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PREFATORY.
To write a history which even approximately reflects the true conditions
of any remote period to which it refers is always an onerous and responsible task. To attempt to dwell in any detail, according to approved historical methods, upon a period which includes the present may be less difficult in respect to the availability of materials and on account of existing
personal knowledge of the events and circumstances of the time, but it is
much more delicate and dangerous ground to tread upon and the writer of
such history must, in a figurative sense, be prepared to carry his life in his
hand. There are numbers of persons in British Columbia who have lived
through the entire period to which the second part of this volume relates.
Some of them, and others as well, have been conspicuous factors of the political situations discussed. Many of the subjects dealt with are still regarded as extremely controversial topics. The author, therefore cannot
hope to escape criticism when he runs counter to the opinions of those who
in their time differed with the views herein expressed. As an honest, even
if not the most competent, student of the period under consideration, he has
at least endeavoured to present the truth as it appears to him.
Truth is at all times relative in respect to the great mass of facts and
information of which the world now is, or ever has been, cognizant. Truth in
its absolute forms is expressed only in the abstract—in the concepts of metaphysics. I n its concrete aspects it depends in the main upon the angle of
vision—the point of view from which objects, events, personalities, policies,
are scrutinized. Atmosphere and environment visually impart the reality
which everything possesses and unless an historian can reconstruct these for
any given period or group of events he must fail in painting a faithful picture. Much of all history will forever remain in doubt for the very reason
that we can never know all the intangible facts of life. Mind and motive are
only explicable from what appears to reflect them and in respect to such
subtle and elusive, but basic, elements of history, we can never be sure that
our analyses are not at fault. Facts, statistics, official documents—in fact,
the entire category of archivistic lore, however indisputable its origin or
authenticity—can in themselves convey only a very imperfect impression
of what they relate to unless we can reincarnate in the narrative, of which
they are the anatomical framework, the spirit, the motif, the mental attitude,
the mainsprings of thought, the primum mobile, the human element of the
time and the action.
I n regard to the history of the Province of British Columbia since Confederation, the author has not striven to enumerate a series of facts in
organized groups but rather to convey a series of impressions derived from a
careful study of the facts and the factors. The period has never before, except in outline, been dealt with in any comprehensive way, and he is confident in stating that, while much of interest has been omitted, much that
is interesting and important has been presented for the first time in the

form of historical narrative. In a sense and in purpose it is an account of
political and economic development and necessarily does not profess to be encyclopedic in its scope. Incidentally, however, it does deal with many matters
that are not strictly germane to the main purpose. Whatever may be the
conclusions or criticism of readers, the writer is conscious of a single desire to
state accurately what are alleged to be facts; to view impartially the events
related and the personalities discussed; to set down naught in malice or in
favor. With the men who played a leading part, with a few exceptions, the
author was personally acquainted. With the greater number he was on terms
of at least friendly relation. With none of them has he been on terms of
personal enmity. The personal equation counts for much and the little touch
of intimacy with his characters he was privileged to have from time to time
has given him impressions invaluable in sununing up results and arriving at
conclusions that otherwise would have depended solely upon the printed record and the estimates of others. Nevertheless, he is fully conscious of the
fact that all judgments formed in respect to contemporaneous men and
events are subject to those re-adjustments and revisions which the lapse of
time and the clearer perspective of distance will enable successors in the field of
enquiry to undertake.

AT THE

TIME

OF

CONFEDERATION.

CHAPTER I.
A t the time of confederation the colony of British Columbia had advanced certainly in political consolidation and self-governing experience. But
in other regards there was no perceptible progress. In population indeed it
had fallen back since 1858. A local census, in 1870 (1), taken by the colonial government did not return more than 9,100 white inhabitants, the majority of whom were resident in Victoria, New Westminster and Nanaimo districts,
whereas it is estimated that there were at least 25,000, some say 35,000, goldseekers in the two colonies in 1858, although these were mainly transients, a
large number of whom left almost as suddenly as they came. The second rush
attracted by the Cariboo gold excitements brought a more permanent element;
probably two=tbirds of these later comers remained.
Conditions in the meantime had become stable; but there was little progress made for some time—in some respects indeed there was retrogression. In
1863 the output of the mines had been $3,900,000, while in 1871 it was only
$1,400,000. Agriculture (2), which was confined largely to the New Westminster district, and the southeastern peninsula, of which Victoria was the
apex, could not be said to have made material advance. There was little local
demand for the products of the forest, and the export trade in lumber was
restricted to the shores of Burrard Inlet (3), where there were two sawmills,
so that the timber industry, though the most prosperous, was not large in
volume. I t could hardly be said to have been flourishing. Salmon canning
was then only a prospective asset, and the fisheries generally afforded a very
( l ) T h e census referred to gave about the following r e s u l t s :
Whites
Coloured
Chinese
Victoria
:
2,842
217
210
Victoria District, South Saanich, etc
1,512
56
36
Nanaimo and District
601
92
36
Comox
102
Lillooet-Cllnton
235
3
80
Cariboo
920
32
685
New Westminster City and District
1,292
37
^27
Columbia and Kootenay
108
2
JL45
Tale, Lytton
524
5
60
Cowichan and Islands
456
5
25
Omineca
500
10
25
Total
9,092
459
1,319
(2)There were 13,384 acres under cultivation in 1871, the product of which in t h a t year w a s : 215,000
bushels of grain (oats, wheat, barley and peas), 140,000 bushels of turnips, 125,000 bushels of potatoes,
etc., 2,373 tons of hay and 28,737 head of live stock.
According to the census of 1881, 1891 and 1901 the same products amounted t o :
1881
1891
1901
Grain, bushels
559,120
1,511,428
1,958,705
Turnips bushels
352,774
576,242
635,988
Potatoes, etc
473,831
685,802
955,946
Hay, tons
43,398
102,146
170,187
Live Stock, number
151,202
251,367
237,096
(3)There were 126 names in the directory of Burrard Inlet, nearly all of whom were millmen, loggers,
etc. Among them are those of George Black (who afterwards kept a hotel a t Hastings), T. Brew, J.
Deighton ("Gassy J a c k " ) , J. Van Bremer.
The Moodyville mill, on t h e north side, was owned by Moody, Dietz & Nelson. J. C. Hughes and
Coote Chambers were office associates. S. P. Moody, the principal of the firm, was lost in the ill-fated
Pacific, ajid Nelson w a s H u g h Nelson, afterwards Lieutenant-Governor. Hastings Mills, still one of the
leading export mills in the Province, was managed by J. A. Raymur, father of Mr. James Raymur, Water Commissioner, Victoria, Jonathan Miller (father of Mr. Ernest Miller, M. P. P. Grand Forks), and
late Postmaster, Vancouver, was constable.
Among the names also a r e those of the DeBecks and L. Linn, after whose father, who came to
British Columbia In 1859, Linn Creek was named.
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narrow scope. Lode mining did not become a feature until after the completion of the C. P . R., while, owing to its isolation from the outside world, the
absence of effective communication between the interior parts of a vast province, and the limited opportunity for enterprise the country had come, practically, to a standstill. I t was the realization of these facts which actually
brought about the union with Canada. Not that there was any lack of faith
in the ultimate future; that was as strong then as now. None of the band of
pioneers ever lost courage or hope. They were inspired always by the possibilities of British Columbia, even in the hour of its deepest depression. The
huge mineral wealth whichJiad been exposed and exploited; the vast shoals
of fish that swarmed in the contiguous sea and the inland waters; the density
and extent of the forests; the fertility and adaptability of the soil already
brought under the plough; the geographical situation in regard to the Pacific
trade; the charms and salubrity of the climate; the rare opportunities for
sport afforded by the abundance and wide habitat of game; the magnificent
resources of scenery—all these happy causes combined to render certain,
under favourable conditions, the great future that awaited the country. Nature
brought optimism to birth on whose lap, like that of Danae, fell showers of
gold. She travailed with great destiny. And so it came to pass that when
the Terms of Union were proposed the chief demand was for railway connection
with the systems of Eastern Canada—unbroken communication between tide
water and tide water. This demand seemed to impose a tremendous obligation upon the Dominion as a whole and more especially upon the older
provinces, whose shoulders mainly had to bear the added burden without
apparently any hope of return. Look at that picture and on this! To-day
two new transcontinental railways are being built with eagerness, whereas
in 1871 the prospect of one, in order to fulfil the terms of the treaty with
British Columbia, was enough to fill the hearts of all Eastern Canadians with
dark forebodings. This was the first of the great problems of confederated
Canada that chiefly concerned the people of this province for the first ten years
of their political history. While there were of course local questions affecting
the fortunes of those in office, and the prospects of those out of it, the great
overpowering issue was always the construction of a Canadian Pacific Railway. This problem brought about a serious estrangement with the rest of the
Dominion; it sent delegations to Ottawa and to Downing Street; it occupied
diplomatic representatives in the persons of Mr. Edgar, Lord Dufferin and
Lord Lome, and it left grievances, the memory of which are still alive, and
wounds, the scars of which are still to be seen.
I n order to account for the stagnation which existed in the midst of
progressive elements, the situation as it then was must be realized.
I t was
through no lack of enterprise, because the British Columbians of that day
invested freely, and in many instances to their cost, in anything that looked
promising. I t was merely the lack of opportunity—of outlet. There was
a considerable trade with the Indians in some few products, but, beyond that,
10,000 white people, generous consumers as they were, could create only a
limited local market. Some trade indeed was done with Puget Sound ports,
then a series of hamlets, but the principal market was San Francisco. Thence
were imported various manufactured articles and fruits, the Nanaimo collieries, the output of which was then about 35,000 tons a year, sold coal in ex-
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change for these commodities. Thither gold bullion, too, was imported, though
in decreasing quantity. From England, round the Horn, in sailing ships
came a number of staple products—liquors, clothes, cottons, haberdashery,
apothecary supplies, heavy hardware, etc., etc. The Hudson's Bay Company sent back furs as in time past, and there were occasional cargoes of
lumber and spars. The exports in 1872-73 amounted to $1,750,000; imports
to $2,076,476. I n 1862, after both colonies had been fairly well established,
these had totalled about $2,750,000 and $3,700,000, respectively. The revenues of the province at the time of Confederation amounted to $327,215 and
the expenditure to $432,082. I n 1862 these items had aggregated $490,000
and $540,000, respectively. Statistics are tedious, but a few are necessary to
emphasize a progress, which, since the C. P . R. has been completed, has
been rapid and during the last decade phenomenal (4).
(4)The Exports in 1862 were:
Gold
$2,176,185
Coal
41,500
Furs
300,000
Timber
200,000
Miscellaneous
5,000
Total
$2,713,683
(Note: Owing to the difficulty of getting exact details under these different heads, the figures are
only approximate, but are substantially accurate.)
I n 1872 t h e Exports were:
Gold
$1,038,574
Coal
180,963
F u r s , etc.
259,292
Timber
211,026
Fish
48,361
Miscellaneous
59,231
Total
$1,792,347'
These exports included $50,000 worth of goods that were not the products of the Province.
To carry on the comparison further, showing expansion consequent upon railway building, we find
exports in 1891 to have been:
(1) The Mines
$2,375,770
The Fisheries
2,374,717
The Forest
325,881
(2) Animals and their produce
346,159
(3) Miscellaneous
213,198
Total
$5,636,725
Coal
$1,970,743
(1) Gold
377,000
(2) F u r s
248,832
(3) Not produce of B. C
91,104
In 1895:
(1) The Mines
4,615,452
The Forest
500,048
The Fisheries
3,264,500
(2) Animals and their produce
•.
454,618
(3) Miscellaneous
&
*hp
231,647
Total
$9,066,265
(1) Gold
$ 611,209
(2) F u r s
126,091
In 1901:
(1) The Mines
$11,941,716
The Fisheries
3,443,037
The F o r e s t
771,098
(2) Animals and their produce
482,078
(3) Miscellaneous
578.352
$17,156,281
Coal
$ 3,348,920
(1) Gold
5,118,708
(2) F u r s
250,619
(3) Including manufactures, $265,663, and not produce of Canada, $210,619.
The trade and navigation returns of t h e Dominion for the year ending the next period of five years
do not give the details by provinces, a change made as the result of a mistaken and foolish idea of the
department in respect to the danger of discriminating comparisons among provinces. But the comparison
may be made in a more general way by the total of exports and imports compared as follows:
Exports
Import*
1872
$1,912,107
$1,790,352
1875 '"
2,824,812
2,543,552
1880
2,643,570
1,756,291
1885
3,237,804
4,089,492
1890
.." 3
5,763,467
4,379,272
189S
*
9,121,098
4,379,611
1900
17,851,81210,560,532
1905
16,677,882
12,565,019
1910
'.'.'.'.'.'...
'.'.'.
25,068,411
27,091,019
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Conditions which affected the colonies from 1860 to 1870 continued more
or less the same until the completion of the C. P . R. in 1885. Activity, it is
true, had been quickened by the anticipation of the railway, by the circulation of the vast sums of money required for the surveys, and construction of
the transcontinental line; by the previous completion of the Northern Pacific
to the coast, which gave direct communication with the East by way of the
Sound / b y the development of the salmon canning industry; by the expansion
of the lumber industry, and by the attention directed to the prospecting for
lode mines. But this activity was more marked in the way of increased population and speculation than of actual development.
During all the 25 years since 1858 the ^colonies and the provinces had
imported, with few exceptions, everything the people ate, wore or used. Of
agricultural produce—eggs, butter, bacon, flour, fruits, poultry, canned goods,
vegetables even—only a small percentage was supplied locally. Beef cattle
for the most part came from the bunch-grass ranges of the interior, mutton
and lamb largely from south of the line; bread, biscuits, oatmeal, canned
salmon, beer, (for a time) matches, bricks, lime and building material alone
were manufactured locally. There were in addition to these industries, ship
and boat-building in a limited way and foundry and machine shops. Sealing
was an important enterprise for a considerable period.
The period from 1870 to 1910 can, therefore, be conveniently divided
into two parts, the first ending with the completion of the C. P . R. to Burrard Inlet, after which a new era, rendered possible by new conditions, began.
Progress in actual development, comparatively slow at first, was accelerated
year by year. Three new factors were created: first, transcontinental traffic
and intercommunication between British Columbia and the other provinces;
secondly, the commencement of interior development; and, thirdly, the opening of direct trade with the Orient and Australasia. From a federal and
imperial standpoint, there was still another and greater factor—the opening
of the new Empire trade route across Canada—of which our ocean ports
are the gateways. I t might not seem the proper place at the beginning of the
history of the post-confederation era to enlarge upon the nature and extent
of these factors. Nevertheless, the unfolding of the scheme of railway construction, the long drawn out negotiations, and the extension of the systems
of internal communication, will be better understood and appreciated by being
discussed at this point, because the raison d'etre of joining Canada together
in^Gonfederation was founded upon these considerations and not upon patriotic
sentiment, loyal as British Columbians always were. If the British authorities
had built the C. P . R. as an Imperial highway, as they were at one time
strongly urged to do, British Columbia might have remained with some advantage to herself, as Newfoundland is to-day, a separate colony of Great
Britain; or, again, if such a course had been constitutionally possible, British
Columbia might have removed some of her existing disabilities by merging
her destiny with that of the country south of it. Indeed, the situation at one
time did create a certain amount of annexation sentiment. Separated as Victoria was three thousand miles away from the seat of central government,
with a vast extent of barren and undeveloped country, with huge mountain
barriers between, such a course might have seemed to justify the theory of
Goldwin Smith that sovereignty should be based on the lines of least resist-
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ance, namely, contiguity of place and homogeneity of conditions. I n all probability British Columbia, joined to Washington and Oregon, would have more
quickly sprung into new fife, but on the other hand, she would not have enjoyed the substantial growth in the years which were to follow. Subsequent
events have shown that, in so far as the welfare of Canada and British Columbia are mutually and separately concerned, Goldwin Smith was wrong in his
philosophical deductions, and that the wisdom of his very specious theory has
not been demonstrated by practical results.
I n any event, whatever might
have been the outcome of negotiations between the governments of the colony
and of the Dommion in respect to union, British sentiment which was dominant in the Province would not have agreed to annexation with the United
States, except as a very last resort. F a r too much weight has been attached
to what this crude and very limited tendency towards annexation portended,
although indifferently informed writers, some of them in high places in Great
Britain, even yet persist in referring to it as a danger which, as a matter of
fact, never existed. Indeed, throughout the length and breadth of the Empire there is no part where the people as a whole are so wholly and unreservedly devoted to the idea of Imperial unity and to British institutions as is British Columbia.
To consider the above named factors in order, direct communication
with the eastern provinces by the completion of the railway made British Columbia an indissoluble part of the Dominion and brought about new conditions
of trade and politics.
The balance of commercial advantages, indeed, for some time were, as they
still are, in a large measure in favour of Eastern Canada. This Province became
a new and profitable field for the manufacturers and wholesale merchants of
the older provinces—in other words, she enlarged their sphere of activity. On
the other hand, the natural products of British Columbia—lumber, fish, and
minerals—on account of distance and other disadvantages, could not readily
find a market in the East. Nor did she possess manufactured goods to give
in exchange. But the completion of the C. P . R. stimulated activity, brought
population, incited travel to the Coast, built terminal cities, and gradually and
increasingly fulfilled the expectations, so that transcontinental traffic has
assumed immense proportions, and from a condition of practical isolation our
social and political relations with the East have been rendered intimate.
Internal development at the time of Confederation, however, was practically at a standstill. Cariboo, which had enjoyed such a period of prosperity,
was on the wane. No other rich fields had been exploited. Wild Horse Creek,
Big Bend, Rock Creek, Boundary Creek, and Similkameen had shown spasmodic outbursts, but, had they proved richer than appeared, the difficulties
and expense of transportation would have offset their advantages. The Omineca and Cassiar excitements of a later day "produced considerable gold, but
here again the districts were too remote and too hard to reach to be really
reproductive. Placer camps have always been the graveyards of the brightest
hopes of mankind, and even had the provincial revenues sufficed, the amount
of the precious metal won from them, excluding, of course, Cariboo, would not
have justified the expense of building wagon roads. The operation of lode
mines with wagon roads as the sole means of communication has always been,
as experience teaches, an impractical proposition. Mining in the interior is only
[5]

^

possible on one condition: cheap transportation by railways in combination
with numerous waterways. The main line of the C. P . R. did not run
through the most fruitful parts of the Province. I n the Kootenays, to which
prospectors for lode mines first directed their attention, opportunities were
soon opened up for traffic and interior communication by means of railways,
and steamboat traffic began to expand until a network of lines was completed.
Thus was made possible the mineral developments of to-day, combined with
the establishment of the coking and smelting industries, and the building of
mining towns.
One of the first results of the completion of the railway to Burrard Inlet
was the opening of direct trade with Japan and China. I n 1886 sailed the first
tea-ship, which transhipped its cargo for overland at P o r t Moody; soon after
which were chartered for this trade the steamships Parthia, Abyssinia, and Batavia, and these again were succeeded by the three "Empresses": India, China,
and Japan. Then followed the establishment of liners to Australia. There is
now a large fleet of transpacific steamers calling at Victoria and Vancouver,
representing half a dozen companies. The importance to the Province of these
developments is very great, involving as they do the building up of seaports, in
the creation of commission and forwarding houses, and the bringing of the people into contact with the commerce and leading men of three continents.
But there is a phenomenon of larger and infinitely more important consequence to be noted. The coupling of ocean with ocean by means of a railway has placed British Columbia on the new Empire route of travel. Coincidently with the establishment of Pacific steamships to the Orient came the
agitation for a faster Atlantic service between Great Britain and Canadian
seaports. Again, the fact that the C. P . R. has subsidiary European connections has had the effect of drawing the trade to the west coast cities from
the continent as well as from Great Britain.
The new condition also suggested the idea of a Pacific cable, which in its turn inspired the still wider
vision of an all-British cable girdling the earth. All these enterprises will
clearly have the greatest effect on the future of British Columbia seaports;
add to which the opening and settlement of the Middle West, the invasion of
the Great Northern Railway, the development of the Grand Trunk Pacific
and the Canadian Northern, the expansion of commerce seaward and coastward, the enlargement of shipbuilding, the establishment of pulp mills, and
the prospect of iron and steel industries, all of which are fraught with infinite
consequence to the Province, the Dominion and the Empire alike—have been
the direct and logical outcome of that bargain between Canada and British Columbia, which stipulated that a railway should be the main condition
of union. The difficulties, however, the heartburnings, the agitations, and protracted negotiations connected with the fulfilment of the terms of that union
will be seen to form a large part of this history of the Province after 1871.
To begin with, the political, social and economic conditions of the period
must first be briefly considered. Victoria, politically the capital, was also for
many years the social and commercial centre of the Province. New Westminster had lost its importance as chief city of the colony of British Columbia when the union of British Columbia and Vancouver Island took place in
1866, and had by that time become a town of only several hundred inhabitants.
Though being on the highway to the interior, the chief point in the navigation
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of the Fraser River and the natural centre of New Westminster district,
which was the most considerable farming area in the Province at that time,
it had a trade and importance peculiarly its own, yet it was inert and lifeless.
The feeling of its people on account of the change of the capital, in addition
to a natural rivalry was anything but friendly to Victoria. The latter, with
the population, the wealth, the men of influence, the trade, and the seat of
government, completely dominated the Province. There the traveller in the
West, the politician, the commercial man, and the seaman found their natural
home. During the winter it was the resort of a more shifting element—
miners, prospectors, cruisers, loggers, sailors, sealers—whose avocations called
them hither and thither in summer in search of fortune or employment. There
the policies of the government of the day were framed, always with an eye to
the interest of Victoria and the Island of Vancouver. There in the hotels,
the homes of the nomads, during the winter months, was an atmosphere of easy
gaiety and distractions. Nevertheless, Victoria had none of the marks of the
typical border town of the United States, and was always quiet and orderly.
There were few restrictions to pleasure, but the freedom enjoyed was seldom
openly or flagrantly abused. Similar conditions to those in Victoria obtained
almost all over the Province. I n the more remote places gambling was a
standard form of abusement, but the wholesome fear of law and respect for
authority prevented those excesses which were blots upon every mining and
frontier town of the western United States. Moreover, the pioneers of this
Province were of a mucn better class, as a rule, than those of the country to
the south of the line (5). No reference, of course, is here intended to the
first settlers of Oregon and Washington, but to the men who followed in the
wake of the prospectors and the founders of towns as settlement advanced—
the border desperado, the cattle "rustler," the "bad man" of the plains, the
"tinhorns," the "Arizona Petes," the "Texas Bills," and the rest of that
motley herd around which fiction has thrown a halo of romance, and pseudomoralists have excused on the score of following the "ways of the West"—a
class of men who, freed from the restraints of polite and orderly society, revert
to sheer barbarism, reducing themselves below the level of the untutored
Indian.
I n British Columbia, on the other hand, towns of the coast society were
leavened with an especially religious and moral element. From the very first,
Christian churches (6) had reared their spires in all the towns of the

r

(5)This comment is made without disparagement to the general morale of the people of the United
States, and is corroborated by works of American origin.
The difference in pioneer conditions between the two countries, in the better social order maintained
in British Columbia, is due to two t h i n g s : 1. The population of British Columbia, after the first rush,
was drawn, mainly directly from the older communities in Canada and Great Britain, whereas in the
western states, there was a large class of adventurers who drifted hither and thither as new discoveries were made, or new movements took place. 2. The strict enforcement of the law from the outset
in British Columbia prevented excesses and crime and engendered a spirit of order and obedience to
authority. Had it not been for the latter fact there would have been repeated in this province the
deplorable condition of things elsewhere. Nothing has been here stated that has not been maintained
hundreds of times over and in much stronger terms by writers of the United States themselves. "It
is t h e Idealism of the Americans that makes them such searching self-critics," says Low, and "It is this
which makes the American criticise himself so fiercely, t h a t makes him so quick to resent the criticism
t h a t comes from without; and t h a t the American is extremely sensitive to foreign criticism cannot be
denied." The author, realizing this, is the more careful not to give needless offence.
(6)In Victoria, almost from the very earliest days of the Hudson's Bay Company rule, religious ser
vices were conducted first by t h e Rev. J. R. Staines. He was succeeded by the Rev. E. (now Bishop)
Cridge. Accompanying Douglas on his first expedition to old Camosun was the Catholic missionary, Rev.
F a t h e r Balduc, who baptized many Indians. I t is not recorded, however, that these sudden conversions
had very lasting effect on the native conscience or t h a t they represented any intelligent conception of the
nature of the change supposed to have been wrought. The Oblate fathers were first in the field in British Columbia as Indian missionaries, and in 1860 we find the R. C. Church well established in Victoria,
with Bishop Demers a s head of the Diocese and Revs, and F a t h e r D'Herbomez, Baudre and Lejacq (of
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coast—Catholic, English Church, Presbyterian, Methodist, Congregational,
and Baptist—representing a class of the community trained in religious observances, which were of a restraining and beneficial influence. I n fact, the
pioneers of British Columbia, if we except the rabble of San Francisco adventurers who came with the first rush and left soon after, were essentially
a superior class of men and women. They included the Hudson's Bay Co.
traders and their families, the officials of the civil list in two colonies, the
members of the corps of Royal Engineers, retired army and navy men, enterprising, ambitious, intelligent, and educated youths from Great Britain, Eastern Canada and the United States, and/the better class of western miners.
There were also, stationed at Esquimaltythe officers of ships of war who contributed their quota to social life, so that at the time of confederation there
was a nucleus of society educated and refined beyond the standard of the
ordinary new world community. There were churches, clubs, reading rooms,
private and public schools—though not yet an educational system — musical
societies, theatres, amateur theatricals and lodges of all kinds (7). Externally, towns like Victoria and New Westminster seemed new and unfinished,
but in many respects they differed but little from communities in Great
Britain and Eastern Canada or elsewhere in the older world. There was, of
course, the free and easy life and absence of convention which distinguished
the West from the East; but the predominance of British and Canadian residents, especially the former, nurtured by the best traditions of a good home
life, gave to the colony special characteristics, which are still marked in British Columbia, and which rendered the translation of the best of old conditions
to new, an easy process. These were halcyon days to which older men of the
present generation can now look back—moderate work, frequent holidays,
wholesome recreation and sport, gay evenings, congenial, free-handed social
life, beautiful environment, a climate like that of England itself, and, finally,
t h e O. M. I.) a s priests. The Oblate order was also established a t New Westminster, which w a s t h e
headquarters for the mainland. I n both Victoria and New W e s t m i n s t e r t h e r e were Catholic schools for
both sexes.
In 1863 there were two English Churches in Victoria, Christ Church and St. John, of which Rev. E.
Cridge and Rev. A. C. Garrett, respectively, were rectors. There were five other English Church congregations on the Island in which Revs. Dundas, Wood, Good, Lowe and Kirk ministered. T h e Rt. Rev.
George Hills was Bishop of the Diocese, and Very Rev. H. P. Wright, Archdeacon.
The Presbyterians had a church under t h e charge of t h e Rev. A. Hall, pioneer clergyman of t h a t
denomination, who was sent out to Victoria by the General Assembly of t h e P r e s b y t e r i a n Church in
Ireland. In New Westminster t h e Presbyterians were represented by the Rev. Dr. Jameson, sent out b y
the General Assembly of the Canadian Church in 1862.
The Wesleyan Methodists had four ordained clergymen in British Columbia, Rev. E. E v a n s , Supt. and
Revs. E. Robson, E. W h i t e and A. Browning.
Rev. Mr. Macfie, who wrote a book on British Columbia, was a Congregational minister.
On the mainland, the English Church had parishes in New Westminster, Sapperton, Hope, Douglas
and Lillooet, of which Rev. J. Sheepshanks (afterwards Bishop of Norwich), Rev. H. P. Wright, Rev. A.
D. Pringle, Rev. J. Gammage and Rev. R. D. Brown, respectively, were pastors.
(7)In regard to education, in Mallandaine's Directory of 1860, t h e following note is to be found: One
nunnery—Sisters of St. Ann—also school for females, one school under the auspices of t h e R. C. Bishop
(school for boys in Humboldt Street), one private educational i n s t i t u t e for the sexes, E. Mallandaine
(late J. S e x s m i t h ) ; one young ladies' seminary. In t h a t year there was also a hospital, a Masonic lodge,
an Oddfellow's lodge, a Ladies' Benevolent Society (under the presidency of Mrs. Moody, wife of Col.
Moody) and a Philharmonic Society conducted by John Bayley. There w a s no educational system until
after Confederation, b u t there w a s very soon a Central School in Victoria, of which t h e l a t e J o h n Jessop
was principal. I t was strictly non-sectarian, and although fees were charged t h e y were described a s
"low."
There were two Masonic lodges, No. 1085 and Vancouver Lodge No. 421. Among the officers of t h e
first were Robt. Burnaby, Thos. H a r r i s (first Mayor of Victoria), W. H. Thain, Lumley Franklin, J. J.
Southgate and Geo. Pearkes. Of the l a t t e r Dr. I. W. Powell, Hon. David Cameron and R. T. Smith.
A St. Andrews Society, of which Governor Douglas was Honorary President, and Chief J u s t i c e David
Cameron and M a t t h e w Baillie Begbie were Vice-Presidents, Gilbert Malcolm Sproat, President, and J D.
Walker, J a m e s Duncan, Rev. J. B. Dundas, Dr. Trimble, Capt. I r v i n g (Sr.), A. D. McDonald, Thos. Lowe,
and C. Wallace were among t h e members. W a s organized a t an early date.
So also was t h e Amateur Dramatic Association, with Governor Douglas, Patron, and Robt. Burnaby,
Selim Franklin, W. A. H a r r i s , C. W. Cruickshanks, A. M. H a r r i s (general m a n a g e r ) , Lumley Franklin,
A. B. Fry, H. C. Courtney, Edward White, and Godfrey Brown were a m o n g the members. There w a s a s
well a Hebrew Society, called the Chebra Bikin Chalim Ukedisha, of which the officers were E m a n u e l
Levy, David Hart, Lewis Davy and Lewis Levy.
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hope in the future. What wonder that some in that happy community regarded the new era of railways and commercial bustle as an intrusion upon'
pleasant dreams and rather resented the breaking in of newcomers upon their
sacred circle. There was no greedy competition. Business men went late to
their offices and came early away. Celebrations of all kinds were frequent,
there was cheerfulness in ill fortune as in good, of both of which the colonists u
experienced their share. The Pacific province, then as to-day, though in a
greater degree, had a peculiar fascination for the majority of strangers, and
few who came to stay for a time ever left, or if they did leave longed to
return again. I n truth, the atmosphere of a British Columbian city holds him
who breathes it with a grip not felt under other skies.
None of the towns of the new province had attained the proportions,
although several had all the dignity, of cities. Besides Victoria and New
Westminster, there were Nanaimo, Yale, and Barkerville.
Nanaimo, like
Victoria, had had its origin as a Hudson's Bay Co. fort—a relic of which is still
seen in an ancient bastion on the water front—and was a colliery town pure
and simple, as it is still to a large extent. The collieries were operated by the
old Vancouver Coal Company. These were subsequently transferred to another English corporation, known as the New Vancouver Coal Company,
which company after years of operation in its turn transferred its interests
to a corporation known as the Western Fuel Company, whose headquarters
are in San Francisco. Nanaimo's fortunes varied with the fortunes of the
coal industry, but in the main have steadily progressed. Yale was the head
of navigation on the lower Fraser, the seat of local government for a large
area of interior country, and the point of departure for Cariboo and Yale dis
trict. I t had ever since the first been the headquarters of the mining fraternity
of the Fraser and an important commercial and forwarding point. Later on
it was the headquarters for railway construction during the period of the
Onderdonk contract, and at the latter time as well as in the very early times
was extremely "livery" in the western sense of that term. Its environment j
formed the nearest parallel in British Columbia to the gambling saloons of j
the typical mining town of the West. I t was not municipally organized and /
may be more correctly described as a "camp," bustling enough in its heyday,
but long since a quiet hamlet, with a railway station, a ladies' school, a government office, a church, a hotel, the broken-down remnants of business blocks,
and a few old-time residents, Indians and Chinese. Saloons are pointed out
to the visitor where one thousand dollars a day in gold dust used to be spent
over the bars. With the completion of the railway the glory and bustle of
Yale vanished, when the head office of the stage line to the Lillooet and Cariboo
country was removed to Ashcroft. Situated in a snug, fruitful flat in the
Fraser canyon, it is, nevertheless, a delightful spot, redolent of Indian traditions and the reminiscences of pioneer mining and travel.
Williams Creek was virtually the centre of the mining of the principal
division of the Cariboo district, and the mining population of the neighbouring creeks really belonged to Barkerville. About 1863 and 1864 Barkerville
was a town of considerable importance and, though its citizens were more or
less transient, coming and going, as the fortunes of mining ebbed and waned,
it maintained, however, a steady trade for almost a decade. A number of
business houses were represented and it was noted for its hotels, its dance halls,
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and as the seat of local government. I t boasted of a reading room, of a newspaper—the Cariboo Sentinel—a four-page paper which cost a dollar a copy,
paid its editor $150.00 a week and charged $5.00 an insertion for the smallest
advertisement—a fire department, together with fraternal and benevolent societies. Although it had several places of worship it was not a martyr to
religious exercises. Barkerville never became incorporated. I t declined in
importance and population with the decadence of the placer industry.
I t can scarcely be realized now, what the conditions were at that time, of a
province so vast, so isolated, and so rugged, and yet potentially so great.
Burrard Inlet, now the scene of such activities, was then a solitude, surrounded by dark and deep forests, save for two sawmills to which ships came
now and then for cargoes of lumber and spars, a hotel, a store, and the
Indian village on the north shore.
Vancouver was then known as "Gastown," called after mine host, "Gassy
Jack," who kept the single hotel of the place, a trail connected it with New
Westminster, but even then, at the time of the laying out of the townsite of
Granville, prophetic minds saw in it "an exceeding great city." New Westminister itself, according to the census of 1871, was only a burg of some few
hundred souls. To it there ran steamships from Victoria via Lander's Landing, which touched at river points as far as Yale. The district was the most
populous rural portion of the province, boasting on both sides of the river,
but principally on the south side, some 600 or 700 residents. From Victoria
there was regular communication with San Francisco, and up the coast
to Nanaimo, Alert Bay, the mouth of the Skeena River, and as far
north as F o r t Simpson and the mouth of the Stikine, travel to which
northern points for some time after Confederation was somewhat brisk, owing
to the milling excitement in the Omineca and Cassiar districts. Queen Charlotte Islands, now an important objective point for miners, prospectors, timber cruisers and land-seekers, was only occasionally visited by steamers during
summer months, but was then, as for a long time subsequently, practically
an exclusively Haida heritage, the possibilities of which were neither appreciated nor known. There was a little farming done in the delta of the Fraser,
in Saanich, in Sooke, and in Metchosin districts, but hardly any in- Cowichan.
Beans had been raised in Lillooet with a good market in the mining camps,
and some wheat was grown in Cariboo. There were cattle ranches in the
Lillooet and Cariboo districts, in the vicinity of Kamloops and in the Okanagan, and one or two in the Similkameen and Nicola, which found their principal market at the coast. The ranchmen, however, were few and far between,
and for the most part unprogressive. Splendid fruits were grown here and
there, but fruit-growing as an industry was as yet only a possibility in British
Columbia. Progressive methods, even had they existed, would not have availed
much. Ranching was a somewhat unprogressive and easy-going life. The big
ranches which were taken up in the early days, for the most part at one dollar an acre, have now become too valuable in the majority of instances for
running cattle, and a great many of them have been sold and subdivided into
small holdings for the growing of fruit, which afterwards became infinitely
-more profitable and important as an industry than in those early days.
Throughout the interior government offices served the needs of the
fexceedingly thin and widely scattered population, consisting of only a few
[10]
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thousand or two whites in the aggregate and of a shifting type. Such condi- j
tions created a form of administration peculiar in Canada to British Colum- I
bia, that of government agency, which has existed ever since. A government agent was lord paramount hThis district with a multiplicity of official
functions—government agent, stipendiary magistrate, gold commissioner, >
mining recorder, assessor, collector, water commissioner, land agent, issuer of
marriage licences and constable. Any of these powers, not exercised by himself in person, were delegated to responsible deputies under his direction and
control, but in early days and in the remoter districts one man usually performed all functions, and the system has always worked well. Some of the
men who acted in that multiform capacity are honoured names in provincial
annals—men such as O'Reilly, Saunders, Fitzstubbs, Cox, Ball, Vowell,
Kirkup, Bowron, Tunstall, Haynes, Bray, Hussey, Moresby, Galbraith, and
Brew—some of them no doubt with faults of temper and eccentricities, but
men of character, bravery, endurance and administrative ability, many of
whom travelled for hundreds of miles along trails on horseback through
wilderness and by canoes on lake and river, suffered hardships and exposure,
and maintained alone at isolated posts the majesty of the law—men of whom
their descendants are deservedly proud, and to whom the province owes much
both as contributors to its early development and as exemplars of public
duty at all hazards. Among Indians in remote places, and miscellaneous congeries of whites, their duty was always attended with risk and danger,
but it is only fair to add as a tribute to both classes of their subjects that few
tragedies occurred, and acts of violence were rare and invariably avenged in
the courts. Indeed, it may be said that miners and prospectors, however
rough in speech and appearance, are proverbially submissive to law and amenable to order. Moreover, the outstanding feature in British Columbia as a?wcolony, and as a province, has been the prompt and effective administration \ ,
of justice. No contravention of statute, misdemeanour or crime is so remote Jv
that the arm of the law has not been long enough to reach and punish. The
fact that men like Douglas and Begbie at the very outset exerted their
authority with an unsparing hand in dealing with offences had the effect of
establishing a respect for British law and order that soon became universal in
the Province and extending far beyond its borders.
y
The Chinese were numerous in the Province and their competition with
white labour created at an early date an Oriental question, which perennially
Wjitated the Legislature and was the common topic on the rostrum as often as
Selections came round. The Chinese came to the country first in 1858, being
'attracted, according to some authorities, by the stories of the gold discoveries.
Some of them were engaged in washing gold, but as a rule were employed as
domestics, cooks, and farm hands. Gradually, being a versatile people, they
drifted into other occupations. The agitation against them arose from the
fact that they worked in factories, in lumber yards, in tailor shops and in other
industries at a price against which the white labour was helpless in competition. Some five thousand of them were employed in the construction of the
C. P . R. A t first, as a political question, it was taken up by the local Legislature, which attempted to deal with it by imposing a tax of $50 per head,
but the statute, under whose authority it was imposed, wafe promptly disallowed by the Dominion Government on the grounds that it was ultra vires
[11]
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provincially. The agitation became so strong ultimately that the Federal
Parliament was moved to pass an act placing a tax of $50 per head on Chinese.
With the exception of advancing wages slightly, this had little perceptible
effect in preventing-Orjental immigration. Chinese contractors paid the tax,
hs they paid the^passage money, for these people, obtained employment for
them at a handsome^commissTon for themselves, and collected their advances
[as wages were paid. To all intents and purposes the Coolie immigrant was
/a slave to the contractor for a year or more, as the case might be, until the
*debt was paid—a system which obtains everywhere where Chinese are largely
employed. The agitation against them, however, still continued, and the
Dominion Parliament raised the impost to $100 a head, a restriction that still
failed to satisfy the labour unions or protect the interests of labouring men.
Wages of Chinese went up once more, but the Chinese still came in. At the
time of the elections in 1896, Sir Wilfrid Laurier, then leader of the Liberal
opposition, had given a definite promise to make British Columbia a white
man's country, and in pursuance of that pledge a Royal Commission was
appointed in 1898 to enquire into the conditions of Oriental labour on this
coast, and took voluminous evidence in that year bearing on the Oriental
question generally. As the outcome of the report of the commission, the
head tax was raised to $500 per head, which for some time proved to be
practically prohibitive of entry. Thereupon the Chinese who were already
resident demanded almost a double wage. This manoeuvre was to some extent responsible for the incursions of Japanese and Hindus in 1907. Another result has been that the Chinese element has again begun to increase,
Jthereby swelling the coffers of the Provincial Government, whose share of;
the head tax is fifty per cent.
In the foregoing account an attempt has been made to outline fairly
and accurately the condition of the Province at and immedately before and
after the date of union with Canada. A glance at the figures that have been
given, which cover a period of 25 years, reveals the fact, already stated, that
the province of British Columbia was in a material sense almost stationary
during that long time. In one important sense, however, the country was
moving forward. The people were slowly but surely laying the foundations
of progress, but not in a manner that can be shown in statistics. From the
latter point of view the country was more prosperous in 1860 than it was at
any subsequent date until the completion of the railway. But the activity and
speculation consequent upon mining or any other class of excitement is not
necessarily real prosperity, although on account of incidental developments it
may, and under favourable conditions usually does, lead to results of great
consequence. This has been true of California, Australia, and South Africa,
and it has been particularly true of British Columbia, notwitihstanding that
mining itself may in the meantime cease to be the most important factor in
t the new era of expansion. Mining excitement brings population, which seeks
! new avenues of employment when the original incentive is lost, and utilizes
* other opportunities to earn a living or accumulate wealth. Some of the
.thousands who went to Cariboo, without finding what they sought, took up
(land and formed the nucleus of an agricultural population. Others who came
to British Columbia, lured by the stories of golden sands, turned their attention to commercial pursuits. Others again became interested in timber and
[12]

fishing, others in transportation and shipping, until a community of diverse
interests was formed, with, however, mining as its main prop and hope. But
success was in a general way dependent upon railway construction and communication with the outside world, and other developments of a national
character which were to determine British Columbia's ultimate place in the
history of British North America.
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CHAPTER II.
Prior to Confederation British Columbia was a Crown Colony, similar in form of government to that of the Crown colonies of older Canada.
Upper and Lower Canada were granted responsible government in 1841, but
the fullest and complete expression of all that the term involves is observed
in the B. N. A. Act. Responsible government was not enjoyed by British
Columbia until the date of Union in 1871 (1). I t is scarcely necessary to
state that at the head of the Crown Colony regime there stood the Governor,
who received his instructions direct from the Imperial Government through
the Colonial Secretary in Downing Street, and who necessarily, had a much
larger share in the responsibility of the affairs of state and exercised a much
greater influence in Executive Council than the Lieutenant-Governor, or His
Excellency the Governor-General. The very term "responsible" as implied to
government implies of course responsibility to the people, whereas it is the
(1) The statement t h a t responsible government was not achieved to Its fullest extent, is true in a
literal r a t h e r than a constitutional sense. During the McCreight regime Joseph Trutch a s Lieutenant-Governor, sat in the Executive Council, and discussed all m a t t e r s submitted with the members. He was
the dominating influence of the cabinet, so t h a t it might be said he was not only the Throne itself,
but the power behind t h e Throne. He was a man of more than ordinary ability, who combined professional knowledge with practical business experience and capacity. From his former connection with
the Government as chief commissioner of lands and works, he was familiar with all the details of
governmental machinery. H e had also a peculiarly practical mind, and possessed a sound and evenlybalanced judgment. To t h e members of his administration his advice and assistance were of great
service. Not one of his ministers was a man of ministerial experience, and all, with the exception of
Hon. Mr. Holbrook, were lawyers. His relations with them had this advantage t h a t he influenced their
policy, and gave effect to his own views without becoming responsible for their decisions. Moreover,
he w a s a masterful man of forceful character, but like most such men, was selfish, ambitious and inclined to be dictatorial. H e was, also blessed with a belief in himself, and was somewhat pompous
in manner, though his good sense was always prominent. At the incoming of the de Cosmos Government he received a r a t h e r severe shock. At the first meeting of the executive council he was present
a s usual, and an extraordinary amount of time was spent in miscellaneous and desultory conversation.
Being a man of prompt business habits, he became impatient and remarked, "Well, gentlemen, is it not
time t o begin?" I t was then diplomatically but firmly intimated t h a t they were waiting for him to
retire. T h a t was the last occasion in which Crown and Council met in executive conclave in British
Columbia. I t was likewise the first real responsible government. I t is not certain t h a t the Province
was any better off without the advice of His Honour, but the arrangement was a t least more defensible. His Honour did not cease, however, to exert a strong influence on Cabinet counsels and in public
affairs, though advice was not always salutary and unselfish. On one occasion he exerted himself to
secure the retirement of Mr. Bunster from the Vancouver (Island) contest in favour of Sir Francis
Hincks, Finance Minister of Canada, who wanted a seat in the House of Commons. This nearly brought
about a grave crisis in his affairs. Bunster, who had his faults, was a blunt, honest, outspoken man,
and he negotiated his retirement (so he alleged) in the presence of Hon. Mr. Trutch, and with his
concurrence, on condition of special protection to British' Columbia agricultural products. Sir Francis
Hincks either forgot to, or could not, give effect to his promise, and Mr. Bunster blurted out his s t a t e ment of the case in the Legislature. His Honour denied any share in the transaction, but Mr. Bunster
persisted. The m a t t e r was finally allowed to drop. Had it been pursued, one of two things would
have resulted, the expulsion of Mr. Bunster from the House, or the retirement of His Honour. Other
things were whispered about the latter in respect to his relations with administrative and executive
affairs. For instance, later on, it was said t h a t he was interested in the Moody lands, of which there
was a considerable area, in the vicinity of Burrard Inlet and t h a t his influence, for t h a t reason, was
exerted in favour of the C. P. R. terminus being located on the mainland a t that point. A letter from
Colonel Moody himself satisfactorily disposed of what proved to be manufactured out of people's imagination. But it is certain t h a t until Dr. Mclnnes entered the arena, no Lieutenant-Governor ventured so
far outside of his strict constitutional sphere of influence to interfere in public policy. During the
transition from Crown Colony government to Provincial autonomy, there was a brief interregnum in
which it was necessary for him to administer affairs on his own initiative, but he continued this rule
much longer than was necessary, or than was constitutionally defensible. H e did not appoint his
ministers until it was barely in time for them to meet the House after their election. I t might also
be a m a t t e r of wonder t h a t he chose ministers who had not been identified with the movement towards •
Confederation, and who were without political experience. Undoubtedly, this was done to make more I
firm his own hold on the direction of public policy, and retain a personal supremacy t h a t was much to i
his liking and in accord with his personal ambitions. On t h e whole, if we p u t aside considerations of '
his personal prejudices and those human weaknesses inherent in a man of his mould, his influence and
his efforts were on the whole beneficial at t h a t particular time. There was a tendency to demagogy
in a newly constituted Province, which might have steered the ship of state still further out of a sound
economic and political course. Moreover constitutional and responsible government in Canada was in
i t s experimental stages—a fact which applied with more particular force to the situation In B r i t i s h '
Columbia.
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Crown from which the Lieutenant-Governor indirectly derives his authority, and
of which he is the local representative. There was the Legislative Council the
members of which were, in part, appointed by the Governor and in part elected
by the people. In the older Canada these two branches—the elective and the appointed—were often, if not always, in a state of conflict. The Governor was always ia conflict with one or both, but usually the appointed branch represented
the will of the Governor. The unsatisfactory results of this combination of irreconcilable elements brought about what was in name at least responsible government—because the government, backed by the influential remnants of what in
Ontario was known as the Family Compact, still continued, or attempted, to
exercise undue prerogative and influence. In British Columbia there was not
the same hostility displayed between the popular and executive elements.
Nevertheless the representatives of the people were essentially in opposition,
They in the main favoured Confederation and were to a large extent the
leaders in the agitation which brought it about. The same causes, however,
which operated in Old Canada to make Confederation possible and necessary did not obtain in British Columbia. In the former, Confederation was
the solution of a political deadlock between Upper and Lower Canada, which
rendered progressive government or satisfactory government of any kind im-'
practicable. In the latter, Confederation was not the panacea for government
ills, but a great factor of material development—the improvement of a situation which by reason of isolation and lack of communication with the outside
world, rendered further commercial and industrial expansion a physical and
financial impossibility. The country had become and remained stagnant for
want of opportunity. Confederation in British Columbia was not, except incidentally, a matter of sentiment evoked in order to help forward the cause of
its supporters. The people sought relief in Confederation from disabilities
which by their own efforts they were powerless to overcome. In a word, a
transcontinental railway, with all the advantages which it promised, was the
crux of the issue. There had been it is true, complaints as to the old autocratic form of government, but it cannot be said that the evils of the system
were out of all proportion to the requirements of the country at that time (2).
I t is even true, indeed, an imperfect system of government well administered is capable of good results equal in degree to the evils made possible
by the bad administration of a good system.
"For Forms of Government let fools contest,"
"What'er is best administered, is best."
In a previous chapter the events which led up to the Confederation have
been traced step by step, and, therefore, it is not necessary to deal further
with the causes or conditions that gave it effect. The fact, however, should
be borne in mind that while in principle and in law the constitution of the
Province was made subject to the British North America Act, the Terms of
Union were essentially a treaty between British Columbia and the Dominion.
The relations of this province and of other provinces which came into confederation after 1867, whatever may be said about those of the original members
of the Confederation, are not in the nature of a pact among provinces. This
(2) I n 1871, for instance, t h e requirements of t h e civil list amounted to $150,978 out of a total expenditure of $522,135. Governor Musgrave received $19,400 p e r annum. I n 1869 t h e civil list cost S144 4fiK
and the total expenditure was $462,170; in 1868, $157,510, out of $573,035.
*•«<».
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proposition has been disputed and endeavours have been made to maintain a
contrary theory, but Lord Lisgar, Governor-General, in bis telegraphic despatch to Governor Musgrave, dated 1st February, 1871, is explicit. H e
stated in explanation of the attitude of the authorities at Ottawa in regard
to certain changes in the British Columbia tariff desired by the British Columbia Government, "the Terms of Union are in the nature of a Treaty . . .
The Canadian Government, therefore, think they have no right to alter these
Terms, after acceptance by Canada. Parliament may, in its discretion, modify the Tariff, on the request of British Columbia." To put the case in another form—if for any reason British Columbia wished to withdraw from
Confederation—which constitutionally, except by successful rebellion, or consent of the Dominion she could not do—the acquiescence of the people of the
other provinces, as provinces, would not be required or involved. I t would
be a matter entirely between the Province of British Columbia and the Dominion of Canada qua Dominion. The British North America Act as a
national code, is only constitutionally effective and binding so long as the
province remains in Confederation. As a concrete instance of efforts, made
by implication at least, to establish the contrary proposition, the Dominion
Government contended that the decision of the late interprovincial conference at Ottawa was binding upon the Province of British Columbia, notwithstanding the fact that British Columbia had refused to accept that decision in so far as it related to the allowance recommended to be made to this
province in settlement of its special claims—a decision which the Imperial
Parliament was asked to confirm as "final and unalterable." I t is important that this distinction between a treaty and a pact in federal and interprovincial relations respectively should be clearly emphasized having regard
to its bearing on any future negotiations between the Dominion and the Province.
After the discussion between the delegates sent by British Columbia to
Ottawa to arrange the Terms of Union had been completed, a session of the
Legislative Council was held to ratify them and to pass necessary legislation.
The most important item of the programme was the framing of an act of
constitution (3).
This done and the incidental labours of the last session of Colonial Parliament ended, the first election under the new regime was held. I n the
meantime the Terms of Union, after a long and animated debate, were ratified in the House of Commons. Anthony Musgrave continued in office until
the appointment and installation on the 1st of July, 1871, of the Honourable
Joseph Trutch—later Sir Joseph (4)—as the first Lieutenant-Governor of
(3) On t h e 20th of July, 1871, Confederation with Canada was completed. On t h a t very day, or slightly
before it, the first party of railway surveyors, completely equipped, many of whom had come from eastern Canada, left Victoria for the mainlaid to commence t h e exploratory survey of the C. P. R The
20th of J u l y in the next year was the date fixed for the actual commencement of the railway; but beyond a formal two hours' survey nothing was done in construction a t this end. In the meantime surveys were vigorously carried on. Victoria especially a t first seemed to realize Confederation in the arrival soon after t h e commencement of the survey of Hon. H. D. Langevin, Minister of Public Works,
and Sandford Fleming, Chief Engineer, both of whom on theft—return presented exhaustive and highly
interesting reports on British Columbia.—MaUandaine's Directory, 1874.
(4) On J u l y 20th, 1871, British Columbia formally passed into Confederation as a Province of the Dominion of Canada, On J u l y 26th Governor Musgrave, afterwards knighted for his services, took his
departure. In t h e meantime, Hon. Jos. Trutch, the newly appointed Lieutenant-Governor, was absent,
and did not arrive and was not sworn in until August 14th, during which time British Columbia was
without an official head or governor of any kind. Governor Musgrave had spent 23 months in office,
and assisted materially in bringing about union, to effect which form a special p a r t of his instructions
from the Colonial office. He was much respected, and before leaving was presented with an address
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British Columbia. (5). The latter, in the period of transition from the old to the
new regime, became virtually the government, having control of departmental affairs and being endowed temporarily with powers which later on came
exclusively within the domain of the executive. As the British North America Act had been passed by the Imperial Parliament, and provided for the
inclusion of the whole of British North America as provinces were formed,
British Columbia passed automatically under its provisions. The constitution
of the Province differed from that of the older provinces in the fact that only
one branch of the Legislature was provided for, and the people were thus
saved an annual expenditure that would have been as burdensome as it was
needless. The meeting of the first parliament was looked forward to with
considerable expectation. One portion of the community was highly optimistic in regard to the new state of affairs. Another portion of the community
opposed to Confederation had predicted failure for the particular form of
aolministration adopted, and considered it as ill-adapted to the circumstances
of the country. Although the government had just been formed, and the
ministers had not all yet returned from re-election in their constituencies, an
opposition already existed, and was represented by a press almost virulent in
its criticism—the Daily Standard, owned by Mr. Amor de Cosmos. This
opposition, before there was an opportunity for lines to be drawn in the
House on definite issues, was personal in its nature and arose to some extent
from disappointment as to the personnel of the Government. The gentleman selected by the Lieutenant-Governor as head of the a(lniinistration—
Hon. J. F. McCreight (afterwards Mr. Justice McCreight)—was in some
respects unfitted to be a popular leader, and certainly was unsuited by temperament to enter politics, more especially in the Legislature, where tact and
strategy were required to pilot his party and his administration among many
dangerous shoals. From a personal point of view the choice was unimpeachable. A man of superior education and breeding, and an able lawyer, he was
at the same time scrupulously honest and conscientious, and as a consequence,
implicitly trusted and greatly respected by all who knew him. Notwithstanding these qualities, however, he was imbued with many of the prejudices that
belonged to his special class-environment of that day, both in England and
from the public officials of the Province, also from the Anglican clergymen of the Diocese of British
Columbia.
Governor Musgrave in replying to the address of officials prior to his departure said: "I take this
opportunity to state that no pressure had been placed by the Secretary of State upon the local Government for the purpose of accomplishing the union. The general view of Her Majesty's Government
were expressed in a despatch which was made public and of which, of course, you were made aware.
But subsequently It was left entirely to my own decision whether union should be attempted, and at
every step of the negotiations the Secretary of State has generously trusted to my judgment and discretion. It is not surprising that under these circumstances I should have keenly felt the responsibility devolving upon me; and nothing but a personal assurance that it was the good of the community
for which I was striving would have given the firmness and confidence necessary to accomplish the purpose in view."
(5) Lieutenant-Governor Trutch arrived on H. M. S. Sparrowhawk from San Francisco after a stormy
passage of ten days, on Sunday, August 13th, and was sworn in on Monday, 14th, attended by Private
Secretary Musgrave, Hon. Mr. Hankin, late Colonial Secretary, Acting Attorney-General Alston and
gentlemen connected with the civil service. This extract in this connection, from an editorial in the
"Colonist," July 22nd, 1871, Is interesting, probably unique in the history of colonial affairs:
"A Curious Situation—Who is Governor, and under what authority are the affairs of British Columbia being administered? Under the Dominion Constitution the Lieutenant-Governor holds his authority
under a commission from the Governor-General of Canada. The Hon. Mr. Trutch is presumably the
only man holding such a commission which will be dormant until he enters the territory. Assuming,
therefore, that the Queen's Commission held by His Excellency Governor Musgrave ceased to have any
force when British Columbia ceased to be a colony of the Crown, and assuming that he has taken no
power from Ottawa, the question naturally arises, in what capacity does he do so? And if we are de
facto without a Governor, are we not without Government and all constituted authority? Is British
Columbia without any constitutional government? There are no Federal officers amongst us holding
authority under the Great Seal of the Dominion. There are no provincial officers holding authority
under the Great Seal of the Province."
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in British Columbia, and he did not in any sense represent the progressive
element. As a consequence he soon made shipwreck of his government. The
fatality befell it over the question of an increase of indemnity to the members.
The Government was divided on the subject. The Premier and the Colonial
Secretary were opposed to it. As the result of poor generalship the matter
was allowed to go to a vote without the feelings of the members being ascertained with the result that an adverse majority was recorded. Hence came
indignation among legislators, explanations, apologies and, finally, agreement,
and the course of parliament ran on as before. The second man in the administration Hon. G. A. Walkem, who afterwards succeeded as Premier, was
admittedly the strongest man of the administration from a political point of
view. With an experience in Ontario politics, a good lawyer, shrewd, an
excellent debater, a hard fighter, and a clever manipulator of votes, he succeeded in the rough and tumble of party strife where his predecessor failed.
Long after he had retired to the bench he was seriously considered as one
likely to lead again political forces to battle. Hon. Rocke Robertson, though
occupying a high position in the legal profession, was not a politician of the
same stamp as Mr. Walkem and, therefore, not destined to success in the
direction of state affairs, while on account of his death in 1881 soon
after his appointment as judge he did not long adorn the Bench. His disappearance was a distinct loss to the bar and to the judiciary of the Province.
A man of high standards, in his social and business relations he was much
esteemed. H e had a clear, judicial mind. His opinions, which were carefully
weighed, were lucidly expressed in correct English, and commanded respect.
As a pleader before a jury he was without a peer in the Province. Hon.
Henry Holbrook, New Westminster's representative in the Cabinet, was not
so self-assertive as bis colleagues, and was rather inclined to peace and compromise than to aggressive policies. Premier McCreight represented Victoria
City; Hon. G. A. Walkem, Chief Commissioner of Lands and Works, Cariboo; Hon. Rocke Robertson, Colonial Secretary, Esquimalt; and Hon. Henry
Holbrook, President of the Council, New Westminster. I t was not essentially
a strong or a cohesive government. Possibly, the men were chosen because
they had not been prominently identified with pre-Confederation affairs.
There were no party lines then drawn. I t is difficult at this distance of time
to understand just what issues did divide the government and opposition
forces. Sectional interests had some influence; also pro-English versus proCanadian sentiment; also conservatism as opposed to radicalism; but neither
of these nor both combined sufficed to bring out the difference, of the
parties. I t was more a matter of personal inclination and allegiance, a fact
which has to explain the somewhat shifting politics of the next few years.
The speech from the Throne, at the opening of the Legislature of 1872
was not a long document, and in spirit was in harmony with the occasion.
I n congratulating the Province upon its union with the Dominion of Canada,
His Honour referred to the latter as "that grand Confederation of British
Territories in North America, whose constitution is impressed with all the
stability of a Monarchy, combined with the freedom, elasticity, and progressive energy of Republican Institutions."
"As a British Colony isolated on this continent—our prospects were
clouded," he went on to say," and the idea of a railway through British
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territory, to connect with our fellow-eountryman in Canada, was but a
dream," a dream then, of course, with good prospects of becoming a reality.
I n adverting to the financial condition of the Province the speech described
it as "free from debt" with "considerable accumulated funds at your disposal." Further, it was stated that "the establishment of a system of nonsectarian free schools throughout the Province, and a sound and liberal policy
for the encouragement of immigration, will occupy your earnest attention."
I t was observed with regret, however, that the Terms of Union did not provide for the immediate introduction of a system of free grants of land for the
latter purpose. After referring to other proposed measures, reference was
made to the fact that the Province, "following in the footsteps of Ontario,
has sought legislative success in the adoption of a single Council Chamber, a
marked departure from the constitutions of the parent state and many of its
dependencies, and that while the power of legislation thus conferred on you
is undivided, your responsibility is proportionately increased. Henceforth, the
principle of self-government is to prevail. I t has been conceded to you in
deference to the wishes of the people, and in accordance with the policy of the
Dominion of which we happily form a part."
Among the very first things considered was the status in regard to the
tariff (6). Prior to 1871, British Columbia had a tariff higher than that of
the Dominion, and by the Terms of the Union, 7th section, it was agreed
"that the existing Customs and Excise duties shall continue in force in British
Columbia, until the Railways in Canada are connected, unless the Legislature
of British Columbia should sooner decide to accept the Tariff and Excise
Laws of Canada." I n this connection a resolution was moved regretting that
"the agricultural interests have been entirely ignored in your Excellency's
Speech." Now, agriculture was the crux of the question, so far as the tariff
was concerned, and it was really upon that subject that the debate took
place. I t was a subject which figured largely in the original discussion on
Confederation. The greatest, and practically the only, anxiety felt was in
respect to the effects of the Canadian tariff on our agricultural products,
owing to the proximity with the Sound and Pacific coast ports, and the
greater degrees of development in the Pacific coast states. I t was thought
by many that our own agricultural development would be arrested by the
"flooding" of the market with United States produce, and it was in deference to that feeling that section 7 was inserted in the Terms.
I n 1870, when the whole question was under consideration, a calculation
was made, the accuracy of which had been generally accepted, that the P r o vince would be contributing $68,000 more to the Federal Treasury under the
British Columbia tariff than under the Dominion schedule, and as in the
meantime, there had been further reductions made in the latter, amounting
to about two million dollars per annum in the aggregate, it was easy to see
how this Province would suffer in course of time. I t was shown that, owing
to the reductions in question, the Province would pay $100,000, instead of
$68,000, a sum altogether too large in the interests of agriculture; in fact,
far more than the aggregate of production in such items. With the exception
(6) Just then the question of reciprocity with the United States was very much discussed in eastern
Canada, and it was felt by those who favoured the adoption of the Canadian tariff at once that if the
Province retained an independent tariff, it might be left out in any reciprocity treaty that was arranged.
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of breadstuffs and eggs, the Canadian tariff was regarded as favourable to
the industry and was not complained of. I n regard to breadstuffs it was
forcibly pointed out that a little "flooding" of American goods would do no
harm until British Columbia was in a position to supply its own markets;
while eggs at $2.00 a dozen at Christmas time, and $1.25 during the ordinary winter season were damaging to the interests of the consumer, being
merely an attempt to bolster up the egg-producer. The Legislature had previously petitioned the Dominion Government to reduce the duty on spirits to
the Canadian rate, flour to 75c a barrel, and wheat to 10c a bushel. On a
motion of John Robson, a resolution was submitted asking that the Canadian
tariff should come into force on May 1st next following. I t was then moved
in amendment that the said tariff should come into force, with certain modifications, and a committee was named to consider what form these modifications should take. Still another amendment was moved to the effect that the
Canadian tariff should be adopted, with, however, recommendations from the
Legislature to alter certain items. Of the 25 members (7) which were returned, 16 were pledged to the Canadian tariff as it stood, so that the adoption of the motion was a foregone conclusion. A t a subsequent date, after
the House had been committed, Mr. Humphreys moved for an address to
the Dominion Government praying it to impose a duty of 10c per 100 lbs. on
wheat, on flour 50c per bbl., on butter 12l/£C per lb., and on eggs 1 2 ^ c per
dozen. This motion was ruled out of order, and upon an appeal to the House
the ruling was sustained by 20 to 2.
I t is not the intention to refer at length to the proceedings of the
Legislature (8), for two reasons, first, because it is proposed to deal with the
main subjects in separate chapters, and, a history of provincial legislation
would be impossible within reasonable limits. The legislation of the first
session was confined largely to what was germane to the new condition of
things, 35 statutes being passed in all. These included acts providing for the
registration of deaths, births, and marriages; to repeal the civil list of 1871,
and to establish a consolidated revenue fund; the emendation of the constitution act, the land act, and the election act; and the modification of the Supreme and County courts, with provision for additional judges. But the
most important measures perhaps were those to adopt the tariff and excise
laws of Canada; to define the privileges, immunities and powers of the Legislative Assembly; to define the formation and powers of municipalities; to
(7) The province had a t the time of Confederation twelve electoral districts, and twenty-five members,
distributed as follows:
District
No. Members Ko. Voters
Cariboo
3
441
Lillooet
2
160
Tale
3
262
Kootenay
2
35
N. W. District and Coast
2
489
New Westminster City
1
114
Victoria District
2
228
Victoria City
4
706
Cowichan
2
152
Nanaimo
'
238
Esquimalt
2
136
The voters' list from which the above was taken is for the year 1874, but there are only slight alterations from the original voters' list of 1871.
Koo+e^vo^l •
(8) Two members, J. A. Mara and Chas. Todd, members for 1MB> took their seats, by a resolution of
the House, in the absence of the return writs. Todd had only a majority of one, given by the returning officer. There was strong objection to the procedure by members of the opposition, and especially
to seating by resolution, and not by a bill. However the Government pointed out t h a t by resolution
t h e y could be unseated, in case of corrupt practices or irregularity being shown, b u t they could not be if
seated by bill.
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abolish tolls on the Cariboo wagon road; to provide for the establishment of
a public schools system; and to regulate public works.
The Lieutenant-Governor's assent was reserved for the pleasure of the
Governor-General, in respect to the following bills: To amend the Naval and
Military Settlers' Act, 1863, to impose a wild land tax, to amend the "Qualifications and Registration of Voters' Act 1871," to render legitimate, children
born out of wedlock, whose parents were then, or who might thereafter, under
certain restrictions, be married. I t may here be pointed out that the practice
of the Lieutenant-Governor in reserving assent to bills is unusual, and in
ordinary circumstances would signify lack of confidence in his responsible advisers, and thus bring about a crisis. I t is true that the precedent created on
this occasion has been followed subsequently without serious results, but it
has always been the subject of severe criticism.
I t is curious in looking over the old records to find how such subjects as
the encouragement of immigration, the best methods of developing agriculture, the Chinese question, wild land tax, Indian reserves, an adequate sup-«
ply of water for the city of Victoria (9), still with us, protection of game, a
dower for married women and many others came up, over and over again for
discussion in both press and Parliament. Some of these questions dated from
the early days of Colonial Government and most of them are still at issue.
I n fact, few great problems are ever finally solved. One such question which
was supposed to be settled at the first session was that of the imposition of
road tolls, the grievances in connection with which in the older provinces
were well known and very serious. The construction, indeed, of the Cariboo
wagon road, which cost $1,000,000, was a large • undertaking for the colony
of British Columbia, and its maintenance a heaxy drain on the revenue, averaging as it did from $20,000 to $25,000 per annum. There was a justification for the imposition of tolls in the first instance, on the principle that those
who used it should pay for it, and without it, of course, transportation would
have been very much higher, if not almost impracticable. On the other hand,
at the time of Confederation, the tolls had already recouped the colony for
the original outlay, and the development of British Columbia, as it then was,
was due largely to the expansion of the several districts which the various
roads served. Feeling was strong in favour of the total abolition of road tolls.
A n attempt was made to include them on the Skeena river and Babine trail,
over which for 40 miles, the freight was $15 per ton, but it did not succeed,
though, as will be seen, such tolls were reimposed in 1876 on the Cariboo
wagon road with almost as much unanimity as they were taken off in 1871.
They were also imposed in the Cassiar district. Indeed conditions were such
as to justify in practice what in theory was objectionable.
Policies of immigration were also much discussed. The government of
the day became actively interested in that question at the very outset. As
an outcome of Confederation, all the provinces of the Dominion took u p the
subject, and there was an effort made to arrive at more or less concerted
(9) The following are noted as improvements In Victoria during 1873:
Victoria extended its city limits.
The Act to authorize the bringing of water from Elk Lake for the waterworks was passed.
Gas made its first appearance for the purposes of illumination and considerable work was done in
the improvement of streets.
The old postofflce building, marine hospital, customs house, the first dredging of the Inner harbour
the Foul Bay Cemetery, and certain aids to navigation date from this year.
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action. A n immigration conference was held at Ottawa on the 13th of September, 1871. The delegate from British Columbia was Mr. Thos. Lett
Stahlschmidt, of Victoria, a prominent business man of that city. The other
delegates were either members of the various executives or members of parliament. About no subject of recent times has there been perhaps such a
variety of schemes advanced. Indeed immigration policies being regarded
largely as matters of advertisement, mixed up with considerations of private
profit, the methods suggested and employed have been as varied and ingenious
as the mind of man could invent. But it is questionable whether anything
approaching an ideal system has been evolved up-to-date that could be put
into successful operation. The trouble was then, as it has been since, that
no one thought out a well-digested scheme based on the special and peculiar
circumstances of each province. The chief aim has always been the increase
of population, and the simplest and easiest solution seemed to be advertisement, and advertising as a fine art has been applied freely and attractively.
A t all events nothing very important came of the Ottawa conference. Mr.
Stahlschmidt submitted a very clear report of what had been done, though
without any definite recommendations as to the plan to be followed. Incidentally, there was a scheme suggested by two Scandinavian gentlemen, who
proposed to found a Scandinavian colony in British Columbia at the rate of
$200 per head; also an application by the Rev. Horrock Cocks of London,
England, on behalf of the National Colonial Emigration League, to act for
the Province in England. Incidentally, too, a reference was made to the
scarcity of female servants in Canada, which even at that date was keenly
felt. The only practical proposition submitted at the conference was that of
Ontario which "had expended $80,000 during the last three years for immigration purposes, and was offering special inducements in the shape of free
grants of 200 acres, with from three to five acres cleared, and with a house
erected thereon, to heads of families." The outcome of the conference, so
far as the British Columbia Legislature was concerned, was a grant of $10000, to be spent for the purpose of securing immigrants. Of this sum
$4,000 was to be devoted specially to the printing of pamphlets for distribution, a portion of which was to go to prizes for the best competitive essay.
The first prize of $250 was won by A. C. Anderson of Saanich. I t was a
most interesting and instructive brochure, and was printed in large numbers.
A few copies are still extant, being found mainly in the collections of Western Americana, in the public and state libraries. I t may here be proper
to say, that population, in itself, is only important at its working value,
while advertisement, without guaranteed goods behind it, is an experiment
fraught with many evils. A n immigration system involves not only a definite
and comprehensive land policy but an economic system which takes note of
the natural aptitudes of the immigrants and the conditions under which these
may be harmonized with the genius of the resident population. Immigration, therefore, is almost as much a problem today as it was thirty-five or
forty years ago, though with altered circumstances, British Columbia is now
attracting a population which no advertising propaganda, however expensive
or vigorous, could have attained. A t the time of Confederation a system of
free grants of land to settlers—first advocated by the Hon. George Brown,
—would have been adopted, but owing to the uncertainty of the location of
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the proposed line of railway, it was not practicable since the Province was
pledged to the transfer to the Dominion of Canada of a grant of twenty miles
on each side of the railway throughout the entire extent of the Province. But
the mdiscriminate giving away of free lands to settlers would have been
worse than their unconditional sale at one dollar an acre which is now so
greatly deplored. However, the financial difficulties of governments were
always pleaded as an excuse, revenues had to be obtained, and the deceptive
future of "illimitable possibilities" and "natural resources" always seemed
brighter than hard matter-of-fact. Hence borrowing money and selling land
were always popular expedients to bridge over the chasm of pressing necessities. But no wise permanent policy could ever be evolved out of, and
suggested by this succession of deficits, while the difficulty of surmounting
physical obstacles prevented the Province making the most of Nature's liberal
endowments.
There were several other problems to face. Transportation was the most
pressing. Its most formidable phase was provided for in the Terms of the
Union; but even with a line of railway through the province connecting it
with the East, there were still many main roads to construct—a land system
to be accommodated to most unaccommodating and widely scattered areas of
arable land, a graving dock at Esquimalt, which should clearly have been
undertaken as a work of national necessity, was left on our hands as an obligation under conditions which the Province could not finance. Lands had
to be apportioned to the Indians on a scale as liberal as had been adopted
in the other provinces, a basis indefinite and extremely hard to reach. There
was no school system, and Victoria, the capital, was without a single public
school.
There was a vast extent of country to be settled, mining resources to be
developed, and timber areas to be exploited, all awaiting some legal code,
which had yet to be enacted. In every single respect, with the exception of
an educational system, the Province started badly (10).
(10) The old British Columbia r a t e s of postage a r e interesting. H e r e a r e a few of t h e m : On l e t t e r s
not over a half-ounce in weight, which included a colonial charge of 5 c e n t s ; United States, 26c; B . N. A.
Provinces, 15c; Cape of Good Hope, 60c; Australia, 40c; Great Britain and Ireland, 25c; Chill and Peru,
50c; Sandwich Islands, 25c; Spain, 47c; Portugal, 60c; Greece, 66c; P a n a m a , 25c; France, 40c; Germany,
86c; Russia, 40c
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CHAPTER III.
The first Dominion election in the Province excited very little interest.
There was no important issues before the people either local or general, except in Victoria City where both local personal preferences as to the ensuing
fight were keen. Only men who had no business at all, or those who were
wealthy enough to neglect business, could afford to accept the honour of an
election. As it took several weeks to go and to return from Ottawa, and the
session lasted several months, there was but little time left at home, so that
aspirants at once fit and willing were few and far between. On this point the
following, which appeared in the Colonist, March 7th, 1872, is significant:
" I t was at one time feared that the important district of Yale would be unrepresented at Ottawa dining the approaching Session of the Dominion Parliament, owing to the circumstances of Captain Houghton, who was unanimously elected to that position, not being aware of his election. The lateness
of the date at which Parliament is called together will, however, enable Captain Houghton, who is now in the city en route, to reach the capital of the
Dominion in ample time." Thereby hangs a tale, from which it will be seen
that sometimes "honours are easy" in politics as in the game of whist. Mr.
R. B. McMicking, at that time a young man and inspector of the government telegraph line to Cariboo at the town of Yale, the governmental seat
of the district of that name, tells in effect this story. The chief functionary
there, government agent, postmaster and all other things official combined,
was also made returning officer for the riding for the first Dominion election
in the Province. So little did he think of the honour of the post and the
duties pertaining thereto that after reading the election proclamation, which
he should have duly posted, he laid it aside and forgot about it. One day
Mr. McMicking dropped into his office for a not infrequent "wa-wa"
("Wa-wa" is the Chinook term for talk, palaver, conference, etc.), these being dull days in Yale with time hanging heavily on the hands of inhabitants.
Having heard about an election, our young friend enquired of the official
when it was to take place. The latter remembering his appointment as returning officer, fished out the proclamation, looked it over and, smiting his
thigh with great emphasis, exclaimed "the nomination is today!" I t was then
11 o'clock and nominations by law were to open at 12, noon. H e called to
"George," his assistant, in another room, and explaining to him the urgency
of the case, commanded him to go down town and "round u p " as many of
"the boys" as he could to attend the nomination. As previously remarked,
these were dull days in Yale and George returned to the office a little before
12 o'clock with just two men, a blacksmith and "a man around town"—a
hanger-on in divers drinking places. The returning officer then read the proclamation and an informal discussion took place as to who should be nominated. Two names were suggested, one is forgotten, but the other was Cap[25]

