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OoF

MESSRS. JOHN CHILDE, W. J. McALPINE AND JAS. P. KIRKWOOD,
CIVIL ENGINEERS,

ON THE

IMPROVEMENT OF THE HARBOUR OF MONTREAL.

AND ON THB

TRADE AND NAVIGATION OF THE ST. LAWRENCE,

At a Meeting of the Montreal Harbour Commissioners,
held on the 24th April, 1857, the following resolution
was adopted :—

“That in view of the augmenting trade of the Port, ard of the proxi-
mate completion of the 20-feet Channel in Lake St. Peter, the Board
are of opinion that the time has arrived for taking into consideration
the question of increasing the capacity of the Harbour; and that, in
order to attract public attention to the subject, and to elicit an ex-
pression of public opinion, it is resolved that the Report this day handed
in by Mr. Young be published, and the Plans of Docks prepared by Mr.
Forsyth be left for public inspection in the Merchants’ Exchange.”

HarBour OFFICE,

MONTREAL, 30th May, 1857.
Jonx G. DixyiNg, Esq.,

Secretary Board of Trade.

Sir,—I am directed by the Harbour Commissioners
to transmit herewith, a copy of their Chairman’s letter
on the subject of the necessity for increased Harbour
accommodation ; and to beg that you will take an early
opportunity of submitting the same to the Council of the
Board of Trade, in order to elicit from them an expres-
sion of opinion upon this very important matter.

The Engineers’ Plans, alluded to in Mr. Young’s letter,
will be left in the Merchants’ Exchange this afternoon,
and you will have the goodness to place them in the
Reading-Room where they may be easily referred to.

I have the honor to be,
Sir,
Your obedient servant,
ALEX. CLERK,

Secretary.

OrrFICE OF THE BOARD OF TRADE,
Montreal, 9th Feb., 1857.

Sir,—I beg to subjoin an extract from the minutes of
the Special General Meeting ofthe B5ardreld yestér-
day, embodying a resolution to be submitted to the action
of the Council at their first meeting, viz. :—

Resolved,—* That the Council of the Board be instructed to suggest
to the Ifarbour Commissioners the propriety of placing the whole sub-
ject of Harbour enlargement before two or more qualified Engineers,
to obtain estimates, and an opinion as to the place where increased
accommodation can be secured at the least cost and with the greatest
facilities to the commerce of the Port.”

Have the goodness to place this before the Commis-
sioners without delay.
I have the honor to be,
Sir,
Your most ob’dt. servant,
Joux (. DINNING,
Seerctary.
ArLExaNDER CLERK, Esq.,
Secretary Harbour Commisssioners.

LETTER OF INSTRUCTIONS TO THE BOARD OF ENGINEERS
FOR THE PURPOSE OF CONSIDERING ON INCREASED
ACCOMMODATION IN THE HARBOUR OF MONTREAL.

HarBour CoMMISSIONERS’ OFFICE,
Montreal, 9th Nov., 1857.
GENTLEMEN,—In order to obtain the fullest benefit
from your advice on the important question submitted
to you as to the best means of providing additional Har-
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bour accommodation at this port, and, to give a direction
to your investigations, the Harbour Commissioners would
call your attention to the following points :— .

1. As a preliminary,—Have the Commissioners, in
your opinion, acted wisely in deepening Lake St. Peter,
and otherwise improving the navigation between Mon-
treal and Quebec. Or whether would it have been more
advantageous to the Trade and Cominerce of the Province
not to have deepened Lake St. Peter, but to have allowed
the interior vessel to proceed to Quebec, and there ex-
change cargoes with the ocean veszel? Should you be
of opinion, on examination, that no adequate public ad-
vantage has resulted, or is likely to result, from improv-
ing the navigation below Montreal, so that vessels from sea
drawing 20 feet may ascend at the lowest stage of water
to this Port, it will then be a matter tor your considera-
tion and report, whether more extensive Harbour accom-
modation should be made at this point, or whether the
necessary facilities should be provided at Quebee for the
general trade of the interior.

2. The Commissionershave prosecuted the improvement
of the navigation below Montreal, under the conviction
that if a sailing vessel of 2000 or a steamer of 3000 tons
could ascend from sea to this port without the necessity
of lighterage, there to meet, at the foot of canal and in-
land navigation, the sailing or steam vessel of the inte-
rior, specially ac'apted to river and lake navigation, the
cost of transport on imports and exports would thereby
be reduced to a lower rate than if such inland vessels
proceeded below this port, on a route which (by a com-
paratively small outlay) eould be made available for the
largest class of ocean steamers and sailing vessels. Your
opinion on this point is requested.

3. Another cousideration will present itsclf for your opi-
nion before advising the Commissioners to proceed with

any extensive improvements, namely, the macnitnde of

the trade of the interior and of the West, and whether
it is possible to attract auy large share of it to thix port.
The Commissioners Cesire to direct your attention to the
fact, that although the magnificent canals on the St
Lawrence are in perfect order, and have been in opera-
tion since 1549, with a system of railways also in opera-
tion for two years, running from Quchec, and connecting
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rope, then this opinion must guide you as to the extent
of the works which you would propose for further Har-
bour accommodation.

4. The Harbour Commissioners have been of opinion,
that the St. Lawrence route, as a means of transport be-
tween Europe, the Eastern States, Western Canada, and
the Western States, has not yet been fully developed;
that if the Welland Canal were enlarged, so as to admit
the passage of vessels of 800 tons, and a Cunal con-
structed to conneet the St. Lawrence with Lake Champ-
lain, and suituble facilitics created in this port, so as
to shorten the stay of the western and ocean ves-
sel, and thus reduce the cost of insurance, storage, and
price of handling property, to the lowest possible rates,—
a vast increase of trade would thereby be attracted to the
St. Lawrence, to the great advantage not only of this port,
but to the general public interests. It will be found that
a vessel from sca in the port of Montreal is 120 miles
nearer to ports on the Lakes than are any of the seaports
on this continent; while the distance from Chicago, or
from any other Lake port, to Liverpool, is 4S0 miles less
vie. Montreal than rie the port of New York. To these
points your attention is directed.

5. Should your investigations as to the merits of the se-
veral ehaunels of trade hetween the Atlantic and the in-
terior, result it your finding that the port of Montreal
possesses s1perior advantages as a depit for the transfer
of cargo betwcen the ocean and the upper Lake vessel,
and that the St. Lawrence route may be made the cheap-
est to (ireat Britain and to other European countries,
and also the best route to the Ilustern States and to New
York, then a large increase of Harbour accommodation
becomes imperative, and the nature and site for the im-
'provements in the Harbour will come next in order for
‘your cousideration and report, together with an estimate
of the probable cost thereof.

6. On the question of site there has been much public dis-
Lenis<ion. It hasbeenurged by some, that the improvements
should he made in or near Hocheluga Day; by others
that docks could be constructed with advantage to the
public at or near Viger Square; by others that a dock
could be made by enclosing the present harbour; while
lanother party recommends that the space between Wind-

with all points south and west, yet, up to the close of 'mill Point and Point St. Charles should he enclosed.

1256, the St. Lawrence route had only succeeded in at-
tracting fifteen per cent. of the Western Canadian and

Western United States trade, eighty-tive per cent. of

that trade passing through the Erie Canal and over the
railways of the State of New York. Should you, upon
examination find, that with the improvements now going
forward on the Erie Canal, the route from the West via
Buffalo and Oswego is likely to continue to be the best
and cheapest to the Eastern States, New York, and Eu-

On no one of these schemes have the Harbour Com-
missioners any opinion to offer. They desire to leave
'you at full liberty thoroughly to investigate and report
;on what seems to you best calculated to promote the
general trade of the Province, believiug that the true
interests of this port will thereby be best secured.

7. The Commissioners would refer you to plans, pre-
pared under their directions by their Engineer, Mr. For-
svth, showing the proposed improvements in Hochelaga
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Bay, and at Point St. Charles; as well as to a report by
their Chairman, Mr. Young, dated 23rd April, 1857, on
the same subject ; and also to a collection of various con-
munications, which from time to time have appeared in
the public prints in favor of particular localities as sites
for such improvements.

Should any further information be required by you,
the Commissioners will be ready to furnish the same, so
far as they may have it in their power to do so.

JOHN YOUNG,

Chairman.

ALEX. CLERK,
Scerctary.
To Jorx CHILDE,
W. J. McALPINE,
Jas. P. KIREWOOD,

Esquires, Engineers.

Curicaco, March 24th, 1858.
Hon. Jory Youxg,
Chairman of the Board of
Harbour Commissioners of Montreal :

Sir,—Under your letter of instructions of the 9th of November
last, (@ a), the undersigned, together with their late associate,
Captain John Childe, met at Montreal on the ninth day of

Nov. last, and proceeded to examine the scveral sites proposed
few e URRSLGT UE W1C IATDOUT, aNd AISO OT ulle 'works which have

been in progress under direction of the Harbdur Commissioners
during ths last four years for the improvement of the channel of
the St. Lawrence below Montreal.

They also examined the River between Montreal and Quebec,
and the system of lights and buoys which have been placed there
by the Trinity Board and Harbour Commissioners of Montreal.

After making these personal examinations, and discussing the
various subjects to which their attention was callel by vour let-
ter of instructions, and deciding upon the general outline of the
Report, the preparation of its differcut portions was allotted to
each of the members of the Board.

An arduous portion of the examination was undertaken by Cap-
tain Childe, and was prosecuted with his usual zeal and earnest-
ness until his last fatal illness.

The compilation of the labors of the other members of the Clomn-
mission, and the final arrangement of the Report, was also as-
sumed by Captain Childe; but his lamented death, in February
last, prevented the completion of either of these duties.

His family have placed in our hands the voluminous notes and
memoranda which he had with great industry prepared and col-
lected; and we have incorporated his opinions, both written and
verbal, as far as it was possible, in the following Report.

The undersigned have felt it necessary to make these explana-
tions in apology for the delay in the final completion of the
Report.

The result of their investigations on the several subjects siated
in your letter of instructions are given, but not in all cases in the
order mentioned.

(a @) See Appendix, note A A.

3

In connection with this Report, they present various commu-
nications which they have received from mercantile gentlemen,
and from the Trinity Board of Qucbec, on several subjects which
they have had under consideration.

They also present the Estimates and Plans of the proposed
Tlarbour at Montreal, prepared by your Engineer, Mr. Forsyth.

W take pleasure in alluding to the professional skill and abil-
ity displayed Ly Mr. Forsyth in the preparation of these plans
and estimates, and in his courtesy in furnishing us with every aid
in his power to enable us to examine and readily understand the
plans and projects brought before us.

