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Report of the Sub-Committee, (consisting of Messrs. 
H. L. ROUTH, Chairman, Hon. GEO. MOFFAT'f, JOHN 
ESDAILE, IRA GOULD, W. P. McLAREN, WALTER SHANLY, 
J. H. tJOSEPH, JOHN GRANT, A. COWAN, and THos. RYAN,) 
nominated on 19th March 1863, to the Committee of 
the Board of Trade appointed for the reception of the 
Delegates from Illinois and Wisconsin. 

Your Sub-committee having carefully considered the important question 
referred to them-that of an improved navigable communication between 
Lakes Huron and Michigan and the St. Lawrence River, as the outlet to 
the ocean,-now beg to report that they recommend as the most eligible 
route to be adopted, that surveyed in 1856-7 by Walter Shanly, Civil 
Engineer, and in 1858-9 by T. C. Clarke, Civil Engineer: namely, From 
the mouths of the French River, on the Georgian Bay, by way of Lake 
Nippisingue and the Matawan and Ottawa Rivers to Montreal. 

The relative distances between the furthest west Lake-port, Chicago, 
and our sea-port of Montreal, by the existing (Welland Canal) route, and 
by the proposed new line of communication by the Ottawa, compare as fol 
lows: 

1st. WELLAND ROUTE. 

Lake Navigation .................... 1145 miles, 
River do . . . . . . . . . . . . . . . . . . . . 132 •• 
Canal do . . . . . . . . . . . . . . . . . . . . 71" 

Total distance Chicago to Montreal. 1348 miles. 

2nd. OTTAWA ROUTE. 

Lake Navigation (including Nippisingue) 
River do - ........... . 
Canal do •... _. -•.....•..... 

575 miles. 
347 " 

58 "* 

Total distance Chicago to Montreal. 980 miles. 
Difference in favor of Ottawa Route. . 368 miles . 

• This is the length of Canal estimated by Mr. Shanly. Mr. Clarke in his report 
reduces the canalling required to about thirty miles. 
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. . step further we have, from Chicago to 
And carrymg our comparlsons a 

New York, 

3rd. THE ERIE CANAL ROUTE. 

Lake na-vigation Chicago to Buffalo ..... 1000 IDlles. 
350 " Canal do Buffalo to Troy ..•.•.. 

k 150" River do Troy to New Yor ..... 

Total distance Chicago to New york, ..... , •.•... 1500 m~es. 
" Chicago to Montreal by the Ottawa.. 980 

Difference of distance in favor of Montreal. 520 miles. 

Trans-Atlantic distances also compare favorably for us : 

New York to Liverpool. . . . . . . . . . . . .. 2980 miles. 
Montreal to Liverpool. . . . . . . . . . . . . . .• 2740 " 
Quebec to Liverpool. . . .. . . . . . . . . . . .. 2580 " 

Difference in favor of Montreal. ...•• 
and in favor of Quebec ..... . 

Chicago to Liverpool by Lake Erie and 
New york ................ . 

Chicago to Liverpool by Ottawa & Gulf 
of St. Lawrence ........... . 

Difference in favor of Ottawa and 
Gulf route ................ . 

240 miles. 
400 " 

4480 miles. 

3720 " 

760 miles. 

The leading advantages to be secured by such a line of interior naviga
tion as it is proposed to open, are to be classed under the following heads. 

1st. TIME SAVED.-Because by this route grain could be taken from all 
ports on Lake Michigan and delivered to sea-going vessels in Montreal 
two days sooner than by the Weiland route, or than by any other route 
that can be constructed: and in fully eight days less time than is required 
to lay down in the Harbour of New York a cargo loaded in Chicago or 
Milwaukee. The better condition for final transfer to- Ocean vessels in 
which. the grain wiil come to hand after th~ shorter as compared with the 
longer inland voyage is a point that will be conceded by aU shippers, and 
is one of such moment that it should be prominently kept in -view in con
trasting the merits of the proposed new route with the existing and more 
circuitous ones between Lake Michigan and tide-watel'. 

2nd. EXPENSES SAvED.-In the item of Freight-charges alone, the 
Montreal or Quebec merchantpurchasinK grain in Chicag? or Milwaukee1 



~tl,n eftect an 'a'Verage savIng of fully foul' cents, after alloWing a liberal 
<estimate for tolls, on each bushel as compared with what it now costs him 
to bring it round by way of the WeHand Canal: while that which now 
.goes from. the same points to New York, by way of Lake Erie and the 
Hudson, at a cost, taking the average of the last eight years, of twenty
seven cents per bushel, can be delivered at the ship's side in our har
bour for fifteen cents, or in Quebec for eighteen cents per bushel, and, as 
:already observed, in superior shippiug order, not only on acc~unt of the 
"Shorter time it has been afloat, but also owing to the more favorable atmos
pheric conditions to which it has been subjected, in its passa,ge through the 
'Cooling waters of the Ottawa. 

As an index to what the saving in freight would amount to, even now, at 
the above differences in rates we subjoin the following statement of grain, 
:and flour reduced to grain, forwarded last year from Chitago, and received, 
hywater only, at Montreal in 1862, and at New York in 1861. 

Forwarded from Chicago by Lake and Railroad.". 56,477,104 bush. 
Total Receipts at Montreal by Canal only ....... 15,227,878 " 

" " at New York from Canals only." 55,905,344 " 

A statement of the rates of Freight that have prevailed on the Lakes 
:and Canals over a period of three years ending with 1862, will be found in 
Appendix A, as also a comparative statement of Ocean Rates from Mon
treal and Quebec to Liverpool, and from New York to Liverpool for the 
last three years. 

Under the head of Ins1tranee-, a letter from Theodore Hart, Esq., Agent 
in this city for Inland Marine Insurance Companies, (Appendix B.,) 
,gives valuable information. It may safely be calculated that the opening 
'Of the Ottawa route would reduce the exi8ting rates of Insurance by fully 
thirty per cent. ; the length of lake, or in other words, dangM'ous naviga
tion (from Chicago to the French River) being but 550 miles, against 
1145 miles on the Wellan.d and 1000 miles on the New York route. 

With so' obvious a gain both in time and money as the n'ew lilH~ of com
munication would ensure, alike to the producer in the west and to the buyer 
in Canada, and witli' the trade fast outgrowmg existing meanS of transport, 
the time' would seem to have arrived, when the most earnest and energetic 
measu'r'e13 gh~uld be adopted by all parties illterested, for placing this great 
project OR a, practicable basis; and foremost in that consideration, the 
'Capacity of the navigation best adapted to the trade, and its probable 
(lost, have eng3lg.ed the attention of your Sub~Committee. To guide 
them to' conclusions 01): these important points, they have had before them 
the Rieports of Walter Shll1ruYi Ciffl' Engineer, and of T. C. Clarke, Civil 



Engineer<; both printed by order of' the Legislative Assembly, the OM ll¥ 
1858, the other in 1860. 

1\1:1'. Shanly recommends a navigation of the size represente~ by LockS' 
of 250' feet in length by 50 feet in "'idth,~capa:ble of passmg vessels-

drawing 10 feet of water. . 
Mi:. Clarke proposes Locks of similar length.' ~50 feet, but consIders 45 

feet as sufficient width, willIe he would provIde for 12 feet draught o( 

water. 
Experience in the Grain-carrying trade here, goes to show. ~hat trans-

smpment at the-foot of take navigation from r~rge stea~ and saili~g vessel~, 
into river-craft, is not only not found to be an wconvehIehce, but IS adoptea. 
by choice as the cheapest) most facile, and safest mode of delivering the 
grain in our harbour. Vessels loading on the Upper Lakes now rarely 
come below Kingston-, there transferring their cargoes to barges; the 
largest class, of which now used in the trade measure 150 feet in length 
by 30 in width, draw nine feet of water, and carry some 22,000 bushels of 
wheat. Increasing their length to 160- feet and their beam to 33 
feet, their dJ'aught could be lightened to eight feet and their Ioad·capacity 
still preserved; and by fHrther increase in length and beam, within the
limits of the largest. sized lock proposed, their capacity could be increased! 
to 35,000 bushels without adding to the reduced (8 feet) draught of 
water. 

Mr. Shanly estimated the cost of completing hIS scheme of navigation 
at $24,000,000. 

M1'. Clarke, not however ta,king into account the enlarging of the 
Lachine canal, or the removal in Lake St. Louis of the obstructions to a-
12 feet, or even toa:l0 feet navigation, makes a very much lower estimate y 
resorting largely to the plan of damming up the Ottawa and Matawan 
Rivers to avoid expensive excavations. His estimate is a little over 
$12,000,000. 

We deem it prudent~ for the present, to place the question of cost in itS' 
least favorable light by assuming the highest estimate, and having. 
requested Mr. Shanly to ascertain what the probahle difference in cost 
between an eight feet and a ten feet navigation would be, his answer
(given in full in appendix C.) may be briefly stated thus: 

" Lea~g t~e lo:k~ of th~ dimensions as to length, width, and depth con
templatedm his ongmal estImate, but providinO' throughout elsewhere for-
. h £ db, , 

elg teet raught only, would reduce the cost of the underta-kinO' to-
$16,000,000. - b 

And if the locks were to be reduced in size to, say, 160 x 33 x 8 feet
d~pth, a further r~d~ction in cost to the extent of about $2,OOO,00(): 
nught be effected, bnnglllg the entire outlaywithin.the limit of $14,000,000.'" 



'The deepen3.ng efa navigation, even where most practicable, is nece s 
Barily an expensive undertaking. To obtain the largest desirable carrying 
capacity, therefore, for river and canal craft, without recourse being had to 
great draught of water, the means of giving them in<>reased length and 
width, with the increasing demands of trade, should be kept III Vlew. 
Your Sub-Committee are accordingly of opinion, that the size of loc], 

designed by Mr. Shaniy, 2513 feet long by 50 feet wide, is that best adu,pted 
for the" French River and Ottawa navigation;" and with a view to the 
future adaptation of the route to ten feet available depth throughout, it is 
-recommended that 1n the construction of the locks the full depth of ten 
feet be also adhered to, and so 0bviate tke necessity for the pulling down 
.and sacrificing the original cost of such expensive structures, when fur
tiler Improvements come, as doubtless they will come, to be developed. 

For the geneml depth between locks, throughout the canal and river 
portions of the navigation, your Sub-Committee believe that, for the pre
sent, it will be amply .sufficient to provide for floating vesseli:l of eight feet 
loaded draught. 

Thus far we have been treatIng of the subject under consideration exclu
sively in its bearings on the immense and ever-increasing grain trade of 
Lake Michigan; a stand-point from which our brethren of the Western 
States have a common interest with ourselves in devising the means of 
()pening up this new and advantageous avenue to the Atlantic Ocean; but 
we must not omit, at the same time, to point out to our own people the 
2-mount of IncaZ good that may be expected to result from the completion 
·of the project ;-in developing the immense manufacturing resources along 
the route ;-in creating a new market, in the largest lumber market in the 
world (Chicago) for the sawed lumber of the Ottawa, and, by reducing 
the distance and cost of carriage one half, largely reducing the whole cost 
of those supplies of the neccessaries of the lumberman's life, pork and flour, 
for which he is almost wholly dependent on the west. The mineral depos
its too, so lavishly interspersed throughout that section of the province 
watered by the line of navigation, would soon attain a tangible value, add
ing largely to the wealth and resources of Canada; while from the copper 
regions of Lakes Huron and Superior, thus, as it were, brought so much 
nearer to our doors, we might fairly look forward to large accessions to the 
trade .of Quebec and Montreal ;-and lastly, why should not the importing 
merchants of these cities count upon the time when they shall have close 
business relations with the Western States, in supplying, in part at all 
.events, their demand for European manufactures, and so furnishing return 
~ar,goes for the vessels that brin,g their products to our ports. 
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Statistical information in relation to the lumber trade of Chicago a~d 
Quebec, and the Grain and Provision trade of the west, will be found m 

Appendix D. 

Having endeavoured to depict in general colours the certain advanta~es 
to be gained from the opening of this new channel oftracle, the next pomt 
engaaina the attention of yourSub-Committee has been as to how those ad
vant:ge: are to be secured; what means can be devised to bring about the 
accomplishment of the project? ancl firstly ;-

We would direct your attention to the fact that a select committee of 
the House of Assembly ha& recently been struck expressly to " investigate 
the subject of a navigable comrmmication between Montreal and Lake 
Huron by way of the Rivers Ottawa and Matawan, We Nippi&ingue and 
the French River;" and would recommend that the Board of Trade and 
citizens of Montreal generally should take measures for urging upon their 
representative& in parliament, and through them upon the select committee 
of the House, the importance of the que&tion at i&sue ;-a question in which 
are bound up not alone the interests, of certain localitie& immB€liately con
tiguous to the chain of navigation, but, it may be asserted, one in which 
every patriotic Canaclian, from the extreme east to the extreme west, is 
equally concerned; embracing as it does the momentous problem of whether 
the teeming products of the western and northwe&tem States, are to find 
their &afest, shortest and cheapest outlet to the ocean, through Canadian 
waters, or are for ever to " to pass by on the other side "-through chan
nels almost wholly artificial ;-owing their very existence to that spirit of 
enterprise, patriotism and perseverance which must be grievously wanting 
in us, if we continue to leave unimproved and unused the superb chain of 
inland waters with which nature has so munificiently endowed our country. 

That a project of so great magnitude, and aiming at such broad results, 
should be undertaken purely as a provincial work would &Beill to accord 
with the policy recognised by ourselves in the improvement of the St. Law
rence navigation, aud by the state of New York in the construction of her 
great and remunerative system of canals; but, failing government adoption 
of the scheme, your Sub-Committee would suggest that government aid, at 
all events, may reasonably be asked for and accorded, by the granting of 
~ch powers to ~ chartered cDmpany, strengthened by a donation of provin
Clallan~" as ml.ght induce private enterpri&B to take it up. Grants from 
the publIc clomamhave been made in the United States in furtherance of 
works less national in their character than the one we are debating .-The 
" Illinois, Central" and" Pacific" Railroads

l 
are instances;, the htter of 
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which in addition to a land-grant of 6,400 acres per mile, being further 
supported by a direct subsidy, in the shape of United States bonds, to the 
amount of $16,000 per mile. The provincial guaranty of even a low rate 
<of interest on the cost of the" French River and Ottawa Navigation," 
would ensure its completion. 

The geographical advantages of the Ottawa route cannot fail to confer 
as has been above pointed out, important indirect benefits, not alone 
on our own merchants and carriers and through them on the community 
at large, but also on our neighbours in the United States, who would not 
be slow to take advantage of them by completing the communications 
between themselves and us; but in placing the project before the public, 
enquiry will naturally be made as to the direct return that it promises on the 
large expenditure to be incurred. Your Sub-Committee, therefore, present 
the following figures exhibitory of the sources whence revenue is to be 
drawn. 

In 1854 Chicago sent out in grain of all kinds 

(including flollr reduced to grain). . . . .. 12,863,912 bushels 

In 1862 her exports had increased to .....•. 56,477,104 " 

Showing a steady progression of twenty per eent. per annum. 

The other ports on the west coast of Lake Michigan have been increas
ing their commerce, in other words the whole country lying between it and 
the Mississippi has been growing, in equal ratio, and the total shipment of 
,cereals last year from the two largest eities of the Lake, Chicago and Mil
waukee, amounted to over 75,000,000 bushels. 

Adopting half the above rate of progression, 10 per cent, for the next 
eight years (seeing that very large quantities are not to be c(1)Unted on to 
increase in as rapid ratio as much lesser ones) the grain trade from these 
ports should in 1870, amount to upwards of 160,000,000 bushels. 

It is worthy of note that, notwithstanding the many Railway outlets 
sea-ward from Lake Michigan, the Grain and Flour is nearlyall forwarded 
by water. Of the 56,477,104 bushels sent from Chicago last year, 
51,765,862 bushels took the lake route. 

The foregoing statement shows the quantity of Agricultural products, 
in Grain alone, sent from the two principal Lake ports of the West last 
season. The following gives the quantity receivedjrOJn the West, by way 
of the Erie Canal, at the principal Atlantic seaport, New York, in the 
season of 1861. Your Sub-Committee regret that they have not been able 
to Dbtain a return of the Tonnage on the New York Canals for 1862. 
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Wheat (including Flour) .......... 33,561,165 bushels. 
Corn, ......................... 22,344,179 " 

Total Wheat and Corn reaclling New 
York by Canal, ., ., ., ... , ... 55,905,344 " 

And the total tonnage of all Agricultural pro~ 
ducts from the Western States reaching 
tide~water by way of Erie Canal in same 
year amounted to. . . . . . . . . . . . . . . . . . .. 2,158,425 tons. 

Yielding to the State a Revenue of . . . . . . . $2 7682,969. 

In estimatinO' the revenue derivable from the Ottawa and Lake Huron 
navigation, theOtime within which not it alone, but also the connection with 
the Hudson, by way of Lake Champlain, can be completed, should he taken 
into account, and your Sub-Committee believe that all the anticipated 
results can be brought about within the compass of eight years; by which 
time, as calculated above, the grain trade of Chicago and Milwaukee alone, 
will have reached the miliual amount of 160,000,000 of bushels, our interest 
in which will not be confined only to what we can ship in Ocean vessels at 
Montreal and Quebec, but our canal forwarders will also be busily occu
pied in carrying for Boston and New York. To assume then, that in 
1870, we can send out 50,000,000 bushels by the Gulf of St. Lawrence 
and forward 30,000,000 bushels more, (about half what New York alone 
now takes wheat and Indian corn,) southward, to Lake Champlain, would 
not seem to be an extravagant estimate in view of the irrepressible expan
sion of western commerce. 

The toll on a bushel of wheat passing through the Erie Canal in 1861, 
amounted to a little over 5 cents: at half which rate our revenue from 
western grown grain only, predicated on the quantities estimated above, 
would be 

On 50,000,000 bushels, going out by the Gulf, 2t cts ... $1,250,000 
On 30,000,000 bushels, sent south, at 2~ cts... .. .. .. .. 750,000 

Total revenue from Western grain ......... $2,000,000. 

Showing that with the entire system of navigation in operation, and the 
quantity of breadstuffs to be carried proving to be not over-estimated, we 
could well afford to reduce the toll below the not unreasonable figure of 2~ 
cents per bushel, for to the agricultural products in grain, would have to be 
added our share of the large and growing trade in salted provisions, and 
the local demand for both articles, created by the springing up of manufac
tories along the route, and by the gradual settlement of the country; while 
up-freights, small at first but steadily increasing year by year, would add 
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their quota to a Revenue sufficient-irrespective of them,-after deducting 
all expenses incident to collection and to the proper maintenance of the 
navigation,-to pay at least 5 per cent per annum on an outlay of twenty 
millions of dollars, even supposing the communication to be opened from 
Lake Huron to Montreal only. 

The State of New York has expended on the completion and enlarge
ment of her system of canals since 1847 the sum of $24,712,253. The 
whole cost ofthe works from first to last has been much above $30,000,000, 
and the Net Revenue therefrom last year after paying for Repairs, Main
tenance, Superintendence, &c., &c., amounted to $4,081,591. 

With such a result to embolden her Canada need scarcely fear to follow 
in the footsteps of her wealthy and prosperous neighbour. 

Your Sub-Committee believe that full, fair, and open discussion, in all 
their bearings, of all the projects mooted for the attainment of the one great 
end-that of directing the trade of the west to the Gulf of St. Lawrence 
as its natural outlet to the sea-cannot fail (the feasibility of the scheme 
being admitted,) to convince the people of Canada that that route which lies 
wholly within Canadian territory, and through Canadian waters, is not to be 
pronounced upon from local or sectional points of view ; but should be treated 
as-which it truly is-a great national measure, worthy of a growing and 
progressive people; a measure on which the whole province should cordially 
unite and the mother county look with favor and encouragement. No 
other scheme presents itself by which our merchants and carriers can be 
placed on a footing of at least equality, with those of the Atlantic and 
lake cities of the United States, or that will ensure to Canada for all time, 
such friendly, enduring, and profitable commercial relations, with the grow
ing empire fronting on Lake Michigan. N or would the project seem to be 
limited to the one large result of opening the safest and most direct com
munication between tide-water and the greatest food-producing country in the 
world; it would at the same time bring that favored country within easy navi
gable reach of perhaps the most inexhaustible concentration of manufacturing 
power in the world; as though nature, "that doeth all things well," had 
designedly provided our grand interior chain of waters with weirs and dams 
of her own building, as a necessary adjunct to the grain-growing prairies 
beyond. Millions of dollars worth of property entering the French River 
in the form of grain, but arrested in its downward progress by mills at 
twenty different points on the 400 miles of navigation, will reach Montreal 
in the form of flour,-the cheapest ground, the cheapest barrelled, and 
the cheapest carried flour in America. 

Viewing the subject from the stand-point of our relations with the old 
world, we find that from Quebec to Liverpool is 400 miles less distance 
than from New York to Lvierpool. From Chicago to Liverpool by 
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way of the Ottawa and the Gulf is 740 miles less, than by way of Lake Ene 
and the Hudson; thus bringing Great Britain so much nearer to the gra
naries whence she draws her chief supplies of breadstuffs. The manufac
turing opportunities already referred to would in time provide employment 
for thousands of her operatives and mechanics, and the lands homes for 
her surplus agricultural population. Finally,-in creating this new high
way from the west we would also be opening the way to that vast western 
British territory, stretching from Lake Superior to the Pacific, and the pro
blem of annexing parts of which to Canada, the Ottawa navigation project 
would go far to solve. Fort William on British waters at the head of 
Lake Superior, is equi-distant from Montreal, with Chicago, at the foot of 
Lake Michigan :-each about 980 miles by way of the Ottawa.-At the 
former point we attain the foot of another chain of waters, leading to the 
settlement of Red River, at the foot of Lake Winnipeg, into which at 
its western extremity, 300 miles beyond Red River, the Great Saskatche
wan, after a nearly due east course of fully 1000 miles, through boundless 
plains and prairies, pours her fertilizing waters. A continuous navigation 
from tide-water in the Gulf of St, Lawrence, to the foot of the Rocky 
Mountains, is not an impossibility in the future of British America. 

