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INTRODUCTION

The Murray Canal runs from the 3ay of Quince to Presqu'Isle 

Harbour in the county of Northumberland. The canal proper 

consists of a straight cut through the isthmus of Prince Edward 

which is approximately five miles in length. The entrance 

channels to the canal have been extensively dredged, and 

breakwater piers and navigation lights erected at both outlets.

The only other significant structures on the waterway are three 

swing bridges: two highway crossings and one railway bridge.

Despite its modest appearance, the Murray Canal has a long 

and complicated history. Although it was first proposed in 1736, 

the canal was not built until the 1830's. Throughout the 

intervening period it was an issue of considerable importance in 

the Quinte region, and local agitation for the work surfaced 

periodically. Originally, it was justified both as a military 

necessity as well as an alternate route to the hazardous Prince 

Edward County coast line. However, as time passed these issues 

were replaced by demands from the commercial interests in the 

3ay of Quinte area; people who viewed the canal as a key to their 

future prosperity and pushed hard for its completion.

The proposed work was also beset by problems concerning the 

canal route. In the decades before it was finally constructed 

several surveys of the site were made, many of which advocated the 

shorter cut from the Bay of Quinte to Weller’s Bay, south east of 

Fresqu’Isle Harbour. When the decision was finally made to 

terminate the cut in Presqu'Isle, it caused considerable unrest, 

primarily among the residents of Prince Edward County.

The primary purpose of this report is to outline the 

convoluted circumstances behind the decision to construct the 

Murray Canal. The fate of this work was heavily influenced by 

both political and engineering concerns, both of which will be 

examined in some detail. It will show not only why the canal was 

built along its present route, but also why it was delayed for so
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many years -

In addition to this, the following discussion will present 

a history of the construction, operations and maintenance of the 

Murray Canal. In contrast with the turbulent period prior to the 

construction of the waterway, its operation since that time has 

been relatively routine. Particular attenticn will be given to 

the care and maintenance of the bridges, which have received 

extensive work over the years. An attempt will also be made to 

analyze the commercial significance of the canal, which despite 

its original position as part of the 3C. Lawrence canals system, 

has in reality served a more distinct local traffic.

Although these are the primary focus areas, other aspects 

of the canal will be discussed, including the form, function and 

location of various canal buildings. Some examination of life on 

the waterway will also be made, from the routines and duties of 

the staff, to the importance of the canal for local recreation. 

Overall, this report will show that the Murray Canal has an 

interesting history which has been largely overlooked, presumably 

because cf its unimpressive structure. It is hoped that this 

project will at least partially redress this situation.
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adequately serve the modest trade demands of this region in the 

early I9th century. This changed during the War of 1812 however, 

as the Carrying Place route became a central transhipment point 

for both troops and supplies between York and the upper St. 

Lawrence. As British control of Lake Ontario was uncertain, many 

vessels chose to utilise the more secure Bay of Quinte route, and 

subsequently had to be portaged in order to reach Lake Ontario.4 

This process was not only expensive, but it also created 

significant delays in the movement of vitally needed supplies and 

troops. These problems created a growing awareness of the need 

for a canal at Presqu'Isle. Due to the proximity of the United 

States, war placed the free navigation of eastern Lake Ontario in 

jeopardy. With a canal across the isthmus of Prince Edward 

however, vessels could easily use the Quinte route and emerge into 

Lake Ontario unscathed.

Support for the canal increased further after the war, when 

the timber trade in the Newcastle and Hastings-Northumberland 

regions began to expand under a system of preferential British 

tariffs. This trade not only brought more settlers into Bay towns 

like Trenton, it also exacerbated the problems stemming from the 

absence of the canal. As the rough waters off the Prince Edward 

peninsula discouraged the passage of timber rafts, these unwieldy 

vessels would often be floated down the north shore of Lake 

Ontario to Weller's Bay. They were then broken up and the timber 

hauled across the isthmus before being reformed into rafts in the 

Bay of Quinte.5 These were then floated down the Bay, en rcute to 

the St. Lawrence. Faced with such a difficult ar.d time consuming 

process, regional timber interests became increasingly vocal 

advocates of the Murray Canal. Throughout the 19th century the 

fortunes of the Quinte area were tightly linked to the timber 

industry, and their demands for the canal would play a significant 

role in its eventual completion.

Despite the growing support for the canal, no action was 

taken until the fail of 1824 when a survey of the cut from 

Presqu'Isle to the Bay of Quinte was done by engineer J.W.

Macauly. Little information is available on this early work:
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presumably it was done for the Commissioners of Inland Navigation, 

who conducted an examination of the internal navigation links in 

Upper Canada. In February of 1825 these men reported in favour of 

a canal along Macauly's route, at an estimated cost of £18,615.

The chief factor in their decision was that the canal would allow 

vessels to avoid the dangerous waters off the Prince Edward County 

coast. It was also believed that Presqu'Isle harbour was one of 

the finest natural harbours on Lake Ontario, and that its 

improvement as part of the overall canal works would create a 

harbour of refuge for lake vessels.0

Despite this recommendation, nc further work was done on 

the Murray Canal. While this period was marked by an outburst cf 

car.al construction, the excavation cf this minor waterway was not 

undertaken. Instead the government's attention was focused on 

other projects like the Welland, Rideau and St. Lawrence canals, 

which were apparently seen as more beneficial to the general 

interests of the colony. Consequently the project lay dormant 

until 1832 when Quince area residents, unhappy with the slow rate 

of immigration into their community, began to petition the 

government to take some action. Their efforts resulted in another 

survey of the route, which was submitted to the government on 

November 16, 1333. It was compiled by Nicol H. Baird, a prominent 

engineer who had been employed on the Rideau Canal works, as part 

of a general survey program which also examined the Trent River 

and Long Point cn Lake Erie. In contrast with Macauly, Baird 

recommended the shorter route from 12 O ’clock Point to Weller’s 

3ay, a distance of about 2 1/2 miles. Baird estimated that a cut 

of eight foot depth, with a 100' width at the bottom could be done 

at a cost of £42,845, which would also include a regulatory leek 

near the west end of the cut.; This was deemed necessary due to 

the difference in water levels between Weller's Eay and the 3ay of 

Quinte, largely as a result of,high winds. These came primarily 

from the west and raised the waters in Weller's Bay about 1 1/2 

feet above those in the Bay of Quinte. Therefore, the proposed 

lock would serve to "obviate the inconvenience of a strong current 

leaving the one extremity of the cut short of water in high
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Phillpotts advocated the Weller's 3ay route, he did admit that 

Presqu'Isle Harbour was one of the best on the Lake, and should 

also be improved as a harbour of refuge. As he felt that larger 

steamers would require a greater depth in the future, he planned 

for a nine or ten foot depth in the canal, and estimated that the 

work could be done for about £50,000.11

Yet again, nothing came of this work, save for another 

survey, which was conducted in 1845 by Mr. Lyons of the Board of 

Works. In a now familiar pattern, this engineer reversed the 

findings of his predecessor and proposed a 10 feet deep canal cut, 

to run from the Bay of Quinte to Presqu'Isle Harbour. However, 

this survey was significant in that for the first time a lock an 

the canal was deemed unnecessary. Lyons' test borings also 

revealed substantial rock just below the surface along the 

Weller's Bay route, which was a factor in his selection of the 

Presqu'Isle cut. Later this factor would be of fundamental 

importance in determining the final choice of route for the Murray 

Canal.12

By the 1850's a clear trend was beginning to emerge. 

Although the government would bow to public pressure and order 

surveys to be carried out for the canal, once completed the 

project would again be ignored. While the reasons for this will 

be discussed below, this tactic led to increasing frustration for 

Quinte residents and in the early 1850's there was a flurry of 

activity aimed at obtaining the car.al. By this time, the 3ay 

region was prosperous and expanding and boasted two significant 

towns: Trenton, incorporated as a village in 1953 with a 

population of 1500, and Belleville, which had about 6,000 

residents. Much of this growth was due to the lumbering industry, 

which provided a great deal of employment throughout the area.

Like Belleville, Trenton was closely linked to the industry, and 

the large Gilmour Company mills established in 1852, were 

fundamental to its economic health well into the early 20th 

century. In addition to timber, the area also had a strong 

agricultural base and sizeable iron ore deposits in North Hastings 

had led to the establishment of several foundries in Belleville.
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Capitalising cn such abundant resources, the 1850's was a

period of great expansion in the Bay of Quinte region. This •

growth was accompanied by escalating demands for the Murray Canal,

which was increasingly perceived not simply as an aid to defence

or navigation, but as a key to the Quinte area's economic future.

In August 1850 the Belleville Town Council, which was to be

instrumental in the agitation for the canal from this point

onward, appointed a special committee to look into the issue. In

addition to the now standard arguments for the canal as a secure

navigation route, this report aiso claimed that the Quinte area’s

growing timber trade with western New York and Canada West would

be greatly enhanced by the proposed canal.13 This report was

subsequently forwarded to the Commissioner of the Board of Works

by the Hastings County Council. As they stated.

The inhabitants of this section of the country look upon 
this project as one of vital importance to their 
prosperity. They spare neither trouble nor expense to 
improve their roads from the navigable waters to the 
interior and hope to be seconded by the Provincial 
government in opening up the resources of the country.-4

Belleville and Hastings County were certainly not alone in 

pushing for the canal. At a public meeting near Trenton on 

September 7 1850, it was resolved that the Reeve of Murray 

Township should contact officials from the surrounding townships 

with the purpose of petitioning the government to undertake the 

works.15 For the next several years petitions arrived 

periodically at the Legislative Assembly. Local newspapers again 

took up the challenge, and their editorials espoused the 

tremendous benefits which the canal would bring. Perhaps the most 

vocal was the Brighton Sentinel, which combined the traditional 

military justification for the canal, with a more local viewpoint. 

It claimed that,

there it no single work of equal weight, as regards the 
interests of the trade or. Lake Ontario, and perhaps 
eventually the defence of Upper Canada, which could be 
engaged in at the present moment... it would open up to 
the towns ana villages along the very extensive and 
picturesque Bay of Quinte a direct water communication 
to the West without being compelled, as at present, to
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which would be required, some of which lay underwater. However, 

this rock could be used to form the walls of a lock chamber, which 

was again thought necessary, due to the fluctuation i.n water 

levels. Ultimately, this survey recommended che route terminating 

in Stoneburgh's Cove, primarily on a simple cost basis. The 

report ended with a less than favourable verdict on the necessity 

of the canal however. While conceding the defensive value of the 

works, Page argued that

the reasons referred to as having been urged in support 
of this undertaking are entirely of a commercial nature, 
and although evidently of considerable importance, it 
may be questioned whether the advantages which the work 
{if executed) would confer upon the general navigation 
would warrant so large an expenditure.^4

In ever 50 years of public pressure and subsequent surveys, 

this was the first evidence that openly disapproved of the 

construction of the Murray Canal. Yet it remained unbuilt. While 

the evidence in this area is relatively sparse, seme attempt must 

be made to explain these delays. The most obvious answer is that 

due to the rise of steam navigation and the ambivalent nature cf 

American-British North American relations during this period, the 

proposed benefits of the canal were simply insufficient to justify 

the cost cf its construction. Consequently, various governments 

may have simply used the canal as a political football, issuing 

surveys in response to public demand, without any real intentions 

of following through with the work.

Apparently there was more to it than this however, for many 

of the newspaper articles and correspondence on this subject 

explained the delays as the "result of conflicting interests and 

local misunderstandings".^ Seemingly, the most obvious source of 

opposition was from in and around Carrying Place, which had 

certainly benefitted from its position as a portage point across 

the isthmus. While the development of railways had no doubt 

reduced its importance, its residents certainly realised that if 

the canal was built the village -would suffer greatly.