Respectfully submitted,
WM. J. McALPINE,
JAMES P. KIRKWOOD.

REPORT.

A glance at the map of North America will show nearly at its
geograp‘uical centre a platean from which navigable streams flow
into the ocean to the North, South, and East. (a)

This plateau, scarcely two thousand feet above the level of the
sea, is approached from the south by the Mississippi River, which
forms a natural navigation for two thousand miles, to the Gulf of
Mesico ; from the east by the St. Lawrence and chain of Jakes,
giving a natwal navization to the Atlantic for a distance of two
thousand five Lundred miles; and from the north by the rivers
Saskatchawan, Red, and Severn, which Lhave a natural though not
cuutinuvas navigation for more than one thousand miles, to Hud-
son’s Bay. (b) ~ ;

The territory lying to the“east and Soiith of this remarkable
plateau, in the salnbrity of its climate, in the fertility of its soil,
in its varied productions, and in its extent and ready access to the
great markets of the world, combines advantages superior to those
of any other portion of the globe,

Its discovery, settlement, and development, have followed each
other so rapidly, that its history must almost be written annually
to give uny correct statement of its present condition, or to fur-
nish the basix of an estimate of its future importance and influence
upon the trade and commerce of the world. (d)

The district to which this reference has been made embraces
seven of the North-western United States and Canada West, (e)
It contains nearly four huudred thousand square miles of land
susceptible of the highest degree of cultivation, and is now occu-
pied by eight millions and a half of people. To the north of this
district there is a large urea of sparsely-settled country. The
portion whicli lies within the drainage of the Saskatchawan and
Red Rivers possesses a climate and soil analagous to the southern
water-shed of the Baltic.

.To th.e west i? another large area of land watered by the upper
Missouri, and of equal fertility to that lying along the upper Mis-
sissippi, into which settlements have already been rapidly and
extensively made.

.The latitude of the north shore of Lake Superior corresponds
with the south of England, and passes through central Europe

(a) See Map in the Appendix.

(b) See Appendix, note B.

(d) See Appendix, note D.

(e) See Appendix, note E.
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and Asia; but its isothermal line, which passes through Sweden,
Norway, Central Asia, and China, takes a north-western direction
from Lake Superior, and in the valley of the Saskatchawan is re-
moved fourteen degrees of latitude to the north. The Isother:ual
line of this valley for the summer corresponds with that of France
and Central Europe. The mild climate which is thus indicated,
ripens corn and wheat, and renders it a desirable district for the
large emigration which has been recently arriving on this conti-
nent from the North of Europe.

These great districts, in connection with that portion of the
continent lying to the eastward, contain within themselves all of
the clements for the support of the most prosperous nation on the
globe. The forests contain the finest timber, the earth the most
valuable minerals, and the soil produces the largest crops of the
most valuable cereals,

The natural advantages of this interior district, situated at from
one to two thousand miles from the ocean, would have been al-
most valueless except for the magnificent water-lines which sur-
round and penetrate it, and furnish so cheap a transport for the
immense commerce which has grown up between it and the great
markets of the world.

Half a century ago this region contained only straggling forts
and trading posts, and now it contains nearly one third of the
»population north of the Gulf of Mexico.

Immigration from the Eastern States and from the Old \vorld
has poured into it like those earlier living streams that flowed
from the North over Southern Europe, but unlike them it has
been a tlood of civilization over solitudes and barbarismw.

Its future none 1nav predict ; but judging from the past, it will
year by vear assnme more ilinf)orta:nce, and will warrant the largest
expenditures to accommodate the vast trade which it will furnish
to its outlet-channels of commerce.

For this trade as it now exists, the most costly works have been
constructed to secure its advantages, to each of the great north-
eastern Atlantie cities,

The Canadas have improved the St. Lawrence by a series of
magnificent canals round the rapids of that river, and by a canal
to connect Lakes Outario and Erie ; New York has spanned the
portage belween the ITudson and the Lakes by canals of grefit
length; Pennsylvania bas connected the Atlantic with the Ohio
River by a canal canied over the Alleghany Mountains ; Mary-
land and Virginia have expended large sums in extending their
canals, projecfed across the same barrier; while individual enter-
prise has extended railways from the Atlantic almost to the ex-
tremity of the North-west through Canada, New England, New
York, Pennsylvania, and Maryland.

In these works there has been expended, eastward of the dis-
trict of which we are treating, more than four hundred millions of
dollars, and an equal sum within it, to connect the interior with the
land and water lines which form its outlet-channels of trade. (1)

The value of the commerce of the Lakes in 1855 was ascertain-
ed to be more than six hundred millions of dollars, and at this
time it may be taken at seven hundred millions. The value of
the commerce of the New York canals is two hundred millions of
dollars; of the St. Lawrence is ove hundred millions; and of the
five trunk-lines of railroads is probably equal to three hundred
millions,

The value of the vessels employed on the Lakes is fifteen mil-
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lions of dollars, and thuse employed in this trade on the canals
and rivers east of the Lukes are valued at an equal sum. (A)

A statement of the leading features and amount of the business
done at the most important Lake ports in 1856 and 1857 will be
found in the notes attached to this Report. )]

Tiie two natural outlet-channels for the trade of the North-west
are the Mississippi and the St. Lawrence Rivers.

The Ohio River, which runs along the southern border of this
territory, is navigable for one thousand miles, to its junction with
the Mississippi. Around the falls at Louisville, a canal has been
built which is used in low water, and which ullows the passage of
vessels of three hundred and fifty tons, )

The Mississippi, the upper portion of which runs along the
western border of the territory, is navigable from the Falls of St.
Anthony for two thousand and forty-uine miles, to the Gulf of
Mesico. At the head of navigation it Las an clevation of eight
hundred and fifty fect above the sea, and has an average fall of five
inches per mile. The Rock Isdand and Des Moine rapids are
navigable except in low st @es of water.

The great chain of Luakes, which run through the northern
portions of the territory, connects with the River and Gulf of St
Lawrence, and gives a continuous navigation for two thousand five
hundred miles, to the occan.

Lake Superior is six hundred feet above the level of the sea,
and is twenty-seven fect above the level of Lakes Huron and
MicbLigan. Atthe outlet of Lake Superior there is a canal one mile
in Jength, andit has two locks which will passvessels of two thousand

The Niegera River hrtwoon Takes Fric and Ontario has a
fall of two hundred and seventy feet.  The Welland Canal which

connects the nav\igation between these Lakes is twenty-eight miles
long, with twenty-seven locks which will pass vessels of four
hundred tons. The St. Lawrence River fiom the east end of
Lake Ontario to Montreal has a fall of two hundred and twenty
feet, wlich is overcome by seven short canals of an aggregate
length of forty-seven miles, with twenty-seven locks which will pass
vessels of eight hundred tons.

The Channel of the St. Lawrence has been decpencd so that sea-
going vessels drawing eighteen feet at the lowest stage of water
come up the river as high as Montreal, and operations are now in
progress by which a channel of twenty feet will be given.

All of these works excepting that at the outlct of Lake Superior
have been constructed by the Canadian Government,

The State of New York has built a canal from Buffalo on Lake
Erie, and from Oswego on Lake Ontario, to Albany on the Hudson
River, a combined length of five hundred and sixty-nine miles, with
locks which allow the passage of boats of two hundred and fifty

tons.® .
She has also constructed a canal sixty-five miles long from the

Hudson River to Lake Champlain, with locks which will pass boats
of eighty tons; and from the northern and of Lake Champlain
the Canadian (tovernment has constructed a canal twelve miles long
and locks in the Richelieu River, which will allow vessels of three
hundred tons to pass between the St. Lawrence and Lake Cham-

tone

lain.
b The State of Pennsylvania has constructed a canal from Chesa-

* These canals were originally built with locks which allowed the passage of boats
of sixty tons; the locks are now enlarged to the size above stated, and the enlarged
channel-way is nearly completed. The dimensions of the boats are those which the

canal will pass when fully completed.
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peake Bay, for three hundred and fifty-four miles (including thirty-
seven iniles of railroad), to the Ohio River, with locks which will
pass vessels of sixty tons,

The States of Maryland and Virginia have constructed canals
from tide-water to the eastern base of the Alleghany Mountains,
but have not yet extended them to the Ohio River, as originally
projected.

The State of Ohio has constructed six hundred and forty-six-
miles of canal of the ame size as the New York canals, to con-
nect the Ohio River with Lake Erie in three places.

The State of Indiana has constructed four hundred and sixty
nine miles of canals of the same size and for the same purpose as
the Oliio eanals.

The State of Illinoix has coustructed a canal of one hundred
and two miles long, with locks which will allow the passage of
boats of one hundred and fifty tons between Take Michigan and
the Illinois and Missisippi Rivers. i

The State of Wisconsin has constiucted canals and a siack-
water navigation, which will allow vessels of thre: hundred tons
to pasx from Lake Michigan and Greenbay to the Wisconsin and
Mississippi Rivers,

The trank lines of railways have been constructed by indivi-
dual enterprisc, assisted in some cases by the Government.

The first of these trunk lines extends from a point one hundred
and forty miles below Quebee, and from Portland, through both
Eastern and Western Canada to the State of Michigan.

The second extends from Dloston to Montreal and the eastern
end of Lake Outario, and to Albany, where it connects with the
Central line through the State of New York.

The third extends by two lines from the City of New York to
Lake Erie, where it is connected with the Canadian line leading
westward, and by another line along the southern shore of Lake
Erie, to Chicago, branching off to Cincinnati on the Olio and St,
Louis on the Mississippi.

The fourth extends from Philadelphia to the Ohio River, and
thence to Cincinnati, St. Louis, and Chicago, conneeting with the
third line at ('leveland on Lake Erie.

The fifth extends from Baltimore to the Ohio River, and thence
to Cincinnati, where it connects with the other lines leading
westward.

The first line is also extended across the State of Michigan by
two roads, one leading to Grand Haven on Lake Michigan and
the other to Chicago.

From Chicago scven lines of Railways have been opened to the
Mississippt at Cairo, St. Louis, Alton, Quincy, Burlington, Rock
Island, Fulton, Dubuque, and Prairic dn Chien, and two lines
northward, to Fond-du-Lac and Milwaukie,

From each of these main trunk lincs, others radiate in every
direction, reticulating almost every part of the territory in ques-
tion. Some of these might also be included among the trunk lines,
while others are but tributaries to the main lines which have been
above noted.

This territory of the Northwest, as thus described, has within
itself a natural navigation of eight thousand wmiles, an artificial
water navigation of one thousand miles, and cight thousand miles
of railway in operation, besides a thousand miles more in progress.

