, | | |

-It8 thickness is variously reported from 7 feet 6 inches
" eseees COVoring this ice is a sheet of smow packed solid
and hard as the ice itself .,..... thus making the total
depth of ice and snow together from 7 to ¢ feeb. The third
t¥P0 esee.. heavy Arctie ice, This ice is of every thiek-
nesse, from 10 to 40 feet. In éarly July large masses of
this heavy old ice are met in Hudson's Straits".

To Lieut. Gordon the ice presents a real béfrier, ne%vonly in
the amount but slso in ite movements it presents unexpected
diffioulties. |

"$he tidal currente in the Straite flow with great rapid-
ity, especially at the eastern end of the Strait, e.....
‘any vessel getiing entangled in the rumnning ice in these
eurrents is sure to meet with hard usage, if not with
actual disaster. The ice does not move with uniform speed
but whedéls and whirls in every direction, the heavier floe
pieces some of them approaching the size of small bergs
tearing through the pack®.

14

In Spiteeof the gvident‘hesitétieﬁ,as to the possibilities of
an open route, he still does not actuallj,dxscadraga the route -
fixing the dates of opening and closing of ﬁagigatidn as from
July 16th to October 15th., |

' In appraising the :aﬁhe?'ﬁqssimistis attitude of this

‘invesﬁigaﬁor it musywbé remembered heweverAihe 'Alert' was only
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a vessel of 24@ tons and fif%y horse-yower - a fact that called
ferth such caustic cemments from the ere Press - as 'tey engine
- 150 h.p.punt’ = Yhandful of coall. 6 owing to the ‘alssatis~

factlen producad by this report in 11miting the navigable season
to three months, the Dominxon gevernment sent wm. Wakeham in 1897,
~Qhe resnl%s were herdly more gratifylng however. In Captain
'Wakeham‘s own wards- |

"I now conelude this part of the report by saying that I

absolutely agree with Captain Goprdon in fixing the date

for the opening of nasvigation in Hudsen Strait for commer-

ecial purposes, by suitable vessels, at from 1lst to 1l0th

of July. I de not consider that the strait can be success-

fully navigated in June ...... I considler that navigatien
should elose from the lﬁth to the 20th of Qctebar“ e

The third efficlal expe&itien - that undexr Gaptain Low - 19@5-4 56
gave dates that;mare more cheering :

YPeriod of safe navigation for ordinary ships is July 20 -
November lStes.eeee There is little doubt that specially

constructed ships For iee navigation could pass through the
straits at any time”

The chief hope in this estlmate lies in the sllght exten81en of
time at the end.ef the seasen, This is when eVery‘day is val-
uable. . | |
' ”WhatrGordonvaiScovéred'»and'wakeham confired, Andersen ‘
dlinehed” when in 1912, Captain i Anaerson reportea in regard
te actual c@nditiens met by him~>
| “The gtraits were entered on July 25th with the two steams

ers in tow, Considerable ice was met with and caused a
eertain amount of difficulty, yet the 'Minte' was able to

553@3 E@eeﬁreés lasue of May 6 =~ 1886.

553eseiona1 Paper #146 - 1905,




get through with both vessels in tcw, and cleared the
| straits by August 4th,. arriving at 6huréhill August 7.
,_3aptain Andaxaan»howaver stated in extenuatlon of these figures
.-the report of Mr. Berome in eharge of the Revilloﬂ.Freres trade
'; ing post at Wakeham Bay;,thaﬁ the season that year was at least
three weeks backwards. Hisg return did not seem to set‘a\final
date gither: In his own words: " |
. %Dhe expealtien laft Port Nelson September 28, Bometime was
spent in returning through the straits in doing survey work
'in Sugluk harbour, but arrived in Port Burwell October 7th.
‘On the passage frequant snow squalls were the order of the
day, but no icée was met wi th although we passed south of a
large field off the south side of Coates island".
Beaidas the above official reports =~ ext:acts from the 1egsfof
the following private vessels or reperts of captains .throw a

~ certain amount of light on ice movements;

Gaptain Clisby = 1885 Open early July,

James Hackland = 1860 « July = no iea.

Northern Light - 1863 « July 8 » no comment on ice,
Angel Gibbs 1866 - .Juiu]alb~ no ice,

Jukg 26 + fast in lce.
| July 1 - beating'through straits,
Captain Andrews- 1863 = | Juna 15 = 85 = working through ice,
Auguat 3 - fast in ice, |
Abbie-gradford - 1878 « . dune 24 é’fast in ice.
| ‘, ' | o July 20 - ship in Bay.
'Durlng the years 1911 - 1913 the gavernment had a fleat of steam
vessels carrying material to ngt Nelson, The Beothic -~ Cearense -
Alatta = Acadia = Algaza;fé Bonaventine ~ Bellaventure and Sindbad,
Testimony to the fact that these vesselékdid not always find the
B gtraits easy‘to'navigate is feﬁnq_from.their logs, The Boathie




in 1911 feunaﬁﬁmaeh iee*'ffem July 25 “ 29,’and again in 1912‘
"oonsiderable® July 15 = 20, while the Bonaventure experienced
heavy fee" from July 16 to Auguet 16,1913, The leaving dates
show a greater vériatian of iée movements. The\Aeadia in 1911 /
‘en=Qotebar 10, at Cape Chidley reported "no 1ee"yand the Boethic
' in 1912 from the 2nd to 6%th of November also foﬁnd‘the shme -
satisfactory condition. The Acadia on Qectober 2ana,'1915, howe -
ever‘found the straite practically closed, whilse the_Aiette'en
October 10, 1913, stove in her,boﬁ, she~return§d[to,ﬂalsén_in
- a sinking condition and was finally beaehea; | |
Besides the ice there are however s§ve§al other climatic
'censﬁﬂaratiens that neédtto belgaﬁen into #eeouﬁt;in sat%iiné
the question of tha'utility of the road as a commercial route
for Osnads, One point over‘which_théxa has bean a good deal |
éf contraversy espeeislly in the earlier days of na?igétion wes
that of variabilify of the compass as it approached the magnaﬁic
pele. The léaafreport of Captain Gordon gave eauge'for mueh
apprehension from this sourcé.
"The laat and indeed the‘ﬁest serious Aifficulty thet 1
aﬁtieipate is in the faulty Werking of the compasses, es~
pecially about the critical ground off Digges Island ....

. nothing but the mest sleepless vigilance and the greaﬁest
caution will save a ship frem disaster®,

_Gaptain Wakeham h@wever twelve yaars 1ater dia much to allay
this bogey of navigaﬁien. .Ee,reported;

"Ihe standard compass ...... gave us the greatest possible
aatlsfaetien. Once properly compensated it never varied”,

/‘Again in 1912 Captain Andersen similarly reported

"@ur standard compass whioh had been placed on board where
it would be least affected and therefore require little
ad jugtment, was a great comfort. It was hardly affected
by the comparatively close proximity of the magnetic pole
and preved very effiecient™.
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The report of W, J. Stewart, the Hydrogrepher on the vessel
fStanieywsweptﬂawaywpraeticaliy evary Yestige of this’danger;

Egg.xegards'the;great *bugbear? ef\ﬁudson Bay navigation,

‘the reported local attraction and inseccursey of the com=

pass, -I-found nothing to Jjustify this evil reputation ...

Baoing exceptionally fortunate in having clear sun and

. stars, my observations for error were almost hourly, and

- 8howed that the change of variation though rapid, was -

be found in the navigation by account than is experienced

in the approaches to the Gulf of St, Lawrenece, where the

rapid change of variation necessitates hourly alterations

of the coursae®, o '
Besides the presenée~of'iee and possibilities of magnetic dise
turbance, the whele question of general weather cehditions has
given scope to much investigation and has opened up & whole field
of potentialities both for evil and for good. General weather
conditions héve a,th&eafold aspect. Storms, fogs and temperats
- ures must all be taken into account., The first two of these are
undoubtadly unmixed evils, With the 1éw temperaturs to be ex- »
pected from this region elements more beneficent however may
enter into ﬁhe'question. Low tempexaturas,will:adversely affect
haulage power both on séa and land, and also ehaﬁge harbourage
conditions, yet these may be offset or more than offset by their
actipn'gn the produce likely to ba‘exported.by this route.

The effect of the témpexatar%_@f this regien upon ice con=
ditions in the harbours will be dealt with later, As far as
the bay itzelf is concerned there are no temperatures low enough
to eéase tfoubleseme ice coﬁditians. ‘Reports bear out the fact
that the average temperatupe of the bay wétazs is higher than
those of Lake Superior. The memberys of the Dominion House 6f

G@mméns 1884 report stated; "The temperature of the Hudson Bay
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in summer is some 14° higherAthﬁnﬂ&ake'Suparier". ‘ngmanaar
i Gardéﬁgreperted; "Phe highést battQm-tempmrétgfevreeorded was
:réla,iénﬁ?fhe lowest 3700, In 1586 in a fuliyrépp:t ho Btated; _’
?EhéAavgiége aaily‘tempéwattre of’Seafﬁaterhat~thé,surfaee¢'
Auguét 5th to zsth‘When.the‘ship was-passing“thioagh,fhe Straits -
varied between 29.,8° and 36.,7°, On Septémbe;e lst, off Ghurchill
 the temp erature was 42,8°, From September 2nd to 6%h, in Church-
111 harbour, the tamparature ranged from 43, 6 to 45 ", Gaptain
An&ersen in 1912 also fcund- ”@emperatures in the bay and stralt
_were not low, the air averaging betwaen 51° ana 40 E., the sea»
water between 20° and 4@°F. .
. The aavantage of a low temperature on the sea reute upon the
cattle shipping end chilled meat shlpping industries are appar-
‘ant. '

The Hudson Bay does net»Seém to be notorious for stemms. o
There is perhaps less gtormy weather ig these waters than in
maét others of the same«size'and laﬁitﬁde. It is true that the
Honorable W, J.‘ehristie, an old officer of the Hudson Bay Com-
pany testlfied before the 1884 Dominion Selaet Gemmittea, that
sterms ware prevalent. Ig-answam to a question on thls subject
he says; 7

"Yes,fearful storms. On one oceasion we experienced a heavy
S gale in erossing the Bay, asnd the vessel hove to for

twelve hours™, )
mhe’whele mﬁngm“af his testimony however leaves a strong im-
pression that he was bisssed towards the traditionsl Hudson Bay
Company gttituderts séttlement of this country. Ehatﬂhe did not
altbgether impress his questioners is evidenced by the fact that

the committee in their general report came to the conclusion that,
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a“&%brms are very rare ani by no means formidable™. We have be-
éiaes a'ﬁeigh$~of testimony énhthe‘other hand as to the general -
ealmneés of the bay. ‘Eanry'Jahnsﬁen who wae with the Hudson Bay
Qempaﬁy for thirteen years téstified befare-the Maniteba Legis- |
lative 1884 Select Committes: |
"I do not consider Hudson's Bay a stormy bay. Thare are
squalls sometimes but mot.frequently, The severest storm
- I remember was in the fall of 1861, The "Pringe of Wales®
sseese Was not blown from her anchorage®, . : .
Gaptain James Hﬁskland with thiffy;nine years of service in the
company testified at the same time to the fact7tﬁ§%§ Fﬁhﬁiﬁudaan’s |
Bay is not a stormy sea&.*'eaptain‘éerdén in 1885 f@uﬁd; /- ‘ |
4$“”From August 3lst é@fﬁepﬁ@@hg?-?th, we ‘remained in Churchill,
the weather being very bad; it blew a gale almost continumous=
1y from the night of %the 31lst 56 the evening of the 6th",
We also find hewaver‘frem"his same report that the number ef\days
that the wind reached the velocity of a gale were as follows:
Port Burwell - 18, Nottingham Island - 11, but for Belle Isle,
the'regular'ﬂrans—Aﬁlantic trade route the number of days was 69,
W;'Jg Stewarf also reported in 191z; ‘ t
. "™Ag a general rule, in the strait and bay proper, no lasting
heavy weather need be anticipated during July and August,
although in the vieinity of Nelson river, heavy 'northers!?
in August are reported by the Hudson Bay vesaels, sometimes
lasting frem 36 to 48 hours'. ' o , '
AIn\ragérd to the third féatura of the general weather conditions,
1.0, the prevalence of fogs, the.general,weight'of testimony is
that no real danger need b@'apprehendea from this quarter. The
Dominion 1884 Select Committee gave it as their opinion that
ﬁfogs are of rare oceurrence and shertnduration?, The following
table of Gommander Gordon's compiled in 1885 would tend o bear

out this statement —.espeéially when the comparison is made be- |
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ﬁweén_peintsrim-sﬁraits,ﬁﬁa-ba&jﬁ@@peiute the Bgllé»xale,ﬁouted

. Table of Fog Gomparisons. 1884 - 1885,

Date Pt.Burwell

Nottinghen Is, ‘Churehill Belle Isle
Sept. 1884 48 hours ~ 88 hours ' No Qﬁsezvatian 76 hours‘
‘Febs 1885 4 " g m o " o7z .M
June 1885 za " ' om 16 hours 248 "
July 1885 100 % 182 % B2 on 288

Aug. 1886 148 " 152 M sz * o ip;ow

A second table compiled at the conclusion of the 1886 expedition
of the same investigator would tend to prove the above relation= -

ship is the normal one.

agggle‘ofﬁEggiQnggxisons. 1886.