tain Houghton, a British army officer, whom the blacksmith knew and recommended as a "decent sort." Houghton had occasionally stopped in the town
on his way to Okanagan to visit with his friend Forbes George Vernon, a
rancher there, and had had his horse shod, for which service he had paid liberally. He had every appearance of a man of leisure and fitness. H e was
duly nominated by the blacksmith and seconded by the man around town,
and, after the lapse of an hour, declared elected by acclamation. Walking
back from the postoffice, the seconder, who had been deep in thought, suddenly became excited and stopped. The blacksmith observing the strange
demeanour of his companion, asked him what the matter was. " I have discovered," replied he, "what a bhthering—ass I am!" "How is that?" queried the other. "How? How?? I might have been elected." Capt. Houghton some time afterwards was exceedingly surprised to learn of his good
fortune. He went, however, to Ottawa, in due course, was promoted to the
rank of Colonel, was made an A. D. C. to the Governor-General, returned to
Victoria after a brief parliamentary career, and married a daughter of the
late Hon. Robert Dunsmuir.
In the farming districts the tariff on agricultural products was a debatable issue. It was much discussed in Saanich and Cowichan districts,
and in New Westminster and Lillooet districts, although the farming element was not yet sufficiently important to make it a very important factor.
Mr. Bunster in both legislature and in the House of Commons, was strong
in his advocacy. So, indeed, were the majority of representatives, but it
was gradually relegated to the shades of obscurity, when the more important
question of preserving the Terms of Union came to the front.
In Victoria the battle was really between the Colonist and the Standard,
the editors of which, Mr. John Robson and Amor de Cosmos were strong
political rivals; but the rivalry was more deep seated than that, having extended as far back as 1859. A local cartoonist was very effective in several
pictures, describing the situation as the "race for Ottawa." The rivalry indeed, of those days was very bitter, and if we could imagine a change of
base from Victoria, B. C, to Louisville, Kentucky, for instance, the epithets
bestowed on each other by "esteemed contemporaries" in the former place
would have been followed by an exchange of gunshots in the latter. De
Cosmos, though an able writer, was not a man of refined instincts and struck
mdiscriminately, as often below as above the belt. At this particular time
he was a leader in politics, as he had been for some years before, in Victoria,
and had a seat in both houses. Those were the days of dual representation,
shortly afterwards abolished by a bill introduced by the Hon. David Mills in
the House of Commons. De Cosmos, transferred nominally at least, the
ownership of the Standard to his brother Charles McK. Smith, and employed
as editor Mr. J. H . McMillan, afterwards Sheriff of Victoria County. H e
was at one time accused of advocating annexation, and he also became a
candidate for the Legislative Assembly in Victoria, but though imbued with
the journalistic spirit, was no match for his antagonist John Robson, editor
of the Colonist, who wielded a very virile pen, was well informed, and, though
a hard hitter and vengeful, never indulged in vituperation. The controlling
factor of the Colonist, and at this time the Nestor of Pacific Coast journalism was D. W. Higgins, proprietor. He edited the paper himself after
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Robson's retirement, was sometimes vitriolic, and often used the local columns
to carry on a campaign against the Standard and de Cosmos, his particular
bete noir. H e did not cultivate the elegancies of the pen, but was always
vigorous and often smart. This is a characteristic incident of the daily warfare. D e Cosmos had been thrashed in the street by a man whose veracity he
had impugned in the Standard, whereupon the Colonist remarked that ha
(de Cosmos) "is famous for his defeats inasmuch as he may be compared
to a drum, which nobody hears except it be beaten!" The following, however, may be regarded as the chef d'oeuvre of journalistic reprisals of that
-period. The Standard had referred to Higgins as the "Lepine of the demonstration of Saturday night," an American citizen and "an outcast from
the scum of the lowest dens of New York." Higgins replied in a signed article, in the course of which he retorted, "At the very worst, I think my antecedents will compare with those of a man who, either ashamed of his parentage or his crimes at Salt Lake, dropped his patronymic and assumed the
name of Amor de Cosmos, the more effectually perhaps, to preserve himself
from punishment." These are only samples, however, of a wordy warfare
that was carried on daily for years. Nor was the same aggressiveness lacking in the columns of the New Westminster papers. The Mainland Guardian published by the late J . K. Suter, had frequently articles on the political situation in literary style much above the average of the country newspaper though typographically it closely resembled the latter. The editor, too,
could write biting sarcasms on occasion. The Herald, which was in political
opposition, was edited by Mr. J . C. Brown, for years, postmaster of New
Westminster and afterwards warden of the penitentiary. I t was more diffuse
in style and cultivated smartness of repartee. None of the journalistic coterie,
however, reached the level of John Robson and the Colonist which, despite the
'savagery of some of its writings, was easily the most influential.
The first Dominion election campaign, except, as stated, in Victoria, was
somewhat tame. I t was a special election to give British Columbia representation at Ottawa after Confederation. The members returned were, J . Spencer Thompson, Cariboo; Hugh Nelson, New Westminster; Robert Wallace,
Vancouver Island; Henry Nathan and Amor de Cosmos, Victoria, and
Charles P . Houghton, Yale; all of whom supported the Macdonald administration. A t the natural expiry of the term of the first Dominion Parliament
in 1872, another election was held, and needless to say, the people, cheerful
over the anticipation of a railway, did not desert their political allegiance
to Sir John Macdonald, and again there were no particular issues at stake,
except in Victoria, where, as usual, a keen fight centred about the personality
of Amor de Cosmos on issues of a local and personal character. The personnel of the delegation to Ottawa was not changed, except in two particulars. Sir Francis Hincks was given a seat in Vancouver Island, in the place
of Arthur Bunster, who resigned his candidacy in favour of the Dominion Finance Minister, on the condition, it was afterwards alleged, that British Columbia should have special tariff protection in the matter of its agricultural
products. Edgar Dewdney, who was afterwards to fill a much higher place in
Dominion politics, was elected in Yale in the stead of Colonel Houghton,
whose accidental translation to Ottawa has been described. I t was during
this term of Parliament that Sir John Macdonald's scheme of building the
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Pacific Railway took shape. I t involved capitalization, and the allotment of
the capital was made to each province in proportion to population. I n this
connection, Mr. Dewdney published a letter to the effect that de Cosmos had
called a meeting of the British Columbia members at Ottawa, to which all hut
Henry Nathan was invited, for the purpose of demanding or securing, $80,000
worth of shares of the capital stock of this company to be divided up among
themselves in addition to those allotted to the Province. The members refused to attend the meeting, and, of course, nothing came of it. The truth
of the story was never affirmed or denied in print by others, so far as is
known, although it was made much of by the papers in opposition to the
local Government. There was another transaction, however, in which he was
involved, and out of which he did not emerge with clean hands. There was
certainly a boldness about Amor de Cosmos in whatever he undertook to do
that compels admiration. Without the usual sensibilities of most men, a profound egoist, unscrupulous in his methods, and exceedingly able, he was not
deterred by the ordinary considerations which prevent the average public man
exposing himself to the shafts of a vindictive enemy, whether of ridicule or of
abuse. H e was quite impervious indeed to any kind of appeal. Some years
before, he and Leonard McLure, another journalist, stood on the floor of the
Legislature and for twenty-two hours talked against and defeated a measure
which was intended to relieve those whose property had been sold for taxes,
by extending the time limit one year in which to redeem, the reason being
that he had been a heavy purchaser of lands bought cheaply at the tax sales.
Afterwards another version of the story had a vogue, he being represented as
having made the longest speech on record—some twenty hours or more—
in the interests of the oppressed settlers of Vancouver Island. H e seems
at any rate to have taken credit for both the speech and its motives until the
day of his death. I n the old Legislature he had been a staunch advocate of
the people's rights, had censured the autocracy of the Hudson's Bay Company
regime in politics, had denounced the tyranny of the official class in pre-confederation days, was the champion of Confederation in all its stages, and was
active in formulating and debating the proposed Terms of Union. F o r many
years he swayed the electorate of Victoria in his favour, and was after the
union elected to serve in both Houses. Indeed, for a time, he was Premier
of the Province and member of the House of Commons. When he had resigned the premiership, after an outburst of popular feeling in Victoria, mainly directed against himself, and after a noisy demonstration which in eastern
Canada was represented as rebellion, he immediately became a candidate
again for the Commons and was elected. H e had, in fact, wonderful resource
as a politician.*
•The particulars of the existing episode Is of sufficient interest to be detailed at some length. On
Thursday, February 6th, the Hon. Mr. Walkem gave notice of a Bill to amend Articles 2 and 13 of
the Terms of Union. This was the first suggestion of the Legislature in that direction. This was
followed by an editorial in the. V'Colonlst", entitled "Our Country in Danger", and the proposition
stirred the whole city. A meeting was called for Saturday evening at which appeared, as described
In the press, "the largest and most respectable meeting ever held in the Province", to protest against
the bill before the House to amend the Terms of Union without first "submitting the alterations to the
people". This resolution seems to have been the kernel of the whole situation. After speeches by a
number of gentlemen, Including Hon. J. S. Helmcken, a resolution was passed declaring it "inadvisable
to enter into any negotiations for capitalizing the dry dock guarantee, or to borrow any money from
the Dominion Government until the scheme of the Mackenzie ministry for the relaxation of the Terms
of Union shall be made known. And further, that it is distinctly opposed to the Provincial Government interfering in any manner with the Terms, or agreeing to any new Terms offered by the Mackenzie Government until the same shall have been submitted to the people for adoption. The following appears in the report of the "Colonist": "Mr. Higgins said the House was now in session. The
conspirators were forging the fetters that were to bind the Province hand and foot He moved that the
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The "other transaction" was as follows: A daring raid made by preemptors on Texada Island and known as the "Texada Island Scandal," became the subject of investigation by a Royal Commission of Supreme Court
judges. Extensive out-croppings of iron had been discovered on the Island
in question, and in view of the fact that iron would be required in large
quantities for railway construction in the Province, the discovery was regarded as extremely valuable. A syndicate was formed, and the whole of
the Island was bought up, notoriously with the knowledge and connivance of
the Government and of the Land Department. In those days iron and the
baser minerals were attached to the fee simple of the soil, and it was necessary to acquire it by purchase or pre-emption. Premier de Cosmos and Attorney-General Walkem had gone, ostensibly on a shooting trip, and examined the property. The "steal," so denominated, was accomplished in the
names of some very prominent residents of the Province, and aggregated
150,000 acres. The facts, as alleged in the Colonist at the time were confirmed circumstantially by the investigation. The prosecution was conducted
meeting headed by Dr. Helmcken and the Chairman of the meeting, proceed en masse to the Assembly
Hall and present the petition a t the Bar of the House.
"This proposition was carried unanimously amidst great enthusiasm, and the immense crowd started
for t h e House, shouting and cheering whilst on the way.
"The vanguard reached the House shortly after ten o'clock. They crowded Into the visitor's gallery, filling it. Mr. Robson was speaking against the resolutions, and the crowd commenced to cheer.
"Mr. Speaker said if t h e r e was any more disorder in the galleries he would have them cleared.
"Mr. de Cosmos here rose and said as the representative of Mr. Trutch he would move t h a t the
galleries be cleared.
"The words were scarcely out of his mouth when the most fearful storm of execration arose.
"The Speaker said if order w a s not kept he would leave t h e chair and t h e proceedings would close.
"Mr. de Cosmos said he w a s there to keep order in the Legislature and in the country. This was
received with shouts of derision and cheers for Dr. Helmcken, and amidst cries of "Keep your seat,
sir,' from both members and the galleries, the Speaker left the chair.
"The crowd then amused themselves by cheering for Helmcken and for Opposition members. Mr.
Smithe of Cowichan, who stood almost alone on t h e floor of the House reading, was asked what May
said, and immediately answered t h a t he said it was lawful for t h e people to present a petition a t the
Bar of the House, which reply was received with cheers. At last the main body of t h e crowd had by
this time reached t h e building. T h e gallery having overflowed they attacked t h e main entrance. Inspector Bowden and his force arrived and stood a t t h e Bar. A scuffle ensued between t h e Messenger,
t h e Police, and several gentlemen; the latter finally broke through and entered the Hall .
"The members had nearly all left the floor. T h e Premier and Mr. Beaven, who were the objects
of universal detestation, sought refuge in the Speaker's room.
"Cries of 'Have de Cosmos out,' 'Strip the tyrant and traitor,' etc., were heard; but he did not
make his appearance again.
"In t h e meantime Dr. Helmcken, Senator Macdonald, Mr. Findlay and other gentlemen entered the
member's room and handed the resolution to Mr. McCreight, senior member for Victoria City.
"Coun. Morton was invited into the Speaker's room, who requested him to tell the excited crowd
t h a t a petition embodying t h e resolution would be received by him a t the Bar of the House on Monday
a t 2:00 P. M. The crowd, meantime, had kept up constant cheers for the Opposition members and groans
for the Government, especially for the Premier.
"Coun. Morton having announced the Speaker's message to t h e citizens, they finally agreed to disperse, cheering and groaning as they went.
"The commotion continued far into the night, and it was many hours before the town settled down
into its accustomed quietude after passing through this almost unprecedented scene—a scene which t h e
t y r a n n y of t h e Ministry have brought upon themselves."
In the following issue, the following appeared under the head of the "People Marching On":
"Saturday night witnessed a scene which few men in the course of a long life-time are privileged to
see—an oppressed and down-trodden people rising in their strength and wrath to tell their taskmasters
t h a t to remain longer submissive would be a crime. The good work of Saturday night was continued
yesterday, when 800 citizens, representing wealth, intelligence and respectability of the Province, headed
by t h a t sterling m a n and patriot, Hon. J. S. Helmcken, Mr. G. J. Findlay and others, formed in procession a t the corner of T a t e s and Government streets and marched in solid phalanx through the town
to t h e House of Assembly t o demand t h e restoration of their constitutional rights and privileges. Dr.
Helmcken addressed the assemblage before s t a r t i n g and counselled order, and moderation. H e was
loudly cheered. A placard was also issued calling on the people to preserve order a t t h e House;
to be moderate and firm—respectful yet decided. The imposing procession marched across the bridge
and reached the House about 1:45 o'clock. A strong police force was found guarding the entrances.
The galleries had been densely packed since one o'clock. The deputation entered the Hall (the great
mass remaining outside) and advanced to t h e Bar, where Dr. Helmcken handed the petition to Mr.
McCreight, senior member for the City, who presented it to t h e Speaker. I t was read by the Clerk.
The Secretary declared t h a t 'During t h e reading of the petition and afterwards perfect order was
maintained,' and when the House had decided to consider it on Wednesday t h e deputation rejoined
the immense throng outside. Here tables had been brought from t h e city and set in the square,
around them, t h e eager hundreds gathered and signed petitions against an alteration of the Terms. The
procession then reformed and returned to the city, where they disbanded. As t h e Government organ
will probably again allude to this large, earnest and influential gathering a s 'scum', we may s t a t e t h a t
all classes were represented. The richest men in t h e country jostled the poorest; t h e merchant, the
mechanic, Spratt's Foundry suspended work, all his men (who were paid for full time) were there.
Wharf Street was deserted. A more unanimous demonstration was never witnessed in any country.
The Government h a s since given evidence of weakening, and the Premier has given notice of his
Intention to resign."
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in person by Mr. John Robson, who had brought the matter forward in the
House, and who was complimented by the judges on the ability he displayed in conducting the case. I t was shown clearly, indeed, it was admitted
by his own evidence, that Mr. de Cosmos expected to benefit largely by the
sale of the island which had been offered for $200,000 in England on which
he was to receive 10% commission. I t did not transpire that he had any other
interest. I t appeared in the evidence that he had gone to Sir Charles Tupper
and Sir John Macdonald with the view of the Dominion Government purchasing the island, but had failed in his mission. The finding of the commission was a verdict of "not proven," owing to the unsatisfactory nature of
the evidence of some of the principals which was severely commented on by
the judges; severe rebuke, however, was administered to de Cosmos for the
part he had played in the affair. Little can be said about the morality of private individuals taking advantage of the law as it existed to acquire the properties and making profit out of a sale with the exploitation of an iron industry in the background, but that members of the Government from considerations of personal profit, should have been more or less openly associated
with the transaction was of course scandalous; nevertheless, except that it
rendered the public suspicious of the general good faith of the administration
in other matters, notably in the railway negotiations, it did not seem to affect
the popularity of the ministers at the time.
I n the election which followed the downfall of Sir John Macdonald's
Government, the issues became one largely of preserving inviolate the Terms
of Union, then already in great danger in the eyes of the people. Every one
of the members elected went back pledged to the terms, and the whole terms,
with the exception of de Cosmos, who sat on the fence with his usual dexterity. H e was known to be in favour of relaxation of the bargain on certain conditions, and favourable to Mackenzie. A desperate fight was waged
against him. H e had as a fellow-candidate Thomas Harris, first mayor of
Victoria. On the other side was C. Morton, and Captain F . J . Roscoe, both
Englishmen. Roscoe and de Cosmos were elected. Arthur Bunster was
elected for Vancouver (Island), J . S. Thompson for Cariboo, James Cunningham (who supported the Mackenzie Government, but was sound as regards the Terms) for New Westminster, and E d g a r Dewdney for Yale. I t
would be difficult to define their respective political affinities in the House of
Commons. Though pledged in their election to the exact terms—with the exception named—after they had gone to Ottawa and had threshed the whole
question out with Mr. Mackenzie and other members of the Government and
been taught to understand the Canadian view as well, they all came to favour
the relaxed terms as proposed by Mr. Mackenzie. I n regard to questions
other than the railway scheme Messrs. de Cosmos and Cunningham followed
the Government, while the others were more in harmony with the opposition led by Sir John Macdonald. The attitude of the Senatorial contingent
was also largely that of the latter four. J . Spencer Thompson, the editor of
the Cariboo Sentinel, a position he resigned when elected to Parliament, was
a bright, clever Irishman, a good speaker, inclined to poetic flights of eloquence, and very popular, as attested by his being elected four times to represent Cariboo. H e was, however, erratic. Arthur Bunster, who like de
Cosmos, became a well-known figure at Ottawa, was a brewer, bluff and
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honest in his way, and appealed to the rural community with the members
of which he was very popular. H e had a striking disregard for personal
appearances in dress, and was careless as to public opinion of himself. As
a speaker he was convincing in a matter of fact way, and his remarks often
displayed what is designated as "common sense." I n him the farmer had
a warm friend, and he was a consistent and persistent advocate of protect
tion for farm industry. James Cunningham, still living and a wealthy resident of New Westminster, was as hard-headed as he was unimaginative, but
steered a straight, strong course. Of Edgar Dewdney it is scarcely necessary to speak here. A civil engineer and a land surveyor, he spent his early
life in the Province in the pursuit of his profession, in the course of which
he had traversed the whole of the southern mainland, and penetrated the interior to Cariboo and northward to the Peace River. H e had represented
Kootenay in the old Legislative Assembly, and was engaged in a C. P . R.
reconnaisance in Cariboo when elected to Yale for the House of Commons.
H e was the strongest advocate of the Fraser River route for the C. P . R.
From his engineering knowledge and experience he was well qualified to
speak and write on it, and his views were much sought by both Macdonald
and Mackenzie. After the return of Sir John Macdonald to power in 1878
his rise was rapid. H e became in succession Indian Commissioner of the Northwest, Minister of the Interior, and Lieutenant-Governor of the Northwest Territories and of British Columbia. H e ran in 1900 in the Conservative interest in
the Dewdney riding against Mr. Morrison (now Mr. Justice Morrison), and was
defeated, since which time he has taken no active part in politics. Hugh Nelson
was a member of the firm of Moody, Dietz & Nelson, Burrard Inlet, was
elected twice to represent New Westminster; at the end of this second term was
made a senator; and in February, 1887, succeeded Hon. C. F . Cornwall as
Lieutenant-Governor. Captain Roscoe was an able man and a student.
His career, however, had an unfortunate ending; he committed suicide as
the result of domestic troubles. Henry Nathan, a resident of California, is
still a young man for his years. H e was a member for Victoria for the
first two terms of Parliament, and took a prominent part in affairs about the
time of Confederation.
The three senators appointed after Confederation were W . J . Macdonald, Victoria, still performing his duties as such, and still quite hale and
hearty; Dr. Robert W . W . Carrall, Cariboo; and Clement F . Cornwall, in
the vicinity of Ashcroft. Senator Macdonald had originally been associated
with the Hudson's Bay Company, and we find his name in the annals of San
Juan Island, where he had charge of a salmon-curing concern. H e was a
merchant in Victoria in the early days, and acquired considerable wealth.
During all these later years he has taken an active interest in politics, a consistent Conservative; also in municipal, social and church affairs. Hon. C.
F . Cornwall, recently deceased, was an English solicitor, was in the old Legislative Council of British Columbia representing bis district; was created a
senator after Confederation; became Lieutenant-Governor, succeeding Lieu->
tenant-Governor Richards, in July 1881; and was appointed to the bench as
county court judge for Cariboo. I t is interesting to note that the late
Captain R. G. Tatlow, Minister of Finance and Agriculture, was his
private secretary while Lieutenant-Governor. Dr. Carrall, a big, powerful
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looking man, was a fair speaker, though declamatory in style, and, for a
time at least, a social favourite at Ottawa. He was one of the most powerful advocates of Confederation, and when the Terms of Union came to be
negotiated was one of the three delegates at Ottawa. One of the great political characters of the day was Hon. J. S. Helmcken, who is the sole
living representative of the first Legislative Assembly of 1856, of which he
was speaker. Dr. Helmcken considered his political life's work ended when
forty years ago he saw Confederation, which by the way he opposed, completed. He went to Ottawa as one of the delegates, refused to be re-elected
as a member of the Legislative Assembly after Union took place; refused
to be nominated for the Dominion House of Commons; declined a senatorship. H e might have had any office in the gift of the people or the Crown
in connection with the new regime; but steadfastly declined all offers and
all appeals. Temperamentally unsuited to politics, he, nevertheless, by his
rough honesty, singleness of aim and kindness of heart, concealed under a
mask of almost uncouth exterior, became universally trusted and esteemed;
his fund of information, his resources of common sense and the practical
turn of his mind, combined with his long experience and intimate knowledge of the country, made his advice and assistance most valuable. When
British Columbia became a colony he was even then a pioneer; at the date
of Confederation he had outlived in active political life all his contemporaries of 1856; and is even now a figure unique in British Columbia and almost in the Empire. In the years immediately following Union, his counsel
was much sought after by all parties, and when Mr. J. D. Edgar came
to the Province, as a special delegate from Mr. Mackenzie to the local
Government, he was frequently in conference with him. In the last session of the old Legislature, 1871, he made a very important and illuminating speech on the San Juan Island question. At that time it was still unsettled, and an effort was made to have it included among the subjects to
be adjudicated upon at the Washington Conference preceding the Washington Treaty. A local suggestion was made that Sir James Douglas, then
in retirement, should be appointed a commissioner, as one whose association with the San Juan imbroglio gave him an intimate local knowledge
of the issues. Nothing, however, came of the proposal.
In the period to which this chapter relates there was likewise a movement which resulted in the establishment of the Reformed Episcopal Church
as afa off-shoot from the English Church, which had had a sort of official
status in the Colonial days. I t is not necessary to go into the details of the
secession. It had its origin in the Tractarian movement which had spread
to our shores through ministerial channels and had reached its flood, and had
begun to recede in Great Britain, when Newman went over to Rome. In
the ranks of the English Church clergymen and laity there were numerous
persons with strong High Church proclivities, among others Bishop Hills.
Rev. E. Cridge, the saintly nonogenarian, was then rector of Christ Church,
and, with the exception of the Rev. R. J. Staines, who preceded him as chaplain and teacher for the Hudson's Bay Company, was the pioneer Protestant
clergyman of the Province. He was strictly evangelical in his sympathies
and practices, and against certain sermons preached in the church and the
introduction of certain High Church ritual, he uttered his protest. The
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difficulty ended in a clash with Episcopal authority and precipitated a crisis
in church affairs, which though suddenly brought to a head, was the issue
of feeling which had been fomenting for a long time in church circles. To
the support of the rector rallied the church wardens and an influential majority of the congregation, including such persons as Sir James Douglas,
Hon. J . S. Helmcken, J . D . Pemberton, Judge Pemberton, Senator Macdonald, B. W . Pearse, Roderick Finlayson, Judge Elliot, Charles Hayward, Captain Devereux, D . W . Higgins, Coote M. Chambers, William Wilson, J . A. Aikman, A. A. Green, and many others of similar standing. The
incident created a great stir in the community and had an interest that extended far beyond the limits of the Province. The trial, indeed, of Dean Cridge
became a cause celebre, and is quoted in all modern English works on ecclesiastical law. The trial was held in the Pandora Street Presbyterian Church,
His Lordship Bishop Hills presiding, and Ven. Archdeacon Woods, Rev.
Mr. Mason, and County Court judges O'Reilly and Bushby sitting as
assessors. The proceedings were instituted under the provisions of the Church
Discipline Act. Against Dean Cridge four charges were preferred, viz.: Offences against laws ecclesiastical, refusing to acknowledge the Bishop's authority, neglecting to comply with the Bishop's requests, and obstructing
the Bishop in the performance of his episcopal functions,—of all of which,
technically at least, he had been apparently guilty. I n brief, his alleged
offence was violation of canonical law—contumacy, and insubordination.
Eighteen objections, in the form of legal procedure obscure to the ordinary
lay mind, followed the formal recital of the charges. Mr. J . F . McCreight,
ex-Premier, who had been instructed by the law firm of Drake, Jackson &
Helmcken, appeared for the prosecution. RevT Dean Cridge conducted his
own defence, the trial lasting four days. H e denied the jurisdiction of the
Court, objected to the proceedings as irregular and illegal, contended that
by his doctrines the Bishop had seceded from the church, protested against
His Lordship sitting as judge in a case in which he was prosecutor and an
interested party, and against the constitution of the Court generally. H e
pleaded that as a layman in law, he was at a disadvantage and petitioned for
a longer time for the preparation of his defence. I t was decided, however,
to proceed from day to day without delay. I t would serve no useful purpose to follow the proceedings in detail. There were many points raised,
interesting even to laymen. On the fourth day Dean Cridge appeared and
submitted a long protest against the procedure, stated that he could not
appear again in court, and, with a number of his sympathisers, left the
court-room. The Court found that nearly all the charges against the Dean
had been proven, and in this connection it may be said that Mr. Cridge did
not deny his acts, nor did he refuse to acknowledge the lawful authority of
the Bishop; but his acts were explained as protests against an unlawful
authority in certain matters exercised by the Bishop, who by virtue of his
doctrines had seceded from the Church, and, therefore, had ceased to have
authority. I n due course Dean Cridge was notified that the Bishop himself would conduct services in Christ Church on the following Sunday. The
Dean replied that he was supported by bis congregation, and that he did
not accept the decision of the ecclesiastical court as either legal or binding,
expressing himself, however, as always willing to submit to "lawful author[33]
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ity." Sunday was looked forward to with great expectancy and the church
was crowded. Precautions were taken to protect the pastor in the discharge
of his duty. W h a t might have happened if the Bishop had endeavoured to
carry out his programme it is impossible to say. Doubtless the doctrines of
peace would not have prevailed; but fortunately the carriage with the Bishop
inside was seen to leave Bishop's Close and go in the direction of Esquimalt. The Rev. Mr. Cridge preached on that and the following Sunday
without molestation, and nothing occurred either sensational or unusual.
The cause of the Bishop versus the Dean was then referred to the Supreme Court, before Chief Justice Begbie. Mr. McCreight, as before, appeared for the Bishop, and Mr. A. Rocke Robertson for the defense. While
the court brushed aside the proceedings of the ecclesiastical court as irregular, and refused to recognize the tribunal as either constitutional or capable of jurisdiction, his decision was nevertheless against Dean Cridge,
H e granted an injunction, being the form of procedure under which proceedings were instituted, to prohibit him from preaching or officiating as a
clergyman of the Church of England. The latter part of the order was considered necessary in order to prevent illegal marriages, etc. On Sunday,
October 19th, the friends of Dean Cridge were permitted to remove their
furniture from Christ Church. The exodus was large. Pandora Street
Presbyterian Church was placed at their disposal for services, while they
decided their future plans.
I t would have been interesting to have followed the trial to a logical
conclusion by appeal; but events moved in another direction. J u s t then a
movement had been started towards joining the Reformed Episcopal Church,
of which five congregations had been formed in eastern Canada. This
was the course pursued. A t a meeting, at which over 350 of Christ Church
congregation were represented, it was decided to form an organization in
connection with the Reformed Episcopal Church of Canada and the United
States. A t the first meeting on November 16th there was a crowded congregation, definite arrangements having been made the previous Thursday. Sir
James Douglas gave as a free gift the site of the present church in Victoria, and the present building was erected thereon. This was the beginning of the Reformed Episcopal denomination in British Columbia, and
among the families of those who took sides at that time, the memory of
the events incidental to the secession has not wholly been obliterated.
Alfred Waddington, a name that will be long remembered in British
Columbia history, died in Ottawa on the 23rd day of February, 1871, of
smallpox, greatly to the sorrow of his many friends in the Province, and of
all those who knew him in eastern Canada. H e had spent several years at
the Canadian capital, engaged in impressing upon the attention of the Canadian Government a great scheme for the construction of an overland railway through Canada and when on the threshold of success, remarked the
Colonist, in announcing his death, he was cut down. Waddington was
connected with some very good families in England, and in early life had
been interested in mining on the Continent. I n 1849 he went to California,
and embarked successfully in mercantile pursuits. H e came to Victoria in
1858 and bought a number of lots in the vicinity of Yale, and Waddington
Alley. The first printed publication in book, or rather pamphlet form, which
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appeared in British Columbia, was from his pen, entitled, "The Fraser River
Mines Vindicated," being a reprint from the Victoria Gazette. I n 1862 he
conceived the idea of which he was a most ardent advocate, of constructing a
wagon road from Bute Inlet to Fort Alexandria, the first link in an overland highway. I n the prosecution of this enterprise he spent nearly his entire fortune. H e struggled against many difficulties in pursuit of this idea—
until the Chilcotin Indians massacred his camp of road makers—seventeen
in number—and destroyed his stock of tools and provisions. This was the
last straw, and he ceased operations. His plans for the road were purchased by the Ottawa Government. As a pioneer, an explorer and a promoter he was a good type of the empire builder of which Britain has furnished in her sons so many examples. His plans for a bridge across Seymour Narrows were the foundation for a report by the late Marcus Smith,
in charge of the Pacific department of the C. P . R. surveys, and he was
the first to prepare a plan that, perhaps more than any other subject connected with transportation, has been much debated ever since. The cost involved in these plans was the main objection to connection by railway of the
mainland with the Island, and in that sense they may properly be said to have
been the pons asinorum of the original scheme of railway construction in British
Columbia. Mr. Waddington is said to have abandoned this idea at the last on account of the cost involved, which would have been a pretty considerable percentage of the entire outlay west of the Rockies, but he was otherwise confident of
the practicability of the route, of which it was a part. A man of good deal of
culture and exceptional information he was prominent in all affairs of public
moment. F o r two terms he sat in the Island Legislature and for a term
was superintendent of education. Though his death was untimely, and
greatly regretted, he had reached the fair age of 76. I n his advocacy and
through his personal efforts he greatly stimulated the idea of a transcontinental railway. His name has almost been forgotten in that connection, but
he was the pioneer of the C. P . R. Like the majority of pioneers he died
poor, as the result of his labours and just at a moment when his dreams were
about to be realized.
Capt. Edward Stamp, an early figure in British Columbia development,
died in London, England, on the 17th of January, 1872. H e left Victoria
in the previous November, and it is thought the effects of severe weather in
crossing the plains overland resulted in his death. H e first visited the Coast
in 1856, while on a mission to Puget Sound to secure a cargo of spars for
the British Government. The timber resources of Vancouver Island Colony
impressed him so much that he secured capital in England to erect a saw
mill at Alberni. Subsequently, the plant was moved to Burrard Inlet, where
what is known as the Hastings Mill, which was managed by him for a time,
was built and operated. I n 1871 he embarked in the fish-curing business on
the Fraser and his trip to England, where he died, had to do with the formation of a new company for the purpose of packing salmon at New Westminster, and a dry dock project. H e was twice a member of the colonial legislature. I n early life he took to seafaring, and while still quite young was
a skipper. During the Crimean W a r he commanded the troopship Emu
and saved her from destruction in a terrible gale. Capt. Stamp was a very
energetic and enterprising man, though his success in life was marred by a
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choleric temper and a manner that might have been suited for sailors in his
day on board of ship, rather than with land lubbers in the matter of business. He was far-seeing, however, and to him is entitled the credit of being a pioneer in British Columbia in the lumber industry, and in the promotion of salmon canning and a dry dock, though in neither of the latter
was he permitted to go farther than the preliminary stages.
In the early days of Victoria the figure of "Judge" Jos. Austin was
a very familiar one. He died July 3, 1871, just after British Columbia had
entered the Union. Austin was a native of Halifax, N. S., and was bom
in 1782, so that he had reached a very respectable age. During 1812-1814
he sailed as super-cargo of vessels. He was present in Ghent in 1814 when the
treaty of peace was signed by the British and American commissioners, and
rode in the same carriage on that occasion with Henry Clay, Albert Gallatin,
and Mr. Bayard, the American commissioners. Subsequently, he rode with
them through Russia, and left them at Cronstadt, joining his ship there. H e
was also at a state ball at St. Petersburg with them. Soon after the discovery of gold, he went to California, and engaged in business as a hardware
merchant. In 1856 his business was wiped out by fire. In the same year he
was a member of the famous vigilance, committee, and was made a justice of
the peace, or magistrate, hence his title of "Judge." H e came to Victoria
in 1858 and invested in real estate. Austin was extremely religious, but belonged to a creed called Sandaminian, which did not recognize the right of man
to consecrate a building to the worship of God. Hence he was buried without religious service and without mourning insignia. "Judge" Austin was
half brother to Hon. Joseph Howe, the Canadian, or rather Nova Scotia,
statesman and distinguished writer and orator.
The death of the Hon. David Cameron occurred in the year 1871 and
in his person passed away a very early and prominent pioneer. H e had been
born in 1804 in Perthshire, Scotland, and while quite a young man had gone
to Demerara. He resided there as a merchant, until 1853. During his residence in the West Indies he was subject to severe attacks of illness and
upon the recommendation of Sir James Douglas, whose sister he had married,
he moved to Vancouver Island early in 1854. In that year he was appointed
a justice of the peace and subsequently upon communication with the Home
Government he was made Provisional Judge of the Supreme Court of Vancouver Island. In 1856 the appointment was confirmed, and he was made
Chief Justice, a rather empty title considering the state of the colony, and
that he was the only judge or representative of justice of any kind. H e held
the position until 1865, when he retired on a pension of £500 per annum
and was succeeded by the late Chief Justice Needham. One daughter survived him. Though not a lawyer—and the fact was often laid against him
as a fault—his legal knowledge was extensive and under "his able hands," as
the Colonist put it, "the present statutes were framed." Six sailors from the
Sparrowhawk were pallbearers, the chief mourners were Sir James Douglas,
Hon. J. S. Helmcken, Mr. James Douglas and Mr. Chas. Good, and the
funeral sermon was preached by Rev. E. Cridge.
The death of Sosthenes M. Driard, the proprietor of the Driard House
in Victoria, took place on Feb. 15th, 1873, aged 54. He was a native of Lachabelle, France, which he left during the revolutionary period. Going to New
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Orleans, and thence to California, he was borne to British Columbia shores
in 1858, and subsequently became proprietor of the Colonial and Driard Hotels. The Legislature, which was in session at the time, adjourned until 3:30
in the afternoon, and the members, including members of the Executive and
the Chief Justice, attended the funeral. The Driard, now through the purchase of the property by David Spencer, Limited, for the purposes of a departmental store, passed out of the fist of hostelries, was famous in his day,
and for years afterwards throughout the Pacific Coast, particularly on account of the excellent repasts its dining room afforded.
Bishop Demers, born 1809, the first Roman Catholic dignitary of that
rank in British Columbia, died July 28, 1871. A native of Quebec, he entered the priesthood in 1836. I n the following year he left in company
with Archbishop Blanchard and crossed the continent. Arrived in Oregon
in 1839 he began an active career as missionary in the wilds of the north
Pacific, which work he never abated. H e was ordained Bishop of Vancouver
Island in 1847, and in the early days of the colony was of great assistance
to the Hudson's Bay Company in their official dealings with the Indians
over whom he had great influence and control. H e established missions at
various points both on the Island and the mainland. I n 1864, Bishop Demers
took a very long tour through the United States, Canada and Europe,
as the result of his health having failed, but without much apparent benefit.
I n 1870, in company with Father Seghers, he attended the Ecumenical Council at Rome. While in Rome he received injuries in a railway collision and
returned home to die. As the pioneer of missions in this Province, his services deserve special memory and recognition, and so revered were they that
at the time of his death, and for a long time afterwards, the rock at Cadboro
Bay on which he first stepped, was pointed to. St. Andrew's pro-Cathedral
was erected in 1868, under his auspices, and through his efforts, and it is interesting to note that those who assisted at the altar were Rev. Father
D'Herbomez and Rev. Fathers Mandart, Kirley, Joincken, Brabant and Bondauex. Bishop Seghers succeeded Bishop Demers and was appointed March
21st, 1873. H e came to the Coast in 1863, after passing one year in the
American College at Louvain, Belgium; he studied four years in the Theological Seminary at Ghent, being ordained priest in 1863 at Malines, 35
years of age. A tragic interest attaches to his memory from the fact that
he was murdered in Alaska about the year 1888 by a native there, becoming,
in other words, a martyr to missionary work, to which he was so sincerely
devoted.
Judge A. T. Bushby, who came to British Columbia in 1859, and afterwards filled various responsible positions under the Government, died May
18th, 1875. H e married in 1860 a daughter of Sir James Douglas, who, a
resident of London, England, still survives him. Prior to Confederation he
had been Postmaster-General, a stipendiary magistrate, and a member of
the Executive Council during the Seymour administration. After Confederation he was made a county court judge.
A new steamship line to San Francisco was announced in the Colonist July 13, 1875, promoted by the late Hon. Henry Rhodes, contractor
for the mail service. Steamers were taken from the China-Panama line. The
Vasco di Gama, the first of the new steamers to come to Victoria, was de-
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scribed in the local paper as "a floating palace." The corner stone of the
new St. Joseph's Hospital was laid August 22nd, of the same year.
Major-General E. Selby-Smith and staff and Captain Miles Stapleton,
A. D. C, and Hon. T. W. FitzwiUiam (brother-in-law of Lord Milton)
arrived October 21, 1875, on a tour of military inspection. The occasion
was one of unusual social doings.
A message to Bishop Seghers brought the news that Rev. Father A
Brabant at Barkley Sound, had been shot in the back and hand by the chief
of the Hesquiats. The note had been written by Father Brabant, who
believed at the time he was dying, with great difficulty and conveyed to
Victoria by an Indian. I t asked for a clergyman to aclminister the last sacraments and medical assistance. The stalwart missionary, who devoted about
25 years of his life to the west coast Indians, survived his injuries and is still
rugged and hale. He was devoted to his work as a missionary and the Indians were very friendly in their disposition towards him, but the chief, sickening of small-pox, attributed his malady to the evil influences of the "white
father" and in an unguarded moment the latter was fired upon at close
quarters. The chief fled and hid himself in the forest, where his dead body
was afterwards found. Father Brabant, in what he supposed to be his dying message, asked consideration for his murderer and that the Indians should
be treated kindly—in the spirit of Him who said "forgive them for they
know not what they do."
In the columns of the press, it is noted that on Friday, April 19th, 1874,
Kenneth Mackenzie, one of the very earliest of the Vancouver Island pioneers, died of heart disease. He came to Victoria in 1851, and for a long
time occupied a position at Craigflower as manager of a farm for the Puget
Sound Agricultural Company, a subsidiary company of the Hudson's Bay
Company. Subsequently he purchased a farm near Victoria on the road to
Saanich, where members of his family still reside. At the time of his death
he was the proprietor of the Craigflower bakery and was a naval contractor.
It is also noted as a matter of passing interest that Captain McNeill, one
of the Hudson's Bay Company master mariners, and an old resident of Victoria, in the same year, 1874, retired from the command of the steamer Enterprise and was succeeded by Captain H . G. Lewis, of the Otter, who in
turn was succeeded by Captain W. R. Clarke. All three, long since passed
away, were well known pioneer sea captains.
The Pacific Coast West had never been noted for its observance of the
Sabbath, and in the early days even less than at the present time; and it is,
therefore, surprising to observe that in 1873 a bill was introduced so sumptuary and drastic in its provisions as to have been almost Puritanical in its nature. The measure, introduced by John Robson, proposed to make it unlawful to "trade, work, labour, sell, buy, barter, convene or attend any political
meeting, tipple, or to allow to tipple, brawl, use profane language, play at
billiards, ball, football, rackets, gamble with dice or otherwise, or run races
on foot, on horse back or in carriages or vehicles of any sort, hunt, shoot or
kill any wild animal or game except in defence of life or property, fish, or
take, kill or destroy and fish, or bathe in any exposed situation within the
limits of any incorporated town, or within view of any place of public worship or private residence," with penalties for the violation of its provisions.
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These provisions were intended to cover, of course, the exact nature of infractions of Sabbath observances most complained of by church people in
British Columbia, and it is needless to say found little favour in the eyes of
British Columbia lawmakers. The Legislature sat rather severely on the
proposed measure and Mr. Robson resented their treatment of it in the columns of the Colonist but did not pursue the subject further.
Captain John Swanson, who had been reared under the aegis of the
Hudson's Bay Company, died in its service as captain of the steamer Enterprise, October 21st, 1872. H e was a native of Rupert's Land and joined
the Company's service as a lad of 14. H e came to the Pacific Coast as
an apprentice on the Cadboro and had assisted in clearing the ground for
the old fort. Subsequently he commanded the Labouchere and the Otter
and the Enterprise.
His pallbearers were Judson Young, J . W . McKay,
Judge Elliot, Captains Moffatt, McNeill and Mitchell and Mr. Pamphlett.
Captain Lewis and son were chief mourners.
The reaper Death was busy during this period in the ranks of early
navigators and claimed Captain William Irving on August 20, 1872. H e
died at New Westminster, where he had been dangerously ill for some
months, attended by Dr. Trimble. A native of Scotland, he had gone at
an early age to Oregon, where, on the Columbia river, he was a pioneer in
the steamboat business and a member of the original Oregon Steam Navigation Company. H e came to British Columbia in 1860 and was engaged
in the navigation of the Fraser river, running boats from New Westminster
to Yale. H e died at the comparatively early age of 55 and his mantle having
fallen on Captain John Irving, one of the best known of the modern sea-faring
men on the Northwest coast waters, his work was continued by the latter.
The death from African fever of Hon. E . G. Alston, a well known official of the Colony, who had gone to Sierra Leone to serve in an official
capacity, was reported in the press January 26, 1873. Not long before this,
intelligence had been received of bis pursuing a prosperous career in his new
field of labour, and his death, therefore, was as unexpected as it was regretted by his friends. Alston, who had come to the Colony quite early with
letters of introduction to Sir James Douglas and Attorney-General Crease,
was for some time Registrar-General, a member of the Executive Council, and
for a time acting Attorney-General. His son, Rev. E . A. Alston, is incumbent of a living near Norwich, England.
A death which was not local, but of local interest, was that of Sir
George Cartier, which occurred in London, England, May 20th, 1873. The
British Columbia newspapers in announcing his death appeared in mourning. As taking, along with Sir John Macdonald, the most prominent part
in passing the Terms of Union, his name was held in almost affectionate regard in Victoria. As Cartier was a lineal descendant of Jacques Cartier,
there was an appropriateness in the famous exclamation of his in the House
of Commons, after the bill had passed its final stage, "All aboard for Victoria," which, taken up as a cry by followers of the Government, made "the
rafters ring." I t was fifteen years later when it became the real signal for
departure of the first overland train for Burrard Inlet.
Captain Mouatt, whose descendants still reside in the Province, died
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Sunday, April 12th, 1871, on his way in a canoe from Knight's Inlet to
Fort Rupert.
The demise of George Pearkes is reported in the press March 18th,
1872. The deceased was a native of England, had resided for a time in eastern Canada, went from there to California and came from there to British
Columbia in 1858. H e followed his profession of solicitor and in the early
days occupied the position of Crown solicitor (equivalent to Attorney-General) for Vancouver Island. Mr. Pearkes was prominent in Masonic circles.
In a report from Hon. Peter O'Reilly, gold commissioners for Omineca district, then attracting a good deal of attention, it appears there were
about 900 miners employed there out of a total population of about 1,500.
Most of these left for the winter, but from 800 to 1,000 were expected to return again in the spring. This gives an idea of a general condition which obtained in niining camps—a population here one year and shifted elsewhere next year. The mining receipts for the district for 1871 were about
$15,000 and the yield estimated at $40,000. Omineca did not turn out to
be the bonanza expected, and the scene of activities was changed to Cassiar
later on, the aggregate yield of which is estimated to have been about
$5,000,000. There is great difficulty in arriving at any accurate figures for
any of the early diggings. Gold handled by companies could be fairly
well accounted for, but large quantities of gold dust were taken out by the
miners themselves, about which they were usually very reticent.
One of the worst marine disasters which ever occurred on the Northwest Coast of America was reported in the Colonist of November 9,1875.
The news created a profound impression on the public mind, and so far as
the city of Victoria is concerned has only been nearly paralelled by the excitements incident to the Point Ellice bridge disaster of 1896, the loss of the
Islander out of Skagway in 1901, the foundering of the Clallam in 1904 and
the wreck of the Valencia in 1906. On the 4th day of November, 1875, the
steamship Pacific sailed from Victoria with 283 persons on board for San
Francisco and was lost off Cape Flattery. Only two persons were saved,
Henry F . Jelly, a passenger, and Neill O'Hanley, quartermaster. Of treasure $178,000 went down with the ship. Among the lost were F . Garesche,
agent of Wells, Fargo & Company; S. P . Moody, of Moody, Dietz & Nelson, Moodyville; Captain Otis Parson, a pioneer navigator, and family;
Thomas Styles, of the firm of Kinsman & Styles; Mrs. Moale, eldest daughter of ex-Mayor McMillan, editor of the Standard; the wife and child of
Mr. William Lawson, Bank of B. N. - A ; Miss Fanny Palmer, daughter of
Prof. Digby Palmer, about whom Mr. D. W. Higgins has written in his
reminiscences; Richard Lyons and Dennis Cain, two of the discoverers of
the Cassiar goldfields; Colonel Mandeville, well known actor, wife and
child. These, however, were only a few of the more prominent victims of
a disaster which brought sorrow to hundreds of homes in Victoria, although
many were lost about whom little or nothing was known. The particulars
were gained from the story of the two survivors, Jelly and O'Hanley, from
which it appeared that the Pacific in bad weather collided with the ship,
Orpheus. The accident was caused by the latter not keeping her lights on
the bow port. If the narrative is to be credited, the conduct of the master
of the Orpheus was inhuman. He bore off, with the cries and signals of
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distress from the Pacific in his ears, cursing the latter for coming in his way.
Mr. Higgins tells a weird story of the captain of the Orpheus dying
frightened with the visions of that wreck. But, whatever his conduct, he
steered clear of British waters and never was brought to account. I t also
transpired that after the collision everything on board the Pacific was in unutterable confusion. I t was hinted that the captain, usually noted as a capable and efficient officer, was under the influence of liquor; but from whatever reason all discipline was absent and the ship's crew, without a head,
were completely disorganized. The passengers, pilotless and helpless, went
to death without any intelhgent effort to save them or the ship. Investigations were held, much evidence was taken to prove a culpable cause of the
disaster; but of what benefit to the dead or recourse for the sorrowful living? So intense was the impression created by this deplorable catastrophe
that the older inhabitants of Victoria living at that time, still speak in solemn undertones of the "loss of the Pacific."
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THE EDGAR
CHAPTER

INCIDENT
IV

No period in the youth of the Province is more interesting politically
than that which followed the session of 1874. There was a curious shuffling of cards and shifting of seats, leading to confusing situations. I n a
sense it was a Newspaper War—a battle of the Standard and of the Colonist
waving on the forces of the Government and the Opposition respectively,
while on the mainland the Herald and the Guardian supported and opposed the Government at Ottawa, with regard to the proposed modifications in the Terms of the Union. Later on, as this chapter will disclose, the
position was practically reversed, although it is very difficult to define accurately a situation of extreme complexity. The Colonist, after being a
thorough-going Conservative paper, became virtually the mouthpiece of the
Mackenzie Government—a fact emphasized by the appointment of its editor,
John Robson, to the important position of Comptroller in connection with
the C. P . R. surveys in the Province. The local Government on the other
hand, which at first was regarded as being in sympathy with the administration at Ottawa, went into violent opposition. During the session of 1874
there came a well-defined attack on the Esquimalt graving dock and the
new railway proposals. The stirring events which led to the resignation of
Amor de Cosmos as Premier, and the reconstruction of the Government
with G. A. Walkem as Attorney-General and first Minister, have already
been described. A very strong feeling, especially in Victoria, developed with
reference to the dry dock, which, as has been seen, seemed to indicate a modification of the Terms of the Union. A t the close of the session the members of the opposition, including Mr. Robson, were enthusiastically honoured
at a banquet to mark the appreciation on the part of the people of Victoria of the gallant fight waged in their interests. Of that fight the Colonist and John Robson were undoubtedly the intellectual heroes. The opinions of the leading lawyers seemed to be almost unanimous in agreeing that
the proposals in regard to the Esquimalt graving dock, if not a variation
of the Terms, at least placed the Province in an equivocal position. Certain
proposals emanating from Ottawa had been made, it was understood, to
the local Government for a relaxation of the conditions governing the construction of the railway, and the statement was openly made that the proposals had come through a confidential agent of the Federal authorities. I t
was at first supposed that de Cosmos was that agent, and a suspicion
which aroused public feeling of conspiring with Ottawa, was directed against
the local Government. A semblance of truth attached to these suspicions
—indeed there was more than a semblance of truth in them—from the attitude of the Standard, which hand in hand with the Walkem acmiinistration,
was advertising de Cosmos, and showed friendliness towards the supposed
Ottawa proposals. De Cosmos, after the general election supported Mackenzie instead of Sir John Macdonald, his old chief, and it was asserted
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with some show of reason that he had some arridre pensSe, and expected
among other things, to be taken into the Cabinet. Certain it is that his
policy had not been shaped by any definite set of political principles. The
Government at Ottawa, no doubt, advised by de Cosmos, assumed that the
local authorities were with them and proceeded on that assumption, as is fully
evident from speeches made by the Hon. Alex. Mackenzie, Premier, on the
subject of C. P . R. (1). The ebullition of popular feeling, throughout
the Province on that particular subject in relation to British Columbia
brought about a seeming change of policy on the part of Premier Walkem and
his colleagues, following upon the negotiations with Mr. J . D . E d g a r , who came
as a special agent to discuss the railway situation with the local authorities.
The circumstances connected with his mission were fruitful in volumes of
discussion then and since, and now that time has dissipated the clouds of
partisan feeling and misrepresentation that obscured the real merits of the
dispute, it is undeniable that Edgar was very badly used by Premier Walkem,
whose government behaved in a way not only politically disgraceful, but injurious to the Province, and more particularly to the interests of the Island
of Vancouver. The whole episode was discreditable to British Columbia,
neither statesmanship nor common sense being displayed. The rupture between the two governments was complete, and the feeling on both sides became embittered beyond hope of any reconciliation in the future. The results
were as unfortunate as they were unnecessary, and the proceedings as foolish as they were unjustifiable.
As a knowledge of these proceedings is
essential to an intelligent understanding of the most acute crisis in our history since Confederation, it is necessary to deal with them at some length.
(2).
(l)Mr. Mackenzie made a speech in moving the second reading of the C. P. R. bill, which was historically important. He said that he had opposed the original scheme as one that was impracticable at
the time it was proposed. He had not changed that opinion, but now that he was in power he was
bound to carry it out in spirit if not in letter. The terms were extraordinary. The Province itself had not
demanded them. He referred to the speech of Hon. Jos. Trutch at Ottawa, on Confederation.
He
pointed out the difficulties of building the Intercolonial railway, 500 miles long, which he regarded as a
political rather than a commercial transaction. To "quiet the spirit of unquiet" in his own ranks,
Sir Geo. Cartier had passed a resolution to the effect that it should be built by private enterprise on the
basis of land subsidies, without unduly taxing the resources of the Dominion. It could not, however, be
completed within the specified time. He stated on the authority of Sanford Fleming that until 300,000
people were thrown into the territory it would not pay expenses of construction, not to speak of renewals,
etc. Bute Inlet, he thought, was the preferable route in British Columbia, though there were 150 miles
to be laid on the Island, together with the tunnels and seven bridges measuring 7,880 feet in all, one with
a span of 680 feet, three with 1,100 feet each, one with 1,000, and two with l.SSff feet. The whole tenor
of his argument was that it was impracticable to build the railway within the legal time limit, and that
it was a foolish thing to begin construction until a final and definite route was selected, and he referred to
the "farce" of driving the stakes at Esquimalt as a formal commencement. An extension of time was
necessary, and an agent had been sent to the Province to arrange to that purpose. As it appeared very
important that work should commence at Esquimalt, the Government was willing to agree if the time
for completion were extended, and if the local government were disposed to make terms, to expend
$1,500,000 per annum in construction. Water communication would have to be utilized.
The shortest
route would be Fraser River. Bute Inlet presented a descent of three hundred and fifty feet in a few
miles. He referred to the proposal to give $10,000 and 20,000 acres as subsidy per mile, and proposed to
ask intending contractors the extent to which they would require a guarantee of 4%. It was estimated
that the road would cost $40,000 per mile. To keep faith with British Columbia, the western end
would be begun first and proceeded with as fast as possible. Referring to the dry dock proposal of
an advance of $250,000 to be given as work proceeded instead of a guarantee of $500,000 for ten years
at 5%, it had been assumed that the proposal had been made as some sort of inducement to alter the
Terms of Union. This was a misconception; no such thing was contemplated and no word had passed
between the two governments as to any terms at all. The' Terms, which could not be carried out, had
been forced upon the country as the result of party exigencies, and it was never intended that they
should have effect.
Mr. Edgar Dewdney made a speech on the bill favouring a survey of the Fraser River valley
between Kamloops and Hope. Of the four routes through the Cascades, he favoured the last named.
The Province could build a wagon road into Cariboo eighteen to twenty feet wide through the canyons
of the Fraser River to Savonas, one hundred and thirty-three miles long, at a cost of $830,000, or $6,315
a mile. No grade would exceed fifteen feet per mile. On Bute Inlet route there were grades, of one
hundred and fifteen feet per mile, and from Burrard Inlet a road could be built to Puget Sound, tapping a rich country and sharing the traffic with the Northern Pacific.
(2) The particulars bearing upon and necessary to the understanding of the incident, require to be dwelt
with at some length. Though Mr. Edgar had been some time in the Province, nothing was known except
by conjecture of the exact nature of his mission, and the public mind was in a state of suspense, which
in course of time became more acute. The first real intimation of what was going on was contained In
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Alexander Mackenzie was in the light of history an honest man, and
although when in opposition he earnestly and conscientiously opposed the
Terms of Union, on gaining power he tried quite as conscientiously to
give them practical effect. Compared with it, the policy of the Provincial
Government at that time was shifting, dilatory and disingenuous. Geo.
Anthony Walkem was a good lawyer, an able parliamentarian and possessed a singularly acute mind; but he was tricky in politics and steered a
course largely with a view to take advantage of popular breezes. His treatment of Edgar was unworthy the dignity and responsibility of his high
a telegram from Senator Macdonald to Hon. J. S. Helmcken, published in the Colonist May 14th, 1374.
t h a t if the time for commencing t h e construction of the railway were extended, the Government a t
Ottawa would pledge itself to begin on the Island immediately and to spend $1,500,000 annually on the
Mainland until completed. This telegram was published on the very same day a s a statement t h a t the
Provincial Government had declined to recognize Mr. Edgar's credentials.
A despatch from Ottawa
dated May 14th stated t h a t Mr. Mackenzie had made a proposal to the local government (knowledge of
which, however, was denied by members of t h e government) to the effect a s above recited.
I t also
appears t h a t t h e mainland members a t Ottawa had protested against this proposition and the Island
members had endorsed it. From t h e Colonist of May 17th it is learned that a number of gentlemen
waited on Mr. Edgar to find out if a proposal had been submitted to the Government, who stated with
regard to credentials t h a t the Governor-General had written to t h e Lieutenant-Governor, and Premier
Mackenzie had written to Premier Walkem. If the l a t t e r had any doubts about the authenticity of
these letters he could settle t h e m a t t e r by telegraph.
Now, Mr. E d g a r had arrived in'Victoria in the early p a r t of March. On April 27th he formally placed
the local Government in possession of t h e new terms as agreed to by Mr. Mackenzie. On May 19th "a
formal and peremptory" demand was made for a reply. De Cosmos telegraphed from Ottawa advising
the acceptance of the new terms. Mr. Mackenzie moved on the 19th of May the seconding of the C. P. R
Bill. Incidentally, Mr. de Cosmos said in debate t h a t the road could be built for $80,000,000 and that it
was impossible to build it to Burrard Inlet, while Mr. Cunningham strongly protested against the
latter statement. On May 23rd, the Colonist announced the recall of Mr. Edgar. Premier Walkem stated
to a delegation t h a t the Government had received certain propositions from Mr. Edgar, b u t they were
of a private n a t u r e and could not be published, a s Mr. Edgar had produced no credentials. The Government, he said, had wired to Ottawa to find out whether the Government there would be bound by his
action. The C. P. R. bill passed its third Teading on May 21st. Mr. Bunster moved an amendment t h a t
the Island section should be begun immediately. This was lost. Mr. Cunningham moved that construction of the C. P.' R. should begin within one year, and t h a t not less than one-tenth of the whole line in
British Columbia be completed each year. This was also lost.
Copies of the Edgar correspondence were made public on May 23rd, and from a study of the con- \
t e n t s as summarized here, the disingenousness of statements made by Premier Walkem may be estimated. The negotiations opened with a letter from Mackenzie to Walkem, dated Feb. 16th, introducing
Mr. Edgar, who would confer with the Government in questions "lately agitating" the Province, and
receive their views regarding the policy of the Government on the construction of the railway. Were it
not for the meeting of Parliament, he added, one of the members of his administration would have
come instead, b u t Mr. Edgar was a public man, well known and fully understood the situation. "I need
not," he went on to say, "I am sure, assure you of my sincere desire to do all I can not only to act justly,
b u t generously to British Columbia."
" I t is in your interest and in the interest of the Dominion t h a t we should both act with a reasonable appreciation of difficulties which are unavoidable, and devise means to remove them or overcome
them."
Lieutenant-Governor Trutch telegraphed to Ottawa to find out if the statement made t h a t the railway would be begun t h a t year was true. The reply was t h a t Mr. Mackenzie simply said t h a t until location was made it was impossible to begin construction. A large surveying force was a t work, and there
w a s no reason to believe it would be possible to complete "this year."
On May 8th Mr. Edgar wrote a letter to Mr. Walkem (presumably after preliminary conferences) and
pointed out t h a t the chief difficulty consisted in the Terms of Union—i. e., t h e stipulation to complete
by July, 1881. Engineers advised t h a t it was a practical impossibility to complete within t h a t time, and
any a t t e m p t would result in wasteful expenditure and financial embarrassment. "It is because they desire to act in good faith towards British Columbia t h a t the Canadian Ministry a t once avow the difficulty
of carrying out the exact Terms of Union, whilst they have no desire to avoid t h e full responsibility of
Canada to complete the railway by all means in their power and a t the earliest practicable date."
"The Government," he said, "appreciating the impossibility of carrying out the Terms of Union, l
wished to make new stipulations and to enter into 'additional obligations of a definite character* for the
benefit of the Province. They proposed to begin t h e Island Railway immediately and push it to completion. The difficulties on the mainland were very great; it was useless to begin there until the route
w a s located, and for t h a t purpose a very large sum had been asked for by t h e Government In the estimates. To give t h e people a s much a s possible t h e benefit of construction they would open up a road
and construct a telegraph line through the whole length of the Province, and carry the telegraph line
across the continent I t was believed there would be little benefit to the people east of the Cascades from
construction if there were no road to convey their products and sell them to the contractors, and the
Government was anxious to avail themselves of all the supplies possible along the route. There was, he
pointed out, no stipulation in the Terms of Union, a s to the amount to be expended in any one year. Not
only was commencement desirable, but continuous prosecution as well. To t h a t end the Government was
willing to expend under the most favourable circumstances, a minimum each year with the Province of
$1,500,000. The delegation t o Ottawa who had been sent to negotiate Terms of Union had been willing to
be satisfied with $1,000,000 per annum, the road to be begun three years after the Union.
In reply Mr. Walkem desired t o be assured t h a t Mr. Edgar was duly accredited and t h a t the Dominion Government would be bound by his acts.
Mr. Edgar in reply pointed to the letters from Ottawa to the Lieutenant-Governor and the Premier and
his own assurance t h a t he w a s making the proposals on behalf of the Dominion Government, and on their
instructions. H e was indignant a t the assumption t h a t his statements might be incorrect, and protested
against such extraordinary treatment "of a document which emanated from the Dominion Government of
Canada upon a subject of such a deep and pressing moment to British Columbia." He asked for his proposal the consideration it deserved and its importance merited.
Mr Walkem in reply expressed surprise a t t h e irritability of Mr. Edgar and stated t h a t In t h e only
letter received by himself, Mr. Mackenzie had merely suggested an Interview with Mr. E d g a r to obtain
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office, and his whole policy was shaped without reference to the important
interests involved. I t was, in fact, not honest. If the politicians and people of Eastern Canada took up a position uncompromising, antagonistic, and
unjust to British Columbia, it was contributed to by the local Government's
unreasonable action which alienated their sympathy, and identified British
Columbia's cause with that of the political opponents of the Liberal Government. The course which affairs took both in the east and west of Canada
was due to a variety of causes. G. A. Walkem was only one of the causes—
it is true, an essential cause, but, although at that particular moment he
held the destiny of the Province in his hands, he was by no means the sole
factor. To understand the whole case, a general analysis of the situation is
necessary. To politics, in the narrow sense of that term, is attributable a
considerable share of our misfortunes at the time.
D e Cosmos and Walkem may be regarded as political partners. They
were both mistrusted, though supported by a popular majority. There was
a strong opposition to them in the Legislature represented by Robson,
Humphreys, Mara, Tolmie, Smithe, and other leading men. D e Cosmos,
Walkem, Beaven, Armstrong, Booth and others on their side, were Canadians, and the dividing line between Canadians and the English at that time
was marked. John Robson, the ablest man in opposition, was also a Canadian, but possibly on account of political disappointment—possibly, too,
through antagonism to de Cosmos as a rival editor and certainly, too, for
sound political reasons, he was opposed to them. Humphreys, though an
Englishman, had been a former warm political colleague and co-worker of
de Cosmos, but having been overlooked and pushed on one side, was bitter.
As a platform orator he had no equal in the Province. Political lines were
not altogether as between English and Canadian, for there was a good deal
between these two that was identical in sentiment, and especially in regard
to Eastern Canada. This forms a clue to the situation concerning the railthe views of the Government respecting a railway policy. That having been held he considered that the
object of Mr. Mackenize had been attained. When, however, it was proposed to go further, and to demand
changes of an important nature, he considered it his duty to ask Mr. Edgar for his official authority as
an agent, but information on that point had not yet been received.
Lieutenant-Governor Trutch then telegraphed for information as to Mr. Edgar's authority. Mr. Mackenzie referred the Ministry to his letter to the Premier, and stated that Mr. Edgar had been recalled.
Lieutenant-Governor Trutch telegraphed again, on June 7th, Mackenzie withdrew his proposals on the
ground that the Government had not replied to them. To this Lieutenant-Governor Trutch answered that
this was the first direct information the Government had received that the views expressed in Mr.
Edgar's letter were proposals to the Government, and expressed surprise that the only communication
substantiating such proposals authoritatively should withdraw them.
The Dominion Government was
then informed that the local ministry would appeal direct to the Imperial Government on the railway
question, and the Earl of Carnarvon was notified to the same effect.
One cannot read this correspondence without receiving the impression that Mr. Walkem's part in it
was the specious attempt of a clever lawyer to evade, by a technicality, the direct issue. Assuming that
he was conscientious in putting forward the official view, in contradistinction to what he might consider
the informal aspect, it betokened a small mind to be capable of placing small questions of procedure in
front of the weighty subject in hand. That such trifles did not really trouble him is clearly shown by
the fact that he did not take his stand on a matter of etiquette when he went to England to appear before
Royalty. As a matter of fact, Mr. Mackenzie followed the usual course of diplomacy, and that he did not
adopt more formal methods is proof of his friendly intentions towards the Government No doubt Mr.
Mackenzie, in his obvious disgust at the treatment of Mr. Edgar, was hasty in withdrawing his proposals,
and in recalling that gentleman. He should rather have accredited Mr. Edgar in the most emphatic way,
thus placing the responsibility of accepting or rejecting the proposals upon the local Government
Mr.
Edgar, in replying so curtly to Mr. Walkem's demand for his credentials, has been accused of lack of
diplomacy, but after two months' experience of Mr. Walkem's methods in Victoria he had ample time to
divine his purpose, and to suit his reply to the occasion. The anxiety about credentials was obviously a
ruse. Had Mr. Walkem, at any stage of the negotiations, been doubtful about Edgar's authority upon
any point, he could have used the telegraph to Ottawa and fortified himself at the time. He was not in
earnest. The truth seems to be that when faced with a dilemma, he deliberately chose the course calculated to effect the result he desired and what was brought about—viz., the avoidance of an election which
was involved in any appeal to the people to confirm any new terms proposed. It has been suggested that he wanted a trip to England, and possibly the theatrical effect of better terms as the result of
a mission to Downing Street might have influenced him in his course. Certain it is he announced his decision to go immediately the rupture occurred. If cleverness in extricating himself from a difficult position be a virtue in a public man, the Hon. G. A Walkem possessed that virtue in an extraordinary degree
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way. If it be kept in mind also that among both English and Canadian
elements there was a strong and well-founded suspicion of the bona fides of
a government dominated by the influence of de Cosmos and Walkem, yet another clue is discernible. The two factors together worked much mischief.
As has already been maintained in this work, Union, so far as British Columbia is concerned, was born of sentiment—not of love for Canada or of a
national idea. I t was maintained by force of circumstances rather than by
bonds of fraternity. The Terms of Union were hailed in British Columbia
merely as the solution of the problem of geographical isolation. On the
other hand, though the measure was pushed through parliament by strong
and skilful hands, the imagination of the eastern Canadian uninspired by
the optimism of the West, could not grasp the possibilities opened out by
the Union for national development, and for the extension of interprovincial trade and industry. The chief sentiment was one of alarm concerning
the great financial obligation (3) involved. Nor were Edward Blake
and Richard Cartwright, the intellectual heads of the Liberal party, constructive statesmen. They reasoned about hard facts logically and acutely
without the illuminating vision of the seer. David Mills philosophized about
the measure from an historical standpoint, but history did not suggest to
him a precedent for justifying a leap in the dark. Alexander Mackenzie,
the titular leader of his party, and the soundest politician in his own ranks,
(3)After the rupture of negotiations begun by Mr. Edgar, partisan feeling ran high in Eastern Canada
on the subject, and these few extracts from speeches and editorials will indicate how imperfectly the
possibilities of opening up the West were understood even by leading men. But if the mass of the people
and the great majority of their representatives can be defended for their prudential opposition to the
scheme of a Pacific Railway and all it involved, w h a t ungrudging praise on the other hand should not be
accorded to the prescience of the men who with faith in the West and confidence in the resources of
their country, were willing to pledge such resources to the utmost in order t h a t the great destiny of
Canada might be realized with the quickest possible despatch?
The fair and impartial historian cannot withhold his tribute of admiration from men who staked
their own political future as well as their country's credit in order to realize the ambition of a confederated British North America as complete in fact as it was in name.
Hon. R W. Scott, Dominion Secretary of State, spoke a s follows: "I fear it will not be built by this
Government, nor by the next Government, nor by many Governments to come. The minister would have
a line by water and railway, to the Rocky Mountains. From there they would have a wagon road through
British Columbia. We know t h a t under the Confederation Act British Columbia was entitled to the railway; b u t he hoped they would see it was impossible as contemplated and not make any disturbance."
Mr. Mackenzie said in his Sarnia speech t h a t "such a bargain was made to be broken." He referred,
of course, to the literal fulfilment of the Terms; and did not mean t h a t it should be inferred t h a t the bargain would not be substantially fulfilled.
The Halifax Chronicle (edited by Mr. W. S. Fielding, late Minister of Finance) referred on one
occasion sarcastically to our 8,000 whites, our six representatives (as against two for the county of
Halifax with seven times the population), the guarantee of construction of a railway, a first-class graving dock, pensions to various wornout Government officials, tariff excise allowed to be preserved—"in f a c t
no concession, however monstrous, however unreasonable, was refused by the Macdonald Ministry," to the
Province "to develop a wilderness and make it laugh with impossible crops." "Our scattered few millions,"
he said, "would have been bankrupted within ten years if they had loaded themselves with a work so great
and so soon to be completed." It was "utterly impossible to keep strictly to the terms accorded British
Columbia." "They (the Government) will build t h e line to Fort Garry, they will utilize the waterways of
Canada, and while t h e West Colony is enjoying the advantages t h u s afforded, they will with all prudent
speed, push on to the Pacific. If the British Columbians ask for more they will be like the child who cried
for t h e moon, and will be as little likely to be gratified."
Edward Blake, at a speech at North York: "The British Columbia section of the railway, even if it
t u r n s out to be practicable as an engineering work, will involve an enormous expenditure, approximating
$360,000,000, and after its construction will involve an enormous annual charge on the revenue of the
country for its running expense; and I doubt much if t h a t section can be kept open after it is built. I
think t h a t the chief importance that British Columbia will derive from the enterprise will consist in t h e
circulation of money and the profits of mercantile operations attendant on the construction, and t h a t Canada will be a frightful loser by the affair. * * * If, under all circumstances, the Columbians were to
say: 'You must go on and finish the railway according to the terms or take the alternative of releasing
us from the Confederation,' the Confederation would survive, and they (the British Columbians) would
lose their money (laughter). Fertile as the soil is, great as are the resources, glorious as are the prospects with reference to production, it is certain t h a t the distance from the great markets of the world of
the inland portions of the country (the Middle West) will form one great difficulty to be overcome. We
look upon the success of our enterprise in the settlement of the Northwest as practically dependent on the
improvement of the waterways. Of course, there must be railways at once to connect the sheets of water,
and eventually a through line, but I am confident that a bushel of wheat will never go to England over an
all rail route from Saskatchewan to the seaboard, because it would never pay to send it."
Sir Richard Cartwright (April 14, 1874): "It would be necessary to complete to borrow $30,000,000 a
year for seven years. There might be those who believed we could bear that, but he envied their faith.
He described the project a s ludicrously absurd." In a speech a t Napanee he described the situation, in
which the Government was placed, as that "of a morally and politically bankrupt firm, who had to redeem
the obligations to which these gentlemen (the Macdonald Government) had committed the country." He'
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honestly opposed the Terms on the grounds of impracticability. H e believed
indeed in being joined with the West, and he believed in a railway. B u t
he clung to the principle of making haste slowly. H e believed in building
the railway when and as financial resources would permit, and in filling up
the country with population as it went along. Unfortunately for his theory
British Columbia was on the other side of the continent, and could not afford
to wait. The Hon. George Brown, the most progressive Liberal in Canadian
history, and the clearest exponent of Liberalism, had wider views. H e shared,
if he did not, indeed, inspire Mackenzie's policy and, had he been at the head
of affairs, would have been prepared to go both farther and faster to meet
existing conditions on the Pacific Coast, but he was instinctively and traditionally opposed to Sir John Macdonald and all his works. Brown was a
Puritan of a high type. Sir John was a cavalier. They were irreconcilable
in thought, word and deed; one was dogmatic and imperiously direct, but
withal persistent, optimistic and far-seeing; the other picturesque, subtlepictured the position of affairs as one in which repudiation and the breaking up of Confederation were,
alternatives to going on at great risk, inconceivable burdens to the rest of Canada. The Government chose
the latter, but on conditions which made it possible within twenty years.
The Monetary Times, the leading financial paper of eastern Canada, was dismayed at an undertaking
by the Government to cost $200,000,000, and to the mind of the editor tbjp building on Vancouver Island
was additional evidence of the insanity of the scheme. He believed in performing a financial obligation,
however bad, because it was an obligation, but at the minimum of expense.
Sir A. T. Gait, a man of great prominence as a financier and independent politician, with Conservative
leanings, contended that the C. P. R. should not be built, even at the expense of British Columbia. His
position, however, was not endorsed by either party.
The trend of discussion in the Conservative ranks as to the policy of the Mackenzie government was
one of severe criticism, of the railway as a Government undertaking. The Conservatives as a party stood
for a railway, in its entirety, without "water stretches," and for Confederation, but believed in adopting the
American system of land subsidies, in making the area to be developed pay for development. They believed
also as a business undertaking and as a political necessity, that construction should be hastened with all
possible speed.
The Liberal government were, therefore, between two fires, British Columbia, whose people wanted the
road built in any way so long as it was built and the Conservative party, who wanted it built in a particular way. If both policies are carefully considered from an economic point of view, it will be seen that
there were arguments on both sides. The Liberals, in their railway as in their fiscal policy, were shackled
by certain party dogmas sound enough when applied to certain recognized evils or abuses, but not always
applicable at all times and to every condition of affairs. As we now know, in view of the great success of
the C. P. R and the tremendous impetus given to the industrial and commercial activities of Canada by
the consequent opening up of the West, the Liberals were short-sighted in their policy. On the other hand,
! certain evils inherent in the Conservative policy which delayed settlement and development of the Middle
West to the fullest extent, might have been avoided. The one central idea, which the Liberals failed to
grasp, was that the purpose of the C. P. R. was not merely to fulfil an obligation to British Columbia to
which they had, rightly or wrongly, been opposed, but that it was, in the interests of all Canada, the
necessary complement of Confederation itself, and essential to the completeness of the National Idea.
The C. P. R. has meant far more to Canada than to British Columbia. But to the people of that time
it was a political issue rather than an economic problem. The Conservatives had fathered it; it was incumbent upon the Liberals to depreciate its importance and demonstrate their predictions that the scheme
could not be accomplished. Moreover, the attitude of opposition in the mind of eastern Canadians to the
railway scheme was based on something more than mere political prejudice. If it be remembered that
eastern Canada had developed under great difficulties, that money had only been made by years of toil
and saving; that debt and obligations were a horror to the average man; that $50,000 was a competency
for any man; that $150,000 was a great fortune; and that a million dollars was beyond the dreams of
avarice, it may be realized that a railway 3,000 miles long through a wilderness of rock, prairie and
mountain, to cost $200,000,000, could not be comprehended as a practical scheme of sane men. The immense expenditure and the vastness of the enterprise frightened Canada. That it would be undertaken
on behalf of, and at the demands of, ten thousand persons at the other end of the continent, seemed
unreasonable and absurd.
In British Columbia, on the other hand, was a community of 10,000 persons who did not appreciate
small economies, who had no sentimental interest in the rest of Canada who had been urged to enter
Confederation, but who only consented, or were anxious, to join the other provinces on account of the
material benefits in prospect; and who had already built for themselves a road hundreds of miles long
into and through the very heart of mountains, costing over $1,000,000. They could not understand, therefore, why Canada, with 4,000,000 people, should hesitate at $200,000,000, with more than as many acres of
virgin land with which to build it.
The"0olonist"of June 6th, 1872, in discussing the probability of the C. P. R. being built, is highly
illuminative on this point: "Had British Columbia extorted from Canada, as a condition of Union, the
promise to build the railway within the time specified there would be some show of reason for this
scepticism. But such is not the case; Union is a far more urgent necessity for British Columbia than it
is for Canada. The latter can afford to wait for it much better than the former. Consequently, British
Columbia was not in a position to dictate terms or to extort promises."
Reference has been made above to the Conservatives having adopted the policy of a C. P. R. railway
as a political necessity. There was rapidly developing a situation in Canada, in respect to its future relations, happily avoided by the ultimate and successful building of the C. P. R., which situation was clearly
summed up by Sir George Cartier when he uttered these words: "Canada has ventured upon thin ice; she
must skate quickly or fall through." There was a whole volume in these brief words well understood by
his compatriots. It meant that Canada must extend quickly westward with a railway, or look southwards; and there is scarcely a public man in Canada to-day who will not say that the latter was a danger more serious, and the political necessity involved in avoiding it greater, than the geographical and
financial obstacles which confronted the undertaking.
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minded, and magnetic. So, in the minds of the people of British Columbia
Macdonald and the Tories stood as their friends; Mackenzie and the Liberals
as enemies to their interests. As long as Sir John Macdonald remained in
power, even though he had failed to live up to the letter of the bond and did
not commence construction within two years from the date of the Union,
they believed he would do the best he could; and as Esquimalt had, by
order-in-council, been named as the terminus, to be connected with a railway on the mainland ending at the Bute Inlet, the people of the Island were
satisfied. Indeed, the ceremony of driving the first stake at Esquimalt had
been solemnly celebrated and the infant enterprise duly christened. The people of the lower mainland, on the other hand, were content enough, feeling
sure that the Burrard Inlet and not the Bute Inlet route would, after surveys had been completed, be chosen as the terminus.
When Mackenzie came into power all this feeling of confidence changed
into fear. I t was immediately assumed that an administration, the members
of which had been hostile to the Terms of Union, would be loathe to give
them full effect. Hence, the very first suggestion emanating from Ottawa
under the new regime savoring in the slightest of modification or relaxation
immediately excited the suspicion that repudiation was in the air. The Liberal party, as a party, regarded the Terms as impracticable of fulfilment and
consequently unreasonable and absurd. Thus, at the very outset, a barrier was
erected against reasonable and judicious readjustment of relations. Through
fear, therefore, of the intentions of the Ottawa Government the feeling in
British Columbia was one of insecurity; hence on this side the demand was
made for the whole Terms and nothing but the Terms.
As an illustration of the feeling engendered—when the local Government
undertook to construct the dry dock in accordance with the terms of the Dominion guarantee, it was found that the contractors would not accept the
bonds tendered in payment, even though those bonds carried a guarantee of
5% interest. I t was, of course, a mistake in the first place for the Province
to have accepted such an arrangement. I t was obviously the business of
the Dominion Government itself to have constructed the graving dock as an
undertaking of national interest and benefit, as indeed it did later on, and the
Province should not have been burdened with it or in any way rendered responsible. However, as a work of presumably local as well as of Federal
importance, it had to be continued. The Legislature authorized the Government to prepare plans and specifications, and to call for tenders. In
the meantime, negotiations began with Ottawa for a new understanding, first
with Macdonald, and later with the Mackenzie ministry and some particulars
leaked out. The negotiations were connected in the public mind with the
railway and with the Terms of Union generally, consequently they provoked
discussion. H a d the Government been frank, and taken the public into their
confidence, hostile feeling would no doubt have been allayed to a considerable extent, although it is true that large numbers in the community had even
less faith in the local Government than they had in the Government at Ottawa. When a definite proposition was mooted to make a direct advance of
$250,000 to the Province instead of a guarantee, the people jumped to the
conclusion, as we have seen, that it was an attempt to vary the terms, and
that the two governments were in collusion to that end. De Cosmos, at
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Ottawa, was in the confidence of the local administration, the alter ego of the
Premier, and he was supposed to have sinister designs of looking after his
own interests and advancement. The Province, in fact, rang with denunciations of the proposal. Immediately after this came the news that Mr. J . D .
E d g a r had been sent to Victoria, as special agent of the Mackenzie Government to seek a modification of terms. Here again a policy of silence and
mystery on the part of the local Government was adopted, thereby tending
to create an atmosphere of public sentiment, which operated in the direction
of defeating the object of the Dominion Government. I t was officially denied that any proposals had been submitted from Ottawa, whereas it was a
matter of common knowledge that Mr. E d g a r had reached the capital of
the Province and was in active treaty with the Premier. There was a storm
of protest everywhere. Public meetings were held throughout the Province,
and resolutions were passed in favour of the Terms being maintained intact.
Practically the whole of the Province was committed to oppose the substitution of a new contract even long before it was known what the changes
proposed to be made really were. I t is perhaps not exactly correct to say
that the objections to any proposals were unqualified. The fact was that the
people were afraid that a bargain might be made behind their backs without reference to them; in other words, that the public interests, or what
they regarded as the public interests, would be bartered away to serve private interests, and personal or political ambitions. Resolutions were usually
moved, with the rider, "Without the new terms being submitted to the people." Now an appeal to the people meant a new election, whereas the local
Government did not approve of this idea. Without exact knowledge therefore of what was proposed or what was going on behind the scenes, sentiment hardened into a demand for the whole terms and nothing but the terms.
With the exception, perhaps, of de Cosmos, the members from British Columbia had been elected to the House of Commons, pledged to that position. The local Government had undoubtedly been flirting with Ottawa for
months on the question. Premier Walkem had publicly passed eulogisms
upon Mr. Mackenzie, consequently the authorities at Ottawa naturally believed that those at the head of affairs at Victoria were favourable to the
proposals from headquarters. Walkem, for two months, . negotiated with
E d g a r before coming to issue with him, and the C. P . R. bill of 1874 was
introduced during that time based on the supposition that it would be acceptable to the British Columbia administration. I n fact Mr. Mackenzie in
speaking intimated as much.
The causes which led to a rupture in the negotiations were as follows:
First of all, Premier Walkem had kept his ear to the political sounding
board and had come to the conclusion that public opinion was too antagonistic to the principles of modifying the terms to risk a decided "Yes;" on
the other hand he could not give an honest "No." "Yes" meant provoking
an election contest; " N o " meant his own political undoing, for he would be
breaking with Ottawa on a proposal which when the new terms offered were
more fully understood, would be seen to be reasonable and decidedly advantageous, to the Province, and specially to the Island. They were, in fact,
practically what were afterwards given in the Carnarvon Terms, which the
local Government were only too glad to accept and advertise as favourable
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to the country. H e , therefore, seized on the expedient of questioning Mr.
Edgar's credentials and his authority to act as the agent of the Dominion
Government. As he had been unofficially in treaty with him for about two
months, the pretext for delay, as the correspondence shows, was too flimsy
and pettifogging to require serious consideration. I t was not only sharp practice, but also palpably shallow. The result was that Mr. Mackenzie, too earnest a man to be trifled with, recalled his confidential agent and broke off
negotiations with a suddenness that surprised and perplexed Mr. Walkem.
A contributing cause of the rupture was the fact that Mr. Edgar had been
in consultation with Dr. Helmcken and other prominent men in the Province, and the Premier, who is alleged to have referred to him as "a political
spy," took umbrage thereat. As Mr. Mackenzie explained subsequently in
the House of Commons, Mr. Edgar's instructions had been to find out all
he could about the situation and the feeling in British Columbia and have
interviews with as many representative men as possible. The performance of
his duties in that respect was, therefore, quite compatible with his special
mission to the Government, and could form no reasonable excuse for the
treatment accorded to him. But Mr. Walkem was politically wise in his
own day and generation. I t seems surprising that the merits of Mr. Mackenzie's proposals did not appeal to the people, and that the virtual repulse
of his agent in making them was not strongly resented instead of being endorsed. Local prejudice, however, was too strong and feeling had been so
worked up in advance that reason was blinded. Walkem by bis course found
for the time being popular favour, winning the support of some of his bitterest opponents and silencing the opposition of others. The incident had, however, two serious effects. I t created on the one hand sectional feeling in
British Columbia itself. The mainland was aroused to its own interests.
A n association formed in Victoria called the "British Terms of Union Preservation League" passed long resolutions (4) which urged the making of
(4) A large meeting was held in Victoria June 8th under the auspices of the British Columbian Terms of
Union Preservation League, a t which it was decided to send a petition to England, which petition, after
citing the events leading to Union and the chief considerations involved, set forth t h a t on the 7 th of
June, 1873, t h e Privy Council of Canada fixed Esquimalt and Seymour Narrows, a t the same time asking
t h e Provincial Government to make a reserve of land for conveyance to the Dominion Government
twenty (20) miles wide, which reservation was made, thus, it was alleged, in all respects fulfilling the
Terms of Union. The Dominion Government had, it went on, already broken the agreement and from
the preamble of t h e Railway Act was evidently unwilling to carry out the original compact. The Government in delaying construction was defeating the chief end of Confederation, viz: the immediate union of
t h e provinces. Failure had caused great dissatisfaction and created lack of confidence. The desire of Her
Majesty's Government to unite the British North American Provinces and the proposed construction of
a railway were, it concluded, the chief inducements to British Columbia to join Confederation.
Here, it will be seen, was a basis of fact upon which was raised a fabric of misleading Inferences and
several important misstatements, but in view of what has already been stated elsewhere it is unnecess a r y to examine them in detail.
T h e speeches a t t h a t meeting were a good indication of the feeling which existed. Mr. Drake adverted
to the former attitude of members of the Mackenzie government a s hostile to the railway, all of whom
wanted modification of the Terms. They had all said it was absurd to hold to the bargain, but none of
them would commit themselves to a definite statement of what they wanted. The local Government had
also decided to forward a petition, and this would strengthen Its hands. They were not there to praise
or blame the local Government. The question w a s : Should the petition be sent?
I t might be argued
t h a t a s British Columbia was represented in the House of Commons the Railway Act of last Session was
a release binding on the Province, which would mean that the Province would have to take what it could
get and be content. "The Canadians," he said, "were no doubt more powerful than we were, but he
thought it would be well to show Canada t h a t if we were small we were united, and t h a t we would not
be trampled upon without crying out." And, again, "Mackenzie was a nice spoken gentleman and in private conversation admitted t h a t justice ought to be done to British Columbia; all this was mere wind."
The contract was the only thing to stand by. The talk of building the railway without taxation was absurd.
Mr Morton talked in a similar strain. "Mr. Musgrave," he alleged, "had been sent out here to jockey
us • * * Into Confederation." The C. P. R Act, he said, was an act, of repudiation. Protest was,
therefore, necessary to maintain original rights. The sooner the true value of the security of Great Britain was known the better, and Mackenzie should be taught that repudiation was not popular in England.
Lack of confidence in the Dominion Government was not to be wondered at. He believed Mackenzie was
deceiving t h e Canadians. The Island scheme was p a r t of the C. P. R. and had been so understood and
declared by order-in-council.
Mr. McCreight, former Premier, also spoke in a similar strain. He said t h e Canadians were telling us
they did not intend to build t h e railway, of which the Railway Act was a proof. He approved of the local
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the terminus at Esquimalt and set forward the building of an Island section of the railway as a sine qua non, which the mainland, instead of following the lead of Victoria, veered around, and virtually supported the position
taken by the Ottawa Government, declaring that the Island scheme was not
part of the terms, and favoured the completion of surveys within the Province
before actual construction should be commenced. On the other hand, the
Liberals of Eastern Canada became embittered at what they considered to
be the unreasonable attitude of British Columbia, and in this respect the
speech of the Hon. Edward Blake fairly expressed prevailing sentiment. Thus,
in very difficult and delicate negotiations, the main contracting parties were
driven apart and rendered suspicious of each other. The Tories, for political purposes of their own, encouraged rather than deplored the dissatisfaction and unrest in British Columbia, which simply added fuel to the Liberal
flame. There was, therefore, unity neither in British Columbia nor in the
East, in regard to the most important problem arising out of Confederation;
whereas, it was obviously the real interest of all parties to make the railway a
success in some practical form. Sectional interests and political rivalries in
British Columbia prevented a united front on the question being presented;
while in the East, the Liberal leaders, apart from Mackenzie and Brown,
lacked imagination, and provoked by unreasonable demands and by the taunts
of Conservatives would have gladly allowed the Province to drift away if national obligations had not forbidden such a secession. For this condition of
Government's rejection of E d g a r ' s proposals. Accepting a railway on the Island would be indefinitely postponing a railway on the mainland.
Mr. Roscoe, M. P., was not in favour of the petition. I t was p r e m a t u r e and we had not a suffictenUy
s t r o n g case, though it might be a s t r o n g card to play.
H e practically accepted t h e Dominion Governm e n t ' s view t h a t it was not bound to build on the Island and t h a t it was absurd to s t a r t to build a line on
the mainland until the best route was decided upon. The surveys had possibly not been carried on with
sufficient expedition, and t h e petition really came down to t h i s : " t h a t the survey parties ought to have been
a t work before and done more work." Regarding t h e resolution of Sir George Cartier, t h a t t h e railway
should not increase taxation, the time was p a s t to protest and petition against it.
H e made t h e s t r o n g
point that, if in the course of construction of t h e railway taxes had to be raised to pay for t h e loans for
public works, no one could say t h a t it was the railway t h a t required it. It could j u s t a s well p u t on anything else. H e w a s in favour of the concession asked for b y the Dominion Government. Owing t o t h e t u r bulent nature of the meeting, t h e speaker, however, had to retire.
Messrs. Fisher and Wilbey approved of the petition. I t could not do harm.
Mr. Tolmie was strongly opposed to t h e petition. Could the Dominion Government, he asked, be accused of faithlessness to t r e a t y obligations when t h e y had sent a confidential a g e n t to t h e local Government to explain the nature of the relaxations asked for? Dr. Tolmie, too, was much interrupted and retired after a vain effort to present his views.
Senator Macdonald also opposed t h e petition, and thought it would be much b e t t e r to b r i n g about an
understanding between the two governments and settle a definite time for commencement, and a minimum
sum for construction each year, and moved an amendment to t h a t effect.
Mr. Tom Humphreys, a bitter opponent of the local Government, who had declared when he first heard
of the t r e a t m e n t of Mr. E d g a r by t h e local Government t h a t it had committed a crime, now held a different
opinion and gave to Mr. Walkem's action his hearty s u p p o r t H e "gloried in the fact t h a t a t l a s t we had a
local Government capable of anticipating public opinion." H e characterized Mackenzie's policy as a "gigantic fraud" and the Railway Bill a s "disgraceful to Canada and to his administration."
Of course, a number of people, who were prejudiced before t h e meeting w a s called, and n o t prepared to
listen to a n y t h i n g t h a t did not suit their own preconceptions of t h e case, "unanimously" adopted the petition and t h e resolution to forward to England. B u t it would be difficult to imagine more absurd comments
on the subject than were submitted for consideration of otherwise intelligent people. I t would be difficult
too, to conceive of a greater number of m i s s t a t e m e n t s concerning the question, t h e f a c t s of which from i t s
prominence and great importance should have been familiar to every person present. The speeches in t h e
main were an appeal, pure and simple, to prejudice, and a perversion of all t h e real m e r i t s of the case. I t
is significant t h a t the representatives in the Dominion Parliament, who by virtue of their position, were
best qualified to judge of t h e m e r i t s of the case, were opposed to t h e petition and were in favour of t h e proposals submitted by the Dominion Government. They were practically refused a hearing.
The petition
itself, as has been stated, was a tissue of misleading inferences and statements. T h e petition stated t h a t
since 1867 t h e subject of Confederation had been frequently discussed in t h e Legislature and in t h e y e a r s
1868 and 1869 condemnatory resolutions were passed, while t h e official representatives were not favourable
or a t least might have been termed "lukewarm" on the subject. No such resolutions were passed a t a n y
time. On t h e contrary, in 1867 a s t r o n g resolution in favour of Confederation had been unanimously
passed. In 1868 a resolution was again passed in favour of the principle, b u t lack of information w a s
alleged a s to t h e definite scheme itself. The resolution of 1868 neither assented nor dissented, b u t simply
stated t h a t t h e time was not yet ripe for it. In regard to the resolution of Sir Geo. Cartier about t h e
increase of taxation (which, however, was not now the m a t t e r in question, since the Mackenzie proposal
undertook t h e building of the railway as a federal responsibility, which proposal w a s a d e p a r t u r e from
.the original t e r m s and one much more favourable to the Province), the petition itself dealt with i t a s follows: "That t h e preamble of t h e C. P. R. Railway Act, 1874, shows t h a t provision for the construction of
the work is intended to be made by the Act only a s far as can be effected without f u r t h e r r a i s i n g t h e
r a t e of taxation, t h u s purporting to modify t h e obligation of Canada, under t h e T e r m s of Union, without
consent of British Columbia."
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affairs all parties were more or less to blame, but the Provincial authorities
particularly. H a d the latter pursued throughout a straightforward, patriotic,
honest course, unswayed by local prejudices, and accepted the terms offered
by Mr. Mackenzie, instead of showing irritation and hostility, they would
have made allies instead of enemies, of the Liberal party of Canada, cemented
the East and the West in bonds of fraternity and mutual interest, and a most
deplorable chapter from pur provincial history would have remained unwritten.
If the grounds are examined upon which Mr. Mackenzie's contentions
were based, it will be seen in the first place that he and his party, as a whole,
were opposed to the Terms on the plea of their impracticability. I t was held,
and events proved that they were right to that extent, that surveys could
not be completed and construction commenced within two years. I t was undeniable that, in respect to the railway, the Terms were more liberal than
the British Columbia delegates anticipated or stipulated. Hon. Jos. Trutch,
one of the delegates, in a speech at Ottawa, which became memorable, intimated that the Province would not demand the exact pound of flesh. The
people, he said in effect, would not demand a literal but a substantial fulfilment of the contract. No doubt Sir John Macdonald and his colleagues
entered into the performance of their part of the undertaking with that clear
understanding and interpretation. As a matter of fact, when the statutory
limit of two years had expired with no progress beyond surveys having been
Had the statement been true, without qualification, it would have been a very strong justification of
the position taken by Mr. Walkem in dealing with E d g a r and for the petition itself; b u t it was not. As
a m a t t e r of f a c t the preamble of t h e Act in question was "a mere recitation of the resolution unanimously passed by both Houses of Parliament in the Session of 1871" (See Colonist, June 23, 1874). I t
was, it is true, not a part of the Terms of the Union, and as British Columbia was not a consenting
party, it was not p a r t of the contract and possibly not binding.
As a matter of fact, it was a political
resolution introduced to "quiet the disquiet" of Government followers, who at the time found the bargain
with British Columbia very hard to swallow, and of no constitutional effect, being outside the lex scripts.,
even though one of the delegates from British Columbia was a consenting party and subsequently confirmed it by word of mouth. In t h a t sense the Province may have been said to have been a party to it,
and a s it was a stipulation incidental to the passing of the Terms it may be said by implication to have
been read into t h e Act itself. Whatever effect it would have had otherwise, it would not have bound the
Province, had it chosen to recede from the contract on that ground.
Technically, it was not part of the
Act of the Union; morally perhaps it was. But the plot deepened later on, in the Session of 1872, when
British Columbia was represented in both Houses of Parliament. The Pacific Railway Act was passed
and t h e preamble of the 1874 Act was contained verbatim in the Act of 1872. Then was the time to have
protested, a s Mr. Roscoe pointed out; but in any event, whether the clause was binding or not, the same
grievance had existed for three years without protest, and it was neither fair nor honest to use it as a
whip wherewith to lash Mackenzie, the alleged enemy of the railway scheme, when Sir Geo. Cartier and
the Conservative Government the assured friends of the Province, were its authors. A petition founded
on such unsound premises, and dictated by unjust prejudices, could not have been expected to succeed in
its purposes, even if it had been forwarded.
I t is significant that, in the correspondence in connection with the Carnarvon Terms, no note is made
as to the petition adopted a t a meeting of the British Columbia Terms of Union Preservation League,
Victoria. I t had the effect, however, of being instrumental in forwarding a petition to Ottawa, signed by
a great majority of the people of the mainland, containing the following representations, which were
brought to the notice of the Colonial Secretary by the Dominion authorities:
"That in view of the action taken by an association calling itself 'The Terms of Union Preservation League,' meeting in the City of Victoria, on Vancouver Island, in petitioning Her Most Gracious
Majesty, the Queen, relative to the non-fulfillment of one of the conditions of the Terms of Union, and affirming in said petition t h a t E s q u i m a l t on Vancouver Island, had been decided to be the terminus of
the Canadian Pacific Railway, and t h a t a portion of the line had been located between the harbour of
Esquimalt and Seymour Narrows, and praying t h a t Her Majesty act a s Arbitrator, and see t h a t justice
be done to British Columbia, we, the undersigned, respectfully submit as follows:
"That in our petition, the order of the Privy Council of Canada, of 7th June, 1873, is in no way
binding upon Your Excellency's present Government, and that a line of railway along the seaboard of
Vancouver Island to Esquimalt is no part of the Terms of Union.
"That in any arrangement which may be entered into for an extension of time for the commencement
or completion of the railway, any consideration granted by the Dominion of Canada to the Province of
British Columbia, should be such as would be generally advantageous to the whole Province, and not of
a merely local nature, benefiting only a section thereof.
"That the league referred to, acting under the impression t h a t further surveys may detract from
the favourable opinion now entertained by the Engineers of the Bute Inlet route, are desirous of forcing
Your Excellency's Government into an immediate selection.
"That we consider it would be unwise, impolitic, and unjust to select any line for the railway until
time can be given for a thorough survey of the different routes on the mainland, believing as we do,
t h a t such survey must result in the selection of the F r a s e r Valley route, which is the only one that
connects the fertile districts of t h e interior with the seaboard.
"That as it is evident t h a t the surveys a r e not yet sufficiently advanced to allow of an intelligent
decision on t h e question of route being arrived at, we consider t h a t a vigorous and immediate prosecution of the surveys by Your Excellency's Government, to be followed in 1876 by the commencement of
construction on the mainland, will be a faithful carrying out of the spirit of the Terms of Union."
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made, the people of British Columbia, as press comments show, were not seriously perturbed. Then came the question of increased taxation, which inferentially, and with the concurrence of Mr. Trutch, who remained at Ottawa
during the passage of the Terms of Union, became part of the general question. Nothing is more certain, of course, than if the construction of the
C. P . R. had involved any material increase of taxation throughout the Dominion, the Terms of Union could not have passed through Parliament.
It
was in fact contemplated that the road should be built by a private company, with the aid of land subsidies alone, and the measure was presented by
Sir George Cartier to his supporters in caucus and to the House on that
understanding. A resolution embodying that idea was submitted to Parliament by him and passed. When, therefore, Mackenzie came into power,
the situation was an unsatisfactory one for both parties to the Terms,
and he was made to suffer for the sins of his predecessor in office, if indeed delay in completing the surveys and failure to begin construction could be said
to have been culpable. The problem was of greater magnitude than had
been anticipated. The difficulties from an engineering and a practical railway point of view, if not greater than had really been anticipated, were at
least too great to have been overcome in the short time allowed. Mr. Mackenzie was absolutely sound in his position that literal fulfilment of the terms
was impracticable, and hence impossible, that a relaxation of the conditions
to admit of an extension of time limit was necessary, and that it was unwise
and absurd to commence construction on the mainland before a complete
survey had proved the best route for a railway. Proposals, on these lines, including an offer to begin at once and complete as soon as possible a line on the
Island—an offer which legally was not part of the contract, though agreed
upon by order-in-council—should have been, to say the very least, very seriously considered. Whether the amount to be expended on the mainland should
have been $1,500,000 or $2,000,000 per annum was a matter of treaty, and
could have been easily arranged. H a d those proposals been accepted, the
railway on the Island would undoubtedly have been built wholly at the expense of the Dominion Government, and the 2,000,000 acres afterwards given
to the E . & N . Railway Company, and the 3,500,000 acres surrendered to
the Dominion Government, would have been saved to the Province. W h a t
would have been the fortunes of the Bute Inlet route, in such an event, it
would be hard to say. A t the particular moment when the rupture took place
Mr. Mackenzie, so far as his official knowledge went, was favourable to it. If
bis offer had been accepted the selection of that route would not at least have
been prejudiced. Nor is it necessary to discuss here the wisdom of his general
policy of building the railway as a government undertaking, combined with a
system of "water stretches." The main point was that, as far as British Columbia was concerned, it guaranteed an immediate commencement and a continuous progress. The general railway policy was one that could have been
changed at any time, and, was in point of fact changed, as we know, with
great advantage to Canada. But the particular policy relating to the P a cific section in particular was of vital importance to British Columbia, and of
peculiar value to Victoria and Vancouver Island. Unfortunately, the attitude
of the local Government towards it was prejudicial to the interests of the
Island and the capital. I t was unpardonable from every point of view, and
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we can scarcely have patience with the intelligence of the people who, not
merely tolerated or condoned, but approved of, such conduct. There is but
one explanation possible, namely, that the prejudices of the people had previously been played upon by politicians for personal ends, that they had no
confidence in the motives of the local administration, and were ignorant of, and
misjudged, the intentions and motives of the government at Ottawa. I t is
fair to say that their suspicions of both governments were more or less confirmed—in the one case, by the conduct of the de Cosmos-Walkem administration, and by the opinion expressed in eastern Canada in regard to British Columbia and the railway itself, after the rupture had taken place. H a d
the people of this Province known sufficiently well the character of the Liberal leader, that his intentions were honest and his purpose sincere, they would
have disregarded the unwise advice of their own political leaders and the
equally irresponsible vapourings of eastern Liberals, and accepted him at his
word. I t was a great Lost Opportunity, an opportunity flung away in an
angry moment. There never was a time when British Columbia needed a
true captain of the people more, one whose eyes never gazed on the shifting
clouds of personal ambition nor down-turned towards the muddy waters of
party politics, but were firmly set on the fair haven of Provincial Patriotism.
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THE