From the preceding sketch, it will be seen that the territory in
question has two natural and two artificial water-lines Jeading to

the ocean, besides five great trunk railways extending to the
Atlantic seaboard.

The occan ports at the termini of the two natural water-lines
are Montreal and New Orleans, and those as the termini of the
two artificial water-lines are New York and Philadelphia.

The ocean ports at the termini of the trunk railways are
Quebee, Portland, Boston, New York, Philadelphia, and Balti-
more, (k).

The relative value of the several lines for the transport of the
trade and commerce between the territory and the Atlantic will
now be examined,

The Olio and Mississippi Rivers have a current of from oue to
three miles an Lour in the direction of the greatest movement of
the tonnage.  These rivers are broad and very shallow in ordi-
nary low water, obstructed by sandbars, and Ly snags on the
lower half of the voyage. The channels are tortuous and in some
places very changeable, and can only be navigated by steamboats
of a peculiar chiaracter, having small draft of water and propelled
by powerful machinery which must be made as light as possible
and cannot therefore be adapted to the economical use of fuel.

The cost of transport by this route is therefore more expensive
than it would be, considered without reference to the peculiarities
of the navigation and of the vessels employed. (7)

At New Orleans (the ocean terminus) there is a limited de-
mand for the agricultural productions of the upper portion of
these rivers, the country adjacent to the lower portion being
nearly sufficient to furnish the requisite supply of these articles.

The vessels from that port have large export cargoes of the
productions of the lower country and a very limited amount of
return freight, and have an increased length of voyage to reach
European ports comparad. with those sailing from the north-
ea-tern Atlantic ports.

The climate of the lower country injuriously affects most of the
products of the northwest, and diminishes their value when
shipped by that route.

The expense of trancferring cargo at New Orleans is much
greater than at the northeast. All of these circumstances combine
to the prejudice of this route, and confine the exports by it, from
the territory in question, to a marrow belt along the Ohio and
along the upper Mississippi between Cairo and the Des Moines
Rapids.

The canals of Pennsylvania drain but a small area along the
upper Ohio, in consequence of their limited size, great lockage,
and disconnected water-lines,

The determination of the question of the best route for the
water-borne trade is therefore reduced to a comparison between
the routes through the State of New York and that along the
St. Lawrence,

For the present purpose each of these routes will be examined
as if they had already been improved and completed upon the
most advantageous plans, which the anticipated extent of the
trade throngh them would warrant (m.)

With this view the cost of transport on the Erie and Oswego

canals will be taken, as if they were cnlarged throughout. The
Caughnawaga canal, from the St. Lawrence to Lake Champlain,

(k) See Appendix note K.
(l) See Appendix note L.
(m) See Appendix note M.
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will be considered as completed on the same seale as the St. Law-
rence Canals; and the Champlain Canal will be regarded as also
enlarged to the same dimensions,

The locks on the Welland Canal will be considered as enlarged
to the same capacity as those on the St. Lawrence Canals; and
the St. Lawrence River between Mountreal and Quebee will be
regarded as improved so as to allow sea-going vessels of a capa-
city for twenty feet of water-draft, to neet the luke craft side by
side in a safe and commodious hatrbour at the {urmer port.

It has been ascertained that the tonnage of the exports® from
an agricultural district is four times as great as the tonnage of its
imports, when they are of equal value. 7

The surplusses of the territory in question are mostly raw and
heavy commodities, embracing the ceresls and lumber, and a small
amount (relatively) of flonr and salted meats; and in return for
these articles of export are demanded the manufuctures and mer-
chandise from the East, and groceries from the East and South;
while the prairie country of the south-western portion of the ter-
ritory requires also large supplies of lumber from the northern
and north-eastern portions of the district (n.)

The raw commoditics, and those of considerable bulk or weight
in proportion to their value, must necessarily be transported by
the cheapest conveyance, almost irrespective of the rapidity of
movement. )

These classes include by far the largest amount of tonnage
moved.

Next in importance are the bulky and heavy articles of manu-
factures, merchandise and groceries, when cheapness of transport
is important, but where greater celerity and certainty of move-
ment are required than in the first-mentioned class.

Awsﬂgmat@u@—ulpmpmbe“—%e their bulk or weight,
and those of a perishable character, require the more speedy tran-
sport, almost without regard to the cost of conveyance.

Sailing vessels furnish the cheapest transport, and are chiefly
employed in the conveyance of the first class; steamboats and
propellers are required for the second class; and the railways
enjoy the monopoly of the last of the classes above menticned.

Some of the articles embraced in these classes are conveyed
exclusively by sail-vessels, some by stemn-vessels, and some by the
railways; but for many others there is a strong competition be-
tween the different modes of transport, the more rapid but expen-
sive ones drawing to themselves the conveyance of articles which
belong to the cheaper modes of transport. (o)

The lateness of the season, the demand for or value of the ar-
ticle in market, or the necessities of the owner, frequently change
the movement from a slower to a more speedy conveyance.

During the last ten years important changes have tuken place,
which modify to a considerable extent the conclusions which were
arrived at by those who have examined the cost of transport at
an earlier day than the present.

The demands of trade in its infancy required only the smallest
class of vessels; as it increased, the demand was at first met by
an increased number of vessels, which, for the convenience of the
architect, was confined to the same model and size. When the

* By the word “exports,” as used in this place, is to be understood
the surplus not required for consumption within the district.

(n) See Appendix note N.

(0) See Appendix, note O.
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trade upon any particular route became irmportant, vessels of im-
proved models and increased size were introduced. The preju-
dices of navigators were for a long period opposed to any consi-
derable increase in the size of vessels; but the laroe increa-c of
the mercantile navy of the last quarter of a century hus year by
veur led to the substitution of ships of increased size. ()

The packet-ships from the port of New York have becn enlurged
from two hundred and fifty to fifteen hundred tons, and sfcamers
of two to three thousand tons are now in common use upon the
acean,

The limiled trade of the lakes was accommodated at first by a
small class of vessels.
ity, and, wherever it bas become of sufficient importance to war-

This trade has incrensed with great rapid-

rant the use of large vessels, they have been supplied ; so that at
this time a considerable portion of this trade is doune in vessels of
from two to five times the size of those employed a few years
since.

It has been found that the cost of building, equipping, and rou-
ning the larger vessels does not increase in the xame proportion
as the increase in their capacity ; anld thercfore that the cost of
transport is reduced by increasing the size of the vessel, whenever
there is a sufficient amount of trade to insure full cargoes.

The best-informed navigators upon the Lakes estimate the cost
of transport in the largest class of vessels now employed at one-
fourth less than in the small vesscls which were formerly exclu-
sively employed in the lake trade.

The increasing demands of trade and the competition of the
railways have called into use a c¢lass of steam-vessels denominated
propellers, of grest carrying capacity, and with enaines adapted
to a slow specd, s:f as to obtain the greatest economy of fuel.

Those of this class first built were small vessels, but it was soon
ascertained that the greatest economy was attained by enlarging
them to the greatest size that the lake harbours would admit,

The cconomy with which these vessels are run, combined with
the greater celerity and certainty of their voyages, enables them
to share with sailing vessels the carriage of the bulky and cheap
articles going towards tide-water; and as their charges are so
much lower than those of the railway, and their deliveries are as
prompt and but little longer, they bave rapidly drawn to them-
selves a larger portion of the business which had begun to seek
the latter ; and thus, by gencrally securing full cargoes in both
directions, they have effected a material reduction in the charges
of freight both ways.

The grain trade of the Lakes now requires the handling of a
million of tons per annum at cach end of the route, and at each
transfer of cargo. At the principal shipping ports on the Lakes
warchouses of great capacity have been erected, into which the
grain is elevate:d by steam power from cars or wagoons, weighed
and held in store, and loaded into vessls, at less than one-fourth
the cost of the former band method. (4}

The vessel being loaded in much less time, her port expenses
are very much reduced, which again results in diminishing the
cost of transport.

Similar arrangements will doubtless soon be brought into use
for the transferring of otlier freight, which, with the continued
improvements yearly made in every branch of transport, will
prove an additional stimulant to this trade, already so large.

(p) See Appendix note P,
(g) See Appendix note Q.
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In comparing the routes through the State of New York with
each other and with the St. Lawrence, it is necessary to observe,
that by the way of Buffalo and Uswego a transhipment must le
made from the lake vesscls to canal boats, and that the extra
cost of canal transport and heavy tolls must be added to these
routes; while by the way of Lake Champlain to New York, and
by the St. Lawrence to Montreal, no transhipment is requived,
and the extra cost of the movement on the canal and of tolls is
very much reduced.

The cost of transport by all these routes except that | y the way
of Buffalo will be greatly reduced by the enlargement of the locks
of the Welland Canal.

These locks enlarged to the same size as those on the St Law-
rence Canals (with some additional length), and those on the
St. Lawrence also lengthened, would allow the use of vessels of
eight hundred and fifty tons, which is probably as large as could
enter the Lake harbours. .

The advantage of the use of such large vessels, making such
long voyages will reduce the cost of transport by the other
three rout:s so much less than that by the way of Buftalo, so as
to divert a large portion of the Western trade frum that port,
through the Welland Cunal, and the other route to New Yurk
and Montreal.

The cost of the new locks on the Welland Canal and of some
improvements in the channel is cstimated at two millions one
hundred and fifty thousand dollars. (r)

It is believed that the increased business which would be divert-
ed through it, together with the natural increase of the trade
would warrant the construetion of these enlarged locks at as early
a day as they could be built. >

From the computations which follow, it will be seen that the
cost of transport to New York Ly the way of the proposed Caugh-
nawaga and enlarged Champlain Canals in ordinary vessels is less
than by the way of Oswego.

The Champlain route thus improved will have the further
advantage of the more economic use of vessels of the largest class
proceeding from any port on the Lakes directly to New York,
without breaking bulk, and also the diminished lenoth of canal
navigation by that route.

The construction of the Caughnawaga Canal will enable such
vessels to land and receive cargo at Burlington and Whitehall,
from whence Western freights can be carried to and from Boston
by railways cheaper than by any other railroad route to that
city.

This canal would thus open a considerable portion of Western
New England to this route, and add very largely to the revenues
of the Wellaud and the St. Lawrence Canals, and also give value to
the railroads of Western New England which terminate on Lake
Champlain, and those connected with such roads, many of which
are now unproductive.

The Caughnawaga Canal built, the state of New York would
not long hesitate in the enlargement of the Champlain Canal so
as to allow the largest lake craft to come directly to her seaport.

The route by St. Lawrence to Montreal requires to be next
noticed.