There was also considerable disunity within the Quinte 

community over the proposed route for the canal. For instance,
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of Canada would r.o doubt have given these interests great power 

and influence over the fate of the Murray Canal.

Together these various factors were apparently able to 

override the substantial support which existed for the Murray 

Canal in the Quinte area, particularly among the commercial 

interests in Trenton and Belleville. Consequently, ve33els from 

this area were forced to continue to use the eastern end of the 

Bay of Quinte, before doubling back through Lake Ontario to go 

west. Over the next 15 years however, this balance of forces 

would shift considerably, ultimately resulting in a final decision 

to build the canal.

Much of this eventual success was due to Joseph Keeler, a 

Colborne businessman who was the Conservative member for 

Northumberland East in the first Parliament of the new Dominion of 

Canada in 1867. Throughout his time in Parliament his main 

concern was the Murray Canal project, and he wasted little time in 

bringing the issue before the new government, supported by 

numerous local petitions.25 At first these efforts appeared 

successful, for they resulted in the project being reviewed by the 

Select Committee on Maritime and River Fisheries and Inland 

Navigation. It reported favourably on the canal in 1869, claiming 

that "it has the oldest and strongest claim of any work in the 

Dominion".30

Any hopes which thi3 report may have stirred were scon 

dashed when the i3sue was referred to the wide ranging Royal 

Commission on Inland Navigation in Canada in 1870. During the 

immediate post Confederation period, canals were still seen as 

complementary to railroads, and this Commission was charged with 

determining what improvements and works were necessary to increase 

the flow of trade along the Canadian waterways. It was 

particularly concerned with attracting the growing Western grain 

and produce trade, which wa3 currently shipped mainly over the 

Erie Canal and various American railroads. The obvious solution 

to this v/as to encourage use of the Welland Canal and then improve 

the St. Lawrence system so that traffic would continue along it tc 

Montreal, instead of being diverted at Oswego, New York. In order
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co accomodate the larger lake vessels of this period, the 

Commission's primary recommendations advised that the Welland be 

deepened to 12 feet, and the St. Lawrence Canals enlarged also. 

These dimensions were eventually expanded to 14 feet, and by the 

early 20th century all of the St. Lawrence canals had been 

completed to this depth.

But what of the Murray Canal? Much to the dismay of local

officials ar.d politicians, who tried to convince the Commissioners

of the canal's commercial significance both co the Quinte area and

traffic in general, it was rated a second class work. In the

opinion of the Commission, the increase in the size of open lake

vessels had greatly reduced the navigation risks off the Prince

Edward peninsula. Accordingly, the canal was judged to be

entirely a work of local importance, and is not required 
by the general trade of the Dominion. In this view, 
while so many works of general importance are calling 
for execution, the Commissioners recommend that for the 
present the consideration of this canal be deferred.?2

This statement seemed to temporarily put the matter to 

rest, for throughout the 1870's, there was little evidence of any 

pressure for the canal. Perhaps this was due to the government’s 

preoccupation with railway issues during this period, but was also 

no doubt due largely to the absence of Keeler from the House of 

Commons from 1874 to 1878. Like many ether Ontario Conservatives, 

he lest his seat in the fall out over the Pacific Scandal which 

exposed corruption at the highest levels of John A. Macdonald's 

government. His replacement, James L. Biggar also had a long 

association with the canal, having chaired the Select Committee on 

that matter in 1866. Yet curiously, he and the other local 

representatives remained silent on the issue.

This situation did not persist for long, and in 1378 and 

1879 changing circumstances considerably brightened the prospects 

for the Murray Canal. First of all, a Conservative victory in the 

fall election of 1378 returned Joseph Keeler to Parliament and he 

wasted little time in resurrecting the project and bringing it 

before the House. The 1878 election had an added significance
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large mine at Coe Hill near Madoc. This was widely expected to 

establish the region as a mining centre of permanent importance. * 

Belleville was long considered the natural outlet for this 

material, and its proximity to the mines had led to the 

establishment of several foundries in the city. At present, much 

of this ore was shipped over the Grand Trunk Railway to Buffalo, 

but if it could instead be shipped to Belleville, "doubtless when 

navigation reopens it will be found more profitable to ship by 

water"40, with the Murray Canal serving as a through cut to the 

West.

In attempting to secure a promise to build the canal, the

local agitators did not hesitate to use their area's traditional

support of the Conservative party as a lever. As they claimed,

Now, if there are two sections of the Province of 
Ontario that deserve especial consideration at the hands 
of the present Dominion Administration they are the city 
of Belleville and the North Riding of the County of 
Hastings. The former has done much for Sir John and his 
friends, while the latter has for many years returned co 
Parliament a gentleman who now occupies a seat in the 
Cabinet - the Honourable Mackenzie Bowel1. What have 
the city of Belleville and the North Riding of Hastings 
received in return for their loyalty to the Conservative 
cause?41

In addition to such pressure tactics, boch Keeler and 

Mackenzie Sowell, Che Minister of Customs and M.P. for Belleville, 

worked to maintain the high profile of the project before their 

fellow members.4  ̂ Keeler raised the issue several times in the 

House, requesting that previously completed plans for the work be 

presented in Parliament. They were aided in their efforts by the 

largesc outpouring of petitions for the canal in its long history. 

Between February 9 and April 2, 11 petitions were presented before 

the House of Commons, most from the Quinte area, but some from as 

far as Oshawa.4 3

Confronted with such well organized, relentless pressure 

the government submitted and ordered surveys of the isthmus to be 

completed. During the early summer of 1880 an examination of the 

Presqu'Isle route was carried out by engineer G.E. Austin, for
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Even when McCuaig left public life the subject continued to 

cause unrest in Prince Edward County. J.M-. Platt, McCuaig's 

Liberal successor, ressurected the issue several times in 1333 and 

1385, even though the work was well underway by this time. He 

claimed that local vessel owners found Weller's Bay a better 

harbour, and that the government's decision had been dictated by 

politics. One of his charges maintained that a pair of prominent 

local Liberals, the McMullen brothers, had purchased land around 

Weller's Bay in anticipation of the selection of that route, 

hoping to turn a profit by selling the land back to the 

government. Consequently, he argued the Conservative government 

deliberately selected the other route to avoid paying these men 

for their land.53

In the final analysis however, there is insufficient 

evidence to support these various allegations. Such questions are 

understandable, given the political overtones which surrounded the 

canal throughout its long history. In fact, we have seen that the 

construction of the Murray Canal was ultimately due to the public 

pressure exerted by the Quinte community, which felt the canal was 

necessary for the region's future prosperity. However, in 

contrast with these political dealings, the eventual selection of 

the Presqu'Isle route was based on sound geological and 

engineering data uncovered by Rubidge. His surveys clearly 

indicated that Presqu'Isle would provide a better harbour for 

shipping, and that while it was a longer cut, the nature of the 

excavation required would be easier and less expensive than the 

alternative routes along the Weller's 3ay line. Nonetheless, the 

excavation of the soft soil along the Presqu'Isle cut would pose 

its own special problems, which will be examined in the next 

section.
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CONSTRUCTION 1332-1390

Once the decision to build the Murray Canal had been made 

and the final route selected, the work itself was relatively 

straightforward. It consisted of the excavation of the canal 

proper, along with the dredging of the entrance channels and 

erection of four bridges over the cut. The tenders for this work 

•were opened on June 22, 13S2 and the contract was subsequently 

awarded to the firm of J.D. Siiccx and Co. of Welland.1 Silcox, 

along with his partners Nathan S. Gere and H.J. Mowry of Syracuse 

already had previous experience with canal construction, having 

been employed on the Welland Canal. Their final bid was 

$1,140,625, which was considerably higher than Rubidge's estimate 

of $721,000. According to Rubidge, this difference stemmed from 

the fact that the contract called for a much greater amount of 

stone protection for the canal banks than he had allowed for in 

his initial estimates.2

Silcox's contract was signed on August 24, 13S2 and was to 

be completed by July 1, 1335. However for reasons which will be 

outlined below, the work would drag on for almost five years 

beyond this date. The agreement called for the excavation of a 

canal with a width of 30 feet at the bottom, and a depth of 11 

feec below the lowest known water level of Lake Ontario. Surveys 

had indicated that mo3t of this was to be done through light earth 

and sand, and a rate of 22 cents per cubic yard was designated for 

this work. As heavier earth and quicksand was expected in Dead 

Creek Marsh, this excavation was scheduled at triple the normal 

rates. If discovered, this material was to be excavated four to 

five feet below the bottom line of the canal and filled in with 

earth or gravel. Test borings conducted by Rubidge had also 

detected two or three sections of rock near the west end of the 

route, which would have to be cut cut. This work was assigned a 

rate of $1.50 per cubic yard, which included the removal of the 

excavated material and its placement in the canal embankments.

The formation of these banks was also the contractor's 

responsibility, together with the necessary drains, side ditches
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project;, a large sod turning ceremony was planned to celebrate and 

officially open the long awaited works. It was held on Thursday 

August 31 near the west end of the route, on the farm of William 

Lovatt which had been appropriated for the canal right of way. 

Local bands from Trenton and Brighton were brought in to entertain 

the several thousand spectators, as well as the large numbers of 

local politicians who took part in the festivities. These 

included Mackenzie Bowell and other local M.P.’s like Robert Read 

and John White, who had been strong supporters of the canal. 

Provincial politicians, mayors, reeves, and numerous other 

dignitaries from the surrounding area were also present as were 

representatives of the local press and prominent area 

businessmen.8

The ceremonies began at 1:30 when Thomas Webb, the Reeve of 

Brighton Township and Chairman of the Canal Celebration Committee 

welcomed the crowd and then presented a ceremonial silver spade to 

Mrs. Joseph Keeler to be used in the turning of the first sod. 

Joseph Keeler, the M.P. for Northumberland East had died in 

January 1831, but had been the leading advocate of the Murray 

Canal during his time in Parliament. In recognition of his 

important work, Octavia Keeler was given the honour of opening the 

works. After a short speech in which she described the canal as "a 

grand monument to my dear husband's memory”, she placed a spade 

full of earth in one of Silcox's earth scrapers, which were 

waiting nearby in readiness to begin the work. Mackenzie Bowell 

quickly added another shovel full. A scene of some confusion then 

erupted as the crowd, having already ignored the rope barriers 

erected for the occasion, "then pressed around, and amidst the 

eagerness of so many to "turn" some earth into the scraper, a 

great deal of confusion prevailed, and the crush was something 

which will not soon be forgotten by those who were trapped in the 

vortex of that whirlpool of humanity".10 After an 30 year wait 

this excitement was perhaps understandable, but it soon subsided 

as the crowd moved off towards a nearby platform to hear the 

opening speeches.

The first speaker was Bowell, and he mounted the stage to
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resounding cheers from Che crowd. After thanking Mrs. Keeler for 

her part in the ceremonies, he went on to give a brief history of 

the canal, saying that it was only due to "unbelievers and 

creakers [who] had thrown a hundred obstacles in the way of its 

construction" that the Murray Canal had not been built prior to 

this time.11 But now, with the North West opening up and a flood 

of grain expected on the waterways, the local and national 

benefits of this work could no longer be denied. He also cited 

the military value of the canal, but hoped that it would never be 

needed for such a purpose. 3owell also felt it necessary to 

defend the choice of route for the canal, which was still the 

subject of contention in the Quinte area. In his view, any 

criticism of the final selection was unfounded, for the government 

had a duty to the country "to adopt the route which presented the 

least engineering difficulties ar.d which was recommended by the 

engineers who had made a careful survey of all the routes which 

had been proposed."12

Once Bowell resumed his seat, other speakers like M.P.'s 

Robert Read, John White, ar.d SrnesC Cochrane all cook to the stage 

in turn. Echoing Bowell's sentiments for the most part, they 

praised the work and energy of Joseph Keeler, and looked forward 

to the great benefits which the canal would bring not only to this 

region, but to the Dominion as a whole. Following another series 

of cheers for the Queen and the organizers of the ceremony, the 

meeting broke up in the late afternoon. The invited guests and 

speakers were entertained at a banquet at the Clarke House near 

the canal, before the majority returned to Belleville on the 

midnight express. Silcox and Howry, who already had several large 

wheel earth scrapers and other equipment on sice, commenced the 

excavation of the canal route the following day.13

grass of the Work?