CARNARVON

TERMS.

CHAPTER V.
Hon. G. A. Walkem, Premier, when he realized that Mr. Edgar had
been recalled to Ottawa and that negotiations had been broken off, endeavoured, without success, to renew them. H e was in the position of a man
who had received a severe blow, and was not quite conscious of what had
struck him. In playing a game of bluff in politics, he had not realized that
his antagonist might take him at his word. H e therefore decided to petition the Imperial Government, and lay the case at the foot of the Throne.
Before carrying out his intention, however, he proceeded to Ottawa, and
there, it was stated, made another effort to re-open the question. Mr. Mackenzie was obdurate. H e , however, offered no objection to the proposed mission to England, and rather encouraged the idea than otherwise. Mr. Walkem
was wise in his generation. I n proposing to go to England he exhibited a
great deal of shrewdness. W a n t of confidence, indeed, in himself, or in his
ability to present his case in its best aspect, were not to be counted among his
shortcomings. Now, traditionally, Great Britain had, in her colonial policy,
at least since the secession of the United States, favoured a careful consideration of all grievances of the weaker party, in any dispute arising out of constitutional complications in her outlying dominions. I n this particular instance, the Colonial Office had urged Confederation upon British Columbia;
the Colonial Secretary therefore would feel a measure of responsibility for
the success of the partnership. Hence it would be the natural desire of the
Home authorities to remove, if possible, any cause of friction, and to render
smooth the path of the Province in the relations with the rest of Canada.
Notwithstanding the formalities which might have stood in the way of
the provincial Premier's presentation of his case in person, Lord Carnarvon,
the Colonial Secretary, lent him a not unwilling ear. Mr. Walkem, in later
years, used to tell with a good deal of gusto how this was brought about.
Whatever may be said of his weaknesses and his shortcomings at home, he
showed a firm front in London—and made out the best possible case—while
his report to the Lieutenant-Governor upon his return to British Columbia,
was, on the face of it, unimpeachable and unanswerable. I t was, indeed, a
piece of clever mosaic, concealing, however, some exceedingly bad workmanship. The following is a recital of his somewhat self-satisfied peroration:
"As your Excellency will observe from my last letter to Lord Carnarvon, I laboured—I hope not in vain—to convince Eastern Canada that British Columbia, in the advocacy of her rights, only sought to obtain a reasonable measure of justice without unduly pressing upon the resources of the
Dominion, of which she forms a part.
"Happily, the grave differences which at one time threatened a serious breach between the Dominion and her Western Province are now matters
of the past.
t. aaj&gife
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" F o r my own part, I trust that I may hereafter have cause to look back
with satisfaction upon the settlement which has just been effected, and to reflect with sincere pleasure that under Your Excellency's directions it fell to
my lot in 1874 to be instrumental in promoting the welfare and advancement
of the people of British Columbia."
However sincere Mr. Walkem was in the expression of these sentiments,
he was doomed to great disappointment as to the realization of his hopes.
I t is unnecessary to go into all the details of the mission to England,
or into the merits of the dispute. These have already been sufficiently discussed. The petition itself, which contained the case of the Province, and the
letter written by the H o n . Mr. Walkem to Lord Carnarvon, Secretary for the
Colonies, at the conclusion of the negotiations, are two very able state documents, in which the contention of the provincial authorities are set forth with
great clearness and force. On the other hand, the Dominion Government
submitted statements for the information of H i s Lordship, partly with the
object of explaining, and partly to reply to the contentions of the British
Columbia delegate. The correspondence on the whole was carried on by both
sides in such a spirit of moderation as to call forth compliment from the
Secretary for the Colonies, who had undertaken the not altogether pleasant
task of arbitrating between the contending parties. The position taken by
Lord Carnarvon with respect to the whole dispute was explained in a despatch
to Lord Dufferin, in which, after defining his reason for acting as mediator,
he said: "The duty which, under a sense of the importance of interests concerned, I have thus offered to discharge, is, of course, a responsible and difficult one, which I could not assume unless by the desire of both parties, nor
unless it should be fully agreed that my decision, whatever it may be, shall be
accepted without any question or demur. If it should be desired that I should
act in this matter, it will be convenient for each party to prepare a statement
to be communicated to the other party, and after a reasonable interval a
counter statement, and that on these written documents I should reserve to
myself the power of calling for any other information to guide me in arriving at my conclusions, and then give my final decision."
Both Governments
cordially accepted these terms, and there was an interchange of briefs on the
subject. The decision of the E a r l of Carnarvon conveyed to the E a r l of Dufferin was in the following language:
"That the railway from Esquimalt to Nanaimo shall be commenced as
soon as possible, and completed with all practicable despatch.
"That the surveys on the mainland shall be pushed on with the utmost
vigor. On this point after considering the representations of your Ministers, I feel that I have no alternative but to rely, as I do, most fully and
readily, upon their assurance that no legitimate effort or expense will be
spared, first, to determine the best route for the line, and, secondly, to proceed
with the details of the engineering work. I t would be distasteful to me,
if indeed, it were not impossible to prescribe strictly any minimum of time
or expenditure with regard to work of so uncertain a nature; but happily, it
is equally impossible for me to doubt that your Government will loyally
do its best in every way to accelerate the completion of a duty left freely
to its sense of honour and justice. That the wagon road and telegraph
line shall be immediately constructed. There seems here to be some differ[58]
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ence of opinion as to the special value to the Province of the undertaking to
complete these two works; but after considering what has been said, I am of
opinion that they should both be proceeded with at once, as indeed is suggested by your Ministers.
"That $2,000,000 a year, and not $1,500,000, shall be the minimum expenditure on railway works within the Province from the date at which the
surveys are sufficiently completed to enable that amount to be expended on
construction. I n naming this amount I understand that, it being alike the
interest and the wish of the Dominion Government to urge on with all
speed the completion of the works now to be undertaken, the annual expenditure will be as much in excess of the minimum of $2,000,000 as in
any year may be found practicable.
"Lastly, that on or before the 31st of December, 1890, the railway shall
be completed, and open for traffic from the Pacific seaboard to a point at
the western end of Lake Superior, at which it will fall into connection with
existing lines of railway through a portion of the United States and also
with the navigation on Canadian waters. To proceed at present with the
remainder of the railway extending by the country northward of Lake Superior, to the existing Canadian lines, ought not, in my opinion, to be required, and the time for undertaking that work must be determined by the
development of settlement and the changing circumstances of the country.
The day is, however, I hope, not very far distant when a continuous line of
railway through Canadian territory will be practicable, and I therefore look
upon this portion of the scheme as postponed rather than abandoned."
I t is the duty of the impartial historian, in view of the reflections cast
upon the conduct of the local Government, and the justifications given by
the Federal authorities of their course of action, to present a resume of the
statements made on either side, and to trace each step in the negotiations.
The papers relating to the matter are contained in the Sessional papers
of British Columbia for the year 1875, and also in the Sessional papers of
the Dominion of Canada for the same year. But there is a difference between them, that in the latter document both sides of the case are set forth
by the Federal authorities, whereas in the Provincial records Mr. Walkem's
statement is alone presented, and the public were never officially informed
of the merits of the dispute. A most flluminating document was the report of Mr. J . D . Edgar, including his private and confidential letter of
instructions from Mr. Mackenzie, and, lest any should imagine that he was
prejudiced against the Province or the people, it is well to refer to some
of his statements and conclusions. H e speaks in the most appreciative way
of the people, and has a generous sympathy for their cause which he espoused
with the Dominion Premier. I n his private and confidential letter of instruction to Mr. Edgar, Mr. Mackenzie asked him to explain in his conversations
with public men in British Columbia that in proposing to take longer time
for constructing the railway, than was provided in the terms, the Government was actuated solely by the necessities of the case. The engineers had
advised that it was a physical impossibility to construct the road within the
time limit, and that any attempt to do so would only result in useless expense and financial disorder. H e was asked to point out that if the Intercolonial Railway, five hundred miles long, the surveys for which were begun
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in 1864, had not yet been completed, what time and labour did they conceive would be required to construct a railway five or six times as long? H e
was particularly asked to convey to the people of British Columbia the desire
of the Government to act in good faith towards them and candidly to avow
its inability to carry out the exact conditions of the terms. "It would be an
easy task," Mr. Mackenzie said, "to assume the commencement and allow
the finish to take care of itself." It was their desire to deal frankly and
honestly with British Columbia, and therefore it was wise to pursue a careful, judicious policy to realize all the difficulties and responsibilities connected with the scheme, in order that the people might not, in the end, be
grievously disappointed. If they insisted on the "pound of flesh," they would
stimulate a feeling in the rest of Canada generally to avoid in future giving
anything else but a "pound of flesh." Mr. Edgar was asked to remind them
that the Dominion was bound to reach the "seaboard of the Pacific," not
specifically Victoria or Esquimalt, and that any further concession granted
to the people would depend entirely on the spirit shown by themselves in assenting to a reasonable extension of time, and to a modification of the terms;
that those originally proposed by British Columbia were not so stringent as
those which they actually obtained, and that it was only the political exigencies of the time that rendered the passage of such terms possible at Ottawa.
If he found any disposition among the leading men of the Province towards
a favourable consideration as to the extension of time,—a modification which
was absolutely essential,—he was to endeavour to ascertain how far they
would go in such consideration, and he was at the same time to point out
that the action of the Government, in agreeing to advance money on the
graving dock and on paying off in cash the balance of the amount of debt,
notwithstanding which, British Columbia had been allowed to enter Confederation, clearly showed that the Federal Government on its part was not sticking hard and fast to the exact Terms of Union, but was willing to go beyond
those Terms to meet the necessities of the Province, so that it was not unreasonable to expect a similar disposition in return on the part of the Province towards the Dominion. In the event of leading men evincing a disposition to negotiate, he was to endeavour to secure, if possible, something
like a combination of parties to sanction any proposals likely to be generally acceptable. H e was, therefore, to take some means of ascertaining the
popular view of the railway question, by minghng with the people and allowing them to talk freely while he listened, remembering always in forming his
judgment that the speakers might be swayed by special local considerations rather than by the merits of the general question. H e was not to confine himself to the vicinity of the Government offices, but to visit the people
at New Westminster and in the lower mainland, and keep the Government
informed as to their desire to negotiate with the Government at Ottawa. H e
was to take special care not to admit that the Government was bound to
build a railway to Esquimalt or on the Island; and while he was not to
hold this out as a threat, the people were to be led to understand that such
a particular adaptation of the railway scheme would be purely a concession,
and that such a concession would depend upon the course pursued by the
Provincial authorities regarding other parts of the scheme. Mr. Edgar's
mission, therefore, in the light of his instructions, was not only a diplomatic
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one, but "to spy out the land" and to make himself thoroughly familiar with
the conditions affecting the railway quection and the disposition of the people
generally.
I n making his report to Mr. Mackenzie, as to the results of his mission,
Mr. Edgar stated that upon his arrival in Victoria, he was called upon by
the Hon. Mr. Walkem, Premier, he handed him Mr. Mackenzie's letter of introduction, and informed him that he had letters to deliver from the Governor-General to the Lieutenant-Governor of the Province. H e was afterwards introduced by Mr. Walkem to bis colleagues, as "the representative
of the Canadian Government." H e found that an intense keenness was shown
by everybody in the railway question. " I t is difficult," he said, "at a distance to conceive the importance that is attached to the railway by the British
Columbians." On account of the vast expenditure involved, and the immediate benefits believed by the public to be derivable, a deep interest was
felt. The entire white population of the Province, he pointed out, according to the census of 1870, was 8,756 souls. Of this number there were upon
the mainland 3,571 and upon Vancouver Island 5,175. The white population
has probably increased since then to 10,000. Every person believed that he
would individually get an immediate advantage, and the stimulus to all classes
of business would be very great. "The circumstances of the early settlements
of the Province," Mr. Edgar added, "gave it a population of peculiar intelligence, and their keen intelligence and zeal in public affairs suggested a
parallel in the history of some of the states of ancient Greece or Italy.
H e referred to the feeling of jealousy that existed between Vancouver Island
and the mainland, but added that Victoria, which was the chief centre of
public opinion, had a population almost equal to the rest of the Province.
To Victoria, therefore, the position of the railway terminus was a matter of
anxiety, largely on account of the fact that there was nothing in the Terms
of Union specifying where it was to be, except a revocable order-in-council,
and any intrinsic merits which might be claimed for the Island as the terminus. While it was quite understood that the surveys were not sufficiently
advanced for a final decision as to the route to be taken or as to the situation
of the terminus, Victorians strongly pressed the point that a line should be
begun from the harbour of Esquimalt to the Fort of Nanaimo, a distance
of about 70 miles. " I t was urged," he said, "that at whatever point on the
mainland the Pacific railway might be brought to the coast, a steam ferry
at least to Nanaimo might be established, which would render that portion of
the railway a means of connection with Esquimalt, "which is said to be the
finest harbour upon the shores of the; Northern Pacific." They maintained,
also, that in view of the admitted impossibility to complete the construction of
the railway within the time originally agreed upon, some substantial concession should be made to the people of the Island as compensation for the
prospective losses involved by such delay. A contention somewhat similar was
raised by leading men on the mainland, who insisted that they were entitled
to have a definite understanding as to the terms specifying the date of its
ultimate completion, and at the same time its vigorous and continuous construction. They pointed out the real condition of affairs, namely that the
anticipations of a railway under the Terms of the Union had led to speculative activity "which had been disappointed by the delay," and, that in conse[61]

ffl

I!
mi

quence, stagnation had followed. This again had resulted in loss and unsettlement in business. Being, however, familiar with the engineering difficulties likely to be encountered in planning a railway route, the people on the
mainland were not disposed to blame the Dominion for unnecessary delay, or
for asking for further time. Their necessities of the moment induced them
to lay more stress on an early commencement and a steady expenditure of
money than to an arbitrary time limit. Referring to the Provincial constitution of British Columbia, and its representative institutions, he remarked
that it was a Government of a simple character. "The system," he said, "is
fashioned after the model of the British Constitution." With regard to the
character of the members in the Legislature, his view was, that they were a
number of gentlemen of great experience, with somewhat more than the
/average intelligence of Provincial legislators. H e also remarked upon the
/small number and size of the constituencies, but that it would not be fair to
'take the small number of electors as a measure of the intelligence of the
representatives, stating that one of the ablest Provincial ministers for instance,
was only elected by a constituency of sixteen voters.
Passing on to what he held to be the crux of the political difficulty, he
referred to a resolution passed at the last session of the local Legislature,
the language of which was as follows: "That in view of the importance of
the Railway Clause of the Terms of Union between Canada and British
Columbia being faithfully carried out by Canada, this House is of opinion
that no alteration in the said clause should be permitted by the Government
of this Province 'until the same has been submitted to the people for endorsation.' " When he came to negotiate with the local Government he found
that the saving clause underlined was the real "lion in the path." The Provincial Parliament had still one more year of life, and as the Government had
a sufficient working majority, it was clear that any proposal to alter the railway clause would not be attractive to the party in power. Indeed, the members of the administration, while not opposed to any reasonable extension of
the time limit, urged that it was a peculiarly unfortunate date at which to
attempt any alteration. There were also elements of danger to continued
harmony between the two Governments in the act which provided that the
Province might receive from the Dominion Government advances of money
for the Esquimalt graving dock and other public works in British Columbia—advances agreed upon as concessions to the Province, and in excess of
what it was entitled to demand under the Terms of the Union. There had
been an excepting clause inserted in this Act, providing for the conservation
of the rights of British Columbia as regards the railway, to the following effect: "This clause shall not have any force or effect unless this proviso be
inserted, which may be passed for the purpose of this Act." " A profound
anxiety," Mr. E d g a r said, "was at once manifested by Mr. Walkem and his
colleagues to ascertain through me if the Canadian Ministry would propose
to Parliament, the adoption of the words of this proviso." And he went on
to say that when he discussed any proposals of change, the Ministers constantly turned to this excepting clause. H e had endeavoured, without success, to get the Dominion Government to agree, and when he announced the
failure of his efforts, it was "received by the local Ministers with alarm and
disappointment." The "Ethiopian" is revealed in the following clause of
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Mr. Edgar's report: "When, according to instructions, I endeavoured to ascertain from local Ministers, if their unwillingness to submit proposals as to
railway to the people arose entirely from our refusal to adopt the saving
clause, I found that even such a concession would not induce them to bring
about an appeal to the people." H e then goes on at some length to describe
his efforts to obtain in different parts of the Province, the general feeling of
the people on the subject. H e found that there was a strong desire for the
settlement of some early and definite date for the commencement of actual
construction, without specification of any particular period for its completion.
I n this he seems to have indicated, fairly accurately, the actual facts of the
situation. H e says in one place, "the publicagitation, in Victoria, of February last, might have been mistaken for a movement to insist upon the Terms,
the whole Terms, and nothing but the Terms, or to seek some disloyal alternative. Indeed, a certain portion of the community, who did not sympathize
with the excitement, so interpreted it. Yet I was assured by the leaders of
that agitation that no such motives or intentions influenced them." The entire trouble, according to his view, seems to have been that the people were
suspicious that some change would be made without their having a chance to
vote upon, and sanction it. I n view, therefore, of the popular feeling all over
the Province, he felt it expedient to take an early opportunity to get the
views of the local Government on the subject, and in the first week of April,
he confidentially discussed with the Ministry the whole matter—particularly
the alteration of the terms; and at that time no question was raised as to his
authority to represent the Dominion Government. "At this time," he goes on
to say, "there was considerable irritation displayed by Ministers upon the subject of the saving clause alluded to; they would not admit any necessity for
an immediate settlement of the railway problem, persisting that next year, or
some future time, should be awaited for the making of any such propositions;
and they were particularly careful to avoid saying what concessions in their
opinion would be acceptable to the Province in lieu of the original terms."
This memorandum showed the necessity of Mr. Edgar finding out for himself
what the real feeling of the Province was. I t was quite apparent to him
that the local Ministers were determined to be obstructive, and the policy
of feeling the pulse of the people seemed to him to be all the more necessary.
After gaining all the information possible from every quarter, he put Mr.
Mackenzie's railway proposals formally into writing on the Fifth of May in
accordance with his instructions, and handed them to the local Premier and
to the Lieutenant-Governor. I t was only then, after two months of daily negotiations, that Mr. Walkem raised the question of credentials. When the result
of the conferences was generally known, considerable excitement was shown
on account of the treatment which the proposals were receiving at the hands of
the local Ministers. A t this point, as has been previously seen, the negotiations
ended, and Mr. Edgar left for Ottawa. From this somewhat lengthy recitation a judgment may be formed with regard to the general circumstances
surroundmg Mr. Edgar's visit, as to some of which Mr. Walkem's official
version maintains a complete silence. The raising of the question of credentials as has been before hinted was only a ruse on the part of the Government
to delay the inevitable acceptance or rejection of the proposals made by Mr.
Mackenzie. I t is clearly evident from all the circumstances of the case that
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Mr. Walkem anticipated the result which would arise from his treatment of
Mr. Edgar, and had planned to take the whole question to England, in order
to cloud the issue in the mind of the electorate and to delay the appeal to the
people before the natural expiry of the term of Parliament.
The next task of the historian is to examine the arguments cited and the
letters submitted by the Dominion Government and by Mr. Walkem, respectively, in presenting their case to the Queen through the Earl of Carnarvon.
The Provincial petition sets out at considerable length the facts relating
to the Union of British Columbia with Canada. The proposed terms are presented in parallel columns along with the accepted terms. The proposed
terms record that the British Columbia delegates had asked for a speedy establishment of communication across the Rocky Mountains by coach road or
railway, and that Canada should within three years from the date of the Union
construct and open for traffic such coach road and engage to use all means
in her power to complete railway communication at the earliest practicable
date; that surveys to determine the proper line of railway should be commenced at once, and that no less than $1,000,000 should be expended every
year from and after three years from the date of Union. The accepted
terms guaranteed the Province within two years from the date of Union the
simultaneous commencement of a railway from both ends to connect the seaboard of British Columbia with the railway system of Canada. Among other
things the Government of British Columbia was to convey to the Dominion
through the entire length of British Columbia a tract of land not to exceed
20 miles on each side of the said line. It was, of course, clear that the
agreed terms were much more favourable than the originally proposed. I t
was emphasized in the petition that the whole question of Union for the people of British Columbia depended on the guarantee of "speedy railway communication." After enumerating various circumstances which had arisen
after Confederation, the petition pointed out that on the 29th day of May,
1873, an order-in-council had been passed fixing "Esquimalt as the terminus
of the Canadian Pacific Railway," enacting that "a line of railway be located
between Esquimalt Harbour and Seymour Narrows, on the said Vancouver
Island, and stating that "in a subsequent communication the Provincial
Government had been requested to convey to the Government of the Dominion in trust according to the 11th paragraph of the Terms of Union, a
strip of land twenty miles in width along the Eastern coast of Vancouver
Island, between Seymour Narrows and Esquimalt." I t was also pointed
out that the Provincial Government had declined to convey the land referred
to, until railway construction could be commenced under the Terms of Union;
but agreed to reserve the said belt on Vancouver Island, "being a tract of
most valuable land—about 3,200 square miles in extent—abounding in vast
mineral wealth and easy of access from the sea—and this land was accordingly reserved by order-in-council on the 30th of June, 1873, and by public
notice on the day following; and has ever since been reserved." The Dominion
Government had concurred in this course, as it "was satisfied that as long as
the land referred to is not alienated from the Crown but held under reservation * * * the object of the Dominion Government had been attained.
That object was simply that when the railway should come to be constructed
the land in question should be at the disposal of the Government, for the
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purposes laid down in the 11th paragraph of Terms of Union of British Columbia." The petition then recited that the Provincial Government had
urged the Dominion Government to define by surveys this belt of land,
since uncertainty as to the exact limits reserved was retarding the settlement
of Vancouver Island, and that subsequently a series of protests had been
made to the Dominion Government against the failure to carry out the terms
of the treaty through the delay in construction, but of these protests nothing
but formal acknowledgments had been made; that these were the facts of the
case up to the month of February, 1874, when Mr. Mackenzie sent Mr. Edgar to British Columbia, to confer with the Provincial Government regarding the railway policy, the copies of all correspondence, reports, etc., being
given in appendices. The negotiations with Mr. Edgar were then dwelt
upon, the position justifying Mr. Walkem's treatment of Mr. Mackenzie's
proposals on the grounds already explained. I t might be well to comment
here on the refusal of the Provincial Government to convey the twentymile belt of land on Vancouver Island. By taking such action, the Government, from a legal standpoint, made a serious and inexcusable blunder. H a d
the Government actually conveyed the land in question to the Dominion,
that act would have constituted a firm contract, and would have fixed the
construction of the Vancouver Island section as an essential part of the
terms, and any failure in constructing the section between Esquimalt and
Seymour Narrows, would have entitled the Province to a substantial compensation for damages. Their refusal to accept the bona fides of the Dominion Government that it would build this portion of the road, was inferentially
an admission of the non-habihty of the Dominion Government to build this
section, and practically made it depend on good will only. Having gone so
far as to reserve the land, the Provincial Government should have gone the
whole way. There might be, of course, from a moral if not from a legal,
standpoint, a case for damages in the reservation of the land for an indefinite period, but that was recognized by the Dominion Government in agreeing
to construct a railway line from Esquimalt to Nanaimo. But the case was
given away by the acceptance on part of the Provincial Government of the
Carnarvon Terms—an acceptance which seriously compromised afterwards the
interests of the Province. Perhaps, in the whole history of the negotiations
nothing was more deplorable than this method of dealing with the matter of
land-reservation.
The petition of the local Government broached the altogether novel
contention that the Dominion Government had no power under the Railway Act of 1874 to expend public money on the Island of Vancouver,
unless Esquimalt were declared to be the terminal point of the railway. If
Premier Walkem were right in his law, he exhibited a strange inconsistency,
or experienced a sudden change of mind, when he agreed to the Carnarvon
terms, one of the provisions of which was that a line of railway from Esquimalt to Nanaimo should immediately be commenced. Moreover, in taking
objection to the Railway Act of 1874, however objectionable its provisions
might have been, he was taking objection to something for which he himself
was responsible. Mr. Mackenzie had purposely introduced the Act in the
House of Commons at the same time as he submitted his proposals to the
Walkem Government, in order that, when the proper time came, he might in[65]

corporate provisions which should give effect to the agreement to be entered
into between Mr. Edgar and the Provincial Government. Mr. Walkem,
however, declined to make any new terms just then, and insulted Mr. E d g a r
instead. The railway bill was consequently passed in the original form in
which it was drafted. The petition also made a point of the unnecessary
delay which had taken place in the prosecution of surveys, that Mr. Mackenzie had publicly admitted that the terms of agreement had not been carried
out, while British Columbia, on the other hand, had fulfilled all the conditions
of the agreement. The petition also represented that the Canadian Pacific
Railway Act of 1874 in making the conditional provision that the railway
should be constructed only in so far as such construction could be effected
without "further raising the rate of taxation," was seeking or at least purporting to modify the Terms of Union.
Possibly it was, but such a contention at this stage of proceedings was
puerile, because, as has already been pointed out, the clause objected to, simply rehearsed the language of the resolution, introduced by Sir George
Cartier, and passed by the House of Commons, as an appendix to the
Terms of Union; and it was a verbatim counterpart of a clause in the Railway Act introduced by Sir John Macdonald subsequently. The framers of
the petition must have known this; the contention was therefore a disingenuous, if not a dishonest, statement of facts. Despite the clause, the railway could not be built without increasing the taxation, and in anticipation of
that necessary increase, the Government at Ottawa had raised the tariff from
15 to Yty<£fo as well as the excise duties. Mr. Walkem, as a public man,
was aware of that, too. The petition stated in conclusion, in "consequence
of the course pursued by the Dominion, British Columbia is suffering great
loss," in many serious ways. Now, it was quite true that the Province was
in an unhappy condition sentimentally, (if political unrest can be so expressed)
as well as financially and industrially, on account of this matter of the railway. The attempt, however, of Mr. Walkem and his colleagues, who were
themselves chiefly to blame for this state of things, to lay the sole responsibility upon the shoulders of the Dominion, was audacious, to say the least.
To stab in the dark and then to execrate the deed publicly betrays a malevolent genius which may compel admiration, but can hardly be said to be
attractive or deserving of imitation.
I n a letter, dated October 31st, 1874 to the E a r l of Carnarvon, Mr.
Walkem sums up the whole situation. Here he strikes a higher and stronger
note than that sounded in the petition; it has been, indeed, suggested that in
the preparation of this he was assisted by Mr. Gilbert Malcolm Sproat,
then agent-general of the Province, in London, England, and in many respects the ablest man of which British Columbia can boast. There is, however, no proof of this collaboration, except some slight internal evidence, nor
is there sufficient reason to rob the Premier of that day of the credit due to
him for the production of a very astute document. The assumption that the
whole load of wrong-doing should rest on federal shoulders is artistically interwoven into the narrative throughout, and Mr. Walkem expresses his pious
regret at the very outset, as the following sentence shows: " I t was * * *
with a strong feeling of regret that the Government of the Province felt
themselves under the necessity of seeking the advice and intervention of
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H e r Majesty's Government in this matter. The Provincial Government desired to work in harmony with the Dominion Government, and it may be
safely said that such intervention would not have been sought, had a sufficient effort been made by the Dominion to comply with the spirit of the
railway agreement." Such a recitation forms indeed a painful piece of sanctimonious criticism, but it is only when the part dealing with the Edgar incident is reached that the document becomes really interesting. A few months
before Mr. Walkem had cavilled at Mr. Edgar, while negotiating about proposals of tremendous important to the Province, over a question of credentials. H e now devotes the greater part of his letter to those very proposals, and herein his statement commands admiration, as a piece of special
pleading. "The Government," he says, "did not at the time understand that
these proposals were officially made. They were subsequently withdrawn by
the Dominion Government, and only at the moment of such withdrawal declared by them to have been made with their authority and on their behalf.
The above letter (referring to Edgar's letter to Walkem), which thus became invested, though but for a brief time, with an authoritative character,
is available as the only official intimation to the Provincial Government of
the policy of the present Dominion Government." When we consider that
Mr. Edgar for over two months had been in almost daily negotiation with
the members of the local Government, that these very proposals had been
fully discussed privately in conference, and that Mr. Walkem was acquainted
previously with the identical terms of the letter proposed to be sent to him—
all this without any question of credentials being raised, and when the telegraph to Ottawa was available to him at any moment by means of which
he could satisfy himself as to Mr. Edgar's authority—the emphasis placed
on the word "official" is a quibble so obvious to evade the issue, that Lord
Carnarvon must have smiled at the marvellous mountain evolved from a mere
molehill of a word. I t is hard to deal with the contention seriously.
But to proceed, Mr. Walkem, in discussing the proposal, whether official
or unofficial, contained in the letter, remarked that in his opinion after an
endeavour "to ascertain their value taken in connection with the conditions
attached to them * * * they virtually amounted to a surrender by British Columbia of her existing railway agreement." This was another astounding statement, the more astounding from the fact that he was glad to accept,
substantially, these very proposals as the result of the arbitrament of Lord
Carnarvon, and made them the subject, as has been seen, of great self-gratulation. H e criticised the proposals seriatim upon various grounds, though
the criticisms, except in one or two details, are not sufficiently important to
deserve notice. Nevertheless the alacrity and satisfaction with which he accepted the findings of the Earl of Carnarvon, which, save in one particular,
disregarded these objections, disposes of any value which Mr. Walkem professed to attach to them.
The proposal to "commence construction from Esquimalt to Nanaimo
immediately, and push that portion of railway on to completion within the
shortest practicable time," he said, was nothing more than the Government
was bound to do under the terms of the order in council of June 1873, and
something which it might have done at any time since then. Here he seemed
to forget that the Dominion Government was only bound to build to the
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seaboard, and that an order in council making Esquimalt the terminus was
revocable, and no part of the Terms of Union. H e submitted that the promise was too elastic in its terms.
I n regard to the mainland section, the proposal to prosecute the surveys for the purpose of locating the line and to expend $1,500,000 a year
thereafter in construction, he contended, was altogether too vague, and that,
unless a definite time was fixed for completion, the road might not be open
for nearly 25 years. There was indeed force and logic in that contention,
which will be dealt with later on when Mr. Walkem's own part in obtaining
that concession is considered.
H e pointed out also that the opening up of a road and the building of
a telegraph line along the length of railway in the Province was unnecessary,
at least to the extent proposed, and a useless expenditure of money. H e r e
he was probably right, but as the Government proposed to do these things independently of other considerations, there was not much to cavil at, except
in so far as the appropriation for a railway might be partially diverted to
such a purpose. A telegraph line was obviously a necessary part of the
enterprise in any case.
Another objection was added that the letter was silent as to the extension of the line beyond the eastern frontier of the Province and that thus
British Columbia was "by implication virtually requested to surrender one of
the elements most important to her in the contract," that is, all rail communication with the eastern Provinces. As a matter of casuistry, • this was
on all fours with the general course of argument pursued. Mr. E d g a r had
come to British Columbia to discuss railway proposals as they affected that
Province only. The rest of the scheme was provided for in the general Act.
B y implication, as a railway must have a terminus, its construction was only
justifiable by its being made transcontinental as soon as was practicable.
More to the point and more deserving of consideration was his contention
that the engineering difficulties of the whole work and the financial obstacles
in the way of the continuous and early completion had been greatly exaggerated in the minds of the people of eastern Canada. H e pointed out that two
responsible companies had been willing to undertake the building of the railway within the time limit, that a third had also undertaken to do it, and,
although a provision had been made for an extension of four years, if found
necessary, the time limit gave a definiteness to the project. The fears of the
Mackenzie Government, therefore, were entirely groundless.
The unconscious humour of Mr. Walkem is displayed, when he remarked
that "the Province, after all her disappointments, above all things desires that
the 'prompt commencement,' 'continuous prosecution' and early completion
of the railway" be guaranteed. His trifling with Mr. E d g a r suggests that
the local ministry did not represent in any real degree the wishes of the
people. The closing paragraph of the letter, which by the way, was sent to
Lord Carnarvon, long after the Dominion had submitted its case, was a really
fine climax, and, had the part of Mr. Walkem been more worthy and more
in harmony with his professions, would have reflected credit on his mission;
"The peculiar situation of British Columbia—her remoteness—her weak
political position—her dependence on the good faith of the Dominion — the
hopes that have been held out and deferred—the grievous loss that has ensued
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—the consequent utter prostration of her interests,—all these give her claims
upon Canada, which the present Dominion Government have, as already
shown, to a certain extent acknowledged—in words. These claims, the Provincial Government hope, will not be overlooked by your Lordship in considering the reasonable measure of justice to which the Province is entitled
under the Terms of Union. The Province has not expected anything that
is unreasonable, and does not do so now. I t is her urgent desire that matters should be forthwith placed on a fair, businesslike footing, and, above all,
on a footing of certainty, and that proper understanding may be restored
and not again be disturbed."
But after all this imposing phraseology there was evident throughout
an artful dodging of the vital issues of the situation, while the rhetoric was
employed to bring about a coup d'etat. Indeed his whole political programme
exhibited a resource and finesse, which might have been better employed
in advancing the true interests of British Columbia. His error consisted in
not having discussed with Mr. Edgar what he afterwards discussed with
Lord Carnarvon. To haggle over credentials was not worthy of a statesman. Mr. Edgar's proposals were admittedly tentative. H e could not anticipate the policy of the local Government without knowing their views.
The question as to the sum to be spread over each year and as to the time
for completion of construction, which were the only respects in which the
original proposals were modified by Lord Carnarvon, were matters of detail
which could have been threshed out on the spot, and no doubt would have been
arranged satisfactorily. If the Dominion Government should have refused to
reasonable compromise, then and then o n l y the local Government could have
appealed confidently and with all sincerity to the Imperial Government for
justice and fair treatment. I n that case Mr. Walkem's peroration, just
quoted, might have been employed as an appendix of historic importance
to a great state document, based as it might have been on the assertion of the
people's rights. I t is significant that the question of a proposal for a change
in the Terms of Union being submitted to the people for confirmation before
final adoption, formed no part of the representations submitted to Lord Carnarvon as arbiter in the dispute. I t was not even alluded to, nor was it ever
raised again as a condition in any new terms proposed or accepted, though it
had been for a long time the main issue in the popular mind prior to Edgar's
coming, and for the reason that the people were deceived as to the real intentions of the Government at Ottawa, and could not trust the Provincial
Government to make terms for them, on a disinterested basis.
I t is scarcely necessary to rehearse the case of the Dominion Government
as submitted to the Secretary for the Colonies. The salient points have, in
fact, been already indicated. The representations in reply to those of the
Provincial Government were brief and concise. Two phases of the situation
were strongly emphasized—one, the absolute bona fides of the Government in
dealing with British Columbia, in accordance with the spirit of the Terms of
Union; secondly, the practical difficulties in the way of a literal fulfillment of
the Terms. They considered the bargain to have been in the beginning bad
and, in fact, impossible. I t was, of course, admitted that the time for the
commencement of the work had long passed, but the charge that the surveys,
the completion of which were necessary to locate the line definitely, had not
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been vigorously prosecuted, was fully denied. I t was pointed out that, on
the other hand, the force of surveyors and engineers was larger than would,
in other circumstances, have been employed and as large as was possible to
utilize. On this point the Dominion Government was strictly correct in their
statements, and it was clear that the people of the Province were unreasonable and unduly clamourous. Consequently, complications arose, through stress
of political feeling, which seriously delayed rather than hastened the progress
of the scheme. Of this the E d g a r incident was a striking and a lamentable
instance.
The Dominion Government, quoting the opinion of Sir John Macdonald,
claimed that the terms of commencement had been sufficiently and substantially kept by the active prosecution of the surveys. The refusal of Mr.
Walkem to consider Mr. Edgar's letter was described as "a mere technical
pretence," and it was stated that there is also reason to believe that local
political exigencies alone induced the Government of British Columbia not
to entertain these proposals. I n order to enable the Government to carry
out the proposals, the average rate of taxation had been raised about 15%. I t
was pointed out that the weight of public opinion would be against any
extension of the proposals made to British Columbia.
Lord Carnarvon took some time to consider both sides of the case carefully, and it became at once evident, from his letter to Lord Dufferin, Governor-General, what his estimate of the general merits of the case was. A s
arbiter, he was conciliatory and discreet. "Strong as are, doubtless, the objections urged by Mr. Walkem to the proposals * * * and important
as is the subject matter of the controversy," he could "see no reason why the
views of both parties could not be reconciled to their satisfaction and to all
interests concerned." On the one hand, he did not doubt in the slightest degree the absolute good faith of the Dominion to carry out the contract in
spirit, if not in letter, under circumstances which he admitted were of "no
ordinary difficulty." On the other hand, it would be unfair, he said, to deny
that the objections taken by Mr. Walkem "have a certain foundation and
force," and he had no doubt the Dominion Government would make any
reasonable concession to satisfy local feeling on the subject, and at the same
time be consistent with its own dignity. His suggestions as to compromise,
were simply that the annual amount to be expended should be raised from
$1,500,000 to $2,000,000, and that a definite date, say 1890, should be fixed
for completion. This was agreed to. H e thought also, as a result of interviews with Mr. Walkem, that the strength of the survey parties should be
greatly increased on the mainland, that the wagon road might be dispensed
with, and the building of the telegraph line delayed, until the route of the
railway was settled. On hearing the counter statement of the Dominion Government in reply, these suggestions were abandoned and no further change
was made in the nature of the proposals.
To the dispassionate and impartial critic—in consideration of the fact
that the Carnarvon Terms were, in substance, the same as the E d g a r proposals, it becomes a matter of wonderment that Mr. Walkem should have
embraced the one and repudiated the other.
But the end was not yet. A fatality seemed to follow everywhere his
political meanderings. Delay, confusion, explanations, and denials marked
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the correspondence that ensued after he arrived in Victoria. The Government
were officially ignorant of many things and threw blame on some unknown
persons for some unnamed fault. However, the chief point was Mr. Walkem's
denial that there had been any arbitration at all. H e referred to the efforts
of Lord Carnarvon to unravel the tangle as merely "friendly intervention."
H e denied that there had been an alteration of the Terms, and therefore
when the House met did not propose to, and, in fact, did not, bring down any
legislation to ratify the new terms. The subtle distinction between "intervention" and "arbitration" was worthy of his astute mind, but one that proved
fatal, as we shall see, to the whole scheme.
A bill was, however, introduced to enable the Dominion Government to
build from Esquimalt to Nanaimo. Needless to say, there had been an arbitration. That exact expression, as indicating precisely the nature and intention of the intervention of Lord Carnarvon, is the term used throughout the
correspondence. The measure, however, was defeated in the Senate. Just
what was the cause of the Senate's action has been very much in dispute.
Certain Conservative politicians blamed the Liberal leaders, notably Mr.
Blake, for conspiring towards the defeat of the measure in the upper House,
while Liberals declared that as the majority of Senators were Conservative
appointees the Conservatives were to blame. I t was held, too, that as the
British Columbia Premier had not himself regarded Lord Carnarvon's mediation as an act of arbitration, but simply as a "friendly intervention," and as
the local Government had not implemented the Carnarvon Terms by legislation on its own part, they were not binding on the Dominion. To whatever extent these allegations were true, it is certain that the great majority
of eastern Canadians were opposed to the terms as too onerous on the Dominion, and the Senate more truly represented the state of public opinion
than the House of Commons. The antagonistic policy pursued by the British Columbia Government had a great deal to do with the sentiment at that
particular time. Thus the last phase of the situation was worse than the first.
The Ottawa Government, anxious for the settlement of the whole matter,
which was in every way embarrassing, became disinclined to pursue it farther
on fines of compromise and took a new departure that dispelled British Columbia's hopes of early construction of the railway.
The term "Fiasco" alone describes adequately the entire episode of diplomatic manoeuvring and political adventure, but the true sequel to the events
which have been described will be found in the chapter entitled "The Act of
Settlement."

[71]

THE

DRY

DOCK

AND

FINANCIAL

CHAPTER

MUDDLE.

VI.

For practical purposes the policies of the de Cosmos and Walkem
ministries may be regarded as identical in nature and therefore in results.
Not only was the railway problem bungled, but the financial situation and
the matter of the dry dock was also muddled. Under the Terms of Union,
as has been already stated, the Dominion Government was to guarantee the
interest, not exceeding 5%, on any sum not exceeding £100,000, to be devoted
to the construction of a first-class graving dock at Esquimalt. As capitalists
were not willing to undertake it on these terms, a bill was introduced in the
first session of the de Cosmos government to construct it as a "national
work" by the aid of subsidies from the Dominion and Imperial authorities.
Sir John Macdonald had pledged his government to capitalize the dock
guarantee at 5% on £100,000 for 10 years by the payment of $250,000
in cash by way (as it seems at first to have been understood) of a bonus.
Amor de Cosmos, Premier, had gone to England, to secure the additional cooperation of the Imperial Government. H e submitted plans to the Admiralty. H e proposed that the dock, estimated at <£l 12,000, should be constructed either by the Provincial Government, assisted by a grant from the
Imperial Treasury, or by H e r Majesty's Government, with a contribution
from the Province. The first proposal was agreed to and £30,000 bonus
was offered, though £50,000 was the sum asked for by the Provincial Government. I n consideration of the bonus the Province offered to dock H . M.
ships on the Pacific, for repair, free of charge for fifteen years, although, according to the correspondence, this offer seems to have been based on the
larger bonus. The Admiralty inferred from the proposal of Mr. de Cosmos that the bonus was not to be paid until after the dock had been completed, although no statement of the kind was made in the letter. I n both
questions and on both sides a casual method of taking things for granted
was observable. So far as it appears from the records, de Cosmos returned
well pleased to get the £30,000. I n the meantime, that is, after making arrangements with the Macdonald Government, but before his visit to England,
the Mackenzie Government had come into power, and complications arose.
I t was understood by de Cosmos that the advance by the Dominion was in
the nature of a gift to the Province, and this was confirmed by Hon. S. L .
Tilley, late Minister of Dominion Finance, and also by Hon. Hector L .
Langevin, late Minister of Public Works. Auditor Langton did not so understand it and advised Mr. Mackenzie accordingly. The latter, therefore,
proposed to charge the $250,000 to the debt of British Columbia. His idea
of an "advance" was that it should be repaid. All this happened in June,
1874. On November 14th, 1873, in going to England, de Cosmos fortified
himself with a letter from Mr. Mackenzie to the effect that he would submit
a measure to Parliament to "advance" £50,000 to aid in the construction
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of a graving dock at Esquimalt, in lieu of the guarantee of interest of
5% on £100,000 for ten years. A t that time the question as to whether
the advance should be regarded as a loan or as a bonus had not been raised.
Now, however, it was represented to the local Legislature that the money
was a bonus and not an advance. The Opposition protested that there was
nothing in the correspondence, except in Mr. de Cosmos's own letter to
the Imperial Government, to imply that it was a gift. Meanwhile the
Premier, knowing how Mr. Mackenzie had interpreted it, deceived his followers by simply saying nothing at all.(l)
The measure before the Dominion Parliament contained this significant
clause: " I t shall be lawful for the Province of British Columbia to refund,
at any time, the sum so advanced as aforesaid to be held upon and subject
to the same conditions by the Dominion Government as the moneys now
held by them." This was meaningless unless it was intended to imply that
the subsidy received from Ottawa was an advance, and not a gift. The only
other interpretation possible was that the Dominion Government were giving
away the money,' with the vague hope that a return might be made at some
indefinite time in the future.
Meanwhile, after the E d g a r negotiations fell through, Premier Walkem
went to London and returned, bringing the promise of a £50,000 Imperial
subsidy towards the dry dock. H e asked the Legislature to adopt the
scheme of building with the $250,000 advance from the Dominion. The Opposition, as before, doubted that the Canadian offer was intended as a gift,
and asked the local administration to make sure by telegraphing to Ottawa
for confirmation. The proposal was rejected. The Premier probably thought
it impolitic to raise doubts about the meaning of the gift. H i s proposal was
to begin by spending $10,000 on the work,"and then apply to the Dominion
for a refund as a test of the correctness of his interpretation. On the strength,
therefore, of this understanding of the Dominion proposal, as set forth in
the Mackenzie Act, one clause of which clearly authorized the "advance" of
money not to exceed $250,000 in lieu of the guarantee of interest at 5% on
£100,000, the local Government, on the assumption that the money was a gift,
spent money creating liabilities to the extent of about $150,000. The misunderstanding might easily have been avoided by the despatch of a few telegrams, since, as a matter of fact, it turned out that the Mackenzie Government had never contemplated the advance in any other sense than as a loan
to be charged against the Province. No doubt it was a niggardly policy on
the part of the Government at Ottawa, but might have been modified, had a
reasonable attitude been adopted at Victoria.
Of course, it was a political mistake from the first to have saddled the
Province with the cost of the dry dock at all, nor should the Province ever
have accepted any responsibility in connection with it. I t was purely a national work, an Imperial undertaking, while its local importance was greatly
( l ) I t transpired t h a t on t h e 14th of November, 1877, Mr. de Cosmos disclosed t h e following telegram
to Mr. Elliott:
"Ottawa, Feb. 7th, 1874.
A de Cosmos:_
"Your telegram went a s t r a y . Government offer is to pay $250,000 a s dock work progresses in lieu of
guarantee provided by t e r m s of union.
A _ ftfnolronyift "

This telegram w a s never produced to t h e Legislative Assembly and remained in the possession of Mr
de Cosmos personally.