It will possess advantages equal to all those which have been
mentioned in any of the other routes named, in the improvements
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in navigation, the increase in the size of vessels, in their improved
models, in the facilities for loading and discharging cargoes at both
ends of the r-utes, in the length of voyages without tran-
shipment, in having the least distance between any of the luke
ports and the seaport, and in having the shortest length of taxed
canal navigation.

When this route has been improved in the manner already
suggested (the details of which will be subsequently discussed),
there can be no question but it will draw enough of the Western
trade to amply repay the cost of the works which have been
[’I'nl'mS(}L].

In addition to the advantages which have heen already stated,
in each of which it shares equally with all the other routes, it
possesses a water-power located at its eastern extremity which
may be considered of unlimited capacity.

The value of a water-power thus located will be appreciated
when it is considered that throughout the whole grain-growing
region of the west, there is alinost none, certainly no amount of
water-power at all adequate to the manufucture -of the immense
quantity of the cercals which must be exported from that region.

The value of such a power is enhanced by being located in
close contignity to the dense population along the Atlantic, where
the offal has the greatest value, and it is also increased because
it can be directly reached by lake craft without transhipment or
drayage.

The whole available power at Black Rock, Lockport, Rochester
and Oswego has been already occupied. (s)

These places are at a great distance from the seaboard. At
Black Rock and Oswego the lake vessels can discharge grain into
the flouring-mills, and the manufactured flour can be loaded di-
rectly from ihe mills.into_canal-boats. At the other places
named, grain to be floured must be subjected to an extra transmip-
ment, the cost of canal transport, and in many cases to an expensive
drayage.

The plau of the contemplated harbour at Montreal provides
for a large water-power, with the means of increasing it almost
without limit, and so located that lake vessels may discharge
their cargoes of grain designed for manufacture lying alongside
the flouring-mills, and the grain so manufactured can be delivered
on board of the ocean ship or steamer as well as on cars for direct
transport to the East without drayage. (¢)

The rapid growth of the trade at Oswego will best serve to
illustrate the advantages which would be enjoyed at Montreal by
the construction of the proposed works. The present condition
of the trade at Oswego is not alone due to the cheapness of the
greater length of untaxed lake navigation which it enjoys, but to
that cause combined with the advantage of receiving and manu-
facturing grain without the expense of transhipment or cartage,
() .
At the portof New York thereis no water-power, and Western
grain designed for export from that port is subjected to the
cxpenses of transhipment at the place where it is manufactured,
or to the extra cost of the transport of the raw material on the
ocean,

These expenses will be obviated by the consighment of grain
to Montreal, and it will there have another advantage in the better
condition in which flour will be shipped, as the barrels will not

(r) See Appendix, note R.

“ (s) See Appendix, notes S. T, U.
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be liable to any damage or loss in the movement or in the expo-
sure to the weather., This cannot be assumed at less than twenty
five cents per barrel, or five per cent on the cost of the article.

A cunsiderable portion of the surplus of the West is required
for consumption in the manufacturing districts of New England
and at the fisheries at the outlet of the St. Lawrence.(v)

The interior of New England can be supplied from Montreal
cheaper than from any other direction, and the monopoly of this
trade may be counted upon as belonging to this route.

The supply to the fisheries can also be obtained through this
route as cheap as by any other.

The Biitish Government, by an enlightened policy, has thrown
open the navigation of the St. Lawrence free to all nations, and
the products of the Western States may be exchanged at Montreal
for the products of any other country free from any duty to the
English Government. The cheapness, shortness, and other advan-
tages of this route, when fully appreciated, will doubtless attract
to it so considerable a share of the Western trade as to warrant
the expenditures proposed for the enlargement of the locks of the
Welland canal and for the proposed harbour improvement at
Montreal,

The following table of the cust of transport per ton Ly the
several routes is made up from Chicago, as a starting-point com-
mon to all, from which vessels of eight hundred tous will perform
the duty as far eastward as they can be navigated on each route.
(w)

The routes through the Erie canal, both by the way of Buffalo
and of Oswego, will require the voyage of the large vessels to ter-
minate et those ports, and the cargo to be transferred into canal-
boats of two hundred and fifty tons.

T foxie i akeChamplain to New York, and that
through the St. Lawrence to Montreal, will allow the large vessels
to proceed directly to those ports without transfer of cargo.

TABLE.

First.—From Chicago to New York by the way of the Lake to Buffalo,
the Erie canal, and the Hudson River to New York.
By sailing By steam

Vessels, Vessels,
From Chicago to Buffalo, 914 miles Lake navigation,

at2and 33 mills vovviiiii it £1.83 £3.20

t«  Buffalo to West Troy, 353 ¢ Canal ft
at 8Bmills. ..o ieiniiiiiii i e 2.82 2.82

* WestTroy to New York, 151 * River “
at3and 5mills ..ovvveniiiiiiiieiiiians . 045 076
Transferring cargo at Buffalo........... Ceenaan 020 020
1418 miles oo .o ovn ittt £5.30 $6.98

Second.—From Chicago to New York by the way of the Lakes and
Welland canal to Oswego, and thence by the Oswego and Erie canals
and the Hudson River to New York.

By sail By steam

vessels. vessels,
From Chicago to Oswego, 1057 miles Lake navigation,
2and 33 mills .oovvneeiiennninierinnianas $2.11 $3.70
Additional expense on the Welland canal, 28 miles,
20 11§ 0-8 08
From Oswego to West Troy, 202 miles Canal navigation,
Bmills cuveiiin ittt et e 1.62 1.62

(v) See Appendix, note V.
[w] See Appendix, note W.

From West Troy to New York, 151 milesriver navigation,

3and 5 mills........ooivvvinans S, 045 076
Transferring cargo at Oswego .ovevvvienn-. . 020 0°20
1410 miles cnvivivnnniiin cin i %4.46 $6.36

Third.—From Chicago to New York by the way of the Lakes, the
Welland, St. Lawrence, Caughnawaga and Champlain canals and the
Hudson River to New York.

By sail By steam
vessels, vessels.
From Chicago to New York, 1632 miles, at 2 and 3} mills. $3.26 $3.71
Additional expenses on the Welland, St. Lawrence,
Caughnawaga and Champlain canals, 167 miles,
3 mills 0-50

0-50

1632 miles $3.76 $6.21

Fourth.—From Chicago to Montreal by way of the Lakes and River
St. Lawrence and the Welland and St. Lawrence canals.

By sail By steam
vessels,  vessels.
From Chicago to Montreal, 1278 miles, at 2 and 3 mills. $2.56 $4.47

Additional expense in the St. Lawrence and Wel-

land canals, 75 miles, at 3mills..............

022 0422

1278 mileS.neeeuerveesveietnnncnenanes $2.98 2469
The comparison of the routes by Railroad from the termination
of the voyages of the large vessels to certain points is as follows:

First.—From Chicago to Buffalo by Lake vessels, and thence to New

York by Railroad.
By sail By steam

vessels. vessels.
From Chicago to Buffalo, 914 miles, as before ........ $1.83 33.20
¢  Buffalo to New York, 444 ¢ Railroad, at 1} cts. 6.66  6.66
Transferring cargo at Buffalo.... ... ... .o 0-20  0-20

{
1358 miles oov i vie i i iiinianns $8.69 $10.06

Second.—From Chicago to Oswego by Lake vessels, and thence to
New York by Railroad.

By sail By steam

vessels, vessels,

From Chicago to Oswego, 1057 miles, as before........ R2.19 33.78
¢« QOswegotoNew York, 327 ¢ by Railroad,at1}c. 4.90 4.90
Transferring cargo at Oswego .....cvvvevennnns 0:20 020

1384 Miles vevrerennneennneannncnnennns $7.29 $8.88

Third.—From Chicago to Whitehall by Lake vessels, and thence to
New York by Railroad.
By sail By steam

vessels, vessels,
From Chicago to Whitehall, 1415'miles, at 2 and 3} mills. $2.83 $4.95

Additional expense of Welland, St. Lawrence, and

Caughnawaga canals, 101 miles, at 3 mills.... 030 030

From Whitehall to New York, 223 miles, by Railroad, at
1l cenmtseeeeiin vt it s, 3.35 3.3
Transferring cargo at Whitehall............. «o 020 0-20
1638 miles..ccvvenvnnn.. Cerreeriiiaeen 26.68 $8.80

Fourth.—From Chicago to Whitehall by Lake vessels, and thence to
Boston by Railroad.
By sail By steam

vessels. vessels,
From Chicago to Whitehall, 1415 miles, and transferring

cargoasin No. 3 ....eviuii it $3.33 8545
“ Whitehall to Bostom, 191 ‘ by Railroad,1{ec. 2.87 2.87
1606 miles........ resaneteienrennaen . $6.20 $8.32

Fifth—From Chicago to Burlington by Lake vessels, and thence to
Boston by Railroad.
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By sail Bysteam
vessels. vessels,

From Chicago to Burlington, 1351 miles, at 2 and 3} mills $3.70 $4.73
Additional expenses of Welland, St. Lawrence,

and Caughnawaga canals, 101 miles, at 3mills. 030 0-30

From Burlington to Boston, 258 miles, at 1} cents...... 3.87 3.87

Transferring cargo at Burlington .............. 020  0-20

1609miles vuvr i iiiii ettt iian i, $1.07 $o0.10

Sizth.—From Chicago to Montreal by Lake vessels, and thence to
Boston by Railroad.

By sail By stcam
vessels, vessels,
From Chicago to Montreal, 1278 miles, as before........ 32,78 84,09
¢ Montreal to Bostum, 341 ¢ Ly R.road, 1} cts. 5.12  5.12
Transferring cargo at Montreal........ Ceeeeea 020 020
1619 miles. . cvevnninivinenniinn ... 23.10 $10.01

Sercenth.—From Chicago to Montreal by Lake vessels and thence to
Portland by Railroad.
By sail By steam

vessels, vessels,

From Chicago to Montreal, as before, 1278 miles....... 22,73 24.69
¢ Montreal to Portland by RR., 202  atlfcts.. 4.38 4.38
Transferring cargo at Montreal................ 0:20 020

1570 miles. . oot i i e $7.36 S9.27

1t is obviously impossille to incorporate in such estimates all of
the incidental advantages of some of the routes to which allusions
have been made ; but as these would not affect the general con-
clusions which are derived from the tables, a more particular con-
sideration of them is not deemecd necessary.

These tables of the cost of transport, as has been already men-
tioned, o not show the present charges by thae several routes, but
are only intended to exhibit the comparative cost of cach route
when they lhave been fully improved in the manner which has
been previously stated.