1882

Throughout the fall and early winter, most of the lands 

required for the canal right of way were expropriated, and the 

trees and bush removed from the route. Considerable excavaticn
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strength of the liberalplatform. It takes more than a 
Grit to keep me down"!26

Despite these celebrations, the canal was in reality still 

far from complete. Considerable excavation work remained in order 

to take the canal to its full width and depth and this would be 

delayed by the discovery of a large rock section just above the 

canal bottom near the Brighton Road bridge site. The navigation 

channels through Presqu'Isle Harbour were also unfinished, as was 

the excavation of a channel from the west entrance of the canal to 

Brighton harbour.2 ' Placement of rip rap along the banks of the 

canal had only begun near the Bay of Quinte entrance, as had the 

cutting of the side ditches and tow paths. The breakwater piers 

were also incomplete, and would not be finished until 1888.

While any traffic over the canal continued to be confined 

to the temporary bridges erected by the contractors, the contracts 

for the bridge superstructures were finally let. Tenders for this 

work were opened on July 27, and in August the contracts were 

awarded. The Dominion 3ridge Company of Montreal received the 

work for the steel railway bridge, for which they submitted the 

lowest bid of $11,157.28

This firm also submitted a bid to construct three 3teel 

road bridges over the canal at a cost of $5900 each. However, the 

contract went instead to Robert ’Weddell and the Trenton Bridge and 

Engine Works who offered to build three composite timber and iron 

structures at $6739 each.29 In making this decision, John Page, 

the Chief Engineer of the Department of Railways and Canals stated 

that a timber structure would be more durable and could be 

repaired more easily by local work men.30 While this may have 

been a consideration, the real reason seems to have been Weddell's 

prominent position in the area and his close association with 

local politicians. For in mid August when it was learned that 

Weddell had applied for the work, the Reeve ar.d Municipal Council 

of Brighton, along with the Trenton Town Council, ’wrote to the 

Minister of Railways and Canals to endorse his tender.31 Most 

important however,, was Weddell's Conservative connections in the
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rap along the canal banks which was completed for about 2500 feet 

at the west entrance and 4000 feet at the east entrance. At each 

of the bridges more special treatment was given to the banks, as 

both sides were protected with masonry blocks in cement mortar for 

250 feet east and west of the centre piers.39

1839-90

Almost 100 years after it was first proposed, the Murray 

Canal was finally opened to traffic on April 14 1389, although 

Silcox's contract work was not officially completed until August. 

Built at a cost of $1,247,470, it had required the excavation of 

over 1,119,500 cubic yards of earth plus another 235,037 cubic 

yards in the bridge pits.40 Just over 958,000 cubic yards of 

material had been dredged to create the entrance channels, the 

great majority of this in Presqu'Isle Harbour and at the Middle 

Ground shoal at Che harbour's entrance.41 However, while about 

100 vessels passed through the canal in 1889, in a sense it was 

not really completed until 1890. For throughout 1889, about three 

miles of the canal cut remained without the stone facing called 

for in the original contract. Why this was not done by Silcox and 

Co. in the fulfillment of their contract is unclear. It was 

doubtless an item of some importance, for it left the soft banks 

exposed to the swells raised by winds and passing vessels. This 

resulted in the erosion of these structures, and the washed out 

material was subsequently deposited on the bottom of the canal.42

Consequently, a separate contract was entered into with 

Silcox in May of 1890 to finish this work. It was completed in 

December 1390 at a cost of $25,000.43 This finally brought the 

construction of the long awaited work to a close, and during this 

season the first permanent bridgefenders were hired by the 

Department. These men replaced the contractors who had operated 

the structures the previous year,, and their appointment signified 

the official commencement of operations on the Murray Canal. Only 

time would tell if it would fulfill the promise envisioned by its 

enthusiastic supporters.
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OPERATION OF THE MURRAY CANAL

Daily Life

Although the Murray Canal was open for traffic in 1389, 

during this period the canal and its bridges were operated by the 

contractors who were still in the process of completing their 

work. The Department of Railways and Canals hired its permanent 

staff the following year, and on May 9 the bridgetencers began 

their duties. They were not the only employees however, for 

during its early years of operation the canal staff was quite 

large. In addition to the eight bridgekeepers, who were paid 

$1.25 or $1.50 a day, there were also two lightkeepers at $.50 per 

day as well as an administrative clerk. The maintenance of the 

canal was carried out by a force of 12 labourers, who were 

employed for ten months out of the year and -worked for a labour 

foreman. The entire operation of the canal was under the 

supervision of a Superintendent or Toil Collector, who was 

responsible for requisitioning supplies, collecting vessel tolls 

and recording water levels.1

As the canal required relatively little maintenance during 

this period, it is likely that many of these jobs were patronage 

positions, reserved for the local party faithful. This seems 

particularly true of the Superintendent's job, and this is 

supported by the fact that the first Superintendent, T.P. Keeler 

was eventually forced to resign in eariy 1900, after an 

investigation into various wrong doir.g3 on the canal.2 Five years 

later this position was abolished altogether. Overall, things 

functioned quite smoothly without this man, for in reality the 

operation of the lockless Murray Canal was a simple matter. 

Maintenance requirements were minimal and consisted primarily of 

grass cutting, the placement of rip rap along the canal banks, and 

care of the towpaths which were used in hauling sailing vessels 

through the channel, (see section on maintenance for further 

details)

In comparison with the canal labourers the life of a

L
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with relatively minor consequences. The most serious accident 

occurred on May 10, when the three masted schooner Ma~ior 

N.K.Ferrv struck the railway bridge pier and sank just east of the 

Smithfield bridge. The raising of this vessel was quite 

difficult and it was necessary to close the canal for several days 

to allow the salvage crews co work. It was finally removed on 

June 10, and sunk by the owners in the Bay of Quinte about one 

mile east of the canal entrance..7

Cnee the canal traffic dropped off after the war, few 

navigation problems occurred. Isolated problems still arose, 

although not necessarily because of the vessels themselves. One 

night in the early 1920's Ernest Green and his father, who lived 

near the Trenton Road bridge, awoke to the sound of a shrieking 

ship's whistle. After running down to the canal they found that 

the steamer 3rockville had stopped just short of the bridge, which 

remained closed. The bridgetender or. duty was a World War One 

veteran by the name of Scotty Robertson. A well liked fellow who 

apparently enjoyed an occasional drink, he was discovered 

unconscious on the floor of the watchouse, undisturbed by the 

ship'3 whistle. As this was not the first time this had occurred, 

Green and his father were familiar with the operation of the 

bridge and they let the vessel through. They continued to operate 

it until Robertson could resume his duties.3

As traffic on the canal declined further in the 1920's, 

navigational incidents were replaced by those which stemmed from 

the increasing volume of road traffic. Before automobiles became 

common in the area, the only indication that the bridge was open 

•was a red light atop the superstructure. As road traffic grew 

however, there were several instances when drivers failed to 

notice that the bridge was open and barely avoided skidding into 

the canal. In an attempt to eliminate this, chain barriers 

complete with a red light were installed at the bridge approaches 

in 1 9 1 7 . This did not solve the problem however,* as with the 

dwindling canal traffic fewer and fewer people bothered to slow 

down when approaching the bridges. This was a particularly 

dangerous practice at the Trenton Road bridge, where a sharp cur/e
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he said Co me one day, "I don'c need Co puc a rope onCo 
you, you can swim, you don'C need ChaC", and I said 
"Well yes I need iC". So he puc Che rope onto me and 
said "swim ouC Chere", and t swam scraighc ouc and he 
gave che rope a jerk, and I didn't have any rope on me!
And chaCs how I learned co swim.13

The canal was a cencral meecing place for many local 

children, who would swim, fish and pick berries along iCs banks 

all summer long. Some were even puc Co work by che bridgecenders, 

helping Co swing che bridge. When che new sceel bridges were 

inscalled, as many as six or seven children would help the 

bridgeman crank che structure open. While Che children viewed 

this as a game, no doubt it was welcomed by Che bridgecender who 

got a little relief from his arduous duties. One of these men, 

Mike Perrow, even paid one of che local boys, Rodney Green co 

assise him at a race of 10 cents a swing or a maximum of 50 cents 

per day. When no boats went through Green would fish nearby, or 

Perrow would send him under Che bridge in a punc co grease and oil 

Che bridge machinery.14

The waterway remained a popular recreation spot well into 

the 195C's. Throughout this period, people would come from as far 

as Trenton to swim in the canal. Many spent long hours sunbathing 

on che abandoned Trenton Road bridge pier, resembling "a bunch of 

seals out on an iceberg".15 Local rowers sculled on the calm 

waters of the canal, and a group cf young men even wacerskiied on 

it in the 1950's, towed behind a car which would speed up and down 

the tewpaths. By the 1960's however, recreational traffic had 

begun to escalate on the canal, and the opening of provincial 

parks and beaches nearby seems to have ended this period of 

recreation. Nevertheless-, it remains a favourite fishing spot to 

this day.

Just as the decrease of traffic had implications for 

recreation and daily life on the canal*, it also altered its 

administration and operation. The canal had originally been part 

of the St. Lawrence Canals system, under a Superintending Engineer 

at Cornwall. However, from the beginning of its operational life 

it was obvious that the canal served a more local traffic and this
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labourers who from this point onwards apparently worked out of 

Trenton. Given the simple operations and maintenance requirements 

of the canal, these cuts are understandable. Like the demolition 

of the canal dwellings during this same period, these measures 

were simply intended to cut costs while facilitating the efficient 

operation of the Trent Severn and Murray waterways. Nevertheless, 

one cannot help but gaze somewhat wistfully at the past, when the 

canal was a centre of activity and v/as not simply a work place but 

a home to its employees.
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sparked a period of extensive repair and renovation to these 

structures which is detailed elsewhere. By this tiaie the canal 

wharf, a timber crib structure similar co the bridge piers, had 

also rotted and become unsafe. It was excavated down to its sound 

timber in 1931-32, and rebuilt with concrete walls.25

More excensive work was necessary to maintain the entrance 

pier3 during this time, which were constantly exposed to more 

turbulent open waters. At the close of navigation in 1933 work 

began on the western piers. New concrete wall casings were 

erected, backfilled with stone and resting on the crib work below 

the water level. Sections of original concrete at the base of the 

walls had also deteriorated and were replaced. This work 

continued through the winter and was finished ir. April 1934, 

before similar work began at the east entrance in September. 

Apparently this process involved greater concrete restoration and 

replacement and was not completed until 1936.30

This was the last significant maintenance carried out on 

the canal, except for continuing work on the bridges. Road 

repairs continued to be done, as did minor repairs to the bridge 

piers and their electrical operating machinery. Grass cutting and 

concrete patching now consumed much of the workers' time: from the 

1950's on, rip rap work -was contracted out to local construction 

firms.31 Sven the maintenance of canal buildings declined as 

these structures were demolished in the 1960's. Faced with less 

work and administrative changes, the labour force on the Murray 

dwindled until only two men remained in the early 1970’s. They 

were attached to the Southern division staff however, and 

subsequently operated out of the canal shops at Trenton.
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bridge by a tow cable or heavy rope, which was then used to open 

and close the bridge. This reduced the bridgemaster's duties to 

the operation on the wedges at the ends of the span, which locked 

the bridge in place.14

Despite these drastic measures, no action was taken with 

regards to this issue until the old Brighton Road bridge was also 

replaced by a steel truss structure in 1947. This was done 

because the five ton capacity of this bridge was considered 

inadequate for the existing traffic.15 The work was initiated ir. 