Nor need New York or the Eastern States view the project under dis
cussion with jealousy or disfavor, Its completion would force into exis
tence the long talked of connection with Lake Champlain, simultaneously 
with the construction of which N ew York would enlarge her Champlai~ 
Canal to proportions corresponding to it, and to the Ottawa (proportions 
to which her Erie Canal can never attain), thereby reducing the navigable 
water distance between the mouth of the Hudson River and Lake Michi
gan, 150 miles below what it now is, or ever can be, by any other route. 
The good will of Boston, too, should be secured to our enterprise by 
the fact, that through it the breadstuffs of the west, of which she is so 
large, a buye~, can be laid down in Lake Champlain at less cost, more 
speedIly, and m better condition, than they can by any other way be brought 
to touch the borders of New England. 

In concludi,ng this Report, your Sub-Committee would touch briefly on 
one other subJect; oue ,so clos:l~ interwoven with improved navigation to 
the west, as to be certam to eliCIt enquiry from the deleO'ates' we allude 
to th: shipping fac~lities attainable in the St. Lawrence.1:> On'that point 
we .will ~t ,once adlllit, that neither here nor at Quebec are the harbours, in 
theIr eXIstmg condition, fully adapted to the accommodation of the trade 
we are hoping to attract; but we can at the same time truthfully assert. 
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and as we believe show, to the satisfaction of our expected visitors, that 
both ports are capable of being made, as well in point of convenience as 
space, all that can be required. And as regards our own city of Montreal, 
your Sub-Committee would fain hope that the brilliant future disclosed to 
our vision by the great project which has formed the subject of their inves
tigation may be the means of uniting all seotions of our citizens on some 
broad and comprehensive scheme of harbour improvement, worthy of a 
great commeroial city. 

Respectfully submitted, 

MONTREAL, April, 1863. 

H. L. ROUTH, 

Ghair1n(!m. 
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APPENDIX A. 

The advantaO'e of the Ottawa Route to the trade of the Western States 
b 

may be seen by a reference to the comparative cost of transporting a 
bushel of Wheat from Chicago to Liverpool, via Buffalo and New York, as 
contrasted with cost of same via Ottawa and Montreal, as given below. 

COST of transporting a bushel of Wheat from Chicago to Liverpool, via 
.Buffalo and "Np,w York. in 1862. 

cts. 
Average cost of lake freight to Buffalo duriug season, ...•...• . .. • •. . . . . ..•• 10i 

" "from Buffalo to New York, say ..................•........... 15i 
Insurance to New York from Chicago ... , . ..... ...... .... ...... .... .... .. 2! 
Lighterage, Weighing, Screening, Brokerage, Stamp duty, &c., say......... 1 
Commission at New York for engaging freight, &c., &c., say ........... , . . . . 1 
Average Ocean freight from New York to Liverpool, from 1st May to 1st Dec., 

1862 .•.•.•..••..• , ., .•••.•••....• , ••••••••••.•••••••...••••••••• , 23 

Primage 5 per cent. on freight, say. . . . . . . • . . . . .• . . . . . . . . . . . . . . . . . . . . . . . . 1 
Insurance to Liverpool from New york.... .... ...... .... .... ......... .... 21 
War risk, say.... ...... .... .. ..... ...................•................ 21 
Imperial duties at Liverpool .................. " . . . . . . . . . . . . • . . . .. ... ..•• 3 
Town and Dock dues, Weighing, &c., at Liverpool,...... ..•• ...... .... ...• 3 
Commissions at Liverpool. . . • . .. . .•. . . . . . . . . . • . . .. . .. .. . . . . . •• •.. . . . . . . . 5 

Total cost to Liverpool, from Chicago via Buffalo and New york ...• •. = '11 

COST of transporting a bushel of Wheat from Chicago to Liverpool 
via Ottawa and Montreal. ' 

From Chicago to Montreltl as per offer of parties now in carrying Trade in- cts. 
cluding 2 cents toll ......•........ " ..............•.•.•............ 

Insura~c: to Montreal ...... " ..............••...........•••••.•........ 
CommISsIOn at Montreltl for engaging Ocean freights &e. &c 
Ocean freight same as average from Port of Montreal' dur;ng s'e~'s~~' ~~~~::::: 
Insurance from Montreal to Liverpool .........•........ 
Town and Dock dues, Weighing, &c., at Liverpool ....••.•.•...........•.. 
Imperial duties at Liverpool .......•.......... 
Commissions, &e.

J 

at Liverp~~i· .•••.....•••.........•.... " .....•....•.. 
.......................................... 

13 

Ii 
1 

241 
21 
3 
3 
5 

Total cost to Liverpool from Chicago via Ottawa and Montreal .•••..•. = 53! 

Difference in favor of Montreal and Ottawa Route .•.•...•••••••••••••••••.•.•.. 171 
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TABLE shewing costs per bushel for freighting grain from Chlcago to 
Montreal by Weiland Canal and Kingston Route, years 1858 to 1862, 
with proportionate rates by Ottawa Route. 

Seasons 1858, 1859, 
(with about i cent tolls.) 

Well and Canal Route, maximum, .•••.•• , •• 
Ottawa Route, proporticmate rates, ...•. , •• 

Less saving in Insurance, •.•.. 

Difference in favor of Ottawa Route! .....• , 

Well and Canal Route, minimum, .......••• 
Ottawa Route, proportionate rates, ...•.••• 

Less saving in Insurancej •..•. 

Difference in favor of Ottawa Route, .•••••• 

Weiland Canal Route, average, ...•••....• 
Ottawa Route, proportionate rates, .•••.••• 

Less sa-ving in Insurance, .••• 

Difference in favor of Ottawa Route, ...•.•. 

Seasons 1860 to 1862, 
(nearly free of tolls.) 

Lake. 
11k 
6! 

6 

" 

Weiland Canal Route, maximum,.......... 21 
Ottawa Route, pr0portionate rate, ........ 11 

Less saving in Insurance, ... . 

Difference in favor of Ottawa Route, .•..••• 

Weiland Canal Route, minimum, ....••.•.• 
Ottawa Route, proportionate rate, ..•••••• 

Less sa-ving in Insurance, ..••• 

Difference in favor of Ottawa Route, .•.•••• 

7t 
4t 

Weiland Canal Route, a-verage, •.•.......• 12~ 

Ottawa Route, proportionate rate, ...•.•.• 9~ 

Less saving in Insurance, ..•• 

Difference in favor of Ottawa Route, .•••••• 

River. 
6 

6= 

" 3:::: 

7 
1= 

4 
4 = 

4~ 

12;1 

1 

= 
7i 
1 

18 

:::::: 

8t 
1 

4t::::: ll~ 
1 

Total, 
IH 

6 

9 

5 

4 

lO~ 

28 

17 

11 

17k 

MEMo.-The lockage in proposed Ottawa Canals would not be greater-and might be 
less-than on tbe existing St. Lawrence Canals. The greater extent of free water on 
the Ottawa route would enable craft to make a round trip in nearly the same time RIlW' 

occupied on the present route. 
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MEMOltAN])UM shewing the average freight-c-ost of tl'ansp(jl'ting a. bushel 
of Wheat from Chicago to Liverpool, by way of Buffalo and New York, 
during years 1860, 1861 and 1862. 

---
New York to Liverpoo1. Years. Chicago to Buffalo. Buffalo to New York. 'l'OTAL. 

-. ~iIJj'~ -~ - ~-' -----
44! cents. 1860 .••. 9! cents. 14t cents. 204 (lents. 

" 19 " 46i " 1861. ... 12 " 15! 
23 II 49! " 1862 .... 10~ " 15:i " 

Memorandum shewing the S!lJme, from Chicago to tiverpool, by way of 
WeHand Canal, Kingston, and Montreal. 

Years. Chicago to Kingston. 

1860 .... lli cents. 
1861. ... 13t " 
862 .... 12! .. 

H. L. ROUTH, ESQ., 

&c., &c. 

DEAR SIR, 

-
Kingston to Montreal. 

3!! cents. 
5~ " 
6! " 

Montreal to Liverpool, 
from 1st May to 1st Dec. TOTAL. 

,. 
~ ~'"-

24i cents. 40! ets. 
23 " 42! " 24i " 42! " 

With respect to the question asked by the Sub.Committee 
as to whether a ship canal of eleven feet depth would cheapen the freight 
cost of produce over one of say eight feet depth of water, in reply the fol
lowing is submitted: 

A ship canal from Lake Huron to Montreal will not cheap~ii the cost of 
freighting a bushel of grain over one with eight feet water when barges 
are used for river navigation instead of schooners. 

With a canal of eight feet depth of water and locks of250 feet long, barges 
can be constructed to receive the cargo of a lake vessel of say 1000 tons, 
or 35,000 bushels grain. 

The cost of a lake schooner to carry 20,000 bushels grain would be 
$18,000; a barge to carry an equal quantity would cost say $6,000, or 
about one-third, while the cost of running a barge would be less than one
half of that of a schooner; in either case steam-tugs would have to be 
used. 

Montreal, April, 1863. A. C. 
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.APPENDIX B. 

MARINE INSURANCE AGENCY, 

Montreal, March 2, 1863. 

Sm,-In answer to your enquiries about rates of Insurance on Grain 
by the routes now in use, and the proposed Canal via French River, 
I annex a comparative Table from opening of navigation to the first of 
December. 

April May. September. 

-- -~- ----~-

To 31 1 to 14to 
Aug. 14. 30. --------

Milwaukee to Montreal, on grain via Canal and 
Lakes, .........•.......•............• 3.13 Z.38 2.65 3.13 

Milwaukee to Montreal, on grain via Colling-
wood route, .......................... 2.65 1.94 2.18 2.65 

Milwaukee to Montreal, on grain via French 
River and Canal, ..•...........•....... 1.91 1.33 1.56 1. 91 

Milwaukee to New York, via Goderich and 
Buffalo, ....•.....••....•.....•••..... 1.91 1.33 1.56 1. 91 

Milwaukee to New York, via Buffalo and Erie 
Canal, ••••....••.••....••............ 2.15 1.44 1.68 2.15 

October. 

----
1 to 14 to 
14. 31. -- --

3.60 4.07 

2.89 3.36 

2.15 2.63 

2.15 2.63 

2.39 2.86 

November, 

--
Ito 
14. --

5.03 

4.07 

3.34 

3.34 

3.57 

14to 
30. 

5.9 

5.0 

4.2 

4.2 

4.5 

8 

3 

9 

9 

3 

Ocean rates of Insurance from St. Lawrence to British Ports from May 
to October are the same as from Atlantic Ports of the United States, and 
rise each fortnight in October about one per cent. 

H. L. ROUTH, ESQ. 

Yours truly, THEODORE HART, 
Agent of Sun, Mereantile, and 

Commercial Co's of N.Y. 
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APPENDIX C. 

MON'I'REAL, 26th March, 1863. 

" O'I''I'AWA AND FRENCH RIVER NAVIGATION PROJECT." 

SUt, 
In compliance with the request of the Sub-Committee of the Board 

of Trade, I have made an estimate of the difference in cost between the 
scale of navigation contemplated by my Report of 22nd March, 1858, 
and one adapted to barges carrying from 18,000 to 20,000 bushels of 
grain: the draught of such class of vessel being assumed at 8 feet. Not 
having immediate acoess to the original maps and plans showing the result 
of the surveys of the route, my reduced estimate can only be taken as an 
approximation to what the actual difference in cost would be: That 
difference may, however, very safely be put down at not less than eight 
millions of dollars, while if the locks were to be diminished to the size just 
sufficient for the passage of one such barge at a time, say 160 feet x 33 
feet x 8 feet depth, the reduction in cost would reach to ten millions 
dollars. 

My original estimate was for a propeller navigation locks 250 x 50 feet: 
Depth of water 10 feet,-and, as the report shows, was based on very 
liberal prices for all classes of work, with a view to covering every unfore
seen contigency that might possibly arise in carrying out an undertaking 
of such vast magnitude. It amounted in gross to $i~-!,OOO,OOO. 

Deducting the lowest above estimated difference 8,000,000. 

We have ............................... $16,000,000. 

as the probable cost of a large barge navigation such as contemplated in 
the question submitted to me by the Sub-Committee, but still having locks 
of the dimensions originally designed, so that when the larger projeot 
shall have become a commercial necessity it can be attained without the 
sacrifice of any costly works. 

Adopting the lesser size of lock would reduce the whole outlay to 
$14,000,000. 

Respectfully submitted, 

(Signed,) W. SHANLY. 
H. L. ROUTH, ESQ. 
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APPENDIX D. 

Importation and Manufacture of Lumber at Chicago and Milwaukee 
during the year 1862 :-

CHICAGO. 

Lumber, imported, ................ " ................ 305,674,045 feet. 
Shingles, imported (Nc.) ............................ 131,255,000 

Do. made, ". . . . . . . . . . . . . . . . . . . . . • • . . . .. 50,000,000 
Laths, imported, " . . .• . . . . . . . . . . . . • • . . . . . . . . .• 23,880,000 
Do. made, ".. .. .. . .........•........•• 10,000,000 

MILWAUKEE. 

Lumber, imported, ................ •.................. 38,858,000 feet. 
Shingles, " (No.) ............................. 13,385,000 
Laths, ". . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3,950,000 feet. 

Average prices of Lumber in Chicago and Milwaukee during year 1862 :-

First or Clear Board~ per M, 
Flooring, " 
Shingles, " 
Lath, 

CHICAGO. 

$25.00 
13.50 

2.50 
2.00 

MILWAUKIE. 

$26.00 
14.00 

2.50 
2.00 

A l'erage prices of Transportation of dry Lumber to Chicago by boats :
From Gatineau or Bay of Quinte via Weiland Canal, per M, say .... $4.00 
From points on proposed Ottawa Canal, .....•...•..........•...• 2.50 

Quebec Lumber Statistics :-

Average Receipts for 5 years of all kinds of Lumber into Port of Quebec, 401,968,786 
Average price of Clear Boards in Quebec during 1862, 

say £14 per standard = $20.36 per M. 
Cost of Transportation of Deals from Gatineau or Bay of Quinte 

to Quebec, floated, per 100 stds. $4.50 to $6.00. 
Do. do. from points on proposed Ottawa Canal 

to Quebec, floated, per 100 stds. $4.50 to $6.00. 

Statement of Receipts and Shipments of Produce at Chicago and 
Milwaukee in 1862:-

CHICAGO. Receipts. 

Flour, reduced to bushels, .•.••..........•• 9,636,855 
Wheat, bushels, .......................... 13,978,116 
Corn, " •..••......••...........•. 29,574,328 
Oats, " .......................... 4,688,722 
Rye, " " . • . . . . . . . • . . . • . . . . .• • . •• 1,038,825 
Barley," . . . • . . . . . . . . . . . . . . . • . . . . 8 72,053 

Totals, .....•...••... 59,788,899 

3 

Shipments. 

9,140,820 
13,808,8a8 
29,452,610 

3,112,366 
871, '196 
532,195 

56,918,685 
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MIL "WAUKEE. Receipts. 

Flour, reduced to bushels,. • . . . . . . • • . . • . . .• 2,648,000 
Wbeat, bushels, .......................... 15,613,995 

Corn, 
Oats, 
Rye, 
Barley, 

" •••••••••••.••••.•••• " .• •• 258,954 
" •.••••••••••..... , •.. , ... , 282,765 
" ......................... 154,576 
" .••• .. .. .. .. .. .•. .•.•...• 149,997 

Totals, .....•........ 19,108,287 

Shipments. 

3,557,025 

14,915,680 
9,489 

79,094 

126,301 
44,900 

18,732,489 

Shipments of Beef, Pork, &c., from Chicago and Milwaukee during year 
1862. 

CHICAGO. 

Pork, bbls.,........ .... .. . ..... .. ...• .... 193,920 
Beef, " .............................. 151,631 
Lard, pounds, .••.•.•..................... 54,505,123 
Cut meats, pounds, ..................•... 71,944,010 
Tallow, " •.............••.•. , ... 8,095,531 

MILWAUKEE. 

56,434 
36,391 

5,177,593 
5,382,625 
1,106,750 

Statistics of Salt Trade at Chicago and Milwaukee during year 1862 :-

CHICAGO. 

{ 

612,003 bbls. 
Receipts, ................... 278,789 sacks. 

13,047 tOllS. 

A · ~ Coarse, S2.30 verage prIces,.... . . . . . . . . . • . 
FIDe, 1.92 ~ 

MILWAUKEE. 

137,167 bbls. 
5,019 sacks. 

240 tons. 

$2.20 
2.10 

Receipts of Coal at Chicago and Milwaukee during year 1862 ;-

Chicago, .•...•..••...•...•. " ..... 218,423 tons. 
Milwaukee,... . . . • • . • • . . . .. .. . . . . .. 24,860 " 

Average price, by cargo, of Bituminous Coal, . . . . . . . . • .. . •...... $5.70 

" " hard English " ..•••........•..•... 7.00 

Shipments of various articles from Clucago and Milwaukee during year 
1862. 

Hides .•••...•...•...•...•.....• 15,315,359 lbs. 
Lead, .. .. .. .. ... .. ............. 6,516,'196 " 
Wool, .......................... 2,101,544 " 
Seeds, .......................... 6,190,215 .. 
Hogs,. .••..•.. ...... ..•• ...• •.•• 491,135 
Oattle,...................... .... 11:.1,74.6 

2,403,150 Ibs. 

1,314,210 
66.900 
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APPENDIX E. 

To His Exccllcncy, tlte Governor GCi/emlof CUi/ada. 

The Legislature of the State of Illinois, on the 14thcby of February, 
1863, passed a joint resolution, which was on the same day duly approved by 
the Governor, creating a CumllJission to be composed of five citizens of 
Illinois, to be appointed by the Governor, with full power and authority on 
behalf of the State, to petition or to proceed personally to the Provincial 
Government and Parliament of Canada, and if deemed by the Commission
ers advisable, to the Government of Great Britain, for the purpose of 
presenting to those Govel'llments, in any proper manner, statistics of the 
trade and production of the North-western States of the American Union, 
which are seeking enlarged and cheaper outlets to the tide-water, 1)y way 
of the Lakes and Rivers and new or enlarged Canals of Canada, amI to 
solicit from those Governments, their earnest consideration of alld carly 
action upon a subject of such great and rapidly growing importance to 
them as well as to the North-western States. 

In compliance with the requirements of the joint resolution 1'eferrc(1 to, 
and under the app.ointment of the Governor of Illinois, we have cume 
respectfully and briefly to present to you, and through you to the Provin
cial Parliament and the British Government, the importance both to Great 
Britain and the United States of so opening and perfecting the navigation 
of the St. Lawrence, as to afford to the commerce of both countries a 
cheap communication between the shipping ports on the N urth-western 
Lakes and Great Britain. The growing and already vital neccssity for 
enlarged and cheaper avenues between the North-western States and the 
Atlantic has been comparatively neglected, because those great food-pro
ducing States were sparsely populated, with only a few scattered hamlets 
and forts, at the date of the last treaty between the two Countries. But 
within the last half century thc agricultural resources of these States havc 
been developed with a rapidity unparalleled in the history of the WOrlll. The 
surplus of products furnished 1)y these States, with their present popula
tion of nine millions, is already immense, and with the increased facilities 
for reaching a market, that surplus will be increased with a rapidity even 
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beyol~d that of the past twenty-five years. With one-tenth of the arable 
surface under cultivation, the product of wheat of the North-western 
States in 1862 is estimated at one hundred and fifty million bushels, and 
of Indian corn at five hundred million bushels; and from our own State of 
Illinois alone there has been shipped annually, for the last two years a 
surplus of food sufficient to feed ten millions of people. 

For several years past, a lamentable waste of crops actually harvested 
has occurred in consequence of the inability of the railways and canals 
leadincr to the seaboard to take off the excess. The North-west seems o 
already to have arrived at a point of production beyond any possible capa,-
city for transportation which can be provided, except by the great natural 
outlets. It has for two successive years crowded the canals and railways 
with more than one hundred million of bushels of grain, besides immense 
quantities of other provisions, and vast numbers of cattle and hogs. This 
increasing volume of business cannot be maintained without recourse to the 
natural outlet of the Lakes. 

The future prosperity of these States' bordering on the great Lakes, 
depends, in a great measure, upon cheap transportation to foreign 
markets; hence, they are vitally interested in the question of opening the 
St. Lawrence, the great natural thoroughfare from the Lakes to the Ocean, 
through and by which the people of England may enlarge their supplies of 
breadstuffs and provisions, greatly exceeding the quantity heretofore 
received from the United States, at one-fourth less cost than it has hereto
fore been obtained. From actual experience derived from shipments of 
Indian corn from Chicago to Liverpool, it is shown that the freight charges 
often cover seven-eighths of the value of a bushel of corn at Liverpool. 
More than one-half of the cost of wheat is also often consumed by the 
present very inadequate means of transportation. 

The annually increasing receipts of foreign grain into the United King
dom, are chiefly made up of increased receipts from the United States. 
The freight charges upon our American breadstuffs amount, in the aggre
gate, to more than double the average charges on all the grain imported 
th~re fi'om the Continental markets, yet increased supplies are annually 
bemg drawn from America. The European customer for our breadstuffs 
determines tllCir price in all of our markets. The surplus of grain derived 
from the North-west is 50 or 60,000,000 of bushels beyond the demand of 
the Eastern States; and when that surplus is carried to their markets the 
foreign quotations establish the value of the entire harvest. ' 

Our prairie soils are tilled with the same facility as the alluvial soils of 
the valley of the Nile. In their natural state they have an abundant 
grow~h of the most nutritous grasses, which furnish the farmer with food 
for hIS cattle and horses at a nominal cost. The cultivation of these lands 
so largely by improved mechanical means, reduces the first cost of our 
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grain below that of any of the European countries; hence our products 
have entered largely into competition with the products of other countries, 
upon which the freight charges form a small part of the cost to the English 
importer. These North-western States furnished onc-third of 16,094,914 
quarters of grain imported into England in the year 1861, a season of 
extremely high freights on the Lakes and Canals as well as upon the 
Ocean. The official returns of 1862 are not yet publishec1. It is believed, 
however, that the proportion of American grain was still larger than in 
1861. In this view we may safely concludc that the (luestion of devising 
cheaper and more expeditious routes for the transportation of this grain to 
England, has become of equal importance to Great Britain and the United 
States. 

It is the opinion of your memorialists that the cost of transportation may 
be reduced ten shillings per quarter, or thirty cents per bushel. One-half 
of this sum added to the income of our farmers would give a remarkable 
stimulus to the production of grain, and would lead in a few years, within 
five years at the farthest, to the production of a surplus excceding the 
total of the present importation of grain into England from all countries. 
And it is equally true that the present heavy freight charges, consequent 
upon the inadequacy of the means of transportation, will diminish the pro
duction of grain and divert agricultural labor and enterprise into some 
other and more remunerative channel. We think we are warranted in 
expressing the opinion that a moderate expenditure devoted to connecting 
the Canadian Rivers with the great Lakes in Canada, so as to permit 
steam navigation to Montreal, and if practicable, a direct trade with Liver
pool, will open to England a supply of breadstuffs as large as she now 
imports from every other country, at lower rates of first cost, and thus 
give the control of the grain markets of the world to the largest purchaser. 