The present charges for transport between the West and the
Atlantic are more in favor of the routes to New York than the
above tables would indicate; but auny conclusions drawn from the
present conditions would bLe obviously of only temporary applica-
tion. (a)

Having brought the cost of transport from the interior to Mon-
treal, the next point for consideration is as to the expediency of con-
tinuing the lake vesscl to Quebee, or of bringing the sea-going
vesscl to Montreal.  Our late associate, Mr. Childe, had fully exa-
mined this question, and we quote trom his notes as follow :—

“It has been already shown that the shortest and cheapest
route from Chicago to tide-water is via the St. Lawrence, and it
is admitted by all commercial men that unobstructed transport
trade will always take the shortest and cheapest route. As a
question of practical economy, it must also be admitted, without
the necessity of argument, that vessels properly constructed for the
lake and river traffic west of Montreal, will be neither safe nor
profitable for the gulf and ocean ; nor, on the other hand, would
the deeper build of sca-going vesscls be suitable for the canals and
shallow parts of the river and lakes. It follows, then, that a port
of transhipment must be provided. The natural course of Cana-
dian trade and population has from an early period made Quebee
and Montreal prominent centres of both upon the river. These
cities divide the river trade, and are together capable of affording

(a) See Appendix, note A.

all the facilities that the future commerce of the river may require,
The differences peculiar to each seem to spriny solely frum natural
causes, to wit : at Quebcee the river harbour is deep and broad, the
channel from thence to the ocean has always heen anobstructed
and sufficient for the largest class of vessels.  The changes of
tidal level (13 and 18 feet respectively for sammer and spring)
would be detrimental to general traffic, buat are of very great ad-
vantage in the landing, preparation, and shipment of timber,
which is chiefly transported in rafts from the upper country to
Quebec.  For such reasons the immense timber and lumber trade
of the provinces will doubtless continue to be transacted at Quebec.

“Quebee and Montreal must enjoy a very large increase of
general traffic by the increase of population in their respective
districts, and also by all public works which serve to expedite and
chepen the collection, transportation, and distribution of produce
and merchandize whether inward or outward bound via the St.
Lawrence route,

“Tt s apparent that the position of Montreal, at the Lead of
ocean navigation and at the foot of the lowest rapids, posscsses
certain advantages peculiar to itself, It is swirounded by a more
populous and fertile region of country, at the confluence of the St
Lawrence, Ottawa, and  Lake Champlain routes of trade, and the
focus towards which the continuous influences of railways and
the natural and artificial water-channels of the West and Norih-
west will more and more concentrate the trade of the lake coun-
tries. These countrics now number cight millions of people : at
the close of another century they will probably come up to twen-
ty millions.

“ We notice also, as a proof of the cligible commercial pesition
of Montreal, that in the years prececding 1856, during which the
corn laws of Englaid and all ~differentintutios favorimytedi=
rect export and import tride with the Canadas had been repealed,
and the bonding system of the United States and the reciprocity
treaty with that country cstablished, the ports of the United States
became virtaally free to Canaldian trade, thereby diverting from
the St. Lawrence route 12 of the Canalian cereal exportsrand £
of all imports,  Yet the imports into Montreal inercased at the
same time fifty per cent, but 11 of this increase appears to have
acerucd on the first year of the reciprocity trade with the United
States.”

“In 1855 the total imports by the river are stat-
ed at

................................ $11,104,028
Total imports from United State ports........ 20,825,432
Making total imports. . ... oo L. $32,310.460

of which Montreal alsorbed $12,372,550, or over 3 of the whole ;
and 578,552 more than the total imports that year by the river.

Thus showing Montreal to be largely on the inercase, notwith-
standing the diversion of the trade from the river to other routes,
via Portland, Boston and New York. (5)

“But the true interests of Canwla, and of the North-west-
ern Lake States, vequires that that trade and its future inereise
shall be restored to the shorter and cheaper route via the Si.
Lawrence, not by restrictive govermmental enactments, bug by per-
fected canals, deepened channels, numerous light-houses and well
instructed pilots,

() See appendix note B,
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“ Other local considerations point to Montreal as the sea-port of
the West, and as the proper point of transhipment between sea~
going and interior lake vessels.

“1st. Decause the larger sea-guing vessels caa continue their
voyage from Quebec to Montreal, one hundred and eighty miles,
at less cost per ton than would attend running the smaller interior
vessels from Montreal to Quebec ; for with the completed twenty
tect chanuel, and corresponding harbour extension at Montreal,
there is uo reason to apprehend extra risk or detention.

“ For instance, a steamer of medium size arrives at Quebec fully
loaded with 1200 tons of goods, 250 fir Quebec and 950 for Mon-
treal and the West, with an average of 100 passengers,  After
discharging the Quebee freights, her actual expenses to Montreal
and back will be as follows, exclusive oflake dues, which ought to
be rescinded on the completion of the new channel, if not before :

Pilotage up and dOWh,. e ve viviienearirrrenevinannss $107
Wharfage at Montreal 12 days,....coveneeniaieannnns 100
Coals consumed, average 70 tons (3280).............. 280

Sums expended in running up and down and mooring

at wharves two days, for which the pay and subsis-
tence of officers and men will be. ......coiiiennns 140
Interest and insurance (2 days) on cost of ship,....... .. 128
Total disbursements Quebec to Montreal and back,.... 755
Add contingent expenses. ... eee et iaieieanesions 5
$830

“ If we count each passenger as equal in rate and measurement
to two tons, and that the ships take at Montreal for cargo tweuty
five passengers and 1000 tons, the total movement up and down
will be equivalent to 2200 tons, nett cost per ton 383 cents, wkich
is 24 mills per ton per mile, or 3% cents per barrel for flour from
Montreal to Quebec. _To perform this aceount of transportation
by two mediwm-sized interior steamers fully loaded with 500 tons
each, with passenger accommodations, will be as follows:

Pilotage for both, up and down........ooviviiiiins S112
Wharfage at Quebec 5 days, 3 eteaenioen i iiae, 50
Coal consumed 40 tons to each=80 ............... .. 320

3482

“ Prominent merchants largely engaged in the forwarding busi-
ness between the upper lakes and the ports of Moutreal and Que-
Lue, object to sending their steamers to Quebee on account of
Jetentions from the want of suitable wharf space, from the tidal
changes, aud from the risk of grounding at low water at the
wharves ; but these evils can be obviated in time by building more
wharves and extending them to deeper water, and by a tidal dock
for which there exists an admirable site at the mouth of the crec
on the north-westerly side of that city.

k
But apart from all Joual
questions, the general accumulation of export products at Mon-
treal, as the terminus of 1500 miles of inland navigation, is much
better security against detention of vessels there cither for load-
ing or dizcharging, than ean be had at Qucbec at any time.  We
therefore make allowanze of one day for each trip in favor of
Montreal, and state :

Previous amount brought forward............cc.oee S482
Three days time in running and mooring at wharves

and other detentions, for which the pay and subsis-

tence of officers and men will be.........oovvvits 215
Interest and insurance 3 days on cost.....cvovnennans 192
For contingent expenses $50 each ....oooiviiiiennes 100
Total by inland steamers............. veevesenaeess  $989
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“«Which divided by 2200 tons, as before, gives 45 cents per
ton=2-2; mills per ton per mile and 4} cents per barrel of flour.
The above shows the comparison between sea-going steamships of
1200 tons and lake vessel of 500 tons.  Steamships of 2400 tons
are now built for this route, the cost of transport by which, com-
pared with the largest lake ecraft (800 tons). would show a still
larger result in favor of bringing the ocean steamships to Montreal.

The same comparison of sea-going and inland sailing vessel
shews a much larger difference in favor of sending ocean vessels
to Montreal.” (ci)

Tt is evident, as stated by Captain Childe, that there must be a
transfer of cargo between the vessels which are employed in the
interior trade and those which are employed upon the ocean, and
we agree with the opinion expressel by him that this transfer can
be made to the best advantage at Montreal.

As the estimates which liave been before given of the cost of
transport from the interior, brought the compurison to the two
seaports of Montr al and New York, it is deemed proper to con-
tinue the comparison across the ocean and to the West Indies
and South Anierica.

It is true that there is Lut little general trade now existing
between Uanada and these Sonthern ports; but it is evident
that the laree supplies of lumber in its various forms which are
now drawn from the United States to the West India islands,
aml to the Southern continent, can Le supplied from the extensive
forests of Canada East by direct shipment on more favorable
terms than from the North-eastern ports of the United States,
and, as the supplies of these articles at those ports are being rapidly
exhausted, it cannot be long Lefore resort must be had to the St.
Lawrence for this article of commerce.

The wood exports of the United States to the West Indies and
to the Southern continent in 1856 amounted to four and a half
millions of dollas, being sixty per cent of the whole wood exports
of the country. (4’)

The following tables show that the cost of transport from the
<t. Lawrence to these Southern ports does not exceed $1.50 per
ton more than from’ Doston or New York, which, from the less
cost of these wooden products at the former place, would enable
the Canada merchants eventually to command the market.

Tables of the cost per ton by sailing vessels.

1st. From Montreal to,—

HAVANA. H JAMAICA. |[|RIO JANIERO.
Distance Distance Distance
miles. Cost. miles. Cost. miles. Cost.
|
$ cts. \ & cts. ! 3 cts,
2910 2 91 3003 310 6800 6 80
At one mill per mile,
add cost from Chi-
cago to Montreal,
as before........ 1278 278 1278 | 2 18 1278 | 2 78
Total... ... 4188 5 69 4373 5 88 8078 9 58
2nd. From New York to,—
R HAVANA. JAMAICA. ||RIO JANIERO.
Distance Distance Distance
miles. Cost. miles, Gost. miles. Cost.
S cts. & cts. S cts.
1290 1 29 1495 1 50 5210 5 21
At one mill per mile,
add the cost from
Chicago to New
York, as before...| 1410 4 46 1410 4 46 1410 4 46
Total....... 2700 | 5 5 2905 5 96 6620 9 67

(c¢i) See Appendix, note Ci.
(d') See Appendix, note D',
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The comparison of the distance and cost to Liverpool will be
as follows. () ’

Miles. Cost.

By sail. By steam,
1st. From Chicago to Montreal, as before.. 1278  $2.78  $4.69
From Montreal to Liverpool by Straits of

BelleIsle...cvvviveereeninnevenaneens 2682 2.68 5.36
Add for towage on St. Lawrence......... .30
3960 $5.76  $10.05

By sail. By steam.
2nd. From Chicago to New York, as before. 1410 $4.46 $6.36
From New York to Liverpool............ 2980 2.98 5.96

4390 37.44  §12.32
Difference in favor of the St. Lawrence route. 430 1.78 2.27

The cost of tran-port from the Western interior to European
ports is shown by these caleulations to be about twenty-five per
cent cheaper by the 1. Lawrence than by any other route.  The
ocean charges are lwowever mearly twice as wuch now from
Montreal as from New York. This difference is to a large
extent accidental, and must gradually and rapidly decrease with
the growth of the Canadian provinees. Various considerations,
to which we will now allude, confirm this view.