[74]

over estimated. I t proved, indeed, altogether too big an undertaking for the
Province at that time, and not within its scope at any time. So the dry dock
became the chief cause of the troubles between British Columbia and the
Dominion for the next ten years. The financial resources of the Province,
under the Terms of Union, never sufficed for the requirements of the local
Government without recourse being had to direct taxation of a burdensome
nature, and the dry dock was an additional load that completely broke down
the machinery. Bad business methods and unsound public policy were added
to poverty of revenue, and so rapidly did the process of disintegration work
that, when, as the result of an adverse vote of the House, the Walkem administration laid down the reins of office, the Province was in the hands of
the money lenders and financially bankrupt.
The facts had been carefully
concealed from the people, and it was not until it became known, that as a
temporary expedient the Government had "pawned the subsidy" to the Dominion Government for an advance of $150,000 that the real situation was
revealed. I t was a shock to the public and occasioned the immediate downfall of the Government. The Colonist had some time before intimated that
the Province was in difficulties to the extent of $750,000, but in the excitement of politics the warning was unheeded. Immediately after the Elliott
aolministration took office a statement issued by Finance Minister Humphreys
showed that the Colonist forecast, in round numbers, had been accurate. There
was a total liability of $753,228 and an actual deficit of over $500,000. There
was a total indebtedness on loan account, due in eight months, of $310,194, of
which sum $310,028 was due to the Bank of British Columbia, $30,000 to Sir
James Douglas (at 8% interest), and $150,000 to the Dominion Government.
The amount due to contractors was $163,476, and another habihty of $99,558
on account of dock contracts was about to mature. The Government had been
borrowing freely at high rates of interest. I t was even paying 5% to the Dominion Government on the amount of subsidy advanced. Three years before,
the de Cosmos government had begun with more than $100,000 credit in the
bank and no liabilities at all. (2) The McCreight government might have
been tactless, but it was at least careful and honest. Before proceeding to show how the Elliott government succeeded in solving the financial difficulty, it may be well to go back and sum up the effect of the dry dock
scheme upon the relations with the Dominion.
Early in the de Cosmos-Walkem regime there had been a proposal to
advance the $250,000 for construction of the dry dock, together with an Imperial subsidy. Associated with this was a proposal to capitalize the annual
interest on the allowed debt of British Columbia, received from the Dominion, about $45,000, and accept a lump sum of $940,000, which should stand
to the credit of the Province, to be drawn upon as required. To these pro-*
(2)Estimated Revenue of British Columbia, 1871
$533,950.00
$533,950.00

Paid to Dominion Government
$363,600.00
Balance in hands of Provincial Government
170,450.00
$533,950.00

Balance in hand of Provincial Government
$170,450.00
Subsidies paid by Dominion Government 212,908.00

Amount appropriated by Provincial Government
235,073.00
Balance in favour of Provincial Government unappropriated
148,285.00

$383,358.00

$383,358.00
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posals strong objection was taken, bringing about at one time a situation in
Victoria which was reported in eastern Canada as rebellion, although it
never amounted to more than a vigorous and somewhat noisy demonstration
against the local Government and incidentally against the Dominion Government and the East. A t one time it was thought that the latter had
suggested the scheme as a means of inveigling the Province into a modification of the Terms of Union, and thus getting it into their power. But,
although the local Government was very reticent on the subject, the proposals really came from them. However, much talk had gone on at Ottawa
about a relaxation of terms, and it was surmised in the Province that the intimations appearing in the local press were inspired by the Dominion Government. As has been previously observed, the policy of secrecy and mystery
which at all times enveloped the dealing of the local with the federal administration on the questions of financial relations and terms, was one of the
most productive causes of that mutual distrust which later developed into
positive antagonism. Never, from first to last, was there a candid statement
of policy made or an open, ingenuous method adopted as to the relations of the
Provincial Government, either with the people on the one side or the Ottawa
Government on the other. The local Government never took the people into
their confidence. There were always mental reservations or secret ulterior
motives. Facts, and then only half facts, had to be dragged from them. The
results were bickerings in the House, squabbling in the press, distrust, suspicion, prejudice and bitter hostility. Newspaper warfare was venomous;
suspicion and dissension abounded. The Dominion Government came to be
regarded as a common enemy, which it was safe for both sides to attack. H a d
the Provincial Government of the day been better directed and adopted a
straightforward policy of negotiation, enlightening the public thoroughly as
to the course which was being pursued and the objects in view, vigorously
defending them by sound reason and plain facts, the clouds which so long
obscured the political horizon would have been cleared away and the right
path made plain. Political prejudices for political purposes were created
against both Governments, and in particular against the Federal. Those
prejudices were played upon, first by one party and then by the other, as
expediency and immediate exigencies dictated, until the feeling became so intensified that mere misconception developed in a certainty of established fact
which few had the perspicacity or the courage to dispute. This, considering the important issues at stake, was a deplorable state of affairs.
To revert, however, to the dry dock and the capitalization of the debt,
there were two objections to the proposals of the local Government. One of
these applied equally to both, and it was the paramount objection. I t was
held that they involved a change in the Terms of Union. They were, it is
true, a variation, but not such a substantial variation as to constitute new
terms. A number of the leading men of the Province, however, were opposed to any change from the original plan, not so much on account of the
importance of the change in itself, as because they feared the effect of asking any concessions or favours at the hands of the Dominion Government.
They argued, and with a fair show of reason, that, while such a policy might
not affect the stability of the terms, yet it placed a weapon in the hands of
the Federal authorities whereby they could demand a relaxation in the rail-
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way clause. Compromise of any kind was considered most dangerous. H a d
the Macdonald Government been in power such fears would not have existed,
but with an achiiinistration the members of which were professedly opposed to
the railway scheme and representing a party with similar views, it can be
easily realized why the people of British Columbia did not wish to place themselves in the least degree at the mercies of the Ottawa Government. The railway—its "immediate commencement, continuous prosecution and early completion"—was the one vital issue, the aim and end of Confederation, the very
breath of life to the Province. Everything else depended upon it.
If it
failed everything failed. They had a contract with the Dominion of Canada
to have that railway built within a certain time limit. Their hope was to
maintain that contract at all costs. On the other hand, this point of view, the
intense anxiety to carry out the agreement, was not understood in the eastern part of Canada, where the people realized only the burden imposed, and
wondered at the audacity of the community of 10,000 at the other end of
the continent who insisted on imposing it upon the rest of the Dominion.
That was the keynote of the situation. The chief need of the Province
was for leaders capable of grasping the situation and applying to its delicate
requirements an honest, statesmanlike policy and strength of purpose. Such
men would have been supported by Mr. Mackenzie, the leader of the Government, and by George Brown, editor of the Globe, the journalistic mouthpiece
of his party. These two leaders of the Liberal party, though opposed to the
policy to which Canada had been committed, were honestly prepared to carry
that policy substantially into effect. I t is true that they were mistaken as to
the inability of Canada to undertake such a great work and to push it rapidly
to completion, and that they had an exaggerated notion of the difficulties in
its way, but they were sincere, and British Columbia had less to fear from
honesty and sincerity, however mistaken the basis of the judgment, than
from a policy of duplicity and intrigue. H a d the government at Victoria secured the hearty co-operation of two such men as Mackenzie and Brown, the
railway policy would have become the policy of the entire Liberal party, and all
efforts would have been directed towards making it a success. Unfortunately,
every movement at work in the Province seemed to lead in a direction diametrically opposite. So, when the proposals as to the dry dock came up,
they were strongly opposed. The opinions of leading lawyers in the Province (outside of the Government ranks) were obtained, and, although they
were not unanimous as to the precise legal effect of the changes proposed,
they concurred in one point: that the interests of the Province might be compromised to such an extent as to practically involve a relaxation in the Terms
of Union. The ablest opinion of all, that of Mr. A. Rocke Robertson, asserted definitely that such a modification would be the outcome. (3)
(3)The opinion of Mr. Robertson, Q. C , above is so i m p o r t a n t t h a t it is here given in full.
1. That I do not think t h e Bill in question will have the effect of "throwing open the Terms of
Union." The Terms a r e in the nature of a Treaty, and by consent of both parties thereto, one term may
be altered without prejudice to the others. On t h e other hand the breach of one term by one of the
parties entitles t h e other party to rescind the whole Treaty. Canada has already broken the most
important of the Terms of Union. Applying the principle above mentioned, British Columbia is to-day
entitled t o petition Her Majesty to release the Province from the Confederation. The question then is—
will the bill now before the Provincial Parliament impair this right? I think it will, for the following
reasons:
1st. I t t r e a t s the Terms of Union as still valid and binding, notwithstanding Canada's default
in not commencing the railway.
2nd I t will operate a s a waiver of British Columbia's to pray for a dissolution of the Union on t h e
ground of Canada's failure to carry out the Terms, we having accepted upon the basis of the treaty
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It was no doubt a subtle legal point, but the practical result was as
predicted, that concession by the Dominion to the Province would be made a
basis for concession from the Province to the Dominion, when the railway
clause came up for consideration. One of the considerations, indeed, submitted by Mr. Mackenzie, when asking for an extension of time for construction, was the suggestion that concessions should be mutual. Had the
Province stuck to the text of the agreement and not asked for any favours
from the Dominion, its case would have been very much stronger, and its
position more consistent.
The other objection referred to was advanced exclusively against the
capitalization of the debt as being wrong in principle. The allowance in regard to debt was a certain and steady income. The temptation to spend
cash in hand is always very great. It means using up capital resources in
current expenditure. Besides, no government has the moral right to hypothecate a revenue which belongs as much to future government as to themselves.
In the case of an emergency the annual allowance might have been pledged
indeed to meet the interest and sinking fund on a loan. This method would
not have impaired the capital after the loan had been paid off. Contrary
counsels, however, prevailed and with them came the usual consequences of
bad finance—embarrassment and complication.
The original arrangements were made with the Macdonald ministry, but
confirmed by the Mackenzie Government with certain saving clauses. An
order-in-council was passed November 3rd, 1873, giving them effect, but it
transpired that this order exceeded the powers of the Executive, and it was
not acted upon. An Act was passed in 1874 with the following purpose in
view—"authorizing the Governor-in-Council, in his discretion, to make advances to the several Provinces," and the second section "was drawn in its
present form for the express purpose of guarding against the inconveniences
which might arise, if the several Provinces were to consider themselves at
liberty to draw for the balance of their debt without previous communication with the Dominion Government." The minute of the Privy Council,
dated 8th of December, 1875, from which the above is an extract, goes on to
state that it was never contemplated that any province would enter into contracts or obligations of any kind involving the use of this fund without first
applying for and getting the counsel of the Dominion Government. This stipulation, which was reasonable in view of the fact that the Dominion Government was virtually a trustee of the fund and might be drawn upon any time
for very large sums, was the very condition which the local Government did
not observe. They proceeded to borrow $189,150 from the bank, payable on
the 1st of May, 1875, and when they could not meet the debt asked the Dominion for that amount which was already spent, as well as $250,000, to be
fresh pecuniary aid from Canada, knowing as we do, the intention of the Dominion Government to ask
a modification of the Terms.
3rd. Our ability to obtain a dissolution of the Union is the most powerful lever we can use in
insisting upon Canada commencing the railway at once on this coast, or making satisfactory compensation to the Province for not having done so earlier. If we throw away this advantage, we place
ourselves at the mercy of a Government whose avowed policy is to seek from us a relaxation of the railway terms. The saving clauses which the Attorney-General proposes to add to the bill, simply declare
in effect that all the terms other than 2 and 12 shall continue in full force, notwithstanding the alteration of 2 and 12. I do not think, however, that these clauses will preserve the right which the Province now possesses, namely, that of praying for and obtaining a dissolution of the Union.
"I do not wish to be understood as expressing an opinion as to the expediency of a dissolution of
the Union under any circumstances; but it is obvious that the possession of the power to withdraw from
the Confederation is invaluable to us in negotiating with Canada for a work which she is bent on delaying and which we are desirous of having carried out without delay."
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spent in local improvements. The Dominion Government, assuming that the
$250,000 was for graving dock purposes, refused it on the ground that under
the Act no certificates of progress work had been furnished as required. The
$189,150 was advanced, and charged against the account. This was on the
3rd of August, 1875.
On the 14th day of October, in the absence of Premier Walkem, the
local ministry applied for an immediate sum of $150,000, with permission
to repay on the 1st of July following (the date due for payment of subsidy) . Mr. Mackenzie at once replied, stating that the money would be advanced "on account of subsidy," which message Provincial Secretary Ash
acknowledged as follows: "Your telegram received. Government thank
you for your prompt attention." The minute of council at Ottawa, authorizing this advance, a copy of which followed, stated it was made "subject to
the usual conditions." What "usual conditions" meant in that connection is
hard to say, except that interest at 5% would be charged. There could be
no other "usual conditions" attached to an advance on account of subsidy. On
the 29th of October, His Honour the Lieutenant-Governor sent a despatch
asking the Government at Ottawa to reconsider their refusal of the advance of
$250,000, to charge the $150,000 already promised to the debt of the Province, and to send the balance of $100,000, stating that "it would be very convenient if His Excellency's decision should be communicated by telegraph."
I t was obviously the request of a harassed debtor. Premier Walkem, who
had now returned to the Province, quickly seized on the weak point of this
proposal, and replied to it by stating that the Ottawa Government could not
legally withhold any portion of the subsidy and that in the meantime the
$150,000 could only be charged against the debt, with interest at 5%. H e
intimated at the same time that the Province would repay the amount as
agreed. Nor had the Province, he said, the power to borrow the $150,000,
by pledging the subsidy. I n effect, it was "pawning the subsidy," as the
Government depended upon the subsidy to pay the amount back. The weak
point in the whole transaction was Dr. Ash's telegram acknowledging the
advance made on the conditions stated in the message from Ottawa. When
this correspondence was published, it created a great sensation, and was the
cause of the Government's defeat in the House. This chapter, which throws
fight on their financial policy, can best be read in connection with their railway policy, which will be dealt with later on. The general elections of 1875
followed upon the return of Premier Walkem from England. I t may be
stated here that it is difficult to determine, from the actual election returns,
whether the Government had a majority in the new House, as their strength
was not at first tested. The Government candidates were in a minority, but so
many members were elected on independent and other platforms that no strict
analysis could be made. The Government would probably have lasted for a
longer time, had it not been for these financial revelations. The Colonist admitted, virtually, that the Government had been supported in their railway
policy, as was shown by an unanimous vote of the Legislature, but stated
that they were defeated a few days later on their financial negotiations. When
the Elliott administration came into power there was a serious situation to
face. The necessity of making a loan was apparent, and authority was taken
to borrow $350,000.
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The financial resources, under the Terms of Union, were never at any
time sufficient for the local requirements without resort to direct taxation, but
the local Government had aggravated poverty of revenue by bad business
methods. To such straits were they reduced that on one occasion they borrowed $30,000 from Sir James Douglas, for which they paid ex-Premier de
Cosmos $600, by way of commission, for obtaining it,—a transaction which
afterwards became a subject of parliamentary investigation. The school system also proved to be expensive. The estimate of cost in 1876 was $76,000,
and, needless to say, though not a very extensive service, requirements
were expanding rapidly. The roads, and notably the Cariboo wagon road, had
fallen into a very bad state of repair, and were often impassable at certain
seasons. About $50,000 was required to repair the Cariboo road alone. The
dry dock, a very expensive undertaking, had also to be built. Consequently
the question of finances received considerable attention. To meet the educational requirements, a school tax bill was introduced and passed. This imposed
a head or poll tax of $3.00 on each male adult in lieu of a road tax, and was
the origin of the revenue tax which took its place afterwards. Although the
proceeds of that tax was not specially funded, and went into current revenue, it was intended for school purposes, and was levied for school requirements. Naturally, a great deal of objection to it at first arose, particularly
from miners, and also from an important section of the Roman Catholic community. As miners and prospectors were for the most part without families,
they seemed to be taxed for other people's benefit. This objection, however,
soon wore off. Many of the Roman Catholics also refused to send their children to secular public schools, in which religious doctrine, other than their
own, was taught; they therefore sent them to private schools of their own. To
be obliged to do this and yet to be taxed for maintenance of public schools
did not seem to them to be just, and they petitioned against it. The subject was fully discussed in the press, and in the Legislature; indeed, an agitation for separate schools in the Province was mooted. Although they did
not join in the petition, a large number of Anglicans sympathized with the
Roman Catholic petitioners. The Legislature, however, firmly adhered to
the non-sectarian system and the school tax, which has existed ever since.
The Cariboo roads tolls, abolished during the McCreight mmistry, were reimposed, as a matter of practical necessity. This again was hard on the
miners; but it was pointed out that bad roads increased the cost of freightage,
while good roads implied easier transport, and therefore cheaper goods. The
Legislature, in 1876, was almost as unanimous for re-imposition of this tax
as it was for abohshing it in 1873. Tolls were also imposed on the wagon
road into Cassiar. The most important measure, however, was the Act making provision for the levying of a property tax—an impost quite new, not
only in British Columbia, but in the Dominion of Canada. This law, sub1
ject to certain exemptions, imposed one-third of one per cent, on real estate,
one-fifth of one per cent, on personal property, one-half of one per cent, on
incomes over $1500, and a tax on wild lands. The measure provoked some
opposition, mainly in the farming districts; but it was generally approved
as one of financial necessity, the situation being not unlike that which
prevailed when the present McBride administration took over the reins of government in 1903. A certain number of politicians and pseudo-financiers, sup[80]

ported a policy of unlimited expenditure. They advocated borrowing money,
if it was not to be found in the treasury, and spending it. I t is needless to explain how dangerous such a policy is, however popular it may be temporarily.
However this may be, the Act was put on the statute book as a temporary
expedient. With certain modifications it has remained there ever since. In
1876, when a big deficit had to be faced, the serious problem of administering the affairs of a vast Province on the slender revenue resources of an extremely thin population began to be appreciated by the people, but it was
not fully realized for over twenty-five years later. British Columbia, during all that period, was the only Province that has had to resort to direct
taxation, which, nevertheless, even when other indirect sources of revenue
were added, did not enable it, until 1904, to grapple with provincial requirements. The debt, the foundations of which were laid in 1873-76, grew
yearly in a higher ratio than the internal development. The causes which
operated in 1904 to reverse that condition of affairs will be explained when
that period is treated; but there was a certain financial improvement for a
time when the Elliott Government took up the reins of government.
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A new phase of the railway question is now encountered. The change
of Government at Ottawa and the tortuous course pursued by the local
Government led, as has been seen, to an almost hopeless complication. When
the Senate threw out the bill giving effect to the Carnarvon Terms, the burden of delay was shifted largely on the shoulders of the Dominion Government, who assumed a new attitude on the question, which, though partly
justified by the behaviour of the Walkem administration, placed them distinctly in the wrong. If the Carnarvon Terms were a fair compromise between the contending parties and satisfactory to the people of British Columbia, it was the clear duty of the Dominion Government to submit a fresh
measure for the consideration of the Commons and the Senate. They
showed, on the contrary, a disposition to evade the substantial fulfillment of
the terms of agreement, as is shown by a minute of council passed on
September 20th, 1875, the official knowledge of which did not come
to the local Government before the election were held in that month. (1)
What effect might have been produced upon the electors, had the proposals
contained in that minute become generally known, it is difficult to say. I t probably would not have saved the Government on the financial question in the
House afterwards. However this may be, the proposals made were of an
important and far-reaching character, and it is probable that Mr. Mackenzie
in agreeing to them was overruled by his colleagues. Blake, Cartwright and
Scott of his cabinet were all strongly against the railway scheme, and their
speeches were bitter. Briefly, it was proposed to offer $750,000 in cash to the
Province as compensation for not building the railway on the Island, and for
any possible delays in the construction* on condition that the provision for the
( l ) O n the 20th of September, 1875, a copy of the report of the Committee of the Privy Council approved on t h a t date w a s forwarded to the local government. I t repudiated all previous negotiations in
regard to railway matters, and particularly the considerations which induced the Dominion Government to accept the Carnarvon Terms. Particular stress was laid upon t h e fact t h a t every step in the
negotiations was necessarily founded upon, and subject to, t h e conditions of t h e resolution of the
House of Commons, passed in 1871 and twice subsequently enacted, t h a t there should be no increase
in the existing r a t e of taxation. I t provided t h a t this debt must not involve too great an obligation, t h a t this ruling was sustained by public opinion throughout the Dominion, and t h a t such a limitation m u s t necessarily control the action of the Government. It was pointed out t h a t the sanction of
Parliament to the construction of the proposed railway from Esquimalt to Nanaimo was a necessary
condition precedent to t h e commencement of the work. I t then recited t h a t the "proposed railway from
Esquimalt to Nanaimo does not form a portion of the Canadian Pacific Railway, as defined by the Act;
t h a t it was intended to benefit local interests; and t h a t it was proposed as compensation for the 'disappointment experienced by the unavoidable delay in constructing the railway across the continent'
"As this p a r t of t h e Canadian Terms had provoked a great deal of opposition both in the House of Commons and the Senate, the Government was faced with the duty of considering some other method of
-meeting t h e j u s t expectations of t h e people of British Columbia, whose Government h a s not suggested
to this Government any solution of the difficulty."
" I t would seem reasonable t h a t the people of British Columbia should construct this work themselves, or (if they think other public local works more advantageous) should, in lieu of this, themselves
undertake such other local public works, and t h a t t h e compensation to be given them by Canada for
any delays which may take place in the construction of the Pacific Railway should be in the form of a
cash bonus, to be applied towards the local railway, or such other local works as the Legislature of
British Columbia may undertake, Canada also surrendering any claim to lands which may have been
reserved in Vancouver Island for railway purposes.
"The sum of $750,000 would appear to the Committee to be a liberal compensation, and the Committee advise t h a t the Government of British Columbia be informed t h a t this Government is prepared
to propose to Parliament a t this next session, the legislation necessary to carry out the views contained
in this Minute a s to the construction of the Pacific Railway and the compensation to be given to British
Columbia for delays in such construction."
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specified amount of yearly expenditure and for the completion of the railway
to Lake Superior by 1890 were waived by the Province. I t was maintained
in the minute of council that the section of railway on the Island of Vancouver was no part of the Pacific Railway, and that the compensation offered
was for local losses sustained by delay in construction. I t was also affirmed
emphatically that the Dominion was not bound to observe the Terms of the
Carnarvon award if the execution of those Terms affected the resolution already passed regarding higher taxation. The local Government very properly
refused to entertain the proposition put before them as a practical insult to
British Columbia, although eventually even a worse bargain had to be made.
That a railway on the Island was no legal part of Terms of Union, may
be admitted. Canada was only bound to build to the Pacific seaboard; although, if the Bute Inlet route had been chosen, it is questionable if Bute
Inlet could have been reasonably interpreted as the "seaboard." The main
point, however, was the understanding of the people at the time and the subsequent acts of the Dominion Government which endorsed that understanding. The Island, and, in particular, Victoria, was at that time the most important part of British Columbia, both politically and in point of population.
When, therefore, the Dominion Government named Esquimalt as the terminus of the railway, it put a seal on that fact and by an executive act gave
official interpretation to the expression "Pacific seaboard." There can be no
question of that, as the Provincial Government was asked to convey 20 miles
along the eastern coast, in accordance with the meaning of the 11th clause.
If the local Government desired to see Esquimalt made the terminus, as they
undoubtedly did, they made a fatal error in not promptly surveying the railway belt and conveying it to the Federal Government. No court in the land
could then have relieved the Dominion if a contract had been thus created. Another error made will be referred to later on. The practical effect of pinning
the central Government to the terminus at Esquimalt would have been to lay
the basis for substantial damages if it were not finally adopted or possibly to
commit the Dominion absolutely to the Island terminus. But to name it and
then not clinch the bargain by legal means created disappointment and affected
business interests to a very serious extent. The Dominion Government undoubtedly sought to evade the consequences of their acts. Now, it is not the
question whether Esquimalt was the proper terminus or not, or whether the Island railway was legally part of the scheme or not. The acts of the Dominion
Government had morally made it so; and by virtue of the Carnarvon Terms
the railway on the Island ought to have been built without any expense to or
concession from the Province. Everything pointed to such a settlement. Indeed, the Mackenzie Government shipped several shiploads of steel rails to
Esquimalt, obtensibly with the object of fulfilling that portion of the contract.
From every possible point of view the minute of council was a mistake.
U p to the time of the rejection of the Carnarvon Terms the Mackenzie Government had steered a consistent and, from their point of view, an honest and
wise course. As soon, however, as they began to veer from the straight course
every step they took was a plunge in the wrong direction. As they were not
responsible for the Senate's action, they should not have been influenced by it.
Nor ought they to have raised the question of increased taxation. A t the best,
as the local Government pointed out, it was "merely an indication of the scheme
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matured by the Government to provide means to fulfil their railway engagements with the Province." That scheme had never been submitted to the
people of British Columbia for approval and so far as they were concerned it
was no part of the bargain. The resolution had not been submitted to the
Imperial Government in 1871 and was not pressed upon Lord Carnarvon's
attention in 1875. But whatever other effect it might have had, when the
Mackenzie Government departed from the original scheme of building the
railway by private enterprise, assisted by land subsidies, and when they raised
the rate of taxation, they virtually declared that they did not propose to proceed if to proceed meant increased cost to the country. Having raised the
taxation, they were more than ever compelled to build the railway. The
minute alleged as an excuse for not complying with the Carnarvon Terms
after the Government had pledged Canada to them, was that any covenant
of any kind must necessarily have been subject to ratification by Parliament.
As an excuse, it was exceedingly lame. No Government should have bound
the country to do something it was not within their power to carry into
effect. Moreover, it was a solemn pledge, not to British Columbia alone,
but to the Imperial authorities through Lord Carnarvon, who made it absolutely clear that his intervention was conditional upon his judgment being
regarded as final.
The Walkem Government forwarded representations to the Secretary
of State for the Colonies in December, 1875, and January, 1876, to the purport of which it is unnecessary to allude. When the Legislature met, the
Premier was ready with a petition to the Queen to be submitted to, and
passed by, the members of that body. This petition, which was a portentously long document, was prepared with all the skill that subtle legal
daughtsman had at Ins command. I t recited historically the facts—not all
the facts, however—bearing on his view of the case and setting forth these
with great clearness. When the petition came before the Legislature he introduced it in a careful speech of more than ordinary adroitness and
force. (2) The weak point in his answer, to which he was no doubt fully
alive, but which he carefully concealed, was his own failure to pass legislation on that part of the Province to give effect to the Carnarvon Terms. The
original Terms of Union had been referred to the people and been confirmed
by the Legislature. If it were necessary for the Dominion, one of the parties
to the treaty, to ratify by legislation any changes made in that treaty, it was
equally necessary for the other party to it, the Province, to ratify them in the
same way. When, therefore, the petition calmly recited "that British Co(2)Hon. Mr. Walkem moved " t h a t this House resolve itself into a committee of the whole, for the
purpose of considering and reporting upon the correspondence between the Dominion and the Provincial
Government, with respect to the Canadian Pacific Railway." He considered that it was only necessary
to foreshadow the general report which he would place before the House in committee, and he had moved
the resolution with a view of obtaining a thorough ventilation of the subject, and affording honourable
members every liberty of discussion. He thought t h a t this was t h e most ready method of arriving a t
some satisfactory conclusion to this embarrassing question. He did not deem it necessary to dwell upon
the prostration which had prevailed throughout the country caused by frequent delays of the Dominion
Government; it was not for them now to go back to the days when our delegates obtained the terms
of Confederation a t Ottawa. W h a t they had to deal with was the present condition of the treaty, and
the unsatisfactory manner in which it had been neglected. This Province had treated Canada with all
the honour and respect to which she is entitled, and he hoped that when the question came up in committee no word of disrespect would escape his lips or those of any other hon. member. The hon. gentleman then proceeded to recite t h e railway history from its commencement, quoting from reports of
the Ottawa House of Commons, and arguing t h a t they could never have altered the original Terms of
Union. He reviewed the appeal of the Province to England and the final settlement arrived at through
the instrumentality of Lord Carnarvon, dilating on the construction of canals by Canada to the detriment of railway enterprise. He referred to the non-construction of the Nanaimo-Esquimalt railway, and
admitted his opposition to the building of the telegraph line, because such was in his opinion contrary
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lumbia had fulfilled all the conditions of her agreement with Canada," such
a statement was not wholly candid. And Mr. Walkem, in his speech in its
support, carefully steered clear of the fact that his own attitude towards,
and interpretation of, the nature of the Carnarvon Terms, was a contributing
cause to their defeat by the Senate. I n the debate which followed, although
the Government did not escape criticism for its own unworthy part in dealing with the railway question, there was a striking oversight of the salient
points of the real merits of the dispute. I t is to be regretted on historical
grounds that Mr. John Robson, who had the clearest grasp of the whole
subject, had ceased to be a member of the House. As things were, Premier
Walkem was entirely successful in impressing his views on the Legislature,
which exhibited a remarkable unanimity in adopting the petition. A single
amendment, subsequently withdrawn, was offered by Mr. Forbes George
Vernon, seconded by Mr. Ebenezer Brown, both representatives of the Mainland, part of which was as follows:
"Whilst endorsing the action of this Government in dealing with the
proposals conveyed in the Minute of Council, dated Sept. 20, 1875, this House
would be prepared to consider such offer of compensation for abandonment
of the present construction of the E . & N . Ry. as H e r Majesty's Secretary
of State for the Colonies might recommend as a fair equivalent for the work.
Provided always, that none of the other parts of Lord Carnarvon's recommendations of Nov. 17th, 1874, shall be disturbed or injuriously affected
thereby."
The resolution in favour of the petition was passed unanimously. I t was
a practical and emphatic endorsement of the Government by the people,
through their representatives, of everything that had been done in regard to
the railway. If the vox populi were even approximately vox dei there would
be little more to be said on the subject; but as the vox populi, expressed in
a similar way, turned the Government out of office a few days afterwards,
the sceptic might well doubt of the truth of the maxim. As a certainty, one
point is clear what had been all wrong could not, by any popular approval
or sanctifying grace, be made right. That the Dominion Government made
a serious and inexcusable mistake in judgment and sound policy in finally
repudiating the scheme did not render less censurable the course which they
had previously pursued or in the least absolve on the other hand the past
conduct of the local Government.
The position in which the Province found itself and the attitude of the
people and of the Government towards the question generally must next be
to law. As to the proposed wagon road, every hon. member of the House knew that our agreement
was not for this work, but for a railway, and the Provincial Government had therefore resisted the
proposal of the Dominion Government. He admitted that it would cost much less, and be to the
advantage of the Dominion Government, if they were permitted to commence railway construction from
the east and west at once and that the Province would for many years fail to derive any benefit from
Confederation. No exertion, however, had been put forth by the Dominion Government to keep promises made, both In the Terms of Union and to Lord Carnarvon; far from it, for by the Minute in
Council in September last any railway construction in this Province would appear to be a century
distant. The honourable gentleman recounted the financial policy of the Dominion Government with
regard to effecting loans in England; he ridiculed the idea of any clerk being so unfortunate as to
forget to forward the important Minute of the 20th of September either to the Imperial Government
or the Government of this Province. He thought if that Minute, casting to the winds the pledges of
Canada, had been sent home, the effect on her financial propositions would have been disastrous and
intimated that the Minute had been purposely withheld. He did not believe that the Mackenzie Government intended to keep any of its agreements with British Columbia and that it would only build the
railway when and how it liked. The honourable gentleman, having alluded to the priority of the claim
of the Province on the financial resources of Canada intimated that the committee, If it thought fit
could appoint three or four honourable members to draft an address on the questions before the House
to be forwarded to her Majesty the Queen. He then sat down.—"Colonist" report
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considered. The dry dock was, of course, part of the question. On March
19th, 1876, the contract for the cofferdam was sublet by Messrs. Hayward
& Jenkins to Reed Bros. & Co., London, Eng., for $59,793. This firm
represented in the Province by Mr. Dawson, C. E., was looking for further
and larger contracts, and hence undertook the smaller one with the other in
view. About a year before Messrs. Hayward & Jenkins had received the
contract despite the protests of the Opposition at a much higher price than
the lowest tender, obviously not with intention of doing the work themselves,
but of sub-letting it at a profit. After that the work on the dry dock was
suspended for lack of funds, and was ultimately taken over by the Dominion
Government under the terms of the Act of Settlement, and completed.
A t Ottawa, de Cosmos moved a resolution (for which he was severely criticised on all sides) condemnatory of the Government's railway policy, and demanding that it should promptly and vigorously prosecute the undertaking
in British Columbia. H e had been strongly urged by his friends not to proceed with the resolution, but he persisted and met with inglorious defeat, it
being voted down by 154 to 6, including the vote of Sir John Macdonald,
who said it was illogical, being made prior to the Government announcing its
policy. The debate was rather interesting as reflecting the feeling among the
Liberal supporters of the administration. Mr. John Charlton (then an important member of his party) did not propose to look at it from an abstract
point of view, but wholly on its merits as a concrete proposition. H e believed in building a road to tap the Saskatchewan, and then wait for further
resources to complete it. I t was not right that the interests of 10,000 persons on the Pacific coast should stand before those of four millions east of
the Rockies. Mr. Workman, another prominent Liberal, was more convinced
than ever that the policy of the late (Conservative) Government would have
brought the country into hopeless bankruptcy, and if the railway were built,
he did not think that any company could be got together that would run it
for five years for a million dollars a year. Mr. Jones of Halifax, a man of
considerable notoriety, thought the Government upon coming into office should
have repudiated the terms with British Columbia. If British Columbia did
not want to make new terms, they could go out of the Union. All the Liberal speakers spoke in a similar strain. If the people of British Columbia
did not gain a high opinion of the political morality of eastern Canadian politicians, it is not to be wondered at. A t this time,. it may be interpolated, a
company was proposed to build the Island railway with a subsidy from the
Dominion Government in mines and coal lands, doubtless the germ of the
scheme that later on took practical form; but the question of compensation
for non-performance by Canada was much discussed. Mr. Mackenzie made
his announcement, re the C. P . R., a little later in which he reviewed the situation from his standpoint. After the prorogation of the legislature, Mr.
Walkem went to San Francisco remaining there for some months, and was,
therefore, absent during the exciting events of the following summer. On
June 21st, an announcement was made which roused new hopes in the hearts
of the people, the coming of the Marquis of Dufferin, Governor-General of
Canada. Nothing quite so important had taken place since Confederation,
and socially it was a great event. Elaborate preparations were made throughout the Province, but more especially in Victoria, the seat of government and
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of the local notabilities. Gilbert Malcolm Sproat was the directing spirit,
and worked night and day in formulating a plan and working out its details.
One or two of the episodes connected wjth the carrying out of the programme
were not part of the plan, but nevertheless gave to the occasion a significance
that rendered it, on that account alone, memorable. Preliminary to the reception a very representative public meeting was held well in advance, at
which Mr. Sproat was the chief spokesman and outlined a programme, unanimously approved. A committee, of which Sir James Douglas was made
president, was instructed to take charge of the arrangements. Curiously
enough serious objection was taken to a motto in which reference was made
to the Queen as "Empress of India," and it formed the subject of letters to
the press and of a lengthy petition in protest, wisely disregarded.
The
great day arrived and the Governor-General and Lady Dufferin, and party,
were borne into Esquimalt harbour, August 16th, on board H . M. S. Amy thyst,
from San Francisco.
The entire city was in attendance. Lieutenant-Governor Richards, P r e mier Elliott and Captain Layton, waited on his Excellency and L a d y Dufferin, who were received on the wharf by Sir James Douglas, K. C. B.,
Commodore Chatfield, and a large number of officers and others. After a
formal welcome by Sir James, and a reply by H i s Excellency, Lord and
Lady Dufferin, Lieutenant-Governor Richards, Sir James Douglas, and
members of the suite entered carriages, and drove towards Victoria, followed
by a long line of carriages, Cols. Houghton and Powell (in uniform) mounted.
They were met at the boundary of the city, in traditionally Royal form, by
the mayor, members of the city council, city officials, a detachment of militia,
commanded by Captain Vinter, Haynes' band. A t 1:45, after words of welcome and reply, His Excellency accompanied by Colonel Houghton, Lieut„Colonel Powell, Governor Richards, Captain Hamilton, Sir James Douglas,
Bishop Seghers and clergy, Chief Justuce Begbie, Judge Crease, Commodore Chatfield, Hon. J. S. Helmcken, Sir Joseph Trutch, Senator Macdonald, Major Roscoe, and a long cavalcade of prominent persons on horseback,
headed by the band, the civic officials and the militia, moved towards Discovery street. Drawn up in the vicinity were the members of the fire department, the French Benevolent society, the Foresters and Oddfellows. The procession moved up Discovery street and down Cormorant, where the Chinese
had erected triumphal arches, greatly admired; then up Johnson street and
along to the intersection of Government and Yates. Here "the street presented as far as the eye could reach, the appearance of an avenue of verdure,
ornamented with flags in great profusion, and lined on either side by numbers of ladies elegantly attired, whilst the beauty and effect were greatly enhanced by the magnificent triumphal arch." Victoria had done everything
that loyalty and ingenuity could suggest to do honour to her distinguished
guests, and to assure them of a hearty welcome. All classes of citizens joined
in the demonstration, including Chinese and Indians, and vied with each other
in their expressions of good-will. His Excellency could not but be deeply
impressed with all he saw, and had it not been for an incident, which marred
the effect intended by the populace as a whole, he would undoubtedly have
gone away with a splendid appreciation of the spirit of the people; but, unfortunately, at such a time there was a section of badly advised citizens whose
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actions were not dictated in good taste. There were many triumphal arches,
which bore various patriotic and welcoming devices, erected be it said at very
great cost; but one of the arches paraded the legend in bold letters, "Carnarvon Terms or Separation." This arch spanned Fort street at the intersection
of Broad, and had been erected by private citizens independently of the celebration committee. Lord Dufferin, who had been previously apprised of this
arch, with ready wit suggested that if the " S " in "separation were changed to
° " he would pass under it. Obviously, as representative of the Sovean R,
reign, and "the tie which binds us," he could not officially recognize what
was suggestive of a "disloyal alternative," and he stated that if it were left
unaltered he would take another street. The committee refused to give way,
and when the vice-regal carriage reached Fort street, it left the procession
and drove to and up Broughton to Douglas street and back to Fort street,
rejoining the procession there. As the carriage left the route at Fort street
several extremists attempted to turn the horses' heads and Lord Dufferin,
who was hooted, was on the point of alighting, but the attempt was not persisted in. H a d it been, it is altogether likely that His Excellency would have
declined to accept further hospitality and left the city without carrying out
the object of his visit, which Mr. D . W . Higgins states, was "a heart to heart
talk with the people, when the whole subject of railway construction would be
reviewed, and the inaction of the federal authorities in faffing to carry out the
railway clauses of the agreement, * * * and to carry the positive refusal
of Mr. Mackenzie to accept the Carnarvon Terms after the Colonial Secretary
had made the award as an arbitrator between the Dominion and British Columbia, were to be explained and condoned." I t is said that Lord Dufferin
was deeply incensed at the conduct of the Victoria populace, and not without good reason. I n the interests of Victoria and the Island such a display of
temper was ill-timed. If Lord Dufferin came to the Province in any other
capacity than that of Governor-General, as other governors-general do, he
came as an ambassador of peace, and it was certainly not the time when the
fate of the routes hung in the balance, to show resentment. What effect the
incident had in the final result no one now living probably knows, but all the
circumstances tended to turn the balance against the Island, in so far as Lord
Dufferin's influence might have been used in that direction. When the viceregal party left for the mainland they were everywhere received with demonstrations of loyalty and respect. There was no hint of separation, no
disloyal arches were erected, no dissatisfaction was expressed at the course of
the Dominion; but the people pressed for the early commencement of the
railway in such well-chosen words as to elicit praise from His Excellency.
At the same time it was everywhere evident that the people of the mainland
were really highly pleased on account of the turn of events which had defeated
the Carnarvon Terms, and there was no occasion lost to assure His Excellency
on that score. Such a policy, however, did not help on the railway, it simply
strengthened the hands of the Dominion Government in its policy of delay.
The opposition on the mainland to the Carnarvon Terms was, of course, dictated Dy considerations of route. The mainland was afraid that Bute Inlet
would be chosen, but the particular route was no part of the Carnarvon Terms,
and was not* affected by them. I t was merely a reprisal for the unworthy
course which had been pursued by Victoria. At New Westminster a memo-
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random was presented to the Governor-General expressing pleasure at the
setting aside of the Carnarvon Terms. I t was endorsed by W . J . Armstrong,
a member of the Walkem administration at the time the Carnarvon Terms
were being negotiated; by Hon. Ebenezer Brown, president of the council in
the Elliott a<miinistration—who was very properly and promptly asked to
resign; by the mayor; and by Mr. Holbrook, who had been in the McCreight
ministry. This unwise setting of one section against the other immediately
after asserted itself in Victoria at a large public meeting of which the late
Mr. Justice Drake was chairman. A resolution was unanimously passed in
favour of separation. Mr. Beaven criticised the Governor-General for not receiving an address from citizens passed at a former meeting, presenting separation as an alternative to a railway and stated that British Columbia had as
much right to secede as Mr. Blake had to offer secession as a contingency.
Mr. Beaven regretted the visit of Mr. Edgar, as he had discovered the weak
points of the Province, and the Dominion Government had taken advantage of
them. (3) Ex-Mayor Fell, the same man to whom the citizens would not
listen on the Chinese question, displayed in his remarks similar sectional hostility when he said that "New Westminster would oppose any thing that Victorians or Vancouver Island might support, but he was sure that the few
people who resided in that insignificant district would have the very limited
influence to which they were entitled." A t the same time, the Standard referred to His Excellency as the "vice-regal spy," who attempted to "hoodwink and bilk the people in the name of royalty." These and other circumstances form the justification for the opinion that the people by their conduct
retarded their own cause. On the other hand, of course, the grievances complained of were deep-seated and affected material interests, and the intensity
of feeling on that score was shown by the extreme measures taken to make the
fact known; but though the people had suffered, they were so misled as to
allow local prejudices to stand in the way of the opportunity of redress when
redress was offered to them in all sincerity and good faith. I n other words
their political representatives had sown, and the people reaped the whirlwind.
"Quicquid delirant reges, plectuntur Achivi." Shortly after the Governor-General's arrival, a delegation from the Chamber of Commerce waited
on him at Government House, and presented him with an address in which the
grievances of the Province went set forth in temperate yet forcible language.
(4). They were cordially received and courteously listened to, and informed that His Excellency would take into consideration the various recitals
of their address and that a reply would be given at a later date. I n the
(3)Here Mr. Beaven spoke a greater truth than he probably intended. The weak points in the provincial armour were obvious to any intelligent and observing visitor. One was, that at the time of
Mr. Edgar's visit, the Government did not want a settlement of the question, notwithstanding that they
made such a cry about the delay on the part of the Dominion, and for the very reason that any alteration of the terms, however favourable to the Province, meant an appeal to the people for ratification.
That was the cause of all the trouble that followed. Another weak point was that the Province itself
was divided by sectional prejudices, the people of the island and of the mainland being afraid that the
one would secure an advantage over the other. Mr. Fell's remarks following are a good example of
how each regarded the other. Still another reason was that the Government, while it commanded a
popular majority in the legislature, did not hold the confidence of the influential men of either section
of the Province.
(4)It is worthy of note that in all the resolutions, petitions, and addresses framed in the city of
Victoria, the words in connection with railway matters or the Terms of Union "Province of British
Columbia" or the "people of the Province" were used.
Victoria, as a matter of fact, dictated the policies of the Government for many years, by reason
of its wealth and influence and the support it could command in the legislature; and it presumed to
speak for the Province on all occasions; but its sentiments on the railway question did not by any
means represent the feelings of the mainland, and history on this phase of provincial affairs as the
views expressed and the records written represents the Island side of the case, and Island Interests.
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meantime the official party left for the north coast. I n an address at Nanaimo the people complained of the duties on coal from the United States,
the non-fulfillment of the Carnarvon Terms was criticised and attention was
called to the lack of public buildings. From Nanaimo they preceeded to
Waddington harbour, Metlakatla and Fort Simpson, where addresses were
presented by the Indians. Thence they returned direct to Burrard Inlet, and
the logging camps were visited on Sept. 2nd. Dr. Mclnnes, mayor of New
Westminster, presented the address on behalf of that city, and also introduced
to His Excellency four Indian chiefs. Lord Dufferin told the Indians that
there were three persons in whose eyes the Indians were always equal—God,
the Queen and the Law. Lord Dufferin and party arrived at Yale, Sept. 6th
and were met by David Oppenheimer, David Douglas and others, and presented with addresses including one from the Chinese and a speech from an
Indian chief. From Yale the party travelled to Kamloops, and returned to
Ashcroft, camping on Jackass mountain, and then to New Westminster and
Esquimalt. A t the latter place Lord Dufferin drove the first pile of the dry
dock at Thetis cove. Lady Dufferin visited the public school and received
an address. After the formal driving of the pile, a luncheon took place, at
which Lord Dufferin said that he wished that in addition to driving the first
pile he had instructions to turn the first sod of the Esquimalt railway. A
great potlatch took place at Saanich at which there were 3,000 Indians and
275 canoes, and $15,000 worth of presents were given away. Various addresses came during his stay. One from Cariboo invited him to that district,
an invitation he could not accept owing to lack of time. The people of Nicola and Lytton and Cowichan and Chilliwack also paid their respects. A
Cowichan delegation called on him to urge the Carnarvon Terms on his attention, but he said he would not "mar" his reply by entering upon controversial
topics. I n reply to an address from Chilliwack, Lord Dufferin remarked that
knowing the differences of opinion as to routes of railway, he was not surprised that the mainland attached less importance to the E . & N . railway than
the people on the Island, but the Dominion Government having pledged themselves to its construction were bound to fulfil their engagement. H e thought
that having been frustrated by the Senate, the best thing was for the two
governments to agree upon some alternative scheme. The people at Kamloops passed a resolution asserting that there was no sympathy with the policy
of separation. By them the Island railway was regarded as a doubtful proposition and some policy should be advocated ensuring immediate construction
at some point which should open some fertile section equally acceptable to
mainland and Island. The uncertainty as to location of the main line had
exercised a depressing effect on all branches of industry.
This review of the railway problem explains more clearly the climax of
Lord Dufferin's celebrated speech at Victoria, and his promised reply to the
memorandum of the Chamber of Commerce, one of the most noted deliverances of a statesman and diplomatist ever Listened to in Canada. Having regard to the time, the circumstances, the delicacy of the situation, and the importance of the issues at stake, the felicity of the diction, the skilful treatment
of the subject, the tactful avoidance of unpleasant phases, the eloquent wordpainting, the inspired references to the destiny and vast resources of the
province together with the firmness of its tone, and the frankness and dignity
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of the whole utterance make it worthy to rank with the best efforts of the
century to which it belongs and to be studied as a classic in the art of peacemaking as well as a model of style and diction. The speech occupied nearly
two hours. I n expressing sympathy with the Province he was extremely careful to refrain from making statements which might reflect on the integrity of
his ministers. I n fact, he rather sought to relieve the government of Canada
by dwelling at considerable length on the engineering difficulties of the railway route. H e referred to the fact that although survey parties had been in
the field for several years, it had been impossible, upon the data acquired, to
decide as to the best route for the line to follow. The difficulty of locating
a feasible pass through the Rocky mountains was already mentioned. Although openly avowing that he had no right to speak for the Canadian ministry, he did not hesitate to take up the cudgels in behalf of Alexander Mackenzie, and particularly disclaimed the idea that there was the least desire to
break faith with the Province. I n discussing the question, remembering perhaps that his hearers were residents of Vancouver Island, he did not forget
to state that he was under the impression that if Bute Inlet were selected as
the mainland terminus of the railway it was not possible for it to stop there.
The railway, he said, under those circumstances must be prolonged to Esquimalt. When he considered the part of the address which pressed the right
of the Province to secede from the Dominion, he plainly told them that the
desire for dissolution of the Union did not extend to the Dominion. H e
pointed out that if the Islanders' demand to secede was admitted, they would
go out alone. The mainland would not follow their steps. Nor would the
Imperial Government consent to the annexation of Vancouver Island to the
United States. Therefore in case of secession the Island would stand in a
position of isolation subject to all the disadvantages of a Crown colony
form of government, from which it had just escaped by joining Canada. H e
then drew a picture of Vancouver Island weighed down by debt and in a
forlorn condition, with the commerce of the world passing its doors, while the
mainland, which would be connected with eastern Canada by transcontinental
railway, prosperous and contented, strode on to greatness and power, regarding her ill-advised sister with a feeling akin to pity. H e concluded his address with an eloquent peroration of compliments to the Province, and drew
a glowing picture in prophetic language of its prospects. (5)
His audience withdrew in silence, deeply impressed with the possession
of new thoughts on an old subject, and surprised that a visitor of a few
weeks' standing could arrive at definite conclusions in so short a space of
time.
A great deal of discussion has arisen and various opinions have been
expressed as to the exact capacity in which Lord Dufferin came to the
coast. Personally, he denied that he had come on a diplomatic mission for
the purpose of removing difficulties, a purpose which would seem incompatible with his position as Governor-General; yet, there can be no doubt
that his visit was so interpreted in England. The London Telegraph stated
that he had gone at the instance of the Colonial office, clothed with special
(5)The eloquence displayed by Lord Dufferin on his memorable tour, apparently not before exhibited
was a surprise even to his own friends. The London "Spectator" refers to his "refined, nicturesaue'
but yet easy and humourous oratory."
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powers, and many press statements have been made to the same effect. Indeed, it is inconceivable that he should have gone the length he did without
some definite understanding as to his privileges of speech in his interviews
with the people of the Province. Gqvernor Musgrave had once denied that
he had had any specific instructions in regard to bringing about Confederation, but it is certain that his mission in this respect was understood,
even if not definitely outlined. Delicate diplomatic instructions are never
mathematically proportioned. Such commissions are as indefinite as the
methods to be employed. This is part of the art of diplomacy. But whatever his part was, it was at no time officially questioned, and his performance of it was masterly. I n his brilliant career, he had never a more difficult or delicate role to fill, and in the execution of his mission he rose to
the very highest pinnacle of achievement. That more immediate, definite,
and better results did not flow from his efforts was due to the political exigencies of the time. As a matter of fact a dangerous tide of public feeling
on the Island of Vancouver was stemmed, and agitation thereafter was confined to constitutional limits. Lord Dufferin had revealed to the separationists the weakness of their position and their helplessness apart from the
mainland, whose sympathies by their protracted agitation had been alienated and turned in an opposite direction. (6)
(6)In connection with t h i s visit a curious story is told of a missing dispatch, related by Mr. D. W.
Higgins, in the following language: "When Lord Dufferin left Ottawa for Victoria it was semi-ofllcially
announced in the papers t h a t he was the bearer of a proclamation t h a t would decide the contest for
the route in favour of Bute inlet and Esquimalt. This document, according to Lieutenant-Governor
Trutch, was sent from government house to t h e provinicial secretary's office by an official messenger
and was handed, so the messenger reported, to the provincial secretary. From t h a t day to this the
despatch has not been seen. It never reached the public eye. Who destroyed it if it was destroyed,
who secreted it if it was secreted, who lost it if it was lost, will never be known. The parties are all
dead. Lord Dufferin always denied all knowledgment of its fate, although it was admitted that His
Excellency handed the despatch to the Lieutenant-Governor.
The Lieutenant-Governor said he personally delivered it to the messenger. The Provincial Secretary and the Premier were equally emphatic
in asserting t h a t it never came into their hands. Sir Joseph Trutch categorically declared some years
ago t h a t the proclamation adopting the Bute Inlet route was carefully read by him and that he gave it
to the messenger himself. H e added t h a t i t s disappearance was as profound a mystery to him as it
was to Lord Dufferin."
The missing despatch to which Mr. Higgins refers related to a Dominion order in council, and a
memorandum of the Minister of Public Works representing the expediency of obtaining from the
Government of British Columbia a conveyance of land, twenty miles ir width, on each side of the line
of the C. P. R. survey, and located in the Province. I t was passed on the 7th of June and duly forwarded. I t s receipt was acknowledged on the 4th of July by Lt-Governor Trutch, just then going
out of office, in a despatch s t a t i n g t h a t "I have this day received and laid before my executive council
your despatch of the 13th ulto." Apparently it never reached the Executive Council, and was of course
not acted upon. In the session of 1879 a select committee was appointed to inquire into t h e circumstances. Everybody who was supposed to have any knowledge, official or otherwise, was examined,
b u t no one had any knowledge of, or remembered it, in any way. Even the Private Secretary, whos.e
duty it was to copy all despatches to be conveyed to the Executive, had only a faint recollection of it.
The original was found a t Government House, and how it failed to reach the Government was the
mystery, and remains a mystery to this day. Sir Joseph Trutch stated t h a t his expression "laid before
m y Executive Council" w a s an official phrase, and simply referred to the fact that he had followed the
usual custom, not implying t h a t he personally laid the despatch before his advisers. It may be
stated here t h a t a second request came from the Dominion Government in September, 1878, similar to
t h a t contained in t h e missing despatch, and t h a t in t h e session of 1879 a Bill was passed in compliance
therewith.
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CHAPTER VIII.
To fix definitely the credit of first conceiving the idea of a transcontinental railway to bind together the various parts of British North America
would be as difficult as to settle the dispute as to who was really father of
Confederation, of which it was the corollary. Canada to become a political
and a practical success as a nation meant that the interprovincial bond
should be supplemented by interprovincial commtmication. Long before
Confederation took concrete form, the union of all parts of British America
under some common form of government had been suggested. I t was just
as natural that this solidification of British dominancy over so vast a territory should be suggested as that the various states and territories of the
United States should be consolidated under one flag. The same considerations which induced the American people to project lines of railway from
east to west appealed to the people of older Canada, and therefore very
early in Canadian history there was a general, if vague, advocacy of railway construction through British territory as far as the Pacific Coast. A t
first such a scheme seemed visionary and distant, but the enterprise was
already germinating in the minds of leading men and writers sixty years
ago. Sir Ed. Watkin in the Illustrated London News in February, 1861,
definitely predicted it. Fragmentary references to it are to be found in
books, newspaper articles, and in the reports of political speeches and lectures at various times. I n the Library of the Legislative Assembly at
Victoria is to be found the original copy of a paper that was published by
the Royal Engineers who came out to British Columbia in 1859 on the ship
Thames. One of the articles written by an officer of the ship advocated
a line of railway from the Atlantic to the Pacific. Curiously enough, although the proposal was purely speculative, the portion of the proposed main
line through British Columbia was projected almost along the route actually
adopted afterwards by the C. P . R. Company. A t that time no surveys
had been made, nor, indeed, had the proposal for a railway been considered
by any government. Rogers and Moberly Passes, the discovery of which
made the present main line route possible, were unheard of for years afterwards. Confederation itself was still wholly in nubibus. I t may, therefore,
be assumed that the officer of the Thames prophesied "better than he knew."
A little later on, Alfred Waddington advocated a wagon road through the
interior of British Columbia by way of Bella Coola and the Palmer trail, to
be continued overland. Subsequently he advocated a railway along the same
route, and had been in Ottawa several years before he died, urging its construction, and endeavouring to interest capital in it. His own fortune had
previously been dissipated in the enterprise. The first idea which prevailed in
British Columbia in regard to communication with eastern Canada was that
of a wagon road, and the idea that Sir James Douglas had in mind in days
gone by practically followed the route selected by the Hon. Edgar Dewd-
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ney, which is commonly known as the Dewdney Trail, through the Similkameen, Boundary and southern Kootenay districts, via H o p e ; and when
the British Columbia delegates went to Ottawa to arrange the Terms of
Union, they were instructed to ask for a wagon road. They hardly dared
to hope for a railway. The Hon. Dr. Helmcken is the author of the interesting piece of information that to the late Sir Joseph W . Trutch is due
the credit of suggesting a railway as the real solution of the situation. H e
relates that one day, before the members of the Executive Council met, Mr.
Trutch, then Chief Commissioner of Lands and Works, approached him and
asked what he thought of the scheme of a railway. Dr. Helmcken, who
knew what an enterprise of such magnitude was likely to cost, thought it
out of the question, and the experience of the Province in railway matters
for the next ten years proved that he was practically right. The Chief Commissioner, however, with his practical mind, pointed out that a wagon road
would be of no use as a commercial proposition, and that if Confederation
was to become a reality and a benefit, there must be a railway or nothing at
all. As an engineer himself, he realized that the obstacles in the way were
not insuperable; indeed, the United States had already demonstrated that engineers "could remove mountains." H e convinced Dr. Helmcken and the
members of the Executive of the practicability of the scheme. The delegates went to Ottawa, and though instructed by the Legislature to ask for
a wagon road, they rejoiced in getting the promise of a railway instead.
Financially, to the majority of the people of Canada, it seemed impossible as
a feasible proposition, although that idea was principally instilled into them
by politicians. The fear, however, of national bankruptcy, as a consequence
of its being undertaken, proved a bugbear for a long period.
A s has already been stated, it was not intended at the outset that the
Government of Canada should bear any portion of the cost directly, except
for surveys. I t was supposed that a railway .corporation could be induced to
build the line in return for a grant of land along side of the railway in the
Middle West and throughout British Columbia, just as the Union, Central
and Northern Pacific Railways had been financed in the United States. No
less than 124,000,000 acres had been directly granted by Congress to the
States for the purpose of aiding these railways, which at $2.00 per acre had
amounted to $248,000,000 in land value.
Thirty million acres had been
granted to the Union and Central Pacific Companies, with a mileage of
2019 miles, or approximately $30,000 a mile. Hence came the resolution
moved by Sir George E . Cartier as a supplement to the Terms of Union,
which formed a stumbling-block in the path of construction after the Liberals had taken up the reins of government, viz., that the building of the
railway should be carried on without an increase of the general rate of taxation. This was really intended as a sop to those supporters of the Macdonald Government, who dreaded the liability involved in a project to be undertaken apparently on behalf of the interests of British Columbia alone, a
community numbering less than 10,000 white souls. Mr. Trutch, who remained in Ottawa to watch the proceedings in Parliament during the passage
of the terms as the special representative of the Province, gave a passive
assent to the resolution, and it was afterwards held by the Liberal Government that it had, so to speak, been read into the treaty between the two
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governments and formed a part of it. Needless to say, British Columbia,
as one of the contracting parties, had never agreed to it and was not bound
by this restrictive feature in the agreement. That the government of Sir
John Macdonald did not indeed feel itself bound by such a stipulation is
shown by the provisions of the railway bill introduced during the session
of 1872. I t included authority for the giving of a land subsidy not exceeding 50,000,000 acres of land and a cash subsidy not exceeding $30,000,000,
to be agreed upon, and Sir John A. Macdonald, who was in Washington at
the time of the passing of the Terms of Union, afterwards declared that if
he had been in his place as leader, instead of Sir George Cartier, no such
condition would have been exacted.
I t was first proposed that the work should be undertaken by a sort of
national finance company, shares of which were to be allotted in certain
proportions to the different provinces, and the allotment was actually made
and agreed upon, British Columbia's share being $165,000 out of a capitalization of $11,000,000. As a consequence of railway legislation to authorize construction, two companies were incorporated in 1872 for the purpose of taking advantage of the subsidies to be arranged and of building the
transcontinental line. A t the head of one was Sir David L . Macpherson,
Toronto, who organized the Interoceanic Railway Company of Canada, and
of the other, Sir Hugh Allan, Montreal, head of the Allan Steamship Line.
Both of these men were wealthy and highly influential in financial circles, and
each gathered round him a strong group of men as provisional directors.
One of these men represented Ontario and its influence, and the other
Quebec and its influence. There was rivalry on that account between the
two most important factors of Confederation; but the real rivalry was between the two men themselves. Sir John Macdonald, conscious that he had
to deal with provinces as well as with individuals, was most anxious to
bring about an amalgamation into one strong company. That was possible
except for the fact that both men wanted to be president, and upon that rock
they split. The general elections came on during this unsettled state of affairs, and Sir George Cartier, acting without the knowledge of Sir John
Macdonald, and favouring the interests of Sir Hugh, made an arrangement
with the latter to supply very large sums of money for election purposes,
which actually amounted in the end to $350,000. The Government was returned to power but the revelations during the following sessions of Parliament in regard to this fund led to what is known in Canadian history as
the Pacific scandal, the result of which was the resignation of Sir John
and his colleagues, and the return, at the general election following, of the
Liberal party, with Sir Alexander Mackenzie as Premier, letters affecting
the matter having been stolen from the office of the late Hon. J. G. Abbott, solicitor of Sir Hugh Allan, and sold to the Opposition leaders for
large sums of money.
Personally, there is no doubt that Sir John Macdonald fully vindicated
his own political honour, and there is evidence that the Governor-General, to
whom his explanations were made, was fully satisfied, but he and his party
had to suffer for the ill-advised action of Sir Geo. Cartier, then in declining health and powers of mind. That a number of Sir John's supporters,
many of whom were coalitionists drawn from the ranks of old-time Liberals,
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deserted him in this, his greatest trial, was the most discreditable feature of
the whole affair. The defeat of the government of Sir John, and the success
of the Liberals, were the beginnings of British Columbia's troubles in respect
to the railway. A n endeavour has already been made in previous chapters to trace the order of events arising out of that great political disruption. British Columbia did not accept the situation with very good grace, as
in very truth is not to be wondered at, but as has been shown, her people
did not make the best use of the opportunities still left them, to have the
railway built with the least possible delay.
That the government of Sir John Macdonald was really in earnest in its
desire to push forward vigorously the work of construction is abundantly
clear. No sooner were the Terms of Union confirmed and British Columbia
had formally entered Confederation than a party of engineers landed in Victoria and began the work of exploratory surveys. Of course, in a work
of such magnitude, involving so many unknown quantities, the Dominion
authorities did not feel morally bound to fulfill the contract to the letter,
because that would have been an impossible attempt. There had to be some
element of definiteness about it, but to have completed the surveys in two
years in a country of the physical conformation and extent of British Columbia, nine-tenths of which was practically a terra incognita, and then to be
compelled to commence actual construction immediately thereafter would have
been unreasonably exacting. The people of British Columbia did not really
expect it, and their feelings on the subject were well expressed—perhaps
somewhat indiscreetly—at Ottawa in a speech there when Mr. Trutch said
that a reasonable compliance with the terms of the contract, in which the
spirit would be respected, was all that could be expected on the part of the
Dominion. The intrusion of great mountain ranges throughout the Province,
with here and there points of access through passes, created an unusual
problem. Not only did considerations of elevation, gradients, the most direct route to the sea, harbours and their approaches from the ocean, the existing centres of population, the nature of the country, and the geographical
relation to the Orient—all came into play in determining the route to be selected, but the particular pass through the Rockies had to be chosen which
commercially and strategically would be the best for a line across the
prairies. As we know now, there are half a dozen of available good routes,
and as many good harbours, as termini, from Alaska to the southern boundary line, and there were at that time probably as many differences of opinion among those who had good general knowledge on the subject.
The
Hudson's Bay Co. people had practically travelled through and explored
the entire interior, and many prospectors and miners knew a good deal
of the lie of the land. I t was necessary for the engineers to examine
carefully all known routes, with all the conditions of railway construction
and operation, with a view to the final decision, and in the end other than
mere physical considerations determined the choice. I t took eight years,
with strong, efficient engineering forces in the field continuously and industriously employed, to come to the point where the Government felt that it
had sufficient scientific data to go upon. I t was not, however, the necessary
delay in starting the enterprise that caused the unrest and discontent in British Columbia so much as the obvious lack of sympathy in eastern Canada
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with the vigorous prosecution of the enterprise that vexed the people's feelings. The fact that the Liberal party had been hostile to the Terms of Union,
and that a large section of Liberals in the House and in the country sought
means to evade the responsibility of carrying them out according to spirit of
the contract, caused British Columbia to stand upon her legal rights and demand the "pound of flesh" in order that by compromise or concessions she
might not lose the full benefits of an arrangement which to her was the very
breath of life.
These two facts, lack of sympathy on one side, and suspicion on the
other, led to that mutual estrangement which defeated for the time being
the original objects which both had in view. Sir Alexander Mackenzie and
some of the leading men of his party, though they believed the bargain entered into by their predecessors was bad in the interests of the Dominion, were
willing to carry it into effect, or at least to the extent to which it was financially safe to proceed. That they had not greater imagination was not their
fault.. They were at least honest. Balked in their good intentions at a critical moment by the crass policy of the local Government they pursued a line
of policy that was unjustifiable and tended to complicate the situation and
embitter both sides to the dispute. The history of the railway in the Province for eight years was that of making surveys and preparing and publishing reports of progress, of fruitless negotiations over starting construction,
of mutual recrimination, of indignation meetings, of political squabbling in
ihe local field of politics, of delegations to Ottawa and England, of vice-regal
visits to the Province in the interests of peace, and of endless resolutions in
and out of Parliament. I n the end the return of the Conservative Government to power at Ottawa, pledged to a progressive and vigorous policy of
railway construction and in political sympathy with the grievances of British
Columbia, solved the problem and brought about, perhaps not in the very
best way, what was desired.
I n this connection it is not necessary to go into the details of the formation of the C. P . R. syndicate to construct the railway, under terms of a
cash bonus and a land subsidy within ten years from 1881; of the rival syndicate which was formed; of the political fight that ensued; of the financial
difficulties which attended the carrying on of so great an undertaking; of
the tremendous vigour with which the syndicate prosecuted the work; and of
how it was completed five years before the time stipulated in the contract.
These are details which belong rather to the general history of Canada,
though they had an immediate and direct effect upon the fortunes of the_
Province. The history of the practical building of the C. P . R. railway in
this Province, from first to last, is most interesting, and it is recorded for
the first time in the following contribution from the pen of Mr. H . J . Cambie, C. E., the consulting engineer of the Pacific division of the C. P . R.,
whose experience of all its details is probably more intimate than that of
any other official of the Company, past or present. I t has been supplemented by information from Mr. H a r r y Abbott, formerly General Superintendant of the Pacific division, and Mr. R. Marpole, his assistant, who succeeded him, and who is now executive representative of the railway company in the West.
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" I n giving a sketch of the Canadian Pacific Railway, and its construction through British Columbia, one is compelled to refer to the selection
of the route. As soon as practicable after British Columbia had joined the
confederated provinces, surveys of the various routes were undertaken under the direction of Mr. (now Sir) Sanford Fleming, as Engineer in
Chief, the leading railway engineer of Canada, and at that time Chief of
the Intercolonial Railway, a gentleman who looked on engineering matters
with comprehensive view and on routes from an Imperial standpoint, and
who as early as 1877, proposed the Pacific Cable to Australia, which, largely
through his efforts, was completed in 1903. After the first year's operations, he was ably assisted by Mr. Marcus Smith, an engineer of large experience, who had been Chief of the Great Western Railway in Western Canada, between Windsor and Niagara Falls and Toronto. H e was afterwards in
Cape Colony—South Africa— and became District Engineer of the Intercolonial Railway in New Brunswick, until he came to British Columbia.
Mr. Smith conducted the surveys in British Columbia during 1872-1875, and
his reports were exceedingly accurate and comprehensive. After that time he
became Acting Chief Engineer during Sir Sanford Fleming's absence in
Europe, and the writer had direct charge of the surveys in British Columbia
during 1876-1879.
"The main passes through the Rocky Mountains were fairly well known.
Those of least elevation, which therefore received serious consideration, were
the Crow's Nest, the Kicking Horse, the Yellow Head and the Peace River,
with its "cut-off," the Pine River Pass. The Canadian Pacific, being in one
sense a military road, receiving aid from the Imperial Government, the
Crow's Nest Pass was, on account of its proximity to the American Boundary, at an early date left out of consideration. The Kicking Horse Pass,
through the Rockies, had been examined by Dr. Hector in 1865, in connection with Captain Palliser's expedition, and Mr. Walter Moberly had
discovered Eagle Pass through the Gold Range some years previously to
Confederation. H e was therefore selected in 1871 to make explorations
and a survey of the intervening district, in order to connect the passes by
following round the Big Bend of the Columbia, or otherwise as his explorations might show to be advisable. Shortly after he had reached the scene
of operations and before he got actually to work, the Government decided on
the Yellow Head Pass, as the one to be adopted through the Rockies, and
all efforts were directed to finding the best route from that Pass to a suitable harbour on the Pacific Coast and eastward towards Edmonton, and
Mr. Moberly was removed to Yellow Head to work eastward.
"The approaches to Yellow Head Pass from British Columbia were well
known. The most notable band of travellers who had come that way being
the party who journeyed in 1862 from Ontario to the gold mines of British
Columbia. They had come in one band across the plains from St. Paul to
Tete Jaune Cache, where they divided, one party going by way of the North
Thompson to Kamloops, and the other down the Fraser to F o r t George and
Quesnel. Among the former was Mr. J . A. Mara, of Kamloops, and now
of Victoria, and among the latter Mr. R. H . Alexander, of Vancouver.
"Some preliminary surveys had been made in 1871 up the Fraser, the
Thompson and the North Thompson, by parties under Mr. John Trutch,
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but it was not until 1877 that the route from Yellow Head Pass to Burrard Inlet was surveyed in a thorough manner by parties under Mr. C. H .
Gamsby, Mr. W . T. Jennings, Mr. .G. A. Keefer, Mr. A. Brunei, Mr. C. E .
Perry and Mr. H . P . Bell. As a result of that survey the Yellow Head
route was a few years later finally adopted by the Government. An exploratory survey was made in 1873 by parties under Mr. Gamsby and Mr. Jarvis, from Howe Sound via Pemberton Meadows, Lillooet and the Bonaparte
River to the North Thompson, at a point about 80 miles above Kamloops, but
it encountered many difficulties.
"Great efforts were made to find a line from Yellow Head Pass to Bute
Inlet, with a view to crossing over to Vancouver Island by transfer-barge
or otherwise, and making the terminus at Esquimalt. To that end surveys
were made up the two branches of the Homathco by Mr. Gamsby and the
writer, and continued eastward, by parties under Mr. Jennings, Mr. Bell,
Mr. Keefer, via Fort George to Yellow Head. Seymour Narrows and the
channels of Valdez Island, in connection with the same route, were surveyed
by Mr. Joseph Hunter in 1872. As an alternative to the foregoing a line
was also surveyed from the Homathco via the Chilcotin River, Williams Lake,
Lac L a Hache, Mahood Lake and the Clearwater River to the North
Thompson River, but many difficulties were experienced. Another alternative line was explored from Fort George via the Fraser River, the Blackwater and the Kemsquit to Dean's Canal—and about 50 miles of it was located by Mr. W . T. Jennings and a similar distance by Mr. J . Hunter, in
1876. The route via the North Thompson, Kamloops, Lytton and Yale to
Port Moody, Burrard Inlet, was selected because that was found to be the
best harbour in the southern mainland of British Columbia, and the line
leading to it was the shortest, had the best grades, while, though, the difficulties of construction were great, they were not insuperable. The surveys
just described occupied about eight years, and in connection with them many
explorations were made, some entailing a considerable amount of hardship.
I n 1879, before the Burrard Inlet route had been finally decided on, the
writer, accompanied by Mr. H . A. McLeod, the late Dr. G. M. Dawson
(then a Director of the Geological Survey of Canada), and Rev. D. M.
Gordon (now Principal of Queen's College, Kingston), explored, by direction of the Government, Port Simpson, Metlakatla, the Skeena River, Babine and Stuart lakes, went down the Peace River about 150 miles in an
old boat, and another 150 miles on a raft, to Fort Dunvegan, made a trip
from there southward through what is known as "Grand Prairie," thence
northeastward to Lesser Slave Lake. The other members of the party went
east by various routes to Fort Garry, and the writer returned with a pack
train to British Columbia, via Pine River Pass, being caught by winter and
snow in the Pass, while several hundred miles from the settlement at Quesnel mouth. The Pine River Pass had been carefully examined and explored
by Mr. Joseph Hunter in 1877 to a distance of about 80 miles east of the
summit. During the same season, Mr. G. A. Keefer made a location survey up the Skeena for about 100 miles from Essington. While on these
explorations, we met with much kindness and assistance from the officers of
the Hudson's Bay Company, and also from some of the Roman Catholic
priests, missionaries of the O. M. I., whose devotion and self-denial reminded
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us of the stories of the Jesuits of 300 years ago, and they never failed to
influence the Indians for good. I hope I may be pardoned for relating one
or two little incidents which impressed me much at that time.
The only
people to be met with in the mountains were Indians, so these tales can refer
to them alone.
" I n October, 1874, I camped on the North Thompson about 52 miles
from Kamloops, and, being determined to ride through to that place the
next day, started alone before daylight, and reached the Indian Reserve
just at sunrise. Riding rapidly along the trail and round a spur of the hill,
I came upon an Indian tent with the door flaps open, the Indian kneeling
on the right of the door, his wife on the left, and three children between
them, all at prayer. Their horses were picketed out, and began to whinny
at the sight of mine. I made a slight detour so as not to disturb them, and
after going a hundred yards or so, pushed on at a hard gallop—but so far
as could be seen they went on with their prayers without looking around.
They must indeed have been deeply impressed with the solemnity of the
occasion. How few city congregations would have acted in the same way.
I n the spring of 1875 I explored the east branch of the Homathco preparatory to making survey there, and in so doing passed almost unarmed
through the country of the very band of Chilcotin Indians, some of whom
had taken part in the massacre of Waddington's men in 1864, and who had
since avoided, as far as possible, having any dealings with white men. Many
of their women had never before seen a man with a beard, and would not believe that mine really grew on my chin. Bands of these Indians tried again
and again to frighten me, and told me that I was not wanted there, but
Father Marechal came to visit them, vouched for my good character and behaviour, and we soon became firm friends. Again in 1877, when passing an
Indian village, in the Ahwilgate Canyon of the Bulkley River, I was asked
to see a man that was very sick. About a year previously his wife, in a fit
of jealousy, had cut his leg with a small axe, inflicting a fearful wound which
was still open, and no doubt caused bis death, which occurred shortly after
wards. But he told me that the priest had explained to him the truths of the
Christian religion and told him that he must forgive her, if he hoped to be
forgiven, and with tears in his eyes he laid his hand on her head and said he
freely forgave her, and that since the priest had taught her, she had waited
on him for many months, during every hour of the day; in fact, that she had
been his devoted slave.
"These anecdotes are merely mentioned to show the influence which the
priests had acquired and which was always for good. One more story. When
returning from Peace River in the autumn of 1877, I made sundry side trips
with only two men, and on one of these expeditions, while among the foothills
of the eastern slope of the Rockies, we found great difficulty in forcing our
way through fallen timber, etc., to join the main party on Pine River. A t Moberly Lake we found an Irishman named Armstrong hunting for furs and
laying up a store of whitefish for his dogs to eat during the ensuing winter,
and engaged him to assist us in cutting our way through the fallen timber, etc.
While left alone with me for a day, he explained that he came originally
from Belfast, had been brought up by an aunt, had come to the Cariboo gold
mines, and finally, for reasons of his own, had taken to hunting and lived
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absolutely alone, except for a few days each year, when he went to the Peace
River to meet some trader and lay in supplies, etc., and that he found that
in such surroundings he lived like a gentleman, as there were no temptations
to excesses of any kind. On happening to mention his name in an official
report two years later, Mr. John Brown, of New Westminster, who read
it, wrote asking for further particulars, and afterwards identified him as a
young man who had come to British Columbia with him, and of whom he had
lost sight for many years. His aunt was then in very ill health and wanted
to find Armstrong. W e tried for a whole year to get a letter to him through
a trader known as "Twelve Foot Davis," without success. Finally, Mr.
Charles, manager of the Hudson's Bay Company, at Victoria, sent a letter
to the Company's agent in Winnipeg, and they forwarded it via Edmonton,
Lesser Slave Lake, etc., to their post at Hudson's Hope, where his whereabouts was known, and he came out to British Columbia in the autumn of
1883 and went home to his aunt. She died soon after and left him a competency, but he could not endure the restraints of civilization in Ireland, and,
as Mr. Brown told me, returned in a short time to the wilds.
" I n the late autumn of 1879, the Government having adopted the line
from Yellow Head Pass to Burrard Inlet, via North Thompson, Kamloops,
Lytton and Yale to Burrard Inlet, determined to build at once from Emory's
Bar on the Fraser to Savona's Ferry, at the outlet of Kamloops Lake, a distance of 128 miles, which should connect the navigable stretch of the Lower
Fraser River with the inland lakes and rivers stretching from Savona eastward to Spallumcheen (now Enderby) and up the North Thompson for
about 80 miles to the mouth of the Clearwater; and it was hoped that this
section of the railway would improve materially the means of communication
between the Interior and the Coast, till such time as it should be found possible to construct the transcontinental line in its entirety. Tenders were
asked for its construction in four sections—from Emory to Boston Bar, 29
miles; Boston Bar to Lytton, 29 miles; Lytton to Junction Flat (about 7
miles east of Spence's Bridge), 28% miles; and Junction Flat to Savona,
40% miles. The contracts were awarded for the first named to A. P . Macdonald, a well-known contractor of Ontario, and for many years member of
Parliament for the county of Middlesex. The section from Boston Bar to
Lytton was awarded to Ryan, Goodwin & Co., also well-known contractors
in eastern Canada. Both of these firms were bought up by Mr. Andrew Onderdonk, and the other two sections were awarded to him direct, so that he became the contractor for the whole. Mr. Onderdonk was a young engineer of i yvo
marked ability, who had been most successful in sundry contracts in California, and he was backed financially by Mr. D . O. Mills, a multi-milfionaire
of California, so that he had unlimited means at his disposal—a most fortunate circumstance for all concerned, as the difficulties of obtaining supplies
were very great, and a poor man would have been heavily handicapped. The
modes of communication with the outside world were crude, and very little
was produced in the Province. There was only one line of railway across the
continent—the Central Pacific from San Francisco to Ogden, connecting
there with the Union Pacific, which reached to Omaha. 'Hold-ups' and
train-robberies were frequent on this latter line. The writer made one trip
over it with a soldier standing sentry at each door of each car, carrying a
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loaded rifle, a picture of somewhat warlike aspect to the ordinary civilian.
From San Francisco there was a steamer every three weeks to Victoria. The
old Enterprise, commanded by Captain Lewis, and owned by the Hudson's
Bay Company, ran from Victoria twice a week to New Westminster; and
Captain John Irving ran a river boat (of the variety known as a 'wheelbarrow' boat) with a paddle wheel at her stern and numerous rudders, twice
a week from Westminster to Yale.
" I have a vivid recollection of my first trip up the Fraser in 1874. All the
staunch boats on the river had that year been taken to run on the Stikine
River, owing to the rush to the Cassiar mines, so only the old Onward
was left, and, pilots being scarce, they had induced a gentleman known as
'Gassy Jack' to leave the comforts of his saloon which stood in Granville
—on what is now Carrall Street, Vancouver—for the arduous duties of pilot.
The Onward got along nicely till we reached Emory's Bar, when I saw
the steward go up to the wheelhouse with a cocktail for the captain—but
notwithstanding the stimulant, he lost control when we entered the riffle and
she was carried back. H e tried a second time but without success, and then
tied up to the rocks in an eddy until she had a head of steam on that could
have been heard blowing off miles away. When she swung out again into
the stream, the steward refreshed the captain with still another cocktail of
liberal proportions, and with the stimulant, or the steam, or both, the boat
went straight up the riffle in first-class style.
"Mr. Onderdonk lost no time in starting the work and as soon as a mile
or so of it was located and set out, gangs of men were put to work in every
cutting. The first section from Emory to Boston Bar was under the charge
of the writer, with Mr. T. H . White (now Chief Engineer of the Canadian
Northern Pacific Railway in British Columbia) as his principal assistant,
with Messrs. Strong, Carman, Eberts and Govin. The work on this section
for the season of 1880 extended only as far as the 'big tunnel,' one mile above
the Spuzzum suspension bridge. The Yale-Cariboo wagon road was a continual source of trouble. All supplies for the interior of the Province had
to pass over it, so, when the railway interfered with it, a new road had to be
built before the construction of the railway could proceed. This wagon road
was not an ordinary one. I t had been built by the Province from Yale to
Cariboo, a distance of over 350 miles, at a very heavy cost, and at a time
when the population was small and resources limited, and it was built to accommodate 'prairie schooners,' by which all long distance freight was carried. F o r the benefit of those who have not seen these freight wagons, it
may be interesting to note that a 'prairie schooner' consisted of a heavy wagon which usually carried 10,000 pounds. These were drawn by a team of
nine yokes of oxen—or perhaps eight pairs of mules or horses. Such an outfit would be about 100 feet long and could not turn short curves—so road
diversions had to be built with care and with easy curves.
"Mr. Melchior Eberts, brother of Hon. D . M. Eberts, had charge as
engineer, of the work for some miles on either side of the suspension bridge
embracing the 'big tunnel,' and early in January, 1881, he had laid out the
tunnel one morning, and was hurrying back to his office, which was in the toll
house at the bridge, when in passing over the bluff immediately north of it,
he fell and slid head first about 60 or 80 feet on to the grade and over it,
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till his clothes caught on a stump; otherwise he would have gone into the
Fraser River. When the men returned after dinner to work on the bluff,
one of them noticed his body. H e was carefully carried to the camp at the
tunnel, and Dr. Hannington and the writer were notified by telephone and
got there as fast as horses could go; but his skull was fractured in many
places and never having regained consciousness he died the next morning.
We had made many arduous trips together, and being a large, powerful man
of undaunted courage and full of resource, he was an ideal companion for
explorations.
"Mr. Onderdonk brought with him from California, as his engineer and
adviser, Mr. E . G. Tilton, who assisted in organizing the work; but he left
after two years, went into business in Victoria, and is now engineer of the
Los Angeles and Salt Lake Railway. The superintendents on the work were
Mr. J . B. Harrison, a gentleman who was for many years afterwards an
alderman of the city of Victoria, and Mr. James Leamy, late Crown Timber Agent for the Railway Belt with his office in New Westminster, and many
others. Mr. George A. Keefer, late engineer of the Dominion Public Works
Department at New Westminster, had charge of the section from Boston
Bar to Lytton with Frank Hannington (now district engineer for the
Canadian Northern Railway in British Columbia) as bis principal assistant
—also Mr. H . B. Smith, now of Vancouver, and Messrs. J. H . Gray and
H . Fry, land surveyors of Victoria and Chemainus, respectively. On this
section the line crossed the Fraser River near Cisco on a steel cantilever
bridge which I believe to the first of its kind used on a railway. I t was designed by Mr. Schneider of New York. Another designed afterwards by
him for the Niagara River just below the falls, was in place first, though
manufactured later. The cantilever is about the oldest design of bridge known
and was used extensively by the Indians of this Province; I myself have
paid toll for the privilege of crossing the Ahwilgate Canon of the Bulkley
River on one so constructed.
"When the track had been laid to this point, and during the erection of
the bridge, which occupied several months, a cable was stretched across the
Fraser and all freight and passengers were carried in a 'basket' suspended
from a pulley. The wagon road being much lower than the railway the
basket ran down with its own weight and was hauled back by a horse. I
had occasion to pass there when this arrangement first came into use, and as
a 'basket' had not then been provided, we were sent across in the body of
a wheel barrow slung by a rope from each corner. This cable was 600 or
800 feet long, and as we got about half way across, going at a rapid pace,
I saw to my consternation a man roll a bale of hay right into our path
and then a second one. The inclination to scream was almost irresistible, but
I refrained, and in an instant threw my legs in the air to save them being
broken. Our "basket" struck one bale and sent it flying, then the second
bale brought us to a stop—the bales of hay had been used for a brake. The
section from Lytton eastward was in charge of Mr. H . A. F . Macleod, now
of Ottawa; Mr. Heckman, now of Montreal; Mr. Wm. Mitchell, now of
Vancouver, and Mr. Col. Carman, now of Cornwall, while Mr. H . P . Tuck,
now sheriff of Kootenay, had charge of the work on behalf of Mr. Onderdonk. The fourth section was under the charge of Mr. L. B. Hamlin, who
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afterwards lost his life near Dawson in the rush for gold, his principal assistant being Mr. J . B . Gauvreau, now of New Westminster.
"Shortly after the work of construction from Emory to Savona had been
begun in 1880, a syndicate was formed to organize a company and to build
the Canadian Pacific Railway as a whole, and as a part of the subsidy to
that company the Government undertook to build the line from P o r t Moody
to Savona, 212 miles, and hand it over to the company as part of their subsidy. The section from P o r t Moody to Emory was let to Mr. Onderdonk in
1881, and he commenced work at once, the engineering being in charge of
Mr. Marcus Smith, with Mr. Brophy in charge from P o r t Moody to H a r r i son and Mr. E . A. Wilmot from Harrison to Emory. This work was pushed
with vigour and the track laid through from P o r t Moody to Savona in J a n uary, 1885. When the Canadian Pacific Railway Co. was organized in 1880,
they pushed the work from Winnipeg westward with all possible energy
and appointed General Rosser, chief engineer. H e came to the conclusion
that many advantages would be gained by adopting the Kicking Horse Pass
as the one through which the railway should be carried instead of the Yellow Head Pass which had been chosen by the Government, and in March,
1881, he determined to explore the Selkirks, and ascertain if a pass could be
found through them which would cut off the Big Bend of the Columbia.
Many years before, Dr. Hector had examined the Kicking Horse Pass, and
Mr. Walter Moberly had explored Eagle Pass, and continuing eastward
had selected the Illecillewaet as far as Albert Canyon. H e had also sketched
the Columbia Valley from Golden down to the Canoe River in the spring of
1872. So General Rosser sent out Major Rogers in March, 1881, armed
with Mr. Moberly's sketches, to see if a pass could be found where the line
now runs. The Major had not had experience in that kind of work, and
pinned his faith on his gun and a coat with many pockets and the contents
thereof.
" H e was a man of indomitable energy and very forceful modes of expression; in fact his language was of so impressive character that he passed by the
name of 'the Bishop,' and was proud of it. After two years of strenuous
exertion he explored the valley known as Rogers Pass. H e afterwards had
charge of the construction of the main fine from the outlet of Shuswap Lake
to Griffin Lake, and died not long after the line was completed. W h e n the
track had been laid from Port Moody to the crossing of the Fraser at Cisco
in the spring of 1884, the Company made arrangements with Mr. Onderdonk
to continue the construction from the end of the government work at Savona,
eastward to Griffin Lake, where it was expected he would connect with the
party which was building westward from Winnipeg. A t that time the writer,
having completed the work under his charge on the government section, entered the service of the Company, and took charge of the engineering from
Savona to Shuswap Lake, while Major Rogers took charge from there to
Griffin Lake. The former was assisted by Mr. R. A . Green, now of New
Westminster, Mr. Strong, who died many years ago, Mr. McCammon, now
of Victoria, with Mr. F r y and Mr. Burnyeat, now of Vernon. Major Rogers
was assisted by Mr. Stevens, afterwards chief engineer of the Great Northern
Railway, and for some time chief of the Panama Canal, and Mr. Roberts, who
was chief engineer of the Nelson and Fort Sheppard into Nelson, etc., as well as
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Mr. Watson, who was lately surveyor-general of the State of Washington.
Among the contractors east of Savona were Sinclair & Tappen, Mr. Rem.
Onderdonk, who died in 1888, Mr. A. G. Ferguson, who built the line along
Cherry Creek bluff on Kamloops Lake, where there was some very heavy work
with six tunnels in a very short distance. The last named afterwards settled
in Vancouver, built and owned several business blocks, was at one time
a park commissioner and died in 1904. Mr. James Leamy, of the Leamy &
Kyle mill on False Creek, Captain Troup, manager C. P . R. B. C. Coast
Steamship Service, Mr. H u g h Keefer, the well known contractor of Vancouver, Mr. Wm. Mitchell, now of Vancouver, and some others may be included in this list. The work was pushed vigorously during the summer of
1884 and early in 1885 and track laying was continued eastward from Savona.
The nature of the country from Yale eastward was such that timber for the
bridges and trestles had to be brought forward by train, and erected with all
possible despatch in places where there was little room to pile timber, and there
were hundreds of such trestles to build, so the necessity for speed was urgent.
This work was put by Mr. Onderdonk under the charge of two men, both of
whom showed marked ability as organizers of that class of work. The logs
were cut mostly on a flat about three miles west of Hope, hauled by tram to
Texas Lake, near Emory, where a saw mill with framing machinery was
erected, and was operated under the direction of Mr. Edward Choate, now
of Fairview, Vancouver. The timber was sent to the 'scene of action' with
every stick framed, numbered, and marked for its own particular position.
On reaching the scene the timber was taken in charge by Mr. Dan McGillivray, who adopted a system of stretching a cable over the site of a trestle and
sending each piece to its destination suspended from a pulley travelling on the
same cable. As relays of men were employed both by day and night, the
work proceeded rapidly. This method of erecting trestles was unusual at that
time, and was largely Mr. McGilfivray's own device, though it has now become the usual method in mountain valleys under similar circumstances. H e
afterwards became a contractor for various works on a large scale and was the
man who hauled the first flexible joint water pipe across 'The Narrows' to
Vancouver, when the patentee of the said pipes had given it up as an impossible feat. H e was also superintendent of construction on the Nakusp &
Slocan Railway, and died in 1900 at Sault Ste. Marie, where he had some extensive contracts on hand, leaving a wife, son and daughter, who are still living.
"The track was laid to Craigellachie, about 16 miles east of Shuswap
Lake and 339 miles from Port Moody, in October, 1885, and could not be
continued further eastward, as the work done had exhausted all the rails that
had been shipped by water to the Pacific Coast. On November 7th, 1885, the
track from the east reached Craigellachie and was linked to that from the west,
thus completing the transcontinental line from Ocean to Ocean—a consummation which had been looked forward to with hope from the time of the original
Confederation in 1867, and more particularly from the time when the Province
of British Columbia entered the Confederation in 1871. The ceremonies of
linking up the tracks from the east and west were very simple—'Sir Donald A. Smith (now Lord Strathcona), who had been so prominently identified
with the undertaking and whose faith in the future of the enterprise, and the
manner in which he staked his immense fortune in it, had formed a leading
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factor in its success, came all the way from Montreal to drive the last spike.
He was accompanied by Mr. (now Sir William) Van Home, the general
manager, and Mr. (now Sir Sanford) Fleming, a director, also Mr. Harris,
of Boston, another director, who continued to be one of the board up to the
time of his death a couple of years ago, and Mr. Harry Abbott, who shortly
afterwards became general superintendent of the Pacific Division. Major
Rogers held up the end of the tie with a bar in the usual fashion, while Sir
Donald drove the spike, and Mr. M. J. Haney, Onderdonk's superintendent
of construction, with the writer, stood behind Sir Donald on the memorable
occasion.
"The whole party proceeded at once to Kamloops and next day to Port
Moody in a train hauled by Mr. Bob Mee, who till within three years ago
hauled passenger trains daily between Vancouver and North Bend. There
came with us on the same train to the Coast Mr. James Ross, superintendent
of construction from the eastward, with many of the officials and contractors
on that part of the work, whom I forbear to enumerate, as they were all
strangers to me and it would be unfortunate to make mistakes or omissions.
At Port Moody we all embarked on the Yosemite, commanded by Capt.
Troup, for Victoria, and after two days there, all the party which had come
from the east of the Mountains returned home. Though the rails had
been connected across the continent, many things remained to be done
before the line could be opened for traffic, the most important of which
was the construction of the snowsheds for the tracks, through that part
of the Selkirk range where the heaviest snowfall occurs. I t was, therefore, determined to defer the opening until July 1st, 1886. In the meantime arrangements were made for extending the line from Port Moody to
Coal Harbour (now Vancouver) and work was begun. At the same time the
New Westminster branch was built and was opened for traffic in the autumn of
1886, while the extension to Vancouver was completed and opened for traffic
in May, 1887."
After the completion of the railway by the driving of the last spike, Mr.
Harry Abbott, C. E., took charge as general superintendent of the Pacific
Division, his jurisdiction extending from Donald to the Coast. Mr. Abbott
was a brother to the Hon. Sir John J. G. Abbott, for some years solicitor-inchief of the C. P . R. Co. and subsequently Premier of Canada. H e was an
engineer of wide experience and had had engineering charge of two divisions
of the road east of Port Arthur before coming to Vancouver. His post at the
latter place was, owing to the nature of the Province, its extent, its varied interests, and its distance from the executive centre, the most responsible of its
kind on the entire line. Though he retired some time ago owing to advancing
years, he is still at eighty-two, erect and hale.
As stated in the foregoing account by Mr. Cambie, the visiting officials of
the C. P . R. in 1885 proceeded to Victoria, and subsequently spent some days
in the Province before returning to Montreal. Mr. Abbott stayed behind to
arrange for a party to remain in the Selkirk range with the object of studying the kind of work required for the snowsheds. He then proceeded to Montreal. On the last day of 1885, he left his home in Brockville, Ont., for the
Coast, via Grand Trunk and Northern Pacific, and was engaged for some
weeks-at Victoria and Granville (as it was then), returning once more to
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Montreal. Mr. Cambie during this time was surveying the extension of the
line from Port Moody to Coal Harbour.
On the First day of May, 1886, Mr. Abbott returned to Vancouver, over
the C. P . R. by train to Donald, then by handcar to within six miles of Rogers Pass, walking from that point along the track and passing over deep cuttings filled to the original surface with snowslides, to the west end of the loop
near Glacier, where a construction train took him to Revelstoke. From Revelstoke he proceeded on a handcar to Kamloops, and from there on the regular
train to Port Moody. On this trip he was accompanied by Mr. R. Marpole,
his assistant in the east, who then gained his first experience in British Columbia. I t must be remembered that regular communication was not possible
through the Selkirks until the snowsheds were built, and the line suffered severely through the snow during the first winter, and the pioneers had thrilling
experiences in the mountains, especially during the first few years after the
construction of the fine. The efficiency of the snowsheds themselves, to
protect the track at danger points, constituted no mean engineering problem, and many doubts were expressed at the time as to their ability to withstand the mountain avalanches. These sheds were added to from time to
time, as necessity and experience dictated, and exist to-day apparently as
impregnable as ever. But through a system of mountain ranges the more
rugged, massive and extended than any in the world where railways have
been built, snowslides are not the only dangers. I t required then and
still requires incessant vigilance to secure safety, but so successfully have
the operations been carried on in the mountain sections that, though accidents have occurred, none have been serious since the date of completion,
and the toll of life has been less in British Columbia, proportionately to the
mileage, than on the rest of the line.
I n June, 1886, Sir Joseph Trutch, Dominion Government Agent in
British Columbia, was formally notified by the C. P . R. Co. of its acceptance of a portion of the line, and the road was taken over on the First of
July. On that day the first train came through to Port Moody. From
that date regular trains continued to run until the 29th day of February,
when snowslides stopped traffic for several weeks, after which regular
communication was again resumed. Owing to the government portion of the
road between Savona and the Coast not having been completed up to standard, the railway company made heavy claims as compensation for unfinished work, which, after considerable negotiations, were referred to arbitration. The arbitrators were: Vice-Chancellor Boyd, Toronto, controlling arbitrator, with Thos. Keefer, C. E., Ottawa, arbitrator for the company, and
Judge C. C. Gregory, St. John, N . B., arbitrator for the Government. The
Hon. Edward Blake acted as legal adviser for the C. P . R. and T. W .
Blackstock, Toronto, for the Dominion Government. An award was finally made in favour of the Company for $450,000. The acceptance of a retaining fee on behalf of the company by Mr. Blake, who had been most
active and vigorous in his opposition to the building of the line, seemed a
striking instance of the irony of fate, and old timers will long remember a
banquet held in the Hotel Vancouver to celebrate the arrival of the first
Empress steamship, the India, on which occasion he was an mvited^gaest,
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and defended in facetious vein and with exceeding ingenuity his former references to British Columbia as a "sea of mountains."
During Mr. Abbott's term of office of general superintendent, there
were important extensions of the system in the Province. The Shuswap and
Okanagan branch from Sicamous to Long Lake, near Vernon, 50 miles in
length, which was built by Larkin, Connolly & Co., as general contractors,
under a guarantee of principal and interest of the bonds by the Province and
a subsidy of $3,200 a mile from the Dominion, was leased for forty years by
the C. P . R., according to an arrangement with the Province for a division
of traffic proceeds, and has been operated by the Company ever since. The
Columbia and Kootenay Railway from Robson to Nelson, 27.4 miles in
length, with extensions of 59.5 miles, received a Dominion bonus of $88,000,
and a provincial subsidy of 10,240 acres per mile, and was built as a consequence
of the discovery of the rich mines on Toad Mountain in 1887, and the subsequent developments in that vicinity which brought Nelson City into existence. Stories are still current of how Sir W m . Van H o m e , besieged by
mosquitoes and badly used by the pommel of his saddle, rode into Nelson
along the proposed route, suffering from experiences which did not augur
well for his recommendation of the enterprise. I n 1891 the branch from
Mission City south to Sumas was built to make connection with Seattle via
the Belfingham Bay and British Columbia and Lake Shore railways. I t
was probably a mistake that the C. P . R. did not then acquire the Lake
Shore Railway and go into Seattle over its own line. The great activity
which occurred in the Slocan country, as the result of rich discoveries of silver-lead bodies of ore, induced the C. P . R. in 1892 to build from Nakusp to
Sandon, 40.7 miles, under provincial guarantee and an arrangement as to the
division of traffic receipts. Nominally, the line was built by the Nakusp &
Slocan Company, and leased. A t the time the C. P . R. was completed and
for some time subsequently, the Inland Navigation Company, of which J .
A. Mara, F . S. Barnard, Captain John Irving and Captain Troup were the
principal shareholders, operated a line of steamers from Revelstoke on the
Columbia, down the Arrow Lakes and for a distance south of the boundary
line; also on the Kootenay Lake. The C. P . R. acquired the stock of the
company in 1895, and the fleet of steamers, of which Captain Troup was
commodore, was the nucleus of the present excellent interior lake service. I n
1896 the Arrowhead line, 22 miles from Revelstoke south, was built, making
Arrowhead the head of lake navigation. After the completion of the Shuswap & Okanagan Railway, steamers were placed on the Okanagan Lake to
connect with the trains. During Mr. Abbott's regime also an exploration
was made of the Similkameen country with a view to the construction of a
line over the Hope mountains, but the report of the surveyors was not favourable, and so far as the C. P . R. was concerned was abandoned for the time
being. The problem of financing railway lines at that time was not so easy
as it is now, and the C. P . R. was not then in its present easy financial
position; hence several strong recommendations of the general superintendent, the wisdom of which is more apparent to-day, were not adopted at headquarters notwithstanding his intimate knowledge of the local situation.
A n interesting phase of the railway scheme in those days, not hitherto
InTFgctly mentioned, was the extension of the line from Port Moody to Gran[110]