1946. when canal forces began to remove the old masonry and crib 

work piers to the waterline. They were then rebuilt in reinforced 

concrete and enlarged somewhat to accomodate the new bridge.15 

The forms for this work blocked the canal and delayed the opening 

of navigation until June 23, and it was finally completed by July 

19. The erection of the superstructure in the open position began 

late .in August, and was completed and opened to traffic on 

November 13, 1947.16 Performed by the Central Bridge Company of 

Trenton, the cost of this work totalled $59,955, S18,220 of which 

had been expended by the canal forces involved in the replacement 

of the substructure.17

Virtually identical in size and weight to the Carrying 

Place bridge, this new structure effectively doubled the problems 

of manually operating these bridges. The weight not only posed 

problems for the bridgemen, but also caused many delays to local 

road traffic over the canal. Not surprisingly, in 1947 it was 

decided to electrify both bridges and the following year the 

necessary equipment was purchased. However, the installation of 

the new systems was marked by several delays. The first cf these 

came in 1948-49, when the late delivery of the equipment forced 

the postponement of the work for a year. Although delivery and 

some of the installation was completed in 1949, work was again 

interrupted when some indecision arose over whether -to use 

mechanical or hydraulic drive units. The former was eventually 

selected and the equipment was finally put in place along with the 

new traffic gates, in 1950. Once all the wiring had been 

completed and the control panels installed, the new electrical
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general improvement program following this administrative 

reorganization of the railroad.

During the period of extensive bridge repair in the early 

1930's, this structure also received considerable attention. From 

1931 to 1933 large amounts of timber and over 50 railway ties were 

replaced. Work on the substructure was also carried out at this 

time, involving the removal of the rotting crib work in the bridge 

piers and its replacement by concrete retaining walls.24

This was the last work at this bridge for some time, for 

over the next 15 years attention was focused on the replacement of 

the highway bridges. Perhaps this emphasis was only natural, 

given the dramatic increase in automobile use throughout this 

period and che relative decline of the railroad. However, in the 

early 1950's heavier traffic began to utilise this line, 

particularly iron ore shipments from Marmora to Fictcn. Apparently 

this placed a great strain on the existing lattice bridge, so in 

1954-55 it was replaced by a heavier plate girder structure. It 

seems that this was not a new bridge, but was moved from the Third 

Welland Canal and installed by CN railway forces.2^ This was 

completed by the spring of 1955, but again delays were 

encountered with the installation of an electrical operating 

system. Although it was installed in the summer of 1955, the 

motor and gear train was not powerful enough to swing the bridge 

satisfactorily. Consequently for much of that year the bridge was 

operated manually, which required not only two bridgetenders but 

also two canal men who were temporarily assigned to the bridge.

As one of these men, Allan Alyea recalled of the new structure,

"it took four men to swing the damn thing...it was just like 

walking to Brighton when you started to open it."26 These problems 

were finally solved the following year, with the installation of a 

larger drive unit. The new system was completed in 1957, when.a 

limit switch to regulate the movement of the bridge during . 

operation was put in place.2 '

In 1966, an auxiliary set of controls was placed on the 

south bank of the canal to allow the bridge to be swung from the 

shore. Except for the replacement of the drive shaft in 1963 and
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CANAL BUILDINGS

gnolovees1 Dwellings

Soon after the Murray Canal opened, Super!ntendant T.P. 

Keeler began to press upon she Department of Railways and Canals 

the necessity of providing accomodation for the bridgetenders near 

the canal. According to Keeler, there were already two houses on 

the canal which would serve this purpose quite well. The first of 

these, located north-east of the Smithfield Road bridge, had been 

built by Charles Goodrich in 1890, while the second, north-west of 

the railway bridge was erected by William Johnson in 1895.1 As 

these structures stood on canal land these men were presumably 

employees on the work, but the circumstances behind their 

construction is not entirely clear.

Goodrich's house, (hereafter referred to as canal dwelling 

#54, as it was designated by the Department of Transport) was 

purchased m  1902, and Johnson's house (#51) acquired the 

following year. Both were one and a half storey clapboard 

buildings, complete with stone foundations and spacious cellars. 

Dwelling #54 measured 18' by 24' with a 16' by 18' kitchen and a 

small wood shed out back. Johnson's house was somewhat larger;

22' by 28' with a 101 by 18' kitchen and two outbuildings.2 

Although Keeler valued these houses at $700 and $1000 dollars 

respectively, it is doubtful that the Department paid this much 

for them as both needed considerable repair work before they could 

be used. Soon after they were acquired, the kitchen and 

outbuildings of #51 were overhauled, and a new stable built. 

Extensive interior work was carried out at dwelling #54, and a new 

verandah added.3 This house was used by the Smithfield 

bridgetender for several years, but by 1912 it was occupied by the 

canal labour foreman, and would be used exclusively by these men 

from this time forward.

It was not long before these buildings were joined by two 

additional structures. A third dwelling was erected in 1908, 

north-west of the Smithfield Road bridge. Standing one and a half
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The exception to this rule was the foreman's house(#54). 

While all of the dwellings were occupied year round, he was the 

only staff member who was employed during the non-navigation 

season. During the winter he served as the watchman for the canal 

property, cleared snow from the bridges and took water level 

readings. Consequently, his house received more attention and by 

1930 it was the only building which had a coal burning furnace. 

This house was also the first to have electric lighting, which was 

installed in 1938 by J.W. Dixon, the foreman at this time at a 

cost of $42. This amount was to be paid by Dixon himself, and his 

rent was raised by one dollar to six dollars a month to cover the 

costs.^ The foreman13 house was also the only dwelling with a 

phone at this time. It had first been moved here from the railway 

bridge watch house in 1913.

Living conditions in the other homes remained relatively 

spartan until well after the Second World War, when extensive work 

was done on the rapidly aging buildings. During 1948 and 1945 

dwellings #52 and #53 were fitted with electric lighting, but only 

after considerable pressure from their tenants, H.G. Hanna and 

W.T. Horsley. Horsley also managed to get his house wired for 

electricity the following year, with eight percent of the value of 

the work added to his rent to cover the costs.9 A  similar 

arrangement was also made at dwelling #54 during this period. 

Attempts were also made to improve the heating of these buildings, 

and in the early 1950'3 coal furnaces were placed in houses #51 

and #53. Indoor plumbing came next in 1954 ar.d 1955 when both 

Smithfield houses and dwelling #51 were fitted with three piece 

bathrooms and hot water heaters for a cost of about $1000 each.10

With the exception of electrical wiring, virtually no work 

•was carried out at dwelling #52 during this period. In February 

1952 when Arnold Steenburgh replaced H.G. Hanna as a railway 

bridge operator, he chose not'to move into the house. A World War 

Two veteran, he had recently purchased a home near the canal under 

the Veteran's Land Act and chose to remain there. As a result 

this house was vacant for almost three years, during which time 

the other buildings were renovated. Eventually the house fell
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into disrepair and became the target of vandalism, and it was 

decided that it would be better to rent it to a non-Departmental 

employee rather than leave it empty. A soldier from the Trentor. 

R.C.A.F. base, Dennis Lewin, occupied the house in the fall of 

1954. As it had no furnace, bathroom or well, the rent was only 

$20 a month, although this was still more than the canal employees 

paid.11 However, Lewin only remained in the house until January 

of 1956, as the Department of Transport refused to make any 

repairs to the house for non-Departmental employees.

The necessary repairs were finally made when a new 

bridgetender, James E. Montgomery, announced his intention to move 

into the house. He began work in May 1958 and the following year 

a new well was installed, along with an indoor bathroom and a new 

oil furnace.12 The work was so extensive that some structural 

alterations were necessary co accomodate it.

Despite these modifications, many problems remained with 

the houses and several of the tenants expressed some 

dissatisfaction with the living conditions along the canal. Some 

of this sentiment could be explained by overcrowding, for 

bridgetender John Harvey had considerable difficulty in squeezing 

his seven member family into dwelling #51. As it only had three 

bedrooms, they were forced to convert the living room into another 

bedroom and use the downstairs entrance hall as a closet for the 

childrens' cloches.13 Harvey also had problems with a lack of 

laundry space and was forced to put his washing machine in the 

back woodshed in the summertime. This was a similar problem for 

J.E. Montgomery in house #52, who had six children in his small 

home .

Aside from these inevitable difficulties, the heating of 

ail the houses remained a source of frustration. John Crosby, the 

foreman, had to use an extra stove to heat his kitchen, while 

dwelling #51 only had one register on the upper floor.14 Crosby 

also suffered from a lack of space: his basement would only hold 

three tons of coal, while he needed at least five tons to last 

through the winter.

No further improvements were made, to these homes however.
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canal was a separate entity for operations and maintenance 

purposes, and therefore several storehouses and workshops have 

existed on the site. The first such building was constructed in 

1893, near the Brighton Road bridge on the north side of the 

canal. It was a two storey structure, which stood 20' by 30' and 

also contained a carpentry and blacksmith shop so that necessary 

repairs to equipment could be made quickly.18

In 1901 smaller storehouses were built at each of the 

bridges, but i.n 1911 these buildings were consolidated into a more 

centrally located shop at the Smithfield bridge wharf just west of 

dwelling #53. This was a large clapboard building with a metal 

roof, which stood 25' by 50* by 12'.19 In addition to supplies, it 

also held a carpentry shop and in 1914 a 12' by 12' blacksmith 

shop was erected on the rear of the storehouse. For the next 50 

years, this building was the centre for maintenance operations on 

the canal. Each morning, the canal labourers would meet here 

before beginning the day's work. It housed not only a storeroom, 

where paint, tools and equipment were kept but also a lunch room 

for the men. The work shop, where the timber work for bridge 

repairs was done, was also located in this building. Its 

equipment remained manually operated until 1957, when the shop was 

wired for electricity and electric lights were aiso installed.

The old blacksmith shop on the rear of the building was 

subsequently converted into a garage for the canal tractor, but it 

is not known exactly when this was done.20

Aside from minor repairs and painting this building changed 

very little until 1958 when the garage was demolished and a new 

double garage was built across from dwelling #54 at the Smithfield 

bridge to house vehicles and equipment:21 In 1963-64 the old 

storehouse was declared surplus and removed, and the double garage 

renovated in order to serve this function.22 The rear of this 

shop continued to house the canal tractor, while the front 

contained a lunch room and small storage area. It seems likely 

that this action was taken due to the increasing age of the 

original structure, as well as to the dwindling staff numbers and 

maintenance requirements on the canal during the 1960's. These
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factors would have greatly reduced the storage requirements for 

equipment and materials on the Murray Canal. The new storehouse 

still exists on its original site, but it is used only for ''dead 

storage" of spare parts and equipment which is rarely needed.23

Bridge Watch Houses

Although there is no mention of the original construction 

of these buildings, they were presumably built by the canal 

labourers soon after the waterway's completion. Used by the 

bridgetenders on duty, they were located along the south side cf 

the canal at each bridge site. While the original Brighton Road 

bridge house was adjacent to the present structure, both the 

present railway bridge and Trenton Road bridge houses have been 

relocated. In 1907, the railway watch house was moved from the 

east .to the west side of the track, in order to allow a better 

view of the railway.24 The Carrying Place bridge house was 

originally located east of the first Trenton Road bridge. When 

the bridge was replaced in 1936, it was built 300 feet east cf the 

old structure, so that the house was actually now south-west of 

the new bridge. While it was moved closer to the bridge in 1945, 

the watch house remained in this general location until its 

replacement in 1965.25 Details on the Smithfield Road house are 

very limited,- presumably it was demolished following the failure 

and removal of this bridge in the early 1930's.