The trade of the port of New York has been long well matur-
ed. For a great length of time no burthensome restrictions have
existed to dJiscourage her comumerce. She has been to all the
nations of the world a free port, and her position as regards the
inland trade of the lake basins, which her canals have controlled
since 1830, aided Ly a harbour of casy access, has made her
familiarly known to the ships of all nation:. Iler connections
with the interior are equally well developed, and a Jong expertence
has systematizel her forwarding facilities and reduced the cost
and charges of transportation from the interior to a minimum.
Vessels coming to the port from sea are sure of a cargo of some
kind lLome or coastwise to other ports. In the same way steam
vessels and canal barges from the interior lakes and rivers, as
well as coastwise, can always count on a return of freight more or
less from that accumnuiation of forcign merchandiss which is
delivered at New York to meet the consumption of the Western
States, of the State of New York, and of a considerable portion of
the province of Canada. At the port of New York every facil-
ity, growing out of a long and large experience in both the interior
and the ocean trade, is thus well understood. The port of Mont-
real, on the contrary, is thus far, very dcficient in similar advan-
tages. It is but nine years since the restrictive laws of Great
Britain as regards foreign shipping cntering the Gulf of the St.
Lawrence were removed. Drevious to that time no foreign vessel
entered that port. The trade was entirely carried on in British
bottoms, and was hampered with conditions which crampel and
depressed it, increased the costs of foreign stufls, and, so far as any
commercial regulations can produce such effects, suppressed the
commercial capabilities of the provinces and discouraged mer-
cantileenterprise. This exclusion of all forcign vessels kept that
large portion of the commercial marine, including all United
States ships, ignorant of the navigation of the Gulf.

The entire absence of lights until very recently, gave to the Impe-

(¢) See Appendix, note E.
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rial policy a tendency to discourage a wide knowledge of its waters,
and gave to the navigation a bad name which it was the juterest of
the few ships that monopolized its trade to increase. In 1851 there
was not one light-house on the North Shore between Qnebec and
Belle Isle, a distance of eight hundred miles; add to this that the
canal improvements on the St. Lawrence have been but recently
completed, and that Montreal could not command av interior trade
of any consequence until these were, not merely in regular cperation,
but well known to shippers on the lakes, and the resources aud con-
venience of the port will be sufficiently understood. The Railway
communication between Montreal and the interior has been open
searcely two vears, while from New York it has been open from
ten to fifteen years. Above Montreal the canals around the rapids
are on a scale now to pass steam vessels of 800 tons burthen.
The enlareement of the Welland Canal to the same capacity, and
the construction of the Cauchnawaga Canal will rendor the navi-
gation from the lakes all that can be desired,  Delow Montreal
the River has been deepened within the last four vears from
cleven feet of water on the bars to eighteen fect of water. Ten
lights are now established between Quebec and the mouih of the
Gulf, and others are about being constructed, rendering that navi-
gation now comparatively safe.  Steam-tugs, cstallished Dby
Government, are stationed at Quebee, and operate below that city,
affording facilities equal to any other port to vessels navigating
the Gulf waters.

These improvements are leing sensibly felt at the ports of
Montreal and Quebee. The number of foreign ships entering the
St. Lawrence in 1857 was one hundrel and seventeen. A fort-
nightly line of steatships (fifteen hundred ton ships) from Mon-
treal to Liverpool is now successfully® in operation, and is te
fast to make the i E: re-ilae ’
lake trade, known and appreciated.

The necessary facilities for utilizing the St. Lawrence River are
thus being rapidly furnished by Canadian enterprise, but it
will take time to make them known, to concentrate capital upon
them, to gather in all the available aids to the growth of the
trade, and to cstablish those lines of transportation with the inte-
rior which are so cssential to the certain, rapid, and economical
movement of merchandise, and for preventing undue detention of
goods at the shipping port.

As all these different facilities take shape, and the existing defi-
clences in these and other respects disappear, it is eviden; that
the port of Montreal will assimilate to the economical position of
the port of New Yok, and will be able more and more to con-
trol that portion of the inland commerce for which she is in posi-
tion so favorably situated.

nding

Jooel .
TCSATaS tow

ar _ody o,

In further illustration of these remarks, we will here cuter into
some details. (f)

During the last six years the Government has been engaged in
establishing a thorough system of lizhts through the (rulf of St
Lawrence, to which allusion lias already Leen made.  These, with
a more thorough survey of the channels and a more intimate ac-
quaintance with the route on the part of the :ulf pilots and navi-
gators, have even now all but entirely removed the apprehensions
which formerly existed as to the dangers of the route,

* A weekly line of vessels of twenty-four hundred tons is to commence
running in August next.

(1) See Appendix, note F,
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The Northern coast of Newfoundland, the Straits of Belle Isle,
and the route along the coast of Labrador, through the Gulf of
St. Lawrence, are certainly more free from those dense fogs which
prevail on the Banks for one thousand miles of the passage, fol-
lowed by vessels from the north of Europe, than the north-castern
coast of the United States, and the ports between New York and
Cape Race.  The steamers plying bLetween Montreal and Liver-
pool uniformly take the passage referred to, through the Straits
of Belle Isle, and, in proof of its general exemption from the fogs
which prevail during certain months to the south and also of
the shortness of this route, they make shorter passages than the
Cunard or Collins steamers from Boston and New York to the
same port. (g)

The undersigned have made careful enquiries of masters of
vessels who have been for a long time engaged in the navigation
Lelow Quebec, « few of whom were well acquainted with the na-
vigatien through the Straits of Belle Isle, and from all of whom they
have received the strongest assurances of the safe and convenient
navigation to the open sca by that route, although bhitherto it has
)

The Straits of Belle Isle are more particularly alluded to on ac-
count of the chortness of that passage as compared with the route
by Cape Race, which is better known and has been more usually
taken by sailing vessels,

The River St. Lawrence between Quebee and Montreal has
Leen well lighted and buoyed under the directions of the Trinity
Board A particular
examination of the efficiency of their system of lights was made
by the undersizned in November last, under circumstances which

not been much used except by the steamers aforesaid.

and IIarbour Commissioners of Montreal.

cave them an opportumtv of forming a correct opinion of its
vidzasend they it sviretbreir own observation,
that this pumun nf' the ]m er, as now improved and lighted, pre- | 8
sents no difficulties to its safe and convenient navigation.

The more northern portion of the 8t. Lawrence route may lead
to the assumption that it remains closed by ice Jater than the
New York routes.  But such is not the tact.  The great body of
water passing down the St. Lawrence, and its derivation from the
upper lakes, the waters of which never attain the low temperature
of the strcams within the same region of country, seems to more
than compeosate for the more northern longitude of this route.

The tables in the Appendix will show the dates of the first
arrivals of sailing vessels at the port of Quebec (indication of the
river being free of ice), and the dates of the opening of the port
of Buffulo and of the navigation upon the Erie and the Canadian
camals, (&)

The first has been furnished by the Trinity Doanl at Quebec,
and the others have been taken from the reports of the canal
Commissioners of the state of New York, from the reports of the
Canadian Board of Works and other official reports.

It should be remarked, that, as respects the downward trade of
the lakes, the first and last voyages of the scason of navigation
upon the canal between Buffulo and Albany occupy about ten
days, and between Oswego and Albany about five days, while the
voyage between lake Lrie and Qucbee by steam vessels would
oceupy five days and from Jake Ontario three days.

T

(g) See Appendix G.
(k) See Appendix, note H.
(i) See Apendix, note I.
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The mean for the last ten years as derived from these tables is
as follows :—

Straits of Mackinaw.......... Opens Closes
Port Colborne........... el U “
Port of Buffalo....... s O “
Port of Oswego. . ... e “ ¢
Tort of Albany......... ceea. M “
Port of Montreal............ “ “
Port of Quebee.............. “ ¢
Bic....oo ol ¢ “
Ede Camal. ... ..ot “ s
Welland Canal.............. “ u
St. Lawrence Canals......... “ ‘
Cornwall Canal............. e i
Peanharnois Canal... ... ... “ “
Lachine Canal.............. o -
St. Lawrence River between
Lake Ontario, Montreal and “ L
Lachine .... .........
Do, between Montreal and

Quebec......ooiive s N “

Taking into account the difference in time between the voyages
from Lake Ontario to Albany or Quebec, and the dates of the
opening of the navigation on the two routes, it appears that the
navigation is open about five days earlier and is closed about
days on the St Lawrence route than it is on the Erie
Canal.

The large emigrant passenger business which is now concen-
trated almost exclusively upon New York, might, we should think
by proper exertions, be shared by the port of Montreal, and much
in that way drawn to that port, whence a return cargo of flour or
grain would be always certain. The cmigrant can be carried to
Montreal from Europe for the same charge as to New York with
equal profit, and he can be forwarded from Montreal to the Wes-
tern States for less cxpense to himself than from the port of
New York.

If with these conditions, a share of this business cannot be
drawn to Montreal now, there must exist prejudices and draw-
backs unknown to us which time will ameliorate or remove.

The examination of the question of the location of the proposed
harbour at Montreal was also very carefully investigated by the
late Capt. Childe, and in the following remarks upon that branch
of the question his views will be generally quoted.

The foregoing considerations Lring us to the conclusion that the
Harbour Commissioners are right in their views respecting the
need of an’carly extension of the Harbour of Montreal. As now
situated, it is at best only a summer harbour, suited to the domestic,
coastwisz, and river trade, and affording very inadequate accommo-
dation for even the limited number of sea-going vessels of large
size which now visit that port. (7)

“When the channel below Montreal is enlarged to the depth
of twenty feet (which will be done by 1860), the increased number
of this class of large vessels together with those of a smaller size
from the ocean, and the lake craft which will be attracted to this
port by the improvements of the route above Montreal, will more
and more demonstrate that the present harbour accommodations are
entirely inadequate to meet the increased requirements of the

(j) See Appendix, note J.
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trade which will year by year be drawn to this point.”  The
objections to the present harbour are, that it is too limited in extent
to accommodate the present amount of commerce, and that unless
it be enlarged and improved it will seriously retard the growing
trade of the St. Lawrence route; that it does not possess a suffi-
cient area of deep water to accommodate the number of large ves-
sels now running to that port, and that the invreased depth can-
not be given without endangering the present wharves and ren-
dering the construction of new uvnes necessary; that it is subject
to the fluctuations of the waters in the St. Lawrence, and exposed
at some seasons of the year to driving ice, so that vessels must
Jeave the port in the fall and seek refuge in some of the sheltered
bays below Montreal.