ville (now Vancouver). A group of men in yictoria_induced the Provincial
Government to subsidize the C. P . R. to the extent of 4,000 acres with the
object of moving the terminus. This was arranged during a visit of Sir
Wm. Van H o m e in the winter of 1884-1885. Owners of real estate in that
region also naturally favoured the change of site. Equally naturally the
owners of lots in Port Moody were very much opposed, and after long protest applied for an injunction to prevent the line going beyond that point.
I t was pointed out that large investments had been made, principally by residents of New Westminster, and the change in many instances meant a serious loss. The first maps of the C. P . R. showing the survey to Coal Harbour bore the legend "extension". This term, however, was found to be illegal, since by the Dominion Act Port Moody had been specified as the terminus, so the difficulty was circumvented by describing it as a "branch" of
the main fine. A t the preliminary trial before Chief Justice Begbie the objections to the Granville site were upheld. Upon appeal, however, to the Supreme Court of Canada the decision of the lower court was reversed, and
work proceeded, the first train into Vancouver arriving on May 23rd, 1887.
A n amusing story is told of the visit of Sir John Macdonald, in this connection, illustrating his ready wit. A delegation from New Westminster,
headed by the late Senator T. R. Mclnnes, waited upon the Premier at Port
Moody, and after being introduced stated their grievances. On the strength
of Port Moody being named the terminus and in full confidence of the good
faith of the Government in that respect, they had invested heavily in town
lots and acreage realty. To extend the line meant loss to many and ruin
to some, and the Doniinion Government was called upon to prevent it.
Sir John sympathized deeply with them in the situation, but pointed out
that the C. P . R. was a private corporation, over which the Government had
no control in so far as its internal affairs were concerned, and if that corporation chose to build a branch to Granville, no exercise of power could
legally prevent it from so doing; "But," he concluded, "there is one thing of
which the members of this delegation can be assured, that so long as the present Government remains in power and so long as my influence can effect
it, Port Moody shall forever remain the statutory terminus of the C. P . R."
At least one member of that delegation was not satisfied with Sir John's reply. Senator Mclnnes went over to the Liberal opposition and there
remained.
Upon the retirement of Mr. Abbott as general superintendent, he was
succeeded by Mr. Marpole, who had been superintendent of the division from
1886, with headquarters at Kamloops and Donald. With the increase of
traffic and the extension of the line in various directions, the volume of traffic had largely expanded, and the development of the Province in many fields
of activity, as the result of increased facilities of communication, was proportionately great. The rapid growth of interests of all kinds rendered necessary further and continued extensions of that wonderful system which the
C. P . R. had created, in order to meet the growing requirements, and exacting responsibilities fell on the shoulders of Mr. Marpole. The B. C. Southern was undertaken in 1898 and completed in 1899. This railway gave the
C. P . R. a direct line of entry from Lethbridge into southern Kootenay. ^adits construction was largely the result of an agitation in the commercial cen[111]

tres of eastern Canada to reach more readily and to acquire the trade of the
Kootenay districts, which, owing to mining developments was beginning to
command a large share of attention. The work was undertaken under special provision of a Dominion Government act, and had really a two-fold object in view: To secure a more direct line into the southern interior, and to
develop the immense coal deposits of Crow's Nest Pass.
Several towns of importance, in particular Fernie and Cranbrook, with a
very large coal mining and coking industry in the vicinity of Fernie, sprang
up in consequence.
The Columbia and Western Railway from Robson to Midway in the
Boundary country, was another undertaking of importance. The charter
and land grant in connection with this railway had originally been obtained
by Mr. A. Heinze, the founder of the Trail smelter, and were subsequently
acquired and the railway built by the C. P . R. with the object of taking advantage of the traffic arising from the mining development in the Boundary
district, where several smelters have since been erected and several of the
largest of the copper-gold mines of the west are in a productive stage.
About that time, Mr. D. C. Corbin, who had built the Spokane and Northern
and the Nelson and Fort Sheppard railways, was negotiating for a charter
for a railway along the southern boundary from Marcus into the Similkameen country. After a sharp fight at Ottawa, Corbin voluntarily withdrew
from the field; but subsequently the Great Northern, which had acquired the
Corbin system, built a line following the same route, with the ultimate idea
of building over the Hope mountain and connecting with its system in the
lower Fraser valley. The Columbia and Western Railway, with branches,
is about 160 miles in length.
After completing these large enterprises on the mainland, the C. P . R.
turned its attention to the Island of Vancouver, and in 1905 acquired the Esquimalt and Nanaimo Railway, together with the land grant which was attached to it under the provisions of the Settlement Act, of which there were
about 1,500,000 acres not yet alienated. This acquisition was of special importance to that section of the Province, as the company, having acquired
and largely added to the fleet of the C. P . R. Co., Victoria, and having built
the Empress Hotel, one of the finest hostelries on the continent, they had a
special interest in developing the traffic of the Island. As the result of the
transfer not only was the main line of the E. & N. largely improved in respect to roadbed and equipment, but branch lines have been since extended to
Albemi, and are now (1912) in process of construction to Cowichan Lake
and Comox, while it is the intention of the company to build their line to
Quatsino Sound, thus shortening the distance to the Orient by steamer several hundred miles, so that passengers, mails, express and freight will probably be transhipped there and conveyed by rail to Nanoose Bay and thence
by fast ferry to Vancouver. The company has also engaged somewhat extensively in clearing land experimentally for purposes of settlement, while if
this experiment is successful, similar or more extensive operations will doubtless follow. The coast trade of British Columbia has shown vast development since 1900, and the C. P . R. fleet, consisting of steamers of the most
modern ~fcype, have virtually monopolized the traffic.
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Developments in the coal mining industry in the Nicola country have induced the C. P . R. to build into that district also a connection with the main
line at Spence's Bridge, the length of the branch being 47 miles. T h e Kettle River Valley Railway, authorized and aided during the session of the
Legislature in 1910, is in process of construction for a distance of 150 miles
from Midway via Penticton to connect with the Nicola branch of the C. P .
R. near Hope. Though not actually being built by the C. P . R., this line
will be controlled and operated by that company when completed. The Kootenay Central, also indirectly a project of the C. P . R., is being constructed
from Golden to Jaffray, a point on the Crows Nest Pass, a distance of about
200 miles.
A passing reference only need be made to the Empress line of steamers, and the association of the C. P . R. with the line to Australasia. The
first Oriental cargo reached Port Moody October 17th, 1886, in the tealaden ship Bylgia. Then followed the steamers Parthia, Abyssinia and Batavia, temporarily under commission, plying between Vancouver and Victoria
and Japan and China. I n the fall of 1887 a bi-monthly mail subsidy for
this route was arranged for between Hong Kong and Montreal, amounting
to $220,000 per annum. On the strength of this agreement the C. P . R. let
a contract for the steamers of the present Empress line, the India, the China
and the Japan. The first of these, the Empress of India, arrived, after a
voyage around the world, on April 28th, 1891, the other two ships following when completed. I n 1893 the Australian line was established by the late
Mr. Huddart, of Australia, and was run in connection with the C. P . R.
The expansion in Oriental traffic has been very marked since C. P . R.
enterprise pointed the way. The ships of five steamship lines now trade between British Columbia and China and Japan. There are also two lines to
Australia and three to California and Mexico. The coasting trade has, of
course, increased immensely, the tonnage of vessels arriving and departing amounting to about 8,000,000 tons in 1910. Among the latest developments of the C. P . R. are the intended extensions of the line from Port
Moody along the north side of Burrard Inlet to North Vancouver; the erection of a new station and terminal facilities at Vancouver, and the selection
of Coquitlam for extensive workshops for the company.
Among the older officials of the C. P . R., who were pioneers of the Pacific division, were Geo. McL. Brown, station agent at Vancouver, who has
since occupied various responsible positions, and who is now the European
representative of the C. P . R. system in London, Eng.; Wm. Downie, assistant superintendent at Vancouver, now general superintendent of the
Atlantic division; E . J . Duchesnay, division engineer and subsequently
superintendent at Revelstoke, deceased, a man of great energy and resource,
and one of the most trusted and valued officials in the west; D . E . Brown,
district passenger agent, who was for years subsequently manager of all the
Oriental traffic, with headquarters at H o n g Kong, now retired from the
company's service; W m . Brown, his brother, district freight agent, deceased; Allan Cameron, of the freight department at Vancouver, who, after
various promotions, became European freight traffic manager with headquarters in London, Eng., and is now representative of the traffic department in
New York; W . F . Salsbury, who for twenty-five years has remained local
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treasurer of the British Columbia division at Vancouver; J . T. Wilgress, for
many years paymaster, now in the steamship office at Yokohama, second in
command; J. A. Fullerton, who from the first has been ship's husband of
the Oriental fleet at Vancouver; James Wilson, now retired, was one of the
pioneers in the telegraph service on this coast, and for many years was superintendent of C. P . R. telegraphs; L. A. Hamilton, the first C. P . R. land
commissioner at Vancouver, and his successor, J. M. Browning, the former
retired and the latter deceased; Harry Connon, for many years in charge
of the C. P . R. freight sheds.
In July, 1912, the C. P . R. will have been over a quarter of a century in
connection with Vancouver as its Pacific terminus. The changes which have
occurred locally as the result of its completion and throughout Canada, have
been of a marvellous character, and in a material sense have affected the destinies of the Empire. This great undertaking and its successful operations
through an almost world-wide system has laid definite emphasis on the consolidation and maintenance of British possessions at a boundary line running
from east to west and is a guarantee of a still closer union in days to come
between the different outlying parts of the Empire.
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THE

DUNSMUIRS.

CHAPTER IX.
A history of British Columbia would be incomplete without due mention
of the Dunsmuir family. The Hon. Robert Dunsmuir, the founder of the
family, may be said to have occupied a position in the industrial life of the
Province similar to that held by Sir James Douglas in the political sphere.
H e was a typical Scotchman, shrewd and capable, who made the most of his
opportunities, and, by industry, pluck, foresight and enterprise, made for
himself a strong position in the commercial and political world. I n a biographical sketch written some years ago, he is admirably described: "He
was neither a politician nor a statesman, judged by the usual standards,
but he was a very practical, hard-headed and level-headed legislator, who
knew what he wanted and usually took the shortest road to its accomplishment. There were different estimates of his character. H e had many enemies and many ardent and admiring friends,—facts indicating his strong
individuality. Brusque and energetic in his manner, he was at the same time
genial, kind-hearted and generous, and numerous acts of benevolence are
recorded of him." H e never forgot the friends of his early and struggling
days, and, perhaps, the best tribute to him as a large employer of labour is
that honest service was always rewarded by continuous employment and
generous recognition, and that his employees always remained faithful to
him. I n later life he was known as the "Coal baron of Vancouver Island."
Born in Hurlford, Ayrshire, in 1825, he was trained in the coal mining
business, in which his father and grandfather had been engaged. H e was
educated at Kilmarnock Academy and, in 1847, was married to Joan Olive,
daughter of Alexander White, a woman of strong individuality and keen
intelligence.
Boyd Gilmour, an uncle of Robert Dunsmuir, came out to Vancouver
Island in 1851, as an expert in the employ of the Hudson's Bay Company,
to prospect for coal, and, with him, came Mr. and Mrs. Dunsmuir, their
destination being Fort Rupert, Vancouver Island. They left Scotland, Dec.
10, 1850, and arrived off the Columbia River in June, 1851. The vessel
stranded on a bar at the mouth of the river in attempting to land stores
and passengers at Fort Vancouver, and the sailors tempted by the gold
excitement in California deserted—a circumstance not uncommon at that
period. During the stay of the Dunsmuirs at this fort, James Dunsmuir,
afterwards Premier and Lieutenant-Governor of British Columbia, was born,
on July 8th, 1851. The ship continued its voyage in August, but owing to
the slowness and difficulty of navigation in those days, it did not reach Fort
Rupert till Dec. 10th, 1851. The discomforts of such a voyage and the
primitive conditions of settlement in those early days can be well imagined.
The conditions at Fort Rupert at that time are recorded in the first part of
this volume. The place was surrounded by Indian tribes, probably the
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wildest on the coast, and troubles arose, calling for the intervention of Governor Blanshard and a man-of-war. Other difficulties incurred by the H .
B. Co. in this district arose from the desertions of their coal miners for the
gold-mines in California.
Gilmour and Dunsmuir were engaged for three years. They prospected
for 19 months at Suquash, about eight miles from Fort Rupert, where Mr.
John Arbuthnot has recently acquired coal properties; but, after boring
five holes, reported that the seams of coal were not workable, and moved to
Nanaimo, where coal had previously been discovered in commercial quantity.
At the end of his engagement Mr. Boyd Gilmour returned to Scotland, and
Mr. Dunsmuir would have returned with him, had it not been for his wife,
who persuaded him to remain in the country.
About 1862 the Vancouver Coal Company, organized in London, bought
out the coal rights of the Hudson's Bay Co., and Robert Dunsmuir continued as their manager until 1863, when he was succeeded by Mr. John
Bryden, afterwards his son-in-law.
Now follows an episode introduced to illustrate Dunsmuir's sound judgment as a mining expert. After leaving the service of the Vancouver Coal
Co., he undertook to prospect for the Harewood Co., in the neighbourhood
of Nanaimo, over the same ground on which operations afterwards developed
into what is known as the Harewood mine. He reported unfavourably on the
prospect. Captain Lascelles next took up the work on the Harewood property, finding the necessary money, but withdrew in his turn and was succeeded by Captain Buckley, who put in an aerial tramway, the first in the
Province. Buckley was an English surveyor, a man of considerable ability
and experience, who had made money in India, in connection with reclamation works, but he lost it all in the Harewood enterprise. He was a man of
good personal address and optimistic, and, being in touch with English capital, was in great favour with the local Government. I t was he who chose
Elk Lake as the best available water-supply for Victoria, and who examined
and condemned the Goldstream watershed. After his failure with the Harewood mine, it was taken over by the Vancouver Coal Co., who, after spending a great deal of money in prospecting and building a railway, also abandoned it, thus confirming Dunsmuir's judgment. In fact, as a coal prospector and expert, Dunsmuir justified his judgment in every project that
he rejected as well as in every one that he undertook.
His next step was to prospect on his own account, and in October,
1869, he found a splendid seam of coal at Wellington, about three miles
from Departure Bay, which was destined to become a busy point of export.
This was the beginning of his great fortune, and the turning point in his
career. He drove some drifts to prove the property, but lacked capital of
his own to develop it. For a time he was assisted by Birmingham & Rosenfeldt, of San Francisco, but they became discouraged and left him. The
market was a limited one, and, with the Vancouver Coal Company at Nanaimo as a competitor, capital was not eager to embark in an enterprise that
seemed to have so many possibilities of failure in it. Robert Dunsmuir, however, was not-a man to be frightened by obstacles. He had a fine 10-ft. seam
of coal, and being confident of its future value, he determined with true
Scotch grit to succeed. H e interested in the project Lieutenant Diggle,
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of H . M. S. Grappler, a man of means, and, through him, Captain Egerton,
R. N., and Admiral Farquhar. The three became partners, the condition
being that Dunsmuir should own half the mine and have entire control of
the operations. Lieutenant Diggle put in $10,000, Captain Egerton $75,000
and Admiral Farquhar $75,000. They acquired 2,000 acres of land. The
mine was opened and operated so successfully that Dunsmuir was able, from
his share of the profits, to buy out one partner after another, the last being
Captain Diggle, to whom he paid a cheque of $600,000. By this time his
son James Dunsmuir, who had graduated as a working miner through all the
stages, became foreman and manager. When James dug out and sold thirty
tons a day for his father, Mr. Dunsmuir was fearful that the market would
not be able to absorb more, and cautioned the young man to go slowly. James,
however, worked away harder than ever and, as he reached in time fifty,
seventy-five, then one hundred and one hundred and fifty tons a day, Robert
Dunsmuir was still nervous and deprecating. But the coal was sold in increasing quantities as it came out, and James did not relax his efforts, despite his father's anxiety and fear. Each step in production was an experiment, and while the son was ambitious to make records, the father felt the
responsibility of increasing operations. Coal mining on the coast was then
a precarious industry in this respect, that the San Francisco market might
at any time become stalled by outside importations, and ships sometimes
brought Welsh and Australian coal as ballast. Flooding the market meant
a heavy loss in mining, as coal operators will understand. However, when
the output reached 500 tons a day, Mr. Dunsmuir ceased to have fears
and he became as anxious to increase the output as formerly he had been to
restrict it to a fixed quantity. Before he died, he had the satisfaction of
seeing it raised to 1,500 tons a day.
The first operations of the great Nanaimo mines were not only on a
small scale, but on rather primitive plans as compared with present day
equipment. I n the way of transportation there was at first a bull team
driven by an old-timer, Ned White by name. This was succeeded by several teams of horses with wagons, and for this purpose it became necessary
to make a road to Departure Bay. The road was afterwards graded and a
wooden track laid down. Later on, a thin band of iron was laid on the
rails to lessen friction, and a little locomotive, run by a threshing machine
engine, was used. Subsequently regular locomotives and good cars were
employed. The profits of the business were very large, due not only to the
fine quality of the coal and its accessibility to the sea, but also to economical management and good business administration; and Mr. Dunsmuir very
soon acquired a financial position in which he became a large factor in the
business community.
W e must now deal with an epoch in his life which had also considerable
influence in public affairs. I t may not be generally known that when Lord
Lome, Governor-General, came to the Province in 1882, accompanied by
H . R. H . the Princess Louise, it was in a diplomatic capacity, much as
Lord Dufferin had come in 1876. Much disappointment was felt on the
Island of Vancouver, and especially in the city of Victoria, respecting railway matters. Lord Lome was keenly interested in the question and, as has
been noted elsewhere, endeavoured in governmental circles to bring about a
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solution of the difficulty. Hon. Robert Dunsmuir was induced by him to
undertake the building of the Esquimalt and Nanaimo Railway on terms contained in the Act of Settlement. For this purpose he associated with himself
men who were known as the "Big Four" of California—C. Crocker, Leland
Stanford, Mark Hopkins and C. P . Huntington, and in dealing with an aggregation of capital so formidable he displayed great shrewdness and foresight. Although the railway, the land grant of 2,000,000 acres with coal
rights, and the Dunsmuir collieries, were common assets, held equally in
shares of stock as between himself and the other four (whose interests were
incorporated in the P . I. Co., i. e., the Pacific Improvement Company), he
controlled the financial management of it through his right to nominate a
majority of the directors, and managed it exclusively, providing, however,
himself the greatest part of the money necessary. The E. & N. Ry. Co.
was from the very first a close corporation. It was built entirely out of the
private means of the gentlemen named above, with the aid, of course, of a
Dominion subsidy, and without the sale of a single debenture or debenture
bond. The E. & N. Railway was an expensive line to build, costing for
some portions of it $60,000 a mile and depending as it did for many years
upon local traffic, did not pay its way* much less make a profit for the Company. It was not until the late owner, Hon. James Dunsmuir, established
a ferry between Vancouver and Ladysmith, by which freight cars were conveyed to and fro, that a balance was shown on the right side of the ledger.
Since it has become a part of C. P . R. system, receipts have been much augmented, partly on account of its being worked in connection with the main
line of the C. P . R. and partly on account of the natural increase of local
traffic.
Mr. Robert Dunsmuir before his death, which occurred on the 12th of
April, 1889, had completed arrangements for the development of the Comox
and Alexandra collieries; but this was carried out by his sons, James and
Alexander, under the personal direction of the former. After the business
at Wellington had assumed large proportions, Mr. Alexander Dunsmuir
went to San Francisco and took charge of affairs there, water frontage being acquired and extensive wharves and depots established. Alexander
Dunsmuir was a keen, clear-headed business man and, under his charge, a
large and profitable trade was built up auxiliary to which was a fleet of colliers and tugs. In addition to his collieries, shipping and railway interests,
Robert Dunsmuir was an extensive owner of metalliferous claims in British Columbia, a large share-holder in the Matsqui Dyking Co., the Albion
Iron Works, Victoria, the Canadian Pacific Navigation Co. and the Victoria
Daily Colonist, and was an extensive real estate owner. At the time of his
death he had very large cash deposits in the bank, and his legatee, the late
Mrs. Joan Dunsmuir, lent at one time a large sum to the Province. Among
others of his activities, he took to politics, although somewhat late in life,
and in 1882 he was elected to the Legislature for Nanaimo and returned
again in 1886, when he succeeded the late Hon. William Smithe, Premier, as
President of the Council. A man of strong individuality and large interests,
he made almost inevitably many bitter opponents, and the ascendancy of the
coal baron in the Legislature and in public affairs was the theme of numerous diatribes in the House, in the press, and on the hustings. One of the
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bitterest of his opponents was the late Thomas Basil Humphreys, who assailed him with great virulence.
Mr. Dunsmuir's railway ambitions were not confined to the E . & N . Ry.,
and had he been a younger man he would probably have become identified
with larger schemes. I t is said that he shared with the Hon. Dr. Helmcken
the latter's views about a railway to the north end of the island. That he
would have extended the E . & N . so far is considered doubtful by James
Dunsmuir, who says that his final judgment, based on the experience of the
E . & N., was opposed to it. However, he was an advocate of a railway to the
mainland, having Bute Inlet as the outlet, to connect with the Island railway, and during the session of the Legislature previous to his death, he was
prominently associated with a measure to incorporate the Canadian Western Railway, of which he was a promoter. An act was passed granting a
charter and a subsidy of fourteen million acres of land. This railway was
not built, and what effect the death of Mr. Dunsmuir had upon its fortunes
can only be guessed. I t subsequently was exploited without success as the
British Pacific and again as a Canadian Northern project, both propositions
being defeated as the result of the political exigencies of the day. Without
any reference to its merits or demerits, while the scheme correctly anticipated
the future, it was probably ahead of the time, in view of the actual financial
capacity of the Province and the development of railways in the Middle
West at the same period.
The work of carrying on the enterprises created by the Hon. Robert
Dunsmuir, assisted by bis two sons, fell at his death upon the shoulders of
James Dunsmuir, who succeeded his father as president and manager of the
great estate, Alexander continuing to represent it as before in San Francisco.
Mrs. Dunsmuir was, according to the terms of his will, the sole legatee.
Some time later a division of interests was made whereby James and Alexander Dunsmuir became owners of the E . & N . Railway Co. and the collieries,
while the bank assets, and certain other interests remained with Mrs. Dunsmuir. Alexander Dunsmuir having died in San Francisco, his brother, by
will, succeeded to his interests. His widow made no claims to the estate, a
settlement being voluntarily effected by James Dunsmuir on the basis of a
large annual allowance. Mrs. Joan Dunsmuir died at her home, Craigdarrach, locally known as Dunsmuir Castle, which was built and completed at
great expense by Mr. Robert Dunsmuir before bis death, but never occupied
by him. She was a woman of strong character and vigorous mind, a wide
reader, keenly interested in politics and in public events.
Hon. James Dunsmuir, upon the death of his father and brother, became
the greatest landed and colliery proprietor in Canada and one of its richest
men. As a coal mining operator he was in his element; as a railway manager or land owner he did not feel at home, and this fact accounts for his
business policy differing from the usual standards in such matters. Being a
single-minded man and simple in his ambitions, having no desire to go beyond that which he fully understood, he devoted himself to the firm's collieries. The presidency of the railway was simply an inherited obligation,
and he had no taste for it. The development of the Comox coal mines, the
coke industry in connection therewith, the opening up and development of
the Extension mines, the establishment of coal bunkers at Ladysmith and
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the freight ferry from that point to Vancouver were all of his initiation, and
carried out under his direct supervision and control. As incidental to the
Extension mine he laid out the townsite of Ladysmith, now a substantial
town dependent largely, of course, upon the size of the payrolls at Extension
and the smelter. I t was at first contemplated to build the coal bunkers at
Chemainus, to which point the ferry would have run, but there was some difficulty in adjusting the price to be paid for land for the site of the bunkers,
and Mr. Dunsmuir went to Oyster Harbour instead, a decision characteristic
of the man. The Alexandra colliery was closed down in a similar way—the
result of a strike—and Mr. Dunsmuir never afterwards opened it. In this
connection a word may be said as to his attitude upon labour. Like bis
father, he paid good wages, but objected to any dictation as to the way he
should work his mines. As a practical coal miner, he fully appreciated the position of the man underground, and could never be justly accused, from
his point of view, of treating him unfairly. Had his father not been a coal
operator and become wealthy, his son would probably have remained an employee all his life, and in whatever capacity he was placed would have rendered hard, industrious, honest service to his employer. H e did not object to
the principle of union labour, nor to the organization of local unions, but
he condemned the system of local unions being controlled or interfered with
by outside organizations. The Dunsmuirs, father and son, have been in the
past and are still the subject of much unjust criticism, as having been tyrannical and oppressive in their relations with their working coal miners; but a
great deal of this criticism has arisen from prejudice and misunderstanding.
Neither of them could be called diplomatic, and a natural brusqueness was
too often mistaken for harshness. When Mr. James Dunsmuir discussed
the labour question in private he gave the impression that his views on that
question were the result of honest conviction and a desire to be fair, while for
the lack of mutual sympathy and harmony between the Dunsmuirs and the
unions, the blame is not all to be put on one side.
It is almost unnecessary to add that Mr. Dunsmuir did not care for
politics. He did not like publicity of any kind, being essentially retiring and
domestic in bis tastes, but the extent of his interests made it almost inevitable
that he should enter the Legislature. He was first elected for Comox in
1898. He was subsequently, in 1900, returned for the Newcastle district.
His elevation to the premiership in 1900 was not without justification.
There was a strong feeling of antagonism to what was known as "Turnerism" in the Province, although personally Mr. Turner, former Premier,
was one of the best-liked men in British Columbia. There was no other
person outside of the Turner ranks, among the newer men, sufficiently prominent to be made leader, and Mr. Dunsmuir was chosen, first, because he
was a business man and not a politician, and, secondly, because on account
of his large interests and acknowledged position, he was likely to consolidate
all the elements opposed to Joseph Martin and his methods. What was
wanted was the restoration of political and business confidence, after a period
of unsettling turmoil. He formed a government which had the support of a
large majority of the Legislature. So many elements entered into the situation that justice could not be done without devoting a chapter to its discussion. Hitherto, government and politics had not been conducted on the usual
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party lines, though the influence of Dominion politics and parties was beginning to be felt; it was inevitable, therefore, that a clear division would sooner
or later be developed. Mr. Dunsmuir was not a party man, though in federal politics he was inclined to support the Liberals. But in local politics
he was not a Liberal partisan; indeed, his own newspaper, the Colonist, supported the Conservative policy. As a matter of fact, the rock upon which
his achTiinistration split was a railway policy. A strong agitation had existed
for some time in favour of building the V. V. & E . Railway with government assistance. An important wing of the government party was opposed
to it as impracticable, while another favoured it. There were strong dissensions in the caucus, and, while a general measure was passed advocating its
construction, together with other lines, it was not of such a character as to
bring about actual construction. The promoters were looking to Ottawa as
well. The split came after the Hon. J . H . Turner had resigned the
position of Minister of Finance to take the position of Agent-General of British Columbia in London, Eng. The Hon. J . D . Prentice, Provincial Secretary, was appointed to succeed him, thus leaving a vacancy in the cabinet.
Mr. Dunsmuir, contrary to the advice of several of his colleagues, offered the
position of Provincial Secretary to J . C. Brown, of New Westminster, member
of the House, Minister of Finance in the Martin administration, which had been
so badly defeated in the country. This was, of course, contrary to accepted
government traditions, and meant a coalition with the Martin forces. I t was
not good politics, and reflected a certain friendliness between Mr. Martin
and Mr. Dunsmuir. The Hon. Mr. McBride, Minister of Mines, resigned
as a protest and carried with him a number of Government supporters,
prominent among whom were the late R. G. Tatlow, R. F . Green, F . J .
Fulton and A. E . McPhillips, all afterwards ministers of the McBride administration. Mr. McBride then became the elected and acknowledged leader
of the Opposition, and there was a rearrangement of parties in a not altogether logical combination, but sufficient to ensure a small majority for the
Government. The Opposition concentrated their forces on New Westminster, Mr. McBride's native city, and defeated the new minister, Mr. Brown,
electing Mr. Thos. Gifford in his stead, notwithstanding the fact that Mr.
Brown was a prominent advocate of the New Westminster bridge, a scheme
likely to prove extremely popular in that city. I t may be stated here that
the Hon. Mr* Dunsmuir had, along with Attorney-General Eberts, gone to
Ottawa early in that year, 1901, on a mission of representation to the Dominion Government with reference to various matters affecting the relations
of the Province and the Dominion. The mission originated really in a promise given by the Hon. Mr. Dunsmuir to go to Ottawa and have an interview with Sir Wilfrid Laurier on the subject of restricting Chinese and
Japanese immigration; but developed in the meantime into a programme
of increased allowances to the Province on a number of counts, which was
the origin of the celebrated case for Better Terms, and which also included
the claims made by the Province in connection with fisheries.
The session following the disruption was a stormy and protracted one.
Mr. McBride and his followers made a stubborn fight; but the Government,
aided by Mr. Joseph Martin, as an independent ally, weathered the storm.
I t was during this session that the Canadian Northern proposal was before
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the Legislature to build a line from Edmonton to Bute Inlet and to Victoria via Seymour Narrows. The proposition of a cash subsidy of $5,000
per mile was passed, but the proposal for land subsidy was rejected, thereby making the aid insufficient to ensure construction. I t was also during
this session that the memorable election contest at Victoria between E . V.
Bodwell and Colonel E . G. Prior took place to fill the long vacancy left by
the resignation of the Hon. J . H . Turner. The election of Colonel Prior,
who had been made Minister of Mines, greatly strengthened Mr. Dunsmuir's
hands. Towards the close of the session an arrangement was effected whereby the Premier was enabled to accept the invitation to be present at the coronation of King Edward and to leave for England. Owing to the postponement of the ceremonies through the King's illness, Mr. Dunsmuir was absent
about four months. Upon his return, having intimated his desire to retire
from office, he resigned the Premiership and was succeeded by Colonel the
Hon. E . G. Prior, still retaining his seat in the Legislature.
After the close of the following session and the events which brought the
Hon. McBride into power, Mr. Dunsmuir did not seek further legislative
honours at the next general election. I t was a time of much worry in regard to his own private business affairs, owing to a law suit and other matters, and it was then that he decided to dispose of the E . & N . Railway. H e
had received various offers in that connection, but he was a firm believer in
the C. P . R. not only as to its ability to make the deal in a satisfactory
manner (which, of course, was obvious), but also as to the benefits to be
derived from that corporation entering the field on the Island of Vancouver. The first proposal was to sell the roadbed of the railway and to retain the land grant and all its accessory rights, but it became apparent that
the effect of separating the railway and the land grant was to subject the
latter to taxation. The C. P . R. acquired the E . & N . Railway Company,
minus coal rights, fire clay, etc., the sum paid being about $3,000,000. (See
interview with the Hon. James Dunsmuir, published in the Victoria Daily
Colonist, July 19, 1910.) Mr. Dunsmuir then devoted himself almost exclusively to his coal interests. Prior to the sale of the railway, however, he
had bought out the interests of the "Big Four," negotiations for which had
begun sometime beforehand. Mr. Dunsmuir paid to the P . I . Co. $3,000,000
and became sole owner of the railway, land, collieries, shipping fleet, and the
business in its entirety.
Upon the natural expiration of the term of Sir Henri Joly de Lotbiniere as Lieutenant-Governor an awkward question arose at Ottawa as to
his successor, which was the more difficult on account of the popularity of Sir
Henri. The selection finally fell upon Mr. Dunsmuir, whose wealth and
position, as well as his political neutrality, enabled him perhaps above any of
the applicants, to fill the position acceptably. H e was Lieutenant-Governor for three years, but, having little inclination for official or public life, he
resigned and was succeeded in 1909 by the present holder of the office, the
Hon. T. W . Paterson. I n the meantime, having disposed of "Burleith," his
residence on Craigflower Road, he had acquired an estate, known as Hatley
Park, near Colwood, some 650 acres in extent, and there built Hatley
Park House (designed by Mr. S. Maclure, Victoria) to which he retired and
where he now lives. Early in 1910 he gave an option on his collieries and
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coal rights in the E . & N . Railway belt, and all business in connection therewith, for $11,000,000, which was acquired by Messrs. Mackenzie & Mann,
railway promoters, and thus separated himself practically from all former,
business with which the Dunsmuir name had been prominently associated
for so many years. Mr. Dunsmuir is now living in retirement, and enjoying the luxury of his beautiful home, his yacht, shooting, fishing, golf and
other recreations, to which for many years, owing to the pressure of business,
he was almost a stranger. Mrs. Dunsmuir and family now entertain their
friends at Hatley Park, as formerly at "Burleith," and at Government
House. Mrs. Dunsmuir was a Miss Laura Surles, of Georgia, the daughter
of a Southern planter, and first met Mr. Dunsmuir during her school days at
the Dundas Academy, near' Hamilton, Ont. She has long been a lady of
deserved popularity in Victoria society, and is the mother of a family of two
sons and eight daughters. Three of the latter are married—Mrs. Audain,
Mrs. Hope and Mrs. Bromley.
The members of the family of the Hon. Robert Dunsmuir were James
and Alexander, already referred to; Agnes Crooks, wife of James Harvey j
Elizabeth Hamilton, wife of John Bryden, for many years a mine manager
and an ex-member of the Legislature; Marian, wife of Colonel Houghton,
M. P., spoken of in a previous chapter; Mary, wife of Henry Croft, exmember of the Legislature and a gentleman at various times identified with
lumbering, mining and other interests; Jessie, wife of Sir Richard Musgrave,
Bt.; Emily, wife of the late Henry Snowden, and now Mrs. Burroughs;
Maude, wife of Captain Chaplin, a retired army officer in England.
The name Dunsmuir will always be associated with the history of the
Province from Confederation to 1910, as representing large and influential
interests and as having played a part in a stormy transitional period of provincial politics. James Dunsmuir as an industrial factor, as Premier and
as Lieutenant-Governor, belongs to a chapter now closed. The fates threw
him into a prominence which, by choice, he would have avoided. H e had
neither a liking nor an adaptability for public life, and he displayed it in
qualities of an independence, even to the verge of obstinacy, which rendered
a long career highly improbable, even if his ambition had pointed in that
direction.
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CHAPTER X.
When the Smithe Government came into power, the outstanding dispute between the Province and the Dominion was in a very complicated and
unsatisfactory condition. The dry dock had progressed but slowly. The
Beaven Government had had a disagreement with the contractors, and took
over the contract at the expense of the latter, carrying it on at a very costly
rate. The Government had agreed to supply the cement to the extent of
six thousand tons, but not a ton of good cement was to be found in Esquimalt or in the Province. I t became a scandal which formed the subject of
Parliamentary investigation. Through some mistake the resident engineer
had ordered large quantities not immediately required, and stored it up. A
good deal was said to have been stolen, but at any rate it greatly deteriorated in course of time. The contractors blamed the Government for interfering in the work, alleging thereby loss and delay. They had been refused
$13,185 due on a certificate signed by the resident engineer, and had also been
refused a petition of right by the Government to sue for $58,000 damages.
Railway matters again, particularly in regard to the E . & N., after years of
fruitless negotiations, were in a very unsatisfactory condition. (1) The Walkem
Government had repealed the Act of 1875, which placed a reserve on certain
Island lands, set apart for the construction of a line from Esquimalt to
Nanaimo. The purpose of the repeal was to enable an arrangement to be
made with Clements & Co. to build that section of the line. That action of
the Provincial Government was regarded by the Marquis of Lome as relieving the Government of Canada from any further responsibility to build that
section. Two rival schemes were presented to the Smithe Government during the session of 1882, one from Clements & Co., known as the Vancouver
Land and Railway Co., and the other from the Inland Railway Co., at whose
head was Robert Dunsmuir, with whom was associated San Francisco capitalists known as the "Big Four." The latter was rejected by the local Legislature, but was favoured by the Dominion Government.
Two other factors entered into the question. First, a considerable area
of land on the mainland, about 900,000 acres in extent, was in the railway belt,
and had been taken up bv settlers and others. This had to be made good
by the Provincial Government to the Dominion. This railway belt embraced
a line from Burrard Inlet to Tete Jaune Cache by way of Kamloops. Secondly, the Dominion Government made a claim that a great deal of the land
within the railway belt was entirely useless and that therefore they were entitled to receive an equivalent in good land in some other part of the Province. Hence arose the proposal to transfer 3,500,000 acres in the Peace River
district to the Dominion Government as a set off for the building of the Island
railway. With this as a basis of settlement, came the bonusing of the Island
railway to the extent of $750,000 and the taking over of the graving dock
by recouping the Province to the extent of $250,000 for money already ex[125]
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pended on that enterprise. According to an estimate of the engineers, the
dock completed would cost about $800,000, or about $250,000 more than had
been originally estimated, and about $300,000 in excess of the joint contributions of the Dominion and Imperial Governments, it having been originally
thought that these two would have been sufficient to complete the undertaking. The Provincial Government would therefore be obliged to pay $300,000 more to complete it, but in those days such a sum was regarded as
exceeding the resources of the Province.
The three things, the completion of the dock with its extra demands on
the treasury, the feverish anxiety to have the railway on the Island, and the
shortage of good land within the Railway belt, rendered the local Government anxious to come to a working agreement, and caused them to accept
the terms of the Settlement Act, whereby they handed over to the Dominion Government 2,000,000 acres on the southeast coast of the Island of Vancouver (less lands already alienated) with all their valuents (with the exception of precious metals) and 3,500,000 acres in Peace River district. In
return the Dominion Government subsidized the Esquimalt and Nanaimo Railroad Company with a cash bonus of $750,000 and the 2,000,000 acres on the
Island of Vancouver received from the Province, and took over the dry dock,
recouping the Province an amount of $250,000 for work performed by the
latter.
It should be pointed out, however, that previous to this settlement on
the twentieth of February, 1883, in a minute of the Provincial Executive it
had been urged upon the Dominion Government that the latter should begin
(l)In the Legislative Assembly of August 29th, 1878, a long resolution was passed moved by Hon. Mr.
Walkem and seconded by Hon. Mr. Beaven, which recited the grievances of the Province as regards the
breaking of the contract involved in the non-fulfilment, of the Terms of Union.
The conclusion runs thus:
"Under these circumstances.. .Tour Majesty will be graciously pleased to see fit to order and direct
"That British Columbia shall thereafter have the right to exclusively collect and maintain her Customs and Excise duties and to withdraw from the Union, and shall also in any event be entiUed to be
compensated by the Dominion for losses sustained by reasons of past delays and the failure of the Dominion Government to carry out their railway and other obligations to the Province."
This resolution of the Legislature, which took the form of a petition to the Queen, was overlooked
at Ottawa and was not forwarded to the Imperial authorities for some time after its receipt Even then
it seemed to have gone astray. It finally reached its destination, but so far as the records go it does not
seem to have been acknowledged direct to the Government of British Columbia. Lord Kimberley, on the
25th of August, 1881, acknowledges the receipt from Lord Lome in a despatch from Ottawa dated 19th
of May. When de Cosmos went on his special mission to London to press the petition, he enclosed a copy
to the Earl of Kimberley, who was secretary of state for the Colonies, and thus again brought i t officially to his attention. Its receipt was officially acknowledged to Mr. de Cosmos. The latter was met with
a copy of reply from the Dominion Government to his whole case, in which it was stated: "As regards
the prayer of the petition to Her Majesty..the Committee of the Privy Council desires to observe that
this request involves a breach of the Terms of Union and the virtual severance of British Columbia from
the Dominion." Attention is called to the fact that since Confederation the Dominion has spent In the
Province irrespective of expenditures on account of the railway, nearly two millions more than it has
received in revenue. In writing to Lord Lome the Earl of Kimberley recommended the construction of a
light line of railway from Nanaimo to Esquimalt; the extension without delay of a line to Port Moody;
and the grant of reasonable compensation in money for the failure to complete the work within ten years,
as a reasonable settlement of the whole question. The request of the Province to take over its own customs and Inland revenue collections he regarded as "inadmissible," as a contravention of the provisions
of the B. N. A. Act, and not possible without Imperial legislation which would conflict with Dominion
legislation.
When de Cosmos made his first representations to the Dominion Government, enclosing a copy of the
petition, and asking to be accredited to the Imperial authorities, he received a reply from Sir Leonard
Tilley, Minister of Finance, stating that the Government was proceeding with all haste. The latter
pointed out that the E. & N. Railway should be left over for the present as a work that was not
essential for connection with the seaboard. In the meantime every effort would be made to have It
proceeded with as a private enterprise, and in conclusion he trusted that these explanations would
render it unnecessary for Mr. de Cosmos to go to England to press British Columbia's claims. This
de Cosmos considered quite unsatisfactory, and lost no time in starting for England. The crux of his
grievance was the failure of the Government to construct the Island railway. Mr. de Cosmos stayed
in England for some time, and presented his case, without, however, altering the situation. Incidentally
the bill of costs presented by him to the Government was the subject of much controversy and negotiation. The financial terms of his mission had not been definitely settled before his departure and
Mr. Beaven, the finance minister, evaded direct responsibility for the amounts charged in the bill. A
settlement was finally made by the Smithe Government on the basis' of compromise.

[126]
s-

)

the Island railway with as little delay as possible, or compensate the Province for its failure to do so, in order to enable the latter to undertake the
work itself; and that it should take over the dry dock and recoup the Province for its outlay. The Provincial Government on its own part was willing
to set apart 2,000,000 acres on the mainland, to be taken up in lots of not
less than 500,000 acres, its areas to be defined within two years.
The final arrangements were made with Sir Joseph Trutch, Dominion
Government agent, as intermediary, the compromise being in the terms stated
above. The agreement was passed in the session of the Legislative Assembly of 1883, but, owing to a misunderstanding as to the exact terms, too late
to be ratified by the Dominion Parliament of the same year. After the passing of the Act of 1883 by the local Legislature, the result of the failure of the
local Government to comply literally with the terms of the Dominion offer,
a long discussion arose by letter and telegram between the local Government,
Sir Joseph Trutch, and the Dominion Government, as to who was to blame
for failure in carrying out the exact terms of the offer of the Federal Government. (2) Legislation, however, in both parliaments was passed at the sessions of the following year and the contract was let to Robert Dunsmuir and his
associates. The survey of the E . & N . line was begun in September, 1883,
and the last spike was driven by Sir John Macdonald, August 13,1886. The
contract for the dock was let to McNamee & Co., and completed in due
time.
On the 23rd of June it was decided by the Government at Ottawa to
ask Sir Alexander Campbell, Minister of Justice, to visit British Columbia
and confer with the local Government, with Mr. Robert Dunsmuir, and
other capitalists who, it was understood, were anxious to enter into a contract. Among the latter was the group represented by the late David Oppenheimer. His proposal included a grant of land on the Island and 3,500,000
acres in the Peace River, to construct and maintain the dry dock and to pay
the local Government $250,000 as a refund of money already expended.
This was apparently favourably entertained by the local Government. Sir
Alexander Campbell, on bis arrival entered into a provisional contract with
Mr. Dunsmuir, which was submitted to the Executive and finally agreed
upon. Mr. Oppenheimer seemed to have been unfortunate through the fail(2)In t h e House of Commons, May 25th, 1883, Sir John Macdonald made a very important statement.
I t reviewed in a concise way the merits of the long dispute. In regard to the act passed by the Legislature in 1883, however, he said the draughtsman had made, through error, materially altered the terms
upon which an agreement had been reached. The Dominion Government, he said, had no intention of
building t h e railway as a Government undertaking. The latter had only agreed to see t h a t an incorporated company would undertake the work on security satisfactory to the local Government and to hand
over the lands and subsidy as the work progressed. Another clause had been inserted in the bill contrary
to the a g r e e m e n t and t h a t w a s t h a t all the lands, except coal, mineral and timber lands, should be, for
four years, sold a t $1 per acre to the settler. As the grant w a s to be given to the contractors, as they
built the road, the Government felt t h a t they had no r i g h t to diminish its value by limiting the price.
He agreed, however, t h a t the lands in the railway belt on the mainland should be thrown open for settlement and an office opened for the purpose.
I t is r a t h e r worthy of remark t h a t the Settlement Act went through the House of Commons practically unanimously. The only opposition came from members from British Columbia. Mr. Gordon,
of Nanaimo, and members from the mainland were strongly opposed to the measure. Hon. Edward
Blake, curiously enough, gave it his active support, as did many of the members of the Liberal party.
De Cosmos in 1882 advocated the building of a railway from Esquimalt to Nanaimo and Gabriola
Island, with a steam ferry to Burrard Inlet, 14 miles distant. The railway was estimated to cost
$2,000,000 and the ferry to English Bay from $300,000 to $400,000, whereby direct, connection could be
made with the east from Victoria.
sg
I t was announced in the Colonist June 8th, 1883, t h a t the N. P. would be completed to Seattle by
the first of September, after the completion of the line from Kalama to Portland, using a ferry across
the Columbia. Being desirous of cultivating trade with Victoria they proposed to give the same rates
from New Tork as from Portland, with probably $2 boat charges to Seattle. Passenger rates a t t h a t
time were $100 from St. P a u l to Portland, first class; second class, $75; and immigrants $45. Three
"magnificent" 18-knot steamers, i t w a s stated, were to be built, one of which would run daily from
Victoria to Seattle.
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ure of the telegraph system to have his proposal placed before Sir Alexander
Campbell previous to his leaving for the east, and as time was the essence
of the contract, the arrangement with Mr. Dunsmuir was completed. The
agreement was made between the Dominion Government, represented by Sir
Alexander Campbell, and Robert Dunsmuir, John Bryden (Nanaimo) and
Charles Crocker, Charles F . Crocker, Leland Stanford (San Francisco),
and Colis P . Huntington (New York). I t is evident, however, that it had
been the intention of the Dominion Government all along to deal with Mr.
Dunsmuir. Oppenheimer's proposal was not of such a character as would
have been entertained in any event. Security in each case to the extent of
$250,000 was offered. A petition signed by 306 persons was sent to the
Legislature praying for amendments to do away with the monopoly features
of the Settlement Act. A similar petition was also received from Comox.
The arrangement completed at Victoria included the opening of the Dominion Railway belt on the mainland for immediate settlement, and also the
revokement of the fixing of the residence of judges, Mr. McCreight to be assigned to New Westminster and Mr. Walkem to Kamloops. A County
Court Judge was to be appointed to Cariboo and Lillooet at a salary of
$2,500, which stipend was to be supplemented by the local Government by
$500 on account of services rendered as stipendary magistrate.
Various opinions have been expressed as to the wisdom of the terms of
settlement so far as the Province of British Columbia was concerned. Judged
by more recent developments it was a most serious mistake, but in extenuation there are special circumstances to be taken into consideration. The delay in the fulfilment of the Terms of Union, the exasperation of the people of
the Province on account of the unsatisfactory character of the negotiations,
the political irritations both locally and in eastern Canada which had arisen,
the suspense and consequent business losses and retardation of development,
and the anxiety both in Victoria and on the Island of Vancouver to have a
railway built, all contributed to the final result. As has been sufficiently
pointed out in foregoing chapters, the attitude of the people of eastern
Canada towards the Province of British Columbia and towards the Terms of
Union, particularly with regard to the magnitude of the undertaking involved in building the Canadian Pacific Railway, left no hope of the Province receiving at the time better terms than those offered. I t is indisputably evident that the Province should never have been burdened with the construction of a dry dock, which was purely a Federal undertaking for Federal
purposes. It is clear that the Government was morally, if not legally, bound
to construct the line of railway from Esquimalt to Nanaimo free of cost to
the Province. I t is equally true that the quality of the land in the Dominion
railway belt had not been an element of consideration at the time of the
union, and that the local Government was in no sense bound to supplement
it by land of a better quality. I t is obvious also that, considered as a purely
private undertaking, the Esquimalt and Nanaimo Railway was entitled to assistance from the Dominion Government, to a cash subsidy about equal to the
subvention of $750,000; that is, taking into consideration the policy adopted
by the Dominion Government in respect to railways in other parts of Canada which has been more or less consistently carried out from the date of
Confederation to the present time. On the other hand, all these considera[128]
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tions, taken together, could not counterbalance the feeling so strongly expressed by eastern Canadians at several Dominion elections, and the Province was bound to accept the terms offered or to let negotiations which had
been so fruitless in the past to linger on indefinitely. I t is stated that Sir
John Macdonald personally was quite willing to recommend a subvention of
$750,000 to the Esquimalt and Nanaimo Railway, as suggested to him by the
Marquis of Lome, then Governor-General, after his visit to British Columbia, without the countervailing bonus of three and a half million acres in the
Peace River district. But upon submitting the proposal to the caucus, it was
stubbornly opposed, and he was obliged to supplement it with the additional
land subsidy in question in order to make the terms acceptable. Indeed, there
was a great deal of opposition to the final solution even as it stood. The lands
in the Peace River district, now considered very valuable, were then described
by members of the Opposition as worthless. The price placed upon them by
the Government was fifty cents an acre, estimated value.
Considering the position of affairs as they stand at the present time, the
Settlement Act cost the Dominion Government, in all $1,100,000 in cash, the
Imperial Parliament contributing fifty per cent of the cost of the dry dock.
I t received in return 3,500,000 acres of land, the present market value of
which is at least $35,000,000. The Province gave in addition, as a land subsidy
to the Esquimalt and Nanaimo Railway Co., 1,900,000 acres of land, including all valuents, the value of which could not be computed at less than
$20,000,000, making a total of $55,000,000 worth of assets in consideration
of a railway seventy-five miles in length and the construction of a dry dock
which originally should have formed no part of the obligation of the Province
to undertake. The Settlement Act, therefore, cannot be considered as a good
bargain for the Province or a wise solution of a long standing difficulty. On
the other hand, a most unsatisfactory condition of affairs, politically considered, was settled thereby, and the relations between the Province and the
Dominion were placed upon an amicable basis.
I n the light of events we could not conceive, at the present time, of any
government in British Columbia agreeing to the terms which were entered
into with a light heart at that day, nor could we conceive of the Dominion of
Canada exacting them from the Province. Neither the Province nor the
Dominion could see far enough into the future; certainly not even men like
Sir John Macdonald and other fathers of the Terms of the Union ever anticipated such developments in the West as accrued from the promotion of the
Canadian Pacific Railway, while that particular portion of the Dominion,
which then so strongly objected to the obligations involved, has reaped immense fruits in the expansion of trade and industry from the railway whose
construction they so much dreaded.
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CHAPTER XI.
As has been previously intimated, the administrations of Smithe, the
Davies, Robson and Turner may be regarded as a continued series of the
same political ideals. They originated in the revolt of the electorate against
the de Cosmos-Walkem-Beaven regime, which came temporarily to the front
when the Elliott Government was called to power. That Government consisted of men new to office, and at that date representative of the most progressive elements of the community. They were essentially honest, so far as
political ideals then reached, sound as to principles of government and a
fairly able set of men. Elliott, Vernon and Smithe were certainly above the
average in ability, and were inspired more or less by the ideals of the British standard of politics. Humphreys, who was the finance minister selected
by Mr. Elliott when he formed his government, as a speaker was easily
the ablest in the cabinet, but was a politician pure and simple, and rather
belonged to the de Cosmos-Walkem type, whose policies were dictated
by the expediency and necessities of the moment, without reference to
underlying principles. His term of office was exceedingly short, and he soon
returned to his former political associations. Unfortunately for the success
of the Elliott Government, it came into existence during a period of financial
stringency. I t had not only to meet a deficit which was the result of improvident and careless expenditure of public money when the Province was
practically bankrupt, but it had also to impose new forms of taxation in
order to make ends meet. Taxation is always unpopular and never so unpopular as during a period of hard times. Times were not only hard, but
there was a feeling of almost absolute despair in regard to the most important of all provincial matters: the construction of a transcontinental railway.
I n the two years that the Elliott administration were in power there was
little or no progress made in the direction of solving the main problem, and,
although the administration of public affairs was beyond reproach and the
finances of the country were carefully looked after, the people turned back
to Walkem, who was skilfully undermining confidence in the Government by
ministering to the unrest, playing upon popular prejudices, and promising
the people all sorts of good things in store, if they would only bow down to
him. H e had remained absent from the Province for some time in San Francisco, and upon his return to Victoria, before the sitting of the Legislature,
was the recipient of a very hearty welcome, engineered by members of the
Carnarvon Club, which had been formed about the time of Lord Dufferin's
visit. As railway matters had not improved in the meantime, the season was
opportune for the commencement of a campaign against the Government.
Needless to say, the object of the Carnarvon Club was to impress upon the
public the necessity of carrying out the Carnarvon Terms in their entirety.
The Club became the headquarters in Victoria of opposition to Mr. Elliott,
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whither resorted all the elements of discontent, whether with the local Government or-with the Dominion or with matters in general. As the Carnarvon Terms were not popular on the mainland, Mr. Walkem very astutely
steered clear of identifying himself with the articles of faith espoused by the
club, and it would be difficult to lay a finger on his precise attitude in respect
to any specific phase of the railway question. At the opening of the Legislature he was equally vague. No man could have been more elusive in his
tactics. As a leader in a guerilla warfare he was splendid. He sought for
sympathy by stating that he had been unjustly turned out of office, that he
had fought the Dominion Government in the only way that could succeed,
that his following had been seduced from him in the House on a false cry
of financial ruin, that had he been allowed to remain in office all would have
been well, that the Government had wrecked the provincial case in dealing
with the federal authorities in respect to the railway, that taxation had needlessly been imposed, that everything was in a worse condition than it had been
and that altogether, while he professed a desire to see friendly relations exist
between the Province and the Dominion and the railway built, the prospects
were now more remote than ever. His chief lieutenants in the House and on
the platform were the Hon. Robt. Beaven and the Hon. Thos. Humphreys.
The former, as was shown by bis subsequent career in provincial and municipal politics, had a strong hold on the electorate of the city of Victoria,
and was for a long time regarded as invincible. Personally unpopular and
without magnetism, he was in office almost unworkable—stubborn, selfopinionative, close-fisted, and impractical. Acting in opposition he was
a host in himself, industrious, persistent, resourceful, and combative. As
a parliamentarian, with a perfect knowledge of the rules of procedure and
mastery of tactics, he has probably never been equalled in the local Legislature. Alert and watchful, he never for an instant slept, nor was absent from
his post. A forceful and concise speaker, he could infuse fierce bitterness, and
concentrate all the spitefulness of the Opposition into his speech. As an adversary, he was to be feared, and fear of him almost begat respect, though
not personal allegiance on the part of his associates. Humphrey's power
lay in his talent of platform oratory, which he exercised with equal force in
the Legislature and on the hustings. With eloquence and fine word-painting, he combined a fierce invective. In office he was wholly at sea and without constructive ability of any kind to reinforce his professions. What was
really a lack of moral responsibility for his utterances passed for fearlessness of debate, and he could move audiences, who for the time being forgot
all but bis oratory. Elliott maintained his majority in the House, but in the
country, the three men named, with the adventitious aids of unrest and disappointment, changed sentiment back again in their favour. The principal
political subjects on which they harped were, dissatisfaction with the various
forms of taxation—personal and real estate, revenue (or school) tax, and
road tolls—and fretfulness at the delay in the construction of the railway
and of the dry dock at Esquimalt. It mattered not that the imposition of
additional taxation had been rendered in part necessary by their own recklessness while in power, or that for the muddle into which railway matters
and the dry dock problem had fallen they were largely and mainly responsible. It did not enter into their calculations that the finances of the
[132]