As these buildings were essentially shelters for the 

bridgetenders on duty, they were simple one room frame structures. 

Heated by coal stoves, they contained a desk, chairs and a cot or 

couch for the use of the staff. Small decks were constructed on 

the iront of each house, and windows faced north as well as east 

and west to allow a clear view of the canal.25 Each watch house 

also had a small oil house behind it which contained a barrel of 

coal orl to supply the watch house lights, as well as the bridge 

navigation lights.27 They were also used to store coal for the 

stoves in the watch houses.

These buildings required relatively little maintenance over



58

#3��<������ ��#3�#3�� �A"�>#�����%�>������"�>���#��$�����'�����

��>����,� �&"3��%� #3��� ��� ����� �����D<�#3��D���$�#��������&���$�

#3�����>���� #�'��� ��� #3�<��!����#�<�#�� ���'��>����� ���#3��

�>>�����"���%� #3����3�&���,� �3�<���&���"&#�#3��$������ #��'�#3��

#���������D&�3����3�"3��&���&�����#3�'�� ����#���� #"�#3��%������

D���� ��"�#�������D<,� �3��$��!���>�#3��<�� �#� ��"3�D&�����$������

 �>#� �� �������#��<�� ������$�����#3� �3�#�� �#���� "&�D�,16

+<�#3�� ����<�():2?��#3�� "����� ��#"3�3�&���� ������!����#�<�

�3����$�#3�����$�� ��������� �&D��C&��#�<���>��"��,� �3��+��$3#���

�����3�&����������� �3�" ������ ���#��<��� ��� #3�� �>���$��%� ():5� ����

��>��"���D<��� ����%��'������D��" � �#�&"#&���� ���"#���I&�#����#� �%�

#3�����$������#� ��"��#��%�P8�198,� �#�����$�17?� D<�(6?�� #3���

D&�����$�����"�'>��#�� ��#3�����%%�"��� �#������'��������3���',1)�

�'������D&�����$�� �����D&��#� ��� ():8/::� �#� #3�� ����<��$����"��

D���$�� ���� ������<�D���$��#�� ��>��"��#3�� ��#"3�3�&����#3���,� �3��

%��'������� ���"#�����&#3/���#��%� #3�� ����D���$��� �3���� #3�� ��##���

���� ��#&����� #"� �#�� ���$����� ,��"�#���� ��&#3/� ���#� �%�#3�� �>������

����,62� �3���D&�����$�3��� ���"��D����" � � � �U�&>� ���� ���������$���

���&��,� �&��#��#3�� ��%��C&��#� #��%%�"����#3��� ������ #3�� ������<�

D���$�� ��� �����>���#���D<�#3�� ����<��$����"��D���$�'��#��,6(

����� ������"#F=��,%%��%%�"�

���������#��"����"#�#3��&����#����� %��� #3�� �&���<�������� ��

�'����D&�����$� ���� ���"#���%��� #3��#���� "����"#��� �3������� ���!���

���#3���&>����#�����#,� ����#�&"#����3��#�<��%#���#3�� "����?��

"�'>��#���� ��� (6)2�� ��#��������#3��� �#�&"#&��������A#��'��<�

�>����,� �#����� ���$�����<���"�#���D�#�����#3�� ����#��������D���$��

����#3�� ������<�D���$��� D&#� ��� (+)5� ����'�!���#��#3�� �'�#3%�����

�������#��� >&#� ����� �#����%�&���#���������������'�D���� ���#������

#�� ����"�#�� #3���>>���"3��%�!������,61� ����&'�D�<� �#����� ��"�#���

����#�!��<�"�����#�� #3���3��%��3�"3�����D&��#����#3/���#��%�#3��

�'�#3%�����D���$�� ��� ()21�#��%�"���#�#��#3�� "����"#�����%�#����,

����>����52� ()28� #3��>���#�����%��&>����#�����#N�����

�����"#������� �D����3���� ��#3�#3���#3����'>��<���� �>>����#�<�

#� ��$����#3���� ���>����D���#���,� 4�#3�#3��� "3��$�� ��



59

administration, the toll collector's building became unnecessary 

and it was demolished in 1908.35 Any usable material from this 

structure was then used in the construction of dwelling #53 later 

that year.

*

J
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NAVIGATION

In opening the canal works in 1882, Mackenzie Bowell 

expressed great confidence that the Murray Canal would not only 

benefit the Bay of Quinte area, but would also serve a larger 

national traffic. He claimed it would be particularly 

indispensable in conveying "the immense quantities of grain which 

would scon be coming eastward from our great North West."-*- 

Despite this bold rhetoric - and the fact that the canal was 

officially part of the St. Lawrence car.al system - the decision to 

dig the canal to only 11 feet prevented it from ever becoming a 

significant route in the Great Lakes - St. Lawrence transportation 

system. By the time it was completed the Murray was already tco 

small to accomodate most of the larger lake vessels which required 

a 14 foot depth such as that available in the Welland and St. 

Lawrence canals. Nonetheless, the completion of the canal did 

stimulate a considerable coastal trade, which was reported by the 

Department of Railways and Canals as early as 1890.2 From this 

time until the close of World War One the canal carried a 

significant local trade in the Quinte area before being displaced 

by alternative transportation links such as automobiles and 

railways.

During its first official year of operations in 1390 over 

101,504 in vessel tonnage passed through the Murray Canal, with 

13,783 tons in total freight. 2 With some fluctuation, these 

figures would remain largely the same throughout the 1890's and in 

1900 19,067 tons of freight were reported on the canal.2 The bulk 

of this trade came from the lumber industry which regularly 

accounted at least one third of the total freight on the waterway. 

In 1894 for example, 3,360 of 21,833 tons on the canal were 

produce of the forest.5 The greatest portion of this was squared 

timber which was floated through the canal in rafts. The majority 

of this material came eastward through the canal en route to the 

enormous Gilmour saw mills in Trenton, as well as the large firm 

of Flint and Holden in Belleville, In the mid 1870's the Gilmour
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plant: employed about: 400 men and was producing almost: 200,000 feet 

of cut lumber per day, and as we have seen the demands of the 

lumbering interests were fundamental in attaining the completion 

of the canal. Although by the 1890's the Bay of Quinte timber 

industry was in decline due to the depletion of its hinterland 

resources, a mild business boom was reported in Trenton soon after 

the opening of the Murray Canal.6 In addition to accomodating 

timber rafts, the canal also provided a throughway for the sawn 

lumber of the mills. Much of the produce which was shipped 

through the canal was destined for the large Oswego Box Factory in 

New York.1' The shipment of sawn lumber peaked soon after the 

canal opened, reaching 2,539 tons in 1392. It then declined 

considerably over the next ten years, except for a brief boom in 

19C4 .

As the hinterland timber around Trenton and Belleville 

declined in the 1890‘s, these products were replaced by increasing 

amounts of firewood and railway ties which presumably utilised the 

poorer quality woods left behind by the lumber firms. In 1904, 

5,277 tons of firewood passed through the canal, along with 1,284 

tons of railway ties.8 Almost exclusively, these cargoes were 

bound for the United States. By the early 1900‘s, with the nearby 

timber stands depleted, the Gilmour plant closed down, along with 

the Flint and Holden operation. From this point onward, forest 

products ceased to be a significant commodity on the Murray Canal.

Timber was certainly not the only produce on the canal 

during this period however. 3y this time Trenton had become a 

bustling grain shipping centre and hundreds of tons of 

agricultural produce moved through the canal every year in the 

lace 19th and early 20th century. The most significant of these 

was pease, along with increasing quantities of barley and rye. For 

the most part these goods were headed east, presumably for export 

from Montreal. Wheat was also a common cargo, and while it never 

reached the enormous quantities envisioned by Mr. Bowell, in 1901 

just over 914 tons of wheat was shipped through the waterway. 

A.pples also became an important commodity in the early 1900‘s, 

reaching 1349 cons in 1904.9 Much of this was apparently destined
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for the apple evaporator - a device used to dry fruit - which was 

erected in Trenton during this pericd. Substantial amounts of 

coal were also shipped through the canal. Primarily from the U.3. 

and intended for domestic and industrial use in Belleville,

Trenton and other Bay towns, this cargo grew significantly over 

the years, with 1,057 tons passing through in 19C4.10 As we shall 

see below, this was one of the few commodities which would 

continue to ply the canal once its commercial use declined after 

World War One.

But what cf the iron ore trade out of Belleville? As 

mentioned above, the provision of a western outlet for the 

minerals of North Hastings had been one of the most important 

justifications for the Murray Canal in the 1870's and early 

1880's. Yet surprisingly, iron ore was never really a significant 

commodity on the canal. The Coe Hill mine near Marmora, which was 

to have established the area as a permanent mining base ultimately 

fell far short of expectations. It was opened in the early 

1880's, but by 1538 operations were terminated due to the high 

sulphur content in the ore and increasing American competition. 

Other small mines also appeared briefly to the north of Madoc 

during this period, but these were quickly depleted and also 

produced a low grade ore.-1 Thus by the time the canal was 

finally completed the mining operations in North Hastings had all 

but vanished and the anticipated flood of ore from Belleville 

never materialised.

Aside from the odd schooner or sloop which had to be towed 

through the cut by a team of horses, the great bulk of the 

materials on the canal were carried by steamship. In 1895 for 

example, almost 153,000 tons out of a total of 162,414 on the 

waterway were steam vessels.-2 Many of these belonged to large 

navigation companies like the Royal Mail, Richelieu and Ontario, 

and Gildersleeve lines, which carried freight and passengers 

between Hamilton and Montreal. In addition to these larger scale 

commercial vencures, a significant local pleasure traffic also 

operated in the Bay area and these boats were a common sight in 

and around the canal. One of the first of these was the Varuna. a
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Portland Cement Company opened at Point Anne in 1905, and just two 

years later the Lehigh Portland Cement Company was built one mile 

ea3t of it. Together these firms would spark a dynamic change in 

canal traffic over the next several years. In 1905, 29,421 tons 

of freight were recorded on the waterway. By 1907, this had risen 

to 52,402 tons, an increase attributed primarily to the produce of 

the new cement works.16 The nature of the traffic also began to 

change as larger vessels were needed to efficiently carry the 

bulky stone and cement.

Before long officials of these firms began to complain that 

the canal and its approaches were too shallow to accomodate their 

freighters and that several.had touched bottom along its route.