 Date  RPort Burwell Digges Is., Churchill  Belle Isle

January o hours " o hours = 48 hours 168 hours
Eebﬁuary o . ® e M o " 14& "
March o g " RS e "
April 28 * 16 a2 " 2 *
msy 24 " 76" o ® 216
June 204 " 124 ¢ 44 v 248 "
July “u " 18 " 8 " B8 "
Avgust 196 " ',268 » 16 " 104 "

It would appe&rvfrem the gbove‘ﬁables that the comparison is
entirely favorable to the Hudson Bay route in regard to fogs

when compared to the present main snﬁmer route from Montreal to
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Eur@pe;',The general c@hditien&‘that pradﬁca fogs are more or
lese absent ih tha region of the Basy. The Gulf Stréam more or
less :swerves to the east before the entrance to the straits is
reached and the only remaining-eendition is the mingling of the
-slightly warmer summer wabers of the bay with the Arctic ocurr-
anté passing out through the‘strait. As Will be neted from
procesding temperatures given there is not differenece enough

between these two to glve rise to any amount of foggy weather.

General eoneluslens in regard te Eavigatlon of the Bay d Straits

From the examination of the gbove reports the whole question ‘of
navmgatlon, eommexcla11y~feasible tunes on the quastlen of the
iece moveﬁents. Storms, low temperatures and genersl weather con-
ditions do not seem %o offer serious difficulties. Neither does
magnetic attraetien and repulsion offer insurmountable obstacles.
Ip faet trouble from this direction has largely ceased with the |
imprevemenzs méderon the compage during the past quarter céntury.
There is no doubt dbutb that in many yesars traffie could bhe earried
prefitably through the straits over a considerable portion of the
geason, but no certainly of,an average date can be arrived at.
The effect of this on insurence rstes is at.pneé spparent., Work-
ing in conjunction with the other routes via Montreal or Vancouvei
the straits in goed seasoﬁs could be put te advantageous use,
,Whether the mme conaitions will allow tha Eudson Bay ‘Route to he
more than an auxiliary route is anether questlon. -0f Course it
must be kept in-mind thaﬁ the whole value Qf.th@ ;Qﬁtq aées not

"1lie in its utility as a grain and eattle exporting rbuté, This
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' phasa/pf the question however will be eonsﬂiered later. The ice
- goming down on both sides of Baffin's Liand an&‘eréwa;ng out of
the bay in tﬁe early peart éf’fhe summer congtitutes a real aangex,
f&his however is not the on1y senice:o£ diffieﬁlty.. Phere is | |
_quSSibiy a greater danger outside the entrance of the straits
”wheréjan the‘epen'sweeg of the Atlantig the great iceberés of'the
Arctic come down from the.ﬁavis Straits, Is the danger here how-
ever any greater than ét the mauth of the St. Lawrence and the'
Btraits of Belle Isle? There are at leaat two mitigating aspacts
of the queafien to be eonSi&Qréd. ~$ﬁe northern pazt'oi_oar glébe
gives'eighteqn or nineteen‘heﬁ:;s of daylight in this latitude
_'&uring much of the shipping geason., The effeet}ef»this on detest= -
ing and aveiding;bergs can be easily gppreeiataﬂ. The second
consideration is, in now far will the danger disappéaf with com~
| prehensive charﬁing and adéqﬁate aids to navigation? We Jo Stewarﬁ,
Hydrographer on the 'Stanley' drew attention te this., He said
in parti - |
“apart from the iee question which it will be seen is by
no means insurmountable, the dangers and diffieculties of
navigation of Hudson Strait and Bay arise chiefly from
the inscouracies 6f the charted positions of salient points¥,
When one considers how charting and éfher éidé have robbed such :
waters as the St. Lawrence river, the Bay“of Biseay or the ‘
Persian Gulf of many of the terrors which had reviously existed,
the outléek for Hudson BayﬂnaV£gation becomes mueh brighter.
One of the latest suthoritative documents inzregard o this
'.vexed,qﬁestion is tha_feport §f7the Special Gommittee 0f the
Dominion Senate of 1921, After calling twenty-one witnesses this

body came to the fellewing conclusion in régé@d to tce conditions:




“hhere was some varistion smong the several Witnassas re=»
garding the length of season of navigatiom, but all agreed
that the minimum would under ordinary eircumstances be at
least four months, Wwhile. the meximum would not likely

excead five menths eeesee The concensus of opiniom is that
‘Hudson's Bay remains open all the year through snd that the
1ee does not extend beyond thirty or forty miles from the
ghore. The strait is also open for the greater part of the
year, and would probably be open all the time, -except for
the ize which comes down late in the sutumn from Fox Ghannel '
and obstructs navigatlon.in the ‘Btraits".

@ﬁis ice f%w however must berof geveral months duration as’mﬂeh
of it is'eﬁe@amtefed'welllon iﬁ‘the_early pert of the next
summer, It will ﬁp doubt be found that ordihary‘tramp steamers
would receive severe buffetings which in many cases would be
disastrots; The question whether boats can be syecially con—'
~structed, and yet give sufficient tonnage te carry the grain on

.a paying' basis and during the closad 8season eompete with the

".ether type of steamer Wlth a 1arge eargo spaae, is one ﬂiich is

difficult to determine without actual»qxperienaa. The fact re=
méins the west is hépefal for the success of the rouﬁe and it

is difficult to slter the set opinion in regard to a’pepular

'_ p;ojecﬁ,,'lf for no other.:eason'the route is worthy ef‘everj»

consideration from the Dominion,
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%he Harbour Questign

The question of navigatlon in the Straits was proveeative off
much argumant but the question of harbourage has led to more

;feontentious aiseu331on.than any other phase of the Hudsen Bay

”?Routa. TPhis faset has,: af coursa, been laxgely brought sbout be-

- cause there are two harbours, eagh 3110W1ng possibilities of
' d&%elepment, and each poséessiﬁg certain advantages over the
“other. | | . . ',

The Hudsen Bay Gompany had to a certain axtent used both,
as Fort Prince of Walas is at the mouth af the Ghurechill river,

2.

"'wnile York Faetery wag on Beacen Boint Which separates the Nelsen

and the Hayes‘rivar, It 19 true tggtlzork Factory wag their

main plaée for 1eading‘andiunleaaing their éupply ships. Phis

however was hmt that York was situated at the battér location
from the standpelnt ef the 1aadigg faeilities but rather that
it possessed certaln advantages fer the interior trade, It was
" the more direct, and clesex locatien for the fur brigades?whieh
generslly came down Leke Winnipeg snd thence to the sea by way
of the Hayes River. -

ﬂhe general outline of the harbours can be seen from the
' aeeempanying plans, while the appearange. of each with their
' natural advantages apd disadvantages will best be gleaned from
$he words of the various people who investigated their possib-
ilities. '

Jogeph. R@bson in 1752 did not enter into a diseussmon of
thair rek&tivq merlts. He merely notides that, Ythe soil about




Yérk Fort is much bet§é£~ﬁhénjﬁhat at Ghurchilllri#er"¢ In fact
ﬁhe Ghurchiil harboui h§a ugti1 quité reeently alWayS" bgaﬁ
looked upon as the sure terminus of a railway ﬁunnihg to the Bay,
f;pg, Bell in 1884 had téstified in answer to the question to des+
 eribe Pﬂ&%vmelson; - |

"Phere is no suéh P@?tev,Heﬁéwiﬂh&standiﬂg,thatfit is a
name frequently used I do not know where to locate it".

The same attitude seems to have been held by those who ware inw
terrogated before the Select Committea of the Manitobs Legisla-
 ture, Wsltar Dickson who had been with the Hudson Bay Company
for twenty years, stated; . ,

"Churchill is the only resl harbour known to me on the west

- eoast of the Hudson's Bay., The other so ealled harbours,
as at York Pactory, being only roadsteads of a very low
order, and not always safe", ‘

At the same time_Géorge‘As anné C. EB. stated;

. "The harbour at Churchill is one of the finest I have ever
geen, Nature has done so much for it in the way of proe
tection from storm and in depth of water, that without _
farther improvements it is fitted to take rank among first
clgss ocean ports”, ' ‘

Captain Gerdgn,in»i8864wéht'thgpéughly into the question. of the
.relative mezits of the twg hgfbbﬁrs. To appreciate the qaesfign
his argdménts nugt be given in extenso., In regard to Ghurchill

‘he says:

"The estuary itself 1s narrow, being enly about 600 yards
in width....., the basin for anchorage, with a depth of

- over. four fathoms at low water, is about 1500 yards north
and south, by about 1000 yards east and west ,¢cc.. The
holding ground is excellent, the bottom being mud, and
though the tide rundé" very rapidly this harbour is an em-
;aantly 82fQ ONGsessss This harboyr is admirably suited
for a railread terminus, The necessary docks could be
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i1 d cheaply built, and the desp water basin enlarged
:gs;mzlinees%@'psggnenisalying at}the water's edge ready to
be 1laid inte docks and piers, and nature seems to have left
 1little to be done in opder to make this a capacious port
fit for doing business of great magnitude",

His report on Port Nelson was ‘as unfavorable a8 that of Church-
hill had been favorsble, He says;

"In thick weather = ship must keep right out in thirty fath- -
ome: of water, or she may find herself carried in by the tide,
when she cannot get out again s..... It ig undoubtedly true
that a channel does exist in the lead . of the Nelson river,
but is both narrow snd somewhat tortuous, and would have to
be closely buoyed throughout its entire length from the an-
‘chorage to Seal Island; a distance of about 27 nautiocal
miles...... The coet of conetruction and maintenance of a
harbour at this place together with the inevitasble risks of
navigation in approaching it, even after all has been done
that could pessibly be done, to render it safe and access~
~ible, would, in my opinion, far outweigh the construction
0f the additional milesge required to reach the port of
Churchille.s. .. I consider that .the estuary of the Nelson

- river is one of the most dangerous places in the world for
shipping %0 g0 ,veeee I can only now repeat my previously
expressed opinion, that. the Nelson river ig no port, nor
would the expenditure of any amount of money make it &
desirable place for shipping”,

It will be seen there_isfng douht%in the mind of Commander Gor-
don as to the relative merits of the two porta,

The above opinion is representative of the general attitude
towards the questiong Iﬁ,faet'so prevalent was this idea, that
speculators alxgady had‘bOﬁght‘an@ subiividea large areés in the
vieinity quéhu?éhill, in expectation 6£ reaping huge prefits.
.\yln.ecfobar 1969, hewevér,lmr.'w. J, Butler, @eputy‘Ministeerf
ﬁggilways and Gapg;s, made a repef$ybasgd eﬁ~the inVestigation 6f
Bisiﬁhief Engineer, John Armstrong énd which wae directly at
vérianee wfﬁh all préviogs reports and which affeétad'materially

the whole policy of th@fﬁﬁuriar government in regard to this




railway.