The interior of North America is drained by the St. Lawrence, which 
furnishes for the country bordering upon the Lakes a natural highway to 
the Sea. Through its deep channel must pass the agricultural produc
tions of the vast Lake region. The commercial spirit of the age forbids 
that international jealousy should interfere with great natural thorough
fares, and the Governments of Great Britain and the United States will 
appreciate this spirit and cheerfully yield to its influence. The great 
avenue to the Atlantic through the St. Lawrence being once opened to its 
largest capability, the laws of trade, which it has never been the policy of 
the Federal Government to obstruct, will carry the commerce of the N orth

west through it. 
In concluding, ~e will say that we come as the Agents of the Govern

ment of the State of Illinois, not intending to transcend the limits of our 
power, and carefully avoiding the assumption of any of the functions of 
the Federal Government in its international relations, but to present to 
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the Provincial Government of Canada, and through it, to the British Gov
ernment, such facts concerning. the vast resources of the North-western 
States, their capacity for production of the cereals, and the difficulty in 
reaching tide-water with their products, as will tend to the opening of 
direct trade between those States and Liverpool. 

Respectfully submitted, 

CHICAGO, ILLINOIS, March 10, 1862. 

W. B. OGDEN . 
.JAS. W. SINGLETON . 
.J. YOUNG SCAMMON. 
W. H. OSBORN. 
W. H. GREEN. 
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REPOIlT 
ON THE 

OTTAWA AND FRENCH RIVER NAVIGATION 

PROJECT. 

TORONTO, 22nd March, 1858. 

SIR,-I have the honor to report on the proposed line of navigation from 
Montreal, by the Ottawa and French Rivers, to Lake Huron, the examin
ation and survey of which were committed to my charge by the Commis
sioners of Public Works, in July, 1856. 

As an index to the work embraced in the exploration and survey of so 
long and varied a chain of waters as go to make up the route in question, I 
will divide it into the following sections: 

1st. Montreal to Ottawa City ................. . 
2nd. Ottawa to Portage du Fort ............... . 
3rd. Portage du Fort to Fort William ........... . 
4th. Fort William to Mouth of the Matawan ..... . 
5th. The Matawan and Lake Nippisingue ....... . 
6th. Lake Nippisingue and French River ....... . 

110 miles. 
55 " 
60 " 
80 " 
45 " 
80 " 

Whole distance Montreal to Lake Huron.. . . .. 430 miles. 

For particulars of the steps taken for the carrying out of my instructions, 
I would refer you to my ad interim reports-more especially those of the 
13th December, 1856, and 19th March, and 25th August last year, while 
I will here merely recapitulate in general terms what in those documents 
is given in detail, viz.: that the original appropriation for meeting the 
expenses of the survey having been of very limited amount, I deemed it 
advisable to confine actual instrumental operations, in the first instance, to 
those portions of the route which obviously presented the principal obstruc
tions to the establishment of a continuous navigation. The sections selected 
QD these grounds were ;-lst. That from Portage du Fort, at the head of 
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the Ohats Lake, to the foot of the noble stretch of navigable water abtwe 
Fort William, known as the" Deep River,"-being No.3 in the above 
index ;-2nd. From the mouth of the Matawan to Lake Nippisingue, No. 
5, in index. 

The first described division, covering some sixty-five miles of the length 
to be explored, is by far the most obstructed portion of the main Ottawa 
River, and consequently the most tedious of survey, as it will eventually 
be the most costly of improvement, when placed in comparison with any 
equal portion of the route above By town. A complete and reliable survey 
of this section I deemed indispensable to a correct knowledge of the capa.
city of the Ottawa as a navigable highway to the west. 

That an accurate chart of the Matawan, and a reliable topographical 
map of the dividing ridge between it and Lake Nippisingue were equally 
indispensable to a correct solution of the problem with which I have to 
deal, must necessarily have struck any experienced engineer who had at 
all given his attention to the subject, that question involving a matter of no 
less moment than the connection, for purposes of commerce, of the waters 
of the great Ottawa River with those which choose their path to the Ocean 
by way of the Great Lakes and the Falls of Niagara. It must have been 
obvious, also, even in the absence of any previous knowledge of its contour, 
that in the region of the Matawan would have to be decided the all impor~ 
tant question of the supply of water to meet the exigencies of lockage. 

From the confluence of the Matawan with the Ottawa to the mouth of 
the little "Riviere de Vase" on Nippisingue, is forty-five miles. 

The surveys of these two divisions of the projected chain of navigation 
were commenced in August, .1856, and carried on uninten'uptedly all 
throu;.;h the severe winter that ensued, particularly severe as it must 
necessarily ever be in the northerly latitude in which they lie. Operations 
on the Matawan were continued until the following May, when I received 
official instructions from you that the two parties of engineers there engaged 
were to be called in, and that portion of the survey abandoned, or suspend~ 
ed siue die. Those instructions I acted upon at once, though with relued 
tance, for the work had been approached so near to completion that three 
months' continuance of even one of the parties in the field would have 
secured all the requisite data for the compil&tion of a finished and accurate 
chart of that singular and interesting river as well as of the adjacent shores 
of Lake Nippisingue. 

The lower division of the work, from the Deep River to the head of 
Cha~s Lake, cO~ltinu.ed uncleI' survey until the end of January last, shortly 
prevlO~s . to which ~lme you notified me that it had been decided by the 
CommlSs:oners, actmg under an order of His Excellency the Governor 
Gene~al m Council, to discontinue all further operations for the present. 

It IS much to be regretted, if I may be permitted to say so, that the 
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necessity for the suspension of this survey should have arisen just when it 
did, at a period of the year when the ice affords such facilities for sounding 
with accuracy and expedition, and for obtaining the other necessary data 
for finished and comprehensive maps and charts, and which, on the rugged 
and precipitous shores of deep waters, cannot at any other season be had 
with equal economy and correctness. The present winter, had the work 
not been interrupted, would have resulted in the acquisition of the neces
sary material for laying down with completeness all the varying features of 
short-line, islands, and depths relating to the several channels into which 
that intricate section of the Ottawa is divided by the Allumettes and Calu
met Islands, and the many little islets between the Grand Calumet Falls 
and Portage du Fort. 

In accordance with the instructions last referred to, the Ottawa survey 
was tot.ally suspended on the 31st January last. 

I should have mentioned that in addition to the two divisions of the route 
above described as compassing my first scheme of operations, I have also 
succeeded in obtaining a very excellent, though also still incomplete survey 
of a third division-Lac des Chenes- forming part of section No.2 in index, 
and extending from the foot of the Chats Rapids, opposite Fitzroy Harbour, 
to the head of the Chaudiere Rapids, seven miles above the City of Ottawa. 

During my explorations of the Ottawa in November, 1856, learning that 
the works of the Chats Canal were on the eve of beiug suspended, it struck 
me that the resident Engineer of that work, Mr. Gallwey, thus relieved of 
his ordinary duties, might possibly be spared to assist in the important survey 
which I had then recently commenced. On making such a suggestion to 
the Department, the Commissioners at once responded by placing Mr. Gall
weyand his party at my disposal; I accordingly requested him to connect, 
by regular survey, the already commenced canal at the Chats with the 
contemplated one at the Chaudiere. 

This work, carried on during the winter of1856-57, though not completed, 
was prosecuted sufficiently far to furnish a correct outline of Lac des 
Chenes, and to add twenty-seven miles (the length of the lake) of correct 
soundings to our store of information respecting the available depth of the 
waters under examination. 

From the moment of assuming the responsibility of ascertaining and 
pronouncing on the merits of so bold a project as that of opening an entirely 
new ship or steamer communication between the Lower St. Lawrence and 
the Lake ports of the West, I laid down the principle of having the work 
executed with the greatest possible carefulness and accuracy, desirous (as 
stated in a former report) of producing charts of our grandllorthel'll river as 
reliable in every particular as those admirable ones which will ever a~sociate 
the name of BAYFIELD with the Great Lakes and the St. Lawrence. 

I accordingly adopted the trigonometrical system of survey; and as far 



6 

as the work has gone, no pains have been spared to insure correctness, as 
well in determining the shore-line of the waters, main lands, and islands. 
as in laying down the soundings. 

The following summary, taking the sections which were under survey in 
the order in which they occur ascending the Ottawa, will serve to show at 
a glance what proportion of the route has been submitted to the test of 
instrumental examination, the whole distance from Montreal to the mouth 
of the French River being, as already stated, estimated at 430 miles. 

1st. From the Chaudiere to the Chats Rapids, " Lac des CMnes," 27 miles. 
2nd. From Portage du Fort to the Deep River. . . . . . . . . . . . . .. 65 " 
Brd. From mouth of the Matawan to Lake Nippisingue .. , ..... 45 " 

Total. . . . . . . . . . . . . . . . . . . . . . •. 137 miles. 

The triangulation of all these sections has been nearly completed, but a 
large amount of field work, as has been before mentioned, remains to be 
done in order to complete the tracing in of the shore-lines, and the topo
graphy of the banks of the rivers and lakes. Soundings have been taken 
throughout, generally at intervals of two hundred feet apart, save in the 
actual rapids, and some isolated spots besides, where the waters did not 
freeze. The results of this department of the work may be summed up as 
follow: 

1st. Lac des C"henes.-For about three quarters of a mile below the 
foot of the Chats Canal, we have a series of rocky bars and shoals, which 
scarcely leave, at low water, a depth of more than seven and a half feet 
available for navigation. There is, however, much deep water (over fif
teen feet) in that distance; and the formation of a channel twelve feet in 
depth or more, though it would involve considerable outlay, is perfectly 
within the scope of practicability. The remainder of Lac des Chenes, 
twenty-seven miles, has a broad, direct channel, with a minimum depth 
of twelve feet at low water, the average soundings being more than twenty 
feet, and but one fortieth part of the whole distance less than fifteen feet. 

2nd. The section from Portage du Fort to the Deep River, 65 miles, 
has been sounded throughout the northerly channel of the river, including 
Lac Coulogne, and presents generally an available depth of over fifteen 
feet, by far the larger proportion of the distance having soundings of more 
than thirty feet. In the Calumet Channel, from the head of the island of that 
name to the Grand Calumet Falls, seventeen miles, we have some ten miles of 
shallow water, from six to nine feet, over shoals composed of sand or alluvial 
deposit. The water in this channel can, by the simple construction of an 
easily formed dam at the Falls, be kept up permanently to a level that 
would, without damaging any lands now available for cultivation, give a 
minimum depth throughout of nine feet, and a channel of twelve, or for 



tnat matter,fifteen feet in depth, can then easily be obtained through the 
:shoals by dredging out from two to six feet of the soft deposit of which the 
bottom is composed. 

3rd. The soundings of the Matawan River are highly satisfactory, extend
ing, save in the few cases of" open water" (nearly all soundings having 
been taken from the ice), from its confluence with the Ottawa to its head 
waters in the upper extremity of Trout Lake, distance 42 miles. In mid
.channel the depths average as follow: 

15 feet and over. . . . . . . . • . . . . . . . • . . . . . . . .. 32 miles. 
12 " and less than 15. . . .. . .• . . . . . . • . • . . . 5 " 
10 " and under.. . . . . . . . . . . . . • • . • . . . .• • . 5 " 

Of the deep portions, that is to say, fifteen feet and over, three fourths, or 
twenty-four miles, have more than 30 feet soundings. In" Lac Plein 
Chant," a stretch of smooth water five miles in length, not far above the 
mouth of the river, the average depth is more than eighty feet; in many 
rnstances bottom not being discoverable with three times that length of 
line. 

Lac" Talon," which we reach at eighteen miles from the mouth, and 
which gives us eight miles of still water, is also very deep, never less than 
twenty (20) feet in mid-channel, and commonly more than one hundred 
feet. We then come to La Tortue and Trout Lakes, twelve miles more of 
smooth water. In the former the minimum soundings are fifteen feet, in 
the latter thirty, while frequently more than two hundred feet are found. 

Apart from the regular surveying operations, Mr. Stewart, my principal 
assistant in the work, took advantage of the good ice in the winter of 1856-7, 
to ascertain the depth to be depended ()ll in the Chats Lake (the upper 
part of section N<iI. 2 in index) from Portage du Fort to within three miles 
~f the head of the Chats Cal!l.aL 

Consecutive and close soundings were takel!l. throughout that length, 
,some seventeen miles, excep.t for about two-thirds of a mile of open water 
at the Cheneaux Rapids, alid resulted in showing a minimum depth of about 
fourteen feet, the soundings generally ranging between thirty and sixty 
feet, while the lead at the end ofthirty fathoms ofline frequently announced 
"no bottom." 

I have thus had soundmgs taken over about one hundred and fifty miles 
()f the proposed chain of navigation, upwards of one-third of the whole 
estimated length, and in that distance find only some thirty miles (includ
ing the Chats Canal) requiring artificial improvement to render each sec
tion continuously navigable in itself for vessels drawing twelve or even 
fifteen feet of water. As I proceed with this report I trust to be able to 
.show that, following the route of the waters proposed to be improved, from 



Bytown to the Georgian Bay, the points between which my whole' fiela of 
operations lay, there are at least one hundred and twenty miles more of 
deep and level water, in detached sections it may be, but requiring little 
or no aid from the hand of man to render them amenable to, the purposes; 
of ship navigation. 

The falls and rapids of the surveyed and other portions of the route will 
be touched on by and by when I come to enter on the general engineering, 
features of the whole scheme, and will in that connection be exhibitell in 
tabular form as an Appendix to this report. 

Besides-the hydrographical examinations embraced in the-foregoing sum
mary of soundings,. a survey has also been made af the ridge of land divid
ing Trout Lake, at the head of the Matawan River and the most west
wardly of the waters tributary to the Ottawa, from Lake Nippisingue~ 
whose outlet is by the French River to Lake Huron; and the topograph
ical features of the barrier between where the waters of two of the might
ie'st of American rivers approach almost within rifle shot of one another, 
have been ascertained with sufficient accuracy to enable me to pronounce
with confidence on the practicability and probable cost of uniting them. 

Having sketched, as above, my course of proceedings towards the dis
charge of the trust committed to me, I will next, before entering on con
secutive details as to harborage and lockage, distance and depth, exhibitory 
of the e~aineering characteristics of the route, endeavour to give, for the 
information of those who, though interested in the project, may not be
familiar with the geography of the proposed line of communication, a, 

descriptive outline of the chain of waters which are to form the 

OTTAWA AND FRENCH RIVER NAVIGATION. 

The great Ottawa River, which at the foot of the island of Montreal 
becomes finally merged in the greater St. Lawrence, has- a north-westwardly 
course of probably some five hundred miles, and may be said to drain all 
that portion of the area of Canada comprised between latitude 45° and 490-
and longitude 740 and 7 9~ 0 

• 

Following the course of this great artery for ab0Ut three hundred miles. 
from Montreal, and noting in that distance many large streams pouring 
into it from both sides, we come to a broad, deep river, having an ascend:" 
ing course to the west. This is the MATAWAN, the "Widest and deepest of 
the western tributaries of the Ottawa. Turning out of the main. river, we 
follow up this branch, directly towards the setting SUD, for a little over 
forty miles, when, far larger at its. sourceS- than at its mouth the Matawan. , 
closes abruptly at the head of a deep lake, and, fOil.' the first time since: 
starting upon our journey, the waters seem to come to an end. 

Landing, however, and crossing a sandy ridge, but little elevated above 
the level of the lake just spoken of, a walk of scarce three-quarters of ~ 
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mile brings us upon a little river, where the current, which has hitherto 
impeded the progress of our bark canoe, now assumes a contrary direction 
from that of the waters we have left behind, and is gliding silently but 
surely to the WEST. 

Descending this stream, known to the " Voyageurs" as" La Riviere de 
Vase," five miles of canoeing over its gradually widening surface brings UB 

out upon a noble expanse of water, LAKE NIPPISINGUE; across which, still 
keeping on our due west course, we find thirty miles of deep water ere 
again compelled to take the land, which we do near where the dark waters 
of the lake are seen to hurry tumultuously to some destined goal below, 
through a narrow channel cut perpendicularly in the hard granitic rock. 
Here a " portage" of scarce a quarter of a mile in length brings us once 
more to navigable water, and our canoe floats securely on the placid sur
face of the FRENCH RIVER; following whose deep and beautifully terraced 
waters, and making three short" portages" in its length of fifty miles, we 
emerge upon the GEORGIAN BAY; having travelled, as near as may be, four 
hundred and thirty miles from our starting point at Montreal, and to reach 
which place of union with Ottawa waters those of the French River, 
which have just borne us out upon Lake Huron, have a journey before 
them of not less than one thousand miles; forming an atom in the huge 
volume of water that takes the great leap of the cataract of Niagara. 

With so unbroken a chain of water communication, river and lake, 
between the lower St. Lawrence-the natural portal of Canada-and the 
"land of promise" in the west, it is not to be wondered at that the route 
we have just come over should have been the earliest highway of Canadian 
commerce. 

In the year 1615 a brave Frenchman ascended the Ottawa from where 
the City of Montreal now stands, and, under the guidance of his allies 
from among the Indians who then swarmed on its banks, as well as on the 
now desolate shores of Lake Nippisingue and the French River, he followed 
the identical course that has been traced above, extending his explorations 
far down Lake Huron. Huron was thus the first of our wonderful fresh
water seas ever gazed upon by European eyes, ere yet the thunders of 
Niagara had greeted European ears. The name of the gallant voyageur 
was SAMUEL CHAMPLAIN. 

Impelled by the love of adventure, or the temptations of traffic, La. 
Salle and others quickly followed in the footsteps of Champlain, and for a 
long series of years, up to a comparatively recent period, large fleets of 
canoes, richly laden with the peltries of the North, periodically, year by 
year, ascended the French River, and, crossing over Nippisingue and the 
" height of land," dropped down the Ottawa to Montreal, the head-quarters 
of the fur trade. 

Owing to the falling off in that important branch of commerce, in part 



because of the gradual decrease in the number of fur-bearing animals in 
the region of Nippisingue and the Ottawa, in part because of the opening 
Qf other channels of communication, but, above all, to the appearance of 
steamers on the great Lakes, and of Railways on their borders, the French 
River and Ottawa route fell into gradual disuse; save, as regards the 
latter river, for the purposes of the timber trade; and on the French 
River, Lake Nippisingue, and the Matawan, whose echoes formerly 
resounded at not unfrequent intervals to the song of the voyageur, his 
<lheery voice is now but seldom heard, the only inhabitants of the 
solitary shores consisting of some few dozen Indian families of that self
same Algonquin tribe of whom hundreds gathered, wondering, round the 
" white men" when, nearly two centuries and a half ago, Champlain and 
his companions first appeared among them. 

In reviewing the commercial bearings of the project under consideration, 
it must be apparent to the most indifferent looker-on, if he will only give 
the subject his serious attention for a little, that the claims of such a 
route as has been described-water, it may be said the whole way, and 
nearly four hundred miles shorter between tide-water and Lake Michigan 
than that by the great Lakes, are at all events deserving of an impartial 
hearing. Setting aside, therefore, the engineeril1g obstacles to be over
come, and which, for argument's sake, we will suppose to be smoothed over 
in the meantime, I will proceed to state the case as simply and briefly as 
I can for the consideration of the merchant. 

It is not my intention to array great columns of statistics to shew what 
the possible trade from the west to the seaboard may be some ten years 
hence, within which period such a navigation as is above foreshadowed 
may become a reality. The increase of population and commerce in the 
Western States and western cities has invariably outstripped the anticipa
tions of the theorist, and are perfectly certain to continue to do so for a 
long series of years to come. 

It would be almost in vain, then, to speculate on what the next ten years 
of progress should bring forth; but it may be fairly asserted that produc
ing powers in the west, and demand for its products in the east, are 
increasing in such rapid ratio that any project which shall have for its end 
to diminish space and increase the facilities of transport by water carriage, 
will find such favour in the eyes of the mercantile community, that the 
restless spirit of Commerce will neither slumber nor sleep while a possibility 
remains of effecting some radical improvement in the water communication 
between the lake ports of the interior and the sea ports of the Atlantic 
coast. Millions will be freely contributed and freely expended for the 
furtherance of such a purpose ere another decade has passed away. 

~he .natural outlet of all that fertile region east of the Mississippi which 
drams mto the great Lakes, is, of course, their outlet the St. Lawrence; 
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and the preponderance of the trade of that immense area, as it assumes 
dimensions proportioned to the vastness of the river, will settle into that 
channel as a matter of destiny. No wholly artificial avenue can keep 
pace in increasing capacity with the gigantic commerce which is growing 
up to the west of Lake Michigan, and which will force us Canadians into 
bolder undertakings than any we have yet embarked in. Canada lies 
directly across the leading route from the far west to the Atlantic seaboard, 
and over some portion of our territory the great tide of western commerce 
must for ever roll. 

To meet the coming exigencies of that commerce, public attention has 
already been directed to three great projects, viz. : 

1st. The enlargement of the Weiland Canal. 
2nd. The construction of the Toronto and Georgian Bay Canal. 
3rd. The establishment of the French River and Ottawa navigation. 

I use the term navigation rather than canal, in relation to the last 
named scheme, because, as before observed, it consists of an almost uninter
rupted chain of waters-river and lake-demanding, just as we all remem
ber the St. Lawrence did, certain detached 8ection8 of canal to render the 
navigation continuous. 

The maps accompanying this Report will place clearly before the reader 
the relative geographical position of each of the routes named. That by 
the WeIland Canal is so familiar to all in any way concerned in the trade 
of the lakes, that the name is sufficient to recall its importance and 
success. The enlargement to ship proportions of that indispensable 
connection between Lake Ontario and the upper Lakes will be the first 
accomplished of any of the three projects under consideration. 

With respect to the Toronto and Georgian Bay Canal, the lately 
published and elaborate report of Mr. Kivas Tully, Civil Engineer, puts us 
in possession of full and reliable data as to the constructive features of 
that project, while my own explorations and partial surveys in connexion 
with project No. 3 enable me to condense its salient features into tabular 
comparison with those of its compeers :-

Distances, Chicago to lIIontre.1. Lockage. 