As a consequence of this, most of the larger ships from the plants 

had to go east through the Bay cf Quinte in order to enter Lake 

Ontario.17 Throughout the winter ar.d spring of ISOS, the 

government was besieged by complaints and petitions requesting 

that the canal be deepened to 14 feet. These came not only from 

the cement companies, but also from steamship lines like the 

Mutual Steamship Company. They were very active in the Bay of 

Quinte area, and reportedly shipped over 20,000 tons of freight 

out of Belleville in 1908. The Belleville City Council and Board 

of Trade were also eager to see their transportation links 

improved, as was the local Member of Parliament. E.G. Porter. He 

claimed that "the Bay of Quinte is part of the most important 

waterways in the Dominion, and has a very large carrying trade, 

which, owing to the establishment of certain industries along its 

waters, is constantly increasing and will increase more rapidly in 

the future."18

In the face of such intense public pressure surveys of the 

canal and its approaches were carried out by the Department of 

Public Works in the early spring of 1909. While these found some 

points in the canal which had filled in to about 9 1/2 to 11 feet 

of depth, this was at the lew water level of Lake Ontario. At 

normal water levels, the waterway offered a clear navigation depth 

of 13 to 14 1/2 feet.19 Consequently this work was postponed, but 

in 1909 both the Belleville and Lehigh plants were taken over by
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che new Canada Cement: Company. This was formed by a combination 

of the financial interests which owned ten large mills in Canada, 

and extensive improvements were made at both the Point Anne plants 

in order to increase their production.20 Soon after this 

pressures to deepen the canal were renewed. Although the cement 

companies served as the catalyst, once again the Belleville 

business community became involved and actively petitioned the 

government throughout 1910. Sven greater pressure was exerted by 

local steamer companies due to the reports of a freighter which 

had run aground at Salt Point Light and in working itself free had 

spilled gravel into the dredged channel. This left a shoal of 

barely nine feet depth, which together with other obstructions in 

the canal and approaches were posed a serious impediment to their 

freight trade in this region.21

Other calls for improvements tc the canal also emerged 

during this period due to the rising volume of traffic on the 

canal. As a result of the increased production of the cement 

plants, this total skyrocketed to almost 178,000 tons of freight 

in 1910.22 At this time, the only light on the canal was provided 

by fixed white lights at the entrance piers, with green and red 

navigation lights on the bridges. According to the Canadian 

Manufacturers-' Association in a letter to the Minister of Railways 

and Canals, these were totally inadequate for night time 

navigation and needed to be replaced by more powerful electric 

lights in order to safely accomodate the increasing flow of 

vessels.23 As most of the other St. Lawrence canals were 

similarly lit, Departmental officials expressed some surprise that 

the current arrangements were inadequate. Nevertheless, under 

growing pressure from commercial and public interest groups in the 

Bay area the Department agreed to lock into the matter. They even 

inquired as to the cost of electrifying the canal bridges at the 

same time, a measure which was believed necessary if the current 

volume of traffic continued. Although a full investigation was 

made into the costs of such work, it was never carried out to the 

extent envisioned by its proponents. In 1913, lights were simply 

placed on the south abutments at all the bridge sites.2 - No doubt
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significance of the Murray Canal declined rapidly and in 1918 only 

44,735 tons cf freight passed through. Only seven years later, 

46,703 in total tonnage travelled the canal, of which barely 1200 

tons represented commercial freight.30 Along with increasing 

vessel sizes and the railways, the rise of the automobile also 

contributed to this decline. For in the 1920’s the private 

vehicle became a primary means of leisure transportation, and 

pleasure steamers like the Drockville disappeared from the Quinte 

waterways.

For many years it had been apparent that the Murray Canal 

was almost exclusively a local waterway and in 1926 this fact was 

recognised by the administrative transfer of the canal from the 

St. Lawrence system to the Trent Canal. Like the Trent, traffic on 

the Murray was relatively sparse throughout the next three decades 

until the late 1950's when recreational boating became 

increasingly popular. However, in comparison with its larger 

counterpart, the Murray continued to serve a greater commercial 

function. For example, in 1935 the Murray Canal carried almost 

5,000 tons of cargo, while the freight on the entire Trent system 

was only 14,157 tons. Coal boat3 plied the canal regularly, the 

most notable of which were the Bayfax and the Coal fax, which 

ferried coal from Rochester to Trenton and 3elleville.31 Local 

dredging companies and small fishing vessels used the canal 

frequently and ether vessels carrying such commodities as gas and 

oil continued to pass through the canal.

In 1951, in anticipation of the new St. Lawrence Waterway 

project, there was apparently some hope for the rejeuvenation of 

the canal. In a report designed to attract prospective investors 

to Trenton, the consulting firm of Dominion Management Associates 

claimed that,

the development cf main waterways and increase in the 
traffic of large ships is always followed by an increase 
in the traffic of smaller vessels on the subsidiary 
waterways. The Trent Canal system, now dormant as a 
commercial waterway, as well as the^Murrav Canal, will 
surely come again into prominence!32

While such optimism may have been encouraging ta
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Trentonians, it was certainly misguided given the inadequate 

dimensions of both these canals for modern cargo vessels. By 1955 

commercial freight on the canal fell to an all time low of only 

316 tons which was composed largely of aluminum cable and 

construction materials. As a relatively low number of different 

vessels were recorded, it seems obvious that the canal was used 

frequently by a 3mall number of local vessels. Nevertheless, by 

the early 1960's even this traffic had dropped off, and in 1960 

the only recorded freight was 30 tons of sheet piling.33

Throughout che lace 1950's however, the final commercial 

demise of the canal was more than offset by the rise in 

recreational traffic. By the early 1960's, this growth was 

becoming clear, and in 1964 3,947 bridge swings were recorded on 

the canal.34 As several boats often went through during each 

swing, this figure was obviously not an accurate measure of 

traffic on the canal. Nonetheless, it does provide some 

indication of the growing numbers of vessels on the canal during 

this period. Much of this traffic was local, and the canal is 

still heavily used by yacht clubs ir. the Quinte area. Many 

recreational sailors from the Golden Horshoe region use the canal 

as a cut into the more sheltered Bay of Quinte, en route to the 

Thousand Islands near Kingston.

Given the proximity of the canal to the outlet of the Trent 

Severn Waterway in Trenton, one might expect the Murray Canal to 

serve as a linkage between the Trent and Lake Ontario. While this 

is no doubt true in some cases, the canal has its own distinct 

usership, which is heavier than the larger Trent system. 

Nevertheless, in the final analysis the administrative union of 

these two waterways seems strangely appropriate. Both projects 

were plagued by delay and governmental procrastination, and both 

owe their existence primarily to public pressure. Despite the 

claims of their supporters, neither canal was ever really a 

significant commercial route, although the Murray was relatively 

more important in this respect. Yet in the end, both canals were 

rejeuvenatea by the explosion in recreational boating which 

occurred in the 1960's and continues unabated.to this day.

�

�
�
1

V:'

I.

t.

�

�

�



���������/+��-.��	��

(, �������� ���&��,���>��#]>]%],,#3�,,�,Q>��#=�[��]��,,�M�,�&D��"�,4�� ���
(8)2/)(,� > ,95,

1�, �,�,� 4������#��,� E����"�&?�����E� �����#��������#���"��� ��"��#<�
��"���� ������"������ !��,8,� ()27,� �,97,

5�, �,� ������,� �,� ���!�!�����=,� ��"����� � � � ,��� .&��3�#� ����
.������$�� �%�#3�� ���#���"� ����<��$� ���"�,� +�<��%�F&��#���
W+���'%����B� ��!��#3���������#���"��� ��"��#<�� ()69H,� >,9:,

7�, +��"�3#������#������ �&"�&�#� ()�� (685,

8�, ���������� ����� �����,� �"#�����19�� (657,

:, ��#������ ��"3�!����%� ������� S���T�� ��"����.��&>� S�.T� (�� 1� (1��
!��,5,� ��>��#� ��� ���������!�$�#����� ���C&�#��� ��� �3���>�##�?�
��>��#� ���#3�� ��'�� �&DI�"#� ���()72,

9�, �,�,� +������ E��>��#� �%� �� ���>���������� �%������� #��"����"#�#3��
+�<�"%�F&��#�� #�� ����C&?����� ���D�&��� ����#3��4�#�����%� �� ��
��#����E�� ���	�"����������=�&������%� ����'D�<�� (655/57,�
>,(66/()2,

6�, �D��,�� 2,(66,

)/ ���������� ����� �����,� �"#�D���19�� (657,

OK� (2, ����� �.� (�� �� (1�� !��,5�� � # ,� �������� �,� �3���>�##��� E��>��#� ���
#3�� ���������!�$�#�����%� #3�� �������E�� �&$&�#�� (672,

P � ((, �D��,

(1�, ����� �.� (1�� !�(,796�� *7167/:,� �,� -��%���#���,� 5�$��<��
��"�'D���8�� (678,

(5�, �D��,�� ������ ��''�##��?�� ��>��#� #��#3����<�������+����!�����
�������&�"���� �&$&�#�19�� (582,

(7�, �D��,�� ���#����� ��&�#!���&�"��� #���,� �����#�� ��''����������%�
#3��+����� �%�4�� ��� ��>#�'D���(1�� (682,

(8, ����"�� ���������&�#<���"3�!���� =,�� ��#������#����������!���%�
�">3���D&�C3������3�>�� ��>#�'D���15�� (682,

(:�, 5��"'#��� ���#����,� ������ 6,� (585,

(9,
�

�!����"��%���#3��� ����%�&��� ���#�����>���#�� ��"�#����,� �3��
5���3#��� ���#������%�=��&��<�(5�� (587� ��"����� #3�#�#3���

= +����!�����D&������'���$�!����#�"��� � ���"�'D��� (2�� (685� #3�#�
#3�<���&����>>�<�#��#3����$����#&���3�!����I���#� �#�" �
"�'>��<� ��"��>���#���#��D&����#3���&���<������,� �3������
�>����1:� (688�� ���������>�����#�����D����D�%����#3�



Legislature to achieve the same ends. It is not known if the 
two requests are linked in any way, although it seems likely.

13. G.E. Boyce, Historic Hastings. (Belleville: Hastings County 
Council, 1967). p.104.

19. W. Canniff, The Settlement of Upper Canada. (Toronto: Dudley 
and Burns Printers, 1869). p.610-11. The report of the 
Committee is reproduced in part cn these pages.

20. Ibid., p.611-12.

21. Ibid.. p.612.

22. Canada, Annual Report of the Commissioner of Public Works. 
1367-68. p .37.

23. , p • 35 .

24. Ibid.. p .37.

25. MAC, RG 43, vol.15.S3, #7416. Petition for Murray Canal 
submitted by R.C. Wilkins et al. March 29, 1362.

26. NAC, RG 12, vol.473, #4284-6. P.G. Bartlett et al. to the 
Board of Works, September 29, 1345.

27. R.A. Preston, "The History of the Port of Kingston", in 
Historic Kings Con,- Transactions Q_f_.the Kingston Historical 
Society, vols. 1-10. (Belleville: Mika Publishing, 1974;. 
P-13.

28. Ibid., p .17.

29. Keeler rose several times in the House of Commons to ask the 
government if it intended to pursue the project. These are 
recorded in the House of Commons Debates on March 23, 1858, 
April 6, 1868, and April 21, 1369. He was also very active 
in the campaign for the Trent Canal.

30. Canada, Journals of the House of Commons. June 4, 1369. 
p .135-86.

31. G.P. de T. Glazebrook, A History of Transportation in Canada, 
vol.2. (Toronto: McClelland and Stewart Limited, 1964}.
p .223.

32. Canada, Report of the Canal Commission respecting the 
Improvement of the Inland Navigation of the Dominion of 
Canada, February 24, 1871. p.64.

33. Belleville Daily Intelligencer. November 29, 1879.

34 . Ibid., October 31, 1879. This edition gives details of the



entire meeting and its resolutions. note: The Trent Valley 
Canal Association was formed just prior to this, and may have 
inspired those in the Quinte area to emulate their actions.

35. W. Metcalfe, Marine Memories. (Picton: The Picton Gazette 
Publishing Company, 1975). p.92.

3c. Belleville Public Library, Canadians Room. "A Paper on the 
Proposed Murray Canal between Lake Ontario and the Bay of 
Quinte", February, 1380.

3 7. Ibid.

3 8. D . Newe 11, Technology or. che Frontier: Minina in Old Ontario, 
(Vancouver: University of British Columbia Press, 1936) .
p.102.

39. Ibid., p .102.

40. "Paper on the Proposed Murray Canal Between Lake Ontario and 
the Bay of Quinte", February, 1330.