Mr, Butler in a somewhat lengthy report goes minutely into
fhe.yelative merits of the fwo,‘éndvdeqs muich teo eenvineé the
readér’that he has arrived at his’eeneiuéiens, only after care-
ful study. In regard to Ghurchill he says:

‘WDhe érea'aiailable‘farftownsite‘and;railwgy development
was found %o be very inadequate. The western side of the
lagoon is practically impessible for railway development
and the area on the eastern side is very restricted,

, At the present time the ares required for terminals
‘used at Fort William and Port Arthur is about 650 acres,
Such an ares cannot be had except at a very great expoense
at Port Churchill in less than three or four miles from
the present harbou? e..... Port Churchill has often been
spoken of as a fine natural harbour. This may be true for
‘& very limited number of ships, two or three, but keeping
in view the objeect of this route, it may be said to be no

- harbour but rather a breskwater. ’

‘The bagsin in which ships could ride in shelter behind
this breakwater would practically all have toc be dredged
out, and every indication is, that this would have to be
done in golid roeck, ' ‘ '

- The waters at the entranse to the harbour is very
deep and dl lows the full strength of the ocean swells.
%o enter, thereby oreating s surge throughout the harbour
which may somewhat inconvenience & ship trading at s dock.

ides the currents are very strong, rendering
e for anything but strong powered ships to

‘ trong eurrent also ereates a sere
when the harbour is full of. ice,

len th *¥y 0¢ bagins to bresk up in the spring and -
commences to run back amd forth in the harbour st the rate
of 8ix or eight miles per hour, it is evident some extra
substential form of conmstruction will be necessary to
withstand this, ’ - » Y

‘The Churehill riVerLWhiia it may be valuéble as a

~ gsource of Powsr is not likely to ever furnish a means of
communication by water®, . o

‘o Mr, Butler on the other band Port Nelson has all the advan<

%ages of a natural harbour. His report coneludes in regard to
this harbour; | /
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"The ares available for townside and railwsy terminal
development was found to be practically unlimited on
either side of the Nelson river or on both 51468 .....
Near the mouth of the river at Bescon Point a shoal or
bar exiets where the depth of water falls to about 17

feat at low tide although a narrow deeper channel .
appears to exist at either side, Inside the bar the water
deepens to @s-much as 90 feet and a depth of 32 feel may

be carried for upwards of 12 miles from Beacon Point. Be-

 yond this +the water shoals to 19 or 20 feet at the pro=
posed dock site some 15 miles from Beacon Point. With the
channel properly buoyed and marked any ship likely to come
to Hudson's Bay msy safely enter Nelson river drawing from
22 to 24 feet of water for 18 hours out of 24,

Considerable dredging will be reguired in the channel
near the proposed docks and to provide a turning basin and
anchorage for loading ships esees.e If the route iz sued-
gssful it will prebably also require the dredging of a

- ehannel through the oubter bars and the removal of some shoal
.8apots in the inner channel, - .

The material to be dredged is clay and can probably be
done by suection dredges at a very low cost sseees AL 60D
tide the strongest currents are sbout &k miles per hour.
‘From the Hudson Bay -Compsny's records at York Factory, and
other relisble authorities, it ia apparent Port Nelson will
be available at least saéven months each year, and possibly
eight months in favorable seasons .....s The best author-
ities places that-of Churchill at an average of about five
months, somtimes falling to a little over four months, with
occasional ice blockades during summer months, Port Nelson
is situsted at the mouth of one of the largest rivers in
the world snd one which some day may be converted into a
highway for ships into the interior™, '

*ﬁhe above repertialthough directly at variance with practically
all previous epini@ns}oi the harboars,‘evidently impressed the
Liberal regime of the day and when the work was actually started,
the surveys were made and the line préeeeﬁéd,ﬁew&rﬂs Port Nelson.
Doubts were not as yet completely allayed,’and'aﬁter the.general
aelection of 1911, which broughtiint@ pew&rla-ﬁqﬁservétive govérné
ment. a halt was made'fervdonsideratien of this same ¢uestign.

That the decision of the Liberal government was adhered to was




1argely hecause of the 1mpractieabillty of changing harbours

37
after the amount of wcrk done on.Pert HNelson.. 7 ﬁy&ﬂ§xgh 29th

of the same year however, mr¢ Goehrane stateﬁw .ﬁmhereris ne
doubt Port Helsan is the better harbour of the twa, bux it will
cost more to develop it" &he govexnmant alaa did noﬁ escape
the charge that ulterior metives had eaused the seleetlen of
Port Nelson. Mr. Y. E.. Knewles in the session of 1914 &8 OlalmP
ed the location of the terminal was not &eci&ed on the merits
_and &emerits ef the two harbours. Mr. Cochrane however denied
this stating that the land had been withdrawn for half a mile
ench side of the track as wall as for two miles where the towns -
site is to be ‘located.

This ocoxndition of indeeision in thought, although not in
ivity. When the whele questlon ‘was reopened by the Senate
enquiryof 1920 the eemmission felt this was a questlen upen
which much might yet be saide They repertad in part:.

"Your commisgion took a 1arge amount of evidence regarding

the relative merits of the two western ports, Churchill

and Nelson, and there was considerable divergance of opin-

‘ion smong the dlfferent wit eSses as to which of the two
should have been aalecteéﬂ. TR

‘FPollowing these diffaranees af epipien, and after weighing the
evidence the only conclusion they felt they could come to was:

®Here the commission advises the appeintment of a cemmittee
of enginecers to examine the relstive merits of tha two

57

Eonarable Frank Goehrane, Jan.15,1918, "I bhave to say were 1%t
not that the route hsd been surveyed and the road located and
the contraet let, I would not, with the information now before
me, consider that the 1ocation was the best 0N8 scesee T find
' it too late to alter it“

B@minien Hansard - page 6!6.
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harbours8 seeeee In the meantime, the laying of rails
could be completed to Nelson, and that port could be use&
for the present in 1ts present state",
. The examinatien ef the evidance in regard to this qaestien
leaves the reader in a state of perplexity. It hardly seenms
peasible that the earlier investigators should have been so
| blinﬁ to the defaets of Churchill or the advantages of Port
Nelson, As a result we feel with the senate Committee that a
more thcrough investiéaﬁion needs to be made before it can be
definitely sei;tlea. which harbour would be the better te develop.

| It is one of the gquestions of the day, wherein we find
but very fow neutrals. Almost everyene who has been connected
with tha develepment of the route or become interested in it,
has become a violent partisan one way or the other. Current
opinion seems as sharply divided on{the question as it haszbeen
at any time in the past. | L |

| The line}heﬁeve; has now been developed beyond Kettle

‘Rapids, which is the last peint_Wherein.a divergenée'ean be’
‘made, for an extension to Churchill. Ehisywogld,xitiis hoped,
either dispose of the old controversy or at least relegate it
to the realm of academic discussion. ‘Wheﬁher this hope is to
be fulfilled however is as yet a doubtful question, There is
" at the present time no absolute Enowledge wheﬁher~theAport
.engiheer;‘Eraderickvzalme:;_reﬂained by the quiqien gevernment

for investigation next year, is to report. on the relative merits

of the two pqrts»or~whether he is to confine his activities to
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; . | = o IR
 the best method of developing Nelsen Harbour,

ﬁhe RQ&& 19@6 - 1986.‘

After the fallure of negetlations in the early 90*g, the whole
questlon was left more less in abeyance for a number of years.
‘The feﬁmation;af the two new provinces of Saskatchewan and Al-
Bgrta in 1905, however éreaﬁed'a new impulse to the question of .
the Hudson. Bay route. Baeked‘by western opinion, eanebruéry '
27th, 19@? Mr. We. E, Knowlas, mamher for Waat Aaainiboia,
moved an amenament to.a previous motion, This amendment stated‘-
#In the opinion of this House it is urgently neceasary
that the government should take all possible steps for the
gpead\y construection of a railway to the shores of the
Hudson Bay". '
~The questi@n-was thoroughly gone ever by western members and
every reason was stressed fof beginning the werk”immediataiy,
glthoughvmany ef the old stock grguments were brought forward,
the one which had the greatest woight was thét of getting an
v:epaning to relieve the grain Qongesfion,IWhidh at that time
wes becoming ascutie. The grain pro&aetign for the two or three
previous years had inéréased at a greater rate than either the
gtorage or transportation facilities of the country, and the
, ihevitable result was as Mr. Xnowles staﬁe&. "y @hink I can
certainly say not more thanass l/s%*of the wheéﬁ,grown 1ast
season in Saskatchewal....., hasTgét been marketed",
g '2he winter 1906-07 was one unpraeedqnted in the history of
The Fraee Ereas - March 9, 1926, contains an aceount of
rRusseltBuill = g Canadisn government engineer proceeding to

Hudson Bay to investigate the merits of Churchill as a port,
Prgsumably he is being sent by the government,




4@;

a‘the west‘for cold, snow and.stormy:weéther. There was a cert-
ain amount ofhaxdﬁhu$>experiencea by the new settlers on the
prairles._ Thisg fact gave an - additional argumant that was
stroessed a goed deal at‘that time. It was hoped thg Hudson Bay
railway, by bringing Nova Scotis Goal closer, would materislly
relieve the fuel storage.

During the session tha liberal party pledged themselves (
‘to.the construction of the road, through the WOrQs of Sir Wil-
fred Laurier. After G, E. Foster had asguraed tha-mambars that
the éést was in sympathy’withthe project, Sir Wilfred went
en to say:

"] agred s...s. that the time has come fer the construetion

‘. of this railway seee.. and thet at this very moment the
subjeet i8 engaging the attention of the government c..cee

I hope before the end of the session we will have something

to declare upon the subject”
emhe gession of 1908 was one of - the most important in the anmals
of the railway, as it was during this sessaion that the govern~
ment revised its whole land poliey in the west in regard to
giving aid to railways. 'In‘thevegrly eighties the government
had reservied. all of the'odd pumbered sections or one~half of
the total area 6f the eeunﬁiy in erdér te have a land reserve
to aid the construction of new railways. Out of this huge
reserve came the'g.PkﬁQvgraht of'twentyefive million acres,