The several plans for the improvement of the Ilarbour which
have been presented to us are as follows: (")

1st. An inland harbour north of Hochelaga Bay.

2nd. An inland harbour at Viger square.

3rd. An elevated barbour at Point St. Chatles.

Estimates of the comparative cost of these several plans have
been prepared by Mr. Forsyth, the engineer of the Harbour Com-
missioners, which were reviewed by the late Captain Childe. ()

From the great difficulties and somewlat unusual magnitude
and character of the works required for each of these plans, any
estimate of their cost must to a certain extent be uncertain. It
is probable that the expense of works upon cither of the plans
presented would be greater than the estimates, but they are rela-
tively sufficiently accurate for a comparison of the merits of the

several plans.
40 P pavpudsca Ut [ N

wt - chelaga Bay is three
miles distant from the Merchants’ Exchange snd about one fourth
of a mile north of the river,in a depression which is the extension
of the Craig Street valley.

The level of the surface of the water in the proposed harbour
would be thirty seven feet above the level of the water in the
river, and the communication between the basin and the river
would be made by two locks located at the north end of the ba-
sin and connecting with the river along the valley of the small
stream which discharges into Hochelaga Bay. The Dbasin would
be excavated so as to give a depth ,of 20 feet of water over an
area of: acres, and it would be surrounded Ly wharves of stone
masonry resting on timber cribs filled with stone, Gruving and
repairing docks would be built on the south side of the basio,
discharging the surplus water into the river by a conduit.

The water required for lockage would be supplied by « conduit
from the head of the Lachine LRapids a distauce of eleven and one
half miles, with a fall of nine and a half feet, and at an estim-
ated cost of £504,330, or would be elevatcd from the river Ly
fixed pumping machinery driven by steam power, which Mr. Childe
estimated would cost £34,560, and an additional sum of £17,000,
per annum to run and maintain the works. Mr. Clilde expressed
his opinion very decidedly against this location of the harbour, and
in this opinion the undersigned coincide,for the reason that it would
disturb all the present located commercial business of the city
and either compel the abandonment of the warehouses and
wharves now constructed, or separate the domestic and the foreign
business, to the great inconvenience of the trade.

It would also

(%'} See Appendiz, note X',
(V') See Appendix, note L’,
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tax the commerce with the delay and expense of the passage.of
all vessels which came into port, either from sea or from the in-
terior, into and from the basin, These inconvcnien(.:es and exfra
expenses would in the opinion of the undersigned so interfere with
and tax the commerce of the port as to neutralize any advantage
which might be anticipated from ihis location of the harbour.

We cannot however overlook the admirable position of Hoche-‘
laga Bay itself for the transaction of the large timber business of
the Dort of Montreal.

The vast timber products of the Ottawa and its tributaries, which
must be brought by water and rail to the St, Lawrence, can meet
the ocean shib at this point, and then be Jloaded with a facility
which no other point on the harbour presents. .

At Allany and Troy, when the canal craft meets the coasting
vessels, man}.7 miles of wharves are required to conduct the lum-
ber business which in both of these places is a large source of re-
venue to the towns,

Hochelaca Bay will soon become occupied in the same manner,
and will relieve the commercial harbour wherever Jocated, from a
kind of business which the cxpericnce of other places shows could
not be done contiguous to it without interfercnce with the other
trade.

The remarks of Mr. Childe on the Viger Square project are as
follows :—

«The extension of the Lachine Canal from the upper level of
the St. Paul lock through the city to Viger Square, and the con-
«truction there or at some other lower portion of the Craig Street
valley, of a dock-harbour for sea-going vessels, and a connecting
ship-canal thence to Hochelaga Bay, would have been a judicious
harbour location and a suitable termination of the canal, had it been
undertaken at an earlymmlm_\; imﬁprulalmn had dense-
ly spread improvements through said valley, which now render
such location and connection of canal and harbour, it seems to us,
totally impracticable on account of the great destruction of proper-
ty and other damages that must accrue.” This scheme would
bring the water fiftven feet deep at the Hay Market, twenty and
one half feet deep at St. George’s Street, fifteen and a half feet
deep at St. Dominick Strect, and fifteen and a half feet deep at St.
Denis Street @ this high level being the only one favoralle for
a ship-canal to the River at Hochelaga Bay, while the upper
level of the St. Gabriel lock being nine and a half feet lower, and
too low for a twenty feet depth of lock and canal.

“The difficulty, then, (apart from the destruction and damage
to city improvements,) is that the ground south of Viger Square
is much too low for the Canal extension at the required level as
compared with the higher ground at and north of that square
where deep-water accommodation is required.”

The undersigned fully concur with the opinion expressed by
M. Childe that this plan is now impracticable on account of the
great destruction of private property and the consequent cost, and
also because it is liable to the same objections though not to the
same cxtent as the Hochelaga scheme.

The project for a harbour at Point St. Charles contemplates the
construction of an embankment from the northern abutment of
the Victoria Bridge, nearly perpendicular thereto and nearly
parallel to the currents of the river for four thousand feet to a
point south-east of Wind-mill Point, and thence at right angles

fourteen hundred feet to the shore near the old outlet-lock of the
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Lachine Canal, enclosing an area of about one hundred and thirty
acres,

The surface of the water in this basin wouldl be clevated twenty
feet above the level of mean low water in the St. Lawrence, and
would Le connceted therewith at the eastern end of the basin by
a lock with a chamber four hundred feet long and seventy-ﬁv‘e
feet wide in the clear, provided with an intermediate pair of gates
placed 150 feet below the upper gates, so as to lock vessels of
smaller size with more ceonomy of water.

It i also proposed to conneet the basin with the Lachine Canal
by a lock of five feet lift, chamber 400 feet long and 75 feet
wide, and to provide for graving and repairing docks.

The area cnclosed by the embankment is chiefly shoal water,
and will require but a small amount of excavation to give the
vequisite depth in the basin,  Along the cmbankment of the
Grand Tronk Railway (which forms the enclosure of the western
end) and the north side of the basin, an excavation of from one
to four feet of rock would be required to obtuin the depth of
twenty feet in this portion of the lasin. This rock would be
needed for the outside protection of the enclosing bank,

The whole basin would Le surrounded by a puddle wall to
prevent the waste of water, and the outside embankment proteet-
d from the river currents and ice by a heavy revetted wall. The
western end of the basin would be effectually protected from the
river by the railway embankment and bridge abutment; while
on the river side, the direction of the current Leing nearly
parallel to the enclosing bank, would not in ordinary cases sub-
jeet it to mueh danger when the ice is passing down the river.
Mr. Childe examined the question of supplying the dock at this
location with water, and we quote from his notes as follows :

P L
NI A

T .\nm.ning Whter Tor qoek purposes at this

point are suggested. Fiest, from the Lachine Canal, by increasing
the scction of said canal every where to its full width, which would
let down cnouwh more water to sapply the dock, and with less
current 1»1'0L3.U}' to obstruct navigation than is now experienced
in the narrow rocky reaches above.

«<econd, from the tail-race of the Water-Works, whicl would
ive an ample supply so long as the pumps shall be worked by
;\‘mor—puwer, the bottom of the wheels Leing four fect above the
surface of water in the proposcd dock ; and the distance being 13
miles, gives full xufficient to prevent back-water upon the wheels.

“ PBut neither of these sources will be as constantly reliable as
At best, both are but secondary to other and prior
uses § while the regulur working of the harbour locks is of the

s «h-.\il'u].

utmost importance, and =<hould not Le subjeet to adverse control or
aceidents, which might at times cut off the supply.
Jeut source thercfore will be eveatly preferable, and this is happily

An indepen-

at hand, forming the thivd mede of supply ; which ix to take water
from the lead of the Lower Lachine Rapids above Knox’s mill by
an open canal 53 miles long with a mean width (vt"QO feet a'nd
depth of 7 feet, and a fall of 13} fect, which will deliver at Po'mt
8¢, Charles three times ns much water as the dock will require,
for the extimated cost of £80,125, including right of way for a
canal three times wider and ten feet deep, which may be maide to
bring down a very large amount of water for manufucturing
purpoxes, beyond what will be needed for the dock.

“ In fact, there is a legitimate relation between the manufacture
of flour and the very extenxive trafic in wheat and flour which

the new dock is designed to accommuiate ; and wlien joined to the
cheap freights of seven to nine hundred ton vessels west from
Montreal, and with one thousand to twenty-five hundred tons sea-
going vessels east from the sume port, and with Railways from
the dock via Victoria Bridge to all parts of the Eastern States, it
is very clear that the milling power so easily brought from the
rapids to the proposed dock and its vicinitywill serve to render Mon-
treal one of the largest wheat and flour markets in North America H
and secondarily, for general manufacturing purposes, the Harhour
Commissioners, statesmen, and eapitalists can confer no greater
benefit upon the Province of Canada and industrial population
of Montreal than by developing this water power, and leasing it
to enterprising individuals who will thereby create a diversity of
labor and furnish employment to thousands who would otherwise
be idle.

“ Water for the dock for milling and other manufactures, can
all be passed through the same canal by carrying it over the St.
Picrre River and the Water-Works tail-race at one and the same
point, and under the Grand Trunk Railway by a very shallow
syphon.

Montreal will then enjoy the advantage not possessed by any
other sea-port within our knowledge, of delivering wheat from
the lake vessels to the mills on one side, and of rolling the flour
from the other side into sea-going vessels for export, or into cars
for consumption in New England.  The surplus water will pay in-
terest upon three times its cost. (m’)

“From all these considerations, and from the vast amount of
Western trade likely to take the St. Lawrence route, we are united

in npinion that a devlh Lacbuusr o8 vou Liwoauiua oo u\.ur wWounu
hundred and thirtyacres, is the best form for a permanent increase
of accommodation, and that Point St. Charles is very much the
best site therefor.

“The cost of construction, including the £80,125 for an inde-
pendant supply of water, as before explained, iz estimated by the
engineer, Mr. Forsyth at £510,000.

% [t is not nccessary that the whole work should be executed at
once and before any part could be brought into usc.
banks faced with stone upon the top and river side, puddle walls,
lock and two or three picrs will be the extent of the first cons-
tructions. Afterwards, asthe commercee of the port increases, the
work of excavation, inner facing with crib-work and masonry,

The enclosing

and other picrs, may be carried on from time to time without in-
terfering with the use of all parts previously completed.”