41. Ibid.

42. Canada, JournaIs of the House Commons, February 17, 1380. 
p.30. Keeler ordered copies of all Departmental reports on 
the Murray Canal to be placed before the House.

43. The petitions are recorded in the Journals for this period 
also.

44. NAC, RG 12, vol.432, #4601-6. H.F. Perley to the Minister of 
Railways and Canals, December 3, 1880.

45. Canada, House of Commons Debates. March 10, 1881. p.1322.

46. NAC, RG 12, vol.432, #4601-6. T.S. Rubidge to John Page, 
February 1, 1S82.

49. House of Commons Debates. April 25, 1882. p.1145. The 
speaker in this instance was Charles Tupper.

50. Ibid.. p.1147.

51. Ibid., p .1146.

52. NAC, RG 12, vol.482, #4601-6. J.S. McCuaig to J.H. Pope. The 
letter is undated, but it was clearly written soon after the 
tenders were released on June 22, 1382.



85,� ���,��� �%� ��''���� ��D�#,��� =&�<�((�� (6 �8,� > ,55�:,

r
/I
�,

r
%�

_�,�
�K�/�

L̀K

&

.1

�



ENDNOTES-CONSTRUCTION

1. Canada, Jyinuad_R^£orT_gf_zhe_Dep5irzmerit_jDf_R^idjvavs_^nd 
Canals, [DRCJ 1381-82. p.113.

2. NAC, RG 12, vol.482, #4601-5. T.S. Rubidge to A.P. Bradley, 
July 20, 1882.

3. NAC, RG 43, vol.2495. Contract for the Construction of the 
Murray Canal between Her Majesty the Queen and J.D. Silcox and 
Co. August 24, 1382. pp.4355-63.

4. Ibid. The Middle Ground shoal was to be taken to 16' depth, 
and the approach channels tc the cut were set at a 12' depth, 
apparently to allow larger vessels to use Presqu'Isle as a 
harbour of refuge.

5. Ibid.

6. NAC, RG 12, Vo1.482, #4601-6. T.S. Rubidge to A.?. Bradley, 
November 7, 1382.

7. Ibid.

8. Belleville Daily Intelligencer. September 1, 1382.

9. Ibid.

10. Ibid.

11. Ibid.

12. Ibid.

13. Ibid.

14 . Gunshot and Gleanings of the Historic Carrying Place, Bay_o_f. 
Quinte, p - 79.

15 .

16 .

17 .

18 . 

19.

Canada, Annual Report of the PRC, 1882-33. p.126. 

Ibid., 1833-34. p.130.

Ibid., p .130.

Ibid-, 1884-85. p.138.

Ibid., p .138.

20. NAC, RG 12, vol.3614, #4052-591. R. Fraser (Secretary, 
Central Ontario Railway) to the Minister bf Railways and 
Canals, July 18, 1885,

21. Ibid., T.S. Rubidge to John Page, October 21, 1885.



22. Canada, House of Commons Debates. July 11, 188s. p.3303.

23. Ibid.. May 20, 1886. p.1453.

24. Annual Report: of the PRC. 1889-90. p.337.

25. Belleville Public Library Canadiana Room, Hastings County 
Historical Society File #3326. Contains a copy of the flyer 
advertising the ceremony. Due to large gaps in the local 
newspapers throughout this period, further detail on this 
event is unavailable at this time.

26. Toronto Mail and Empire. July 26, 1934. This report was made 
by Fred Cook, a former Mayor of Ottawa who also worked as a 
newspaper reporter. Evidently he was present at this 
ceremony, but the tremendous time lapse may leave the 
accuracy of statement in doubt. Nonetheless, as little other 
evidence was available it has been included.

27. Annual Report of Che PRC, 1586-87. p.132.

28. NAC, RG 12, vol.3614, #4052-591. John Page to the Minister of 
Railways and Canals, August 25, 1886.

2 9-. Ibid.

30. Ibid.

31. NAC, RG 12, vol.3614, #4052-591. 3oth of these letters were 
sent to the Minister cn August 16, 1886.

32. Ibid., E. Cochrane to J. Pope, August 20, 1886.

33. annual Report of the PRC. 1886-87. p.131.

34. NAC, RG 12, vol.3614, #4052-591. J.Abbot to John Paae, May 
14, 1887.

35. Ibid.. E.H. LaRoche to J.H. Pope, May 31, 1337.

36. Ibid.. Several letters were found from G. Dench, the 
Superintendent of the Central Ontario Railroad to the 
Minister, dated November 26, 1885, February 4, 1886, and June 
8, 1886.

37. Ibid., L. Symon (Dominion Bridge Co.) to John Page, October 
21, 1887.

38. NAC, RG 43, vol.2495. Contract for the Construction of the 
Murray Canal.

Annual Report of the PRC,39 . 1888-39. p .91.



72,� ����#� ��!����4�#����<��%%�"��� L��4�H�� =,�,� ���""A��������
������ ��#�'�#��� %���#3������#�&"#�����%�#3���&���<�������
� /�18),� �3��� �'�&�#� ����%���#3��"�����>���'������,

7(,� �D��,,� �,�58,

71,� ���&��� ��>��#� �%� #3�� ���,� (665/6),� >,)(,

75,� �������� ���&��� ��>��#��%� #3���&��#���.�������� (65)/)2,�
> ,5/1)),

77,� ���&��� ��>��#� �%� #3�� ���,� (55)/)2,� >,559,



r

1. NAC, RG 43, vol.2086, reel T-6629. T.P. Keeler to T.S. 
Rubidge, July 20, 1899.

2. Ibid.

3. Canada, Annual Report of tfr$. Department Q.f.Railway? .and 
Canals., 1906-07. P.i54.

4. Ibid., 1908-09. p.265.

5. ibid.. 1912-13. See also plan T-3-ill.l, which is on Eile at 
the Ontario Regional Office of the Canadian Parks Service. 
(0R0)

6. TSWO, file 4108-2, A. L. Xillaly to C. Baker. November 25, 
1927.

7. Ibid., Memcrandutn: Information on Departmentally-Owned Houses 
Occupied by Canal Employees as Residences, March 15, 1942.

8. NAC, RG 12, vol.3685, #4102-92-11, E.B. Jose to A.L. Killaly, 
September 15, 1938.

9. NAC, RG 12, vol.3685, #4102-92-10, T.J. Ryan to C.W. West, 
July 26, 1949.

10 . Canada, Annual,Report of. tfr.5.. Trent, and Murray Cana.U, 
1953-1955.

ENDNOTES-CANAL BUILDINGS

11. TSWO, file 4108-2, T.J. Ryan to C.E. Brown, October 14, 1954. 
By this time, rent for dwellings #51 and #52 was $15. and $25 
for #53.

12. Annual Repoy? the Trent flRd....Murray Cfligals, 1959-60. p.28.

13. TSWO, file 4108-2, Department of Transport: Trent Canal 
Tenant's Questionnaire, December 1960. Filled out by the 
residents of Departmental Dwellings along the Trent and 
Murray, this document offered great insight into the living 
conditions along the waterway during this period.

14. Ibid.

15. TSWO, file 4108-2, J.N. Betoumay to Superintendant, Trent 
Canal, December 3, 1959

16. TSWO, rile 4102-61. Correspondence from the fall of this 
year details the demolition of dwelling #51, while file 
4102-63 documents the fate of #53.

17. Annual Report of_the,Trent and Murray Canals, 1964-65.

|

P



13. Annual Reoort of the DRC. 1393-94. 0.167.

is. Ibid.. 1911-12. D.223.

20 . Interview with Allan Alyea, by Colin Powles. June 29, 1991

21 . Annual^ej^ort...of_the_Trent and. Murray Canals, 1958-59. p.7

22. Ibid., 1963-64.

23 . Interview with Dave McDougall, by C. Powles. July 5, 1991.

24 . Annual Reoort of the DRC. 1907-08. p.160.

25 . Annual Reoort of the Trent and Murray Canals. 1948-49. 0.6

2 6 . Interview with Rodney Green, by C. Powles. June 27, 1991.

27. Interview with Allan Alyea, by C. Powles.

28 . Interview with Rodney Green, by C. Powles.

$ 29. Annual Report of the Trent arid Murray Canals, 1963-64.

30. Ibid., 1965-66.

31. Ibid., 1969-70.

32 . Annual Reoort of the DRC. 1393-94. 0.167.

».1 3 3. Ibid., 1908-09. p.265.

i;3
•i.-r

.V-

•**>1

> :



��������/+���.��

(,� �������� ���&��,���>��#��%�#3����>��#'��#���� ������<�� ����
�������� S���=� (6)5/)7,� >,(:9,

1,� �D��,��� ���� ()1(/11�� >,(81,� ����()1:/19�� >, � � ,

5,� �D��,,� ()19/16,� > ,(25,

7,� ����� �.� 75�� !��,(:5)�� *((268�� �,�� ,� -�����<�#��� , � ,� �&D&"��
��D�&��<�6�� ()51,

8,� ��#��!������#3���������<���� D<��,� ������,� =&���16�� ())(,

:,� ����� �.�75�� !��,(798�� *(17)8�� �,�,� -�����<�#��� ,� ,� �&D&"�� ��<�
18�� ()55,

9,� ���&��� ��>��#� ,#��� � � � � �� ()55/57�,� >,96,

5,� �D��,�� ()57/58,� > ,69,

)/� �D��,�� ()58/5:,� >,6:/59,

(2/� �D��,�� > ,69,

((,� �D��,,� > ,69,

(1,� ��#��!������#3� �����#� .������ D<������� ������,� =&���1:�� ())(,

(5,� ��#��!������#3������<�.������ D<��,� ������,� =&���19�� ())(,

(7,� �D��,

(8,� �������� ���&���,�����#� �%�#3������#� �����&���<��������
()79/76,� > ,19,

(:,� �D��,�,� > ,1�9,

(9,� ������������ �� ���!�"����#�������$�������%%�"�,� ��>��#'��#��%�
�����>��#� ��!��#��<��%�+���$����!���#3������#������&���<�
������,� �3�� ��#�� �%�#3��� ���&� ������ �#���������� ��'�#�'��
D�#����� ()79� ���� ()88,

(6,� ���&��� ��>��#� �%� #3�� ����#�������&���<��������� ()8(/81,� >,(),

(),� �D��,�� ()86/8),� > ,1(,

12,� �D��,,� ():)/92,� > ,(:,

1(,� ��4��� ���#��"#� 99/59/��4/57� ��#3�+��#�'������!���>'��#�
���!�"��� #������ ����#3�� ����<��$� ���"�� +���$�,� �3��� %����
����� "��#����� ��'�� "�����>�����"���3�"3�3��#�� �#� #3������<��
���#3������ ,

�

�i-



22. Annual Report cf the D R C . 1392-93. p.179.

23. Ibid., 1915-16. p.117.

24. Ibid.. 1934-35. p.87.

25. This fact was mentioned by both Ernest Green and Allan Alyea, 
and is also supported by other evidence. To begin with, no 
contract for this work was ever found, and there is little 
mention of it in departmental correspondence. In addition, 
the plans for this bridge at the Ontario Regional Office of 
the Canadian Parks Service {#T-2-148.1 to T-2-148.8) are ail 
labelled with the following quote: "This bridge moved from 
the 3rd Welland Canal".

26. Interview with Allan Alyea, by C. Powles. June 28, 1991.

27. Annual Report of the Trent and Murray Canals. 1957-58. p.16.



[

1. Belleville Daily Intelligencer. September 1, 1882.

2. Canada, Annual Report of the Department of Railways, and 
Car.als, [DRC] 1889-90. p.337.

3. Ibid.. 1890-91. p.370.

4. R. Legget, Canals of Canada. {Vancouver: Douglas, David and 
Charles, 1976). p.235.

5. Annual Report of the DRC. 1894-98. p.372.

6 . C. Theberge, The Trent Severn Waterway - A Traveller's 
Companion. (Toronto: Samuel Stevens, 1973). p.23.