. besides other grants to the Manitoba an&'sduﬁheastgrn. the
Canasdian Nerthern, etc. This policy of‘éourse was one imit;
- ated by the conservative gevernment and hence did not meeat

with the full appreval of the Liberals after 1896‘ The result
was, the Liberals did not give naw grants after this methed

to a greater~extenﬁ‘than wag necessary to fullfil pPledges but
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_as~the old granté'were earnédgipatanﬁs were issuqa,'or for-
feited if not earned. This resuitaa‘in an alienatien‘of lands
'totalllng some ﬁhlrty-one or thirty-two milllon acres, and a
practical elosing out of the grants by 1907,
The Hudson Bay Railway had been benefitted to the extent
0f 6800 acres per mile for the part built in Manlteba and 12 800
acres per mile for that . part built through the territorles,
in so far as the MacKanzie and Mann interasﬁs had built to the
Sa&kaﬁehewan.rivarthe rallway now known as8 the Canaaian North-
ern rallway. _
In 1908 there was a fesling. that railway aids were as
urgent then as at any time in the hlstory of the wa&t. Hence
the H@nerable Frank Oliver brought in an amendment to the E0m~
* inion Lands Aet in thlS‘SGSSlen’” By this amendment 1t wasg hoped
to maké provigion for new,develOPments in railway builaing,
The method of'sscuring,thia is important as it reacted so strong-
1y upon settlement eénditions in the west, The method can be
beat eXplained‘by Mr. Glivér!s‘awn WOI&S.4© | )
"The Bill as it was presantaa last year proposed to meet
- the case by what was called a revival of the pre-emption
privelege s..... instead of setting aside a certain area
of land to be granted to s railway company ...... it was
proposed last year to re‘$zeqtha pra~-emption privelege,
‘That is to say in regard to certain seftions to allow fthe
homesteader to buy an adjoining quarter sectien st a fixed
price under settlaement cenditions. We believed that by
the revival of this priv&lege we would create aj new source
of revenue to the -Dominion treasury that would be adequate
to meet the respongibilities which would have to be assumed

by the construetion of the railwasy to the D&Y ee.... Any
man who was entitled to a homestead entry would have the

40 | i :
Dominion Hansard - 1908, Pages 11126. f.f.
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rivelege of taking up alongside of that homesiead a pre-
gmptiongfor which he would pay three dollars an acre,
subjeet to the completion of~certa1n'settlament duties, |
taseas @evmaka-sure‘therz woulg 26,2 gugg g:gzgggeguff~
‘ieient for the purpose that was intende rved,
;g';roposgd t0 glggw a gettler who already had a home-
gtead, who had earned his patent to that homestead, to 4
tske up another quarter seetion of land, a single guarfer
‘section in this case, to pay for it and earn his patent by
the performance of settlement duties, We have the two
classes to deal with, the new settler who would be en-
titled to one free homestead and to pay for an adjolning
pre-emption, and the old settler who already had a free
homestead and was allowed to take up another homestead
of 160 acres on payment and settlement condition......

Phe right of pre-emption was restricted to the part
of the country in whiech the railways had not taken the
0dd numbered sections ...... speaking in a general way,
to the more central, southerly prairie area extending
from Moose Jaw on the east +to near Calgary on the west
and from the intermationsl boundary line on the south to
somewhere near the latitude of Battleford on the north,
Within that area, the right to pre-emptien would apply,
because, within that area, the railway company's had not
geen fit to seleset the odd numbered sections as their
land grants.o.oqoq\_ ’ ' ’

The new settler, then, who wanted a pre-emption
had to take it south of the railway land grant or north
of the railway land grant:; the 0ld settler who wanted
what we call in this Bill & purchased homsstead could
take that purchased homestead anywhere that he conld
find itsees.. The pre-emption provision of the Bill of
last year was plsced in.the Bill for the purpose of en=
guring and securing the building of the Hudson Bay Raile
way. It was placed therse in the room and instead of bhe
provision which had been in the Lands Act since 1882
getting aside a matter of 6,500,000 acres of northwest
lands for the building of the railway ...... This Land
Act proposes to repeal it (i.e. the 0ld grant)ece...

Our estimate is that there are twenty-eight million
acres of land subjeet to the provisions of this Bill,...
1t would therefore require the :'sale of five million .
acres of pre-emption lands to realize the total estimsted
cost of the 500 miles of railway ...... We do not pro-
pose that the building of the -railway shall await the
sale of five million acres of this land, but we want to
- be able to say to the people of the country, that if we

find it necessary to pledge the credit of the comntry to
an extent to raise sufficient money to aid in the build~
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1ng,ef theiﬁuﬁseanay»Rg11Way,‘here‘is a8 new souree of rev=
onte that will relieve them of the burden of the responsib-
i1ity they thus undertake. We hope by this proposifion to
be able to secure the early censtrmction of the rsilway, and
we have every confidence that the purden upon the general
treasury of the country will not be thereby inereased to the
amount of one cent", , '
-Iﬁ this way there was iéunehed the énferprisa,providing for the
construetion of the Hudson Bay~Railway by the Liberal government.
vIﬁ thé aaﬁe gsession an item'wasvin01udad by the Committee of
gupply, for $100,000.00, "to provide for survey and location of
aﬁlina of railw&y from thé'Saskatchawan river to Hudson Bay".

The first survey line was run on September 14, lSOSQ,aﬁd‘
for the remainder of that yeér and during 1909, mest of the time
was spent gn:snrvey work. In the 1910 session we find an item
of half a ﬁillion to begin WGrk on the bridge croséing the Saske
. atchewan river at the Pga. $he tenders for this wers let to
gM&aKanzie and Mann and the Génadiéh Foundry eompany at a cost
of $276,370,00. By the end of 1910 we find the sale of purchased
hemasteads aﬁd pre~emptions has brought a total of over one and
a quarter million dollars to the treasury.

During 1911 the Borden ministry came into powsr, and this
inevitably slackened work for a time,:5§be Honorsble Francis
Gochrane ordered all work suspended in order to make an invest-
igétiong -westarn members weré~s§rongly against sugh a ceourse,
and largely due to praessure ixem.this group, the work waslerder~

ad to eontinue, and the déQisien in faver of Port Nelson up<

held, although not Withautwébme misgiving on the part of the
. | 41

new Minister of Railway and Canals.

41vide, Page 37.




By the time'thé session“éf 1912-13 wae reached, contracts
had been let to the J. D, Moﬂrthur'eempany, for 418.5 miles of
the rsilway, and of this seventy miles had been eleared and fif-
4y miles graded., With an item for four and a helf million in the
supplies for this year, the completion of the road within 8 ro=
gsonably near future date seemed assurgd.

- Opposition to the road was by ne means allayed as yet, In
this gession we hear fhe‘openiﬁg shots of & fugillade that well
nigh put & stop to the'whele'prejéct. Mr. German,:the mamber for
f:WellanL,ﬁada an attack on the ioad using as his basis the perenn-
ial favorite # the unnavigability of the straits;

.~ "hut the straits are impassable, no boats would attempt to
go through there excepting for about three months of the
year. HNo insurance company would insure them",

»éhis fb:ms the burden of his and other speeehes of easterh mem-
bers. The alterﬁative to the eastern members, who were in oppos-
ition to'the'séheme was the development of the St. Laﬁrenee water-
wWay. ~

| The yea£'1912 was one of espescial imporﬁanee in the history
of Manitoba in the fact that the boundaries were extended to the
present iimits and this has a bearing on the Hudson B&y railway
in so far as the port is now to be in a provihce and‘ﬁot s terre
itory. As a result 6ntarie and Maniteoba took issue as to the
‘éxtent bf(eontrol over the‘harbqur aréé that each was to have.
This was a question over which there had been’many years of ne=-
gotiations., In 1909 Laurier had sent a draft bill to Manitoba
in regard to theaboundary'extension. The-boundaries were to be

gxﬁended'te practically the sameAposition as arranged in 1912,




but the Provineial and’ Beminian gevernments could not agree
over the amount of subsiay given in 1ian of the natural re-

- souyces, hsnce the whole questien was droppad for the time be-
ing. -
~ On November zdth, 1911;.Bremier Roblin returned from a con-
ference with Premier Bcrden at Ottawa, with the news that the
boundary questlen had been settled.‘ On November 23%rd, however, -
\81r James Whitney in sPeaking for Ontarle stated that +the matter
was not finally settled as Ontario hoped to have a port en the
-Hudson Bay. @ha next.step‘was when the Honorable Rebertf§0gers,
representing manifeba'and the Honorable Francis Cochrane for
~Qn$axié qrriv@d,aﬁ'a_semi“agreemapﬁvin ﬁhieh.entaric proposed to
ha&e Port Nelsdn-a joint pert, bn‘héving the boundary strike the
Nelson river ten miles from thermouth'and then let it be the |
dividing line te the Bay,

‘The Rogers -«SQchrane'agreement did not meet the approval
of either Fremier Roblin or the wesﬁern‘members in the Dominion
House., There were two reasons for ﬁhis; in the first place the
whole mouth of the Hayes river would be in Ontario while at that
time it was thought the harbour econstructed would be on the south-
}éast side of the Nelson river and heneé?@ntario soll,

&his condition éf affalrs lasted untii/Eebruary 27th,1912
when Premier Borden announced that Ontario was not te have & port
on the Béy,en the Nelson er Hayes riﬁexs,vbut was %0 be given a
sﬁrip of land five miles widé, beginning on the boundazy»line at
any point Ontario may choose, but the total strip not to exceed

- fifty miles in length and ending at Port Nelson. IF Churchill




waS'te be chogen as the port then Ontario mey have if,she WiShes
a right of Wa&'fwa hundred feet wide from Port Nelson to a jun-
etien on the Eudsgn?s'ﬁay'ra11Way and runnihg rights over the
road. -$his'soluti@n met with much eppesitien from the eastein
Ontario mambers but was approved in general by the Liberals
from western Ontario and Maniteba and as & result there was a
~certain falling away of sqme membexs from the ramks oﬁ the Libf"
eral party. The bill passed i%s third reading on March 13th,
after a good deai of obstruetion iﬁ tactics by the members of
“Eastern Ganada, who brought up amendment after amen@ment. The
Manitoba Boundarles Extension Act 44 became law on April 1st
1912, the same date as the Qn@arie Boundarles~Exten81on‘Aet 4b
and_the Qﬁebee Boundaries Extension Act, 46
There is nothing in any of these Acts about the arrapge-
ment in regard to the Yfive mile,strip‘,énd‘as far as known
it was dealt with by the Department oflthe'lnterier, by giving
title to the territery invélved on the same bﬁéis as a piece of
private praperty; this title which is undoubtedly held by
‘Qntarle today. 46a |
In 3p1te of the opposition the work continued in a very

satlsfactory manner. By the session of the winter of 1914,

there were 86 miles.efvsteelllaid=and 137 miles of grading done.