It is ununecessary for usin thisreport to enter upon the details
of construction. We simply advise that the largest area,sheltered
by the railway works from drifting ice, be enclosed ; that one
lock 400 feet by 75 in the clear, with an itennediate pair of gates
150 feet from the heal gates be adopted; also that solid crib
work bo used for inside walls from the bottom of the dock to
within three feet of water surface, and surmounted by 8 or 9 feet
of well-deessed stone work.”

The undersigned coincide with the opinion of Mr. Childe, that
this location and plan for farnishing increased harbour accommoda-
tions is without question the best of any of those which have been
laid before us, and will without doubt afford better accommodation
to the present and anticipated trade than at any other location.

Captain Childe advocates the plan of supplying water to the

(m’) Sce Appendix M.
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locks by an independent canal, by means of which a large surplus
will be providel which may be used for milling purposes.

It has been represented to us by some of the best-informed com-
mercial gentlemen of Montreal that there is a present demand for
an increased amount uf water-power; and that what would be
furnished by the construction of the independent canal, would be
disposed of upon terms which would repay the cost of construc-
tion. (')

The great advantages which would be given to this route by
the development of the valuable water-power which cxists at
Montreal, has been alluded to in the former portion of this Report,
and its value to the city itself has been discussed in the above re-
marks of Captain Childe. TIn these opinions also the undersigned
agree.

The plan of the dock is complete without this independent hy-
draulic canal, as it can be supplicd with water from either the La-
chine canal or the tail-race of the Water-Works, or by pumping
from the river, at aless cost than Ly the independent canal; butas
the latter may in itself be male a source of revenue, and as has
been stated a valuable wljunct to the route, it will doubtless be
found expedient to construct it at an early day, although its cost
is not chargeable to the scheme of the dock.

GENERAL KEMARES.

It will be observed, that the enlargement of the locks of the
Welland Clanal, so as to allow the largest ¢lass of vessels which can
navigate the upper lakes (cight hundred tons) has been azsumedl
as necessary to the success of the whole system of Cinadian works ;
and that whenever tbis shall e done, the contest for the Western
trade will be wiweon tliis por U Oswego and Montreal.

That portion of the Western N3’ per. Caradlisgetiig o lich)
is to seek fureign markets can then be transported on the down-
ward trip, at less cost by the St. Lawrence route than Ly the way
of New York. )

The importance of the up cargoes lias been already discussed ;
and the influence upon the cost of transportation Ly this route
must be duly considered before its full advantases can be deter-
mined.

The foreign export of the agricultural produets brought to the
seaboard by the New York works forins but one third of the
whole, while the home demand consumes two thirds.  As a gene-
ral propesition it may be stated that the imports will follow the
same course as the exports; and hence that althouzh the im-
proved 8t Lawrence route will present strong inducements for {he
one third of the trale, vet if the preponderance of the remainder
of this 1rade is left (0 the New York route, it will materially aid
that line in its contest tor even the foreign trale, by givin;_futo it
the upward carcoes which tend so much to cheapen transport.

The construction of the proposed Caughnawaga Canal from the
st. Lawrence opposite Lachine to Lake Champlain, will allow the
large lake vessels to continue their vovage to Whitehall (two
hundred and ten miles from New York, and one hundred and
thirty-seven miles nearer the seaboard, than can be done by the
way of Oswezo), at twenty cents per ton less cost, even if
the Champlain (anal shounld not be enlarged so as to allow the
vessels to go to New York.

The economy of time and trausport by the Lake Champlain
route could not fail to attract to it a large share of the trade be.
(n') Seo Appendix, note N,
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tween the Western States and New England, as well as a portion
of the New York trade.

This diversion of business would all pass through the St. Law-
rence canals, and would prove a highly productive source of re-
venue to those works, which have never hitherto more than paid
the cost of maintenance.

This course of trade, once established, would tend to reduce the
expense of transport to and from Montreal to a minimun, by gi\'ing_
to the vessels those return cargoes, the value and importance of
which have been so fully commented upon.

It may not be vencerally understood that the vessels which would
take the Caughnawaga (‘anal would pass by the mouth of the La-
chine Canal and within seven miles of the city of Montreal, and
would, when at Burlington or Whitehall, be nearer to any of the
towns of New England than when at Albany.

The Lachine Canal affords a most admirable opportunity for the
ereetion of warchouses for the reception of grain, flour, and other
Western products; beeause from this peint such products may,
during the summer, be despatelied by water to all foreizn ports
by the St. Lawrence, and also to the ncarest water approach to
New England, and also to New York itself; and during the sus.
pension of navigation, by railway to all of the Cnadian and Ame-
rican North-castern Atlantie ports,—in [both cases with less ex-
pense of time or money than from any other point which can be
reached by the lake craft.

These Western products may then be shipped to Montreal 5 and
their final destination, whether to foreign or domestic ports, be de-
termined when the vessel has arrived at Lachine, as the price of
the article in the various markets best indicates.

The enlargement of the locks of the Welland Canal, the con-

struction of the Caughnawiya Canal and docks at Montreal, and
the completion of the river improvements, should be Presecuted
simultaneously, and all of them are necessary for a full develop-
ment of the advantages of the St. Lawrence route.™

The lengthening of the locks of the St. Lawrence canals, al-
thouel important, is an improvement which can Lo postponed
without any serious Jetriment. Nor is the public interest con-
fined to the water-lines of the St. Lawrence; the Provine s having
a large pecuniary interest in the Railways of Canada,

It is impossible to secure the carrving-trade Letween the West,
or even of Upper Canada and the seabioard Ly railways, noninst the
cheap water-routes through New York: but the success of the
Canadian railway is intimately dependent upon the diversion of a
conxiderable portion of this trade to the S(. Lawrence.

Thix water-route throush the St Lawrence, when improved, hes
been shown to he ¢heaper than any other to the sen-lward ; and
when it shall have drawn to itself the Lusincss to which it is
legitimately entitled, there must go with it su h an amount of
passengers and light freight traffie, as to give to the parallel rail-
way an increase of business which will: be of great value to its
revenues,

The remarks which have already Leen made on thisdivision of
business between the water and railway lines, in a preceding part

* Routes for a canal are now being surveyed from (icorgian Bay to Lake Ontario
and to the Ottawa, by which it is said that somo four hundred miles of navigation
would be saved to the commerce of Lakes M ichigan and Superior. The trade of Lake
Eric and the southern portion of Huron would not be affected by this saviug of dis
tance. The large lockage, great cost, and some serious difficulties in the construc...

tion, of either of these canals render the probability of any diversi ici
1 3 y diversion of the anticip-
ated trade of the Welland Canal too remote_to warrant any delay in that work ’
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of this Report, will further show how dependent each of these sys-
tems of transport is upon the other. In the present conditions of
trade in this country, neither, as a general proposition, can be suc-
cessful withont the other ; and although they are competitors for
some kinds of business, yet the advancement of each, (aud especially
of the water-line), improves the condition of the other,

The Girand Trunk Railway is now extended to Portland, and
will soon be completed to Trois Pistoles, on the St. Lawrence, to
which latter place the navigation may be rendered available earlier
in the spring and later in the fall.

The dates of the opening of the Welland and the St. Lawrence
canals compared with those of New-York and the length of the
vovages through them, together with this extension of the season
by the railway to Trois Pistoles, will give to the St. Lawrence
route an advantage which has not been adverted to in the preced-
ing part of this Report.

This advantage will be largely shared in by the Grand Trunk
Railway, and especially on that portion of it eastward of Montreal ;
nor is it improbable that the Railway system of (‘anada may
be extended through New Brunswick to Halifax in Nova Seotia,
and, by a Federation of the Provinces under one general govern-
ment, which has already been agitated and will no doubt be ac-
complished at an early day, together with the circumstances already
alluded to, point to the advisability and security of providing
the largest accommodation for the trade at a point which may
be so admirably adapted to its transhipment and distribution as
that of Montreal.

In the examination of these subjects, we Lave labored under the
disadvantage of the want of an intimate acquaintance with the

condition of the trade of Canada which a re~idence would
sl =l T SRS TS THCTOTOTe CAKEN A WIACT range

so as to cmbrace those districts with which we are more familiar,
but which are ulso deeply interested in the imiprovement of the
St. Lawrence route.

To the people of Canada however these are uestions of still
deeper interest.  With a climate, soil, and productions at least
equal to the contiguous distriets of the United States, and having
the means of securing not only the cheapest channel to the ocean
but alzo the cheapest to New England and New York, her future
progress must be vastly aceelorated,

The countless emigration from Europe which lias hitherto pas-
sed almost in sight of her rich, healthy, and well-situated lands, to
seek abodes in the Western States, far removed from the world'’s
markets, and oftentimes in unhealthy climates, and on lands but
little if any better than those which liec unoccupied along the water-

OONSTRUCTION OF A NEW HARBOUR.

courses which discharge into the St. Lawrence, will, when these
advantages are availed of, settle within her borders, and greatly
add to her wealth and prosperity.

A liberal expenditure for the completion of the magnificent
public works along the St. Lawrence cannot fail to divert to this
voute a large sharc of the trade and travel between the West and
Atlantic, and while this will recompense for the expenditure, it
will not only add to her commercial prosperity, but will also render
her unrivalled advantages known to the stream of emigration which
in flowing through her channels must be largely attracted to her
territory.

The conclusions to which the Board have arrived may be brief-
ly stated as follows :—

1st. That the natural advantages of the route between the wes-
tern interior and the sea-board by the way of the St. Lawrence
are sufficient to warrant the expenditures which have been made,
and also those which are proposcd to complete the improvements
along that route; and that when thus improved, it will present
the cheapest mode of communication not only to the sea-board,
but also to New-England and New-York.

2nd. That the amount of business which will be drawn to this
route by the advantages which it will possess when so improved,
will be sufficient to warrant the expenditures necessary in making
them.

3rd. That the port of Montreal is the proper place for transfer-
ring cargoes from the interior to sea-going vesscls; and therefore
that the Harbour Commissioners 78 Tigi i tieir plaus for Jeep-
envay he edauned Joday SYTTRGAl so as to allow vessels drawing
twenty fest to come to the latter port.

4th. That the present harbour facilitics of Montreal are entirely
inadequate to accommodate the present trade ; and that such an in-
crease as may be expected on the completion of the improvements
already men tioned, will require a large addition thereto.

5th. That the location of an enlarged harbour at Point St.
Charles is the best site that can be found at Montreal ; and that
the facilities which a harbour at this place, upon the plan suggested,
will amply accommodats the trade in question; and finally, that in
our opinion the improvements in the channel of the St. Lawrence
at and near Montreal,and the construction of the proposed harbour,
are not local questions but of national importance, by which the
final success of the scheme of Canadian public works will be ma-
terially influenced.
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