Province had been placed on a much sounder basis, and that, generally
speaking, provincial affairs were well administered. I n 1878, the Elliott
Government appealed with confidence to the electorate, basing this appeal on
their record in office, but they did not gauge correctly the measure of public sentiment.
They were hopelessly defeated at the polls, and the Hon. Geo. A.
Walkem came back to power, with Hon. Robt. Beaven, Hon. Thos. B.
Humphreys and Hon. W . J . Armstrong as members of bis cabinet.
I t will be interesting to note the opinions of Mr. D . W . Higgins on
this period of Provincial politics. As editor of the Colonist and a leading
figure in the politics of the time, he had opportunities of judging of local
conditions which very few o*f later date enjoyed, and as these opinions were
expressed as late as 1905, long after the events to which they refer occurred,
they may be accepted as at least being free from the contemporary prejudices of the time: "Mr. Elliott's government, which had gained office after
the election of 1875, held on during two stormy sessions. They were vigorously opposed by Mr. Walkem and Mr. Humphreys, his first lieutenant.
Mr. Elliott was asserted by bis admirers to be an able man; but he was fond
of his ease and his books, and was no match in debate for his alert and
active opponents. H e simply could not turn his thoughts to politics. They
were distasteful to him. Most of the time since his arrival in the Colonies in
1859 had been devoted to discharging his duties as magistrate—first at Yale,
then at Lillooet, and afterwards at Victoria. As a magistrate he was a
marked success. As a politician and a leader of the House he was a conspicuous failure, and no one was better aware of the fact than himself.
His opponents held him up to ridicule in the House and in the country.
H e was denounced as a traitor to the Province, was told that his government had sold the colony to Mackenzie, and that in consequence of his
supineness and treachery the child yet unborn would not live to see the first
rail of the transcontinental line laid in British Columbia. The session of
1878 was worse for the Government than any that preceded it. I n the previous sessions, Mr. Elliott had had an unbroken majority of four. I n the
session of 1878, one of his supporters fell off and his majority was reduced
to two. From the date of that vote, which showed that the solid ranks of
the Government were broken, the Opposition rode rough shod over the ministry. They disputed the passage of every public measure, opposed the most
trivial resolution if moved by a supporter of the Government, and practically
ruled the session. Matters went from bad to worse. The country was suffering from legislation. Road work was suspended, salaries were unpaid, and
the treasury was at a low ebb. A vigorous militant man at the head of the
ministry could have saved it with a majority of two; but Mr. Elliott was
neither one nor the other.
"At last Mr. Elliott surrendered. A conference was arranged between
him and the leader of the Opposition. The latter demanded, did not ask,
that the House should be dissolved on the Opposition's terms. H e offered
to permit certain money votes and a little necessary legislation to pass. When
that had been done, there must be a dissolution and an appeal to the electorate. The Premier consented to the humiliating proposition, and an appeal to the country resulted in the overthrow of the ministry. Their candi[133]
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dates were mostly defeated. At Victoria, the Premier and all his supporters
were beaten by decisive majorities. The other towns, and many of the country districts, were equally pronounced in the condemnation of the ministry,
and when in September following, the House was called together by the new
Premier, Mr. Walkem, a mere handful of opponents, under the guidance
of Mr. Smithe, confronted him. Mr. Walkem had the wisdom to take Mr.
Humphreys into his Cabinet and, strange to relate, that gentleman sat
through four sessions, and scarcely uttered a word, nor did he introduce a
single measure. From a hard-hitting, forcible debator he became as an oyster
and sat at his desk twirling his thumbs, or lounged through the lobby smoking Havanas."
It would be a waste of time to attempt to follow the details of politics
during the Elliott and second Walkem-Beaven administrations. Beyond the
question of the construction of the C. P . R. and of the dry dock there was
no enterprise of any real moment advanced or discussed (1). So far
as the Elliott Government had gone, its legislation was progressive and
necessary; but the political condition of the time was unfavourable to its
successful continuance. In 1878 these were two sessions of the Legislature,
the first abortive, as already intimated, while the second eagerly passed the
estimates of supply, enacted some required legislation, and prorogued after
formulating an address to the Home Government, calling attention to the
continued failure of Canada to carry out the Terms of Union. The Walkem
Government which came into power largely on account of the discontent arising out of taxation and the unsatisfactory progress of railway negotiations
remained in office for four years, and did nothing. In particular, the taxes
were not lessened or removed, a course which met with its inevitable reward.
I t is one thing to arouse discontent and fan it into flame. I t is quite another
thing to meet the emergency which such a policy brings into existence. Not
a single member of the Walkem Government was resourceful in measures of
public utility. The Premier was ingenious in the highest degree in laying
snares for the enemy or evading an attack from the same source; but he was
a lawyer whose natural instincts in that direction were over-trained. Mr.
Beaven, as we have seen, was eminent in criticism, but crass in action and
permitted the size of a dollar to obscure the merits of every enterprise, and
notwithstanding his undoubted abilities, his work developed into that of a
superior clerk in the department of finance rather than that of statesmanship. Humphreys we have already discussed.
A year before the natural expiry of the term of the legislature, Hon.
Mr. Walkem was appointed to the bench, and Mr. Beaven succeeded him as
Premier. The office of attorney-general was filled by Roland P . Hett, a Victoria lawyer, who in contesting Esquimalt was defeated by the late Mr. C.
E . Pooley, who then made his first advent into politics. This was a body
blow to the Government, and upon appealing to the people, the Opposition, led
by Mr. Smithe, obtained a decided majority. Mr. Beaven, however, did not
(l)From the correspondence it appears that strong, but dignified representations were made by the
Elliott Government to the Dominion and Imperial authorities for the early construction of the C P R
A despatch from Ottawa, dated 24th of December, 1877, in response to a request from the local Government for early information as to the surveys, pointed out that the delay had occurred in making a careful and instrumental survey of the Fraser River route and that while it had been completed it would
take some time to prepare the report However, the statement was made that no further explorations
would be necessary in British Columbia to determine the best route through the mountains.
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resign, clinging to office with the pertinacity characteristic of him, and met
the House and his Waterloo at the same time.
Mr. Smithe was made Premier and brought into his cabinet Hon A. E .
B. Davie as attorney-general. Hon. F . C. Vernon as chief commissioner of
lands and works, Hon. John Robson as provincial secretary, Hon. Montague
T. Drake as president of the council—a much stronger administration than
had heretofore been in power, and all men of more than the average ability
and of good standing. I n a sense it stood for the principles of the Elliott
administration, better reinforced as to material and more strongly supported
in the House. Premier Smithe was inclined to be prosy, and has been described as "old-womanish," but he was well-informed, sound in his political
principles, a convincing speaker and a safe administrator. Mr. Robson, among
the ablest of the public men British Columbia had produced, was a tower of
strength—not from the point of view of personal popularity—on account of
his all round qualifications, his executive abilities, bis experience of public
affairs, bis versatility and strength as a writer, his quick, intuitive judgment
and force of character. As an aggressive, hard-hitting politician, he had many
enemies, and not many warm friends even in the ranks of his political associates; but his abilities were conspicuous. The best liked member of the
cabinet was the late Mr. Alex. E . B. Davie, a man of lovable qualities, of
high character, a good speaker and able in his profession as a lawyer. Mr.
Vernon was distinguished as a level-headed man of affairs, who had made a
good record in the Elliott administration, and in a special sense represented
the interior of the country in which he was largely interested. In later years,
his tendency to take fife easy, obscured his real merits as a public man, who
did not do his better parts justice. Mr. Drake, more familiar to a later generation as Judge Drake, though possessed of many prejudices, was of excellent
standing in the community and hard-headed and strong-minded. H e represented the ultra-English, as John Robson represented the Canadian element,
of the Province. On the whole, it was a cabinet of excellent timbre, and in
coming into power at the particular crisis of Provincial affairs, had the advantage of the change of achriinistration at Ottawa from Liberal to Conservative, with Sir John Macdonald at the helm. This change of affairs federally had given rise to a strong feeling of optimism, and the people, long torn by
dissension over the question of routes, and disappointed and disheartened by
repeated delays and obstructive politics, were prepared to accept any solution
of the railway difficulty that promised definiteness, certainty, early construction and progress. I n a word, that is why, as is outlined in the
chapter relating to the Act of Settlement, a bargain was approved, which
was, in the light of events, almost as much to be deplored as the clamourous
demands and unreasonable attitude of a former government, which, in the
first place, set back the clock at least half a dozen years. I n discussing that
bargain, however, consideration must be had for all the circumstances recorded
up to the present date. The Act of Settlement had the effect of putting the
wheels of development in motion and greatly accelerating the progress of the
Province, though it was bought at a high price—two millions of acres on the
Island, with all their valuents, and 3,500,000 acres in the Peace River district, all for a railway 75 miles in length not long enough to serve the interests
it was intended and without any transcontinental connections.
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It must not be imagined, however, that relations between the Federal
and Provincial Governments were at all times harmonious. There was a num :
ber of matters, outside of railway disputation, which formed the subject of
animated discussion and negotiation.
A good deal of friction occurred between the two governments on account of the tendency of the Macdonald Government to disallow provincial
legislation. At that time the lines of demarcation were not so well defined
as they are now, the result of frequent appeals to the Privy Council, and of
a more settled policy. The Smithe government took occasion to complain
very bitterly of this tendency, as being opposed to the principle prescribed
by order in council in 1868, in which a policy was enunciated to interfere as
little as possible with provincial legislation, and in which a definite course of
procedure was laid down in respect to such legislation. For instance, in the
case of the Columbia and Kootenay Railway and Transportation Company,
the Dominion Government was inclined to disallow the act of incorporation
on the grounds that it was unfavourable to C. P . R. interests, that it created
a monopoly of land, that the company was composed of Americans, and
that its effect would be to divert trade to the United States. The local Government took serious umbrage at this, as a flouting of the constitutional
authority of the Province. The Dominion Government seemed to have been
largely influenced by a public meeting held in Victoria, and the local author-^
ities contended that, if the views of an irresponsible meeting of citizens were to
prevail, the Provincial Legislature might as well adjourn sine die. This rebuke
brought back the disclaimer that the Dominion Government did not object to
the railway portion of the scheme which was clearly not ultra vires, but to the
power given to the company to establish a line of steamers on the Columbia
river, which would imply diversion of trade to, and connecting with, a foreign
country. Two acts were disallowed incorporating the Fraser River Railway
Company and the New Westminster Southern Railway Company, both
being held in contravention of the monopoly clause of the C. P . R. I t
doesn't appear that the clause applied specially to British Columbia, in the
exact language of the Act, but the lack of specification did not of course limit
the power of disallowance because the interests of the Dominion generally
were effected thereby. The monopoly clause was abrogated in 1887, and the
New Westminster Southern was built subsequently. There was also dispute
as to the jurisdiction of the Province over judges, and in regard to the jurisdiction of gold commissioners to preside over a mining court—a power they
possessed prior to Confederation. These matters were all settled in due time.
As a result, primarly, of the riot at Metlakatla over the dispute between
Rev. Mr. Duncan and Bishop Ridley, frequent communications took place
between the two Governments as to the proper control of the Indians. It
was contended by the Dominion that the responsibility of preserving law and
order rested with the Province, while the latter held that, as the Indians were
wards of the Dominion, it was the duty of the latter to manage and control
them while on their reserves. The necessity of appointing local agents with
this in view was strongly urged—a course which was finally adopted. (2)
(2)This unfortunate episode had widespread publicity, not only throughout Canada and the United
States, but in Great Britain as well, mainly in church circles. However, the origin of the dispute was
largely one of church discipline concerning the Church of England Indian mission at Metlakatla. The
rival factors, Mr. Wm. Duncan, the resident missionary, and his sympathizers among the natives, on the
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On the 28th of June, 1888, the executive council of British Columbia
drew up a report claiming equal recognition with Quebec and the Maritime
Provinces to share with them the benefits of the fishery question under the
provisions of the Washington Treaty. I t was contended that under the treaty
arbitration deprived the Province of a large area of island territory, comprising the most accessible part of her sheltered inshore fishing grounds, and
these fishing grounds were transferred to a foreign power without the assent
of the British Columbia Legislature. I n addition to that, British Columbia
had been excluded from free access to the United States markets for her
fish and fish oil, enjoyed by all other portions of the Dominion. Provincial
fishermen were injured by the exclusion of her fishermen from American
waters, while American fishermen were intruding in British Columbia waters
without let or hindrance on the part of Canada. The report goes on to
one side, and the Church of England Missionary Society and the local Bishop of Caledonia, on the other,
had their zealous partisans in the Province and in the wider field alluded to. Though ecclesiastical in
its n a t u r e the trouble well-nigh resulted in bloodshed and the clash of arms. In the United States,
a s represented by journalists and pamphleteers, it had all the elements of second Grand P r e tragedy,
forming the basis of an appeal to the "government of the people, by the people and for the people to
save this stricken community from desperation, and perhaps from bloodshed," a situation with abunda n t materials for another Evangeline. I t was, largely however, as one British Columbia writer describes
i t "a highly coloured romance," having "about the same modicum of t r u t h as Mr. Parkman h a s proved
went to the manufacture of Mr. Longfellow's pretty poem."—(Biographical Dictionary of Well-known
Columbians.—J. B. K e r r ) . Mr. Duncan had been sent out by the Church of England Missionary Society
to the Tsimshean Peninsula, and under its auspices labored for twenty years among the Indians there
with wonderful success, civilizing them in a remarkable degree and establishing a real industrial community t h a t excited the admiration and commendation of all visitors. Duncan gained a prestige among
the natives and acquired such an ascendancy over them as to be regarded by the home society as undue
and undesirable. He did not follow in the beaten paths of the missionary and adapted the forms of the
chureh in such a way a s to appeal most effectually to the "untutored" minds and nascent religious intelligence of his people. In other words, ritualistically he was not orthodox. For this reason he was
withdrawn and it was proposed to substitute another in his place. Against this the natives rebelled
and refused to submit to the spiritual direction of a successor. Then the Society requested Mr. Duncan
to conform more closely to the episcopal forms of the church, but he refused to obey. The Right Rev.
Wm. Ridley, Bishop of Caledonia, was instructed to take charge of the mission in their interests,
which he did, and then arose the serious trouble which followed. Land was given to the society by the
Government, regarded a s a fraudulent seizure of Indian estate, and the surveyors who went north to
survey this land were prevented by the natives. The upshot of it all was t h a t Duncan obtained land
for a location on Douglas Island in Alaska, and there was a wholesale exodus of the people, along with
their leader, to the new establishment, which was organized on lines similar to t h a t a t Metlakatla.
Mr. Duncan, on the main issue was right in placing the practical results of his system before the mere
consideration of church form, but long, undisputed sway among the natives had made him autocratic and
uncompromising. His personality was too much part of the system, which would fail when he no
longer could direct it; and In addition to t h a t he had been maintained by the Society which had sent
him to his field of labour and as its representative he was bound in some measure to respect its mandates or resign. Unfortunately, a t the time, Church of England circles everywhere were much divided
over High and Low church principles, which were paramount in importance to all other considerations,
and t h u s imported an element fatal to compromise. The local Government, too, w a s unwise in, practically, taking sides, and in its deed of land to the Society brought into prominence the question of Indian
title, sowing seed t h a t since t h a t time has germinated into the present disturbing claims of the Indians
throughout British Columbia.
In this connection, reference may be made to the general Indian question. Under the Terms of
Union the Province agreed to set apart lands for reserves for the use and occupation of the Indians.
After much discussion with t h e authorities of the Dominion, a basis of action was settled by the terms
of the convention of 1876' a s to the manner of setting apart and conveyance of lands for the purpose.
Indian commissioners were appointed to select lands for the various nations and tribes, the areas of
land to be increased or diminished a s the tribes increased or diminished. In time, allotments were made
to t h e extent of about 750,000 acres for the entire Indian population. Since the date of the convention there has been a sensible diminution in number of Indians. Some of the reserves are practically
abandoned, and a number contain a very few Indians, and are uncultivated. This s t a t e of affairs
caused the Provincial Government to ask the Dominion authorities, under the terms of the convention,
for a readjustment, and as a result a joint Indian commission has been appointed and is a t work taking
evidence and investigating conditions. The question h a s been complicated of late by the agitation
among the Indians generally for recognition of their title to the lands, which it is claimed on their
behalf h a s never been legally or formally extinguished, as by treaty was done by Governor Douglas in
the case of the Songhees and other Indian tribes on the southern end of Vancouver Island.
The difficulty of dealing with the Indians in connection with their reserves is well illustrated by
the transfer of the Songhees from their ancient home in Victoria West. By treaty the members of t h a t
band and their children after them were to occupy it as long as the sun shone and the seasons
came and w e n t In the h e a r t of a growing city, it w a s a t a very early date that, for their own good
and In the interests of the community generally their removal was desired. But various negotiations
extending over fifty years were fruitless to this end, until, in 1913, the Government through the instrumentality of the late H. D. Helmcken and J. S. H Matson, secured the consent of the members of the
band, by liberal compensation to go to a new reserve in t h e vicinity of E s q u i m a l t A somewhat similar
transfer of the Indians of the Kitsalano reserve, Vancouver city, was more recently made, b u t with
much less difficulty, the settlement in the first case forming a convenient precedent for the second.
Regarding the transfer of the Indians from the Songhees reserve to their present location a t E s q u i m a l t about which there h a s been so much discussion, Chief Cooper made the following statement
to the author, which h a s been taken down verbatim a s made:
"About three years ago (dating from October, 1912) the negotiations begun by Mr. Helmcken on
behalf of the Indians and the Government I was working a t the cannery a t Esquimalt and H a r r y
came over and told me he had received a letter from Premier McBride. That was about the time Sir
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point out that, by the terms of all the official documents in connection with
the negotiation of that treaty, it is clear that the whole of British North America
was intended to be included. Inclusion of British Columbia was refused on
the grounds that it was not actually a part of Canada when the treaty was
signed, though it had been part of Canada for two years at the date of the
complete ratification, namely on the First of July, 1873, and although the
inclusion of Prince Edward Island, which did not come until still later, was
approved of by the Canadian Government in 1879. The subject matter of
the report is too long and involves too many details to be discussed here. It
is, nevertheless, an interesting feature of the relations of the Province and the
Dominion at that time.
Wilfrid Laurier was leaving Victoria. I told him he had better wait until I got home from the cannery. I left the cannery about the middle of September. He started in telling me what the Government intended to do and then came over on the reserve and held two or three meetings of the band,
telling them what the Government intended doing. The band told him if the Government would do
what was right then they would give up their homes and accept another reserve. Mr. Helmcken answered: 'I'll see you will get your rights. I am just the same as you people. I was raised here the
same as you. My grandfather, who knew your fathers and grandfathers, who are all dead now, was
their friend. You are living and I am living; so I'll do my best to see you people treated right, the
same as my grandfather treated your fathers and grandfathers.' I told Mr. Helmcken I did not want to
see the thing fail, as it had failed so often in the past and would like to know who was back of the
negotiations. I would not discuss the matter with my people and him unless it was to be carried out.
Mr. Helmcken said: 'Chief, the party making the deal with you is our own Government, right here at
home, without any outside people in it, providing you accept the offer that will be made.' That was at
the meeting held on the reserve. Then after Mr. Helmcken had seen and written to Mr. McBride, he
offered $10,000 per head. I asked him if the improvements would be paid for and he said he would
have to see Mr. McBride. He held a meeting of the band in his office in the evening and the band told
him they were willing to take the offer of $10,000, providing it was paid into their own hands and nobody else had anything to do with it. The improvements were to be in addition to the $10,000, and
the graves to be removed to the new reserve at Esquimalt on land owned by the Hudson's Bay Company—170 acres odd. Mr. Helmcken wanted them to sign. The band said: 'Let the chief and the
councilmen sign; but we will not sign tonight' The chief and the councilmen signed that the band
agreed. We met Mr. McBride in the Parliament buildings and made an appointment to go to Esquimalt and inspect the reserve—Messrs. McBride, Ross, Helmcken, Matson and Thompson (H. B. Co.)
Chief Cooper, and four councilmen went and saw the reserve and then the Government took up negotiations with the H. B. Co. Mr. Helmcken was arranging the matter when Mr. Matson came in. He
came with Mr. Helmcken. Mr. Helmcken told me Mr. Matson was coming and asked if I had any objection. I said not. Mr. Matson was at Helmcken's office with me and councillor, Wm. Robert. This
was after the general plan had been arranged. He represented the Government in regard to money
matters. Mr. Helmcken came over to the reserve many nights and talked with the members of the
tribe or myself. Mr. Helmcken was friendly with the Indians for many years and they had great
confidence in him. He could talk Chinook as well as we could and did our business. This was true of
all the Indians everywhere. They all knew of his grandfather and liked Harry. He used to come over
at Christmas and give the boys tobacco and presents. A great many people used to come over to try
and get the reserve, but it was no use. Helmcken and I worked very hard to get the business finished
up. People in the city used to blame him for holding it back, but the members of the band were very
hard to be satisfied and they only agreed to the settlement because they thought Harry knew better
than they did about whether they were getting enough or not."
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A PERIOD

OF POLITICAL

TRANSITION.

CHAPTER XII.
Political conditions from the year 1883 to 1889 were fairly well settled
and the governments continuous; but about the year 1890 symptoms of a
change from old-time to new-time ideas and policies began to manifest themselves. The influence of Vancouver, then growing into importance, gradually
made itself felt, and to some extent the sentiment of Vancouver was reflected
throughout the lower mainland and the Kootenays, although in the New
Westminster district the feeling of antagonism to the Island of Vancouver
and to the capital city, in particular, was more pronounced than ever, while
the Government was still dominated by a bias in favour of Victoria. I t is
significant of this growing sentiment that the lower mainland and West Kootenay in 1890 sent an almost solid contingent of independent members to
the Legislature. The labour representatives of Nanaimo and district were
also opposed to the Government. The remainder of the Island, however, together with Cariboo, Lillooet, East Kootenay and Okanagan and Cassiar, sent
supporters of the administration, all these representing old-time influences.
Three of the Independents—Messrs. Kellie, of Kootenay, Punch, of New
Westminster district, and Home, of Vancouver City—went over to the
Government. Hon. Mr. Beaven was nominal leader of the Opposition, while
Hon. John Robson, who had been defeated in New Westminster district,
though afterwards elected for Cariboo, was Premier. The Opposition, including the Beavenites, the independents, and the labour members, formed a vigorous opposing force. On the other hand, all the members of the Government
during the fifteen years—1883 to 1889—Smithe, Robson, Drake, Dunsmuir,
Vernon, Pooley, the two Davies, Baker, Turner, Duck, Eberts, Martin—.
may have been said to have reflected old-time influences and to a large extent
the interests or sentiments of Victoria. Robson, Baker, Vernon and Martin
were representatives of the mainland, but, with the exception of Martin, had
become regular residents in the Capital, with sympathies towards the capital
city. These were among the more prominent of the leaders in the middle
period of our history, but, nevertheless, might be classed as old-timers. There
were three kinds of opposition to the Government: the newcomers, who
though scattered, found in the city of Vancouver their chief source of inspiration; the labour members with whom the anti-Chinese question was the
most prominent issue; and thirdly, the lower mainlanders with the traditional
Opposition represented by Mr. Beaven, of Victoria. These various elements
found their best expression in The Province, a weekly paper founded by Mr.
(now Senator) Bostock, and edited by Mr. E . H . Scaife. Here a new note
in provincial politics was sounded. There came into being an Opposition
essentially Liberal in its sympathies, which received fresh impetus when the
Liberals came into power at Ottawa in 1896. I n the Provincial House, however, the parties were not divided according to Federal party lines, but were
composite in character. Nevertheless, it cannot be denied that for fifteen
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years the members of the various administrations were essentially Conservative both in name and sympathies. On the other hand, Messrs. Beaven, Cotton and Semlin, though belonging to the Opposition, were Conservatives.
There were, indeed, practically few new political issues, except that the Government styled itself progressive in respect to the development of the country,—a development which included road and trail-building sufficient to keep
pace with niining requirements, aid to railways for the opening of isolated
districts, and the re-organization of the Agricultural department. Previous
to the death of John Robson, the Government had in hand an ambitious project for the development of deep sea fisheries, which included what was
known as the Crofter Colonization scheme, according to the provisions of
which land along the coast was to be reserved for the settlement of Crofters from Scotland to be employed in the fisheries. The Imperial Government had agreed to guarantee a loan to aid the enterprise, and Hon. Mr.
Robson, the Premier, was in England, concluding the arrangements in connection with the loan, when his sudden and unexpected death took place*
Upon the accession to power of Rt. Hon. W. E. Gladstone, successor to
Lord Salisbury, the project did not secure continued favour, and the scheme
was dropped, much to the relief of a number of Government supporters
with whom it was unpopular. But on the assumption that the Crofters
were a suitable class of colonists, and that the times were ripe for the export of deep-sea fish to eastern markets, the scheme seemed to be excellently conceived, and, under favourable conditions, might have proved of great
benefit, but there were so many doubtful factors that the success of the enterprise was, to say the least, highly problematical. With regard to mining,
owing to the impetus given by the numerous discoveries of lode ore, especially in the southern interior, the laws affecting this industry received a considerable amount of attention" and scarcely a session passed without some
amendment being made in the niining code. It was about this time also that
the change was made forbidding the owner of a claim to follow out his lead.
In other words, his mineral rights were vertical only, from the four corners
of his claim. This measure was productive of a good deal of litigation, several noted cases arising out of it. However, British Columbia mining laws
were gradually evolved to meet the special local requirements, and have been
in fact regarded as the best devised code in existence, nor have they been of
late years, materially altered or amended. During this regime also the bonded
debt of the Province was consolidated, and power was taken to issue inscribed stock under the provisions of the Imperial Act. This undoubtedly,
tended to improve the borrowing powers of the Province, but whether it was
a real advantage to facilitate the process of ruoning into debt is a question that
may be now regarded as more than doubtful. Certainly, the ambitious programme of railway building not having been carried out, the saving in interest
has been considerable, and, fortunately, perhaps, many of the projected enterprises which received Government favour did not come into being. Among
the railways that were financed by the Government, either by land grants or
by guarantees of interest, were the Columbia and Kootenay from Robson to
Nelson; the Shuswap and Okanagan from Sicamous to Long Lake; the Nakusp and Slocan; and the Victoria and Sidney on the Island between the
two points named. On the first a land grant of 10,240 acres per mile was be[140]

stowed; with regard to the second and third the interest and principal were
guaranteed to the bond holders, while in respect to the last named two-percent, interest was guaranteed by the Provincial Government and two-per-cent.
by the city of Victoria. Conditions in the country and in railway development have now materially changed, and it can be clearly seen in what ways a
much better arrangement could have been made in the interests of the Province which would have at the same time materially assisted the undertakings.
On the whole, the Columbia and Kootenay, the Nakusp and Slocan, and the
Shuswap and Okanagan have indirectly paid the Province for the outlay involved, although the Treasury has been called upon to pay large and unanticipated amounts. On the other hand, the Victoria and Sidney has been
more or less, a waste of money out of the public purse, while the requirements of the Saanich district are only now being met by the construction of
the B . C. Electric Railway.
Upon the death of Hon. John Robson, Hon. Theodore Davie, AttorneyGeneral, became Premier. I t cannot be said that he was a man of great personal charm and he had been the reverse of popular. Contrary to all expectations, he soon acquired a strong influence over his party and the members of
his Government. H e was small of stature and not prepossessing in appearance, but he had all the characteristics of the bull-dog and not a few of that
animal's lovable attributes. I n many respects he was the strongest of all
the premiers of British Columbia. A tireless worker and a persistent fighter, brusque in manner and direct in speech, he was at the same time neither
overbearing nor obstinate. I n fact, he came rather to be admired for his
frankness in dealing with political friends and foes, and no one was more
willing to acknowledge himself in error when convinced of the fact. I n many
respects he was a democrat, and had a kind-heartedness that endeared him to
many of the old-timers, while his purse was always open to the needy. H i s
most conspicuous fault was his impetuous haste in action and in not looking
carefully enough to the end. Like most men of such disposition he made successes and some failures. Among the most momentous of his achievements
was the erection of the present Government buildings, which he undertook in
the face of much political opposition, and upon borrowed money. I t is a mistake to suppose that the new buildings were projected wholly with the view
of "anchoring the Capital," although they had that distinct effect. The old
buildings had become entirely inadequate to official requirements and were,
above all, very unsafe as a depository of public documents. In a conversation with an old and influential resident of Victoria one day, the Premier
asked for an expression of opinion as to his project, namely, of erecting a
new and handsome structure adequate to the requirements of rapidly expanding public business, and at the same time creditable to the Province. H e had
anticipated the political objections, and was anxious to measure the chances
of success in carrying the project through. "My opinion is," was the reply
of his advisor, "that, if you do not erect buildings now, in five years' time the
Capital will go to the mainland." Mr. Davie shut his jaw with a snap peculiarly indicative of his having come to a conclusion, and said, with a decided "Humph": "We'll build them now." And they were built. The architectural composition and design were undoubtedly an inspiration, and the
structure has ever since been not only the most notable landmark in stone
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on the Pacific Coast, but a monument to the foresight of their conception. The
cost was less than one million dollars. So soon did the floor space now devoted
to public service, which twenty years ago was declared to be excessive and out
of all proportion for official occupation, prove completely inadequate that
extensions are now being made which will practically double the original structure, and are yet not considered by any means to be extravagant. Needless
to say, the proposal to erect the present buildings provoked a storm of protest from the members of the lower mainland. John C. Brown is believed to
have been the author of the saying that every member from the mainland who
voted for the new buildings would be decapitated at the next election, and Mr.
Kellie, of Revelstoke, one of the Independents who had sided with the Government after the death of Mr. Robson, made a statement in regard to the
project which earned for him a persistent nick-name. The member for West
Kootenay had great faith in the potential resources of his district and was
fond of calculating possibilities in seven figures. I n a flight of exuberant
fancy he pictured the new buildings as being erected out of the wealth of the
treasure-houses in his mountainous constituency, and then, shuddering at the
thought of niggardliness, he exclaimed: "If, Mr. Speaker, my head must
fall as the price of my vote for the Parliament buildings, then with all my
heart I shall say, 'Let 'er flicker'." The effect was mirthfully magical, and
ever afterwards in the political arena he was known as "Let her flicker Kellie." Parenthetically, it may be stated that his head did not fall at the next
or the subsequent election.
Mr. Davie brought on the elections in June, 1894, and the campaign was
hotly contested. The political issues previously referred to had become intensified. I n the meantime, however, the Government had been strengthened
by the vigorous policy of the Premier, who won admiration and support by
his energy and boldness. The Parliament buildings and the negotiations
set on foot towards the building of the British Pacific won four members
for Victoria, Mr. Beaven suffering bis first defeat since Confederation in the
city. These considerations, on the other hand, did not materially alter the
position on the mainland, except that Mr. Vernon, through neglect of his
constituency, lost his old seat in Yale. The redistribution bill, carried after
the census of 1891, still left an undue preponderance on the Island. Cariboo and Lillooet, out of respect to tradition, as well as Esquimalt and Cassiar,
though over-represented in proportion to population, were left undisturbed.
The Government was attacked on the mainland principally in respect to the
Parliament buildings, its so-called reckless land and railway policy, and its
unfairness as regards redistribution. The labour constituencies considered the
Government too pro-Chinese and out of sympathy with the requirements of
labour. On the lower mainland, the tide set in favour of the Government on
account of the generous and timely aid it had extended to the settlers who
were sufferers from the terrible floods of that year, and whilst this feeling
did not win any seats it greatly mitigated the feeling of hostility. The Government was in the end returned with a large majority. Mr. Davie himself
made a splendid fight, and as a result of the elections felt more free to take
the reins still more firmly in his own hands. But the course of events altered
his destiny. I n that year the Chief Justice, Sir Matthew Baillie Begbie, died,
and Mr. Davie was induced to look with favour on himself as successor.
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Times in the Province, following the natural course of reaction after a period
of undue speculation, had become depressed. With hard times had come unrest and political discontent. Mr. Davie's personal fortunes had been impaired, and bis private law business had suffered. Press of political work
had told on his health. I n the spring of 1895 he resigned the premiership,
and became invested with the mantle of judgeship laid down by bis famous
predecessor. I n broken health, his malady intensified by business troubles,
the loss of his wife, and the breaking up of bis family, he only survived three
years. What his future would have been as a politician and as a leader of
the Government it is hard to say. The fortunes of his successor are perhaps
the best indication of his probable fate, inasmuch as the greatest of men have
been unable to battle against their destinies.
The Hon. J . H . Turner, who since 1887 had been Finance Minister,
succeeded as Premier, and brought in with him the Hon. D . M. Eberts
as Attorney-General. H e also inherited several uncomfortable legacies. The
railway policy of the Government was embarrassing, and increasing liabilities rendered financing difficult. The Hon. Theodore Davie was bold in policy, but he was also reckless in money matters. The first serious task before
his successor was to go to London to float a loan for two million dollars. And
here it might be well to review the situation, which must be first understood
before it is possible to judge fairly the course of events of the next few years,
out of which the present state of provincial politics was evolved. After the
resignation of Mr. Davie, the forces of disintegration were strongly at work,
and even if Mr. Turner had been successful at the next general elections,
it is altogether probable that his fate would have been sealed during the ensuing Parliament. Mr. Turner had an attractive personality; he was genial,
generous in his instincts, progressive in policy, and not at all sectional in his
sympathies. H e had a host of warm personal friendsr, was fluent and
agreeable in debate, had a good grasp of the financial situation, and was of
fine physique and striking in appearance. H e was fond of horticulture and
leaned strongly toward the development of agriculture, which, as head of the
department, he did more than any other Minister to place on a sound footing. If he had faults, they sprang from his open-mindedness and his lack
of firmness in dealing with difficult situations. Loyalty to personal friends,
leniency towards their failings, and a certain yielding to persuasion against
his own better judgment led to his defeat and that of his party in 1898. Uninfluenced by mercenary consideration and imbued with a desire to improve and
develop the Province, there, nevertheless, grew up, especially on the mainland, a
sentiment strongly opposed to what political opponents were pleased to call
"Turnerism." That meant, if it meant anything definite, favouritism, a lax
civil service, extravagance in expenditure of public moneys, looseness of administration, sectionalism, increasing indebtedness, encouragement of speculators and promoters at the expense of public assets, recklessness in railway
charters and subventions, lack of definite and comprehensive policies, nonsympathy with labour aspirations, and everything else that might be
chargeable against a Government which had been a long time in power.
But, essentially, it was the subtle, irresistible force of changing conditions
and a desire for change in which the rapidly expanding newer elements
were to find a dominating voice. A t this psychological moment Joseph Mar[143]
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tin, who had run his logical course in Manitoba in provincial and federal
affairs, made his appearance in the political arena, and his impetuosity, his
practised skill in attack, his reputation for fighting abuses and smashing
governments, lent a new interest and gave a new direction to political campaigning in British Columbia. Though comparatively a stranger to the Province, he received the nomination for the city of Vancouver, and his tour
through the settled districts bore undoubted fruits in modifying a situation
almost unprecedented in Canada. Several of the candidates ran upon independent platforms, and in a Province in which clearly defined party lines, as
between Liberal and Conservative, were yet unknown, it was impossible to
predict the sides upon which candidates if elected would range themselves in
the House after election. In addition to that, the election in Cassiar district had been deferred, so that the returns from that remote constituency
would not be available for a long time after, the general elections had been
held. Owing, too, to the keenness of the contest and the general uncertainty
as to the result petitions were filed against nearly every member who had
been declared elected. Despite these well-known facts, and in opposition to
constitutional usage, Lieutenant-Governor Hon. T. R. Mclnnes (late of the
Senate) called upon Mr. Turner to resign. His expressed reason for the action, in brief was that the Ministry had ceased to enjoy his confidence, a
point which no representative of the Crown ought to advance except in the
presence of some glaring malfeasance in office, or a deliberate attempt to
deceive His Honour in matters under consideration. His ordinary and obvious course would have been to wait for the Legislature in session, to determine the question as to whether or not the Government had the confidence
of the country. The confidence of His Honour in the a(lininistration could
not, in ordinary circumstances, properly form an issue under our representative form of government. The Lieutenant-Governor, however, . proceeded
from one blunder to another. H e called upon Mr. Robert Beaven, who
was in private life and who represented no political following in the Province, either on the Island or on the mainland at that time, to form a ministry. That gentleman accepted the responsibility, but it is hardly necessary
to say, failed after a few days' effort. His Honour was then obliged to follow the constitutional course and call on Mr. C. A. Semfin; the recognized
leader of the Opposition, who accepted the responsibility, and invited Mr.
Joseph Martin and Mr. F . C. Cotton, of Vancouver, to be his Attorney-General and Minister of Finance, respectively. With Mr. J. F . Hume, of
Nelson, as his Provincial Secretary, Dr. R .E. McKechnie, of Nanaimo, as
President of the Council, and himself as Chief Commissioner of Land and
Works, he completed his Cabinet. There was considerable cleansing of the
Augean stables attempted by the new Government, and while the ministry
lasted, the work of the aolministration was in the main carefully and economically performed, though, probably from lack of financial resources and
sufficient political support, nothing of, note was accomplished, Mr. Martin,
as Attorney-General and Minister of Education, in his haste, made several
departmental mistakes, and the rather wholesale dismissal of officials by the
Government did not secure the public favour which it anticipated. With
a following that made a majority in the House uncertain, the task of the Government was somewhat heroic. Two members elected on the independent
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ticket, one whose election expenses had been paid out of the Turner campaign fund, went over to the Government side. One of the members for East
Kootenay, a Tumerite, died before taking his seat and a Government supporter was elected in his stead. Two of the members, over whom election
protests were suspended, were confirmed in their seats by special Act of the
Legislature. Even then the majority after electing a Speaker was small,
though sufficient to carry on business. I t is needless to add that the session
of 1899 was a stormy one. The unconstitutional action of the LieutenantGovernor in dismissing his advisers, the seating of two members while their
election trials were sub judice, and the summary dismissal of officials came in
for severe arraignment. Richard McBride, afterwards to become Premier
with a wide political reputation, appeared for the first time in the Legislature as the representative of Dewdney riding—tall, rather slight, pleasant
of speech and countenance. His almost boyish appearance did not belie his
twenty-eight years of life.
The first session went through successfully. After the prorogation, however, domestic troubles developed in the Government, but as all the members of that Cabinet, in which Joseph Martin may be regarded as the unruly member, are still alive, it becomes undesirable, if not impossible, to
deal with the situation upon its merits. Rivalry between Mr. Martin and
Mr. Cotton, the other dominating factor of the Cabinet, arose, and while
the former was the chief cause, he was not the only cause of the disruption
which took place. I t was obvious to the intelligent observer that two ambitions
to rule in the political arena could not succeed, and that for one to survive
the other must be destroyed. Mr. Martin was the more masterful and the
more direct in his methods, but Mr. Cotton was the more sagacious. The
one tried to ride rough-shod over his opponent; the other pursued his way
tactfully and insidiously to the end. The eccentricities of the former and
his reckless disregard of the social proprieties were his undoing. They were
likewise the undoing of his colleague. The Premier shocked by the course
taken by his Attorney-General asked for his resignation, and obtained it.
Mr. Cotton was then supreme and the occupant of two chief portfolios,
Finance and Lands and Works, the Premier taking the office of Provincial
Secretary, and Mr. Hume that of Mines. Mr. Alexander Henderson, of New
Westminster, succeeded Mr. Martin as Attorney-General. Mr. Martin immediately became a fighting factor of the Opposition, and in opposition he
was terrible, the more so because he was undeterred by any nice scruples.
The way he lashed Mr. Cotton on the floor of the House on personal grounds
during the following session was a good example of his powers in that
respect, although such methods brought him no political advantage or personal respect. I n his.general attitude he had at least this outstanding merit,
that he fought in the open. His faults were, in the main, temperamental.
His position as political leader—and leadership was his sole ambition, even
if the party to be led were ever so numerically small, and he never ceased to
have admirers and advocates—was sui generis. The regular Opposition welcomed his aid, but did not assimilate with him. H e was purely a destructive
force, politically feared and cordially disliked by both sides.
The session of 1900 was a memorable one. The defection of Joseph
Martin, ex-Attomey-General, and D . W . Higgins, a former Speaker, left
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the Government very weak, and after two months of warfare, nothing more
was accomplished than to demonstrate the impossibility of carrying on the
business of the Province. On the opening day, two members being absent,
the Government suffered an adverse vote on the motion to adjourn. F o r several days a series of non-confidence motions in one form or another followed,
the Government sometimes having a majority of one or two, and sometimes
only sustained by the vote of the Speaker. On the 23rd of February a
member of the Opposition moved the previous question, which was carried.
Mr. Prentice, a supporter of the Government, voted with the Opposition, and
the vote stood 19 to 18 for the motion. The crisis was reached, and the
House adjourned for four days. A situation probably unparallelel in parliamentary history, and certainly one of rare and unusual interest, arose.
Out of it grew most important developments.
Without party discipline, as at present constituted, lines of political allegiance were loosely drawn, and the units in the several combinations began
readjusting themselves. The Lieutenant-Governor, as a result of the vote,
immediately demanded the resignation of the Ministry. A new combination
was formed. Col. James Baker and Messrs. McBride, Turner and Irving,
members of the Opposition, and Prentice, who had voted against the Government, agreed to support the Premier in order to carry on the Legislature, and armed with this assurance the latter waited on H i s Honour. The
Premier told him that he had a majority of the Legislature at his back, a
fact that would be disclosed upon the first division at the next meeting of
the House. H i s Honour was inexorable. The Legislature met again on
the twenty-seventh, and the resolution moved by Premier Semlin, and seconded by Attorney-General Henderson, condemning the Governor for dismissing his advisers—despite its reflections on H i s Honour—was carried by
23 to 13. Five of the majority had previously voted to defeat the Government. The following day Mr. Martin announced that he had been called
upon to form a Government. On the First of March the House met for
prorogation and passed a resolution of want of confidence in the new P r e mier, 28 voting yea and one ( J . M. Martin, of Rossland) voting nay. When
Lieutenant-Governor Mclnnes entered the House, all the members, with the
exception of the Speaker, retired as a protest, and the crowded galleries hissed
and hooted His Honour. I t was an indescribable scene of disorder and display of contemptuous feeling. Mr. Martin alone stood in the House with the
members of the body guard, while the speech, which was exceedingly brief,
was being read. As His Honour passed out of the Legislative Chamber
the members filed in, singing "God Save the Queen," and proceeded to pass
resolutions condemning the Lieutenant-Governor, to sing patriotic songs and
generally to behave in an unparliamentary manner.
Mr. Martin proceeded to form his Government in an unprecedented
fashion. N o member of the Legislature would accept office. H e went out
into the highways and byways to seek ministers.
Mr. Corry Ryder, a
clerk in a general store, was made Minister of Finance; James Stuart Yates,
a lawyer of Victoria, became Chief Commissioner of Lands and Works;
Geo. Washington Beebe, an untutored farmer at Agassiz, Provincial Secretary; Smith Curtis, a former law partner of the Premier at Rossland, Minister of Mines. Mr. Martin himself took the portfolio of Attorney-General,
[146]

and was Minister of Education. None of his Ministers were in public office,
and, with the exception of Mr. Curtis, who had been a member of the Manitoba Legislature, none of them had had experience in public affairs. Smith
Curtis was a man of some oratorial and administrative ability but was erratic and socialistic in his political views. Such a government should not
have been permitted to retain office a day longer than was necessary to obtain the verdict of the people, but the excuse was made and allowed to prevail that it was in the public interest to have the voters' lists revised and
printed. I t was not until the 9th day of June that the elections were held.
I n the meantime the Premier, after a month's trial, had swapped Corry
Ryder for J . C. Brown, of New Westminster, as Finance Minister and
had paid vigorous attention to fixing up his political fences. I t was
openly stated that he had the financial support of the Great Northern Railway in carrying on his campaign. The elections were contested on one issue
only, viz.: a protest against unconstitutional government and "Joe" Martin. I t could have had but one ending. The Government was completely
defeated. Mr. Martin came back to the House with between seven and
nine followers. I t was difficult to differentiate political leanings in several
instances. I t was indeed surprising that his following had not been completely swept away, but there was a considerable element of people who
admired his fighting qualities, his slap-dash and direct, even if harsh,
methods.
The political situation even now was quite problematical. Martin had
been completely routed in the country, though he himself elected to the
Legislature, but his ministers, with the exception of Mr. Curtis, were all defeated; there was no leader, and no issue save that of anti-Martinism, around
which to concentrate a ministerial party. Messrs. Turner, Eberts and
Pooley, members of the former Government, represented "Turnerism," and
Turnerism was unpopular and politically dead. His Honour called upon
James Dunsmuir to form a Government, and the latter selected Messrs.
Turner and Eberts at once as the nucleus of a cabinet. These appointments excited a good deal of criticism. A convention was held at Vancouver, at which all the anti-Martinites attended, and at which the selection
of Mr. Dunsmuir and his two colleagues was approved. The result was that
Richard McBride, as Minister of Mines, J. D . Prentice, as Provincial Secretary, and W . C. Wells, as Chief Commissioner of Lands and Works, were
added to complete the ministry. A curious and anomalous incident occurred
at the convention. A resolution was passed condemning the action of the
Lieutenant-Governor and demanding his dismissal. The Premier was present, and voted for the resolution, regardless of the fact that he was in a
peculiar way the guardian of the political honour, and constitutional adviser of the representative of the Crown at whom the resolution was aimed.
His Honour suffered severely both in his political person and in his
prestige as the result of these complications, which had been very largely
troubles of bis own creation. H a d the Martin administration been victorious at the polls, his conduct would have been vindicated by the people, in
whose hands the final arbitrament rests, but not having been sustained by the
people it was inevitable that he must suffer the penalty of having acted on
his own responsibility, and in defiance of what constitutional usage and pub[147]

lie opinion alike dictated as the obvious course to pursue. H e was dismissed with great promptitude by the Dominion Government on the advice of Hon. David Mills, the Minister of Justice. Dr. Mclnnes may have
been quite sincere in the course he took, but he misapprehended the nature
of his duties as a constitutional governor. He did not realize that it was
not his own view of a certain political situation or of policy which should
prevail, but those of his constitutional advisers, and that, except in extreme
and exceptional circumstances, he must be guided by their advice, subject to
endorsement by the people's representatives, and as a last resort by the people themselves. He did not perceive that he must be deaf, dumb and blind in
respect to everything but the bidding of Parliament, that his own conception of policies or of events or ethical requirements, except in so far as his
own honour or the honour of Her Majesty might be involved, must be made
subservient to those of the representatives of the people. He was ambitious to make a coup, to create new precedents, to impress himself on the
chapter of political history, in which he succeeded beyond his expectations,
and wherein he erred egregiously. His first act in dismissing Turner's administration was a blunder equal to if not greater than the second, but that at any
rate was upheld by the Legislature, which endorsed his act. His political career
ended in a cul de sac.
The Hon. James Dunsmuir took office under conditions peculiarly favourable to success. He had a large following anxious in the interests of
the country for political solidarity. The political incidents of the past three
years had been most unsettling and from a business point of view highly
prejudicial to the Province. The people wanted political quiet and stable
government above all things. Dunsmuir was selected as leader, not because of special fitness for a position to fill which he had neither experience
nor aptitude nor inclination; but because of his status in the community. H e
represented large interests, had no particular political bias, and was a plain,
unassuming man with a reputation for integrity and Scotch bluntness and
directness. He could not be spectacular or imaginative, but he would, it was
thought, be safe and business-like, and for those reasons best qualified at the
moment to unite in himself political elements that were divergent and difficult
to reconcile. The situation was extremely hopeful. That he was not successful and that he disappointed expectations were due to fundamental facts
overlooked at the outset, although, in reality, he was the one possible leader
at the time, and in that sense tided over a serious and imminent difficulty.
Mr. Dunsmuir had had no political experience or training. H e had never interested himself in politics, except hi so far as politics affected his own undertakings. He had no aptitude or inclination for public affairs. Indeed, in
regard to his own affairs, he accepted the large inheritance of collieries, lands
and a railway more as trusts which it was his duty to administer to the
best of his ability than as enterprises to develop and make the most of on his
own account. His administration began well, and the session of the Legislature following the elections was fairly harmonious in its proceedings, and optimistic in spirit. Sir Henri Joly de Lotbiniere was seated in the viceregal chair as successor to Hon. T. R, Mclnnes, curiously enough with political experiences in Quebec similar to those through which the Province had
just passed. Sir Henri was a gentleman of the old French school, and his
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demeanour and his entire course in the Province as Lieutenant-Governor
during a period of peculiar political stress and untoward incidents, proved to
be highly satisfactory to the people, and his memory is held in high regard
in the Province of British Columbia.
The events of this period, the period of political transition, are too
recent to be reviewed in close detail. Looking over the pages of our history from 1897 to 1904 the events referred to appear highly kaleidoscopic in
their rapidity of succession and changing complexions and combinations.
There is nothing quite analogous in recent political annals. Conditions were
in a state of ferment, of unrest, and the process of clarification which ensued might be compared to a casual admixture of highly reactive chemical
elements. The retort boiled and fizzed and spluttered and exploded, until
the time when each element found its natural affinity, compounded in natural order, and ultimately came to rest. Even in the session of 1900 there appeared the evidences of trouble ahead. No very important legislation resulted.
An Act to exclude Orientals, based on the Natal Act, was passed and put
into force, inspectors being appointed thereunder. I t followed the fate of
several succeedings Acts of a similar nature which were vetoed by the Dominion Government. A n increased tax was placed on coal. Petitions from
mining operators asked for the repeal of the eight-hour law passed during
the Semfin administration. The effect of the Act had been very disturbing
in the niining districts. Agitation from the same source arose for a repeal
or modification of the two per cent, tax on ore. Both of these subjects seriously concerned the Government for a time, but political considerations prevailed, and the law in both respects was left alone, so that in time the mining operators accepted the inevitable and the agitation has long since subsided. The question of Oriental immigration, a hardy annual of British Columbia politics for thirty-five or forty years, was then at an acute stage, having been accentuated by the disturbed condition of politics, and Mr. Dunsmuir had at the outset promised to go to Ottawa and make strong representations to the Federal authorities, particularly with reference to the Japan?
ese, who had been coming in in great numbers. At the suggestion of the author, who then occupied an official position as Secretary of the Bureau of Statistics, the whole question of the relations between the Province and the Dominion was taken into consideration and the entire case under various heads came
to be known as "better terms" and was under that designation formulated. In
January, 1901, the first of the numerous delegations to deal with the matter
went to Ottawa. The outcome of this mission will be dealt with later; suffice
to say it was not at first taken seriously by the authorities there.
The session of 1901 developed serious friction, though to the ordinary observer little appeared on the surface. The railway policy of the Government was the prime cause. There had arisen as far back as 1897 a strong
demand throughout the mainland and on the southern part of the Island for
a railway over Hope Mountain to give closer and more direct connection between the Coast cities and the Boundary and Kootenay districts. The charter of the V. V. & E., with this in view, had passed through various changes,
and the promoters clamoured for a subsidy. This demand was strongly seconded by various public bodies and at public meetings. The C. P . R. had a
special executive representative in the Province, and it was felt by the Gov[149]

eminent supporters in the Legislature that the influence of that corporation
was being unduly exerted against the proposal. On one or two occasions
mutinous voices were heard in the House, but it was in the caucus that the
spirit of unrest was manifested, and while the session closed without open
revolt, a number of the Government supporters went home in an unruly
frame of mind. Mr. E . V. Bodwell, of Victoria, a prominent barrister, represented a company, backed, it was said, by the Great Northern, which was
ready to build the road in question and to make a connection by ferry with
Sidney, and thus over the V. & S. with Victoria. A Railway Aid Act was
passed, enabling the Government to borrow $5,000,000 for this purpose, and
for building a bridge over the Fraser River at New Westminster, and aiding
the V. V. & E . for 330 miles, a line to the north end of Vancouver Island,
the Midway and Vernon, a railway from Kitamat to Hazleton, and one from
Golden to Fort Steele, to the amount of $4,000 a mile. I n this measure the
Government took power to make contracts for the lines in question. A number of the members feared the influence of the C. P . R. and made strong protests in caucus. Among these were Captain Tatlow and H . D . Helmcken,
of Victoria; but the real difficulty was that of the attitude of Martin and several members of his party. Though nominally in opposition, Martin became
very friendly with the Premier and intimate in political affairs. I n fact it
was suggested that he was the Premier's closest adviser. This marked the
point where the breaking up of existing parties began. Messrs. Martin, Brown
and Mclnnes supported the Government railway policy, and it was suggested that Martin inspired it. Smith Curtis parted company with his old
partner and political associate. Messrs. Helmcken, McPhillips, Tatlow, Garden, Hall, Hayward and Murphy openly resented the alliance.
During the session Hon. J . H . Turner, Minister of Finance, was selected
for the post of Agent-General in London, England, and for that purpose he
resigned on September 3rd. The straining point in the political situation was
reached, when Mr. Dunsmuir invited J . C. Brown, a member of Mr. Martin's party and for a time his minister, to enter the Cabinet as Provincial Secretary, the Hon. J . D . Prentice being transferred to the portfolio of
Finance and Agriculture. This provoked a crisis. The influence of Mr.
Martin with Mr. Dunsmuir was herein publicly demonstrated. Other members of the Cabinet protested, but Mr. McBride, Minister of Mines, alone
resigned. I t was a tactical and inexcusable blunder on the part of the Premier, but a malicious intention on the part of Mr. Martin, who well knew
the effect of such a move on the political situation. I t afforded him intense satisfaction and amusement at the same time. A complete political readjustment of the Legislature, when it met again in 1902, was brought
about. Some dozen supporters of the Government trooped into opposition, and several followers of Mr. Martin joined them. On the other hand,
the Government was reinforced by six members of the Opposition, and had
still a working majority. But events soon altered the complexion of affairs.
Mr. McBride solidified the opposition to the Government on anti-Martin
lines, and met Brown, the new minister, in his bye-election at New Westminster, defeating him on September 18th. That result was a severe blow,
more particularly as a bridge was being built across the Fraser River by
the Government. Mr. Brown resigned, and there was political and ad[150]

ministrative inaction for a time. Suspense was great, and dissatisfaction
with the general condition of affairs developed rapidly. The country was
clamouring for railways, but as the railway legislation of the past session depended for success on co-operation at Ottawa, nothing came of it. To allay
public feeling about the V. V & E., the Hon. Edward Dewdney, C. E.,
was appointed to make a reconnaissance survey of the proposed route over
Hope Mountain, about the practicability of which there were very grave
doubts. The Government in any event was powerless to relieve the situation, and the Premier in letters to Sir Wilfrid Laurier on the question of
the financial relations of the Province and the Dominion strongly called for
assistance, especially in respect to railways, and in a long manifesto to the
electors clearly and ably set forth the condition which affected the situation.
H e outlined a policy which, had it been put into effect, would have involved
important results. The Government, however, was not much in earnest about
its policy, and was too much demoralized to give it serious attention. These
efforts had the effect of soothing the public mind for the moment, and in
the meantime an election contest came on in Victoria which was waged desperately for several months. Col. the Hon. E . G. Prior was appointed
Minister of Mines to succeed Mr. McBride in that office, and Mr. E . V.
Bodwell contested the bye-election. The entire forces of the Government and
the Opposition were thrown into the fight with the utmost vigor. The fate
of the Government was bound up in the result. The former had a railway
policy endorsed and confirmed by the Government—namely, the construction of a line of railway from Victoria via Bute Inlet to Yellowhead Pass
j—a revival of the old British Pacific. I t had, however, this advantage over
the earlier proposal, that an actual contract was made with the Canadian
Northern to build the fine and connect it with their system when extended
from Edmonton to the Rocky Mountains. Col. Prior made solemn promises
on this subject, and was elected by a small majority. As a matter of fact
the election took place on March 10th, and the Legislature having opened
on February 20th, the railway question became at once the outstanding
issue. The Speech from the Throne outlined an ambitious programme, including continued negotiations with the Government at Ottawa as to better
terms, a Provincial commission regarding freight rates, measures with respect to cold storage, re-distribution, settlement of unoccupied lands, railway
construction on a large scale and the establishment of pulp and paper industries. Mr. Richard McBride at a caucus of the Opposition was elected
leader of the Opposition. The session was long and stormy, and was marked
by the use of much abusive language and by many personal charges.
Some of this acrimony was freely reflected in the press. Motions of censure and non-confidence rapidly followed each other in frequent and varied
forms (1). The Government had a clear majority of four. Owing to his
position as holder of the balance of power and his pre-eminent parliamentary ability, Joseph Martin was the outstanding figure of the session. The
original arrangement with the Canadian Northern provided for a cash bonus
of $4,800 per mile for fifty miles on the Island, $4,000 per mile to Quesnel and $4,500 per mile thence to Yellowhead Pass. In addition it provided
(X) The Canadian Annual Review, 1902.
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for a grant of 20,000 acres of Crown lands for every mile of standard
gauge railway constructed. At the same time the Government had entered
into negotiations with McLean Brothers for the construction of the CoastKootenay line on terms practically similar. Both contracts were subject to
receipt of financial assistance from the Dominion. J. N. Greenshields, K. C ,
of Montreal, and representatives of the Canadian Northern were in attendance, and a fierce lobby fight ensued. Mr. Martin and his following were opposed to the land grants, and it soon became evident that the contracts in
their original form could not be carried through the House. As a result
legislation was passed confining the subventions to cash subsidies alone,
much to the disgust of the railway contractors who practically threw up the
fight as soon as the decision was announced. During the session two of the
supporters deserted the Government in the Legislature, but two others, W ,
H . Hayward, of Esquimalt, and H . D. Helmcken, of Victoria, came back
into the fold, as supporters of the proposed railway legislation.
A delicate situation arose over the fact that the Canadian Northern
proposed to acquire the E. & N. Railway, which was owned by the Premier. He, however, was unable to complete the sale, owing to his inability to
make arrangements with his American partners, and the Canadian Northern were given an independent charter covering practically the same route.
In November, 1902, Mr. Dunsmuir acquired the entire holdings of the E . &
N. Railway, too late, however, to be of service in connection with the Canadian Northern Railway. These transactions of his were the subject of scathing criticism in the Legislature, and became the subject of investigation by
Mr. Justice Walkem, who was appointed a commissioner to enquire into the
matter. Mr. Smith Curtis, who had made the charges, finally withdrew from
the prosecution on the ground that the Commission refused to allow a certain unpublished despatch to be put in as evidence, and the Commission
came suddenly to an end without damage to anybody. Re-distribution by
which the representation in the House was to be increased from 38 to 42
members after railway legislation was the most important issue. Many
other matters occupied the attention of the Legislature, which was prolonged to June 21st. In May the Premier left for England to be present at the Coronation ceremonies incident to the accession of King Edward V I I to the Throne, and there was a lull in political activities until his
return in the fall of 1902.
Meanwhile, Mr. Dunsmuir had become tired of his leadership, and had
several times expressed his determination to resign. Opinions were divided
as to who should be his successor—the Hon. D. M. Eberts, the Attorney
General, or Col. the Hon. E. G. Prior, Minister of Mines. Both had been
prominent figures in politics, and both were stalwart Conservatives. Each
had peculiar claims to the position. On November 21st, Mr. Dunsmuir resigned, and recommended Col. Prior as his successor. The Cabinet remained
the same, except that Mr. Dennis Murphy, a Liberal and a member of the
McBride opposition, and W. W. B. Mclnnes, a Liberal and a supporter of
the Dunsmuir-Martin aobninistration, became Provincial Secretary and President of the Council, respectively. The selection of Mr. Murphy was a surprise to everybody, particularly to his political associates, and various reasons were given to account for it. However, no sooner had he come to Vic[152]
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toria and had been sworn in than he returned to Yale, presumably to conduct his bye-election, when his resignation was announced, much to the consternation of the Government and the delight of the Opposition. His retirement from public life was announced to be permanent and for personal reasons. Mr. Joseph Martin, on December 1st, wrote a letter to the press, taking up the cudgels against the new Government, severely criticising it and
demanding to know what its railway policy was. Mr. Mclnnes was successful in being re-elected in North Nanaimo, but Mr. W . T. Paterson, now
Lieutenant-Governor, succeeded in capturing North Victoria for the Opposition. This seat had become vacant by the death of the Hon. J . P . Booth,
Speaker.
During the year 1902 Federal affairs in the Province had not been
lacking in interest. Three most important conventions were held, one by
the Liberals in Vancouver, marked by a struggle between Hon. Joseph
Martin and Hon. Wm. Templeman for the post of nominal leadership, in
which, after a most exciting and undignified contest, Mr. Martin succeeded,
but at the expense of his repudiation by Templeman and the orthodox Liberal party. The Conservatives met at Revelstoke and declared for straight
party lines in provincial politics, selecting Mr. Charles Wilson, K. C , of
Vancouver, as their leader. Mr. R. L. Borden, the present Prime Minister of Canada, was present, and addressed the convention. During the same
year a labour convention was held at Kamloops. A n organization was
formed of which, strangely enough, the ex-Lieutenant-Governor, T. R. Mclnnes, accepted the post of Honorary President. All of these political
conventions adopted party platforms framed with an eye to immediate political exigencies, so that they were in a large measure disregarded afterwards.
I t was essentially a period of transition. Nevertheless, the effect of these
political gatherings was to decide the rule of party fines in Provincial politics. I n this rough outline of events, omission should not be made of the
memorable visit of the Duke and Duchess of York in the fall of 1901 and
the popular demonstrations in their honour; nor of the enquiry held under
the commission to investigate Oriental immigration, upon the recommendation of which, in 1902 the Chinese entrance tax was raised from one hundred to five hundred dollars per head. This increase had the effect temporarily of practical prohibition. Reference should also be made to the financial position of the Province. The Budget Speech delivered by Hon. J . D.
Prentice showed a deficit of more than $800,000 for the year ending 30th
June, 1901. The Government's overdraft on June 30th, 1902, was $1,685,000 and as more money was required, authority was taken to float a loan of
$3,500,000, which subsequently was underwritten at 92 per cent.
The stirring events of the session of 1903 must now be considered.
One of the first acts of Premier Prior after taking office was to start in
company with Attorney-General Eberts, for Ottawa on the second "better
terms" delegation, arriving at the Federal capital on February 23rd, 1903.
Previous to that journey, an interprovincial conference had been held at
Quebec, at which pressure of public business prevented members of the Government being represented. Col. Prior, however, had written a letter to the
president of the conference concurring in a general way in the resolutions
proposed for general readjustment of subsidies, but guarding the interests
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of the Province by putting forward a strong claim for exceptional treatment for British Columbia. On the date of the arrival of the British Columbia delegation, members of the interprovincial conference were already
there for the purpose of presenting the resolutions formally to Sir Wilfred Laurier and his colleagues. The letter of Col. Prior already referred
to was submitted along with the resolutions in the form of an addendum,
without comment. I n the memorandum submitted by Col. Prior and the
Hon. Mr. Eberts to the Federal executive, the representations made were in
part similar to those of the Dunsmuir delegation, but included further considerations based on the physical character of the Province as affecting the
cost of administration and the isolated position of the Province in respect to
cost of transportation, industrial development, etc. During his return journey from Ottawa, Col. Prior, in view of the bye-election in Yale to fill the
vacancy caused by the resignation of Mr. Murphy, prepared a manifesto to
the electors in which his policy was outlined. I n a large measure it reiterated the principles laid down in the Dunsmuir programme and at Ashcroft
the Premier and his Attorney-General broke their journey to take part in the
election contest. Dr. Sanson, the Government candidate, was defeated by
Mr. Semlin, ex-Premier, and the result was regarded as indicative of the fate
of the Government. I n the meantime, Conservatives and Liberals were
preparing themselves to take clear party issues. The session of the Legislature opened on April 2nd, the Government having a prospective majority
of about two. Proceedings dragged along in a desultory and unsatisfactory
way until June 1st, when it was announced that the Lieutenant-Governor
had dismissed the Premier from office. Discussion in the meantime was
stormy and extremely personal. From the outset the prospect of accomplishing any legislative programme of importance was hopeless. The two
things which led to the disruption of the Government were—first, the investigation before a select committee of matters affecting the proposed granting of a land subsidy to the Columbia and Western Railway Company, and,
secondly, the investigation into what was known as the Cliimney Creek
bridge affair, in which a contract had been given to Col. Prior's business
firm in Victoria upon a tender submitted after the Premier had admittedly
seen the other tenders, and during which time he was acting Chief Commissioner of Lands and Works. With regard to the first, the grant to the
Canadian Pacific Railway of two sections of land in southeast Kootenay,
supposed to be valuable on account of certain coal and oil deposits, as part
of a land subsidy to the Columbia and Western Railway Company, whose
line had been built from Robson to Midway, many miles removed from the
sections in question, involves a long story of previous negotiations extending
over several years, the details of which must, for the time being, remain an
unwritten page of history. Many of these details, so far as they were
elicited in evidence, are contained in the printed proceedings of the investigating committee, and would require at least a separate chapter to make the
situation intelligible, as it affects the inner history of four preceding administrations. Two members of the Prior government were more particularly affected by the report of the committee, and before that report had
been submitted to the House, it was announced that the Premier had requested and received the resignation of these two ministers, the Hon. W . C.
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Wells and the Hon. D . M. Eberts. On the following day Mr. W . W . B .
Mclnnes resigned his portfolio, stating in his letter to the Premier that the
action was taken with a view to facilitating an appeal to the country on
party lines. Col. Prior knew, of course, that further progress in the House
was impossible, and took action with a view to reorganization of his Cabinet
before a general dissolution. A new complication, however, suddenly arose
which completely altered his status and his expectations. H e was confronted
with a charge preferred to His Honour, the Lieutenant-Governor, in connection with the Chimney Creek bridge. H e invited an investigation by a
select committee, who reported a simple statement of facts without offering any conclusion. Messrs. Eberts and Wells denied the charge against
them, and severely criticised the action of the Premier, while the Hon. Mr.
Prentice, Minister of Finance, used rather unparliamentary language in trying to explain that the Premier had ministers who were unfaithful to him (2).
A motion to adjourn moved by the Premier was defeated by 17 to 14,
and he then intimated he would ask His Honour to come down next day
and prorogue the House. H e had previously intimated that the LieutenantGovernor had promised him a dissolution. The Lieutenant-Governor,
however, decided, as the result of the report of the investigation to dismiss
him, and in his letter of dismissal took occasion to say that, "While admitting that you must have honestly considered that you were doing no wrong,
I am, to my sincere regret, unable to continue feeling that confidence in
your judgment which would justify me in acting any longer on your advice."
Technically, Col. Prior as Premier committed no wrong, as his company
was a limited one, but the acceptance of his firm's tender was considered by
the Governor "so completely at variance" with what he had always understood "to be the true principle of parliamentary independence of members,
and above all of ministers of the Crown," that he was forced to the decision at which he had arrived. Thus ended the era of transitional politics
in British Columbia. On June 1st, the Lieutenant-Governor called upon
Mr. Richard McBride, the leader of the Opposition, to form a Cabinet and
he did so by selecting exclusively members of the Conservative party. The
Opposition, as then constituted, was made up of both Liberals and Conservatives and his action in overlooking those of the Liberal persuasion was severely criticised as acts of ingratitude and even treachery on his part. The
truth is, however, that he had been forced to take this position owing to the
strongly pronounced policy of both the Liberal and Conservative conventions,
and as the issue had to be forced sooner or later he cut the Gordian knot by
deciding at once in order to establish that which both political parties had
asked for and clearly saw was inevitable. H a d Mr. McBride formed a composite government and gone to the country, there is no doubt that, in the
existing state of public feeling, he would have been returned triumphantly
at the head of the polls. On the other hand, by going to the country as
leader of the Conservative party, he took his political life in his hand and
courted defeat, because at that time the Province returned a solid delegation
of seven Liberals members to the Federal House. His Cabinet was made up
as follows: Hon. R. McBride, Premier and Chief Commissioner of Lands
(2) Canadian Annual Review, 1903.
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and Works; Hon. R. G. Tatlow, Minister of Finance and Agriculture; Hon.
A. S. Goodeve, of Rossland, Provincial Secretary; Hon. A. E. McPhillips,
Victoria, Attorney-General; Hon. R. F. Green, Slocan, Minister of Mines;
Hon. Charles Wilson, President of the Council.
By agreement among the members it was decided to vote supply before the adjournment of the House, and rather a curious departure was
made in order to render this possible, as there was no Finance Minister
to take charge of the votes in the House. A committee of ten members, of
whom Capt. Tatlow was chairman, prepared the estimates and Capt. Tatlow presented them to the Legislature, in the meantime Hon. Richard McBride being the only member of the new Cabinet in office. The Legislature
adjourned and dissolved, and the several political parties prepared for the
coming contest, adopting platforms as approved by their respective leaders
in convention. Needless to say, the campaign was vigorously conducted on
all sides and until several days after the election which was held on October
3rd, there was uncertainty as to the result, which finally stood as follows: 22
Conservatives, 17 Liberals, 2 Socialists and 1 Labour member, the Conservatives having a clear majority of two over all the rest. One result of the
election was the defeat of Mr. Joseph Martin in Vancouver by a large majority and his announcement that he had left politics in disgust permanently.
Another result was the defeat of two cabinet Ministers, Hon. A. S. Goodeve, in Rossland, by Mr. J. A. Macdonald, now Chief Justice of the Court
of Appeal of British Columbia, and Hon. A. E. McPhillips in Victoria.
On November 5th, the cabinet was reorganized as follows: Premier and
Minister of Mines and Provincial Secretary, Hon. Richard McBride; President of the Council, Hon. F . J. Fulton; Attorney-General, Hon. Charles
Wilson; Chief Commissioner of Lands and Works, Hon. R. F . Green;
Minister of Finance, Hon. R. G. Tatlow (3). On October 19th, a caucus of
the Liberal members was held at Victoria for the election of a leader and the
choice fell on Mr. J. A. Macdonald, of Rossland, who, without being
showy or magnetic in leadership, proved to be a very safe leader and a keen
critic in opposition. On November 26th, the new Legislature was opened
(3) The changes In t h e m i n i s t r y since t h e formation of t h e Cabinet above referred to, a r e indicated in t h e following table:
J
DATE
4
NAMES
PORTFOLIO
FROM
TO
Hon. R G. Tatlow
f Minister of Finance and A g r i c u l t u r e
1 J u n e 1903
21 O c t 1903
) Chief Com'r L a n d s and W o r k s
31 Dec. 1906
7 Mar. 1907
Hon. Chas. Wilson, K. C
J President of Council
1 J u n e 1903
5 Nov. 1903
Attorney-General
5 Nov. 1903
15 Mar. 1906
Minister of Mines
1 J u n e 1903
5 Nov. 1903
Hon. Robert P . Green.
Chief Com'r L a n d s and W o r k s
31 Dec. 1906
7 Mar. 1907
Hon. A. S. Goodeve
J Minister of Education
31 Dec. 1 9 0 * ^ . . . . . 18 May 1904
. Provincial Secretary
1 J u n e 1903
5 Nov. 1903
President of Council
5 Nov. 1903
6 J u n e 1904
Prov. Sec'y and Min. Education
18 May 1904
31 Dec. 1906
Hon. F . J . Fulton, K. C
-{ Attorney-General
15 Mar. 1906
24 J u l y 1907
Chief Com'r L a n d s and W o r k s
7 Mar. 1907
21 O c t 1909
^Chief Com'r of L a n d s
21 Dec. 1908
21 Oct. 1909
Hon. F. L. Carter-Cotton
President of Council
6 J u n e 1904
10 O c t 1910
Hon. William Manson
Prov. Sec'y and Min. Education
31 Dec. 1906
27 Feb. 1907
H o n . H . E . T o u n g , M.D..LL.D.. .Prov. Sec'y and Min. Education
27 F e b . 1907.
Hon. W. J. Bowser, K. C.,
Attorney-General, Com'r Fisheries
24 J u l y 1907.
and Minister of Finance
22 O c t 1909
10 Oct 1910
Hon. Thos. Taylor
j . .Minister of Public W o r k s (1st)
21 Dec. 1908
f Minister of Lands
1 Mar. 1909
10 Oct. 1910
Hon. Price Ellison
( Minister of Finance and Agriculture
10 Oct. 1910
Hon. W. R R o s s
Minister of L a n d s
10 O c t 1910
Hon. A E. McPhillips
President of Council
10 O c t 1910
!.!!!!!!!"
Among t h e Ministers who have served in t h e McBride administration, and one who, probably n e x t
to t h e P r e m i e r himself, h a s exercised t h e s t r o n g e s t influence in D e p a r t m e n t a l affairs is t h e Hon W. J.
Bowser. H e is a m a n of s t r o n g personality, fluent of speech, a tireless w o r k e r and a n excellent ad-
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by the Lieutenant-Governor, and the several parties set solidly to work to
mould the destinies of the Province under conditions out of which were evolved
a new and most prosperous regime in the Province of British Columbia.
ministrator. He has probably been the most active among his colleagues in a diversified line of activities. As the law officer of the Crown his work is necessarily exacting and labourious; but a p a r t from
t h a t he h a s taken on many other duties of an administrative nature. In connection with the railway
legislation of the past seven years his duties were responsible and arduous. As Fisheries Commissioner, Mr. Bowser for the first time in t h e history of the Province h a s undertaken under the direction
of experts, a scientific investigation of the fisheries and the possibilities of fishery development in
all forms. H e obtained from the Dominion Government recognition of the Province's share in the control of the fisheries and h a s also obtained large s u m s of money a s the Province's share of the revenues
arising out of the fisheries. He has brought the control and regulation of the sale of liquor under a
system of licensing probably the most perfect on the continent. He reconstructed the Companies Act
on the basis of rigid regulations and supervision and also made many effective changes in the Land
Registry and other offices associated with the department of the Attorney-General. Under his direction
provision h a s been made for the inspection of factories, electrical energies, insurance companies, t r a m ways and social clubs. His exertions in regard to prison regulations have been along the line of advanced penology, changing the reformatories into industrial schools, establishing prison farms and girls'
industrial schools. H e h a s also undertaken the re-organization of the municipal system and h a s had
much to do with the negotiations successfully carried on with Ottawa for the settlement of outstanding
questions in dispute between the two governments. In brief, the policy of his Department and the
various activities over which he has had direction has been one of effectual control and regulation by
the Government of various public utilities and m a t t e r s affecting the safety and rights of the people.
As a public man in charge of important public offices, he h a s been and always will be, while in office,
a man to be reckoned with.
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CHAPTER XIII.
The features and incidents of the McBride administration are of too
recent date to be dealt with, except journalistically. Time alone can come
to the historian's aid and place the nine years of that period in their true
perspective. Our high estimate of today may be reversed in a decade; or,
on the other hand, it may be enhanced by the enchantment of distance.
Whatever, however, may be the verdict of the future, a review of the period
in question must, from almost any standpoint, give generally a favourable
impression of the policy, the political foresight and the leadership of the
Hon. Richard McBride. If each session of the legislature and each year of
government were a page in Provincial history, then each page would bear
the record of achievement. So far, the Government has had a record of
unbroken success and, better still, an unsullied reputation. I t is not pretended that mistakes have not been made or that the administration has been
ideal, but reviewing the results in the aggregate, even political opponents
must admit that Canadian annals at least have not furnished a parallel.
Allowing for the conspicuous good fortune visible in the workings of the McBride regime, there has also been an unusual amount of wise leadership and
sound policy to turn that fortune to good account. The Government found
the finances of the Province at a very low ebb, and the public credit seriously
impaired. To a very considerable extent that was the result of the political
turmoil immediately preceding 1903-4; it was also due to what may be described as cumulative causes, i While business throughout the Province was
gathering volume, British Columbia had not experienced in anything like the
same degree the measure of prosperity that had for some time been general
throughout the rest of the Dominion. Beyond all the other provinces of
Canada its material advancement has always depended upon stable government, upon confidence in its administration and upon its financial credit
abroad—upon the inflow and investment of outside capital and the development of natural resources. The unsettled state of politics had for some time
retarded these favouring influences. The entire situation was soon to change
and to change very rapidly. Premier McBride as head of the administration and as leader of a new party had many things in his favour, but he
had also many obstacles to success. That success, in a word, was due to the
fact that he took office at the psychological moment, and that he made the
wisest use of his opportunities. His record for the first term of the Legislature is, however, to be judged rather by the difficulties which he had to overcome than by the favourable opportunities which lay in his way, and this
establishes beyond doubt the fact that he is in no sense a mere fair weather
politician. His best efforts have been put forward under the stress of difficulties and storm rather than under sunlit skies.
Some of the incidental advantages in his favour may here be noted and
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it may be added parenthetically that the remarks applicable to Premier McBride may be held to include the Government as a whole and especially the
late Captain Tatlow, Minister of Finance, to whom in particular is due a
great deal of credit in connection with the reorganization of the finances.
Mr. McBride came into power at a time and under circumstances when the
people were tired of change and political upheaval, and also at a time when
they were in a measure prepared to accept government on party lines as a
solution of the evils from which they had suffered under other systems, and
they were willing to give such a government a fair trial. The discipline
which can be exercised through the medium of party organization, whereby
the party becomes resppnsible for the acts and policy of the government, and
the government for the party, was, in the hands of a skilful leader, a factor
•of great advantage not enjoyed by previous administrations. The Premier
was a young man not more than 33, with a winning and attractive personality
and British Columbian-born. His spectacular fight in opposition, and his
initial and early success, gave him prestige as the hero of the hour. Politically
and financially, affairs had reached a climax and any change would almost
inevitably be for the better. Notwithstanding the fact that the seven federal
representatives of the Province were solidly for the Liberal party in the
House of Commons, the Province was really Conservative at heart. Premier
McBride had for the most part enthusiastic and loyal supporters in the House
at his back. These were among the adventitious factors in his favour. But
it was upon his own efforts and on those of his colleagues that the future had
to depend.
On the other hand, the obstacles in the way of success were numerous
and harassing. There was a whole network of tangles to unravel. There
was only a clear Conservative majority of one after the speaker had been
elected, and, as time went on, elements of discord not easy to reconcile developed in the Government ranks. While party lines had been established, the
Provincial politicians were new to its methods, and it was some time before
they could be successfully brought into operation throughout the Province as
a whole. Some of the oldtime politicians continued to cling to the view that
its introduction was a mistake and could not settle down easily to its acceptance. While, therefore, nominally there was a majority in tile Legislature,
the Government had to depend at a crisis upon the Socialist and Labour
members, and at this stage of affairs the diplomacy, tact, and resource display by the Premier in securing support of these members for three years,
without at the same time committing himself to their policy and peculiar
views, is perhaps the best test of his success in the leadership of men. H e
had during that period to bear silently the taunts of his political opponents
and the criticisms of his political friends in defence of an alliance which had
been described as humiliating and unholy. Never once, however, as far as is
known, did he compromise himself by that alliance, and came through the
trial retaining the friendship of his strange allies, after the necessity for such
friendship had ceased to exist, while he enjoyed the respect and increased
confidence of his own followers. No one knew, except a few of his confidants, to what dangers he was exposed, the narrow margin between success
and failure upon which he trod, or the internal troubles which he had to face
during three worrying sessions. Complications arose in connection with the
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inevitable railway problems which all but wrecked him on one or two occasions. The condition of the finances was not good, and the Government had to
adopt a cheese-paring policy of expenditure and to resort to various measures
of increased taxation and money-making. Now, taxation and economy combined are sure to be unpopular in any community, especially where spending
and borrowing have been rather liberal. I n June, 1903, the bonded debt of
the Province was about $12,500,000, and the floating liabilities about $1,500,000. The banks refused further credit. More loans in the market were not
to be thought of. I n addition to that, there were many departmental tangles
and public matters to clear up and set right—oil and coal rights in East
Kootenay, the entire reclamation scheme in the Fraser River valley, mining,
land and timber complications, E . & N . settlers' claims, pulp concessions,
disputes with the Dominion Government, railway charter subsidies, the alien
labour agitation, etc. The Government faced all these difficulties in a firm and
business-like way, its efforts, however, being all the time hampered by demands for public works and railways in various places, and by the dissatisfaction as to patronage and the smallness of appropriations and party claims.
As was shown by the result -of two bye-elections, the electorate stood by the
Government, realizing that the situation required heroic treatment in order
that better results and more improved methods might follow in due time.
Three factors from June, 1903, to the time of the next elections, in the
early part of 1907, worked strongly in favour of the McBride administration and secured the largely increased majority in the next Parliament.
First, the finances began to improve in a marked degree and deficits in the
treasury were changed to substantial surpluses. This was in part due to the
financial policy of the Government, and in part to the increasing prosperity
of the Province, the latter being coincident with returning confidence in 'j
government and more stable conditions generally. Secondly, the labour policy
of the Premier appealed to the electorate and the decided attitude and efforts
of the Government directed towards the exclusion of Mongolian immigration
were received with great favour. Thirdly, the efforts of the Government to
secure increased recognition from the Dominion Government in the line of
subsidies, and the successful mission of the Premier to Ottawa and his plucky
fight at the Interprovincial Conference, the net results of which was a grant
of $1,000,000, as a partial recognition of the claims of the Province, fired
the enthusiasm of the people and "better terms" became the chief slogan of
the elections, following the triumphal return of the Premier to British Columbia. H e had refused to accept the terms as a "final and unalterable" settlement of the claims of the Province, and made it an issue in the Legislature
and on the hustings. The result was decisive, and the Premier further enhanced his prestige and success by his mission to London, to prevent the
passage of the Imperial Act, which had as its aim the confirmation of the
readjustment of financial relations between the Provinces and the Dominion,
on terms agreed upon by the Interprovincial Conference and by resolution
which was passed by the House of Commons at Ottawa. I n this mission he
was entirely successful, and upon his return in the summer of 1907 received
a second series of ovations. His majority in the second Legislature was
about ten over all other parties, and he was thus free to carry out his programme independently of all combinations. I n the main, the Socialists and/
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Labourites still continued their support on all non-contentious measures—
that is to say, on measures in which their own policy and views were not at
variance with those of the Government. The revenues of the Province still
continued to increase by leaps and bounds, and reflected the increasing prosperity of the Province very materially. The Legislature passed a number of
useful measures dealing with education, the control of water rights, the provision for a Provincial University, the reorganization of dyking schemes on
the Fraser, the amendment of the land and timber laws, the reorganization of departments, etc., etc., still, however, adhering to rigid economy and
the piling up of money in the treasury and the reduction of the public debt.
It was not until 1909 that the Premier decided to take a long step ahead in
several important directions. One was the appointment of a Forestry Commission for the thorough investigation of forest conditions, having as its object a new forestry code and the conservation of timber resources. Another
was the reorganization of the Civil Service under a Civil Service Code. Still
another was an extensive system of Crown lands survey, a project which, on account of the great expense involved, was not undertaken before. But the greatest and the most momentous of all in its consequences, was the railway policy described at length in another chapter. This measure brought with it the loss
of two Ministers, who were frightened by the magnitude of the proposals
it involved, but it won for him the country by a majority almost unprecedented in Canada—38 members in a House of 42, which majority was subsequently increased by one, in the defection from the Opposition of Mr.
John Jardine, member for Esquimalt.
1
The Province had now a largely reduced debt and a big surplus in the
bank drawing interest, and the Government, with several accessions as cabinet material, launched out on a programme of public works and other improvements beyond anything heretofore attempted or thought of in British
Columbia. The opening of the northern interior by the construction of the
G. T. P . necessitated extraordinary expenditures in the way of roads, bridges,
surveys, and other services created through development, and the increased
prosperity and progress in all directions brought demands which even the
Legislature from one session to another could not possibly anticipate. The
extensive programme of railway building and big monthly pay rolls stimulated a great many activities and brought into life new business of all kinds.
This extraordinary stimulation of business had its reflection not only in real
estate and land and timber transactions, which were the first to feel the effects
of the circulation of money, but in every branch of trade and industry. I t
also attracted many business men and investors from other parts of the Dominion, from the United States, from Great Britain, and particularly from
the Middle West of Canada, to participate in the extraordinary prosperity.
The money-making opportunities of the prairie country had not been overlooked in the scramble for riches, and many of the more fortunate found
British Columbia not only an inviting field for speculation, but peculiarly
attractive from a climatic, a social, and a touristic point of view. Generally,
that condition of things continues to exist at the present time, although there
are not signs wanting that the speculative tendencies are in excess of productive energies, and it is becoming gradually more obviously that, for continued prosperity on a permanent basis, the industrial pay rolls must be pro[162]
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portionately increased to maintain the circulation of money after the elements
of inflation have been eliminated. I t was on the flood tide of these events thus
indicated that the Premier decided to go to the country in March, 1912. The
railway policy of 1909 demanded an endorsement for its continuance to complete the two systems already begun, and to meet the large requirements created by business expansion. There were also in the near future the imminent
exploitation of the Peace River district, and the opening of the Panama
Canal. Political conditions in fact were wholly favourable to dissolution and
an appeal to the country. Hon. R. L . Borden, Conservative leader, had led
his party to triumphal success largely as the result of the introduction of
the reciprocity question. Conservatism was dominant everywhere. Times
were good, and extreme optimism was in the ascendancy. The Government
at Ottawa had agreed to the appointment of a Commission to adjust permanently the claims of the Province against the Dominion, a long standing grievance^—and to certain representations of Premier McBride, in respect to
the matter of Japanese immigration. Premier McBride in going to the
country held, so to speak, all the trumps in his hand. Victory was a foregone conclusion. The Opposition could only appeal to the electorate, practically almost on the sole ground that a strong opposition of whatever kind
in the Legislature was in the interests of the Province. Towards the end of
the brief campaign, a clean sweep seemed inevitable. The actual result was
the entire elimination of the Liberal opposition, while two Socialists, in labour constituencies, were elected by very narrow majorities.
Even apart from a railway policy the results would not have been
materially different. Indeed, the very magnitude of the railway proposals
seemed rather to excite fear in some quarters, and many Conservatives expressed the view that a position in which the Government encountered no
opposition was fraught with danger to the Conservative party and to the
Province. Paradoxical as it may seem, Premier McBride was the weaker
on account of his great strength. On the record of his Government he had
absolutely nothing to fear in any single constituency. His land policy, it is
true, was not ideal, but the land department had been administered spotlessly
and in that respect, as in that of other departments, the record was clean.
Nor had the Opposition, with all its criticism of the land policy, presented
anything practical to take its place. Criticism was all negative and general.
During the election campaign a pamphlet entitled "One Hundred and More
Facts Respecting the Nine Years' Record of the McBride Administration,"
was widely circulated, and while the facts recorded carried great weight, it
might truly be said the greatest of these was the Hon. Richard McBride
himself (1). Because, after all, the people love a picturesque and popu(1) A review of the legislation and administration acts of the McBride government would be a lengthy
task. The pamphlet referred to enumerates 160 facts worthy of note. Some of t h e more important
of these may be referred to briefly: Government on party lines, which has produced results in this
case even better than anticipated, although the system is never free from political abuses; freedom
from scandal, formerly a t least, a large part of the stock of Canadian party politics; thorough reorganization of the finances of the Province, on a sound basis, and the complete restoration of Provincial credit; securing the rights of settlers in E. & N. Railway belt, a long-standing question of dispute;
the satisfactory settlement of the removal of Songhees Indian Reserve, which, for over forty years had
been an eye-sore, and more or less of a social evil, right in the heart of the city; important, though
only partial recognition of t h e claims of British Columbia for better terms, and the completion of an
arrangement with the Federal Government for a final settlement of all outstanding questions between
the two Governments by means of a commission; transfer of the administration of water rights in the
Dominion Railway belt to the Province, recognition by the Dominion Government of Provincial interest
in foreshore rights, $140,000 for fishery licenses ($56,000 of which came from the Dominion Government
as recognition of the Provincial share in former years), and acknowledgement from the Dominion Gov-
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lar leader. He is always the greatest of political assets to a party. Hero
worship is as strong now as ever. In politics, Disraeli, Gladstone, Sir John
MacDonald and Sir Wilfrid Laurier, not to extend the list, are conspicuous
examples. In British Columbia Richard McBride has filled the place which
these leaders occupied in their wider sphere, and has been fortunate in having
found and created conditions peculiarly favourable to success. H e has been
wise enough to retain uncliminished^the qualities which made him popular and
not to abuse the confidence reposed in him and his Government, which has
been described as "an administration without a scandal." While bold in policy, Premier McBride has been extremely conservative and careful in action,
and refuses to rush into a course which he does not see clearly before him, or
allow his hand to be forced by any amount of popular clamour. Above all
else, he is "wise." He is neither a wide reader, nor a deep student of books,
and, beyond fixing the outlines in his mind, his speeches are never prepared.
As a public speaker, therefore, he is sometimes disappointing, but on the
other hand, he is frequently powerful, convincing and strong. Few men on
the spur of the moment can, on the floor of the House, make an announcement, or explain a situation so clearly and impressively. Like Sir John
Macdonald, he has the faculty of reaching the heart of his subject in a few
words, and when it suits his purpose, he can express himself in admirably flowing and non-committal terms. He has Sir John's gift of imagination and
practical insight into public affairs, and a knowledge of men and their motives. Pre-eminently, he is a man of intuitions, and his wisdom is of the
world, gained from his human sympathies and contact with men and their
affairs in the concrete, and in their actual relations to life. In some respects
he resembles Sir Wilfrid Laurier—he might be said, indeed, to be of that
ernment that B. C. should be consulted in connection with the framing of the new treaty with Japan so
far as it affected the question of immigration; reorganization of the Fraser river dyking schemes on a
better basis; taxation commission for the purpose of revising the taxation laws and equalizing Provincial assessments; inspection of trust companies, factories, electrical enterprises, tramways, legal offices, and licensing of clubs; taxation of canneries and salteries; change of reformatories into industrial
schools, establishment of prison farms and girls' industrial schools, introduction of juvenile courts, radical change of insane asylums into very complete and modern mental hospitals; inspection and sanitation
of mining, logging, railway and fishing camps, medical inspection of schools, liberal assistance to the
sanatorium for tuberculosis and reorganization of the system of extensive and uniform aid to hospitals
and charities; very rigid control, inspection and regulation of hotels and the sale of liquor; adoption of
system of special timber licenses and the establishment, through the recommendations of the Forestry
Commission, of a very modern system of forestry and forestry bureau, providing for comprehensive
and thorough fire protection, conservation of timber resources, reafforestation, watershed protection and
non-export of timber; reconstruction of the Companies' Act on English lines; assumption of the control
of fisheries In territorial waters; royal commission to investigate municipal affairs; establishment of
a thorough system of good roads, with scientific methods of road-building and road-building machinery,
standardization of bridges, of permanent steel and concrete structure, all under road superintendents
and the direct control of engineering experts, and the creation of interprovincial highways; development of Strathcona Park on Vancouver Island, 941 square miles in extent, as a National pleasure resort and a game preserve; reorganization of all departments of the Government under the provisions of
a Civil Service Code, providing for regular promotion in order of merit and for uniform increase of
salaries; the reorganization of the educational system on the basis of popular control; the establishment of a Provincial University; night and superior schools, manual training, free text books, physical
drill and military training, domestic training, and the Royal Institution of Learning; great expansion
of public services in connection with the Department of Agriculture, with increase of appropriation from
$20,000 per annum to $285,000, providing for demonstration orchards, fruit packing schools, expert instruction in all branches of agriculture and horticulture, reorganization of various associations and institutes on wider and more useful basis, experimental work in pre-cooling and storage of fruit, thorough
Inspection of fruit nursery stock and orchards, and Royal Commission to investigate agricultural conditions; fair wages and employment of white labour on all public works, inspection of industries, model
coal mines and general mining regulations, with adequate provisions for safety of miners underground,
modern safety appliances and training in mining rescue work, and a Royal Commission to investigate
labour conditions; a department of railways created with complete control and supervision of rates
on railways under provincial jurisdiction, and 3,000 miles increased railway mileage between 1903 and
1915; extensive surveys of public lands and very complete equipment for printing and distribution of
maps and literature through the office of the Bureau of Provincial Information and the Agent-General's
office in London. In this latter connection the department of agriculture, in conjunction with the two
offices just named, carried on a very extensive campaign of publicity, and did notable work in exhibiting fruit products in the Middle West of Canada, in Great Britain and in the United States, winning
all trophies in every class for a period of five years in competition with the world. The work of the
Government for nine years has been in all departments up to date, business-like and practical with
Invariably good results.
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type of man—but, while he lacks the historical perspective with which Sir
Wilfrid's oratorical fancies are painted, and has not the same intellectual
graces and literary subtleties of expression, he has the constructiveness and
practical aptitude in which the other is notably lacking. Sir Wilfrid is a
child in finance and a(lministrative detail. The Premier does not possess a
largely developed business or commercial instinct, but he is an organizer, has
a marvellous memory for details, and is not easily deceived as to the merits
of any commercial or political proposition laid before him. Apparently always at his ease, and leisurely in his methods, he accomplishes more than the
ordinary man at the least expense of nervous force. In brief, without going
into a more detailed analysis, he seems to have been born for the position
which he occupies, and to be capable of filling a similar post calling for similar capabilities in any sphere of action however wide. Established as he is,
in almost supreme command of his party and of the destinies of the Province,
he has great opportunities in front of him and great responsibilities to face. It
must be left to history by the records of the next ten years, to determine his
true fitness for, and status in, politics and statesmanship. To judge by the
impress stamped by himself and his government on the fortunes of British
Columbia during the decade which has elapsed, he is likely to remain the
outstanding figure of this particular period in British Columbia history (2).
(2) Reference in the foregoing h a s been made to the late C a p t R o b t Garnet Tatlow, minister of
finance and agriculture from 1903 until the elections of 1909. His resignation from office and subsequent death was a great loss to the Province, t h e finances of which he did so much to improve and
place on a sound footing. Deceased came to the Province a s an officer of "C" Battery, resigning to
take the private secretaryship to Lieutenant-Governor Cornwall. Afterwards he engaged in real estate
and general financial business in Victoria and Vancouver, being a pioneer of the latter place. He
was a member for t h a t city during three legislatures, being first elected in 1900. He a t first supported
the Dunsmuir administration, but followed Richard McBride into opposition in 1901, and in 1903,
upon the l a t t e r becoming Premier, joined his administration and devoted himself assiduously to the
work of his department with conspicuous success. C a p t Tatlow also took a keen interest in agriculture and a t the time of his resignation had planned reorganization of t h a t department on lines since
followed.
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AND INDUSTRIAL