445 Goorge ¥ - 0,82, 4B 2 = George V's 0.40: *® 2 - George V-C.45.
46a wpne Yfive mile strip®' however, was granted‘to +the provinee as
to a.railway corporation and with no rights but those of econemic
ownershipf, ehester Martin -« Qanada and its Provinces - Volume 19,
page 137, .
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But in spite of thiS~the,year on the whole was & rather dis-
.couraging one. en:February 11th of this session an arraignment
of the government's poliey was made by Mr. A. XK. MacLean of
"Halifax. He charged the government with oarelessness and nalsd=
ministration in the construction of the work and the forwarding
of supplies in eonnection with Port Nelson. Whether this charge
had sny fbundation or not there at least was much of an unfort-
unate nature cemmected with part of the operations., To carry
supplies to Bert,ﬂelsan the gevernment had a fleet of ships.
During 1914, tWo of these, the 'Cearense’ and tie tAlette’ met
with misfortune. The ‘Gearense' was a total loss anﬂ 4he
TAlgtte® was"badly‘damgged. mhare,waze of course mubtual re-
ériminaﬁiens on the part of the department and the captains
as %o the responsibility for the damages done. The attitude
of the Department of. Bailways wasg explalned by Mr. Gochrane.47
" may say th? steamer Gearense is a total loss owing to
its own captain. . They arrived there sometime in the
. avEning...... mhe ecaptain started of £ in the morning
without asking the captain of the Acadia for imformation
ssssee the Cearense's wireless was out of commission
‘essses he went on without teking any soundings at all
eesssee he did not go where the buoys were ,.... In
refarence to the TAlette' Gaptain Freskley tells me
gapbtain Robertson's boat is hurt through his own fault
sseses he gave too much ehaln while swinging to the
tide at slack water ...... Later when re-entering Nelsen
river with the Acadis fallowing her into poert as a convoey,
Gaptain Robertson, for reasons not yet explained, turned
his vessel about and ran her aground”,
fmha capbains of these vessels reputed thaée assertions laying
Athe blame chiefly on the 1aak of aids to navigation etec,

‘What the real reason will remain probably more or 1ess a matter

7 ' :
Dominion Hansard - 1914, Page 679,
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of‘cenaecture. Bven in 1916 ¥Mr. Reid the Acting Minister‘of
Railways was able to refer te the acciaents as "two vessels
cast away at Nelsen, under circumstaneas_whieh have never been
satisfaetorily explalned“ |
In fact there is mueh more that is unfortunate than appears .
at the firet reading of these losses., Whether there was anything
of a.éinis%er nature  in regard to the éeeidents ﬁrebably never
will be determingd; yet Mr. Qo@hrane-in 1915, in speaking of
them stated;&. | .‘ |
"1 am satlafied that both ﬁhese boats that were last were
deliberatley strandad. ‘That is a strong statement te make,
~ but I-am gure I at rlght"
'Even if this is not true, the impressien that such is the case,
cortainly exists and that is almest as damaging as the sctual
fact. It has placed such a stlgma on oppasitlen taetlcs, that
it forms onerf the strongest reasons for completing the road,
in order to remove doubts in that there has been this kind of
abstructi@nist practice. |
Besides the above phase of the question, there remains the
obvious reflection that. is cast upeﬁ Canedian engineering. The
harbour work does not @rasent~naar1& as difficult preblems,as
continuously came up in the Qenstrgetidn of the Panama Canal,
and other éngineering works thaf“a:e being earried on in all
parts of the world,?yet tha whole affairrgiﬁes‘an.impression,
of ineempeﬁenmcy.‘ It also needs the adequate compieﬁian of

the road and harbcur in order to v1ndicate Canadian engineerw

ing.

48 |
~ Dominion Hansard - 1915. Page, 1862,
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It is in fact very unfortunate that SOme;very regrettabié
ineiaénts; of'whieh;the above is‘éna, has-emhiﬁtergd the whole
issue. | | |

' Much oritieism Was 1evelled at the Bepartment of Railways
_over the purchase cfxthe1§pg-WKathleen", 'Asgﬁhare ware no
docks at that time,'ﬁhé éargéés of the vessels had to be taken
to land by lighters. Thesme were seows towed by a“tug; ﬂha’P
department had bought.for-this purpesafan ex=lobster tug the
YEethleen", As this tug hé& a‘sgead of nine knots an hour, and
‘ és the current-éf the F¥elson was sabout seven or eight kmnots an.
 hour, the possibilities of‘eendemnation from the,eppeaition '
benches can be easily appreciated. | :

By the time the 1915 session had arrlved 214 miles of steel_
had been 2aid, but with the advent of 1916 we find'the beginning
of the tendency to slacken up on the work. This reaction 4o
the previous support is chlefly due to the changed national out-
f 1ook oaused by the WaTre Besides the bending of all energy to
the prosecution of the war, it was'felt that there was not the
gsame necessity for the road. As a grain route it was not so
imperative with the opeﬁing-up“ef the;ﬁhitéd States markets.
f&he colonization quesﬁion'alse‘assumed an entirely different
aspect with the drying ﬁp of the natural sources of immig-
ration, Work hewever’was carried on during this year and also
during 1917. By Juné of this year thé rails had been laid as
far as mile 532. 'Ehié was the cressinngf the Nelson at Kettle
Bapids; The expenditure to the completion of the road to this
place now reachga-$1a,5e5,o@e,oo, and with a further amount

of $5,610,000.00, expended on the harbour, we have a total of




-@l&;l?S;OGO.@G, as the cast{of»theiroad gad terminal up to this
date, This lessening of inﬁerést was glso influenegd by the
repdrtfgf brayten « Acworth < Smith Commission, This commission
‘had been appointed to investlgata the entire railway situatlen |
in 6anada. This:tepert was pessimistic in the section reierring
" to the ‘Hudson Bay Rallway.

‘This repor} 8bated in regard to this railway as fellows'

~“And if work on the line is begun again we think it should be
‘done in the most economical manner possible, and only up to
the standard of a local linme, bearlng in mind that it cannot
be expected for many years to come to be self-supporting. ‘
Considering the small advantage in rail mileage from the grain
growingareas, which the Hudson Bay possesses ovepr the exist-
ing routes to Port Arthur, and that from many districts it
posseases no advantage at all; considering further the short
‘and uncertain peried of navigatlan in the bay, and that grain
‘gconsigned to Port Nelson will consequently always be liable
to be detained there for nine months till navigation is
again opened; considering that higher ocsan freights may be
expgcted to abserb any possible saving in rail rates we can-
not believe that this route will ever secure any serious
share in the export trade, Still less cen we think that it
will handle any important business. Unless considersble .
mineral wealth should be discovered in the territoery which
this line will open up, it must, we fear, continue to be
almost indeflnitely 8 burden upen the people of Canada'",

-mr. 01iver's was practically the only voice raised in support
of the projaet, and even his thei argument was more in the fomm |
of an apology. ;me him it w0u1d hot be wise to diseontinue work
when it was so near campletieﬁ, |

‘During the sessions of 1918 and. 1919, the whole scheme was
practically a dead issue in the Eauéé, ‘Hardly a reference is
made to it."All work had ceased on ﬁhe terminal in November of
1017, and the work on the rosd in 1918, Up to this time 532
miles of steel had been laid, and in the harbour, the artificial

50,
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island had been built snd the bridge comnecting it te the main-
land, | |

In 1920 interest'ﬁegins to reviye. This interest comes more
" from the outsids at fir&t thah frem the government circles., The
Yarkten Boara of Trade proposed to the Minister of Railways that
| ben&s be sold.inuorder to complete the road. Officisldom is how=
ever a8 yet untouchéd: The governments policy was stated by Mr.
Reid, the Ministér of Rallways;

"Phe gevernment has decided that no more work shsall be done

on that (the H.B.R.) during the coming year. It is the

intention to use every effert to extend branch lines into

distriets whenmsettlers are mugh mbre in evidence, and in

much greater nesd of railway communipgation., - The Hudson Bay

‘Reilway will therefare stand until finsncial conditions |

will peymit of its resumption”,
«Trains waere runningrever the road as far as mile 214, although
there was only one. traln every twv weeks. To keep this portion
~of the road in shape an item of - ﬁpa 0.0.00 was8 included in the
gsupplementary lists, |

‘The interest that began to reyive in 1920 asgumes respect-
able propartians in 1921, John A, Gampbel} tha membeyr fbr Nelson
introduced a resélution in fhe'Heuse;

"Phat, in the opinion of thls House, work on the Hudson

Bay Eailway which was commenced in 1910 and eontinued %o

the end of 1918, should be resumed as early this year as

possible, and the project completed without any further

~ delay",

Debates of eonsﬁﬁerable length took plsce following the reaéle
ution. It is to be noted that the western members have changed
their positien in regard to the arguments for the road. The
.development of the natural resourees is the prime consﬁiaratlen

rather than transportatien facilities. The fact was that the
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increase in grain ﬁrodudtion did not come at as great a rate as
was snticipated in 1906-8.

The government wés unSympathetic”to tha pmejeét‘hewever.
Expenses had been growing year by year, and the Canadian Nation—
al Railway system was r38ponsible for & considerable pertion of

 this., In 1910, the total money vote of the country,was about
‘$150 000, 000.60. This;bin 1921, had inecreased to  $%00,000,000,00,
‘of which $170,000,000,00, had been in connection with the rail-
way system. Of this _$ao,eeo,ooo,oo, alone was for deficits of
the’railwéy. Eastarnrcanada fe1t tﬁaﬁ this had}beén largely
due to overdevelopment of the west, and that the east was now
ealled upan\ta pay for some of the eitravgganee entered into
‘because of westefn enthusiasm, As a result of this we find
‘eagtern opposition much more determined and outspoken duriﬁg
this session than in se§giqns,tén years before. Finally an
'amendment to~the reselﬁtion was made, so that the reselution'
should read - "the railway be resumed as sdon as finsneial cons
ditionéﬂpermit, and that the project be completed with the least
‘possible delay. The more r#dical feqling found expression in
the speech of Mr. gampbell when the débate‘waa resumed on the
smended bill, In a sweeping condemmnation of the whole gevernﬁ
ment poliey, he :Qférred to other expenditures, such as the dry-
doek at Esquihalt the Welland and Tremt Ganéls etc. Nor was it
forgobﬁen'that there had been a sale‘of twenty-eight million
dollars worth of western 1ands; an amount wﬁich was practically
‘ﬁledge&bto'the construction of the Hudson Bay Railway. ‘Hawavef

as the resolution as it stood amended was robbed of all benefit
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that might acerue from it he witﬁdr-ew it, Thas in 1921 daid
the censérvétives shélve'the quastion of the Hudson Bay Railway,
In 1922:theéa was much discussion over the question of
| proceedihé at once with the tailway end herbour, or the alter-
‘jnative of waiting until the finénéial situation improved. The
nét result:hewever in money;’was the item of $40,G®é.00,~“t0
take care éf géads and chattels at Eerf Nelson belonging te the
goverpnment®. The Senate'geéort of 1921 which'upbn the whole was
}favarabie uwas made-goed ﬁsef of by the western members to suppe
 ;ert their claim to have the road completed without delay. For
the time being Mr. Steffansson”s project in regard to utilizing
~ the barren lands of the north by,raising‘pelgdeer, earibou and
pugk-oxen raised a eéptain amount of intabest and was saized
upon ag & proof that ﬁhe~ignds gontiguous to the.zailway may
possess a hitherto unknown value.

The agitation that fook place in 1922 was carried on in 1923
with’inexaaséa'vehemenga and slthough no money was voted for
actual new construetioﬁ, George P.'G?aham; the Acting Minister
' éffRailways announced; | |

-~ "I am going to ask my celleagues to allow me to bring

down an item for the purpese of beginning the work, at

least of putting that 118 miles in eondition e.... when

that is ‘done we will be in s position to digcuss what is

the next step to take". .

The raesult of this was a‘veting of $350,000,00, for expendite
ure upen the existing l18 miles although only $60,000,00, of
thisg was aotually spent.