No. Name ofRonte. 
Lake. River. Canal. Total. Up. Down. Total. 

- ------------------ ---- -------- -------
Miles. Miles. Miles. IDles. Feet. Feet. Feet. 

--- ---- ---- ---- --- -- ---
1 Weiland Canal. .................. 1145 132 71 1348 .. 535 535 

2 Toronto and Georgian Bay ....... 775 155 120 1050 130 675 805 

3 French River and Ottawa ........ 575 347 58 980 83 615 698 

From these figures it appears that in point of distance, No.3, which 
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may be termed, par excellence, the " Canadian route," holds a very wide 
advantage over No.1; and though possessing in a lesser degree a similar 
advantage over No.2, is so far its superior in regard of lockage, as, 
clJ3teris paribus, to entitle it to at least an equal share of attention. 

In the foregoing table, Chicago is taken as our point of departure from 
the west, Montreal as the port of destination; with these points as termini, 
I will endeavor to show what the relative cost of transportation by each of 
the three routes should be, and to that end will avail myself of the calcu
lations of the net mileage cost of transport by the several descriptions of 
water carriage, lake, river, and canal, given us in the able report of Mr. 
W. J. MacAlpine, on the canals of the State of New York. I also ask 
permission of Mr. J. B. Jervis to make use of some of the figures relat
ing to similar matters set forth in his excellent treatise on the Caughna

waga Canal project. 

The following is Mr. MacAlpine's table:-

TABLE OF THE COST OF TRANSPORT PER TON PER MILE. 

Ocean. 

" 
Lake. 

" 
Rivers. 

" 
" 

Canals. 

" 
" 
" 

Railroads. 

" 
" 

Long voyage .................... , 1 mill. 
Short" . . . . . . . . . . . . . . . . . . . .. 2 to 4 mills. 
Long" .... , ............. , ., 2 " 
Short" . . . . . . . . . . . . . . . . . . . .. 3 to 4 " 
Hudson, and of similar character .... . 
St. Lawrence and Mississippi ...... . 
Tributaries of Mississippi ........... . 
Erie enlargement ................. . 
Other large Canals, but shorter ...... . 
Erie Canals, ordinary size .......... . 
With Great Lockage .............. . 
Transporting Coal ................ . 
Not for Coal, favorable grades and lines 
Steep Grades .................... . 

2~ 
3 

" 
" 

5 to 10 " 
4 " 
5to6" 
5 " 
6 to 8 " 
6 to 10 " 
1211 " 
15 to 25 " 

To the Canal rates above given must be added the tolls which on the 
Erie Can.al in its present unenlarged condition, swell the c;st of t:ansport 
through It to about 14 mills per ton per mile. Mr. Jervis, making just 
~llowance for the lessening of tolls certain to be a consequence of the 
lllcrease of tonnage due to the larger capacity of our Canadian canals, 
when tested to their full capability, and for the actual decrease in the cost 
o~ trans~ortation due to the larger class of vessels that their capability 
Wlll ~clmit of b.eing. employed in the trade, assumes the cost of transport, 
tOll.s m~lud.ed, ll1 shIp canals of ordinary cost, at 8 mills per ton per mile, 
which IS SImply ae1cling 4 mills for toll to Mr. MacAlpine's 4 mills for 
transport. 
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Mr. T. C. Clarke, in his excellent paper on the" AvenuEls of Western 
Trade," first published in "Hunt's Merchants' Magazine," and subse& 
quently in the Report of the Commissioner of Public Works for last year1 

assumes, and justly; that the cost per mile of both the H Toronto ana. 
Georgian Bay," and" French River a11l1 Ottawa" Canals, will be far in 
excess of the average cost of the magnificent canale we can now boast of; 
and, that, as a conseql~nce of such increase of outlay, there would 
naturally be a corresponding increase of tolls,~estimatec1 by him at 
double the ordinary rate ,-which, however, he puts at 5 mills per ton per 
mile, against Mr. Jervis' .J: mills. Accepting Mr. Clarke's principle as 
sound, I adopt ~Ir. J crvi~' figures, though for the purposes to which I am 
about to apply them, that of comparison, the one rate would answer fully 
as well as the other. Taking, therefore, J\fr. MacAlpine's rate of 4 mills 
as the net cost of transport in large canals, and doubling Mr. ,Tervis' 
tollage of 4 mills, we have 12 mills as the cost of transporting a ton of 
goods through each mile of the two costly canals with which I have to 
deal in comparing them as chamlels of trade with the Wellanc1 and 
other artificial links in the St. Lam'ence line of navigation. 

The several routes, CHICAGO to MONTREAL, will then compare as follow; 

1st. Welland flncZ St. Lawrence Canals. 

Lake navigation, 114;j miles at 2 mills .......... . 
River " 132" 3" .......... . 
Canal" 71 H 8" .....•..... 

$:2.29 
0.40 
0.57 

Net cost of movement per ton . . . . • . • . .. :i\'3. 26 

2nd. Tor'onto mid Georgiall Bay Route. 

Lake navigation) 775 miles at 2 mills .•.•.•... ,. ,H. 5.5 
River " 155" 3"... .. ...... 0.46 
Canal (T. & G.B.) 77" 12" .......... , o. ~I:Z 
Canal (St. L.) 43" 8". • . . . . . . . . . 0 . 34 

Net cost of movement pel' ton . . . . . . . . .. $3.21 

3rcl. French River and Ottawa R01ite. 

Lake navigation, 575 miles at 2 mills .•.•.•..... 
River " 347" 3" .......... . 
Canal " 58" 12" .......... . 

$1.15 
1.04 
0.70 

Net cost of movement per tOll ......... , $2. 89 

In the foreO'01nO' calculations I have assumed Mr. lHacAlpine's mlnlm'itrlt 
b b 

rate for lake carriage and his maximnm for large rivers, so that the com-
parison cannot be charged with being unduly favourable to the Ottawa 
route, which is represented as possessing a very much less proportion of 
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lake and far more of river navigation than either of the other two, although 
much of what in it r have classed as river might justly be put down as 
lake, fully one-fourth the distance assigned to the former category having 
width and depth sufficient to admit of half a dozen vessels as big as 
the" Great Eastern" running side by side. 

r will now submit a comparative statement of the time to be occupied in 
an ordinary voyage over each of these routes, choosing the Propeller as the 
description of vessel with which to experiment in tasking their respective 
merits in that particular, and will suppose three such vessels, of equal 
capacity in every respect, to clear from C~icago at the same time, all three 
having their manifests made out for Montreal. They sail together past the 
straits of Mackinac till abreast of the lower end of the Great Manitoulin 
Island, when, one of them keeping on a nearly due south course down 
Lake Huron, for the Welland Canal, the other two steer eastward, and in 
company, till, clearing Cape Hurd, they enter the Georgian Bay; one of 
them then heads northward for the French River, to take the Ottawa Route, 
the other southwardly to N ottawasaga, the entrance of the Toronto and 
Georgian Bay Canal. 

r will assume for the rate of progress of all three 'vessels eight miles per 
hour through lake and river, three miles per hour in canal, and will allow 
one and a half minute for each foot of lockage. 

With these conditions the time occupied in the several trips should result 
as follow: 

1st. Welland Canal R07tte (enlarged). 

1277 miles Lake and River Navigation ...... 159 hours. 
71 "Canal" 24 " 

535 feet Lockage . . . . . . . . . . . . . . . . . . . . . . 13 " 

Chicago to Montreal (1348 miles) .... 196 hours. 

2nd. Toronto and Georgian Bay ROttte. 

930 miles Lake and River Navigation .....•. 
129 " Canal " ...... . 
805 feet Lockage ...................... . 

Chicago to Montreal (1050 miles) .. •••. 

3rd. French River and Ottawa ROttte. 

922 miles Lake and River Navigation ...... . 
58 " Canal " ...... . 

698 feet Lockage ................••..... 

Chicago to Montreal (980 miles) . •....• 

Difference in favor of No.3 over No.1 . .... . 
Do. do No.3 over No.2 ..... . 

116 hours. 
40 " 
20 " 

176 hours. 

115 hours. 

19 " 
18 " 

-----
152 hours. 

44 hours. 

24 " 
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To render the comparisons still more comprehensive We will now retra'(~e 
Our steps from Montreal to the foot of Lake St Low's and 'th ' , Supposmg e 
Ca~ghnawaga Canal to be un fait accompli, will take our propellers and 
thell' cargoes by that route, Lake Champlain and the Hudson t N Y k 
T f 

' ,0 ew or. 
he cost 0 transportmg a ton of goods from Chicago to New York will 

then ,compare ~s follows, the Champlain Canal being assumed as enlarged 
to shIp proportIOns, and the Hudson improved for large vessels to Water
ford, ten miles above Albany. 

1st, Welland Oanal Route. 

Chicago to Caughnawaga as above, (deducting Lachine Canal 
charge) , ................................. " . .. $3.19' 

Caughnawaga Canal. . •. . . ... . .. 33 miles at 8 mills $0.26 
St.Johns toWhitehall,river and lake 120 " 3" 0.3& 
Champlain Canal. . . . . . . . . . . . .. 65 " 8" 0.52 
Hudson River, Waterford to New 

york ................•.. 155 " 21 " ~ 0.39 
1.53 

Chicago to New York, (1721 miles) . . .. $4.7Z 

2nd. Toronto and Georgian Bay Route. 

Chicago to Caughnawaga, as above ............•.•..... ". $3.20 
Caughnawaga to New York, do. .• . . .. .. .. .. .. .. . .. .• 1.53 

Chicago to New York, (1423 miles) .......• $4.73 

3rd. Ottawa and French River Route. 

Chicago to Caughnawaga, as above ..................... $2.82 
Caughnawaga to New York, do. ...............•....• 1.53 

Chicago to New York, (1353 miles) ... , .... $4.35 
The foregoing calculations should be sufficient, I think, to show that the 

French River and Ottawa line of navigation possesses in reality such com
mercial advantag.es as make it worth while to put its engineering merits on 
their trial. I will therefore proceed to set forth the difficulties to be encoun
tered and the facilities for dealing with them, in grappling with what must 
undoubtedly prove a stupendous undertaking, and in doing so I shall confine 
myself strictly to the f3,cts elicited in the course of my explorations and 
surveys, "nothing extenuating wherein they are worthy," and, vouching 
for the correctness of my premises, shall cheerfully abide the criticisms of 
my professional brethren upon the conclusions I arrive at. 

ENGINEERING FEATURES OF THE ROUTE. 

I commenced my examination at Penetanguishene, and made a careful 
reconnoissance of the eastern coast of the Georgian Bay, from thence to its 



fuMt flOrtherly Indentation, the French River. Asce'l'lding which streabi 
I hoted alLits capabilities for the purpose of a ship navigation; and, can. 
tinuing my route across Lake Nippisingue, explored its coasts and inlets; 
"Crossed over the ridge of land sepa.rating its water"shed from that of the 
Ottawa, de8cended the Matawan River, and so on down the Ottawa to the 
foot of the Grand Calumet Falls; making a canoe voyage of nearly foUl' 
hundred miles, and satisfying myselfby personal observation that the plan 
'of operations previously adopted, and herein already described, was that 
hest calculated for the proper carrying out of my instructions. 

Previous to setting out upon my explorations I had endeavoured to gather 
Buch reliable information as was within my reach relating to the character
istics of the route generally, but more especially as regarded that important 
point, the 

TERMINAL HARBOR ON LAKE HURON, 

And ascertained that the prevailing opinion with respect to the entrance of 
the French River was not favourable to the project of opening a navigable 
'Communication by that route with the Ottawa. It was represented that 
the approach to the river was so barred by reefs, and tendered so intricate 
by the maze of islands multiplying its outlet into innumerable deltas, that 
\)nly the most skilful Indian pilots could thread its labyrinth of channels so 
~s tc steer their bark canoes into the main trunk of the river. 

I have already in this report had occasion to refer to Admiral Bayfield's 
~harts of cur Lakes, the accuracy of which is proverbial among those who 
" occupy their business" in those" great waters." Singularly, however, 
!1n error or oversight in nomenclature on that portion of his chart of Lake 
Huron which 810\,3 the outlet of the French River, goes to strengthen, if 
mdeed it did not originate the opinion referred to as common among the 
Msual visitors to that coast, viz., that the river is not accessible for any 
'Craft bigger than a birch bark canoe. 

I would direct your attention to sheet No.3 of Bayfield's Chart of Huron, 
:and with it before you, to [\, group of islands in its north~easterly angle 
known as the" Bustard Islands." 

Looking northward from this point of observation, you will see the 
" Mouths of the French River," noted in conspicuous capitals, debouching 
amid a number of little islands. Turning due east you will observe an inlet 
named the" Key," also figuring in capitals; while between it and the first 
named point is another indentll,tion of the coast; setting up from which, but 
noticed only in unpretending italics, is a "large river." 

The Indians of Lake Nippisingue in going to and fro between their homes 
and Shebanowhenaning and the Sault de Ste. Marie, commonly enter or 
descend the French River by the "Mouths," so designated by Bayfield, 
that route affording the best shelter for their canoes; in going to or return-
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,ing from Penetanguishene they as commonly choose the passage by the 
" Key," the waters of which, although they do not belong to the French 
River, approach so near to it at some distance up as to render it accessible 
for canoes by an easy" portage." 

In pursuing myexaminatiOll of the coast, I placed myself entirely in the 
hands of my pilot, a sagacious Algonquin of Lake Nippisingue, perfectly 
familiar with every rocky isbn!l and inlet of the myrialls that stud and 
indent the inhospitable coasts of the Georgian Bay, merely giving him to 
understand that my desire was to enter the river by its widest and deepest 
estuary. 

Passing the" Key," which he indicatcil as the shortest route to Nippi
singue, my guide bent his course for the Bustard Islands, and from thence 
steered directly for the "large riw!' " already referred to, the way into 
which from the islands being perfectly clear and lmembarrassed. It thus 
for the first time became known to me that the French River had at least 
one outlet independent of those assigned to it by the charT, and that" the 
large river," which most probably was considered by Bayfield as a distinct 
stream, is in reality that arm of the former by which, if ever it is to be 
adapted to the purposes of modern commerce, 1'1',:;8<:1", will have to enter it. 
As for the other mouths, I have ascertained that they were rightly pro
nounced to be inaccessible, save, as before ohser.-ed, for the Indian in his 
canoe. 

On reaching the mouth 01 the river, I lanrlecl, and looking back upon the 
bay over which I had just passed, it certainly did seem to fulfil all the 
external conditions of a noble harbor. 

The Bustard Group completely protects it on the south and south-west, 
while a hea',,"y sea, E,'1.'1ncling angrily against a projecting heacllancl of ,0:ranite 
on the north-west, seemed to annonnce some shelter a,!.Caill~t the violent ,!.C.2Jes 
which so frequently assail the Lake from that quarter. The bay within 
was perfectly smooth and ul1l'uffied, 'while without the water was still heav
ing and swelling from the effects of a night of storm. 

The entrance to the harbour is studded across, from the Bustards towards 
the main shore on the north, by a few rocky islets, great broad channels 
between which give every indication of very deep soundings. Close uncleI' 
the Bustard Islands the chart marks sixty feet of !lcpth; in the mouth of 
the river I paid out twenty feet of line without touChjll,~ hottom. The 
intermediate bay, doubtlesi', has some of those treacherons sunken rocks 
which beset the whole of that coast, but the general depth of water i,~ great, 
and cleep channels of ample width exist throughout the whole ].ay illto the 
entrance of the river. The reef8 and sunken rocks referred to are almost 
sure to be of the pinnacle form which characterif'es the rocks (lllll,i,:lands 
above water and as they stand up like pyramids with deep soundlJlgs all 
around the~, are therefore susceptible of being removed without extra0r-

B 



dinary dlJllcultj' or cost, involving a description of work in fact, w"h1ch, tI.~ 
it would be permanent in its results, would prove of less ultimate cost than 
the endless dredging of some of the ever silting harbors of Lakes Erie and 
Ontario. 

A vessel of whatever class, steamer or sailing craft, once within the 
Georgian Bay, could, in any weather, at least as easily make the Bustard 
Islands as any of the more southerly ports, Owen Sound, Collingwood, 01' 

Nottawasaga, while in the sweeping gales from the north-west, the scourge 
of Lake Huron, the run from Cape Hurd to the Bustards, having the shel
ter of the great Manitoulin Island, would assuredly be far safer than that 
to any of the thl'eeloweT harbors named. Underthelee of the Bustard group 
vessels could anchor or moor in the most complete security, blow the wind 
from what quarter it might, and to drop thence into the river, the depth 
and directness of the channel being assumed as sufficient, would be prac
ticable under almost any condition of weather short of actual storm. 

I consider the harbor formed by the Bay of the French River, described 
above, as capable of being rendered in every respect suitable for the' 
entrance of a great ship canal, The ordinary adjuncts of lighthouses and 
piers would, of course, be called for, and a careful survey required to 
determine the proper site for I'mch erections. It was my intention to have 
made such a survey in the summer of 1857, had I been permitted to pr(}l 
ceed with the work embraced in my first instructions. 

THE FRENCH RIVER. 
o 

For more than a mile from its mouth upwards the river is broad, dee'p1 
and still; in width from three hundred to four hundred feet; in depth pro
bably twenty feet. The banks are of bold granite, that on the north side 
presenting the appearance of a monster artificial breakwater or pier, rising 
perpendicularly many feet above the water, and jutting out far into the 
lake, affording to the entrance complete protection from the blustering 
winds of the north. 

At the end of a mile or more from the entry, on rounding a sudden 
bend, we come upon the first, or, more properly speaking, the last falls of the 
river, having a descent of about six feet, and in form resemblinO' an artifi~ 

. b 

Clal wear; the width of the fall being scarcely one hundred feet, and the 
drop from the higher to the lower level almost perpendicular. On the 
north side the granite rises up bolcUy from out the water 'while on the south 

" there lies a flat table of the same character of rock, its surface but little 
elevate~ above that of the water in the upper reach, and the portage 
over whICh from deep water below to deep water above the cascade is not 
four h~ndred feet in length. This table rock is admirably adapted for the 
reception of a lock. Such a structure, of the largest required proportiol1st 
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would almost occupy its whole area, for in width it C{1h ecal"cely boast of one 
hundred feet when it is overshadowed by a beetling cliff of the same imper
lshab1e formation as that upon the opposite side. 

A dam [1CrOo;8 the head of this fall and the other Qutlets, carried up to 
:a height sufficient to maintain the water permanently at a kyel of about one 
foot above ordinary high watt'<\' mark, or alJollt three feet abeve the stage 
~t which I found it (}n th" 16th Odober) IS5Ei, would have the effeet of 
'creating It dead level from here to the next falls, some Bixteen nmes further 
'On, and w~u1d completely drown -one or two trifling intermediate rapids, 
without drowning any land. This eleyation of the water would give us a 
10ck of nine feet lift to construct, which, with the dams, about 1100 feet 
long by 15 feet high, embrace all the work ;required to render the first eight
-een miles of the French River navigable for vessels -drawing from ten to 
tweI-ve feet of water. 

I have been thus particular in describing the first fall encount-ered in the 
;ascent of the riveT, -and which is known by the ,name of" Les Petites 
Dalles," be>eause the general features of all the other falls to be surmounted 
:are precisely similar. They are all more "1' less wear-like in their forma
tion; and the mode of dealing v.-ith them, when" improvements" come to 
be considered, will, in every iH~tance) be identical; locks and dams being 
:almost the -only description of work required to render the -river navigable 
throughout its entire length for any~draught of vessels that the harbors of 
Lake Michigan can send out. 

From the" Dalles" to the next fulls ahove, " Le Granel Rccollet/' the 
wstance, as has been said, is about ~ixteen miles; the height ofthe Recollet 
Fall is seven feet, and then a sketch of eighteen miles more of deep wide 
water, interrupted by but one shod rapid, till we reaeh the foot of" Rapide 
de Parisien," the first €of a series of fonr faUs extending over a distance of 
as many miles and separated from one another by deep still ponds. Three 
locks and dams win completely surmount these obstructions, which have an 
:aggregate height of about eighteen aHd a·half feet. 

At the head of" R.."tpide des Pins," the nppermast of the four falls just 
referred to, we find ourselves once again in one of those lake-like expanses 
'of deep water which eonstitute a principal characteristic of this river, :ll1d 
-oyer the smooth surface of which, in this instance, we skim for eight or nine 
miles without il'lterrl'lption, till our progress is arrested by the "Chaudiere 
Falls," one of the outlets from Lake Nippisingue. Here the ascent is 
nearly twenty-six feet to g-ain the level of that lake. 

The" Chaudiere" has a course of about a mile in length through 11 nar
row channel enclosed between lofty I),net perpendicul-ar walls of granite 
resembling a combination of mighty locks, from which the pent--up water" 
had swept out the gates. To the southward of this channel a cleep still 
bay sets up towards Nippisingue, approaching to within a quarter of a mile 



of it. At the head of this bay the portage IS made, and at that poInt 
the facilities for connecting the waters are all that could be desired. Two' 
locks and a few hundred feet of caml woulcl effect a navigable link between 
twelve feet water above and twelve feet water below the Chaudiere portage, 

From the entrance of the French River, OIl the Georgian Bay, to- its: outlet 
from Lake Nippisingue, the distance is as near as may be... 50 miles. 

The ascent about . .'. . . . . . . . . . . . . . . . . . . . . . . . . . . . . 60 feet. 
Making the level of Nippisingue above the SBa. .. . . . • ... 632 " 

I estimate that the constmction of seven locks and eight dams, with not 
to exceed three quarters of a mile in ltmgth of Fock cutting, exclusive of 
that requirecl for the locks, embraces all the work necessary to admit o( 
the transit from Lake Huron to Lake Nippisingue of vessels of one thousand 
tons burthen. 

It has already been said that the mouths of the river are numeroUB and. 
intricate. The river itself, though sometimes merging into one vast lake,. 
is, throughout the greater part of its length, divided into two main channels. 
At the head the watenJ of Nippisingue pass out through three distinct out-
lets. all similar in chamcter to t{,e Chaudiere. The channel I have 
endeavoured to de13cribe is the southerly one; the Chaudiere rapid the 
furthest south of the triple outlet from the lake. 