DEVELOPMENT.

C H A P T E R XIV.
I n a chapter devoted to the Canadian Pacific Railway and in preceding
chapters, a great many particulars were given incidentally as to the inception and progress of that enterprise, which was the pioneer of other lines.
The Esquimalt and Nanaimo Railway forms also part of the earlier history of what might be called the railway period of the Province. That railway was built to round off the scheme of uniting British Columbia with
Canada, the adjustment of the details of which occupied many years of not
altogether pleasant negotiations. I t may be said in fact that railway policies
have been the supreme issues in politics ever since Confederation; indeed,
it may be said that the Province came into Confederation for the sake of
railways and for nothing else.
One of the first of many railway projects which were brought before
the Government for consideration, after the settlement of the original enterprises was accomplished, was the Columbia and Kootenay from the outlet of
Kootenay Lake—where Nelson is now—to the Columbia River, in conjunction with a line of steamers from the boundary fine to the head of navigation at or near Eagle Pass. This project was the subject of a great deal
of discussion in the legislature, and in the press, and at public meetings.
The promoters asked for 1,500,000 acres of land and all the minerals and
timber, etc. The legislature guaranteed 750,000 acres, as a subsidy, the
same to provide for running steamers on the Upper Columbia River,
and the company was to survey its own lands. Three millions of money
were to have been expended on the enterprise, which, however, never came into
practical effect (1). I n the same year an act was passed incorporating the Fraser River Railway from New Westminster to Blaine, Washington. This afterwards became known as the New Westminster Southern. Construction was delayed for some time on account of the monopoly clause in the Canadian Pacific Railway Act, although that saving clause in regard to railways running south to the International line was
really only intended for the protection of the national railway in the Middle West (2).
(1) The late J. C. Ainsworth, of Portland, after whom Ainsworth on Kootenay lake is named, was
one of the principal promoters. The late Gilbert Malcolm Sproat was commissioned by the Government
to explore and examine the Kootenay district affected by this proposed line, and his able and interesting
report is to be found in the sessional papers of the following year. At the same time the late A S. Farwell, C. E., made an exhaustive report on the Baillie-Groham scheme intended to reclaim about 50,000
acres of excellent land in southern Kootenay subjecfSto an overflow. The project did not succeed. A
subsequent enterprise seeking to reclaim by dyking was not more successful.
(2) The Westminster Southern was one of the very first railways in British Columbia to be undertaken after the construction of the main line of the C. P. R. The promoters were a group of very
enterprising men of New Westminster city, among whom were John Hendry, David McNair, C. J.
Major, t h e late Benjamin Douglas, the late H a r r y Elliot the late Alex. Ewen, the late John Webster
(with whom was associated the late Henry Edmonds), G. E. Corbould, ex-M. P., Judge Bole and T. J.
Trapp, who was secretary, and who was a recent candidate for the mayoralty of New Westminster.
The line was projected t o extend to Blaine. The charter was obtained in 1885, and it was proposed
to connect a t t h a t point with the Blaine and Seattle Railway. The preliminary arrangements were beset
with many obstacles, financial and otherwise. To begin with, under the charter for the construction
of t h e C. P. R no railway was allowed to run south of its line to connect with an American system.
of railway. The Company were negotiating at Ottawa for a Dominion charter, and petitioned to be
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The Government and the Legislature which, up to a comparatively recent date, never gave up the idea of making a railway from the mainland
to the Island across Seymour Narrows an accomplished fact, incorporated in
the session of 1889 what was known as the British Pacific Railway, of which
the late Hon. Robt. Dunsmuir was the prime promoter. I t was stoutly opposed by the members of the lower mainland, but was successful in obtaining
land grants of 20,000 acres per mile. It was proposed under that charter
relieved from this restriction, but just as they were on the point of success, the monopoly clause of
the C. P. R. was rescinded as the result of the agitation in Manitoba. A contract was made for the
construction with Senator Canfield of Washington Territory, but the undertaking proved too large for
him, it was taken over and subsequently, after considerable negotiations, given to Nelson Bennett of
Tacoma. It was built under the engineering supervision of J. J. Donovan, later superintendent of the
Bellingham Bay and British Columbia Railway, and now of Bellingham.
It was opened with considerable eclat in 1889 with a celebration at Blaine, at which LieutenantGovernor Nelson and Governor McGraw of Washington attended officially. The New Westminster Southern operated for years with a tri-weekly service and connected with New Westminster by means of a
ferry. It was not until it was amalgamated with the V. W. & T. and made regularly part of the Great
Northern system that, by means of a bridge over the Fraser River, it has become of real importance
in the development of the district through which it ran.
Mr. John Hendry in 1894 became active in forming a company which acquired a local charter for
a railway from Vancouver, extending east through the Cascades, touching at North Vancouver, Squamish, Lillooet, Anderson Lake and to and through the Cariboo country. It proved, however, to be too
early for this undertaking, and the project lapsed. It will be seen, therefore, that even at this early
date, before the Yukon had been discovered or exploited, Mr. Hendry had recognized the great possibilities of the route indicated, which have been brought into such prominence by the development of recent years. In the chapter on railways in the Tear Book of British Columbia, 1897, the following
passage occurs:
"The railway of the future is neither the Penticton line nor the British Pacific, nor any one yet
built or projected, but one of which all these would become tributaries and essential links. Reference
Is made to a railway from the South to the North extending through the great Interior Plateau of British
Columbia and as far north as the mineral belt is accessible and having its outlet it may be, in Alaska
at the mouth of the Yukon, and connecting ultimately with the Siberian Railway now pushing eastward
to a Pacific port. It has long been talked of as a possibility, but has never until the present entered
the sphere of practical politics. The recent live Issues, however, respecting routes to the Yukon have
brought it prominently to the front, not only as a possibility, but as a probability as soon as the financial resources of the country will permit, or capital is available. The maps accompanying this book will
show the various routes that have been advocated, and it will be observed that they all culminate somewhere in this line, which marks itself out as the undertaking in chief. With the resources of the various sections South to North developed there is not necessarily any rivalry in the conception of the different routes, not even of the one from Edmonton; because, taking the Boundary country as a start,
and following up the Okanagan Lakes to and by way of Vernon to Kamloops, from Donald and Golden,
from Revelstoke and from Kamloops, through the Canoe River Valley; from Ashcroft through Cariboo;
from Bute Inlet to Quesnel; from Edmonton via Tete Jaune Cache; from Kitimat to the proposed Stikine and Tesline line; or from any of the ports at present in Alaska—there is a raison d'etre for the
existence of each. They would all form feeders to the central line, which in turn, as a main artery
of the system, would afford them traffic and incidentally develop a series of very rich districts, through
which smaller networks of vein communication would be distributed. Instead of acting as rivals they
would materially assist in each other's success, and altogether would constitute the most complete exemplification of the benefit of an all-Canadian and British Columbian route to the Klondyke."
This forecast of the situation, made in 1897, is proving almost literally true at the present time,
which marks a policy and convergence for all these lines.
In 1900 Mr. Hendry, together with a number of enterprising citizens of Vancouver and New Westminster secured a Dominion railway charter from New Westminster, buying out the rights of the
Provincial charter as far as Lillooet and thence up the Fraser River by Quesnel to Fort George and
to the northern boundary of the provinces and thence again to Dawson and boundary line between
Alaska. Mr. Hendry, by reason of his association with J. J. Hill, was able to raise money sufficient
to build and equip the road from New Westminster to Vancouver. It was taken over by the Great
Northern, and is now part of that system, operating through Blaine and from Port Guichon. The portion of the line proposed to be built to Fort George from Vancouver with a branch line to Edmonton,
and to the Yukon, is still in the control of the original charter holders, and it is one of Mr. Hendrys
ambitions to see it constructed in the near future.
In this connection, reference is necessary to the Fraser River bridge at New Westminster. The
proposal to erect this dates from a considerable time back. It was first put in definite shape in 1896,
by the late Mr. C. H. Wilkinson, of London, England, the promoter of the White Pass Railway, who for
a time had in hand the building of the V. V. & E. Railway. His proposal for a guarantee was not
entertained by the Legislature, and the project for the time being was dropped. There were various
suggestions made, and the subject occupied the attention of the local press and politicians, but was
considered too large an undertaking for the Province to handle alone. At that time our finances were not
in a flourishing condition, and it was only political considerations which rendered it inviting. The Provincial Government in 1900 and 1901 opened up negotiations with the Dominion Government with a view
to a subsidy being granted to the Province of 26 per cent, of the cost, the usual subvention allowed to
bridges of that character in other parts of Canada. The Ottawa Government refused to establish a precedent by subsidizing a purely provincial enterprise, but was willing to grant a subsidy to a private company organized for the purpose. About this time, Mr. John Hendry made propositions to both
governments in the name of a provincial company. He stated in a letter to the press that he was
assured of Dominion Government assistance, but popular sentiment, as expressed, was strongly In favour
of its construction as a public work, and it was undertaken as such by the Dunsmuir Government,
not (it may be candidly stated) without an eye to the political advantage which it would possess, and
not without some fears on the part of conservative public men that the Province was paying too dearly
for the advantage gained. It was, at that time, rather a gigantic undertaking for the Province, and
as a matter of fact cost over one million dollars; but with excellent designing under careful supervision, and capable contracting by Messrs. Armstrong & Morrison it turned out to be one of the finest
structures on the American continent. It was opened with imposing ceremonies in 1904. The traffic In
sight was restricted to vehicular conveyances from the district on the south side of the river, and the
Great Northern railway system. The vehicular trafiic paid tolls, which recently were removed, and
the railway paid an annual rental. The British Columbia Electric Railway to Chilliwack has since made
arrangements to use it and the revenue has materially increased.
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to follow the old Bute Inlet line of the Canadian Pacific Railway and to
connect the system with the E . & N . Railway. The death of the Hon. Mr.
Dunsmuir, shortly after the close of the Legislature, gave the scheme a setback and nothing was done, in consequence, although another charter practically covering the same route, was given to another company who were entitled to assume its obligations and to secure the land grant, in case the first
company did not succeed, and the charter and concessions were renewed from
time to time. The matter became an issue in the elections of 1890 and 1894.
During the latter period, Mr. R. P . Rithet, a man of large business interests
in Victoria, became the leading spirit in the enterprise, and represented by
Mr. E . V. Bodwell, his attorney, carried on negotiations with the Government. The construction of the Parliament buildings and the proposed British
Pacific Railway won Victoria for Premier Davie in 1894. The proposal took
definite shape in the session of 1896 when the Government was asked to subsidize the company to the extent of $240,000 per annum for twenty-five years,
in addition to 10,000 acres per mile for 600 miles. A t that time, and previously, the financial agents of Mr. Rithet had been actively at work in London, England (3), and elsewhere, endeavouring to finance the railway
on the prospect and under conditions of Government assistance. Strong opposition to the proposal developed among members of the Government representing some constituencies on the mainland who, while favouring it in a
general way, felt themselves unable to accept the terms proposed, and the
political situation for a time became strained. Mr. Rithet, however, was supported by practically all the members from the Island and by some from
the mainland, and the negotiations carried on by correspondence and at various interviews developed a spirit bordering on hostility. The objections on
the part of the Government were that the amount to be given by the Province was too large for it to assume in view of the financial situation and the
available sources of revenue, and there was no guarantee, and no great hope,
of any connection with a transcontinental line at the boundaries of the
Province when the railroad was completed. No proposals of a similar nature
came before the Government until 1902-3, under the Dunsmuir a<hninistration, when Colonel Prior and E . V. Bodwell made their spectacular fight
in Victoria, in the bye-election, particulars of which have been given in a previous chapter, in which chapter also are contained particulars as to the proposed bufiding of the V. V. & E . Victoria and Vancouver Island, however,
never gave up their ambition to have connection by railway with the mainland by a bridge across Seymour Narrows and of making Victoria the terminus of a trunk railway. Energetic efforts at the present time are being
put forth to induce the Dominion Government to undertake the work of
building that bridge, or, in the absence of a bridge, to establish a ferry fine
over which the trains on the line from Fort George, on a railway extending
to Bute Inlet, may cross Seymour Narrows and run direct to Victoria, and
undoubtedly the enterprise will come into effect sooner or later.
(3) The clause in the proposed agreement w a s :
"The Government shall issue bonds or stock for the sum of $6,000,000, payable in
years, and
bearing interest at the rate of three per cent, per annum, and the Government shall establish sinking
funds a t the rate of
per cent, per annum, which shall be sufficient to pay off the bonds on maturity. The annual subsidies of $240,000, to be paid by the Government to the Company, shall be retained by the Government for the purpose of paying the interest and sinking fund on the said issue
of bonds or stock, and, should t h a t amount be insufllcient to wholly pay such interest and sinking
fund, the Company shall provide t h e additional amount required, or the Government may retain the
amount from the payments to be made to the Company."
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Railway policies above all other things political have been a subject of
discussion in British Columbia and have been identified in the minds of the
people with progress and development, without regard to any political principle, which might be fair to the people and to the railway builders alike.
I n other words, the idea for a long time has been to get railways at any
cost, so long as the railways were built. Influenced thus, governments in
British Columbia have tried various methods of assisting railways—by land
subsidies, by land subsidies and cash combined, by guarantees, by exemption from taxes, and otherwise. Railway promotion, therefore, ever since
1883, when the 750,000 acres of land were authorized to be given to the Columbia and Kootenay Railway, has been one of the most important factors
in politics and railway policies, until 1909, and ever proved to be dangerous to the Governments which formulated them. I t was indeed the rock
upon which several administrations struck and were wrecked. One reason
for this frequent failure has been the fact that the construction of railways,
on account of the topographical features of the country, is necesarily extremely expensive and the immediate traffic in sight, on account of the sparseness of population and in view of the capital required to be involved per
mile, did not always justify the undertaking. I t became obvious—as the result of experiences in the case of the Columbia and Kootenay, the Nakusp &
Slocan, the Shuswap & Okanagan, the Victoria and Sidney, the V. V. &
E., the expensive bargain involved in the E . & N., the granting of large
areas of land to the Columbia and Western, the Nelson and F o r t Sheppard,
the Kaslo and Slocan and the British Columbia Southern (the Crows Nest
Pass line of the C. P . R.) and the number of charters granted to promoters
which came to naught—that some better system of aid should be devised and
that government efforts should be confined to proposals that were bona fide
on the part of companies who were really able to build lines of the greatest
promise and of the greatest advantage to the general public when built. Of
all the lines of railway in the Province authorized—150 railway companies
chartered with a total mileage of 31,000 miles—scarcely 2,000 miles are at
present in operation, while in the case of several, in regard to which the Government authorized the guarantee of capital and interest, obtaining in return
40 per cent, of the gross traffic receipts, the result has proved a loss to the
Province financially. The bargains looked good on their face, but the traffic
receipts had been based on "long haulage," and the Government has suffered,
so to speak, from "shortage." The land subsidy to the Kaslo and Slocan
and the assistance given by the Province to the Victoria and Sidney, guaranteeing two per cent interest on the bonds, both proved disastrous, one line
having been abandoned by the Great Northern after obtaining the land grant,
and the other proving a striking example of operating a railway without
regard to public interests.
The particular policy of railway building recently adopted by the McBride Government is the result of long experience in the matter of railway
promotion in the Province. Many years ago the idea generally prevailed
that the best way to encourage and assist railways was by land subsidies, and
it was, as we know, fully intended at the time when the Terms of Union were
made with British Columbia that the Canadian Pacific Railway should be
built on the same principle of costing the country little, if any, actual cash.
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As a matter of fact, British Columbia gave twenty-three millions of acres
in all for the purpose of railway construction, over 16,500,000 acres of which
were conveyed direct to the Dominion Government, and over 6,000,000 to
railway companies. I n considering such a policy we have to consider conditions which existed at the time. Experience has condemned such systems
and they may be regarded as forever abandoned.
I t is not, therefore, to be wondered at that in 1903, when the McBride
government came into power, the people, after much experience, were sick
of railway policies, much having been promised and little done, and the McBride administration has escaped serious criticism by not attempting to follow the example of its predecessors. There were two very good reasons why,
from 1903 to 1909, nothing of note was done in the direction of a railway
policy. The first was that the Government was not in a position to attempt
anything financially on a comprehensive scale, and in the second place experience had shown that the only safe way to succeed was to decline dealing
with any company whose bona fides could not be expressed in dollars and
cents, and which could not point to a record of its ability to carry out its
contracts. The useful lesson was learned, that transportation is a business
in itself. Like any other business the only people who are likely to make it
a success are those actively engaged in it. So Premier McBride, as soon
as he took the reins of power in his hands, steadily set his face against all
proposals but those of a strictly business character submitted by men or by
companies, about whose financial ability to carry out their undertakings there
could not be a shadow of a doubt. As leader of the Government he was
almost overwhelmed with variously framed schemes which he refused to recommend to bis colleagues or to the Legislature for the reasons already stated.
That attitude was severely criticised by the Opposition; the Government was
accused of being nothing but a voracious tax collector, attempting no public
undertakings on a large scale. The policy of careful and conservative finance,
however, had so much improved the revenues of the Province in five years
that the Premier began to move in the direction of a great enterprise which
had been in his mind even when in opposition. H e had refused to move in
that direction until the Province was financially able to undertake it with
confidence. But when the credit of British Columbia had reached a point
where it could launch out in a comprehensive way, at that psychological moment, so to speak, the plans of a transcontinental railway company, fitted in
with the policy of the Government, while at the same time the company interested showed its readiness to extend its system from the Middle West to
the Pacific Coast of Canada. Premier McBride had been for a long time
studying the system on which the Canadian Northern had been developing
its various fines of railway in Canada, and came to the conclusion that
Messrs. (now Sirs) Mackenzie and Mann (3A) simplified in a wonderful degree the problem of railway building by means of government guarantee of
(3A) These two remarkable Canadians have had business careers which, even in America may be
regarded as almost spectacular, and their close and harmonious relations in a large number of big business undertakings, for so many years, are in themselves not less remarkable than the unbroken success
accompanying their joint efforts. Both are native-born Canadians, raised in rural Ontario, and their
early life was very similar to t h a t of the average country boy of t h a t period, an element of the community out of which h a s sprung so many of the great business leaders in Canada and the United States.
We refer frequently to the disadvantages and drawbacks of men developed in the atmosphere of the farm
and the bush, wholly undiluted by urban influence, but the farm and bush life of those days was peculiarly
stimulative of ruggedness, self-reliance and industry. I t produced giants in strength and stored up a stock
of vitality and endurance which carried the possessor through the struggle for a career and maintained
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bonds. Nearly all governments of Canada, indeed, including the federal Government, following the example of Manitoba,* had adopted that principle, and
in each case the results had been identical, that is to say, in no single instance has a government been called upon to pay a dollar in respect of its
guarantee. Fortified by such experiences the Premier felt no hesitation in
adopting a similar policy, and in 1909, he went to the country with a completed contract with Mackenzie and Mann to build 600 miles of railway to
connect the Canadian Northern system at Yellowhead Pass with Vancouver
and Victoria, via Kamloops and the Fraser River, and to build 100 miles of
railway on the Island of Vancouver from Victoria to Barkley Sound. H e
also included in his railway policy of that year a contract with the Kettle
River Valley Railway, at the back of which is the Canadian Pacific Railway
Company, to build 275 miles of railway connecting Grand Forks with the
Similkameen district, thus opening two new and important sections of the
country. In the case of the Canadian Northern Pacific, the Province guarantees the bonds to the extent of $35,000 a mile at four per cent, for 600
miles, the Government taking a first lien on the railway and the railway
company's assets, including those of the entire Canadian Northern system, as
security, the railway on its part agreeing to subject itself to the Provincial
Government control in the matter of transportation rates. In the other case,
the Government gave a cash bonus of $5,000 per mile, for 150 miles, the
Kettle River Valley Railway being under Dominion jurisdiction.
The statistical aspect of the railway policy of 1909 must be considered
in connection with the railway situation as it then existed. Almost the entire mileage of the Canadian Pacific Railway was confined to the southern section of the Province and about 75 miles on the Island of Vancouver. The
different branches of the Great Northern system, about 440 miles, were also
confined to the area included in that of the Canadian Pacific Railway operations. Between the Grand Trunk Pacific on the north, with its terminus
at Prince Rupert, there was a vast extent of important country without
railway communication of any kind. There was also in Vancouver Island a
large tract of country, rich in timber and minerals, hungering for railways.
The economic effects of a railway through the central part of British Columbia were to give a line to, and competitive with, the Canadian Pacific
Railway in the south, and the Grand Trunk Pacific at the extreme north,
him when his mind rather than his body was wrestling with the problems of great after enterprises.
There are so many examples of this physical foundation of success in all walks of life as to render the
case of Mackenzie and Mann not at all unusual or conspicuous in that respect.
Wm. Mackenzie, now Sir William, was born at Kirkfield, Ontario, October 30th, 1849, the son of English parents. He was educated at the public and high schools; began life as a school teacher, kept store,
lumbered on a small scale and graduated into contracting on the Grand Trunk Railway, subsequently contracting on the C. P. R., doing considerable work on the Rocky Mountain division. In 1886, he became
associated with Mr. D. D. Mann, in the firm of railway contractors known as Mackenzie, Mann & Co.,
Limited, and better known as Mackenzie and Mann. Among other important works, they built the Calgary and Edmonton Railway, the Qu'Apelle, Long Lake Saskatchewan Railway, and the C. P. R. short
line through Maine. They commenced railway building on their own account in 1896, with 100 miles of
the Lake Manitoba Railway & Canal Company, which became the nucleus of the Canadian Northern Railway system, now practically extending from ocean to ocean, and to be completed "on or before" 1915, becoming one of three Canadian transcontinental railways. The Canadian Northern system, Including owned
and controlled lines, has a trackage of about 12,000 miles. This is made up of a number of lines which
have been consolidated, and in the main financed on the principle of government guarantee of bonds.
In addition, Mackenzie and Mann have promoted, and control, a great many other enterprises of a diversified character—the Toronto and Winnipeg street railway systems; the Electric Development Company of
Ontario (which has immense works at Niagara Falls); the San Paulo Tramway, Light & Power Company; the Rio de Janeiro Tramway, Light & Power Company; the Atlkokan Iron Company; the Moose
Mountain Iron Mines, Limited; the Canadian (Dunsmuir) Collieries Company, Limited; the Pacific Whaling Company, and the Western Canadian Lumber Company, besides being interested in many Canadian
and other enterprises of importance. In fact, their interests are legion.
Sir Donald Mann was born at Acton, Ont, and was educated at the public school there. He was
brought up on a farm, but early abandoned farm life for lumbering and was at 21, foreman of a lumbering company. He is a man of splendid physique and in his younger days, in physical prowess, had few,
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to open and develop the great central section of the Province and to give
direct communication between the great wheat fields of the Middle West and
the Coast cities, and to control the transportation rates and influence the policy of the Canadian Pacific Railway and the Grand Trunk Pacific—two
railways which were too far apart to enter into competition with each other
in their respective spheres of operation in British Columbia.
Before proceeding to deal with the Canadian Pacific Railway undertaking it would be well to refer to the relations of the Province with the
Grand Trunk Pacific. The latter as a Dominion Government enterprise,
undertaken and constructed federally, only enters into the Provincial railway policy in so far as its construction and operation in the Province were
affected by the negotiations with the local administration. They were slight
as compared with the magnitude of the negotiations with the Dominion, but,
in so far as the effect on British Columbia was concerned, they were still
considerable. As to how the Grand Trunk Pacific came to be built and
as to the particular route selected to the Pacific Coast, belongs rather to the
history of the Dominion than of the Province. From the British Columbia
point of view there were important omissions in the contract. One was the
point from which construction should proceed, whether through the Rockies
westward, or from the Coast eastward towards the Rockies; another was the
time of commencement; and still another was the source of supplies required
during construction.
Despite representations from the Province, the contract was left open
in all these respects, and it does not seem improbable that these omissions
were deliberate, so that the railway should reach the Province at a comparatively later period, in order that the local advantages overlooked in the contract with the Dominion might be bargained for at the expense of the Province. Subsequent events seemed to confirm this assumption. Shortly after
the contract was signed, Mr. Morse, President of the Grand Trunk Pacific,
came to Victoria, and for a considerable time endeavoured to obtain a concession of land to the extent of 15,000 acres per mile as an inducement to
start construction on the Pacific side, as well as other concessions in respect
to time of commencement, purchase of supplies locally, terminal facilities, etc.
These were ultimately refused, and Mr. Morse, unwisely in the interests of
his cause, went away threatening to delay construction as long as possible,
if any, peers in Canada, and his feats in the lumber woods are already m a t t e r s of tradition in northern
Ontario. Nevertheless, it is a m y t h t h a t having been challenged to a duel by a Japanese Prince, he accepted, stipulating broadaxes as the weapons to be used. Subsequent to his lumbering experience he took
to railway construction work, for which he had a wonderful natural aptitude, and it is said t h a t no man
in Canada can gauge so accurately the cost of moving a yard of earth—the secret of successful contracting. Naturally, therefore, his share of the work of the firm has consisted largely in directing construction in which he has an unique reputation for speed, efficiency and economy. Another important work
in which he has been engaged is t h a t of seeking legislative aid for his various railway projects, and in
this he has been remarkably successful. Although to the everyday interviewer and man on the street he
is silent and uncommunicative—sphinx-like—and is essentially a man of few words, he h a s wonderful
powers of convincing legislative bodies t h a t his railway projects are for the public good; and for the
reason t h a t he has the same clear-cut, intuitive ideas in regard to a railway situation t h a t he has in respect to the best and most economical methods of "moving mountains" of earth. He went west to Winnipeg in 1879 and became a contractor on the C. P. R. in 1880.
On the other hand, Sir William Mackenzie is the financial partner and to the financial end of all the
large projects in hand he chiefly devotes his attention. He has financed all the lines of the Canadian
Northern in London and a t the cheapest rate of interest ever paid by a pioneer railway In an undeveloped
agricultural country. His success in a financial way has been remarkable, almost wizard-like. Twice
every year—and oftener if necessary—he goes to Great Britain on financial business. Sir Donald is not
a bad financier either, in the same way as Sir William, knows a good deal about contracting, but each
has his specialty. Sir Donald in 1888 and 1889 visited Panama, Ecuador, Peru and Chili, it having been
proposed t h a t the firm should build railways for the Chilian government. He declined the proposals- made.
A trip to China resulted in an equally unfavourable judgment in regard to t h a t field. Sir Donald has strong
views upon certain public issues of Canadian importance and has contributed articles to the reviews on a
Canadian n a v y and t h e tariff relations of Canada and the United States. Both Sir William and Sir Donald
reside in the city of Toronto.
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and to build from the Rockies west. However, as the railway company had,
in any event, to seek the co-operation of the local Government in respect to
free right of way through Provincial lands and other matters, the course of
time found the management in a better mood. As the result of negotiations,
the Government was enabled to secure a favourable contract in several essential particulars—to make a business-like arrangement for the sale of a considerable area for a townsite and terminal facilities in the vicinity of Prince
Rupert—a city which is now springing up at the end of the line, in return
for which the Province gave exemption from taxation for a term of years,
free right of way, and co-operated in the development and laying out of the
townsite, of twenty-five per cent of which the Province became the owner.
It was probably the first time in the history of railway building in Canada
that an arrangement was made in which a Government and a railway company were joined as partners, sharing in the profits of accretion of values
in real estate. As a result of concentrated effort, the Province has already
received large sums of money, considerably over two million dollars, as its
share of the sale of lands, and will continue to reap in proportion to the
growth of population and the increase in the price of real estate—millions
of dollars, no doubt, in the aggregate. The Government were thus able by
the bargain made to ensure immediate and rapid construction.
To return again to the railway policy of the year 1909—the step was a
bold one to take on the part of the Premier. Two of the ministers—Hon.
R. G. Tatlow, Minister of Finance and Agriculture, and Hon. F . J. Fulton,
Minister of Lands and Works—resigned as a protest against what appeared
to be the magnitude of the liability involved; but as the result of a brief and
vigorous campaign, in which Sir Charles Hibbert Tupper, a stalwart member of the Conservative party, took the field against the railway proposals,
the Government were returned to power with the support of all but four
in a house of forty-two, one of these four also immediately after the house
met, falling in line. The contract was ratified by the Legislature and signed
by the principals, and construction work was commenced on both the Mainland and the Island as soon after as was practicable.
The route on the mainland of the Canadian Northern Pacific is to all intents that originally decided upon by the C. P . R., before the latter adopted
the route via the Kicking Horse Pass. From the Yellowhead Pass it leaves
the Fraser at Tete Jaune Cache, and crosses the "Divide" by Cranberry
Lake, following on from the head waters of the North Thompson to its
junction with the South Thompson at Kamloops. It then follows the South
Thompson to its junction with the Fraser at Lytton, and thence down the
south side of the Fraser to New Westminster, the point of entrance into Vancouver being yet undecided. It crosses the South Thompson several times,
and also the Fraser at Lytton and Cisco to avoid the C. P . R., with which it
runs parallel from Kamloops. The terminal facilities will be located at Port
Mann, opposite New Westminster on the north side of the river. On the
Island of Vancouver, it proceeds from Victoria to Alberni Inlet by way of
Sooke River and Sooke Lake and along the west side of Cowichan Lake
down to Nitinat, across the head waters of Coleman Creek and down Coleman Creek to Alberni Inlet and beyond, 100 miles in all, the ultimate desti[174]
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nation being the north end of the Island, touching the head of Barkley
Sound, by a route not yet determined.
The railway policy of 1910 was supplemented by an important railway
programme which was given effect during the session of 1912. I t is unnecessary to go very fully into the details of this programme, which, having regard to the recent date of the general elections, must be very familiar to all
in the Province. Two very important considerations influenced the Premier
in submitting the railway legislation of that year. First, the imminence of
the Panama Canal, which will have its formal opening in 1915. The completion of that enterprise, cutting, as it will, the world's route of traffic in
two, is of a highly revolutionary character, and within two years will bring
the commercial fleets of the world into the Pacific Ocean. Its effect on the
commerce and industry of British Columbia and of the whole northwest
Pacific Coast must be extremely important and far-reaching, and in view of
its creating a new route for the grain of the Middle West to reach the markets of the world, and for other obvious reasons, it was necessary in the interests of the Province that the Government should prepare for the epochmaking event by the inception of adequate transportation facilities. The
other consideration was the opening of the Peace River district, into which
population is already threading its way, and to which the railways are heading from the east and from the south. I t was essential in the interests of
British Columbia that a direct line from the Coast cities should be built as
speedily as possible into that district, in order that its prospective trade, legitimately belonging to British Columbia, should not be diverted into other
channels. These considerations had great weight with the Government, and
in view of the rapid development of the Province everywhere, and the expanding condition of the Provincial revenue, it was decided to take full advantage of the situation by going as far in the direction of further railway
development as financial conditions would permit. Legislation was submitted, guaranteeing the bonds of a line of railway from North Vancouver to
Fort George—450 miles, the first stage in a line to the Peace River—on
terms similar to those contained in the legislation of 1910, namely, the guarantee of bonds to the extent of $35,000 a mile, and the assumption of Provincial control over rates; the extension on the same terms and conditions as
formerly, of the Canadian Northern Pacific line on Vancouver Island, 150
miles farther north, and the construction of a line of the Canadian Northem Pacific from Kamloops to Kelowna by way of Vernon, with a branch
line to Lumby, 125 miles; the extension of the Kettle River Valley from Coldwater Junction over the Hope Mountain to Hope, B. C , a distance of 50
miles, carrying a subsidy of $10,000 per mile, $200,000 being allowed for
a bridge over the Fraser River at Hope; the reconstruction of the Kaslo and
Slocan Railway on a broad gauge plane for 25 miles, carrying a bonus of
$100,000 to the Canadian Pacific Railway ( 4 ) ; the extension of the E . & N.,
(4) The Kaslo & Slocan Railway was built under a charter obtained in 1893 by a company, including John Hendry, D. J. Munn, R o b t Irving and the late Alex. Ewen, as members, who secured a land
g r a n t from the Provincial government. The railway, which was narrow gauge, ran from Kaslo into
Sandon, a distance of about 31 miles, and for a time, during the mining activity in the Slocan district, did
a very brisk business, making connections with boats which ran on the Kootenay Lake, and carried the
ores to the other side of the line. The Kaslo & Slocan Railway became p a r t of the Great Northern system, b u t the traffic in ores decreased, and the district having been swept by fires, which did great damage to the railway, the Great Northern abandoned it, having previously disposed of the land g r a n t and
removed the rails and rolling stock. Under the arrangement with the C. P. R , referred to above, the
l a t t e r company agreed t o rebuild i t a s a standard gauge line and operate i t continuously.
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under the name of the Canadian Pacific Railway, as far north as Comox,
100 miles; finally, the repurchase of the subsidy lands granted to the Columbia and Western and B . C. Southern Railway companies to the extent of 4,000,000 acres at 40 cents an acre, with which were coupled several
other considerations, which, in combination, effected an adjustment of a
number of outstanding disputes with the C. P . R. of several years' standing.
I n the elaboration of bis policy in its various details, the Premier intimated
clearly that those important undertakings in the way of railway building
were but the continuation of the policy of 1910, making together 1,725 miles
of assisted lines, to be supplemented later on by additional legislation providing for extensions, and new branch lines to complete within the borders
of the Province the main lines of communication necessary to its development (5).
A t the present time of writing, of the mainland section of the C. N . P .
R. the contracts for the construction of the entire 500 miles and for the whole
of the Vancouver section of 100 miles have been let. The most expensive
portion of the work is from Yale to Lytton, some of it costing as high as
$100,000 per mile, and there is also some very heavy work on the south
side of the Thompson. The 600 miles under construction are estimated to
cost $30,000,000. When completed the C. N . P . R. will have the best gradients of any line crossing British Columbia. Out of 500 miles on the mainland the gradient for 300 miles will not exceed four-tenths, and as regards
the balance of 200 miles, not more than seven-tenths per cent, per mile. The
G. T. P., though not exceeding four-tenths for the greater part of its line,
will reach a gradient of one per cent, from Moosehead to Tete Jaune Cache.
The extension of the Kettle River Valley Railway from Grand Forks over
Hope Mountain to Hope, where it will connect with the C. P . R., is the
practical solution of the old V. V. & E . problem, which for a long time proved
to be a continual nightmare to politicians.
The assumption of $45,000,000 of liability in the way of guarantees and
the cash subventions, which in the aggregate amount to over two millions of
dollars, would, ten years ago, have been considered as entirely beyond the
financial resources of the Province to have undertaken. Since that time the
onward march of events has been so marked, and the accumulation of the
Provincial revenues so rapid, that in 1912 the Province had a very large cash
reserve in the banks, and a still larger reserve in the way of deferred payments on land sales. The value of the Provincial assets had during that
time, too, trebled and quadrupled. As one effect of railway construction undertaken in 1910, the revenue increased in two years something like $4,500,000,
showing that it has been immediate and substantial. Therefore, the Government looks forward with confidence to still greater increases of revenue
a / the consequence of its railway policy, and to its continued ability to undertake still further railway enterprises in the future, without impairing financial credit, or exceeding the limits to which its liabilities might safely extend. I n 1903, when the present Government came into power, the total
(5) At the last session of the Legislature (1913) additional aid was granted to the Canadian Northern Pacific Railway, bonds being guaranteed to the extent of $10,000,000, for the purpose of completing
terminals. It has now been definitely arranged, also, that the Great Northern line of railway in Boundary
and Slmilkameen will use the Kettle River Valley Railway line over the Hope mountain and thus obtain
a direct route into Vancouver through Canadian territory.
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Provincial mileage of railways was about 1,650 miles. Between 1903 and
1909 that mileage was increased by 400-500 miles. During that time, the
Grand Trunk Pacific running through British Columbia for a distance of
725 miles, has been under contract and construction, while 1,725 miles are
being added directly as the result of the Provincial railway policy. Added
to these are about 300 or 400 miles of lesser lines already constmcted, or
being constmcted. There will probably be at the end of 1915 about 5,000
miles of railway in operation, with at least 1,000 more under constmction
or provided for, or 6,000 miles in all. The Province is therefore only at the
beginning of its development even now. Events are moving very rapidly,
and, with settlement and development in all parts of a province so vast in
area, railways will follow in arithmetical progression.
Following the completion of the main arteries which are almost completely provided for in the systems of the C. P . R., G. T. P., C. N . R.,
G. N . R., and the Pacific Great Eastern (Peace River), (6) will come a network of branch fines connecting these and linking up valleys and settlements
and mining and lumbering camps, necessary for complete communication in
every direction. Quite recently, also, the Government recognized the fact,
that to bona fide companies, with capital and experience at their command,
there should be presented no obstacles in the way of special legislation which
should check their entrance into the field and their taking advantage of any
opportunities presented. It, therefore, decided on a policy of free trade in
railways—a policy that will permit any person or company to select a route,
submit their plans and specifications to the Minister of Railways, and, if approved, proceed with their projects.
When a retrospect is taken of the short period of development since
1884, in which only 1,400 miles of railway in actual operation have been
added to the mileage (not including five or six hundred miles of interior
(6) In 1911 the Peace River district came into prominence through an inrush of settlers and several railway schemes having in view its exploitation from the Middle West, and the importance of
directing its prospective traffic towards the coast of British Columbia became very evident. The government seized with the necessity of prompt action and in response to strongly expressed public opinion, a t once entered into negotiations for the construction of a line to tap t h a t country. Several proposals were discussed with promoters, and after careful deliberation an arrangement was entered into
with Messrs. Foley, Welch & Stewart, well known railway contractors, whose wide experience and
financial ability rendered them most acceptable, to undertake this great work. The Legislature confirmed the contract made by the government, which provides for a line to Fort George from North Vancouver, a distance of 450 miles, via Howe Sound to Newport and via Pemberton Meadows, and Anderson and Seaton lakes to Clinton and on. Ultimately, the line will be extended to Peace river, and,
as announced by the Premier in June, 1913, provision will likely be made to connect it up with northern British Columbia and the Yukon. Extensive preliminaries for construction have been undertaken and
the line to F o r t George will be completed in 1915.
A railway line following a similar route had already been projected, and a portion of the line built
from Newport in the main direction. The pioneers in this enterprise were Messrs. J. C. Keith, Arthur
McEvoy and J. C. Gill, Vancouver, who organized and controlled the Howe Sound and Northern Railway company and the Howe Sound Development company, a subsidiary corporation, for the purpose.
By arrangement, the Pacific Great E a s t e r n Railway Co., which was the corporate name assumed by
the contractors, took over the assets and good will of the Howe Sound and Northern Railway Co. for
the sum of $1,000,000 in cash payments. The portions of line already laid out for construction are
a s follows: North Vancouver to Newport, 38 miles; Newport to Lillooet, 160 miles; and Lillooet to
Clinton, 40 miles. The contract with the government provides for an interchange of traffic with the
Grand Trunk Pacific between Vancouver and F o r t George, to and from, so that the Pacific Great Eastern will serve the double purpose of an outlet south for the G. T. P. and for connection with the
Peace River country. The head offices of the company are in Victoria. The resident representative
of the P. G. E. in British Columbia is Mr. D'Arcy Tate, formerly chief solicitor of the G. T. P.,
who is general counsel and vice-president and generally looks after its interests.
The country to be opened, though rugged, as nearly all p a r t s of the province are, is in many respects extremely potential. The Lillooet country now promises to be the richest mining section of British Columbia, and, throughout, the country tributary to the line is mineralized. There are considerable
sections of pastoral and agricultural lands on either side, including the rich Pemberton Meadows and
a number of large ranches already cultivated. There are valuable timber reserves along the coast sections and in due time several excellent waterpowers will be developed. The country is highly scenic
throughout, with chains of picturesque lakes. • Game and flsh abound and from a touristic and sporting point of view the line when completed will afford almost unrivalled attractions. The route selected offers gradients not exceeding 1.6 per cent, and, needless to say, when the Peace river district is
developed the resources of traffic will be very great.
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waterways utilized) it may be realized that there never was a time when still
more railways were necessary and essential to continued prosperity than at
the present. Events have travelled faster than we could possibly have anticipated ten or twenty years ago. None who lived in the Province twenty-five years ago expected in his wildest dreams to live long enough to see
what may be seen today—not only one, but four, transcontinental lines at
our doors, having termini at the Coast cities, not to speak of the numerous
branch and main lines which are now immediately in sight, of eight transPacific steamships calling at our ports and a half dozen of coasting lines of
which Vancouver and Victoria are the half-way houses between Prince Rupert and Mexico.
The history of electrical enterprises has followed pretty closely the lines
of development in other parts of America, the exception being that in this as
in many other respects, the Province has always been well in advance of the
procession of events. The first and only attempt to reach Europe overland
by telegraph was (7) through British Columbia. This Province was connected
with the outside world by cable in 1864, and with Europe in the year 1866,
Cariboo was reached by wire in 1871. Victoria city was one of the first
cities in America to be lighted by electric light. It was also among the first
to install the trolley system of electric tramways, Vancouver following the
year after. The telephone system followed in the wake of the sister provinces, possessing in Canada the first systems independent of the Bell Telephone Company. In like manner also its water powers as far back as 1897
were used for the development of power for industrial enterprises.
The most important of these developed into what is known familiarly as
the B. C. Electric Ry. Company, with an actual invested capital of about
$35,000,000. The growth of this corporation has been as remarkable as the
cities and districts in which its operations are carried on. Its history is exceedingly interesting on that account. I t represents the fusion of three origAt a meeting of the Canadian Electrical Association in Montreal a paper was contributed by R B.
McMicking, manager of the Victoria & Esquimalt Telephone Company, from which the following are
extracts:
"It may be—It doubtless is—within the recollection of some of its members that, on the failure of
the first Atlantic cable in 1858, there was set in motion, as a means of attaining the same end, i. e., the.
telegraphic communication between the two hemispheres—a gigantic enterprise, known as the 'Collins
Overland Telegraph Extension (Russian Extension) Company,' having in view the stretching of a wire
from the telegraphic system of the Pacific States, through British Columbia and via Bering Strait to
Russia and Europe.
"With marvellous energy and enterprise, the work of construction was commenced in 1863, the line
entering British Columbia from the South in longitude 122 W. in 1864, being carried thence to New
Westminster, from which point it followed the valley of the Fraser River and the Cariboo wagon road
northward to Quesnel, a distance of about 450 miles, which point was reached in 1865. Offices were
established along the way, and from Quesnel southward the line was soon opened for commercial business. The enterprise proved a great boon to the early colonists, both by reason of the large expenditure
necessary in its construction and operation, as well as by the facilities offered thereby to the widely
separated settlements for speedy communication.
"In 1865, also, a branch line was run across the San Juan Archipelago to Vancouver Island, connecting Victoria, the capital of British Columbia, with the main line at Swinomish, Washington Territory.
This branch was about 74 miles long, including five submarine cables of a combined length of about
16 miles.
"From Quesnel the main line crossed the Fraser River to the west ward and following a northwesterly course, with Behring Strait as its next objective point, reached the Naas river—about 400 miles
distant from Quesnel—when the second Atlantic cable was successfully laid and operated July 29th, 1866.
"The construction party of about 250 men—which Included explorers, surveyors, choppers, line builders, operators, and transport gangs—on receiving the news of the completion of the cable, remained in
camp two or three days, awaiting developments. At the end of this time, finding the cable continued
to work well, they set out for civilization, leaving their tools, stores and material to the tender mercies
(in great part) of the Hudson's Bay Co. trappers and the native red men, as their transport out would
have cost more than the new article.
"During the winter of 1866-7 a station was maintained at Fort Stager on the Skeena river, where
an operator named McCartney and a companion lived until the following Spring, and where oftentimes
during those—to him—dreary winter months, I held converse with him by wire from Tale.
"In addition to the construction party, the company owned and had in service a fleet of vessels,
steam and sail, plying upon ocean and river, some in the transportation of material, supplies and line
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iginal corporations, one in Victoria, one in Vancouver and one in New Westminster. The Victoria Electric Light Railway Company originated in 1888,
and was incorporated in 1889. Owing to heavy losses through fire and other
causes, the company became involved, and the business was taken over by the
Consolidated Railway Company. I n Vancouver as early as 1887, the Electric IUuminating Company was organized, and a lighting plant installed.
About the same time a street railway company was formed, but it was not till
1889 that a tramway line was built, when the two companies in question were
amalgamated under the name of the Vancouver Electric Railway and Light
Company, Ltd. The venture was not financially successful, and in 1893 the
trustees for the debenture-holders took possession of the company's assets,
and the electric system passed through stages similar to those of the Victoria Company. I n New Westminster in 1890 companies were formed for
the purpose of operating a street railway and an electric railway between
the cities of New Westminster and Vancouver. The two companies soon
were merged and the 12-mile line connecting them was opened for traffic in
September, 1891. Although the traffic from the first was brisk, and the
service provided, an excellent one, the expenses were too high, and after several changes in the ownership, the company followed the example of its confreres in Vancouver and Victoria. The original promoters and shareholders
of these systems in all three cities were leading and public-spirited citizens,
who invested heavily, inspired by the prospect of the future and with every
faith in the venture; but electrical motor power was at that time in its experimental stages, and the immediate traffic did not warrant the undertaking
without a large reserve capital at its back. They were the pioneers, and after
the fashion of pioneers, sacrificed their fortune as the price of their optimism.
The Consolidated Railway Company, into whose hands all three systems
passed—composed of British shareholders—went, after the Victoria bridge
accident, into voluntary liquidation, and was re-organized, its assets being
taken over by the B. C. Electric Railway Company in 1897. With sufficient
capital at its disposal for purposes of development, the record since that time
has been one of continued progress and expansion. The head office of the
B. C. Electric Railway Company is in London, England.
The extent of the business of the main and subsidiary companies can
only be indicated in outline. From small beginnings, though for those days
not inconsiderable, fifteen distinct services are now in existence or in the course
equipment) others in preparing for the placing of a cable across Bering Strait, a distance of about
60 miles—quite an undertaking a t t h a t date.
"The Bering Strait cable was to stretch from Cape Prince of Wales, on this side, to Plover Bay,
on the Siberian shore, from which latter point inland about 350 miles of line had been erected and about
500 miles of land line had also been constructed.
"The course of this contemplated line through British possessions and down the waterways of Russian America, would have brought it into close proximity to the present Klondike gold fields and near
Dawson, in which event it is not improbable that the hole-digging necessary would have developed the
riches of t h a t section a t least 30 years earlier, and have given to the former generation an additional
important mining epoch.
"The history of the building of this line and causes which led to a work having for its object the
encircling of the world by wire a t so early a date, is likely always to be read with interest.
"The Company—which subsequently merged into the Western Union Telegraph Company—maintained
the line northwards a s far as Quesnel until purchased in 1870 by the British Columbia Government,
which in turn handed it over to the Dominion Government on British Columbia entering Federation in
1871. Later still the C. P. R. assumed control, and previous to the Influx of population consequent
upon the building of the C. P. R., the revenue fell far short of the expenditure yearly.
"In 1887, Buie Brothers, merchants, built a branch line from Quesnel to Barkerville in the Cariboo
gold region, a distance of 60 miles. This branch, together with the main line between Quesnel and
Ashcroft, is still operated by the Federal Government.
"The original expenditure in the construction of the British Columbia section of the Intercolonial
line reached the large sum, roundly, of three million dollars."
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of installation on the mainland and on the Island. In Vancouver there are
twenty-three miles of street railway, and eleven miles of suburban lines (including Hastings, lot 30, and South Vancouver), with 110 passengers cars in
use. There are 328,000 incandescent lamps, 375 incandescent ones, and 1025
street lamps.
In New Westminster there are seven miles of street railway and twelve
miles of interurban line between the cities of Vancouver and New Westminster, which maintain a 30-minute service. The latter city supplies its own
light. In 1905 a franchise was obtained from North Vancouver for power,
heat, light and a tramway system. The latter includes five miles in the municipality, an expansion of two and a half miles to Linn valley, and two
miles to Capilano River. In the same year the C. P . R. built 14.55 miles
from Vancouver to Steveston, Lulu Island, a venture which was turned over
to the B.C.E. Ry. Co. for operation. A line, built by the C. P . R. from Eburne
to New Westminster, 9.65 miles, was completed in 1909, was also turned
over for electrification and operation to the company, and opened on November 15th of that year. These two lines maintain an hourly service. In 1906
the company extended its fight and power service to Ladner, the wires being
extended across the Fraser Rivers from high towers. The company has also
extended its light and power service to the municipalities of Richmond, Point
Grey and Burnaby. In the last named district the company obtained a franchise to operate an electric railway now under course of construction, which
will connect Vancouver and New Westminster by another through line.
The Vancouver Power Company is a subsidiary of the B. C. Electric,
with a nominal capital of $2,500,000, whose directorate is composed of local
officials of the parent company. The generating station is located on the
north arm of Burrard Inlet, near Lake Buntzen. Power was first developed
from Lake Buntzen, and simultaneously a tunnel from Lake Buntzen to Lake
Coquitlam, 12,775 feet. The first current was transmitted to Vancouver on
December 23rd, 1903. Since then additional power has been installed, the
present capacity of the plant being 30,000 h.p., which with improvements will
be increased to 60,000 h.p. and distributed over a wide area on the lower mainland for private and public uses.
In the year 1906 the municipalities of Surrey, Langley, Matsqui, Sumas
and Chilliwack passed by-laws authorizing the Vancouver Power Company
to operate light, heat, power and tramway systems in those municipalities.
Soon afterwards the company placed several survey parties in the field. Plans
and estimates were prepared, and in due course contracts were let for the construction of the electric railway and power lines. Construction work proceeded
continuously and on October 3rd, 1910, the electric railway was formally
opened for traffic—the Hon. Richard McBride driving the last spike. On
all the various electric lines, freight and express services are operated in conjunction with passenger traffic.
On Vancouver Island the operations of the B. C. Electric Railway Co.
were at first much more slowly increased, but latterly owing to the activities
of the real estate market and general development, have rapidly extended.
A line is being constructed from Victoria through the Saanich peninsula and
various extensions of the city system are contemplated. Waterpower has
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been developed at Jordan River with a present capacity of 12,000 h.p., with
an ultimate capacity of 24,000 h. p.
Before the advent of the C. P . R. the telegraph facilities of the Province
consisted of a single wire from Victoria to Nanaimo, a line across to Gabriola and Valdez Island and Point Grey, a land line to New Westminster,
two wires to Matsqui, one of which branched to Seattle, the other continuing,
via Chilliwack, Hope and Ashcroft, to Barkerville. Communication with
eastern Canada and the outside world was by means of connection with the
American or Western Union System. I t is not generally known that the
first proposal for connecting this continent with Europe was by way of Bering
Strait through British Columbia, and actual construction had proceeded a
considerable distance when the news of the successful laying of the Atlantic
cable caused it to be abandoned.
Since the advent of the C. P . R. the progress has been gradual, and during the past twelve years it has been very rapid. The C. P . R. started with
a pole mileage of 510 and a wire mileage of 1530. The company absorbed
the government mileage west of Ashcroft. The part east of Chilliwack was
subsequently abandoned, being supplanted by a better and more up-to-date
fine. The pole mileage at the end of 1910 was 1292 miles—wire mileage 6615;
of this one-fourth is copper. There are two submarine cables connecting the
mainland with Vancouver Island along different routes—one of twenty-nine
knots, the other of thirty-seven and one-half knots, each having three conductors, giving the Island six wires with the mainland. There is also a cable
from Alberni to Banfield, thirty and one-quarter knots, having but one conductor. A cable across the Arrow Lake at Arrowhead of one mile and a
fifth containing three conductors has also been laid.
The opening of the Yukon led the Dominion Government to extend its
system in the Province through the northern interior, following practically
the old telegraph trail of the Western Union as far as Dawson. The actual
mileage of the Dominion Government wires in the Province is 2000 miles.
With the incoming of the G. T. P., the Canadian Northern Railway and the
Great Northern, and the extension of the C. P . R. in various directions, the
present mileage will be very largely increased during the next five years.
As in the case of electric fight and tramways, British Columbia was not
far behind other parts of the American continent in introducing the telephone.
I n fact, the telephone was established and in operation within three years of
the date of Prof. Alexander Graham Bell's discovery. I n 1880 the Victoria
and Esquimalt Company was organized with Mr. McMicking as manager,
and an exchange was opened with 26 subscribers on July 15th of that year.
The B. C. Telephone, Ltd., dates back to February, 1884, when a provincial
charter was secured for the construction of a telephone line between New
Westminster and Port Moody, which line was built. Following this, a
line was constructed from New Westminster to Vancouver by the New
Westminster and Burrard Inlet Company in the fall of 1885, the installation being destroyed by the fire of 1886 in Vancouver. The people associated with this line organized the Vernon and Nelson Telephone
Company, and that company became interested in the Kootenay Lake Telephone Company, which operated in Nelson only. About 1891 the same parties
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interested themselves in a company serving Nanaimo. F o r a number of years
these four companies operated as individual units. I n 1898 the Victoria and
Esquimalt Company was acquired by those backing the four little companies,
and that year marked also the introduction into British Columbia telephone
circles of Mr. William Farrell, president of the B. C. Telephone Company ( 8 ) .
I t was not until the year 1903, however, that power was obtained from the legislature for the amalgamation of the interests of these various companies, it
having been found that they must be united, if the growing requirements of
the public were to be satisfactorily met and money invested were to be made
to pay a fair return. Amalgamation took place in 1904 under the name of the
B . C. Telephone Company. I n the fall of 1905 the necessity presented itself
for furnishing connection between the company's system on the mainland and
Vancouver Island, the International Telephone and Telegraph Company was
organized under the laws of the State of Washington for the purpose of laying a cable between the mainland and Victoria City, via the city of Bellingham and Orcas and San J u a n Islands. The route via the islands was
adopted, because the difficulties of transmission made it advisable to use the
shortest possible length of cable. With the cable in operation, the company's
systems on the lower mainland and Island were connected for operation. A t
first the business was very small, but subsequently increased so rapidly that a
second cable was arranged to be laid in 1911. The growth of the telephone
in the Province has been remarkable. I n 1900 there were about 1000 telephones in use in the City of Vancouver, and now there are over 15,000.
Throughout the Province the company has invested over $4,000,000. There
are probably 25,000 telephones in use altogether.
Among the more important watersheds and sources of power which attracted the early attention of capitalists was that of Stave Lake, on the north
side of the Fraser River in the Dewdney district. The Stave Lake Power
Company, Ltd., was incorporated in September, 1899, under the Companies
Act and W a t e r Clauses Consolidation Act of 1897, the first directors being
Messrs. H . Abbott, W . H . Armstrong, John Hendry, G. C. Hinton and
J . B . Ferguson. Stave Lake is 12 miles long by about one mile wide, and
out of it flows Stave River. Stave River Falls are about six miles north of
the junction of Stave and Fraser Rivers, at Ruskin, B . C , and about seven
miles south of the lake. I t is estimated that by the construction of another
dam below the present works, the same water can be used twice, and 100,000
h.p. can be developed for works within 35 miles of the cities of Vancouver
and New Westminster.
The original company obtained a water record from the Provincial Government of 75,000 miner's inches of water in January, 1900, and also a confirmatory grant from the Dominion Government. Surveys and plans were
made by Mr. Stoes, C. E., which were approved by the Provincial Government. Some preliminary work was done. Then followed a series of negotiations and options and agreements, among the parties interested being C. H .
Mackintosh, ex-Lieutenant-Governor of the Northwest. The difficulties of
(8) A gentleman prominently associated with Mr. Farrell in the direction of the telephone company
was the late Dr. J. M. Lefevre, who was a promoter and from the outset a large shareholder It
was to a large extent to his work and financial skill that the success of the enterprise, especially in
its earlier stages, was due. Dr. Lefevre, in addition to being the C. P. R physician for the Pacific division and having an extensive private practice, was a pioneer alderman of Vancouver and always identified with public affairs.
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obtaining capital for this purpose were very great. Possibly the potentialities of waterpower were then not so well understood, and the future of Vancouver City not so well assured as now. I n the meantime, however, sufficient
work was done to conserve the rights and franchises of the company. I n
1905 Mr. John Hendry, and his assistant, Mr. W . McNeill, took up the
project. Mr. William Kennedy, Jr., C. E., an eminent consulting engineer,
thereupon came from Montreal to examine the site and prepare new plans,
which were officially approved. I n 1906 active work was commenced under
the management of Mr. McNeill and the engineering supervision of Mr. William Kennedy, with Mr. James C. Kennedy as resident engineer. The company spent about $400,000 in various works, including the erection of a sawmill and a main sluice dam of concrete. On June 30th, 1909, the property
was transferred to the Western Canada Power Company, Ltd., a larger promotion of capital being incorporated under the Companies Act of Canada, in
which Mr. Hendry is still largely interested. This company immediately made
arrangements for the construction of a hydro-electric plant, on a greatly increased scale compared with that planned by the Stave Lake Power Company, the entire construction when completed involving an expenditure of
$5,000,000. A force of about 400 men have been employed in connection with
the works, which will be ready during the present year for delivery of power
in Vancouver. The works are the most modern in every respect. The details
are, however, too complex and technical to be of interest in this connection—
sluice dam, blind slough dam, forebay and intake dam, penstocks, turbines,
power house, generators, transformers, transmission lines, receiving station,
being part of the scheme. The first installation will have a capacity of 25,000
h.p., and the company expects "that it will not be long before the whole
installation of four 12,500 h.p. units will be required," and after that will follow the development of the further power available to which the company has
the right. Thus again another important factor has been added by the enterprise of its chief promoters to the industrial and producing powers of the
Province.
I n 1897 the West Kootenay Light and Power Company, which utilizes
the Bonnington Falls power on the Kootenay River, the most powerful source
of energy in the Province, with a capacity of 250,000 h.p., was organized,
and now supplies power throughout the Kootenay and Boundary districts for
all purposes. I n the same year the Cascade Water, Power and Light Company, with a small power at Cascade, was also promoted, and is in operation,
as supplementary to the Bonnington Falls power, with which it has been amalgamated. There are numerous other water powers, some of which have been
developed in connection with enterprises in the Okanagan — a very extensive
system, principally for the purposes of irrigation, being in operation as part
of the investments of the British capitalists interested in the great Coldstream
Ranch and allied properties, of which Lord Aberdeen was the pioneer and
one of the leading shareholders—and in connection with the several large pulp
and paper companies at various points on the coast. There are also large
powers capable of being developed in Okanagan Falls, on the Elk River in
East Kootenay, on the Campbell River and elsewhere, as soon as demand for
the power within easy reach arises. Something like 250,000 h.p. has already
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been developed, and in the aggregate the water powers easily available, have
an estimated horse-power of probably 2,500,000.
With other industries of the Province—i. e., fisheries, forestry, mining
and agriculture, etc., it is proposed to deal with very briefly in another
chapter (9).
(9) Since the foregoing with reference to both the electric system of the B. C. Electric Ry. Co. and
of the B. C. Telephone Co., in the spring of 1912, very considerable extensions have taken place. This
is also true of the telegraph systems of the Province and of the development of water power. The capital
invested by the B. C. Electric Ry. Co. amounts in 1913 to $44,000,000. The number of telephones in use
is 50,000.
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ECONOMIC

PHASES

OF THE

PROVINCE.