In 1924 the question was made the eccasion of a vote of
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nanneenfidanee in ﬁhe gavernment when Mr, MecKenzie Klng moved
Mook Mo hrwse go inke aopply,yrod Howsse poved-
an smendment timt, "In the' opinien of this House, failure to
fcompleﬁe the=Eudsen Bayeﬁailway means g serious»loss to the -
peaple of Western Ganada',  An5amdnamenf on the motion to go
. into supply is taken as a vote of nen-confldence. %his-yaar
hrought forth an ineident of much interest in regard to the |
1 route when Mr. Btevens, the member for Vancouver Centre un= _
esarthed a bundle of letters between Mr. MnLachlan and his ehief B
of vwhieh thevtene, in regard to ice conditions and the harbour, _
to say the loast was pessimiétie.v This for a time strengthened'.
the: banﬁs ef the epposition, and we find sach proposals as that
of Sir Henry Hrayton'3° , o
I weuld suggest that what ought to be done, w would be teo give
the project and every cemt put inte it te the western prov-
inees that want it“ :
?his of course brought forth the inevitable query if “the honors
‘able member advocated the return of the natural resources, on a
falrly equitable basis, at. the same time".
| A prepesitien of much greater value was made during the
gession by Mr. Evans, member for Saskateon, that Port Nelson
be msde a free trade port, mhis suggesﬁion has mueh in it te'
‘cammehd itself;_ If as fhe appositlon gtates, the straits are
uxmavigable, there can be no harm done to Montreal and other
eastern parts. On the other hand if the economie pressure of‘
,a‘ﬁohétariif brings.traae'to_this port, proof of their navig-_
ability will be estsblished.
| The season of 1925 did not see much greater material pro=

gress in the stery of the rallway. The grant of this year was
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bour. %he question wae given of course a thorough airing in
the ESuse, and although the money expenditure was small, fhare
was a more optimistic ﬁata>in the speeches of the western mem-
| bers than there had been for years, while at tha}same‘time the
opposition from the mémbers of E&étern Canada was not so pro=
nounced. o | |
The pressure of these four or five years previous bore

fruit in 1926. There was a return to old times when an item
of three millions was included in the Supply Qiat. The results
of this is not fully completed at the time of writing, but much
progresa'hés boen made. The Bimestone river has now been cross-
ed and some.twenﬁy miles of stéel laid, Work has been confined
rather to the road than the harbour, and it may,reaéan&bly be
<expected that the uncompleted Seetién will soon be & thing of
the past and the dream of half a eehtury be finally realized.
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Deseriptive

A. On the Road to the B-ert;." |

With the.heaviez,apprepriations,of_this laat year or so,
there has Been not only extansi&e-repair work oarried on, but
there also has been added some twantyefwé miles of new steel,
With the sppropristions of eight million dollars within two
years and gorreaponding construction sny deseription must be
" at thié dste incomplete. |
| " When the work ceased on the railway in Qetabérflgla, and
on the harbour in the autumn of 1917, the rails had been laid
to mile 333, This left & distance of Q9 miles %o go before
the bay will be reached, This last seéticn was graded however
and ready for the étael.

At first regular trains ran over the total section that '
was built, As time Weht on, with ne‘money whatever being spent
én the part already completed, there was much deterioration,
Af the present time orxr at 1east“uhtil eonstrﬁetion recommenced
a few months ago, a train ren every week as far asAmile 82,
Thigs is the point from whieh the route leaves for the Herb Lake
Mining region. From mile 82 to mile 214 a train is run evaty
two ﬁeeks. The remainder of the distanze through neglect has
reached such a condition that ﬁrgfiié over it with s steam en~
. gine has bgeeme im@assible. Bven as far as mile 214, it has
baeéma impractieable, and almost impossible to travelmore than

about eighteen miles an hour, while during the hours of dark-




ness traffic is suspeﬂéed éﬁtirely, ‘From this point to the
end of the line at Keﬁle-mpi&s, the dlstrict is served by
é.track motor with a platfe£m built over it. If a person '
wishes to reach the Port resort must as yet be made o cancae.
It is interesting to note in this conneetion, that the man in
charge of the cemoes is a Mr. Luke Clemens, néphew of Samuel
G Clemens (Mark Twain). To the sightseeing tourist much of
the country through which thé road passes, posseésss less than .
the usual interest of a railway through a level country., To
éne'wha has'enthasi#sm however, wheﬁﬁer,his enthuéiasm be of .
'rminarals, timber or agriculture thére'ié much e£'1a$ent posgs
ibilities té awsken his interest. Around the Pas we.have an
agricultural-cauntry. Within a shefﬁ time the traveller«will
-run 1m$o a low swampy belt, ceveraﬁ with ‘many glaclal boulders.
-This type of 1andacape conﬁinues to about mile 90, fErem‘mile
90 to appraximately mila,lﬁﬁ,,the_swamp becemes 1393'pren§un¢-‘

ed, but the soil is as yet too thin te be of any practieal

. agricultural value. At sbout mile 150, however, we wnter the

agrieultural‘clayvbelt. This is a regien of about ten thousand
sguare mile&"”charécterizéd by a ﬁeavy clay soil entirely free
from boa;ders; 49 1% is not a country of the pariris type
however. It is covered more or less ﬁith timber.i~£he timber
is not of great commercial value except as pulpwoed, Qhere is
,some birch and peplar, but there is greatar abundance ef tamar«

ac with the black spruee in the wetter pertiens and white

a5 . A
Mr., Wm, MeInnes- quoted by J. A+ J. McKenna = "The Hu&sen Bay
' R@uﬁe“ Page 22,
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spruce iun the upland regions,

o

The general nature of this territory can be gleaned from the
above photograph., The view is that of the alr station at
Cormorant Lake, mile 42, The type of forest growbth is quite
discernablae,

While the mineral regions are not just along the line of
the rallway, yet the shidd of Pre-Cambrian rock vaich hides
fhe traces of preecious minerals can be seen at one or two places.
adjacent to the railwsay. Betﬁeen~miles 42 and 80 are found
outeroppings of this rock and sgain between mile 185 and 205.

From mile 214 the country becomes much less promising
from an agricultursl standpoint. There is more swamp and rock,
Near the Manitou Rapids ocecurs one of the real muSkggsaetions
of the line. The rails at present are carried over the muskeg
on a rock filling. At first a trestle work was used but this

led to a disaster with s construction engine, It still lies

in the muskeg.
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It is here also the Manitou rapids, mile 214, that we have
the first erossing of the Nelson., At the Manitou bridge is
one of the pretty bits of scenery of the road.

There will be need of five bridges of falr size on the road,
The first one is over the Saskatchewan at the Pas. The Nel-
son has to be crossed twice. FPirst at the Manitou rapids and

%then again at the Kettle rapids, mile 332, the point at which
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construcstion ceased. At Xettle rapids a person gets ons of
the best glimpses of scenery of the road. Just above the
bridge jubtting rocks narrow the rivsr so that the water is
caught in a sort of kettls beyond, and from this leaps out
to the wider section of the river below the ledges o% rock.
It is this appearance of the rapids that gives the name to
them. It will also be necessary to build struchures over the
Limestone and the Alrhole rivers to carry the rails over,
The twenty-two miles between the Kettle repids bridge and the
Limestone river is the result of the past seasons work.

The last lap of the road passes over territory of a barren

and rocky nature.

In the accompanying phetograph the tortuous

Airhole river is shown winding down to the Nelson., Across the
intervening sixty miles can be seen the mouths of the Nelson

and the Hayes rivers, separated& by Beacon Point,



Part B, - The Port,.

Work was carried on at Port Nelson simultaneous with the build-
ing of the line. There was not, however, the same amolnt of
money expended on the port as there was on the railway. Not

only was there not the same net expenditure, but there also

was not as great a proportion spent when compared to the total
expenditure neaded. The expenditure on the railway has totaled
$14,944,000,00, to 1926 with an estimated amount of $3,153,000.00,
vet required to complete the lina,50 On the harbour the ex-
penditure has been $6,244,000.00, with a further total of
$20,200,800,00, to complete the work,

Port Nelson cahnot be called a natural harbour. If made
one it will no doubt entail a heavy expenditure. "From the map
it will be seen that the Nelson widens out to ) wide esturary
at the entrance t¢ the bay. The esturary is twenty miles across
at its mouth but narrows down bto about four and a half miles
at the point where the port is located. Through this esturary
winds the main channel of the Nelson, and, cpposite the locat-
ion of the harbour, the channel is three-quarters of a mile
from the shore. The intervening space has a tide fluctuatbion
50

Mr. Dunning - Page 4196 - Hansard 1926,
Zﬁhe total already spent on both the road and the port is
$21,189,000.00. That is what the country has invested in the
project up to the present time, Of that amount 314,944 ,000,00,
has gone intec the railwey, and $6,244,000,00, into the port, :
That does not includs this yearfs estimate”,

1t will be noticed that the total of the two expenditures gives
$21,188,000,00, instead of 321,189,000,00,
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of about thirteen feet, Hence at low tide the mud banks ex-
tend quite a distance from the beach that exists at high'waﬁer
line., The sloping banks and the falrly grsat difference be-
tween high and low tides makes it an almost impossible task to
have & harbour at the shore line. L

The difference in the river levels can be best apprecisted

from the photograph. With the low tide the Sﬁq@xmﬁrs are left

stranted on the mud.

When the tide is at the full again the vessels will bo afloab.
The drydock in the foreground shows what preparations have been
made in the past for harbour development.

About three-quarters of a mile from the shore howe?er there
exists s natural sand-bar and this has been utilized for the
loeation of the new docks. This island is to be surrounded
by a crib work and filled with material dredged from the bottom
of tre river. As it will need sbout eight-hundred feet of

dredging to make water deep enough for the vessels from the
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channel 4o the crib side, there will be a double value to the
labour. At the present time there is part of the erib work com=

pleted at the igland, and the work has advanced to such a stage

as to0 be ready for the sinking of the cribs which will permit
the construction of the deep water dock facing, according to
the Honorable Charles A, Dunning, Minister of Railways and

Canals, There is still a large amount of dredging %o do some

5,470,000 cubic yards.

.

When this work is completé&wiﬁiwiilvhdﬁ-éi&éwaﬁchcrage for ships
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calling at the terminsl, but will give acoomodation for load-
ing facilities only for ten 7000 ton ships having a draff of
twenty-six feet. Anchotaée must be obtained at a distance of
about twenty-twe miles from the proposed docks. |

In the photograph in the foreground we have the famous
.million dollar éandssudking dradgepgis@a rather neatly over
the cribbiné. .mhis was blown loose from its moorings a year
or so age, and reaching this poinﬁ when the tide has ebbed
‘gufficiently, it was depositéd on the wall.

As the island is about three-quarters of s mile from the
maginland, there has been built a long steel bridge conneeting.
the two. Over this bridge will pass the grain to the elevators
on the srtificial island. It is intereating as an apgument
in favor of the harbour, that eight years of neglect and ex-
posure to ice, wind and storms has not materially damaged the
bridge. This fact augers well for the port whenvall work is
completed.

‘The town itself does not present & very prepossessing
. appearance at the present time. At one time with the great
numbers of workmen stationed hers, it was a thriving spot'of
industrg. With the withdrawal of the men, and the subsequent
eight years of neglect it presents a picture of dasertion.
Deserted dry doqks falling intb decay bécause of disuse, with
dredges and boats deserted on the shore and exposed to the
eiimatic ravages of eight years makes 1t Canada's silent sea«

port.
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SECTION NINE

gonelusions in regard to the Hudson Bay Route,

Thé-examinatien of the evidencs in regard to the route, opens up
a mess of alluring $peculatibn, through which runs a long thread
of probability. The road was begun éhiefly as a protest against
monepoiy, and a contest between east and west, and it seems it
is ending somewhat in the same spirit, rather than for what in-
trinsié values the line msey possess.

The probabilities of its commercial sucecess as a carrying
routa to European mérkets héve jet to be demonstratsd. All off-
icial evidanca is in favor of the navigability of the route for
a period of from two to five months per year. Unofficial evidence
hag varied widely on both sides of this limit. Some believe the
gtraits to be open practically the year round while others as
woll informed have no faith in any certainty of ngvigation at
any time of the y@ai¢ There is however reasonable room to‘draw
fhe conclusi on there exists an open rbuﬁe through the straits.
The question is not in general howsver one of navigabilitj._
Rather it is one whether this route with the advantages it may
possess, can commercially compete with the Montreal and New York
routes, Eastern Canada on the whole fhinks'no%;A Ygt»the very
vehomence with which they combat the undertaking leaﬁes one with
the impreséion, thaf‘they fear, not ites failure, but rather its
success, ' '

Of course the big argument against the project as a trade
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roufe between Canada and Turope is the straits. Iflthese are
impossible to traverse, all argument ceases., If they are comm-
ercially feasible much can be said in their favor. The greatest
argument of all of course is the tremendous saving in distance,

e saving of practically eleven hundred miles of rail transpor-
tation. Thié relative distance can hardly be appreciated by

the ordinarylmap. It takes a globe to show thet the saving in
distance comes frem‘the fact, that the route is passing over the
top of the earth instead of over the large bulge that a more
southerly route has to traverse. Opponents of the route however
urge that much of this saving will be lost in the extra insur-
snce rates that will be ehargef?m‘Thqy also argue that the boats

| that will be mneeded to carry the gkain will have to be of a diff-
erent eonstfuetioﬁ. -They will have to be especially re~inforced
to meet the added stiéin of Arctic ice cenditioné, This re-in-
forcement will,. they argue, reduce the carrying capacity by 85%?03

As they will be required on the Hudson Bay route only part of

A, ) .
&0 8.8+ Mr., Germen, member for Welland - "No insurance company
would insure them", This is an argument used extensively during
the years 1910 - 1923,

50 BeLieut, A. R. Gordon in the 1886 report speaks of need of:
seveee "steamships fortified for ice navigation and at the same
time capable of being used profitably as freight carriers......
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the year, they will be sadlj handicapped for any other tramp
wofk fhat méy be open, in compétition with the regular t ramp
'staamer; To the above a third argument, and a potent one at
that, must be added. TFort Nelsbﬁ is the loser by the fact that
there are no alternative routes by which grain may be sent outb
when the straits once cloge. When the harhour at Port Arthur
cloges for the season there is still the overland route to
Montreal or New York.