The :French River might more properly be described as a succession of 
lakes than as a continuous river. The ascent is made in a series of level 
terraces, the rapids or falls between which are short; assuming, in nearly 
every instance, the cu,scade form. The depth of water between rapids is 
generally very ~reat. I took sonndings throughout with my own hand, and 
rarely lighted upon any spot where less than twelve feet of water was to be 
had, three times that \lepth being probably more common. The lake portions 
are studded wit'l islands clothed to the watcr's edge with the cedar and 
the fir, and of every conceivable outline of beauty; while here and there 
vast bays indent the shores to such a depth that fleets oflarge vessels mIght 
lie moored within them unseen among the islands. The river portions are 
for the most part narrow defires, from two hundred to four hundred feet in 
width, walled in by towering cliffs of the nnchanging granite, or its kindred 
rocks, the syenite and the gneiss, close up to which I invariably found 
great depth of water. Emerging from these defiles, the lake scenery will 
again break upon the view, the islands appearing to be more numerous, 
the bays more varied, as we ascend toward the sources of the river. 

The 1"cenery of the Thousand Isles of the St. Lawrence is tame and 
~nint:resting as c01l1pared with the endless variety of island and bay, gran-' 
lte. chff and deep ~ombre defile, which mark the character of the beautiful

1 sohtary French RIVer. 
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LAKE NIPPISINGUE 

Lies just above the 46th parallel of latitude and across the 80th of 10nO'i-
;:, iude. In form it is very irregular, hut has an extreme Jength, east and west, 

,of about thirty miles, and a maximum breadth, north and south, of ahout 
twenty miles. Its area may be set ,l(,wn in round numbers at three hun
,dred square miles. Its elevation alJ()1'e the E'ea is (i:j2 feet. 

The'llortherly 8hoTl's of the Jake are sOillewhat low, generally of flat 
granitic rock; the water shoal upon a sandy bottom. On the southerly 
,side, across which our line of navigation lies, the primitive rocks stand 
boldly out of the water, which is deep, as much as thirty fathoms sometimes, 
.and cOillmonly three fathoms close up to the shores. For ahout ten miles 
from the head of the Chau>l'iere Falls the character of the lake is in close 
.affinity to that of the French River, the way lying through myriads of 
islands. We then emerge upon the broad, open lake, across which is a 
clear, dired, unembarrassed course of what sometinles proves stormy 
navigation, to the mouth of the little 

(, RIVIERE DE VASE," 

'in itself an insignificant stream, but of ea~y adaptation to the purpose of an 
artificial navigatioll. Its course lies through wide marshe~ of deep mUlL, 
maintaining a tangled gro'fth of dwarf alder and willow, (II' between sloping 
hills of arid sand wooded with rE',l pine. Carroes ascend the Vase, por
:taging three times, fell' frve miles from its moDih till we renh 

THE SUMMIT RIDGE, 

where "l':E: attain a hei;2;ht above Lake Nipp!2iugue of 35 feet; above the 
.sea 667 feet. Here the water-shed of the St. La,rrence ::md the OttalVa 
d.ivides, and a portage of three quarters of a mile across the "heiglit of 
land" brings us to the head waters of 

THE MATAWAN, 

which are enclosed in a beautiful basin of im.mense clepth-" Tl'"ut Lake" 
-in the bays of which, [lJ one hundred feet from shore, we are in eleven 
feet of water; at two hundred feet, in tWe11ty feet; and then rapidly drop 
off into sixty, one hundred, and two hundred feet sounclings. The length 
of this lake is eight and a. half miles, and immediately belo\\' a..l'J.d separated 
from. it by a rocky bar of four hundred feet in length, is a similar basinI., Turtle Lake" -having a length of four and a quarter miles. 1'his 
gives us some twelve and three quarter miles of smooth, deep water 
(Turtle being but one foot lower than Trout Lake) to start with on our 
£lUD1mit nayigation; for, with the exception of the bar above referred to, 
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and some few other detached shoals, extending in an over a distance of 
about fifteen hundred feet', and chiefly composed of needle rocks, the. 
points of which (having seldom less than eight feet of water over them) 
can easily be blasted off, the depth throughout is ample, rarely less than 
three and generally over six fathoms. The average width of these tW() 
basins Ulay be taken at one mile, and their joint area at twelve sf!uare miles. 

The height of Trout Lake above Nippisingue- is. . . . . 2'3 feet. 
" "above Huron. . . . . . . • . • . 83 " 

" above the- sea ...•.•.... 65& " 

This is the summit water of our route. 
I shall take up the question of SUPPLY further Oll, but while we are on 

the summit, the practicability of connecting the w.aters-between which~ 
though so near to one another, nature has interposed a barrier-may pro-
perly be discussed. 

For a canal between Lake Nippisingl18 and Trout Lake two routes pre
sent themselves: The one is by the Vase, as already described; and 
assuming the supply of water on the summit to be sufficient, I would pro-
pose to flood the first two miles from the mouth of the river by raising 
Nippisingue permanently to a height of about five feet above its highest 
natural level-a work very easy to be aCCDmplished, and at little cost. 
This would reduce the extent of actual canalling necessary between the
lakos to about three miles, of which about three-fourths of a miTe would 
have a maximum depth of cutting of not more than twenty-four feet, with 
an average of less than twenty feet; the remaining distance, two and a 
quarter miles, would aYerage pernaps ten feet in depth of excavation. 
The material to be worked upon would be chiefly sand and boulders,though 
probably the hard primitive rock would be struck ere reaching bottom in 
the summit cutting. Two locks would be required to overcome the ascent 
of sixteen feet from the raised surface of Nippisingue (I here propose· 
raising it seven feet above low water) to the level of Trout Lake. Seven 
feet would then be added to the lockage at the Chaudiere~ from the 
French River to Lake Nippisingue. 

The other route referred to is by following anotner small stream, the 
" Ojibwaysippi," which falls in a mile or so north of the Vase, and along 
the Course of which there exists a chain of lagoons extending to within a 
short distance of Trout Lake,-no summit intervening between them and 
it; and so nearly does the level of these lagoons correspond with that of 
the summit waters, that it is not improbable that, though now solely tribu
tary to the Ottawa, they at one time found their way to Nippisingue by 
this channel. 

A canal by the Ojihwaysippi route would be more direct than one by the 
Vase~and would have an entry on Trout Lake in a far final' bay th.arl that 
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where the latter would terminate. The survey of the former was not com
pleted,-I {)annot therefore speak with confidence as to whether on the 
whole it should be preferred to the better known one by the Vase, but 
{)ertain it is that by either route the construction of a canal would be an 
undertaking of marked simplicity, and perfectly feasible within moderate 
limits of cost. 

Before commencing the descent from the summit eastwards, I will recap
itulate the works required to complete the navigation to that point, ascend
ing from the west : 

Natural CUllal Total 
Xavigatioll. XaYigation. Distance. 

Height 
to ue 

overcome. 
No. of 
Locks. 

No. of 
Dams. 

____ ---- ------ ----1--
lIliles. Miles. Miles. Feet. 

l'rench River .................. 49 1 50 67 8 8 

Lake Nippisillgue ............ 30 30 3 

Summit :Barrier ............... 5 16 

79 85 83 10 11 

The dams in the French River would be structures of inconsiderable 
magnitude, averaging not more than 250 feet in length by twelve feet in 
height. Those on Lake Nippisingue would not exceed twice those dimen
sions where largest. 

The greatest depth of cutting at any point in the canal portions of the 
route would be under thirty feet. 

I now return to the Matawan, the upper reservoir of which, formed by 
Trout and Turtle Lakes, has already been described. 

The outlet from Turtle Lake is through a rocky river, generally shallow 
and rapid, though having occasional ponds of deep and level water. The 
length of this neck is a little over four miles, when it dclivers its waters 
into another vast basin-Lac Talon. The fall between 1'urtle and Talon 
basins is about thirty-two feet. Three locks can be conveniently con
structed, and damming resorted to with good effect to obtain the requisite 
depth of water, without recourse being had to heavy exca\'ations. 

Lac Talon is in length. . . . . . . . . . . . . . . . . . . . . 7 miles. 
Its heio'ht above the sea is .................. G22 feet. 

o 

Its general depth is very great, from ten to twenty fathom soundings 
prevailing over a large portion of it. Two bars exist near its lower 
extremity, having from five to eight feet of water over them. Their com
bined length is about thirteen hundred feet, and they stand, in both cases, 
on the verge of very deep water. 

Lac Talon discharges its water precipitously in a splendid '''/lite of forty_ 
three feet height, very narrow, and bound in by granite cliffs, lofty and 
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perpendicular. From deep water above to deep ;vater below t~e chute, 
there is about twelve hundred feet of length, and III a deep ravme upon 
the southerly side nature has plainly pointed out the site for future locks. 

Below the Talon chute there is a series of four basins or ponds, and three 
rapids; the former occupying a combined length of two miles, ~h.e latter 
three quarters of a mile. The descent is twenty-one feet, requmng two 
locks and dams to pelfect the navigation. The uppermost and longest of 
the "ponds," a mile and a fifth in length, is very wide, and from twenty 
to one htmdred and twenty feet in depth; the others are no where less 
than one hundred feet in width, and have a least depth in mid-channel of 

eight feet. 
IV e next come to the "Portage des Paresseux," where the water 

tumbles over in a fine cascade, thirty-four feet in height, the whole length 
of the interruption being about a quarter of a mile. Here a thorough 
cuttino' throuo'h hard rock will have to be resorted to in effecting a navi-

'" '" gable passage from the head of the rapid to the foot of the cascade; three 
locks will also be required. The average depth of cutting will not exceed 

fifteen feet. 
Immediately below the Paresseux chute we are in very deep water, and 

between bold and beetling cliffs of the all-pervading syenite; in a great 
fissure in the rock in fact, which closes in at one point till scarce eighty 
feet of width is left between its mural sides. The least depth of water in 
this narrow defile is forty-thrc-e feet. You may suspend a plumb line upon 
the face of the rock, on either side of the river, and keep paying it out for 
that number of feet ere the lead rests upon the bottom. 

The whole still water distance from the Portage des ParessetL'{ till we 
arrive at the next rapid below is somewhat more than three miles, and over 
that length, save at one point, the depth of water is very great, and the 
width ample for all pmposes of ship or steam navigation. The" narrows" 
already referred to as having some eighty feet of width, are very narrow 
as compared with the general width of this reach of the river. The one 
point alluded to as shallow is where the stream is clivided into two by "Les 
Aiguilles" Islands, the channels around which are impracticable for the 
passage of any craft bigger than a five fathom canoe; nature has however 
?laced close at hand the means of remedying this obstruction. '1'he shoal 
IS not more .than two hundred feet in length, when it at once drops off, above 
and below, mto upwards of nine fathom soundings. 

From the foot of " Lac des Aiguilles" we hive an alternation of rapids 
and ponds for a little over two miles, the whole fall in that distance, to the 
foot of ~' Portage des Epines," being about eighteen feet. Two locks and 
dams WIll surmount all the obstructions encountered on this section of the 
Matawan. 

At, the foot of "Les Epines" Rapids we enter" Lac Plein-Chant," a 
magmficent stretch Df deep water. In length it is nearly five and a half 
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miles, in width very variable, from two hundred up to two thousand feet. 
Its general breadth may be taken as between four hundred and five 
hundred feet. Where deepest, forty-five fathoms of line failed to touch 
the bottom. The general depth ranged over five fathOlm:; the only .shoal 
spots that have hem found to exist, being "f inconsiderable extent, and 
having from twelve to twenty feet of water upon them. 

The end of Lac Plein-Chant llrings us to within about two and a half 
miles of the confluence of the ~Iatawan with the Ottawa. That distance is 
broken by three rapids, h,wing an aggregate fall of nearly twenty-one feet. 
One half of that length has deep and level ,yater; the remainder may be 
put down as requiring to be canalled. Three locks will be necessary. 

Having now reached the Ottawa, I will, before proceeding down that 
river, condense the features of the l\Iab,ran into blmlar form, so as to 
shew at a glance what is the extent of artificial work required to render 
its length of forty miles, or more, continuously navigable on a scale propor
tioned to the capacity of the ,raters westward of the summit. 

TABLE OF MATA WAN RAPIDS. 

SECTION OF RIVER. 
"=' ~ 0 "I 15"", ..... I ..... ~'" .-. ......... ..... ......... C"..! -' rJ: 0 '" 

::l' ~ ...... d ......., c: -+-' .,. -' ..... '"'~ ~+> ~:= I 0 -' o..!.>::: ::I 
;..,IUl ~t.r 0"": I If.-:: o~ I 0,"" 
f-
ro '> c::: ~ !:. ;:::,..:j ~~ ZA 

"'i i H II ,;; 
----------------~ ~ ~iJles·1 ~~ ----

Trout and Turtle Lakes ....................................... 12.70 I) fl5 1~.7.; ,13i'7'5 '3 
i~~t*a~~;~~~~.:::::::::::::::::::::::::::::::::.:::::::::::::::::'. 700 4. ~O ~ ~:: 3 
Talon Chute....................................................... 0.22 U, ~2 4~. 'i.5 4 1 
Eel Lake.. . .......... .. ................. ...... ...... ...... ...... 1.20 ...... I ~o 21. 15 2 2 
Serie. of Rapids and Ponds ............................... 1.·18 I. ·1-; 1 
Chute des Paresseux ............................ , .. ,., ... ,.,.,.. 0.23 O. ~:J ;H.l~ 3 
Lac des Aiguilles .......... ........... ............ ........ ....... 3.15 :l. 15 3 3 
Rapids des diguilles, La Rose, Les Epilles ... 2.14 2.14 IS. 1:;.1 

Lac Plein Chant.. ...................... .. ............... U'; i"44 ~. ~~ 'I ""'iD '3 '3 
Plein Chant, ami other Rapids to ]loutll ............. ______ 1 _____ _ 

30 66 a.76 40.42 '!1711.00 18 13 
_____________ '---_. - 11 ___ '--__ -'----

As in the French River, the dams will be simple structures, not to exceed 
where brgest, two hundred feet in length by twelve in height. Of the 
canal portion, one-third will be formed by raising the level of the water; 
the other two-thirds embracinO' the sites of the locks, will be excavated 

, 0 . 

wholly in rock, but at no point is it likely that the depth of cutting WIll 

exceed twenty feet. 
ComoininO' the above table with that on page 23, it will be seen that 

from the entrance of the French River to the mouth of the Matawan-
The total distance is ................... l~.5rVo miles. 

" ascent and descent. . . . . . . . . . .. 2;)3 feet. 
" extent to be canalled .. . . . . . . . . l;j~ miles. 
" number of locks required. . . . . .. 28 
" number of clams ., . . . . . . . . . . . . 24 
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I have now to deal with the Ottawa itself, which, at the mouth of the 
Matawan, more than three hundred miles above its union with the St. 
Lawrence, is still a noble river, about fifteen hundred feet in width and 
very deep. 

Trout Lake, our summit water, has an elevation above the sea 
(vide page 22) of . . . . . . . . . . . . . . . . . . . . . . .. 655 feet. 

The total fall of the Matawan is .. . . . . . . . . . . . . . .. 170 " 
Leaving for the elevation of the Ottawa,at this point. 485 " 

Immediately below where the Matawan comes in, there is a rapid of 
some five feet fall, where a lock and side cut of about a mile in length 
will be required. I sounded below the rapid, and found twenty-four feet. 

For seventeen miles from the" Matawan Rapids" the Ottawa continues 
very wide, direct, and deep, and though with a decided current, is a 
splendid piece of natural navigation the whole way. The banks are for 
the most part bold, precipitous, and rocky; the scenery very grand. 

At nineteen miles below the Matawan we are at the head of a series of 
three great rapids, occupying a distance of three miles; "La V eillee " 
" Le Trou," and Les Deux Rivieres." The pitch is thirty-two feet; the 
opportunities for locking and canalling highly favorable. 

From the foot of Les Deux Rivieres we have ten miles of broad, deep 
water, which brings us to the head of the" Rocher-Capitaine," the grandest 
of the magnificent rapids of the Ottawa. The fall here is forty-five feet. 
On the north side of the river is a flat table-land, but little elevated above 
the level of the water at the head of the rapid, and well adapted in form 
to the construction of a canal, the length of which would have to be about 
two miles, with, at the foot, a flight of four locks in combination. The 
excavations required here would, as far as external indications justify one 
in determining, be chiefly through masses of large boulders. 

Leaving the" Rocher-Capitaine," we are once again on the broad bosom 
of the Ottawa, and have sixteen miles of open navigation, uninterrupted 
save by some strong currents, to " Les Rapides des Deux J oachims," where 
in two miles there is a fall of twenty-eight feet. A careful survey would 
be required here to determine the proper site for the canal, which must be 
on the north or Lower Canada side of the river. Two routes present 
themselves as practicable: the 10nO"er one passinO" through a ravine of '" , '" 
some three miles in length, and entering above near" Ferres' Clearing," 
I have not thoroughly examined. The other would enter near Colton's 
farm, not far above the head of the rapid, and would involve some heavy 
r?ck cuttings, inconsiderable in length however, through ridges crossing at 
rIght angles to the line of canal. The facilities for fitting in locks near 
the lower end, and for forming most convenient entrances at both termini . , 
are very good mdeed. 
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The descent at " Les deux Joachims" brings us into the" Deep River," 
a stretch of twenty-eight miles of apparently motionless water, very wide, 
and of great depth. I have no soundings of this section of the navigation, 
nor mdeed, except to gratify curiosity, would there have been any occa
sion for testing the depth, which is immense. On the south of this superb 
piece of water, the general confirmation of the country is that of an ele
vated and comparatively level plateau; the prevailing character of the 
soil being dry and sandy, the forest nearly altogether of red pine and 
white birch. On the north side very bold mountainous scenery prevails: 
all that can be seen of the country in that direction, as one passes down 
the river, being harsh and barren, with the syenitic rocks frequently tower
ing up perpendicularly to vast heights above the surface of the deep 
water. 

The" Deep River" may be said to terminate a little below the Hudson 
Bay Company's post, Fort William, where a group of islands multiplies 
the channels, and for less than a quarter of a mile renders the navigation 
intricate. The soundings of this part have not been completed, but I 
entertain little doubt of the existence of a deep channel, though there is 
much shoal water over boulder batt1lres, between the islands; clearing 
which we have five miles more of deep water, to the head of the" Cul
bute " Fall, on the north side of the Allumettes Island. 

As stated in the outset of this report, that section of the Ottawa lying 
between the mouth of the Matawan, and the foot of the Deep River, was 
not submitted to actual survey. The description above given is therefore 
the result of such general examinations as an exploratGry voyage would 
admit of. For the fall of the river at the various rapids above" Les Deux 
Joachims," I am partly indebted to the maps of Sir William Logan; the 
descent due to the current between rapids I estimate from the time occu
pied in the canoe journey between each, the whole being checked by the 
ascertained elevations at the mouth of the Matawan, and at the foot of the 
Deep River, which are as follows: 

Mouth of Matawan above the sea,. . . . . . . . . . .. 485 feet. 
Foot of Deep River. . . . . . . . . . . . . . . . . . . . . .. 351 " 

The entire series of rapids overthe whole route, their respective descents, 
and their relative distances apart, are exhibited in Appendix A. 

It has been mentioned on page 2 of this report, that by far the most 
obstructed portion of the Ottawa is that extending from Fort William, at 
the foot of the Deep River, to Portage du Fort at the head of the Chats 
Lake, a distance of sixty miles. To this section of the route surveying 
operations were mainly confined, and the results fully confirm the conclu-
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sion I had from personal observations previously arrived at, namely, that 
on the north side of the river throughout the whole of this distance are 
presented the best facilities for improving the navigatio~ .. 

The most striking feature of thIS part of the Ottawa IS Its severance for 
the OTeater portion of the way into, as it were, two distinct rivers. The 
" Allumettes" Island, commencing six miles below Fort William, has a 
length of six miles, with an average width of perhaps four miles. To the 
south of this large Island passes the main river by the Pembroke Channel 
and the Allumettes Lake, presenting long stretches of rapids, and much 
shallow water; the fall of the river in the length of the island being about 
nineteen feet. 

The northerly channel, much narrower than the other, though seldom 
less than one-fifth of a mile in width, concentrates nearly the whole fall 
into two cascades at the head of the island-the" Culhute " and" L'Islet" 
Rapids: the length of broken water at which is less than two miles, the 
descent not quite eighteen feet. The remainder of the distance, save for 
a short rapid with fifteen inches fall at the "Chapeau," is smooth water, 
deep throughout, except for some two and a quarter miles in detached 
shoals of gravel or silt, on which the soundings vary from seven to eight 
feet. By deep water, I mean twelve feet and over; the general depth in 
mid channel is from fifteen to twenty-five feet, soundings of forty, fifty, 
and seventy feet even being not unfrequent. 

At the foot of the Allumettes Island the two arms of the river, by which 
it is encircled, come together, forming" Lac Coulonge," across which we 
have eleven miles' of wide water. The northerly side of the lake, in con
tinuation of the Culbute Channel, has been carefully sounded, and nine 
miles of the distance ascertained to have ample depth. The other two 
miles, consisting of five shoals isolated from one another and varving in , . 
width between one-half and one-fifth of a mile, have from eight to nine feet 
soundings over bars of silt, except at one point "here a sharp and narrow 
ledge of rock is found to protrude to within nine feet of the surface. The 
fall of the lake on the line of soundings is one foot nine inches. 

Lac Coulonge terminates at the head of the" Calumet" Island, when, 
~s at the Allumettes, the main river seeks the southerly side, passing down 
ill a long and wild rapid through the " Rocher-Fendue" Channel. The 
descent of the river from Lac Coulonge to smootli water below Portage du 
Fort, twenty-seven miles, is about ninety-seven feet. 

On the northerly side of the island the water has a smooth and even flow 
from the head to the Grand Calumet Falls for seventeen miles' the descent 
in that distance being but four feet. This part of the river, known as the 
"Calumet Channel," resembles a great natural canal the width of 
which ma! be taken at an average of 600 feet. The' depth for one
half the distance varies from eleven to twenty feet; for the other half, from 



six to nine teet; the fihoal portions being in banks here ~l1cl there, altcrtmi;c 
ing with pools of deep water. A dam at the hcall of the Grand Calumet 
Falls, to keep the water permanently fi'om fi)Ur nr five feet above its lowest 
natural level, the datum to which the soundings refer, would at once reduce 
the extent of shallow sOlmdings from upwanls of eight to about four miles 
in length, and, as the banks, or bars, appear to consist wholly of deposits 
of silt, the dredge would soon effect the n'([llircrl depth through the 
obstructed portions of the channel not remediell by the raising of the water. 