7. OunshcS. .and Gleanings, p.83.

9. Annual Esport of the DRC, 1904-05. p.120.

9. Ibid.,

10. Ibid.,

12. D. Newell, Technology on th.3 Front;js£:,Minlnq in Qjd Ontario, 
{Vancouver: University of British Columbia Press, 1986).
p.102 .

12. Ann^.l Report... of tfrs DRC, 1395-96. D.154.

13. TSWO, Interview with Grant Rathbun, by Daniel Francis. 1980.

14. Ibid.

15. Ibid.

16. Annual .Report of tflS 1S07-08. p.lv.

17. NAC, RG 43, vol.1553, #.7416, M.J. Haney to M.J. Butler, 
December 22, 1908.

18. Ibid.. E.G. Porter to G.P. Graham, March 27, 1909. This file 
also contains other letters from the cement companies and 
other Quinte area businesses.

19. Ibid., N. Tessier (Department of Public Works) to the 
Department of Railways and Canals, April 17, 1909.

20. A.C. Tagge, The Cement Industry in Canada, (Montreal, 1924). 
P* 73.

21. NAC, RG 43, vol.1593, #8710, Dominion Marine Association to 
G.P. Graham, May 7, 1910.

ENDNOTES-NAVIGATION

r

!
L.,

u

0

[
0



� � � � � � � � � � ,,�%, �� � � � � � �� >,158,

15,� ����� �.�75�� !��,(869�� ��������������������"��#����#��.,�,�
.��3�',� =��&��<�1(�� ()(2,

17,� �D��,,� �,�,� ���$��#�#�� �,-,� =������ �&$&�#�1)�� ()(5,

18,� ����� �.�75�� !"�,(8)5�� *69(2�� �,�,� ���$��#�#�� 4,�,� 5�������
�"#�D��� )�� ()((,

1:,� ����� �.�75�� !��,(751�� *))8:�� �,�,� ���$��#�#��4,�,� +�������
��"�'D���8�� ()(1,

19,� �3��� �&�!�<��>>����#�<�#�� �>��"�� %��'�()(1� #�� ()(5� ��������
��>��#���#��D�� "�'>��#�� ���#3�� ��>��#'��#?�����&��� ��>��#� %���
()(5/(7�,

16,� �3�� ��'��#� ���&�#�<� ����������� >,��,

1),� �,� �� ��� ����#��B� ������%� ���'����� W+����!����B� �� ��
�&D���3��$���'>��<�� ()9)H,� >,((1,

52,� �������"%��������� >,158,

5(,� ��#��!������#3���������<���� D<��,� ������,� =&���16�� ())(,

51,� ����#��� �&D��"���D���<�� E����#���� ��#����B� � � ��"���'�"�
�>>��"��#�����%� �#�� ���&�#������ ��''��"����� ��"���� ����
�&�#&���� ��>�"#�E,� W���#����B� ��'����������$�'��#� ����"��#���
�#�,�� ()8(H,� >,�@1,

55,� ���' � � � ��> � �#,�%,#3�,����#� �����&���<��������� ():2/:(,

57,� �D��,,� ():7/:8,� >,(5,



ENDNOTES-OPERATION OF THE MURRAY CANAL

1. NAC, RG 43, vol.2086, reel T-6629. This collection comprises 
the Letterboo-cs of the Murray Canal Superintendent from 
1896-1900.

2. Ibid.. T.P. Keeler to A.G. Blair, December S, 1899. This 
letter gave the first indication of an investigation being 
conducted info Keeler's and other staff members' actions on 
che canal. Unfortunately, no further details on this could be 
found, except for Keeler's eventual dismissal.

3. Interview with Ernest' Greer., by C. Powles. June 26, 1991.

4. NAC, RG 43, vol.2036, T-6629, T.P. Keeler to T.S. Rubidge, 
November 17, 1696.

5. Canada, AnnuaX Repor t t h e  Department of Railways and 
Canals, [DRC] 1905-06. p.173.

6. Ibid., 1912-13.

7. Ibid.. 1913-14. p.324.

8. Interview with Ernest Green, by C. Powles.

9. NAC, RG 43, vol.1475, #12495, C.D. Saraent to W.A. Bowden,
July 24, 1917.

1C. Ibid.. A.L. Killaly to the Department of Railways and Canals, 
November 22, 1532.

11. Interview v/ith Grant Rathbun, by D. Francis. 1980.

12. NAC, RG 43, vol.1418, #6837.

13. Interview with Allan Alyea, by C. Powles. June 23, 1991.

14. Interview with Rodney Greer., by C. Powles. June 27, 1991.

15. Ibid.

16. TSWO, Interview with Allan Alyea, by Daniel Francis. 1981.

17. Ibid.

18. Ibid.

19. Interview with Ernest Green, by C. Powles. June 26, 1991.

20. Annual Reocrt of the Trent and Murray Canals, 1960-61.

21. Ibid., 1964-65.



22 . Ibid., 1971-72.

23 . Information on these is recorded in the Department 
Railways and Canals Annual Reports throughout this

of
period.

24 . Interview with Ernest Green, by C. Powles.

25 . Annual Report of the DRC. 1394-1901.

25 . Ibid.. 1902-03. p.178.

27. Ibid., 1898-99. d .230.

28 . ibid., 1903-04. p .18 9.

29 . NAC, RG 43, vol.1639, #11035, A . L . Killaly to 
September 16, 1936.

A . E . Dubois,

30 . Annual Recoct of the DRC, 1931-32. p.88.

31 . Interview with Allan Alyea, by C. Powles.Powles-



(H� ��>��%��&���<�#����3�>�� �3����$�#3��5�222� �"��� �����!�� ��#�
������ %���#3��>��>�����"����,

1H� +<� (6(8� 3���!���� #3��D&� �"%�#3��� ����� 3���D�������#��D&#���
%��� ��##��'��#,� ���� #3�#� ��'���������� #3�� :7� �"��� �#��>�%���#3��
"����� ��&#��� ��� ����"�#���D<�#3��� '�>,� 	�%��#&��#��<�#3�� �A�"#�
��#���%� #3���� ��"&'��#�� "�&�����#�D����#��'����,

�������a��B� ���������	�������4�����

���&�"�B� � � � �# � � � ! � � � � 4 � # � � � � < ��%%�"��H







APPENDIX D: PLAN OF PRESQU'ISLE HARBOUR AND THE DREDGED
APPROACH WAYS TO THE CANAL

As this survey is dated 1910, it was probably done in response 
the public pressure for che deepening of the canal during this 
period. It shows not only the route of the dredged channel and 
the various shoals in the harbour, but also other features like 
the hotel on the Presqu'Isle Peninsula.

(source: Belleville Public Library)



APPENDIX 3: "A PAPER ON THE PROPOSED MURRAY CANAL 
BETWEEN LAKE ONTARIO AND THE BAY OF QUINTE"

For the use of Members of the Senate and House of Commons, 
February, 1880. It was published as part of a general lobbying 
campaign for the construction of the Murray Canal during this 
period.

(source: Belleville Public Library)
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APPENDIX G: SITE PLAN SHOWING THE LOCATION OF 
MURRAY CANAL DWELLINGS

(source: Canadian Parks Service, Ontario Regional Office)







HERITAGE BUILDINGS ON THE TRENT

LOCK 4 - BATAWA
Lockmaster's House
- built 1924
- i i/2 storeys, lower storey brick
- 24' by 32', with 10‘ by 23' kitchen
- 7 rooms
- similar structure to other Southern area dwellings of this 
period
1953 - furnace installed
1953 - wiring installed
1954 - insulated
- since 1978 has been used as lock office

LOCK 5.. -_TR5NT
Lockmaster's House
- built 1921
- 1 1/2 storeys, lower storey brick
- 24’ by 32', with 10' by 23' kitchen
- 7 rooms
1948 - reshingled
1954 - insulated, wiring installed 
1959 - heavy duty wiring installed 
I9'f>4 - repairs to well

Toolhouse for Dam
- built circa 1314
- small wood structure on west end of dam
- repaired 1949

Garage
- probably built 1919-20 along with lock construction
- served as first lock office until new one built in 1921
- moved from original location on canal land to present site nea 
County Road #4
- now’a two bay metal sheeted structure, 10 metres by 20 metres

Hydro Electric Stop Log House
- built with dam in 1912
- for logs used in power house
- originally wood frame structure
- redone in 1970's or 1980's into metal shed

LOCK 9 - MEYER'S ISLAND
Lockmaster's House
- built circa 1914
- 11/2 storeys, lower storey brick
- 24' by 32', 10' by 23' kitchen
- 7 rooms
1957 - sanitary conveniences installed, rewired, wood and coal



furnace installed
- sits on original foundation, is now used as lock office

Power Station Dwelling
- built ca. 1324
- in 1925 a stable, garage and shed were added
- presently sits east of the lock, just off canal property

LOCKS 11 AND 12 - R J W EY f T O
Toolshed
- date of construction unknown 
located south-west of the lock

LOCK 20 - A5H3URNHAM
Old Watch House
- of the type designed for locks and bridges in 1932
- now sits in storage in TSWO maintenance yard 
probably removed in 1.973

LOCK 23 - PTC
Gauge House
- built 1927
- wood frame structure, approximately 3 metres by 7 metres
- sits at east end of dam

LOCK 24 - CO.URO
Dam House
- built 1923
- wooden frame structure, one storey
- 9 metres by 5 metres
- located at east end of dam

LQCK 25 - SAWYER ppggK
Storage Building
- built ca. 1920's
- single storey wooden frame structure, approximately 10m by 5m
- located at east end of dam

LOCK 26 - LAK5FIELD
Lockmaster's House
- date.of construction unknown, circa 1900's 
- 11/2 storey, all frame structure
- 20' by 26', 14' by 16' kitchen,
- 7 rooms
1923-24 - partly destroyed by fire and rebuilt
1951 - rewired for electricity, eavestroughing replaced
1953 - new oil furnace installed
1954 - new well drilled, plumbing installed
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kitchen)
19*19 - repainted
1953 - sanitary conveniences installed
1956 - chimney repaired
1957 - rewired and new chimney built (wider)
1959 - exterior painted, new kitchen sink installed 
1961 - forced air oil furnace installed
1964 - new septic tank put in, along with weeping tile; new 
insulation above kitchen, new boxing under eavestroughs 
1966 - new drains and ditches 
1974 - reroofing and rewiring dene

Assistant Lockmaster's House (47)
- originally built as Marine Railway Operator's house in 1927
- 24' by 32' with 12' by 16' summer kitchen
- concrete floor cellar, furnace and concrete cistern 
1951 - extensive repairs
1953 - sanitary conveniences installed
1956 - plumbing installed
1957 - new water pipes and eavestroughing put in, together with 
a new asphalt roof on the north side of the summer kitchen 
1959 - exterior painted and eavestrough renewed
1961 - forced air oil furnace installed
1964 - exterior painted
196 6 - new drains arid ditches

Henhouse
- extant 1930
- sits north-west of dwelling #47
- by 1987 in very poor condition

Boat House
- built ca. 1930
- sits to the east of canal lands, on the river bank 

Dam Buildings
- built with dam and power station, 1914-1917
- used for stop log mechanisms, etc.

Pump House
- extant by 1930
- further information unavailable

SCOTCH 30MMfiX,.IS.LANP
Lighthouse
- built 1856
- extant but in poor condition
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House
- built 1856
- extant but in very poor condition
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