‘ﬁow shali these arguments be answered? In regard to insur-
4-ance, quite poseibly the rates may be somewhat higher at first,
However as insurance Fates are based upon actual experience, we
can agsume that after a year or so, if what tha‘supporters of
the scheme assure us is true, that there_ is less danger of
navigation, than by the other routea; then the rates will be
lowered to a point equal to the Great Lakes route. This fact
is two-edged; may they not go even lower? No amount of thepr-
izing will solve that question now. A pracﬁical test under
ordinary working conditions and that only, will give us the
solution.

The second argument, that of reduced carfying capaéity
was made use of récently in the Dominion Parii&ment by Mr.
Cantley the member for Pigtou{ﬁl He said in part;

"I do not think any man with practicsl experience partic-

ularly in connection with iece navigation will seriously

propose or maintain that the ordinary type of freightercan
suceessfully navigate thsse waters, I hold that the

51
Hansard 1926, 2Page 4217,
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vessels csrrying on that trade, if it: 18 ever carried on,
‘must be vessels of practically the same type as those pros-
ecuting the seal fishing around Newfoundland",

It ig in this last clause that the ray of hope is found., Is it
neoeésary to have a type of vessel tQat‘caﬁnot be sueeessfally
used in any other type of work for the rest of the year? Casual
mention'of one industry using the same vessel leads to investiga~
tion of what other uses the Hudson Bay tramp steamer may be put
to. /If to no other, the Newfeundiand seal industry is no small
one.

Thig is of course assuming that»a'vessel of a different con-
gtruction is needed. There is not very strong grounds for assert-
ing that this necessarily will‘ba,the case,

In regard to the question of the altérnative route., This
argument was answered by Mr. Miller, Member of,East Algoma;52

"ay I point out that it has not been the custom of those who
ship grain to ship it all out in a very short time? It would
be impossible to do that even if they wished, and it would
not be desirable. I have figures here, from government stat-
istics, showing that on the 3lst of March, 1924, 177,000,000
bushels of wheat were in the terminal elevators, in the hands
of farmers, in the country elevators, or in other places in -
Canada. If this line is built that grain is going to be

fod to the market. It is the poliey of the pool to fead grain
to the market gradually, not rush it on the market in a few
months. Great Britain, for example, will ‘take ahout
12,000,000 bushels a week, and it is the policy of the pool
to feed that grain to that market just as it will take it.
‘That grain is going to be fed to the British market in the .
months of May, June, July, August, and September and it must
be stored somewhere before the new grain comes in. Is there
any reason why that grain that is to be taken to Great Britain

~in July or August cannot be stored in the elevators at Port
Nelson?"

58 Hansard, 1926, Page 4220,



Tl.

If our elevator capacity is at present limited and new ones

.need to be constructed, there is much strength in the argu-'
'ment. That there is shortage of elevator space at the shipp-
ing points is a fact strongly‘broﬁght before every shipper esch
fall.

Considered still as a ocommercial route for its primary
value we have a large export trade in ofher commodities besides
wheat, As & catﬁie transporting system, it obviously has meny
~advantages over the Montreal road. The greatest drawback to the
cattle export trade is the long rail haul especially during the
summer months, The saving in railway mileage and the noftherly
direction are two powerful features that will offset this draw-
back. |

So far the arguments have all been in régard to‘the expor®
-trade. When the question of import trade is brought up, another
field of possibilities ehter into the calculation. The Henry
report 53 gave figures showing imports of about fifteen million
dollars of merchandise in to Western Canada from 1911-14. That
much of this might come by.the Hudson Bay is not an extravagant
assumption, That there is s tendency this way is borne out by
the statistics of the customs department for 1925---263.5‘L .The
.importnﬁuties for the sbove mentioned period was $1633.44 for

York Eacﬁory, and excise taxes of $504.95,

53 Dominion Hansard, 1926. Page 4251.
4 Free Press, Februsry 2lst, 1928,
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| Apart from the carrying question entirely, are there other
| features that ﬁauid make the Hudson Bay railway a commendable
object to warrant an expenditure of fifty million dollars?
Possibly, the most attractive feature of the whole scheme is
the latent possibilities of the natural resources of this north-
ern region., Which of the natural resources will ultimatley
prove the most valuable, is as yet difficult to determine. The
one which is attracting the'biggest share of popuiar attention
at the present time is that of minerals. This is partly due
tb the rather spectacular diéqoveries of gold.in'l914 in the
Herb Lake district and of Copper in 1915 in the Flin Flom re-
gion. The precious metallic minerals'also appeal more strongly
to the popular imagination than do building elays, stone,-etc.
There are some four or five fairly well defined mineral

areas of what may be termed the Eudson~Bay Railway area. The
first in importance of these is the Pas mineral distriet. This
is a large triangulsar aresa north of fhé Pas bound on the west
by Kississing and Athepapkuskow Lakes and on the east by Wekusko
and Reed Lakas, This is as far as known the richest area of
the northland. In this ares is found the greatest gold and
copper deposits of Manitoba. From this region the copper began
to be produced in 1917, when 1,116,000 1bs. were taken out.
The high water mark was reached in 1919 when 3,848,000 lbs,
were produced.55 Since 1920, with the drop in price of copper
55

'Y Dominion Bureau of Statisties, In "The Mineral Resources of
Manitoba". Professor R. C. Wallace,



following the war, there has béen but very little production.
Altogether however, production has reached a total of
33,059,942,00, | |
The chiéf gold area of Manitobs is located in this fegion

‘also, Up to 1924 there was a total of $217,382.00, produced in
Manitoba. Of this amount possibly $50,000,00 was obtained in
other aress not tributery to the Hudson Bay Reilway. The pro-
duction from these mines is largely hampered by lack of tréns—

' portation facilities. The Hudson Bay Railway is hardly in the
best possible location to serve this area as it is rathér too
far south., It will however serve as a trunk line from which '
feeders will fap the miﬁing district. |

| Besides this Pag mining distriet there are other regiohs of
the northland which ﬁave indications for possible mineral de-
velopment some time in the fubture. One of the most important
of these secondary areas is that of the iron ore deposité of
the Nastapoka and Belcher islands_oﬁ the east siﬁe of the Bay.,.
The results of investigstions in these areas have not possibly
justified as gfeat hopes as was raised at first., Tha'ore is
not as concentrated as for example the ore near Duluth, but as
the area isﬁonly partly(explorad‘&nd as it is a large region
there is hope yet of discoveries of a more valuable nature.

The three other areas from which hope yet may be held are

the copper areas offtha Coppermine Riéer, the copper areé of

- the Chesterfield Inlet, where;J; B. Tyrell in 1894 found in=-

dications of possible orebodies, and the Mica mines of the



4.

Bagtmain River on the elast side of the Bay. Professor Wallace
in regard to these as yet almost undertermined areas has this-
to say:
"There is a unanimity among the investigators that the iron
deposites of the eastern islands of Hudson Bay, the copper
sulphide deposits south of Chesterfield Inlet, and the
‘native copper and copper sulphide bodies of the Arctic,
warrant fuller investigation", 56
‘Most of theme areas have lacked the proper investigation largely
‘ vbecaﬁse.of their iﬁacréssibility. The need of the railroad for
thisnpﬁrpose is apparent,.and if investigation warrants devel=-
-opment, the success of the route from the minezal standpoint is
assured. Not only will railway development be needed for trans-
portatioh of the ores, but for the mévement of the large amounts
of coal that will be needed for'smelting purposes. This need
of coal will also 301ve one of the problems of the route, that
:of providing a return cargo for the grain boat's. Nova Scotis
or even Welsh coal are well within the range of possibilities
of commercial competitieh with Alberta coal, QSPecially wheh wa
- consider that most of the Alberta coal is not of a good smelt-
ing type. There are indications of lignite coal beds in Baffin
Land and some of a higher grade in the Western Arctic Iglands,
but whether these will be of commercial value, has as yet to
be determined. |
Although it appears thattmineral will ultimately form the

most valuable of the natural resources of this region opened

6 Mineral Deposite of Hudson Bay Territory, 1925. Prof.R.C.Wallace.
57 14, Page 2.
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up by this railway yet there are other resources which Will
prqﬁabiy be of mdre immediéte value because of the guieker and
greater returns for the cépital‘invested. These would inélude
the timber, fur, and fiéh resources of the northland,

In regard to the timber, there is very little of commercial
ﬁalue from the standpoint of lumber from the Hudson Bay Ralilway
region., Thére is much however that will be waluable as pulp=~
wood. This, connected with the fact that we have at the White-
mud Fallé on the Nelson one of the best power sites of the north
country meke the pulpwood possibilities one of thé most attract-
ive featureé of the natursl resources for the railway to tap.
These falls are about forty miles from the railway; and if the
pulpwood industry is developed (as there are strong indications
that this is the case) there will be run a valuable feeder o
~ the main line.

The fish resources of Hudson's Bay and its tributary rivers,
have never been developed, obviously because of lack of trans-
portatiqn to the centres of population. 1In fact they have not
as yet been fully investigated. The best report o far of a
reliable nature has been made by Nap. A. Coméau who was sent
by the Dominion Govermment in 1914 to report on this aspect of -
the natural resoﬁrces_of the region.'58 Mr. Comeau reported a
goodly amount.ofﬁﬁrout.and‘Qyurgeon, while in regard to the
Whitefish;°® | | o

- B8 mpnge Pish Resources of Ménitoba, Page 23. J.B.Skaptason,1926;
59 .14, Page 25.
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"At Seak Greek on the Nelson, we got close to a ton of fish
‘in three hauls of our seine. This seine of ours was only
twenty fathoms long, and only intended for experlmental
fishing®.

He reports pickeral also in the Nelson River, and he had reports
éome $o him of the presence of codfish., That the development of
these fisheries is dependent upon the construction of the Hudsen
Bay Railway is stated by Mr, Cameau:
"Little or no benefit can be derived for the moment, from
the fisheries on the western side of Hudson Bay, beyond
supplying the local demand, This distance is too great
~and the difficulties of reaching it too numerous, to en-
able sny sailing vessel from the Maritime Provinces or
Quebec, making profitable trips, no matter how consdierable
these fisheries might be. They must be developed by local
fisherman and this will only be done profitably when the
Hudson Bay Railway is completed. Then I have no doubt theg
will prove of great value to the northwestern prov1noes“
The third of what might be called seeondary resources of the
Hndson Bay Raeilway region is that of furs. Furs do not in gen-
eral form e bulky artidle of.tranSportation,'but often a very
valuable article., Hence the value of these as a gsource of in-~
‘come to the railway will not be as greaf as a source of revenue
for the country. The muskrat is of the greatest total value in
, - : ' 6
Manitoba, giving returns in 1923-24 of $578,445,00, t It is not
necessarily the most vglnable of the Hudson Bay region furs as
it is an animal scattered over a much wider territdry than some
of the other fur bearing snimals. The beaver which at one +ime
far exceeded in number and in value all other Ffur bearing an-
imals, has now sunk to third place in total value and fifth
6014, Page 20.
| Pur and Game Resources of Manitoba 1926, Page,44.V.W.Jackson,



.gplace in numbers caught, Of the 14,806 caught in Manitoba in
1925624, practically all came from the region between the Nelw~
gson snd the Ghurehill'rivefs, the northern limit of the birch
and poplar. The trapping of these will no doubt be affected

7.