The main fall of the river, from Lac Coulon;,;l' to the Chats Lak", which 
in the southerly or Rocher-Fendue Channel is extended over a great 
length, takes place in the northerly or Calumet Channel, within a distance 
of ten miles, commencing at the Graml Calumet Falls, SBventeen miles 
below the head of the island, and ending at Portage du Fort. TIle entire 
descent in this distance is ninety-three fl'ct, separated into six distinct falls, 
between which 8xe level reaches, where the wakr can be conveniently 
dammed up so as to obtain the re(luisitc depth for navigation. 

The following is an abstract of the features of the northerly side of the 
Ottawa from the head of the Allumettes tu the foot of the Calumet Island: 

Level of water at head of Culbute Rapid, referrill'::; to the sea.. 350 feet, 
" Chats Lake at Portage du Fort. . . . • . . . . . . . . . . . . .. ~ :;~ " 

Whole descent from head of Culbute to Portage du Fort.. 118 " 

The distribution of which is as follows :-

--==================~====~~~ 
DiSa 

FaIL tancc, 

Feet. :Uiles, 
Culbute and l'Islet Fails, six miles below Fort Willi~m ............................... "."........ 1'; 

Length to be eaualled at these Rapids ........................................................ c .......... .. 

Fall of River, foot of l'Islet to Grand Calumet F.,lIs ......................... : .................... .. 

Distance do. do. . .............................................. . 

Grand Calumet Fall ...... " ..... " .. , .............................................................. " .............. . 

Dargis, Mountain, Sable, aud other Rapids" ............. " ... "" .. " .... ", ..... , .................... .. 

Grand Calumet to Portage dn Fort-"mooth wD,ter ....................................... c .......... . 

56 

37 

2 

42 

5 

Do, do rapid water .......... , .......................................... _._. _ ~ 

Total fall................. ...... ........................ llS 

Total distance.......... ........................... ... 54 

At the Grand Calumet the fall is flankl'll at SomEJ little distance in on 
the south side by a deep ravine, which C:'ets in from smooth water a short 
way above the head of the rapid, alld terminates \vhere the water, after a 
descent of fifty-six feet has re!.!':Lilld its depth and traw[lullity below. , ~ . 
Through this ravine a canal two miles in length ean apparently be led WIth 



11 tucllity of whIch iirst impressions of the r613k~boUhd. and. precipltouy 

torrent <rive slicrht promise. 
The r~pids b~low the main chttte at the Calumet, five in number, win 

require as many locks, situated, relatively to one another, at average dis· 
tances of more than a mile apart. In the reaches between them the requi
site depth for navigation, where not :tlready existing, can mainl! be obtai~ed 
by throwing dams across above the locks, and the con~tructlOn of which 
will be much facilitated by the existence of numberless Islands of bold and 
rocky outline. The amount of excavation to be encountered in improving 

this section of the river will not be very great. 
The last of the above series of rapids brings us to the village of Portage 

du Fort, situated on a deep bay at the head of" Lac des Chats," a stretch 
'Of eighteen miles of navigable water, terminating at the Chats rapids, where 
a canal, connecting with the next lake below, has already been commenced. 

Careful 50lmdings have been taken from Portage du Fort to within a 
couple of miles of the head of this canal, and but two obstructions to deep 
water na"igation found to exist. The first is a bar, composed of gravel and 
rock, half a mile below the portage. In length it is about twelve hundred 
feet, the depth of water upon it from six to ten feet, deepening immediately 
on either side to seven and eight fathoms. To cut a chalIDel of sufficient 
depth through this bar would be a work of no great labor or cost. 

The other obstruction alluded to is " Les Cheneaux" Rapid, three miles 
below, where a sudden pitch of eight inches causes the main body of the 
water to rush with great force through a deep and narrow channel, the 
main breadth of the river being marked by a reef of rocks over which the 
water is broken and shallow. At low water the one steamer which plies upon 
this lake has much difficulty in breasting this short rapid SD as to ascend 
to Portage du Fort. 

The Cheneaux Rapid (vulgarly called " The Snows") can be completely 
'Obliterated by throwing a dam or a series of dams across the head 'Of the 
Chats Rapids, at the foot of the lake, where a multitude 'Of rDcky islands, 
scattered across the river, render such an undertaking already half aCCDm
plished by nature. 

The remainder 'Of the Chats Lake, save the tWD miles next above the 
canal, not sounded because of the failure of the ice has as abDve observed 
b . d ' , , 

een ascertame to be deep, often upwards 'Of eighty and rarely under 
twenty-five feet, except at 'One or tWD PDints where it shoals to tWD and a 
half fathoms; . and there is every reason fDr supposing that the deep water 
character contmues close up to the entrance 'Of the canal. 

The low water level of the Chats Lake referring tD the sea is. 231 feet. 
The fall of the Chats rapids at the fDot 'Of the lake is 50 " 
The length of the Chats Canal. ................. : : : : : : : : 3 miles. 

We then enter Lac des Chenes, encountering a gDDd deal 'Of shDal water 
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for the £.rst half or three quarters of a mile after cleaJ·ing the Ch::tt;;; Canal) 
and have then twenty-seven miles of wide direct navigation, deep through. 
out except for occasional short bars with twelve feet of 1vat('r on them, to 
the head of the" Chaudiere" rapids, around which four milc~ of eallal and 
two miles of river navigation, with a .1cNcent of f'ixty-seven feet, briners uS 

. b 

into that magnificent basin on which stands the CITY 01;' OT1'A \VA, formerly 
called BYTOWN. 

From the mouth of the Matawan River to Ottawa City is.. 19.5 miles, 
The descent of the water in that distance is .... " . • . • . .. 371 feet. 

Distributed as follows :~ 

DISTANCES. 

NA1>lE OF RAPIDS, &c, Fall of 
Elevation 

River and above the Canal River. 
Lake N avlgation. sea. 

Xavigation. 
---------- ----- ---~ 

;function of Cllatawan with Ottawa ................. . 
Miles, Mlles. Miles. Feet. 

0 0 0 485 
1 1 5 

17 0 9 
Matawan R:Lpids ............................. , ........... .. 
Matawan to La Velliee Rapid .. ' ................... .. 

0 3 32 
10 0 5 

0 2 45 
16 0 8 

0 2 28 
34 0 s 350 

0 2 18 
42 0 7 

La VeilleG, Trou, and Deux Rivieree .............. .. 
Deux Rivieres to Rocher Capitaine ................ . 
l10cher Capitaine and Grand Maribout Rapid ... 
Rocher Capitaine to Deux .J oachims ............... . 
Eeux J ~achims Rapids ................................... . 

eep R,ver to heau. of Culbute ....................... . 
Culbute to !'Islet Rapids ................................ . 
L'Islet to Grand Calumet Falls ...................... . 

5 5 93 
18 0 1 231 

Grand Calumet and other Rapids ................... , 
Lac des Chats ................................................ . 

0 :J 50 
28 0 0 lSI r~~td!"J~~~les·.·· .. ·.·.·.·.·.·.·.·.·.·.· .. ·.·.·.·.·.· .................. : ...... :: .. ::.':::: ... . 

2 4 67 
0 0 0 114 

Chaudiere Rapids .......................................... . 
Ottawa River at the City of otta'va ................ . 

-------- ----- ----
TotaL ............................ . 173 22 371 

At Ottawa, my examination of the chain of waters under consideration 
terminated, it having been my intention t.o have made the portion of the 
route thence to Montreal the subject of enquiry during the present yea1', 
had the survey not been suspended. The general features of that section, 
commonly termed the" Lower Ottawa," may be stated as follow :-

Ottawa to Grenville-still water navigation ....... . 
Grenville to Carillon, do. do. . .4 riles. 

Do. do. Canal, do. . .8 'I 

Lake of the Two Mountains, Carillon to St. Ann ... . 
St. Ann Rapids ............................. . 
Lake St. Louis-St. Ann to Lachine ........•.... 
Lachine Canal-Lachine to Montreal ............ . 

.54 miles. 

12 " 
20 " 

1. " ~ 

1.5 " 
8t " 

Total distance, Ottawa to Montreal. ..,.... 110 miles. 
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And the required lockage is~ , 
Grenville to Carillon, Long Sault, Chute au :Blondeau, 

and Carillon Rapids ......•...........•.... 
St. A nn Rapids ............•.•.......•.•.•.•. 
Sault St. Louis, Lachine Canal ..........•.•.•... 

54 feet. 
3 'I 

44 " 

Total Lockage ................•.••....•. 101 feet. 

The lower Ottawa has long been in nse as a channel of steam naviga,. 
tion; the rapids between Grenville and Carillon having been canalled for 
-vessels of :five and a halffeet draft (at low water), and measuring 108 x 19 
feet, as far back as thirty year ago, by the Imperial Government, and 
until within the last twelve years the interchange of commerce between 
Montreal and Upper Canada was mainly carried on through the instrumen
tality of those works. During the season of navigation, steamers of 
the above dimensions were constantly ascending the Ottawa as far as 
BytOWll, where they entered the Rideau Canal, and found their way by 
that route, through tho heart of the country, to the foot of Lake Ontario 
at Kingston, The downward trips of these vessels were made by way of 
the St. Lawrence,-their light draft of water enabling them to run all the 
rapids with ease and safety, and thus to accomplish the journey with 
despatch. 

The completion of the St. Lawrence Canals, in 1846, threw the Ottawa 
and Rideau route into disuse, save for the local trade of the circumjacent 
districts, to the convenience and development of which those pioneer canals 
of Canada continue largely to contribute. 

From the information I have been able to gather concerning the depths 
of the Lower Ottawa, I incline to the belief that in it will be found to exist 
the most serious of the difficulties to be encountered in carrying out the 
project which is the subject of this Report; and those difficulties I appre
hend increase as we descend. In the fifty-eight miles of still·water navi. 
gation between Ottawa and Grenville, the shallows are likely to be occa
sioned by bars of silt and alluvial deposit, the removal of which would not 
be attended with any great amount of labor or expense, nor would the en
largement of the Ol'clnn,nce Canals between Gren-ville and Carillon be an 
undertaking of extraordinary difficulty, but it is to be feared that there 
does not exist through the Lake of the Two Mountains a channel sufiL 
ciently direct and cleep to promise the attainment there ~f a naviO'ation of 
equal capacity to that which nature has l)l'ovided for in the Uppero Ottawa, 
the Mata1Van, aud the French River.* The shallows of the Lake of the 

AUTHOR'S NOTE -Mr TOOl k' S d . . ." ar e survey rna e two years subsequent to tbe writ· 
~n~ of t~e above, shows a channel throughout the length of the Lake of the Two Moun. 
ams, With a least depth of thirteen feet at low water._ W. S. 
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Two Mountains are undoubtedly over rock bottom, and in the courM which 
the steamers plying between Carillon and St. Ann commonly steer, there 
are many shallows. The non-existence of a tleep channel is, howe vel', by no 
means to be set d.own as certain on that account. The obstructions above 
and below the lock at St. Ann have hitherto limited the draft of vessels to 
less than six feet, and those persons engagetl in the trade of the river have 
been coritent to find. water enough for their purpose, in their accustomed 
path, without going out of their way to ascertain facts that in no degree 
affect their interests. In estimating the extent of canalling required on 
tlie proposed line of navigatit)n, I pro\'ide for three miles at St. Ann, where 
there now is but a single lock, with a few hundred feet of wing-dam at 
either end of it. 

Above the rapids of St. Ann the river divides around the Island of 
Montreal into two branches. The main volume passes down the north 
side through what is called " La Riviere des Prairies," and oVer the Sault 
au Recollet Rapid, till it firmly merges in the St. Lawrence at the foot of 
the Island. 

On''the south side, at a few miles below St. Ann, we enter Lake St. 
Louis, where the Ottawa meets, though it will not mingle with the St. 
Lawrence. On a clear summer day, when the surface of the Lake is calm, 
the line of demarcation between the dark waters of the north and the pale 
waters of the Great Lakes, nearly equally dividing its area between them, 
is unmistakably defilled. 

Through Lake St. Louis to Lachine, once the shallows below St. Ann 
are passed, a channel for vessels of ten feet draft either exists already or 
is easily attainable. 

The Lachine Canal, taking U8 past the Sault St. Louis to Montre..tl, is 
eo well known to all concerned in the trade of the St. Lawrence and the 
Ottawa that it is hardly necessary to allude to it; but as the last artificial 
link connecting the Lower St. Lawrence and the Ocean with the great 
chain of the interior waters of Canada, it may be as well to state that 

The length of the Canal is .......•....• 
'The Lockage .....•.•...•. , .•.....•• 

8! miles, 
44 feet, 

And that its eastern terminus is in the Harbor of MontreaL The depth 
of water for -which the canal is adapted is nine feet on the mitre sills of the 
looks, and the locks themselves are two hundred feet in length between 
the sills, with a clear width between quoins of forty nve--feet. 

Having now reached the termination of our route, I will briefly recapi
tulate the 'distances lockage &c. which form the substance of the Tables , " 
~n pages, 23, 25, 31 and 32 of this Report. 



River and Lake Navigation,. . . • . • . . • • . • • •• 372 mileg. 
Canal "(including the Lachine) 58 " 

Total distances, Lake Huron to Montreal, 430 " 

Rise Lake Huron to summit. . • • . • . . • . • • • . . • . 83 feet. 
Lockage ........••........••..•..•.••.• , 83 " 
Fall summit to Montreal .•.........•.. , • . . .. 642 " 
Lockage ....•..•.•...•.•.•.....•....•.. , 615 " 

Total Lockage .•. , . .. 698 feet. 

I have now completed my sketch of the various waters which form th~ 
several links in the Ottawa and French River navigation; but there still 
remain for disc'ussion three important questions-SUPPLY, CAPACITY, and 
COST-ere a final opinion can be pronounced on the practicability of so 
great a project. Each of these I will now proceed to touch upon i.n the 
foregoing order ; and first, as regards the vital one of 

SUPPLY, 

It may at once be stated that the summit does not furnish water suffi~ 
cient to meet the demands of even a far inferior scale of navigation to 
that which the general character of the route would warrant us in looking 
forward to. 

Standing upon the cliffs overhanging the Talon Chute, on the Matawan, 
one sees at a glance, rushing through the narrow gorge at his feet, the 
whole of the water which the deep and land locked basins above it receive 
from the surrounding country; and, without resorting to experiment, a 
practised eye can quickly form a sufficiently correct estimate of the dis~ 
charge to justify the conclusion that it is inadequate to the purpose in 
view. 

A canal of the size of the Wenand, with locks 150 x 27 feet, average 
lift eleven feet, to pass fifty vessels per day, would draw upon the sources 
of supply to the extent of 3,000 cubic feet per minute. Increasing the 
dimensions of the locks to those of the St. Lawrence Canal, 200 x 45 x 
10 feet, would double that consumption, making it equal to 6,000 feet per 
minute. 

Even allowing for the large storage afforded by the twelve square miles 
of surface in the two summit reservoirs, Turtle and Trout Lakes, and fur~ 
ther allowing that storage capacity to be doubled by hoisting Talon Lake 
up to the summit level-which could be easily done-I am satisfied that 
the sources of the Matawan could not be relied upon for more water than 
would be sufficient to meet the least of the above demands, while the mini. 
mum size of lock I would think of adopting would be that representing the 
greater exigency. 



'I]Ihll ~eMOl'\. or navIgatIon on the Welland CaMlhas beeh lound, from 
%e\'eral years' experience, to average as near as may be .... 209 days. 

The number of vessels locked through in 1856 was •. 3885 
"" " 1857" . 3604 

And the greatest number passed in anyone month of the latter year 
was in June, amounting to .•.••....... " .... , ...•.•• ,. 636 

'Or nearly 25 vessels for a maximum day's business. 

In basing my ca.lculation ot the supply of water to be pro-vided for on 
the Ottawa :route <In doubl-e the above number of vessels .per day, vessels, 
too, of m<lre than double the capacity of those to which the WeIland is 
-adapted, it rna,}' seem that I am estimating in excess of a~y probable 
increase of the trade of the west. If I am in error, the project of open
ing up the Ottawa rout.e might be abandoned with.out further discussion; 
hilt the quadru{iling of the present commerce of the lakes is surely within 
the limits of certainty, as its arrival at those proportions within a mode
rate space ef time is withiFl the limits of ;pi"0bability; no:r is it speaking 
too hopefully to predict that when that time has arrived, W ESTERN DIVILI~ 

:ZATION, still advancing with .giant strides towards the Pacific, will still be 
industriously heaping up the materi~ls of a mighty commerce, for which 
EASTERN ENTERPRISE will have, -through force of pressure , to provide the 
means of transit to th.e occean. 

With such a feature in prospect, the supply of water on the summit has 
been stated t@ be insufficient, and, unless artificial means can be resorted 
to, to make up the deficiency, the prQject of our Ottawa navigatiOll on a 
large scale is, of course, at an end. Fortunately, however, such means of 
:as~istance are at hand, and are to be rendered amen,<t,ble to our purposes 

in the follOWIng manner: 
Lake Nippisingue is twenty-three feet lower than Trout Lake---the 

:summit. I propose by means of ,(lams throw'1l across its outlets to raise it 
to the latter level,and thus at <lnce increase the storage capacity of the 
,summit reservoir from twelve to upwards of three hundreCl square miles. 

In speakincr of the Chaudiere outlet of Lake Nippisingue into the 
o , h 

French. River (v. page 19), I have said that the passage IS t rough a 
narrow channel between lofty walls of rock "resembling ~ combin,~tion of 
mighty locks from which the pent-up waters had swept out the gates, The 
'Other two outlets are bf similar formation, presenting gl'eat facilities for 
the construction of dams to any required height. In this wa,y the lake 
'Can be raised twenty-three feet above its natural leve~, and an exha~st
ible su.pply obtained to feed both ways from the summIt; for even s~ttmg 
:aside the enormous storacre capacity of its immense area, the acceSSIon of 
Wa:ter which Lake Nippi~ingue receives from its many tributaries is ample 



to gtt::traniee' It sufficiency for whatever' drafts may bEl ma.de UpOtl Itl (or 
any possible purposes of lockage in the'most distant future.*' 

On the north and northwegt come in the •• Sturgeon" and '" Widow 
Rivers/' on the southeast and south the" N'amanatagohns, n and "' Wassi ... 
Wissing'l; many minor streams', besides, coutributing at various points· 

along; the coast to swell the measure of its waters. 
The objectionable feature in this mode of oOtalning the'mrcessary' supply 

of lockage water is the' drowning of the cireuID;jacent lands. This e1fect 
would not be prodU'l?ea to any considerable e:&tent on the' southerly and 
easterly borders of the'lake, but around the northerly and north-westwardly 
shores vast tracts of land would be submerged; unfortunately, t()(», the 
best lands, which are to be found in its immediate vicinity. Admitting, 
however, the merits of the' project as a whole to be such 3B'I have endea~ 
vored to show them to be, I appl'ehend that fe"V' win be found to argue 
that this necessity for the swamping of untenanted lands; a mere patek 
in the unredaimed wilderness, should be allo-wed to stand as' a veto on its, 

attainment. 
The raising of Lake Nippisingue would reduce the- $ctu~I eanaUing; 

between it and Trout Lake tO'less than half what would be required were
the latter body of water capable of furn.ishing the necessary supply; and 
as the cost of one mile of canal would be more than that of an the dams
together, ft foIl!Jws' that the CDst of the whole work on the plan proposed 
will be considerably less' than, if the supply were drawn from the natural 

summit. 
As works of art, the damS" would be of inconsiderable magnitude wheIll 

compared with some of those s.tupendou'S structures of that class which are' 
to be seen on the Rideau Canal-enduring monuments' of the indomitable
perseverance and high engineering skin of the late gallant Colonel By. 

I now come to the question of the 

CAPACITY 

Of the route as a C'ontmuons line of navigation between the lower St .. 
Lawrence and the Western Lakes; in other' word&, with a view to the
accommodation of what class of vessels· should ~"imprwements" be" 
designed. 

It is as a steam navigation, and mDre especiaIIyfor thai denomination of' 
steamer known as the'" propeller," that I believe the Ottawa and French 

• AVTR'OR'S NOTE.-Mr. T. c. Clarke, in his :Report of znd J'alluary,1860 ·rectlmmendg· 
ra~sin,g Nippi~ingue but slxt~el'l! feet,-and lowering Trout Lake sev'en/eet, a~d in that wa"! 
bnnglOg the two on a level,. Inlttead oi, as proposed above, l'aisill!g' NjppisingtIe the full 
twenty-three feet. I am not prepared to pronounce decidedly as to' whkh of the tw.o' 
modes of dealing with the summit waters maYt on final ellamination and !tuney . prOT-6 
to be best adapted to the etlWrgency.-W. S. ,. 



River route is destined to hold a first place as a channel of trade. For 
wessels of that description the character of the waters, and of the region 
1ln either side of them, is peculiarly fitted. Land-locked for the o-reater 
proportion of the way, the route will not in that respect he as advan~creous 
for sailing craft as that by the great lakes, but th.e inexhaustible supplies of 
wood at all points along it, and the facilities f0r takiRg their fuel on board 
-at freqllent intervals, will forever render the eost of workinO' steam vessels 

• 0 

Jower on thIS than amy equal length of navigation on the continent. Here, 
too, the propeller ean keep "the even tel10r of its way," heedless of the 
:storms which, sweeping across the lakes in the autumn of each yea.r, cause 
such immense destruction of life and property. * 

Mr. J. B. Jervis, in his repGrt on the projected Caughnawaga Canal, 
furnishes mueh valuable information respecti:rng the propeller craft in use 
upon the lakes; and subscribing as I do, in the main, to the soundness of 
his cOlwlusions relating to the size of vessel best adapted to the trade of 
those waters, r eannot, in ad@pting, better convey his opinions than by 
.quoting his words. He says: 
1 "I have obtained a list of forty-ei~ht pr6pellers with their principal 
.mmensioos. Only eleven of these propellers can pass the lock on the 
WeIland Canal: most of them are employed in the navigation of the upper 
lakes. There are but two of them under 300 tons burden,-the largest 
850 t(!)ns. The greater portion range from a few tons under 400 to a few 
:above 600. The greatest length is 234 feet-the" Iowa,"-and her 
.:actual. tonnage is 720,-draw:s 11k feet, loaded. The" Oriental" is 234 
feet; aetual tonnage 850, (2! feet more beam); draws loaded lot feet 
o()f water. The" Plymouth" is 225 feet in length, (loaded draft not as
certained,) and ca.rries 700 tons. These vessels <caR only carry full cal'goes 
when the lakes are at their greatest height. There are times, occurring 
-every year, when vessels with over 9k feet draft gf water cannot pass the 
St. 'Clair Flats; eomsequently those of greater depth must load lighter 
than their capacity, or depend on lightcl!liRg when they reach the Flats, OJ'" 

have occasion to enter harbors of similal· depth of water. The two most 
iimportant lake ports for outward bound tonnage are Chicago aLld Toledo. 
The entrance into the harbor (ilf Chicago is kept open by excavation, so 
that vessels drawing ten feet of water can, for the greater portion o~ the 
:season of navigation, eN.ter the harbor. Toledo 1:£ gn the Miamoo RIver, 
:and 9 feet of water is as much as can usually be depended Oil, though at 
times they ean go in with lot feet Detroit River affords better water, and 
vessel8i that ean. pass the St. Clair Fla,ts eaSily make Detroit. 

" b. the enquiries I Inave been able to make as to the draft of water 

• Soo,a,ppelldix U C » for. statemen:t of La.ke disasters, inoluding loBS of life and pro
IPUtff. iIlyears 185611.114 1851. 



that vessels could carry and make the harbors with safety on the uppedaker,. 
I have found considerable diversity of opinion among navigators. The 
range of opinion has been 8i to lH feet. It is admitted by those that 
advocate 11:& feet that lightening will often be necessary, and' this is con
sidered to injuriously affect tIle profit of and cause delay in the voyage. It 
is an important fact that the most. usual time for high water (not regarding 
those rises and fulls that occur in a series of years) is in midsummer, and 
lowest in spring and autumn,-the latter are the seasorn of greater pres
sure in freight. It is considered, generally, tliat the laTg~st vessels can 
only make ful1load's wIlen the lakes are most favorable, and then only to> 
the port having tIle greatest depth of water. S'o far as I nave been able 
to ascertain, it appears the most prevalent opinion that the largest class 
of propener, both in refation to length and draft of water, has not been so> 
successful in economy of transport as those of less dimensions.. The 
greatest weignt of opinion I have bee'll able to obtain is~ that a draft of 9 
or 9t feet is as much as can profi'tably be adopted for general use, and 
that 10 feet is the extreme draft that should in any case be adopted, and 
only for ports of best water. In the opinion of several very experienced 
navigators, the propener "Portsmoutft,n in her main features, is the bese 
pattem for general use and economy of transport; she is 175 feet long, 
and draws 9~ feet water; cargo 5,000 barrels of flour. Some would add 
5 feet, others 15 feet to her length-this last addition would make her 19() , 
feet long, and with a small increase of beam would enable her to carry 
6,000 barrels. Objections are mad'e to greater length on account of the 
increase of weight that is required to give the requisite strength on a vessel 
of so small depth as must be adopted for lake navigation!' 

The beam of the largest of the propellers instanced by Mr. Jervis, (the 
"OrientaI,") is 34 feet; that of the medium size, such as the "Ports'
mouth," 28 feet; and as the result of his enquiries and observations he 
recommends locks of two hundred feet in length by thirty-six feet iilJ 
width, with depth of water to admit the passage of vessels of 9i feet: 
draft, as the most judicious size to' be adopted for the Caughnawaga 
Canal. 

When the CommIssioners did me the honor to entrust to me the exa~i
nation of the Ottawa c1lain of waters, I entered upon the task with the' 
conviction, growing out of previous knowledge of the general capacity as 
to deptns of the harbors of the lakes, that ten feet of water was as mucn 
as it was desirahle to seek for in ascertaining th.e capabilities of the route. 
It was my lJ.elief, alsO', then as it is now, that if nine feet depth was found 
to b~ ob:ainable throughout, I might speak with favor of the project, and 
predIct Its success. That the harbors of the lake ports are not as iii 

?eneral thing, adapted for ten feet draft of water, I was well awar~, anci 
It must be obvious. to any 0'00 who has at aJl studied the subject~ thatt ~ 
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vessel which can at any stage of the lakes obtain or deliver her cargo in the 
greatest number of the principal ports must be a more profitable one to 
employ in the trade than the larger craft, which, from her excessive draft, 
must limit her intercourse to one or two of the deeper harbors, or else, 
more unprofitable still, make her trips with light loads. I am not of those 
who believe that sea-going vessels will ever be freighted to any consider
able extent in our lake ports; and in that conviction had an additional 
reason for adDpting ten feet as the available maximum depth that there 
was any occasion for attempting to obtain. That depth (with a reser 
vation as regards the lower Ottawa) I believe to be practicable throughout, 
and upon it I shall base my estimate of 

COST. 

The cost of canalling, or improving river navigation increases in rapid 
ratio as we seek for increased depth; and from a general estimate I have 
made, I would not venture to set down the difference in cost between the 
forming of ten feet and a twelve feet navigation through the Ottawa, 
Matawan, and French Rivers, at a less sum than five millions of dollars, a 
useless expenditure when the lesser draft is so obviously sufficient. I 
would reeommend, then, that the mitre sills of all locks henceforward to 
be constructed on the Ottawa and other waters in the chain, be calculated 
for a .least depth of ten feet. Nine and a half, or even ni.ne feet, would 
doubtless answer all purposes for a long time to come, but whenever the 
greater draft may become a necessity, let there be no pulling down of 
solid masonry or ripping up of costly foundations in order to obtain it. 

On the question, then, of the draft of vessels best adapted to the commerce 
of the Upper Lakes, to attract which is the common object of the Ottawa 
Canals and the Caughnawaga, Mr. Jervis and myself are of one opinion; 
but' as relates to his other dimensions, while freely admitting that he has 
made out his case as applying specially to the latter, I cannot agree to 
adopt them as equally suitable to the former project, and for the following 

reasons: 
,The Ottawa route possesses certain distinctive features which entitle it to 

other considerations than those incident to a mere channel for merchandise. 
PenetratinO' the heart of our country, it can boast of magnificent scenery, 
which as it becomes accessible and known, cannot fail to attract the , 

;tourist, as well European as American. The waters consist to a great 
, extent of a succession of noble lakes, between which, as the country hecomes 

inhabited and civilization turns its resources to account, internal inter-, . 
Course will spring up, creating a trade apart entirely from the dull routme 
of western traffic, propeller following propeller with their eternal c.argoes 
of grain and flour. To prohibit by a deliberate act, and for all time to 
come the use on Ottawa waters of the paddle-wheel steamer, with her , 
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commodious upper cabin and- promenade deck, would be 3i mista:ke. I 
propose, therefore, to fix- suoh dimensions for Ottawa; locks as' will admit 
the passag~ of vessels of that denomination, superior in some points to those 
which as passenger boats, now use the St. Lawrence Canals. 

I have before stated the size of the St. Lawrence lockis-at 200 feet/long 
by 45 feet wide. The depth of water on the mitre sills-is-nine feet. 1)hey 
are not justly proportioned, being too short for their width. The largest 
of the passenger steamers now in use, the "Arabian," fol" instance, so 
oompletely fill the chamber of the lock as to require considerable manoou
vring to get them in, and to close the gates behind them when they are 
in. The process of locking is thus rendered more tedious- than it need 
have been were there a little more" play" for the vessel. It is well known,. 
too, that these vessels are short in proportion to their beam, and that with 
from 25 to 30 feet more length they could have all the speed neoossary to 
give them equal rank with the larger lake steamers ; while now,_ though 
having to compete with those for the lake business, they only. rank. as river 
boats. In short, while not sufficiently large properly to fulfil the Burpose 
for which they are designed, they are too large for the canal.1ocks. 

It is not likely that much more than 45 feet would ever be required for 
vessels intended to combine the attributes of lake-craft and river. craft; but 
assuming that as the extreme width of vessel, the lock should certainly be 
as much wider, say five feet, between the gate quoins, as would allow of 
her entering it with ease and dispatch, and without lifting her fender&. 
For the extreme length of vessel to be accommodated, I would assume as 
my standard the longest propeller now in use upon the upper. lakes, the 
"Iowa." Her length is 242 feet; to which I propose to. add eight. feet 
to make up the length of my lock. 

With the above additions, the dimensions I re_commend fop the Ottawa 
locks are as follow: 

Clear length between the mitre sills. . . . . . . . . .. 250 feet. 
Clear width between the gate quoins. . . . . . . . . . 50 " 
Depth of water on the mitre sills. . . . . . . . . . • . . 10 " 

And here I think we have a well-proportioned lock to which no exception 
can be taken a century hence. 

ESTIMATE OF COST. 

Under any circumstances the creation, as it were;. upon any scale, of 
upwards of four hundred miles of internal navigation must be a matter 
involving .large outlay, and my estimate of the cost of calTying out the 
French RlVer and Ottawa navigation project on th.e Beale above laid down, 
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amounts to the very large figure of twenty-four millions of dollars or about 
five millionscof pounds. sterling. ' 

The proportion of actual canalling on the route is not large; being about 
twenty per cent. less (Lachine Canal included) than on the WeIland and 
St. Lawrence line of na,vigation. 1'he quantities of material, also, to be 
exoavated and removed will average less, mile for mile, on the former than 
was involved in the carrying out of the latter series of undertakings. So 
far, then, the average of physical advantages would seem to be in favor of 
the new project, and would be largely so in reality were it not that the 
geological structure of the region watered by the Upper Ottawa and its tri
butary the Matawa,n, by Lake Nippisingue and its outlet the French River .' , 
lS such as to far more than counterbalance all the appearent facilities for 
construction which the proposed route presents as compared with the exist
fug one. 

The greater difficulties to be encountered on the former consist, first, 
in the hard unyielding nature of the material to be worked upon :-the 
granitic rocks'- chiefly (according to the classification of Sir William 
Eogan) syenite, gneissoid-syenite and gneiss, thrusting themselves for~ 
ward; harsh, naked, and repellant, over the whole of the more distant por
tions of the line. On the nearer sections, from the Chats Rapids to St. 
Ann, the formation to be dealt with, though ofless impracticable character 
than that named above, is still rock,-rock everywhere. 

The second' great difficulty that presents itself in considering the improve
ment of these distant waters; where the major portion of the first-named 
and principal difficulty exists, lies in the inaccessibility of the region which 
they penetrate, the whole of which, in so far as relates to the sustaining of 
Human life, may be called non-producing, little or none of it being as yet 
settled. This is a feature that must be kept in view as one that will add 
largely to the cost of the undertaking, just as it now does to the cost of 
" making lumber" on the Upper Ottawa and its tributaries. 

Where so comparatively small a portion of this long chain of navigation 
Has been submitted to the test of instrumental survey it would, of course, 
not be possible to present an accurate and detailed estimate of the quantity 
of work to be executed at each point of interruption. General examination 
however, joined to the results of the surveys as far as carried out, have 
enabled me to make such an estimate of the amount of excavation to be 
encountered as allowin rY for all known difficulties and probable contingen-, 0 

cies, warrant me in stating the cost of establishing the communication, 
through, from Montreal to Lake Huron at the amount already named. 

The leading denominations of the work involved in the undertaking are, 
lat, Rock Excavation.; 2nd, Dams; 3rd, Locks. 

I, have considered all excavation from St. Ann upwards as rock, and 
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estimated the cost of removing it at from $2 to $4 per cubic yard. The 
dams, of timber and stone, after our Canadian fashion of" crib work, " I 
place at $-:1: per cubic yard. A large portion of the canalling will be accom
plished by means of these dams, and that too without incurring the disad
vantage so often a consequence of that mode of improving river navigation 
-the drowning of valuable lands. As a general thing, save in the great 
hoist proposed to be given to Lake Nippisingue, the raised waters will 
merely wash their rocky boundaries at a higher level without acquiring 
any material increase of surface area. The locks, of masonry not inferior 
in quality to the highest standard on our existing canals, are provided for 
at an average of $10,000 per foot lift. Engineers, who have had experience 
in the carrying out the hydraulic works of this continent, and those more 
especially who have gathered such experience on our noble St. Lawrence 
navigation, will, in comparing the above prices with the actual cost of simi
lar works elsewere, credit me with liberality in my views of the probable 
cost of constructing the works pertaining to the Ottawa and French River 
navigation scheme. 

The cost of lockage on the main Ottawa River will be not a little affected 
by the necessity that will exist for providing lofty guard-locks at the en
trances of some of the canals because of the great fluctuations of the water; 
the difference of level between extreme high and extreme low water reach
ing in some places to twelve feet; on no section of the river is it much less 
than six feet. 

Before concluding on this question of cost, I will touch briefly on one 
other point bearing upon it in no small degree, viz: the facilities presented 
for procuring the materials requisite for construction. 

The granitic formation, such as pervades the greater portion of the route, 
is not likely to furnish much material for those portions of the lock masonry 
such as quoins, coping, &c., which will require to be finely cut; though 
the gneiss proper may be found well suited for the interior and many parts 
of the face works of the walls. 

The great Manitoulin Island, in Lake Huron, directly facing the mouths 
of the French River, abounds in limestone of superior quality. From there 
the structures on the river can be conveniently supplied with cut stone of 
any required dimensions; the" backing" and certain portions of the face 
stone being, as' suggested above, procurable from the necessary excavations 
for the locks, or in close proximity to them. It is more than likely that 
much of the material for the Matawan locks would also have to be trans
ported from lake Huron, and that could only be effected within reasonable 
limits of costs, after the completion of the French River works. 

At two points only between the Georgian Bay anJ the confluence of the 
Matawan with the Ottawa, do I know of the limestone cropping out. On 
" Iron Island," (so named by Mr. Murray, Assistant Geologist,) in Lake 
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Nippisingue, and near the" Talon Chute," upon the Matawan. In neither 
instance does it present itself in strata of sufficient amplitude to promise 
much assistance towards the construction of the locks, unless in furnishing 
lime for such portions of the masonry as may not require to be laid in 
hydraulic cement mortar. 

For the works upon the Ottawa, from the Matawan to Portage du Fort, 
I am not prepared to say where appropriate building stone may be most 
conveniently obtained. There are, however, quarries of fine limestone in 
Lac des Chenes, below the Chats Rapids, whence, as the several sections 
of canal advance towards completion, ascending the stream, material for 
the more distant improvements, at Les DelL'\: J oachims, Le Rocher-Capi
taine, Les DeUJi: Rivieres, &c., may be carried at reasonable expense, pro
vided no nearer sources of supply should be discovered. This is the most 
unfavorable view that can be presented of this phase of the undertaking. 
The probability is that suitable material is to be found very much more 
convenient to the several points above-named, and that portions of the 
Matawan improvements also may be supplied from not far distant quarries 
on the Ottawa. 

For the Chaudiere Canal at By town, and for all works on the lower 
Ottawa, building stone of unexceptionable quality is to be had close by. 

After the locks, the dams are the parts of the work which will absorb 
the largest amount in wrought material, but fortunately, in no one instance 
will it be necessary to go to a distance for the timber and stone which form 
the main elements of their construction. These are on the spot, in inex
haustible quantities, and labor only has to be provided for tIllS class of 
work-the cost of which I have estimated at as high a rate as I have ever 
known similar work to amount to where the raw material formed a large 

proportion of the expense. 

The St. Lawrence and Welland Canals cost per mile, not 
far from ..... , ....... , ......... , ............ , 

The fifty-eight miles of Ottawa Canal (enlargement of La-
chine included) I estimate at upwards of. ......... . 
per mile; and for the removal of shoals, hereinbefore 
referred to, I allow two and a quarter nlillions more, 
swelling the whole cost to ...................... . 

equal in sterling money to ......................... . 

$150,000 

$370,000 

$24,000,000 
£4,D31,506 

That the raising and expenditure of this large amount of capital should 
be entered upon all at once it is not the object of this report to recommend. 
The prosecution of the" Ottawa and French River navigation" s?heme 
must be a gradual and progressive work, advancing towards completlOn as 

we grow in wealth and national resources. . . . 
It is not, however, the money cost of the enterprIse that will be so diffi 
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cult to deal with in endeavoring to procure an impartial consideration of 
its merits as the remoteness and present inaccessibility of the district which 
it penetrates. But an atom of our population belongs to the valley of the 
Ottawa; and to the mass of the people the whole of the region drained by 
that great river and by the basin of Lake Nippisingue is a terra incognita, 
supposed to be enveloped in frost and snow for the greater part of the year, 
and, therefore, unsuited for the habitation of civilized man. Indifference 
to the facts of the case and consequent absence of correct information 
engender unbelief. The very name· of " Canada" was wont but a few 
yeu,rs since to suggest similar ideas to the minds of the people of New York 
and Massachusetts. 

Viewing the project in detachment will disarm it of many of its terrors, 
The canals of .the lower Ottawa, for instance, from By town to Montreal, 
have to be enlarged-not made de novo. This section covers more than 
one-fourth of the whole route, and embraces more than one-third of all the 
canalling. 

Above the City of Ottawa (Bytown) the first canal-four miles in length 
-to connect· the lower Ottawa with Lac des Chenes-has long been in 
contemplation, and a money appropriation has, in fact, been made for its 
commencement. There are none but ordinary difficulties in the way of its 
construction, and no one having a knowledge of the locality can doubt but 
it must ere long be. undertaken and carried out. 

Beyond that again is the" Chats "canal-three miles long-to connect 
Lac des Chenes with Lac des Chats: This has already been commenced, 
and the works, though temporarily suspended; far advanced towards com
pletion. The finishing of those two links in the chain will render the river 
continuously navigable for fifty-five miles from the City of Ottawa, upwards, 
to Portage,dil Fort. 

From Portage du Fort to the" Grand Calumet" five miles oCcanal are 
wanting, and further on, at the" Culbute, " two miles. The constrllction 
of these sev~n miles will not be more difficult than that of the equal length 
embraced in the Chats and Chaudiere sections, and will add sevent~eight 
miles to the continuity of the chain, bringing us to the head of.the " Deep 
River," 143 miles above By town or 253 miles above Montreal; consider
ably more than half the entire distance covered by the project. 

The head of the Deep River, at Les Rapides des deux Joachimsj is, also 
the head of steamer navigation on the Ottawa, and almost the last out-p,ost 
of settled habitation . 

. ~he;,e are a.few isolated patches of settlement beyond, but though "lum
berm~ operations are largely carried on to a great distance further up' 
the l'lver, the sole means of transit are the raft and the canoe. 

Seven miles of canal at and above "Les J oachims" would enable the 
forest-born steamer, now plying on the Deep River to ascend to the Mata-
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wan, 305 roUes trOW Montreal; soven miles at ahd below the" Culhute?1 
would allow her to descend into the Chats Lake. As regards the Ottawa 
itself, then, th0ge fourteen miles fQl'm the only portion of thE! proposed 
improvements w'hioh have not yet been recognized by some decided action 
of the Legislature as necessary to the well·being of the commerce of that 
section of the Provinoe. It if! diffioult to imagine that when the half 
finished Ilanal at the Chat9 Rapids is completed we shall have reached the 
limit of our expansion in that direction. 

Distantandinacoessible as the region of the Matawan, Lake Nippisingue, 
and ·the French River may now appear to us, it is in reality no more diffi4 
cult of access than was the forest country between By town and Kinlfston 

. b 

when first pierced, some thirty years ago, b.y Colonel By, in the construction 
of the Rideau Canal; nor, compat'ing now with then, are the obstacles td'be 
encountered, generally, in the project under consideration, of equal magni~ 
tude with those whioh he so bra-vely grappled with, and so successfully 
overcame. 

The practioability of the Caughnawaga Canal project is no longer a mat
ter ilf opinion.W e have surveys and estiml3,tes of cost, which place its 
entire feasibility beyond doubt. As a consequence of its construction, the 
people of the State of New York would be compelled to enlarge their 
" Champlain Canal" to corresponding dimensions; thus opening a c::omplete 
'Water communication between the St. Lawrence above MontI'eal, and the 
Hudson above Albany; and, with the Ottawa improvements also completed, 
an unbroken steamer namrJation from Chicago to New York shorter by 
150 miles than the existing water route between those points via Buffalo 
and the Erie Canal. I would not like to assert that there are among us 
any commercial men taking broad views of the future of Canada in its cond 

hection with the trade of the we8t, who doubt for a moment that the Lake 
ChaIlilplain line of communioation is destined to be established; and yet it 
'Will involve the construction of upwards of thirty miles more of canal than 
the route herein reported on as between Montreal and Lake Huron, besides 
the deepening of Some ten miles of the Hudson River. There is no seeP"" 
ticism as regards the feasibility of the former pI'qject, even among those 
'Who may question its utility, simply becaulle it relates to a section of the 
country with which we are all more or less familiar~-·where the forest haa 
disappeared before the march of civili~ation; and where we have hitherto 
allowed no difficulties to arrest our progress in the mission of enterprise. 
r have already stated the dimensions proposed for the looks of the Uttar

'Wa and French River navigation. For the canatF:!, 100 feet wide on bottom 
is calculated in long reaches-60 feet in short reaches, where vessels need 
never seek to pass one another. The surface widths of water, the e~cava,. 
tions being all in rock, would be about ten feet greater than the bottom wldths ; 
the depths to be from ten to eleven feet. 
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The d.e~pening to full depth of much of the shall?'" portions of the 
waters might be gradually carried out, but as hereinbefore observed, 
the sills of ali locks should be laid. at t@n feet below the levElI of the lowest 
'Water; each successive step in the advancement of the undertaking 
beinO' reO"arded but as a link in a O'reat uiiiforIil and well-digested scheme o 0 . 0 

of navigation. 

CLIMATE, SOIL, &<J. 

At each of the camps II. careful meteorological record wa~ kept, noting 
the temperature three times each day. The rain-fall and snow-fall were 
~lso recorded. Appendix B gives a summary of the reE!ult of those 
()bservations. 

The winter of 1856~7 Was one of more than average severity all over 
Canada, and it will be seen from the tables that on the 23rd January, in 
the latter year, the mercury had descended to the point at which it 
freezes, 39° ~ e;ero of Fahrenheit, and the cold On theE!e occasions was 
estimated aJ frGm six to seven degrees lower. Not anticipating such 
extreme severity of temperature, the camps were only furnished with the 
~rdinary quicksilver thermometers. 

The mean temperature of that, the coldest month, wM : 
7 A.M. 2 P.M. 9 P.M. 

On Upper Matawan .•.•..••.••.. ~5.15 +6.27-3.87 
" Lower Matawan ..•.......... -8.06 +8.35-1.03 
" Ottawa below Fort William ...• -6.74+13.00-2.49 

The periods over which these records extended are as follow: 

On Upper Matawan from 1st November, 1856, to 15th June, 1857. 
"Lower" " "31st May, " 
" Ottawa " "28th Feb., 1858. 