- by the completion of thé railway. Besldes theass two, the fox, |

lynx, fisher, weasel, martin, etec., are fmmnd‘possibly the
bear in the territory served by the Hudson Bay Railway. The
effect of this railway on the fur areas is best stated in
Professor Jackson's own words; 62 '
| "South of the 56th trappers go in in increasing numbers
from the Hudson Bay Railway, which has made asccess to
the t rapping grounds much easier than formerly, and hence
has reduced the trapping sres per trapper and inereased
the competition to a point of conflict™, '
A possibie resourcerclosely allied to the above; is that of
the production of reindeer, caribou and musk=ox in the barren
lands. This festure has been ably championed for quite &
~ few years now by Mr. Stefansson of Aretic fame. His faith in
this was Such‘that.iﬁ influenced the San&ﬁaEnquiry Committes.
of 19%1, and in their conclusion they recoﬁmended that this
matter be takén up by the .government., Mr. Stefasson is con-
vinced that the barren lands, hitherto considered wdrthless,

could support at least 50,000,000 head of reindser and

10,000,000 head of musk-ox, The effect of this on the worldts

food supply is obvious.

62
-4, Page 27,
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The greatést resouvrce of th; road hobevsr, and the one whicgh
I have left until the last is its possibiliby of opening up
the agricultursl.aressgis-cdntiguots to %%, and hence becoming
a great colonization'and_inciéentally an immigration railway.

- Mention has been made of fhe"ciay;belt' region. From
experiments that have been carriedlon by theﬂDominion govern-
ment the possibilities of agricultﬁral development are very
favorable. At m11e 137, different varieties of wheat were
sown, snd returns gave & yield of from 46.3 bushels to 6443
bushels per acre. Oa$s yielded from 68.5 bushels to 125.2 bug~
hels per acre while b&rley went from 28.5 to 106.4 bushels per
' aqre. FParther east and north at mile 185 a second series of
_experimental plots were planted. Here Garnet wheat yielded
4C}05 bushels per acre, but graded No.d. The.Prelude‘gave re=-
turns of 32 bushels per acre andrgraded No.,l, while oats gave
a yield of 73.5 bushels per acrebéa It must be remembered of
course that these were fairlj small exﬁerimental plots, and
show rather Whaf'can be achieved in grain growiﬁg. Over larger
areas with probably less care returns would be less, These

yields however are abnormally.large, and give evidence that
much may be expected with & greater development of these areas.
The wheat was harvested at mile 185 from August 29th to Sept~
ember 15th, andlwith the grading given, must have escaped prac;
tically all frost. This is possibly the most satisfying featuré
of the exberiments, ag this is a feature which holds good under

pretty nearly any condition.

5 _
Dominion Hansard, 1926. ZPage 4272,
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Evéﬁ in this clay beltumuch of the country is quite Wet'and
would require fairly éxtensi#e drainage development in order
to meke it & great grain producing ared. Gfain is not however
the only agrleultural regource of any area, and at the present
stage it is quite probable that cattle raising may be safer
‘then grein raising. From reports, the native grass is there
in.sufficieni available abundance not oniy to give summer past-
ure but produce sustenance for the winter as well. The cattle
raising feature also has another attractive aspect Grain can
not be shipped from Port Nelson without elevators and proPer
terminal facilities for handllng ‘it. This will even yet entail
the full expenditure of $20,200,800,00, as estimated and.quoted
; Mr. Dumning on June 8, 1526. On the other hand cattle can be
pendled with much less expensive terminal facilities and in this
ﬁéy’the_road would have a chance to vindicate itself, and at the
same time, the cattle»shipments‘woulﬁ give & thorough test of
vthe Straits. |

A consideration of these potential resourcés will I think
justify the completion of the road as a‘develbpment propositioh,
even if there:were no other inducements. DBesides these natural
resources, which has been set forth in some detail, other quite
valid arguments cen be a@vanced. One that has arisen in late
years, due to outside consideratidns, is that of‘the recent drop
. of lewels in the Graathbakés. A fairly large grain boat on the

Great Lakes, requirbs about 960‘tons 1oadiﬁg in order to make
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it sink one foot.63 This'gives about~32,000 bushels of wheat
Which‘can be loaded in this space. If then converéely, the lake
levels be loWered one foot by the Chicago Drainage Canals, the
cost of tran3porting wheat by wgy of Fort William must be con-
siderably increased and the value of the Hudson Bgy route in
the same ratio emnhanced. |

. At the present time perhaps the strongest argument for the
completion of the road ig psycholbgical rather than economié.
During the forty odd years that this route has been in the eyes
of the public, there has grown up & feeling in thé west that
hostile interests in other parts of the Dominion have prevehted
the consummation of the project. The result has been that the
.west enters into the building of the road as a sort of contest,
“which they must carry through in order to vindicate not onlj
their rights‘but their status as a province.

+ That this feeling does exist is evidenced by“such'speeches
in the House of Commons, of which the folloﬁing is an example.
Mr. TeW. Bird the.member for Nelson, speaking on June 10,1922,
stateds 64 “ | |

ny faerne-étand very solidly for the loyalty of the west,
despite its 50% Buropean population. I think there is
no section of Canada more loyal than the west. But, mark

you, I am not inclined to get sentimental about it, just
the same, because I recognize that loyalty, sterling

63 Mr. Miller; Do on Eansard,'1926. Page 4222, There is evid-

ently a descrepancy in his figures, as he gives 2960 ton'® equall-
ing 33,000 bushels, which is obviously incorrect.

Dominion Hansard,1922. Page 2789.
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virtue as 1t ig, is always finally over-rldden by economlc
necessity, the first law of our being%.

" This feellng has given a value to the road in the gyes of the
west, possibly out of all proportion to its intrinsic worth.
It has naturally led to-many wild statements and_argumonts in
regard to the foad, and because of this, it can no doubt be
safely antioipated that when the road is completed and some of
- the dreams rather slowiy materialize, as dreams usually do,
there is going to be a tremendous loss of faith in the whole
undertaking; There will possibly be & period of as severe
pessimism in regard to £ﬁe‘railway as there is oPtimism nOoW e
The psychological argument ralses the rather involved .
~and highly conjectural problem, as to how far the east is in
0pp031tion to the route, end to what extent they are Justlflad
in this opposition. Premier Tggcherean of Quebee gave voice -
\'*¢ho stated;éB

to at least a section of the eastern v1ewp01nt%

"The west is creating our national probloms, becauge-
having involved themselves heavily in sub@idies to raile
ways, we &g @ nation have been forced to take them over,
Had we not done so the bbligations to the MacKenzie and
Meynm roads would have bankrupted the west. Now the west
wants reduced rates,. while we having paid for them want
to see them make Eathx ends meet".

The above argument presupposesagﬁly, that the national trans;
continental lines were huilt for theobenefit of the West ale

most emtirely, but also that they were buiit without the full
knowledge and concurrence of the east. That this is the case

is not quite so apparent.to the average westerner. His attit-

6 , ,
v The Canadian PTOV1nces - John Nelson - Quotatlon.
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ude of mind is one that wouid more readilyjbélieve, that these.
‘roads were carried through go that the granaries of the prair-
ies would have theif spouts in Montreal,. v

It my be stated here that it is very unfortunate that a
hﬁmﬁar of regreftable coincidences have embittered the whole
:issue. The changing of the harbours, at first ¢aused suspicion
in the minds of many people‘that politics was entering in the
prdject. The loss of the 'Cearense' and the ‘Alette' was even
more to be regretted from the standp01nt of creatlng sectlonal
feellngs. The fact that the 1nterests of both C.P.R. and C.N.R.
are against the projeet has done harm not only to the Hudson Bay
Railway but also to the two great transcontlnental 11nes. The
new transPortatlon proaects of the east such &s the deepening
of the 8t. Lawrence river route for ocesn vessels, and the
Georgian Bay Ganél'schema, have not received the support of the
west because 6f the feeling they are antagonistiec ﬁo the Hudson
Bay route, : :

The guestion of payment for the railways is one that in-
volves a considerable balancing of argument in regard to national
controlbof lands and resources. In regard to the Hudson Bay
réilway esnecially, the west feels that this road has been and
-W111 be flnanced 1argely by the west.

The Honorable Prank Oliver's Land regvlations of 1908
up to harch 31lst, of- 1926 66gave figures that showed that
12, 763 040 acres of pre-emptions were sold yleldlnv a sum of

66 Dominion Hansard ~'1926. Page 4220.
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£38,289,120,00, In addition 1,322,840 agres of purchased
homesteads were sold yielding $3,968,520,0C. This'gives a
totél sale price of $42,257,640.00. 0f course this total is
by no means collected,'whilépa certain gmount of that which has
" been sold has been or will héve to be;fepossessed. The amounts
actually collected have been §16,635,639.39, for the ot e~emptions
and %3,191,648.98, for the purchased homesteads, en amount totall-
ing %1?,827,28&,37?7111regafﬁ to these sales there are two or
three péints to notice.
Much of the east, esyeclally the marltlmes, rather resent

_the faot that the crown lands of the Dominion Should be set a~
gide for the particular benefit of that seetion wherein those
lands are found. Theyﬁgdék rather to the United States where
thé newly opened areas Were uged for the benéfit of all parts.
of the Union. To arguse on these grounds of course brings up
rthe whole questlon of natural resources again.

f There is. another phase of the questlon, which the west
however has need %o regard. A scruting of these land grant
sales will show that up to the present they have not yielded
a revenue suffieient toycomplete thé undertaking, They have
not aven produeed an amount aqual to the sxpen&iture that has
already taken place. That theﬁ will ultimately d6 S0, there
is no reasonable room %0 doubt but 1f ‘the road is to be built
from revenue arising from these sa1e31 1t will hardly be fine
ished even to the baylin 1927. There is only one way to meke
¢1 id.‘Page,4220.
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th® road a éuceess. It must be built as a nationsl undertak=-
ing, and not in any spirit of narrow sectionalism. The route
without the support of the Canadian FNational Railways ﬁould
never be successful as a grain 6:'oatt1e eérfﬁing Toute.

In fact this whole argtment of the road being paid for by
one section of the country has & very unattractlve side. Any
public expenditure needs teibe carefully scrutlnlzed. Just be-
cause there is a source of revenue fcr proceedlng with an @X~
penditure is no argument for sc doing unless there are other
worthy considerations,fOr this exPehaituré. For this reason this
phase of the question should not be stressed, @ither from the
standpoint of economy or from the standpoint of promoting-nation;
al goodwill, |

The fact however that & goodly sum of money has aiready
been spent upan the road, and it is probably two-thirds completed
as a working prop031tion, is a streng argument for spending an
addlt;onal amount for completion. If left now, what has been
spent would be 2 seribus*waste. If after over half carrying on
the axperlment - if experlment 1t be - and the truth is no near-
er in sight, there is only one thing to do, and that ig to com-
plete the experiment and be sure of the result._
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