We had thus but one winter's e~penence On the Matawan, and that a 
llarticularly severe one. On the Ottawa, in the region of the Allumettes 
lsland, the records embraced. nearly two winters; the second, that of 
1~57~8, proving, as was the case througout the Province, very much 
milder on the whole than the first. For instance, in January, 1858, the 
~rcury fell but once as lo~ as -170

• tn February, which, as it commonly 
18, was the coldest month m the year, the extreme, and on but one day, was 
-25°: the average of the weather in that particular month (1858) having 
bc~n more 8e~ere than in the corresponding month of the previous year; 
whlCh, nothWlthstanding the general severity of the winter, was, in the 
'Western partE! of the Province also, singularly mild for February. The 
table shows: 

Mean temperature, February, 1857 ..•.•.•••• 170. 39 
" " "1858 .•••••••• • 11/). 74 
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As l'egiirds th~ bea.ting which this question of temperature may have 
on the navigation in limiting its period of duration, I took much pains to 
ascertain for what portion of the year open water may be reckoned OIl 

throughout. The conclusions arrived at are: that the ice on the French 
River is never particularly strong; that the river is generally quite clear 
before the 1st May, a..l1d rarely closed till some time in December. That 
Lake Nippisingue is always open all through November; and the ice seldom 
strong enough to bear till towards the close of the following month; but 
once it "takes," it continues ice-hound to an advanced period in the 
spring, and has been crossed on foot as late as the 15th May. This, howo 
ever, is a very rare occurrence, my Indian informants having been able 
to recall but one such instance. From the 1st to the 5th May may be 
a.ssumed as the ordinary period of dissolution of ice in Lake Nippisingue. 

The Matawan was entirely open by 5th May, 1857, which, as already 
observed; succeeded a winter of more than common severity. The Ottawa 
is generally entirely free by the first of May; and often from a week to 
ten days before that time. The St. Lawrence Canals below Prescott, it 
will be remembered, are seldom ready for navigation Booner than the first 
of May. 

Through the kindness of Captain Cumming of Aylmer, on the Ottawa, 
a gentleman of long experience in the navigation of that river, I have 
obtained a reliable return of the dates at which, for eleven years past, 
steamer navigation has commenced and closed each year. The earliest 
opening ",as in 1848, when the boats commenced their trips on the 18th 
April. The latest closing was in 1854, on the 1st December. The 
average for the eleven years referred to, 1847 to 1857 inclusive, is: 

Commencement of Navigation ........•. 27th April. 
Closing of " ....•..... 27 th November. 

And, as a general thing, the steamers might have continued to run during 
part of December had the trade of the river warranted their owners in not 
hying them up. 

The season of water-borne traffic between Montreal and the Western 
Lakes is at present governed, as to duration, by the period at which the 
lower links in the St. Lawrence iIllprovement~the Beauharnois and 
Lachine Canals to wit-.-open and close. The former period is not often 
earlier than the 1st of May; the latter as seldoIll reaches the 10th of 
December. It will be observed, then, from the dates already given, in 
reference to the assumed season of open water on the Ottawa and French 
River route, say from 5th May to 1st December, that the balance against 
it in the actual number of days' navigation in the year cannot be very 
great; while practically, and in point of available time, it can claim an ad
vantage over the lake route, from the fact that, owing to the lesser distance 



to be travelled, a vessel could ID!1ke at least three trips more in the t3e11SM 

between Chicago and Montreal by the former than it could by the lattel' 

route. 
In Canada and the neighboring States the Season of canal navigation is 

commonly considered to be 200 days. From an average of eight ye~rs, I 
find the WeIland Canal to be open 209 days in the year (Sunday belnga 
dies non), and the Erie Canal, in the average of the same years, 1850 to 
1857 inclusive, for 195 days. I do not venture to calculate on more than 
180 days for the navigation of the Ottawa line; butj as I have endeav.or~ 
to show on page 14 of this Report, it should have on each tnp a gam III 
point of time of forty~four hours oVer the WeIland, and twenty.four hours 
over the Toronto and Georgian Bay route. 

Appendix D gives the dates of opening and closing of navigation on the 
WeIland, Lachine, and Erie Canale, and on the used portions of the U ppet 
Ottawa for a number of years immediately preceding the current one. 

In its agricultural capabilities the valley of the Ottawa presents III 

striking and unfavorable contraBt to the almost uniformly fertile aspect 
of the country watered by the St. Lawrence and bordering the Great 
Lakes. 

From St. Ann upwards, the Lower Ottawa exhibits varied features ot 
fine oultivable lands and bold mountain scenery. 

On the upper section of the river also, for one hundred miles above the 
city which bears its name, a fair proportion of well~tilled faTIns and comJ 

fortable homesteads meet the eye of the traveller, together with tracts of 
wild land that will well repay the labors of the settler. 

From the westerly limits of the County of Renfrew, the last outpost of 
surveyed settlement on the south ~ide, ridges of [l,rid sand, or frowning 
rocky mountains, border the waters. Forests of pinel from which the 
large timber has already been chiefly culled out, prevail everywhere, save 
where the cold, naked granite r€lfuses even the scanty nourishment that 
suffices to a stunted growth of the Norway fir, or its hardy companion, the 
white birch. 

The traveller, however, who judges the country only by what can be 
Been of it from the river as he glides past in his canoe, does not form a fair 
estimate of its adaptability to the uses of civilization. The worst of it is 
along shore on both sides. The interior possesses large tracts of good 
hardwood land in the valleys of the mountains on the north side, or 
stretching in broad belts, towards the lake country, on the south. 

Still the impartial chronicler, when he was ,completed his tour of the 
river, must record his opinion, that the destiny of the valley of the Ottawa 
is not to be a parallel one to or of the same inviting character as that of the 
St. Lawrence Valley, with its rich alluvial soil and broad wheat-growing 
districts; but, having faith in the future of ,his country, he will at the same 
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time predict that the former section has awaiting it a destiny not second in 
national importance to that of the more favourecl reO'ion, as to soil and 
climate, w~ch constitute~ the latter section; and that, with our great 
northern nver for the spmal column, Canacla must gradually attain the 
strength and vigour which length without breadth can never confer. As 
yet, we represent but an attenuated frontier settlement, fringing a thou
sand miles of exposed and unprotected coast, but our position on the map 
of the continent is a distinctive and impregnable one. The lakes and the 
noble St. Lawrence defining our limit of expansion to the south, 'the polar 
regions bounding us in rear, we are the" Nortillnen" of America. Our 
national growth may be slow, but it will be healthy and enduring. Here 
the surplus population of the British Isles may, for centuries to come, find 
scope for their enterprise and industry, and-transplanting with them to 
congenial soil the laws and principles of the Mother Country-here for 
ever may, 

" Her freedom spread unfevered and serene." 

A striking feature in the conformation of the Ottawa is the concentra
tion of the greater proportion of its descent into short, abrupt rapids, or 
almost perpendicular falls, at distances of from fifteen to fifty miles apart, 
over the entire length embraced in the proposed scheme of improvement; 
fonning at each point water power of singularly easy adaptation to manu
facturing purposes, and of unlimited extent. In the city of Ottawa alone 
the available power almost defies computation; the 1yhole volume of the 
mighty river here pouring over a natural wear or dam of forty feet in height; 
while into the basin below the cataract flow two large tributaries. The 
"Rideau," entering from the south, falls perpendicularly from a height of 
fifty-four feet. On the north the "Gatineau" comes in, presenting mill 
site after mill site as it stretches far away into the unexplored forest. 

The rising city, the future metropolis of United Canada-of United 
British North America perhaps-with the Ottawa and French River navi
gation completed, would be nearer l)y at least one hundred miles to Chi
cago than Buffalo is by way of the lakes, and with a branch of the Grand 
Trunk Railway direct to Montreal, it would also be nearer by at least 
thirty miles to an Atlantic port (Portland), and over a continuous line of 
rail, than Buffalo, the" Queen City" of Lake Erie, is to New-York. 

The Ottawa country abounds in iron ore of the richest description; its 
forests of pine are inexhaustible; its water power, as already stated, not 
only unlimited in capacity but available to its full extent at numberless 
stages upon the route. By the opening of ~he projected. navigat.io~ this 
great manufacturing agent would be brought mto comparatlve proxlllllty to 
the granaries of Lake Michigan, and would immediately be turned to 
account in preparing the cereals of the west for the markets of the east. 

D 
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With such a combination of advantages in possession or in prospect, it is 
surely not difficult of belief that the valley of the Ottawa is destined to be 
not only the workshop of Canada but one of the chief manufacturing dis-

tricts of America. 
The country bordering the :\htawan, Lake Nippisingue, and the French 

River, corresponds very closely in character to that on the uppermost sec
tions of the Ottawa: all that can be seen from the waters is harsh and 
barren but in the interior are broad tracts of good land. The whole , 
region is beautifully watered and in the highest degree healthy; fever and 
:taue those scourges of the new settlements in the rich alluvial districts 

o , 
along the Great Lakes and on the prairies of the west, being wholly 
unknown. In fine, like the granite regions elsewhere upon this continent, 
the granite regions of Canada arc capable of producing an(l maintaining a 
hardy, industrial, enterprising, and self-reliant race of men. 

I have before said, that in investigating the important question sub
mitted to me by the Commissioners of Public Works, it was not my inten
tion to enter largely into the compilation of statistics, deeming that I 
would best follow out my instructions by confining myself chiefly to the 
acquisition of the materials necessary to enable me to pronounce on the 
practicability of the undertaking; and I trust that I have, to some extent, 
succeeded in showing that the interior of our country is not wholly without 
hope in the future. To those who have made the laws that govern the 
movements of western traffic their study, I leave it to estimate the height 
to which Canada would be elevated, in commercial importance by opening 
through the heart of her dominion a continuous navigation, shortening by 
fully one hundred and fifty miles the shortest water communication that 
now does or ever can exist besidcs, between Tide-Water, 11'ltetilrl' in the 
Gulf of St. Lawrence or the estuary of the Hndson, and the broadest 
extent of grain-growing country in the world. 

With the commerce of a continent pouring down the valleys of our two 
great rivers (by rail as well as by water), and centering in Montreal, that 
city and Quebec could not fail to become the principal entrepots of im
ported merchandise for the north and west; and our eastern lines con
necting them with one another and the sea-board, would then cease to be 
stigmatiscd as unproductive appcndages to our national railway. 

In concluding this report, I would beg leave to observe that the survey, 
entered upon with a view to comprehensive results, having been brought 
o a somewhat abrupt termination, the work necessarily remains in an 

unfinished, condition. The greatest pains have however, been taken to :fix 
permanently on the ground the principal points in the triangulation; so 
that, at any time for some years to come, the several portions of the 
suney, commcncei[ and abandoned, may be taken up where left off, and 
r.-')ntinncd t" l'oii1plction Witllout tllO ncc(lssity uf i£oillg OVC'l' ;lgallJ with tho 
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Instruments ground that has already been carefully triangulated, and waters 
that have been once accurately sounded, at great expense. 

My principal assistant in the general m[1n[1gement of the surveys was 
Mr. James Stewart, a gentlem[1n whose skill and experience as a Hydro 
graphical Surveyor have been long known to the Department. Mr. George 
H. Perry had immediate charge of the section between Fort William :1nd 
Portage du Fort, and during two severe winters and one hot summer dis
played untiring energy [1nd zeal in pushing forward the work. The two 
parties on the Matawan were in chm'ge of Mr. H. "Munro Mackenzie and 
Mr. Robert Sh[1nly, respectively. The former gentleman completed the 
triangulation and soundings of the river from the mouth to the head of 
Lake Talon, and is famili[1r with it in [111 its be[1rings in that distance of 
twenty-six miles. 

The latter knows the river intimately in its entire length, having run the 
levels throughout, and m[1de the surveys of its upper section as well as of 
the dividing ridge between its waters and those which flow to the west: 
with the topography of the summit barrier and of the adjacent shores of 
Lake Nippisingue he is also thoroughly acquainteC!. 

All of the gentlemen above named took the deepest interest in the 
work, continuing, under all the trying conditions of camp life in the forest, 
the thermometer ranging from forty-five degrees below to ninety-seven 
degrees above zero, to discharge the duties assigned them with a zeal, 
ability, and patience, to which I bear most willing testimony. 

The whole respectfully submitted: and 

I remain, Sir, your obedient servant, 

(Signed,) 

T. A. Begly, Esq., 
Secretary Public Works, 

Toronto. 

< W. SHANLY, 





~~l'}fENVL\ A, 

Section of Waters on French Riv~r al1ct Ottawa route-Lake lIuron (i1 MontreaL 

Names of Lakes, Rivers, anti Rapitls, 

LakcHllron",,,,,,,,,,,,,,,,,,,,,,,,,,,,,,,,,, "', .. "." .. ,.,. 
}"rench River (still water) '''''''''''''''''''''''''''1 ' 

Les Petites Dalle's FalL" """ .. "",,,,,,,,,,,,,,, I i; 
French River (current), "",,'''''''''''''''''''''''' ~ 
Grantl Recollet Fall , .. """"""""""" .. " .. ,,,. r 
French River (current) ,,, .. ,", .. ,,' , .... , .. ,,"", I"" 
Grantl Fansse·lsle Rapitl to Des rins Rapitls ;: 
French River (still water) ''''', .. ,,'' "" .. " .. " .. , ~ 

~~k~~~"p~i;:~~(~",:",,':,,::,::::::,·:::,,:,·.:::::::::')1 i"< 
Riviere tie Vase (still water) .... ,,,,,''', .. ,'''''''' , 

~~~l~:~::~',a~G:~~:';;?;~:~~~<::::::::::::::::,·:::: I ~ 
Riviere de Vase (cnrrent) ..... """ .. "" .. ,,", .. ,, r ~ 
tr~~I~~~7:~1'~:) :':',',",':':'.':':':':':':':':':':':':':'.::.:,:.:,:.:.::,:,:.:.:.::.:.:,:.:.:.: \1 ~' 
Pa,-tage {~~~l~\;e;;~~'tO'T;o;''i'Lakdd;S: ~ 

tance about 400 feet) .. """"",) 
Trout Lake connectinp: Rapid at Turtle Lake') 

:::~*gt:~V~ll~~~I)~lIS:~I~I:'::r~~~tl:~~::~~:~:~:~~ I 

~~l;~i\~::~~·~~~~~·l;lj~'~i'~ll·:;.;::;c,lles:'~i.'~i;';'~ \ j 
Paresscux. HK~pids and Chutl~ ... . .... .......... r.=; 
Lac des AlgUllles ................. ,.... .. .. ....... ~ 
R~pid de~ Aiguilles. ..................... .............. ~ 
RIver Matawan (current)""."" ",",,"",,"'" ,~ 
Rapid de 1:1 Rose """" .. ,"" ""'>",""""""". I ~ 
Riv~r illahw,n (still \\'aler)", '''''''''''''''''''·1 
~~g'~l~\~~ tg~~~i~ ::::: ::::,,>:'>: '::.::::::: ::: :::: 
River l\latawall- R..'lIJids ",·ith reaches of still 

water to mouth " .. ,,>, ' ". ..,"""",,) 

Rapids on Ottawa at month <If 1\IaLawan ...... 1 
River Ottawa (cnrrent) ,,">'" .,,' '" " "" I 
La Veilles, TrOll and Dcu.'{ l~iviL-l'('S RajJid~, .. 
River Ottawa (current), ",,,,,,,,,,,,,,,,, ' 
Rocher Capitame Rapid" "',," "'"'' " " I 
~:~hi~;,~ai~~id~~~~~~~?' . ~ ~::: .. :.:.::.:::::::::'.:::: 
RiverOtta.wa ("Deep Riv.,'r) P<)'l'l'(.'p1iJ~k eUT41' 

relit at foot of Joachllll ~ l\.apld <Illl:; ..... . 
River Ott"wa (eurrent).""", ... """""""",,,. 
Culhut.e and L.'ISle Rapids"""""",,, """""'1 . River Ottawa (byLake Coulon;<:c and Calumet ~ 

Channel, current generally)""",,,,,,,,,,,,, ~ 
Grand Calumet Rapids."",,,,,,,,,,,,,,,,,,,,,,,,,, c;:: 
River Ottawa-Rapids with reaches of still (';' 

water to Portage du Fort, .. """"""""". I ~ 
t~~tJ:~ttJ~::::::::::::::::::::::::::::::::::::::::::::::: I Pl 
Chaudiere Rapids and Lake "",,,,,,,,,,,,,,, .. ,,, 
River Ottawa (Ottawa to Grenville) ,,,,,,,.,,,, I 
Lon~~~~~ .~l~.~'t.~,,~~.,~~~~~~.e~~~.~I~,~,c.a~~lol~ 
River Ottawa (Lake of the two Mountains, , 

~~k~;k~.¥}lg·:·:·:,:·:,:,:·:,:·:·:·:·:·:·:·:·:,:·:·:·:':':':':':':':':':':'::':':':':':':':'.:.:.: I 
Lachine Canal to Montreal ... , ..................... ) 
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]\,hlcs,_ ~_ feel. -I Montrea:: title water 

1() 

IS 
.j 

9 
t 

30 
1 
1 

17 

10 

IIi 

11 

12 

61 
Ji 
7 
1 ~ 

IS 

26 

. '.~"± 

I 

12 
Ii 

3H 
4'i:; 

~1~ 
34 

6 
1 

6 

~II; 

" !I 
0~ 

45 
S 

28 

1 
1, 

;)(j 

37 
I 

;,U 

G7 

;]0 

3 

43t 

;;,-)H 

:H!l'] 
;).+:1 ~ 
;q!1 
;;'W 
3 ~, 
;, ~1;1 
;; ~I i ~ 
;HI; 
01:) ~ 

31:'1 
;;;)::1 

;~~" ~ 
T 

:;~ 1 ~ 
;):~l ) 
;;~o 

;n.("~~ 

;~ I s ~ 
:.\jri1 
~n.) 

~n:n 
31:H 
31:J} 
;{1:'; 
:~IJ'i' ~ 

:\11."; 
:;11:; 
;2:-;1; 
:.!:-;:~ 

27:~ 
~71 
~.j:) 

2~:; 

:?3(1 
21V 
~17 

17;) 
17:; 

1(;.-, 
1-17 
HL 
1113 
1111 
56 

41 

~.~ 

"'J l 

-s~· 
IJ 

572 

3;;1 
:tjll 
3:3Z 

~:)~ 

:!:n 
IS1 
lSI 
114 
113 



1
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APPENDIX C. 

STATEMENT of :Maline Disasters on the Lakes and the River St. Lawrence 111 

the year 1857. 

Property Lives 
Lost. Lost. 

----
February, $41,850 
Marcb, 12,500 1 
April, 32,580 42 
lIIay, 82,560 10 
June, 139,279 279 
July, 26,950 8 
August, .. 79,317 11 
September, I 89,475 22 
October, 276,079 43 
November, 597,549 65 

Totals, I $1,387,935 490 

N.B.-In the loss of life recorded in June a1'.e incl.uded the lives lost by the burning of 
the steamer" l.Iontre(ll," near Quebec; III whIch dIsaster 264 persons perished. 

RECAPITULATION, AND COMP ARISO)T WITH YEAR 1856. 

Total value of property lost in 1856, 
Do. do. do. in 1857, 

Decrease in 1857, 

Loss on Hulls, Steamers, in 1857, .. 
Do. Cargoes, do. do. 

Total loss by Steamers, 

Loss on Hulls, Sailing Vessels, in 1857, 
Do. Cargoes do. do. 

Totalloss by Sailing Vcssels, 1857, 

Total losses in 1857, •. 

Amount of Ste'am Tonnage totally lost in 1857, 
Do. S[1il do. do. do. 

Total Tonnage lost in 1857, 

Total loss of Life in 1857, .. 
Do. do. in 1856, .. 

Increase in 1851, 

Total Tonnage on Lakes in Fall of 1857, 
Total value of Lake Vessels do. 

" $3,12G,744 
1,387,935 

.. $1,738,809 

$393,647 
84,495 

S570,578 
339,215 

909,743 

.. $1,387,935 

4,781 tons 
10,658 " 

.. 15,439 tons 

490 
407 

83 

388,863 tons 
$15,1D5,490 

The above figures are taken from the Report, for 1857, of D. P: Dobbin, Esq.! Secre
tary to the Board of Lake Underwriters. As regards tbe casualtIes on tbe "RIver St. 
Lawrence," M distinguished from II The Lakes," the above ~t~.terne)lt covers only slloh 
IJ,g relate to the Inland tradll gf the river, abo'vc Qu~bco 



APPENDIX D. 

DATES of opening and closing of Navigation on the Eric, Welland, and L~\C.hille Canals, and on the 
Upper Ottawa. 

-

OPENING. CLOSING. 

Year. Erie Canal. Welland Lachine Upper Year. Erie Canal. Welland Lachine Upper 
Canal. Canal. Ottawa. Canal. Canal. Ottawa. 

--- --- ----- ---- --- --- --- ----- ---- -----

1847 .. ...... .... .......... .... ...... May 6 1847" " .. , ..... , ......... .,, .... , . Nov. 23 

1848 .. .... ...... .... ..... , April 24 April 18 1848 .. •••• o ••••• ........ .. Dec. 11 .. 18 

1849 .. - " 21 " 24 1849 .. " 8 , 29 ...... .... .......... . ......... .... ...... 

. 1850 .. April 22 April 1 " 27 " 30 1850 .. Dec . 5 Dec. 12 , 10 " 30 

1851"1 " 15 March 25 " 23 " 17 1851. . " 5 .. 12 , 10 " 25 

1852 •• " 20 April 13 May 3 May 1 1852 .• " 15 , 14 , 10 , 30 

1853" " 20 " 1 April 30 April 26 1853 .. :' 15 .. 17 , 15 , 26 

1854 •• May 1 " 3 May 1 " 29 1854 .. " 3 , 4 , 5 Dec. 1 

1855 •• " 1 " 16 ;( 1 " 27 1855 .• , 15 " 12 Nov. 30 Nov. 27 

1856 •• " 5 , 26 " 1 " 29 1856 .. " 3 " 13 Dec. 3 " 30 

1857 •• " 5 " 15 " 4 
, 30 1857" " 10 , 15 Nov. 27 " 24 

Av'rage AP;;U---;-IA;;:U-;-, Ap;;U~ April ~ A v'rage 
----------.---------

Dec. 9 Dec. 12 Dec. 7 Nov. 27 

Ol 
~ 
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