C H A P T E R XV.
I n the first chapter of the second part of this work, an attempt was
made to deal in a general way with the earlier phases of the social and industrial developments of the Province. The four great branches of its natural
resources would each require a chapter to itself, if not a volume, to do justice to the theme; but owing to the exigencies of space in a work which is
essentially historical a very brief outline only will be given with the object
of giving results rather than of furnishing details of their evolution.
The earliest efforts of the pioneer, if we exclude the barter in furs, which
really gave to the Province its existence, were directed towards agriculture,
not mining, as might popularly be supposed. The Puget Sound Agricultural
Company was a subsidiary branch of the Hudson's Bay Company, and was
established to utilize the opportunities of trade on the Pacific Coast in certain agricultural products, with Russian America, the Sandwich Islands
and China, and, incidentally, to supply the local requirements of the country. Its operation extended to portions of Washington, Oregon and Vancouver Island. A few of the settlers on Vancouver Island engaged in the
industry independently of this Company, but not with conspicuous success.
So, when mining in 1858 and the immediately succeeding years, became the
dominant idea of those who came to British Columbia, agriculture lifted its
head somewhat, and endeavored to keep pace (as far as that was possible,
considering the primitive and not particularly favourable conditions) with the
progress of the country. I t got a foothold on the southern end of the Island,
on the lower mainland, in the Lillooet and Cariboo districts and a little
later on in the valleys of the Okanagan, the Thompson and the Nicola. At
the time of confederation, the tariff on agricultural products was a factor
of considerable importance; but for many reasons, largely physical, the progress of the industry, despite the protection provided by the tariff, was exceedingly slow, and it was not until the Turner regime that it began to assume an importance which justified hopes of a promising future. For a
long time it had been known and amply demonstrated that in fruits, vegetables, and certain grain crops the province had peculiar adaptabilities, but,
as already stated, the physical conditions of the country, with its, relatively
speaking, small valleys—widely sequestrated—lack of intercommunication,
and the general sparseness of population, rendered development in every
sense slow, and presented unusual obstacles to success, notwithstanding the
high prices of produce. Almost from the very beginning, the principal
supply of the ordinary necessaries of life raised on the farm came from south
of the line, and during periods of depression, especially, competition was very
keen and there was only a limited sale for local products—a commercial condition not unusual when the local supply is insufficient to meet the demands of the market. I t took years to overcome that condition and to
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raise sufficient to keep the market stocked regularly. Between ten and fifteen years ago, however, the situation became very much more promising,
owing to rapid increase in population, increasing productiveness, and the
general rise in prices throughout the continent. The first real impulse given
to the fruit industry was the opening of the middle west for the reception
of B. C. fruit. The example set by Lord Aberdeen, who had purchased the
extensive Coldstream Ranch, near Vernon, and engaged extensively in
horticulture, had excellent results. After considerable experiments in fruitgrowing, with some initial failures in management, he had ultimate success, and proceeded to sub-divide his estate into small holdings. Others in a
smaller way had likewise succeeded in fruit-growing and the example became infectious throughout large areas of the settled districts. The Okanagan valleys had many large holdings of land, principally devoted to stockraising, and it soon became evident that even the side hills were more profitable for fruit growing than as stock ranges (1). One after another, therefore,
of these big holdings fell into line, until practically the entire dry belt in
Yale district was converted into small holdings for the purpose of being
devoted to horticulture. Intelligent efforts in the fruit industry brought
(1) Among the large business firms represented in British Columbia are P. Burns & Co., whose
members are Patrick and Domenic Burns, names so closely associated with the fortunes of the West of
Canada during its more modern development as to be almost inseparable from its history. Outside of
the transportation companies and the Hudson's Bay Company, they represent the largest individual interests and their annual turn over is the greatest The history of P. Burns & Co., like that of Sir Wm.
Mackenzie and Sir Donald Mann, is illustrative of a phase of Canadian individual enterprise that in recent
years has evolved so many men of large affairs out of the rugged elements of Canadian life and produced so much wealth from the resources of a country rich in opportunity and rapid in development.
The brothers, Patrick and Domenic Burns, were born in Osbawa, Ont, and raised in Kirkfield, Victoria county. Their father was a farmer and dealer in stock and they were brought up to a life the
experience of which developed a natural aptitude and founded a fortune. As boys they handled horses
and cattle, and traded in them. They rode and drove horses and the fine points of stock became to them
like an open book. In addition to that, they were handy and acquired that all round ability and "knack"
of doing things for themselves, of turning to advantage every opportunity that lay in their way, which
furnished the best part of their capital in starting a career. Among other things, Domenic was a carpenter, and earned some of his first money in that way. As they came to manhood, the West was opening
up and we find the Burns brothers in Winnipeg in 1880, not engaged in buying and selling real estate, but
in turning the boom there to good account in a practical business way. From 1880 to 1887 they handled
all kinds of live stock. In 1887 Patrick Burns went to Maine and supplied meat to the C. P. R contractors building the short line through that state. Domenic came West and we find him assisting in
building snowsheds for four months of that year at Rogers Pass. In 1889 the firm's business extended to
British Columbia and Domenic bought horses and cattle and shipped them into the procinces everywhere.
P. Burns started in the Northwest shipping cattle and supplied the railways building in and into that
country. He shipped east and west taking advantage of every new opening and new field of operations.
In 1892 and 1893 P. Burns & Co. were already the largest factors in the Western meat trade. I t was
then they started in to establish that chain of retail butcher shops and meat depots which now extend
from Edmonton around the circle of transportation to Dawson. They bought out the business of the
Hulls of Calgary and Kamloops, of Wilson & Perdue and Mclnnes at Nelson and eventually of Hayes &
Mcintosh, Vancouver, in the meantime following the trend of mining development, establishing themselves at Kaslo, Rossland, Sandon, Three Forks, Nakusp, Greenwood, Grand Forks, Midway, Fernie, Frank,
Cranbrook, Vernon, Ashcroft—not in the exact order named—until the retail, as well as the wholesale,
business of the Interior was in their hands. When the Yukon rush took place they were among the
first in the field and were shipping cattle over the White Pass route.
They soon established shops at
Bennett, White Horse, Dawson, and, subsequently, in Atlin. They shipped thousands of cattle Into that
country from the first and killed and sold them after the consignments reached their destination.
The great advantage their enterprise had gained for them in this extension of business enabled
them the easier to develop it in the larger cities in which several years ago they branched out on
a still larger scale. They have now a shop in New Westminster, 16 shops in Vancouver, three in
Victoria, two in Prince Rupert and in addition to the places previously enumerated are doing busi"ness in Stewart, Port Moody, Kelowna and in the Similkameen.
Speaking generally, without any
attempt at a monopoly, P. Burns & Co. control the meat business of British Columbia and own it in
greater part. What is true of British Columbia is also true to a considerable extent of the provinces of
Alberta and Saskatchewan, where they have very large ranches, some 160,000 acres in extent with about
40,000 head of stock, of which they ship 30,000 head to Great Britain. These stock farms are also the principal sources of supply for the Pacific eprovince. They are also extensively engaged in the meat packing
business, with establishments at Edmonton, Calgary and Vancouver. At the last-named place their investment for buildings alone in that business represent $1,500,000. With cattle and meat business they
combine mixed farming. When within the past few years many of the large cattle ranches in the interior
were sold for subdivision into fruit farms, the firm bought the cattle and disposed of them, after pasturing them in their ranges near Kamloops. The extent of this business, as a whole, may best be judged by
stating that last year (1910) their turn-over was $15,000,000, which represents a growth of 20 years.
Mr. P. Burns, the head of the firm, lives at Calgary, where his residence is one of the landmarks.
He married Miss Aileen Ellis, daughter of Mr. Thos. Ellis, retired, formerly of Penticton, now of Victoria
Domenic Burns is a bachelor and lives quietly at the Hotel Vancouver. His diversion is a ranch he is
developing at Ladner. These two men only very modestly reflect in their persons the magnitude of their
operations, and in their private relations continue the unaffected and unassuming manner of the days
when they were struggling as young men for the reward of Industry and intelligent effort which is now
theirs.
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commercial success, and toward this result the policy of the Provincial Government did much in the way of encouragement and assistance. The infection spread from Yale to the Kootenay district, and the latter from being regarded as a purely mining district has come to be even more famous
for its fruits than for its mines. Every available stretch or patch of land
around the Kootenay lakes, and for some distance along the line of the
Crow's Nest branch of the C. P . R., has been utilized and is productive.
Fruit lands in the interior went up, generally, to almost boom prices, following in the wake of similar lands in Washington, Oregon and California.
This remarkable development was not confined to the districts of Yale and
Kootenay and Lillooet, but extended throughout the lower mainland and the
Island of Vancouver and the adjacent islands. I n the latter, however, while
fruit-growing was successfully developed, mixed farming generally was carried on perhaps more successfully. About 1892 dairying began to be a regular industry, and creameries were established in the most important centres
with an annual output now of about half a million dollars in value. Stockraising also has greatly improved, while many are devoting themselves to
poultry-raising and other special branches. After the Middle West had become assured to the fruit growers, there followed an ambition to reach the
British markets, and for this purpose the Provincial Government entered
upon a campaign of advertising by means of large commercial exhibits of
fruit, which for five years swept all the honours at the various exhibitions,
attracted wide spread attention and earned highly favourable comment.
Regular shipments of certain varieties of apples are being made to the Old
Country. I t is now generally conceded that agriculture in British Columbia,
having particular reference to small-holding capabilities in special lines, has
a future actually greater in dollars and cents than that of any other industries of the possibilities of which much more has been heard. Owing to the
minute subdivisions of its branches, to the largeness of the beholding population, and to the many interior areas, which are actually, though not relatively large, and which will be available for cultivation when communication
has been provided by railways and highways, the agricultural wealth of the
Province must become exceedingly great. ( I A)
Conditions all point to intensive cultivation as necessary to success, and
with more than average fertility, production in ten or fifteen years will reach
figures amounting to millions of dollars. Large local consumption and the
(IA) The rapid rise into prominence of the Province of British Columbia, may be said to be synonymous with the inception and progress of the very important mercantile house of which Constantin
Alvo von Alvensleben is the President. Born a t Neu Gatterslebel, Germany, in 1879; the son of Count
Werner Alvo von Alvensleben and Anna, Baroness von Veltheim, Mr. von Alvensleben came to British
Columbia a t the age of twenty-five, and for four years after his arrival engaged in such pursuits as
would enable him to gain the closest insight into the many opportunities offered by the country, and,
a t t h e cost of strenuous personal endeavour, acquired a practical experience of the primary producing
industries, such as mining, lumber and fishing, together with a most valuable knowledge of business
conditions and methods throughout the Province.
Impressed with the rapid growth and future of the city of Vancouver, Mr. von Alvensleben a t
length decided upon it a s a centre for his field of operations, and in the latter part of the year 1908,
with a capital of $50,000, of which $25,000 was paid up, the house of Alvo voh Alvensleben was incorporated. The main objects of the company were to deal in real estate, farm lands, first mortgages,
etc., etc., and to interest outside capital in the development of the Province. Starting thus in an inconspicuous way, the operations of the company, conducted with skill and foresight, were attended with
success from the outset; indeed, the Arm so rapidly forged to the front, that, only three years later,
a t the end of 1911, not only had most substantial dividends been paid, but from its original working
capital of $25,000 a reserve fund of $400,000 had been built up, and the sum of upwards of seven millions of dollars had been secured from Europe and safely invested for its clients.
The scope of the company had greatly enlarged, many subsidiary companies were formed to undertake the conduct of other fields of enterprise, and a constant stream of fresh capital was employed
in the development of new industries in the Canadian West. At the present time, the corporation of
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lack of effective competition from outside sources, as well as the available
markets for special markets in the middle west and in Great Britain, must
always make British Columbia a favourable field for the skillful and industrial agriculturist. From the census bulletins published from time to time, the
following figures are taken, and, when read in connection with others published in a previous chapter, will be interesting, although for the year 1911
they are as yet incomplete ( 2 ) :
Grain Crops—
Acres.
Bushels.
Value.
Fall wheat
3,045
91,000
$ 88,000
Spring wheat
4,010
107,000
108,000
Oats
- . . 33,148
1,740,000
997,000
Barley
1,678
70,000
49,000
Peas
1,143
35,000
48,000
1900
1910
Lbs.
Lbs.
Dairy products
395,808
$195,690
1,206,202
$420,683
1901
1911
No.
Product,
No.
Product,
Fruits—
Bush.
Bush.
Apple trees
391,644
240,012
1,647,594
606,165
Peach trees
7,953
2,553
193,704
38,275
Pear trees
44,743
25,364
138,054
47,182
Plum trees
86,443
58,221
177,385
67,405
Cherry trees
26,799
14,445
100,627
24,462
Others
10,200
2,938
64,678
967,782

393,533

2,332,342

1900
30,182
691,358

Grapes, lb
Small fruits, qts

783,489
1910
23,365
1,492,978

Alvo von Alvensleben Limited, controls more European capital t h a n any other mercantile house upon
t h e Pacific Coast of Canada, and h a s enormous interests in almost every one of t h e n a t u r a l resources
of the Province of British Columbia.
Mr. von Alvensleben may be looked upon a t the present time a s one of the foremost capitalists and
leading figures of t h e West. H e is president of many companies of which he w a s t h e prime organizer,
among which may be mentioned The Vancouver Timber and T r a d i n g Company, Limited, which cont r o l s extensive and valuable timber holdings on the Pacific Coast, and operates several l a r g e logging
outfits and lumber camps; the Standard Fisheries and W h a l i n g Company, Limited, which is occupied in
the development of a most important fishing industry in the coastal w a t e r s ; the Vancouver-Nanaimo
Coal Mining Company, Limited, operating l a r g e coal i n t e r e s t s upon Vancouver I s l a n d ; t h e I s s a q u a h &
Superior Coal Mining Company, Limited, with prominent mines in the State of Washington, U. S. A.;
the German Canadian T r u s t Company (Limited) of Victoria, B. C , and many others.
Mr. von Alvensleben w a s educated a t Bernburg and Gross Lichterfelde in Germany, serving for
several y e a r s a s lieutenant in t h e P r u s s i a n Army. He married, in 1908, E d i t h Mary, d a u g h t e r of t h e
late Captain Westcott, one of the earliest pioneers of Vancouver, and h a s two sons and one daughter.
H e i s a member of t h e Vancouver, Western, Jericho Country, Polo, Shaughnessy H e i g h t s Golf and R o y a l
Vancouver Yacht clubs of Vancouver, also t h e Union Club of V i c t o r i a Although he devotes t h e g r e a t e r
p a r t of his time to his multitudinous business interests, he is y e t able to indulge h i s fondness for
wholesome sports, among which hunting, shooting, golf, polo and motoring a r e h i s favorites. As an
example of w h a t may be accomplished by a m a n of ambition and energy, Mr. von Alvensleben undoubtedly deserves the success he h a s won by his talents and perseverance, while a s a capable business
man ,a generous giver and a good citizen, he is a type of which the Province of British Columbia h a s
every reason to be proud.
(2) "Our produce in 1910 w a s valued a t $14,399,090; while, on t h e other hand, t h e value of t h e imported
produce from other provinces in t h e Dominion and from the United States w a s $14,962,904. T h e people
of British Columbia were, therefore, dependent for a little more t h a n 50 per cent of their foodstuffs on imported produce.
"In 1911 t h e figures were $20,837,893 of home products, against $14,709,854 of imports. T h e former,
therefore, outstripped t h e latter by more t h a n $6,000,000, t h e percentage being 68.6 to 45.4. If t h e population had remained stationary, t h i s increased percentage would h a v e been even higher."—Budget Speech.
1912.
The Budget Speech of 1913 gives t h e agricultural production a s $22,000,000, and t h e i m p o r t a t i o n s a s
$14,500,000.
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Next in historical, and probably first in material importance, comes
mining. Gold in small quantity was found in Queen Charlotte Islands in
the early fifties, and created the first niining excitement, which, however, soon
subsided. The discovery of coal, first in the vicinity of Fort Rupert, Vancouver Island, and next at Nanaimo, gave the earliest impetus to permanent mming development. The H . B. Co., whose operations were directed
by their Scotch experts, H . Gilmour and R. Dunsmuir, after prospecting
the first location without satisfactory results, moved to the second, where the
industry began, and where it grew to permanent and large proportions. Nanaimo and Wellington, where the late Hon. Robert Dunsmuir began his
own career as a mining operator, were for a considerable time the only colliery towns of the Province. Afterwards the Union mines, at Comox, and
the Extension mines, near Ladysmith, on the Island, and the mines at Crow's
Nest Pass, were opened and were developed on an extensive scale. More
recently, developments have resulted in establishing industries at Suquash,
the point at which coal was first discovered in the Province, and at Nicola,
with discoveries and prospecting at other points with very promising results.
Statistics of the industry show the results of development at the following
dates, in round numbers:
Gross tons
Value.
To 1875 (inclusive)
675,000
$ 2,400,000
To 1880
1,650,000
5,000,000
To 1885
"
3,040,000
9,450,000
To 1890
I
5,530,000
16,945,000
To 1895
"
10,330,000
30,500,000
To 1900
I
16,000,000
48,000,000
To 1905
"
22,700,000
68,000,000
To 1910
I
32,500,000
102,400,000
(NOTE:—A slightly higher valuation is given for the l a s t period of five years.)

The production of coke, which began about 1898, has totalled 2,250,000
gross tons, with a value of over $12,000,000. I t will be of interest to add that
(3) The history of the Nicola Coal Fields began in 1877 when Dr. Dawson made a complete survey
which was published in the report for 1877-8. At t h a t time no coal lands had been taken up, and it was
not until the construction of the Canadian Pacific Railway in 1884-5 t h a t serious attention was given to
the field. Mr. Green, of Garesche, Green & Co., Victoria, B. C , then acquired four miles of coal areas at
what is known as Coal Gully, and Mr. Stephen Tingley, of Ashcroft became his partner in the venture.
This ground was the area which had coal outcroppings above water level, and today constitutes the property of the Nicola Valley Coal and Coke Company. For many years a superior coal was mined by John
Corbett from a vein exposed a t the Coldwater river and sold to local residents for domestic use and
blacksmith work. A tunnel was also opened in Coal Gully on a very large vein of good quality, but the
work w a s not of a permanent character and the tunnel caved. In 1890, Mr. Green died and in 1894 his
estate became insolvent and w a s in liquidation. The Supreme Court of British Columbia appointed liquidators, and these gentlemen granted a bond for five years to Charles F . Law, of Vancouver, in 1900, who
formed a syndicate of prominent Vancouver capitalists, and proceeded to open five tunnels on what appeared to be separate veins. The adjoining lands were bonded by interests connected with the C. P. R
and a diamond drill was installed in 1904 to bore through the measures. The work was not successful
because of depth of alluvial deposit and work w a s abandoned. The Diamond Vale Coal Company, a
Vancouver company, then bonded all the lands adjoining, and proceeded to drill extensively. This was
successful, and proved the existence of two seams, which belonged to the series exposed in Coal Gully.
About 1905 work was commenced on the Nicola railway, and connection was made with the main line a t
Spence's Bridge. A company was then formed in Vancouver to acquire the syndicate property formerly
belonging to Messrs. Green and Tingley and a coal mine was opened up and equipped with shipping facilities which h a s developed into a great property, now known as the Nicola Valley Coal and Coke Co.,
which is producing over 600 tons per day. The Diamond Vale Co. made a serious attempt to open up
their ground on the flats, b u t owing to physical difficulties, chiefly from surface waters, the development
was discontinued. The present successful position of the coal field is a tribute to the energy and business ability of Mr. W. H. Armstrong, manager, director of the Nicola Valley Coal and Coke Co., who
has given close attention to the active development of the field. The quality of the coal is high grade
bituminous coking coal, and is chiefly used by locomotives on C. P. R main line. The coal is cheaply produced, and when smelting operations begin the middle interior of British Columbia this coal can produce
a coke equal to all requirements for smelting purposes.
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a general summary of the coal supply of British Columbia, as estimated by Mr.
R. B. Dowling, of the Canadian Geological Survey, affords the following:

in sq. mis.
Koskeemo (Vancouver Island)
Suquash
"
"
Comox
"
Nanaimo
"
'
Cowichan
"
"
Graham (Queen Charlotte Island)
Elk River (Mainland)
Nicola
Princetown
Tulameen
Telkwa
Hat Creek
Skeena River
Peace and Pine.

5

50

9,000,000
19,000,000
1,152,000,000
1,344,000,000
23,000,000
563,000,000
36,600,000,000
30,000,000
166,000,000
64,000,000
30,000,000
68,000,000
61,000,000
96,000,000

351
1,351

40,125,000,000

10
300
350
9
160
370
12
52
5

10
2
16

Total

Tons of coal.

Of these areas 256,000,000 tons from Queen Charlotte Islands, 166,000,000 tons from Princetown and 68,000,000 from Hat Creek—490,000,000 tons
in all—are lignite; 61,000,000 tons of the Skeena River are anthracite, and
the balance, 39,674,000,000 tons are bituminous.
In respect to the history of the other minerals, it may be divided broadly
into two parts, that of placer and of lode-mining. The former industry did
not end with 1887, but until that year it was the only class of niining that
entered into the annual returns of mineral production. Gold was first discovered in the tributaries of the Fraser about 1856, and possibly in the Fraser
itself. Previous discoveries had been reported in the Similkameen and the
Columbia River as far back as 1853. In 1857 the news got abroad and in
1858 the first great gold rush took place. I n the latter year and in 1859 the
lower Fraser was exploited. Then immediately followed the rich finds in
Cariboo on the upper reaches of the Fraser, whither the restless prospector
had gone, in 1860 and 1861. Granite and Rock creeks, in the Pale district; Wild Horse Creek, in the East Kootenay; the Big Bend of the Columbia; and diggings here and there of lesser importance were discovered from
time to time, and occasioned excitements and rushes of prospectors hither
and thither with varying success. The Cariboo diggings were the most important and the most permanent. Just at the time of Confederation the
Omineca mines were discovered, and following the Omineca excitement came
the Cassiar discoveries. During the twenty-five years following, the Fraser
River produced some $50,000,000 or $55,000,000 of gold, although statistics
of the period do not form an exact statement of production. In 1864 and
1865 the placer fever, with its consequent yield, was at its height. There
was a long lull in placer work until 1898, when the Atlin gold field was discovered. From 1864, the annual yield began to decline, with occasional up[190]
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ward spurts, and steadily declined in the average, until about 1896. Nevertheless nearly all the old diggings gave up some gold to the Chinaman, or to
the prospector working for a living pay. Hope was revived with the exploitation of Cariboo by the more modern hydraulic methods, and at one time
it was thought that Cariboo, especially, would revive some of its ancient
prestige in gold-getting, and when Atfin was boomed this hope was further
strengthened; but the secret of disappointment in most instances, apart from
failure through mistakes and bad judgment, which were not inconsiderable,
was the remoteness of the placer niining camps, and the difficulties and expense incident to the installation and operation of machinery and to the obtaining of supplies and labour, through lack of railway transportation. When
railway facilities have been gained it is fair to assume that there will be a
revival of many of the projects which are now either suspended or abandoned; and it is possible also that new discoveries will be made. However,
in any event, placer mining is necessarily more precarious and short-lived
.than lode-mining. The aggregate results of placer-mining up to date amount
to between $72,000,000 and $75,000,000 from all sources.
Although lode-mining claims had been prospected as far back as the
middle sixties, and at a more recent date had been developed to some extent,
it was not until 1887 that returns began to be made. About that time flattering reports were received from many parts of East and West Kootenay
and Yale. The first impulse given to the industry came from the discovery
and operation of the Hall mines near Nelson. Then followed discoveries in
rapid succession of Trail district, at and near the present site of the town of
Rossland, Slocan, Camp McKinney, Boundary Creek district, and in East
Kootenay, and later on Alberni Canal, Texada Island and Mt. Sicker, on
the Island. There was a succession of mining booms, out of which grew
towns at Nelson, in the Slocan—Kaslo, Sandon, New Denver, Slocan City,
Three Forks, etc.—Rossland, Trail, Greenwood, Grand Forks, Midway, and
so on. Each district blossomed out into promising camps and a considerable
population, and for a period of five or six years mining promotions and mining stocks were a regular industry, and in not a few instances a very lucrative
one. In 1899 there was a collapse in stocks, and from various causes—over
capitalization, wildcat schemes, labour troubles, the South African War, the;
fall in prices of metals, etc.—the mining situation was not cheerful. Nevertheless, in all the camps there were certain properties which continued to produce largely, others were developed, and the area of prospecting was extended. Smelters were established at Trail, Grand Forks, at Greenwood
and Ladysmith, and by degrees, through much adversity and many setbacks,
the industry became established on its present basis of permanency and settled conditions. Each camp and district had its slump and discouragements,
but in almost every case there has been a revival of industry during the past
year or two. New elements of promise have arisen in the Slocan, in Rossland and in the Boundary, more particularly, which are very encouraging,
while, of course, the certainty of railway facilities being supplied to numerous
districts in various parts of the province leads to the practical certainty of
.corresponding development and production in the case of mining properties
hitherto impossible of operation with profit. The principal metals mined have
'been gold, silver, lead and copper. There has been only small production
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of zinc, iron and platinum. Since 1887, of gold there has been, to the end
of 1910, about $61,000,000; of silver, $31,000,000; of lead, $24,500,000; of
copper, $61,000,000; of all other metals a little over a million. The lode mining industry has produced in value nearly $179,000,000. The total production of all minerals up to date from the first operations with an average of
about $25,000,000 per annum during the past five or six years, has been, in
round figures, $400,000,000. This includes coal and coke and building materials. It is not too optimistic to assume that that figure will have reached,
by the end of 1921, the vast total of $1,000,000,000.
I t is not inappropriate here to refer to the prospects of the iron and steel
industry. Until very recently it was not very definitely ascertained as to what
extent large blast furnaces could be supplied to load iron ores; but while
there has been no very extensive development, it is tolerably certain and, in
fact, beyond doubt, that in the Campbell River and Quinsam Lake districts,
on Texada Island, and in the neighborhood of Alberni Canal and Barkley
Sound there are very large deposits of high grade magnetite, some of them
definitely proved. There are a number of other localities on Vancouver Island,
on the west coast of the mainland and on Queen Charlotte Islands that give
similar promise. The natural conditions, accessibility to deep water, contiguity to lime and coal, and all the year round operations—are highly favourable to success—so much so that these advantages, in ordinary circumstances,
should overcome the high price of labour and render the industry extremely
profitable. Owing .to recent developments throughout the West, the amount
of railway construction and bridge building, the extent to which iron and
steel are used in reinforced concrete, and the great general increase in the
use of iron in a variety of ways and for a great variety of purposes, the local
market is sufficiently large to justify the erection of blast furnaces and rolling mills. The extent of outside markets which could be easily and naturally
reached by water—a situation which will be rendered still more favourable by
the opening of the Panama Canal—is very great for diverse iron products.
On the other hand, the most serious problem is the price of coke, notwithstanding the contiguity and extent of local coal fields. At the present time
that price would be prohibitive, but it is not improbable that the competition
of oil as fuel with coal will make a new outlet for coal very desirable, and
the erection of blast furnaces would give the opportunity desired. Another
factor of the situation is the possibility of the development of the iron deposits of China, where, with the unlimited supply of cheap labour, the cost
of production would be very low as compared with that possible on the coast
of British Columbia.
With regard to coal, although the practicability of smelting by electricity has not yet been demonstrated^ and apparently is not imminent, yet
in the event of it becoming possible the water powers of Vancouver Island
would render the use of coke unnecessary. The development of the industry on the coast has been a subject of talk for years past. A start has not
yet been made, notwithstanding that frequent announcements have been made.
The amount of capital required for a new industry, with several problems
yet to be solved, is probably the greatest drawback at the present time. Ten
million dollars or $15,000,000 is not easily obtained, even in these days of
large enterprises.
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Another industry must now be touched upon which has been exceedingly slow of development, but which has now reached the stage when big
results in the way of production may be expected. P u l p and paper mills
were talked of twenty years ago. Ten years elapsed from the time that the
establishment was seriously considered until the time when success was assured. I n the case of pulp and paper the distance of the market was the
chief difficulty to be overcome. Even after favourable concessions were secured from the Government, it is not going too far to assume that the financial arrangements of the enterprise were based on the favourable terms on
which the timber for lumbering purposes, which was included in the concessions, could be secured, rather than upon the immediate prospect of the pulp
outlook. But a situation developed very rapidly which gave to the pulp industry on the coast a very decided advantage. The shortage of pulpwood in
the United States bore heavily on the papermakers and the news trade, and
this, together with the imminent opening of the Panama Canal, gave a specially favourable opening for pulp industry here, so that in time it must have
an exceedingly big market, not only in the United States but also in Great
Britain. The supply of raw material which is easily accessible is enormous.
Mills were first established at Swanson Bay and Port Mellon, with a capacity of about 100 and 50 tons a day, respectively. The latter was soon merged
into the control and ownership of the David Investment Co., which also acquired extensive concessions at and in the vicinity of Quatsino. The two
largest concerns, however, are the Powell River Paper Co., with works located at Powell River and the Ocean Falls Co., at Bella Coola—one with
a capacity of 100 tons paper and 100 tons pulp daily, and the other at
Ocean Falls, Cousins Inlet (an extension of Fitzhugh Sound) with a capao^
ity of 150 tons of pulp daily. I t is understood that these companies in operation have a steady market for their output in view.
The history of the lumber business is given in rather extended footnotes (3), in which a good deal of information is contained in respect to
(3) W i t h the early development of the lumber and saw-milling business it is not the purpose of this
chapter to deal except in so far a s it is necessary to make the narrative continuous and complete, because it belongs to a period prior to Confederation. As has been seen. Captain Edward Stamp built
the first saw mill a t Alberni.
He did not remain long in charge, and the mill itself only operated for a short time. P a r t of the
original machinery went to Port Gamble in the State of Washington, and was placed in a mill there.
Captain Stamp interested English capital, organized the British Columbia Spar, Lumber and Saw Mill
Company, Ltd., and in 1865 started a mill a t Burrard Inlet, which he managed until about 1867. Captain Stamp's experience a t Alberni was repeated a t Burrard Inlet. A lawsuit ensued, the result of
which was t h a t Captain J a s . R a y m u r was appointed manager in h i s stead.
Not long afterwards, the affairs of the company became so involved t h a t the mill was shut down,
and the business wound up and sold to Dickson De Wolfe & Co., San Francisco, of whom E. D. Heatley
w a s a large shareholder and resident managing director. At that time the capacity of the mill was
about 50,000 feet per day. Captain R a y m u r was appointed manager by t h e new owners, and continued
in t h a t position until his death in 1882, when he was succeeded by Richard H. Alexander, who had
been Mr. Raymur's assistant since 1870, and who has ever since been permanently associated with its
affairs.
During all this early period, Burrard Inlet was the headquarters of the export lumber business, and
sailing vessels chartered for various p a r t s of the world were ordinarily to be found anchored a t either
of the two mills loading, or waiting to be loaded with cargoes of lumber.
The other mill was located a t Moodyville on the northern side of the harbour, now included in what
is known a s North Vancouver. I t was started by Moody, Deitz & Nelson, the members of which firm
were prominent old-timers. S. P. Moody, the senior member, was lost in t h e wreck of the "Pacific."
Nelson became a member of the House of Commons for New Westminster District, a senator and Lieutenant-Governor. Deitz was a German who had been associated with Nelson in the express business.
The mill had rather varied fortunes from first to last. I t was sold to Welch & Co., of San Francisco, who operated it for some time. Through the agency of the WulfEsohn-Bewlck Company of Vancouver it was sold to an English company, in which H. H. Lonsdale had a controlling interest, and
was for some time managed locally by J. G. Woods, who had been associated with the Leamy-Kyle
mills on False Creek. In 1902 the miilsite, the mill steamers, logging camp appliances, and limits attached thereto, were purchased from the trustees of the Lonsdale estate by the British Columbia Mills,
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the establishment of the industry. From the nuclei at Vancouver, New
Westminster, Nanaimo and Victoria, the industry gradually spread through
the Province, at first principally to supply local requirements, and then to
supply the markets of the Middle West. The export trade existed practically from the first, and has not increased in anything like the same proportion as local and interprovincial trade. As time went on, there grew up a
number of mills in the interior points along the lines of railway, known generally as the mountain mills, in contradistinction to those at the coast. They
Timber & Trading Company, and after that ceased to operate. I t was for a long time an important
seat of local industry, and Moodyville, as a rival to Granville, had a hotel, store, reading room, a
school, and occasionally divine service.
The history of the development of the lumber trade which gradually centered itself at Vancouver
and New Westminster is to a very considerable extent the history of John Hendry for the period under
review. Coming to British Columbia by way of California in 1871, he soon afterwards assisted at
the installation of the machinery brought from the first saw mill at Alberni in the mill at Port Gamble,
and then superintended the construction of the present Moodyville mill, the old one having been burnt
down. In the summer of 1875 Mr. Hendry went to Manitoba, but in the fall of the same year returned
to British Columbia, engaging in business in Nanaimo on his own account and associated with David
McNair, Andrew Haslam, Robert Kelly and Andrew Lee. They started a sash and door factory there
in conjunction with a small saw' mill. From Nanaimo Mr. Hendry in 1879 went to New Westminster
and built a sawmill and a sash and floor and box factory for the people associated with him at Nanaimo,
and then formed it Into the company known as the Royal City Planing Mills Co., Ltd., in 1880. These
operations were successful and rapidly extended. Mr. Hendry was President and the moving spirit of
the enterprise. When Vancouver came into existenee, the Royal City Planing Mills extended their
business there, and built a saw mill and factory on False Creek, near to Westminster Avenue, at a
point which is now the very centre of the city. The Royal City Planing Mills Co. then bought the
Nanaimo Coal Co.'s mill site and saw mill in Nanaimo, which was managed by Haslam & Lee on behalf
of the Royal City Planing Mills Co. Following Mr. Hendry's move, there was a division of interests,
Haslam & Lee taking over the Nanaimo business, and Hendry, McNair and Kelly retaining the New
Westminster department Subsequently Hendry and McNair bought out Kelly, and about the same time
Haslam bought out Lee and managed successfully the Nanaimo mills for many years.
When in 1886, the Canadian Pacific Railway extended its line from Port Moody to Granville, now
Vancouver, the Hastings Mills were acquired from E. W. Heatley by a syndicate known as the Vancouver Improvement Company, of which the Oppenheimer Bros., Dr. I. W. Powell, Colonel Prior, Major
Dupont, and others were members. The property was prospectively very valuable. In addition to the
mill and mill site west of the railway track and the timber limits and logging camps, there were some
1500 acres of land, all now included in the Vancouver townsite. The property extended from Carrall
Street to where the sugar refinery is now located and back to False Creek, at the head of which there
were 1200 acres of land covered with forest. These large interests were divided, the mill site, mill and
limits, etc., being acquired by the Hastings Mill Company, the stock of which was owned in equal
shares by E. D. Heatley and the Vancouver Improvement Company. The Vancouver Improvement Company retained the land, one-third of which was given to the Canadian Pacific Railway as an inducement
to make Granville its terminus. These two enterprises were the foundations of a number of private
fortunes. In 1891 the Hastings Mills Company was bought out by the Royal City Planing Mills Company of New Westminster, and the British Columbia Mills, Timber & Trading Company was formed,
with John Hendry as president and general manager. Prominently associated with him were David McNair, the late C. M. Beecher and R H. Alexander, now the doyen of sawmill men on this coast. Mr.
C. M. Beecher, a nephew of the late Henry Ward Beecher, was vice-president and Mr. Alexander, secretary. This represented an aggregation of enterprises, including Hastings Mills, the Royal City Planing
Mills at New Westminster and Vancouver, and the Moodyville. The Hastings Mills were increased to
a daily capacity of 160,000 feet, and business was being operated on a large scale until the plant was
destroyed by fire in 1898. They were rebuilt on an increased scale on the most modern lines, and are
now cutting 250,000 feet in 10 hours. The British Columbia Mills Timber Company at present controls a dally product in 10 hours of from 400,000 to 500,000 feet, and the business of the company, as
a whole, is the largest In British Columbia
Mr. R. H. Alexander, already referred to, at a meeting of the Canadian Club in Vancouver delivered
an address on the subject of lumbering conditions on the coast from which some interesting extracts
are made:
"For a number of years the foreign trade of the Province averaged from twenty-five to thirty-five
million feet annually, until the Chemainus Mill came Into operation, since when the trade has varied
from fifty to eighty million feet per annum. This year the Fraser River Mill has joined the export
shippers, and the foreign shipments will probably reach eighty-five million feet, the largest volume
since the inception of the business.
"Until the construction of the Canadian Pacific Railway there was no market available but the
foreign, and large quantities of lumber that under other conditions would have found a sale, used
to be burned as the only way for its disposal.
"The advent of the Canadian Pacific Railway opened a market to the east and mills began to
multiply. It was a long time before our Douglas fir established itself, but it crept farther and
farther east, until now we have customers even on the seaboard of the Atlantic provinces, and the
quantity being shipped in that direction Is ever increasing. Our export trade is distributed all over
the world, shipments being made to Australasia, China, Japan, and occasionally to India, Central America, Peru, Chile, and the Argentine Republic, the United Kingdom, France and Germany; It has even
penetrated to Baltic ports—a fact which might appear like sending coals to Newcastle, it being used
in the modern development of that ancient country, Egypt, and aiding in the building of Johannesburg
and the winning of gold in the Rand mines of the Transvaal.
"In several of these markets, however, our wood is not in general use, but only taken in the form
of special sizes and lengths that cannot be obtained elsewhere, our great distance from the points of
consumption and costly transportation militating against it being used in a more general way. Until
recently the transportation of lumber has almost entirely been left to sailing vessels, but steam is now
competing for the business, and when by this means the distant markets can be reached more quickly
we may confidently expect our trade with them to increase. With the expansion of the export trade it
Is interesting to note the increase there has been in the size of the vessels used. In the early days
of the trade a vessel carrying over 400,000 feet was a large one, and to supply a cargo of a 1 000 000
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catered particularly for the trade of the Middle West, in regard to which they
were geographically more favourably located, but anything like a detailed
history of development of the extensive system of mills either on the coast
or in the interior is impracticable. As pointed out by Mr. Alexander, there
are peculiar problems relating to the lumber industry in British Columbia,
and as a consequence there has been a remarkable series of ups and downs.
For a long time it was very much depressed, and even yet, with greatly increased prosperity, the profits are rather represented in the increase of the
value of the assets than in legitimate earnings. The industry is extremely
sensitive to the condition of crops in the Middle West, and in a period of
prosperity there is a tendency to overdo manufacture and glut the market.
There has been, however, a very substantial increase in production extending over a recent period of years. In 1910 the value of the output was
$17,160,000, and the cut of the coast mills 605,000,000 feet, and of
the mountain mills 435,000,000 feet, making a total of 1,040,000,000 feet,
which figures include the timber cut in the Dominion railway belt. I n
1911 that cut was considerably exceeded, the value of output being
$25,000,000. I n round numbers the total stand of timber in the province and lands under tenure is estimated to be about 150,000,000,000 feet,
and on land reserved and still in the name of the Crown 50,000,000,000, so
that at the present rate of cutting, not allowing for the natural growth of
timber, there is still enough to last the millman for 150 to 200 years. The
tenure of timber lands, by which lumbermen and others secured limits, has
been subject to a process of evolution. A t first, timber lands could be secured
feet was an undertaking so colossal as to make a mill manager stand aghast, while now it is a difficult
m a t t e r to obtain a vessel to carry such a small cargo, and steamers carrying 3,000,000 feet are not uncommon visitors.
"Coincident with the increase in t h e size of the vessels h a s naturally been the increase in capacity
and improvement in t h e machinery of the mills, from the mill of early days producing 50,000 feet, in
which a great deal of manual labour was employed, to those of a capacity of 200,000 feet per day, equipped with all t h e latest machinery and labour-saving devices whilst t h e working day has been reduced
from eleven and a half to ten hours.
"In 1886, when the Canadian Pacific Railway reached Vancouver the output of the coast mills of
British Columbia did not exceed 75,000,000 f e e t
"The development of t h e shingle industry has also greatly assisted this result, as the commencement of t h e same period of twenty years ago there were only a few machines in use supplying t n e
local requirements and finding it difficult to supplant the old hand-shaved shingles; there are now a
hundred and fifty-five machines in operation, each capable of turning out one million shingles per annum,
and t h e excellence of our manufacture has not only obtained for British Columbia shingles the trade
throughout Canada, b u t has gained them a preference in the United States.
"In the seventies I think the only two mills having leases of timber land were the Hastings Mills and
Moodyville mill, for which they paid t h e Provincial Government one cent per acre without any further
dues, and t h e revenues could not have amounted to more than $600, from which it has increased, as before mentioned to nearly $600,000. Whilst these mills operated their own camps on their own leases,
others cut timber wherever they felt inclined, no one then placing any value on the standing timber.
Oxen were t h e motive power used for t h e transport of the logs to the water, and the most important
man in t h e camp and the one getting the highest wages was the "bull-puncher' or teamster who grained
t h e above name from driving with a goad stick in the end of which was inserted a brad which was
liberally used, along with a good deal of strong language, to make the cattle exert themselves. When
moving from camp to camp a teamster generally carried his goad stick as a sort of insignia of office,
and i t may be a surprise to hear t h a t $5 was an ordinary price for a good hickory goad stick. The
teamster's wages ran a s high as $125 per month without any deduction for lost time, and it was a sight
to see their skillful manoeuvering of a team of twelve and sometimes fourteen 'bulls' in t h e dense
woods. At this time t h e r e were also a number of what were called hand-loggers, who, finding a locality where timber grew on a slope close to t h e beach, with t h e aid of jackscrews, wedges, and axe and a
crosscut saw, p u t in the water no inconsiderable part of the log supply. Later on t h e camps substituted
horses and mules as being faster than oxen, b u t all these methods have been practically superseded
by t h e use of t h e steam haulers with fully equipped railways for the main roads where the operations
a r e of sufficient magnitude.
"The cost of working small areas will rapidly increase, and I am therefore of opinion t h a t the price
of t h e r a w material will have to increase accordingly. If my view is correct, it follows a s a certainty
t h a t t h e price of t h e manufactured article must increase also, and this I think, will be the case generally on t h e Pacific C o a s t The rapid exhaustion of many former sources of supply of constructional
timber, leaves practically but two large areas available for future supplies. These are the yellow pine
region of the South and t h e Pacific Northwest; and when I tell you t h a t a t a convention of lumber
manufacturers a t S t Louis, which I attended last spring, it was stated by Mr. Long of Kansas City,
a recognized authority on t h e subject t h a t the standing timber in t h e Southern States represented b u t
fifteen years' consumption, you may realize w h a t the future value will be of the almost virgin forests
of British Columbia"
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by purchase in the same way as other lands. Then it was changed to leasing, subject to certain restrictions and conditions, but on the whole very
favourable to acquisition and tenure on easy terms. There are several classes
of leases still in existence. In 1888 they were made subject to a royalty of
50c per M. and certain annual rental per acre. In 1905 leases were abolished,
and a licensing system substituted. This had been, for small tracts, in vogue
since 1888. The special license system was highly stimulative of activity in
staking, which followed in an extraordinary degree upon the boom in timber
limits which took place shortly after 1903-4, and continued unabated, until
the provincial government placed a reserve on all unstaked timber in the fall
of 1907. The government then became impressed with the importance of
a more comprehensive system of dealing with this great natural asset of the
province, and in 1909 appointed a royal commission on forestry, upon the
exhaustive report of which the act of 1912 was passed, which provides for a
very complete and modern system of forestry, and a radical change in many
respects from former policy.
In respect to the industrial and commercial situation generally speaking (4), the prospect is contingent upon developments to which all look
with confidence, the result of extensive railway construction, the opening of
the Panama Canal, and the geographical position of the Province on the Pacific, with its extensive seaboard and its wealth of natural resources easily
accessible, and contiguous in respect to ocean traffic and railway transportation. With the opening of the Panama Canal will come for trading purposes
commercial fleets of the world. This naturally suggests a new relation between the sea coast of British Columbia and the commerce of the world together with a rapid development of ship-building, which will undoubtedly be
our next greatest industry to be established. Our timber and the possibilities of iron and steel industry, taken in connection with ocean front, are the
elements in natural juxtaposition, which must decide the extent of future
greatness in that respect. The products to be shipped in greatest quantity
are the grain of the Middle West, with the secondary product of flour, which
involves huge elevators and large flour mills at coast cities; iron and steel
products; pulp and paper and timber and timber products of all kinds;
fruit and fruit products; fish and fish products; minerals and mineral products; and a certain amount of overland freight. It must not be forgotten
that the Panama Canal will also divert a large amount of overland traffic;—
Oriental and Australasian in origin on one side and eastern American and
trans-Atlantic on the other, which we might otherwise expect to pass through
our ports—and will be instrumental also in creating a vast amount of new
traffic peculiar to British Columbia. The opening of the canal will be very
revolutionary otherwise in its effects. The controlling and most momentuous
result will be the shifting of one base of world commerce to the Pacific Ocean,
and the creation of a set of conditions which will inevitably build up an in(4) The census r e t u r n s of 1911, j u s t completed in respect to t h e m a n u f a c t u r e r s of British Columbia,
give the following a s r e l a t i n g to 1910:
Number of establishments (employing five hands and u p w a r d s )
639
Capital invested in land, building and p l a n t
$78,988,670
Working capital
$42,949,073
Number of persons employed on s a l a r y
1,872
Number of persons employed on wage
30,083
Amount of salaries paid
$ 2,474,944
Amount of wages paid
$13,771,476 .
Value of products
$63,797,494
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dustrial and mercantile Britain on the British Columbia coast, corresponding in all material respects to the Great Britain of many centuries old—
with this important exception, that the conditions will be all modern, and
that the change, instead of taking centuries to accomplish, will be brought
about in a quarter of one century. The subsidiary and incidental industries
and enterprises that will develop and spring into new existence here will be
varied, numerous and complex, and in the aggregate will be on a scale of
Imperial magnitude. The capital of Great Britain will be readjusted so as to
be the medium of, and to profit by, the exchange of base; while in addition
to all this, the new naval policy, which must inevitably take into account the
tremendous strategic importance of the Pacific Ocean, will make for shipyards
and naval armaments and an organized naval basis, at New Chathams and
Clydes and Newcastles-on-Tyne in the inland waters and the fine coast harbours of the Far West (5).
Included in these are the large items of production In value a s follows:
Bread, biscuits and confectionery
$ 1,260,340
Cake
1,107,970
F i s h preserved
4,468,819
Electric light and power
1,301,970
Foundry and machine products
2,099,818
Liquors, malt
1,579,301
Log products
19,752,891
Lumber
3,827,237
Ship and ship repairs
848,236
Smelting
11,715,428
Printing and publishing
545,092
(6) Premier McBride in an address to t h e Progress Club, Vancouver, recently (June, 1913) said t h a t
in anticipation of the opening of the P a n a m a Canal t h a t $10,000,000 would be spent in improving the harbour facilities of Victoria Vancouver and New Westminister and t h a t provision had been made for a
dry dock a t E s q u i m a u , the largest in the world. F o r railway terminal facilities on the coast some
$20,000,000 would be expended by railway corporations. He expected t h a t the annual mineral production
would reach the $100,000,000 m a r k within a few years. Two more transcontinental railways, the Northern
Pacific and the Chicago, Milwaukee and S t Paul, were negotiating for entrance into Vancouver, and the
Pacific & Great E a s t e r n would not only be extended from Fort George to the Peace River district, but it
would make an entrance into the Yukon. He stated also t h a t the Canada Western Power Company
proposed entering the field in electric traction and would build a line through the New Westminster district
to Vancouver. Sir Richard spoke hopefully of the iron and steel industry of shipbuilding on a large
scale. Already about $13,000,000 had been invested in the pulp and paper industry, and imports and exports had increased from less t h a n $30,000,000 in 1904 to $93,500,000 in 1912-13, and the value of the
fisheries product from $5,000,000 in 1904 to $15,000,000 a t the present time. British Columbia is credited
with nearly half of t h e entire value of the fishery production in C a n a d a Three thousand miles of railway
a r e under construction, representing a total investment of $150,000,000.
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CHAPTER XVI.
The early history of Kamloops is_essentiaUy_romantic. I t is replete with
all the examples of courage and daring, which mark the long fur-trading
period of early Canadian and western pioneer life. Thus in his social and
business environments, the present resident is far removed, in more respects
than mere lapse of years, from the experiences which gave birth to the city
at the confluence of the North and South Thompson rivers.
One of the most powerful tribes inhabiting the interior of the country were the Shuswaps, and one of their largest villages was situated almost precisely where Kamloops is now. They occupied a large territory,
embracing the valleys of the Shuswap and Adams Lake, the North and
South Thompson rivers, the main Thompson almost as far as Ashcroft,
the Bonaparte River, H a t Creek, Clinton and the valley of the Fraser
River from Pavilion Creek to Soda Creek. To the north of them lived the
Tinnehs; along the Fraser, south of Pavilion, were the Lillooets; on their
west the Thompsons had their villages, and to the south and east were the
Kootenays. The Tinnehs, to the north, made Sir Alexander Mackenzie acquainted with their existence and their place of abode.
I t was not, however, until a number of years after the historic journey
of Alexander Mackenzie, that the Shuswaps had their first glimpse of a white
man, although a Spokane chief, Pilakamulahuh, connected through his
mother with the Shuswaps, had related to them tales of his intercourse with
that strange people. While engaged on a buffalo hunting expedition on the
plains the party, of which Pilakamulahuh was a member, met some Canadian trappers at Hell's Gate Pass, near where Helena, Montana, now stands,
and when the Indians returned to their homes, they were accompanied by two
of the whites, Finan Macdonald and Legace.
Arriving at his home at Penticton Pilakamulahuh entertained his tribesmen with stories of the doings and habits of the whites, and achieved such
a reputation as a raconteur that he was a welcome guest at remote villages, and thus he came to visit the Shuswaps, staying at several villages
on Shuswap Lake and the South Thompson, and becoming the guest of
Tokane, chief of the Kamloops band. Pilakamulahuh's weakness for storytelling proved his undoing, for, extending his tour as far as Pavilion at the
invitation of Tokane, Pavilion being the main fishing ground of the Shuswaps, he was slain by a Seton Lake (Lillooet) chief who disbelieved bis
tales of men with white skins, blue eyes, and light curly hair, who were clad
in woven materials; so shod that they could walk unharmed over cactus beds;
who were armed with weapons that emitted flame and smoke with great
noise, killing birds on the wing and at a great distance, and who rode animals that could outrun the buffalo. All these tales were lies, declared the
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Seton chief. To avenge this insult, Pilakamulahuh reached for his bow and
arrows, but his adversary was too quick for him and wounded him with two
arrows, and to those wounds he succumbed, but not before enjoining his son,
N'kuala, the duty of avenging his death. This injunction was afterwards
carried out by a band of Indians led by N'kuala, riding horses and armed
with fire-arms, who attacked the Lillooets, killing three hundred of them.
The permanent dwellings of the Shuswaps were of one type, called in the
Chinook jargon, Keekwillee houses, which simply means underground houses,
these being the "subterranean recesses" referred to by the Tinnehs when describing the Shuswaps to Mackenzie. These dwellings consisted of a circular hole dug to a depth of about six feet and varying in diameter u p to thirty
feet. From the circumference a superstructure of timbers was erected sloping towards the centre, forming a cone-shaped framework. I n this were interlaced boughs, bark, etc., the roof thus formed being further covered with
soil. The entrance was at the peak of the roof, the same opening serving
as a chimney. Circular depressions, showing the site of ancient villages, are
seen in many places around Kamloops, the term "Keekwillee holes" being
given to them. If space permitted, a description of the mode of living of
these primitive people, of their implements of warfare, their domestic utensils, etc., would be most interesting. Culinary operations, for instance, were
of the most primitive nature. Possessing neither metal nor earthenware pots,
food that required boiling was placed in closely woven baskets which were
filled with water and brought to the boiling point by dropping red hot
stones into it. Basket-making was a fine art with those people. Before the
advent of the fur traders, furs and skins of wild animals were largely used
for clothing; the fibre of the sage-brush was used for making a sort of petticoat for the women. Feathers, shells, copper bracelets, strings of animals'
teeth, etc., were used as ornaments for the person—much as they are today.
Simon Fraser, as we know, gave the name Thompson River to the large tributary of the Fraser which empties into it at Lytton, in honour of his collaborateur, the intrepid explorer, David Thompson. Subsequently, when the
North West Company established a trading post at the junction of the north
and south forks of the Thompson, it was named F o r t Thompson. I t has
been erroneously stated that the Thompson River was discovered by David
Thompson,, and the trading post established by him, but that is incorrect.
As a matter of fact, Thompson never saw either the river or the fort, and
was never nearer to either than Boat Encampment, at the mouth of Canoe
River, at the Big Bend of the Columbia.
The first mention made of Kamloops in any writings was by Alexander
Ross, then in the service of the Pacific F u r Company, who referred to it
as "a place called by the Indians Cumcloups." The Pacific F u r Company
was created by John Jacob Astor, and the chief trading emporium of that
concern was established at Astoria at the mouth of the Columbia River.
On September 16th, 1811, David Stuart, one of the partners of that company, accompanied by three men, two of whom, Montigny and Bouillard, were
Canadian voyageurs, left F o r t Okanagan, which had been established at the
junction of the Okanagan and Columbia Rivers, upon an expedition to the
unknown north, leaving Alexander Ross in charge. Intending to be absent
only a month, it was not until March 22nd, 1812, that Stuart returned to
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Fort Okanagan. During that interval he had reached Kamloops, where
he passed a part of the winter and arranged for the establishment there of
a trading post the following winter. This arrangement was carried out
by Alexander Ross who, accompanied by Bouillard and an Indian, with a
train of sixteen horses, set out from Fort Okanagan on May 6th, 1812, for
Kamloops, where he arrived on the 16th of the same month and there engaged in trading. Ross returned to Fort Okanagan, and in August of
the same year Stuart again proceeded to Kamloops, where he established
himself in winter quarters. t Visiting Stuart at Kamloops on December
31st, 1812, Ross not only found his chief comfortably settled, but that the
North West Company, following hard on his heels, had also established a
post, with M. LaRoque in charge. I n 1813 the Pacific F u r Company collapsed and the North West Company acquired their property, thus ending
the friendly rivalry at Kamloops between the two trading posts. Ross
joined the Nor'Westers, and was placed in charge at Kamloops where he
remained until 1817.
Kamloops was the capital of the Thompson district, and the fort was
strongly palisaded. Within the stockade there was room for the large horse
brigades that were used in the transportation of furs and supplies. These
pack trains were large affairs, numbering from 200 to 300 animals. In the
winter season they were turned out on the hills near the fort, where there
was then abundant pasture.
The traders of the North West Company in British Columbia had
received their supplies overland from Montreal, via Fort William, and
across the continent by canoe and portage—a long, wearisome journey. The
Pacific F u r Company had shown the feasibility of taking supplies from the
coast into the interior of the Thompson district, She-waps, as Ross called it,
by way of the Columbia to Fort Okanagan, and thence by pack train to
their fort at Kamloops. I n 1821 the North West Company and the Hudson's Bay Company amalgamated, and the old route of the Pacific F u r Company was adopted for conveying supplies to New Caledonia, a distributing
station being established at Fort Alexandria, on the Fraser. To that point
the pack trains went from Kamloops. To Alexandria also came the canoes
and boats from Fort George, Fort James, etc., and received supplies brought
in by the pack trains, which in turn carried away the pelts gathered in
from the northern posts, taking them south to Kamloops, whence they were
sent to Fort Vancouver on the Columbia River, which had superseded Astoria. This plan was continued until 1848, when orders were issued by the
Hudson's Bay Company, following the Whitman Massacre, to all interior
points to obtain their supplies at Fort Langley.
After Alexander Ross left Kamloops there is no record of a successor
until the appointment of John McLeod, who ruled the post from 1822 to
1826, and when Sir George Simpson in 1828 visited Kamloops, or Fort
Thompson, as it was then called, he found a trader named Ermatinger in
charge. Between McLeod's reign and Ermatinger's accession, Archibald McDonald held brief rule.
Next in order came Samuel Black, a Scotchman who was murdered by
an Indian during the winter of 1841-2. I t is related of Black that on one
occasion he had as a guest a fellow-countryman named David Douglas, a
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well-known botanist, after whom the Douglas fir is named. Douglas had
little respect for the traders in furs and, fortified by a glass of whiskey,
bluntly expressed his opinion that the traders had not a soul above a beaver
skin. Black took fire at once, and challenged his guest—a lamentable breach
of hospitality—to mortal combat. Douglas avoided the issue by taking his
departure the next morning.
Black was succeeded by John Tod. The original trading post or fort had
been built on the east side of the north ford in the angle formed by it and
the south branch of the Thompson, and thus adjacent to the Indian village.
One of Tod's acts was to build a new fort on the opposite side of the north
river. I t consisted of seven buildings, used as stores, dwellings and shops,
enclosed within palisades 15 feet high, with gates on two sides and bastions
at opposite angles. Within the fort dwelt the trader, and his Indian wife
and their children, half a dozen men and a half-breed boy. Protected by
this puny force, a large supply of trinkets and supplies was kept on hand
with which to carry on trade with the Indians, who came to Kamloops from
Kootenay, Okanagan, Similkameen and other points for that purpose.
Overlooking the Indian village and Fort Thompson, is an eminence
known as Mount St. Paul, towering two thousand feet above the valley. I t
owes its name to a Kamloops chief who was so-called by the traders, but
whom the missionary Catholic priests, for already they had visited the post
(Father Demers, afterwards Bishop, coining to it in 1845), had christened
Jean Baptiste Lolo. Lolo lived near the fort and was on good terms with
Tod. Learning of a plot among the Indians to capture the fort, murder the
inmates, and take the goods it contained for themselves, Lolo warned Tod
of his danger. The Indians had gone on their annual fishing trip to Pavilion and Tod, to whom fear was an unknown quantity, determined upon a
bold stroke. He followed the Indians, and upon reaching the camp of the
conspirators, gave an exhibition of admirable horsemanship and rode fearlessly into their midst. "Where is Lolo?" they demanded truculently. Whereupon Tod gravely informed them that Lolo, whom he had left behind at Kamloops, had been stricken with smallpox. That sufficed; they had a wholesome
dread of the disease, and when he told them he had medicine to save them
from it, they hailed him as their deliverer. His medicine was vaccine, and
without taking too much care in the operation, he vaccinated all of them,
thus incapacitating them from using their weapons for some time. Lolo was
rewarded with the gift of a sorrel horse which he had long coveted.
Chief Trader McLean was in charge of the fort at Kamloops in 1852,
in which year he purchased gold from Indians who had obtained it from
Thompson River at Nicomen, midway between Lytton and Spence's Bridge;
but it was not until 1858 that the rush of gold miners began, and British
Columbia entered a new era. The miners thronged everywhere, from Lytton up the Fraser to Cariboo and up the Thompson to Kamloops and beyond. Tranquille Creek, eight miles west of Kamloops, was prospected, and
in 1859 five men were making $300.00 a day with sluice boxes, others taking out $10.00 a day with rockers. In 1860 there were 200 Chinamen working at the mouth of the creek.
In 1859 Kamloops was visited by Commander Mayne of the H . M. S.
Plumper, who made a trip through the districts bordering on the Fraser,
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Thompson and Harrison rivers. Capt. Mayne, the author of a well-known
book on British Columbia, much quoted by writers, gave a very interesting
description of Kamloops, and its social as well as physical environments,
which the limits of this article prevent being reproduced here. Among
other things, however, he says: "The day after our arrival at Kamloops,
we went across North River to the Indian village, to pay a visit to the Chief
of the Shuswaps tribe, who was described to us as being somewhat of a notability. Here was the site of the old fort of the North West Company
which, some twelve years back, after the murder of Mr. Black (the officer
in charge of it), by the Indians, had been removed by his successor to the
opposite side of the river. No doubt the old site was preferable to the
new, which is subject to summer floods. Only the year before our visit, all
the floors had been started by the water, and the occupants of the fort buildings had to move about in canoes."
Commander Mayne also mentioned that he went to see the bands of
horses driven in, and those past work selected for food, remarking that "a
few colts were chosen for breaking in and then the old mares, whose breeding time was past, were selected and—for it was upon horse flesh principally that the people of the fort lived—driven out to be killed, skinned and
salted down." Salt horse as a diet was soon to give place to good roast beef,
however.
The news of the finding of gold on the river bars had travelled far. In
1858 a party of forty-two men set out from Fort Colvile, Washington,
which they reached by way of the Bow River, Kootenay River and Tobacco
Plains. From Fort Colvile a number of them made their way into British
Columbia, two of the party, Charles T. Gooney and the late Samuel Moore,
coining to Kamloops and settling in the vicinity after devoting some time to
mining in Cariboo.
The excitement in California, Oregon and Washington in 1858 over the
discoveries in British Columbia, was intense. Large companies, numbering
from four to five hundred men, were formed to make the journey by the
inland route, via Okanagan and Kamloops to the bars on the Fraser and
Thompson rivers. Trouble with Indians on the way was of frequent occurrence, and fighting often resulted. Others journeyed by water from. San
Francisco to Victoria and thence to the mainland, while others again came
from the east by way of Panama and San Francisco to Victoria. Some of
those who came by these several routes have made Kamloops their headquarters, and have been identified with its growth; among them was the late Lewis
Campbell, who came to this Province from California in 1858, where he had
gone in 1853.
I n 1864 he went to Oregon and purchased a band of cattle which he
drove north to the South Thompson, where he located on a piece of land
twelve miles east of Kamloops. On his Oregon trip he was accompanied by
the late John Wilson, "cattle king" of Savona, a Yorkshireman, who, when
only seventeen, emigrated to the United States and in 1851 taking the Panama
route to California; came to British Columbia in 1858, mining and trading
on the Fraser and Cariboo before settling down at Savona as a stock raiser.
The advent of the gold seekers brought about a great change in Kamloops. I t was no longer merely a Hudson's Bay Co. trading post. The trad[203]

ing for furs went on as usual, but there was a new element in the land.
The leaven of development was making its presence felt. The newcomers
were eager to find, and to make gold, and gradually the old order of things
changed.
The Hudson's Bay Co. officials had been, in their way, little short of
kings, whose subjects, mainly Indians, did their bidding unquestioned. To the
gold seekers fresh from other lands, where a storekeeper was a storekeeper
only and nothing more, the Hudson's Bay Co. post was more a convenient
place at which to obtain supplies than anvthing else. Little by little the alteration from the semi-feudal system of the Hudson's Bay Company waned,
and a new era dawned.
Not all those who entered so confidently into the mining camps proved
fortunate enough to leave them with fortunes in their buckskin gold sacks.
Some did so, and hastened out of the camps, to spend their gains foolishly or
well; others, having made useful sums, embarked in other enterprises; while
others again, after a trial at mining, gave it up in disgust and took whatever
employment offered. Many of all these classes took up land in various parts
of the country, and went to farming or stock-raising, while a number of them
settled in the vicinity of Kamloops, the benches along the North and South
Thompson rivers offering desirable locations. Thus was established a permanent industry that soon overshadowed the operations of the Company of
Gentlemen Adventurers.
The presence of gold in the bars and tributaries of the North Thompson attracted attention in 1861, and made things somewhat livelier around the
fort, and the following year there was still a further addition by the arrival
at Kamloops of an adventurous party who had made the long trip across
the prairies, crossed the Rockies through the Yellow H e a d Pass, and descended the North Thompson. Two of the party were drowned on the way
down, and the others nearly perished for want of food. Among them was
one woman having in her care three children, and adding to the number a
few miles above Kamloops. Among those who came in this party were J . A .
Mara, now of Victoria, W m . Fortune, formerly a rancher at Tranquille, and
now living at Kamloops, each of whom has since that distant day done his
share in the upbuilding of the town and vicinity. The members of this party
had a trying and hazardous experience in their journey down the North
Thompson. They were a portion of a large party who attracted by the news
of the gold discoveries in Cariboo and other parts of the Province, set out
to try their fortunes. Leaving F o r t Garry in June, 1862, they reached Tete
Jaune on August 27th. There they divided into two companies, the larger
with eight animals descending the Fraser River to Quesnel. The smaller body,
consisting of twenty men, one woman and three children, chose to hazard the
descent of the North Thompson. I n this decision they were in a measure
actuated by a desire to save the animals, of which there were a good number
and which would become their property. Slow progress was made through
the forest growth, and when they reached the Thompson they found fresh
perils awaiting them. Canoes and rafts were shipwrecked, and often had to
be abandoned at portages, and new ones made. They were compelled, too,
to abandon their animals, and were destitute when they arrived at the fort.
They found the place deserted by the Indians, who had fled to escape an
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epidemic of smallpox. Fagged out and starving, Mr. Fortune and a companion sought shelter in one of the deserted Indian houses, only to find that
a pile of grass and branches upon which they cast themselves down to rest,
covered the bodies of two victims of the dread scourge. First entering the
service of the Hudson's Bay Company for seven years, he afterwards settled
down at Tranquille.
The first house in Kamloops was built by William Fortune and in 1868
he had the distinction of building the first flour mill in the interior of British
Columbia, the burrs coming from Buffalo, and costing $1,200 for the pair.
In 1909 Mr. Fortune sold his ranch to the British Columbia Anti-Tuberculosis Society and upon it is erected the sanatorium which was opened
by Lieutenant-Governor Paterson in September, 1910.
G. C. Tunstall, another of the same party of "overlanders," who came
to British Columbia in 1862, was regarded for many years as one of the institutions of Kamloops, filling the important post of gold commissioner, government agent, and many other offices for many years. Before his appointment at Kamloops he had spent some time in Cariboo. I n 1886, when the
Granite Creek gold excitement broke out, he was moved to that place, but
soon returned to Kamloops, where he has since resided continuously. H e
was superannuated in 1909 and died January 7th, 1911.
Closely identified with the history of Kamloops, J . A. Mara (at the time
of writing this record a resident of Victoria), was for many years one of its
most energetic and enterprising business men. An "overlander," he came to
British Columbia in 1862. H e is a Canadian and was born at Toronto. H e
opened a general store in Kamloops, built and operated steamboats on the
Thompson waters, and subsequently was chief promoter of the Columbia and
Kootenay Steam Navigation Company, which concern later passed into the
hands of the Canadian Pacific Railway Company. H e took an active part
in politics and was elected to the Provincial Assembly in 1875 and remained
a member until 1886. The following year he was elected a member of Parliament for Yale, representing the district until the general election of 1896,
when he was defeated by Hewitt Bostock. Shortly afterwards he removed to
Victoria to reside.
Governor Sir James Douglas honoured Kamloops with a visit in 1861,
and the following year he determined upon the construction of the Cariboo
wagon road. I n that year the rush to Cariboo was at its height, and the new
road was pushed vigorously and was soon thronged with heavily-laden freight
wagons bound for the Cariboo mines, or Hudson's Bay Company posts at
Kamloops and elsewhere.
I n 1863 the late Joseph McKay was in charge of the Hudson's Bay
Company fort at Kamloops, and William G. Cox held the office of gold
commissioner and police magistrate at a salary of 400 pounds a year. In
that year the company again made a move, this time erecting their post on
the south bank of the Thompson opposite the second site, and there they
remained for several years, until once more the march of progress rendered
it advisable to make another change, and in 1885 a new building was erected
a quarter of a mile farther east. The next change made was effected in 1894,
when they moved into the brick building which they now occupy as an annex to their newer premises acquired in 1911.
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With the discovery of gold in the bars of the Columbia River in 1864,
and the finds at the Big Bend, a busy time came for Kamloops, which was
on the direct route of travel to the new mines. The Government opened up
a trail from Kamloops by way of Shuswap Lake, and in 1866, the wagon
road was extended from Cache Creek to Savona at the foot of Kamloops
Lake. Meanwhile the Hudson's Bay Company, McKay still being in charge
at Kamloops, anticipating the rush to the Big Bend country, built the
steamer Martin during the winter of 1865. At that time of the find at
Big Bend, the Hudson's Bay Company post at Seymour was in charge of
G. B. Martin, a Yorkshireman, who was afterwards a member of the Provincial Government. George Bohun Martin was born on Christmas Day, 1841,
and in due course entered the navy, ill health compelling him to resign, however. In 1862 he came to British Columbia and entered the service of the
Hudson's Bay Company, and in 1864 was in charge of the post at Seymour.
H e left the service and Seymour in 1865 to take up farming on the South
Thompson. Entering political life in 1882 he represented the district in the
Provincial House from that year until 1898, when he met his first defeat.
In 1894 he was appointed Chief Commissioner of Lands and Works.
Among the local men who took part in the Big Bend excitement was
James Ross, now farming near Shuswap.
Another of the number was the late A. G. Pemberton, late Sheriff of
Yale County, who came to Victoria from Southampton by way of Panama
and San Francisco, and in 1861 went to Cariboo, afterwards finding his way
to Kamloops. H e was one of the men engaged in the building of the Martin and also tried his luck in the Big Bend.
In 1866 the rush began to Big Bend and the Martin was kept busy making regulars trips from Savona and Kamloops to Seymour, at the head of
Shuswap Lake, the fare being $10 for passengers and $20 a ton for freight.
The boat was crowded each trip. Seymour became quite an important town,
of which, however, practically no trace is now left, although a new town has
recently sprung up on the same site, not because of gold mining but on account of the more prosaic industries of lumbering and farming. Kamloops
derived so much benefit from the rush to Big Bend that Messrs. Mara and
Wilson opened up a store in 1867. The Martin was the first steamboat to
ply on the Thompson waterways, and ascended the North branch 120 miles
from its mouth.
The late John Peterson in 1868 pre-empted a parcel of land east of the
then little village of Kamloops, afterwards purchasing an additional 320
acres. This location is of interest as this land, the old Peterson Ranch, constitutes the larger part of the present city of Kamloops.
In 1870 Barnard's Express stages, carrying the mails, ran as far as Savona, the system soon extending to Kamloops, and finally to Okanagan Mission. Gradually the needs of the little community became more pressing, and
the difficulty in procuring lumber for building purposes led to the establishment of a new industry about 1875, when a combined flour and lumber mill
was built on the river flat, then east of the town. Messrs. Mara, Wilson, Mcintosh and Usher were the owners, known as the Shuswap Milling Company. Mr. Usher was the government agent at Kamloops, and was murdered
m December, 1879, while engaged in the performance of his duty, at the hands
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of the McLean and H a r e gang, four in number. The murderers were hanged
at New Westminster, January 31,1881.
The year 1878 saw another steamer built on the Thompson waters, the
Lady Dufferin, the property of William Fortune. The boat did a general
freighting business, running from Savona to Kamloops and Spallumcheen.
The steamer Spallumcheen, owned by Mara and Wilson, also plied on the
same waters for a number of years.
Following the entering of British Columbia into the Confederation of
the Dominion of Canada, Lord Dufferin, Governor-General, visited Kamloops
in 1876. The Canadian Pacific Railway project was then assuming definite
form. I n 1872 survey parties had been at work. The original intention
was for the line to come down the North Thompson River to the Clearwater,
thence to reach Bute Inlet via Chilcotin; but this idea was abandoned, and
it was determined to bring the line down the North Thompson to Kamloops,
and then carry it to salt water by the Thompson and Fraser valleys—a plan
never carried into effect, but strangely enough, is embodied in the present
Canadian Northern project.
Kamloops was given telegraphic communication in 1878, the line being
built by the Liberal Government under Alexander Mackenzie as Premier,
the younger F . S. Barnard, who afterwards was member of Parliament for
the district, being the contractor. In the same year A. Watson of Victoria
built the steamer Peerless for J . A. Mara, to run, according to the Colonist,
"between Cook's Ferry and the head of navigation." The Peerless made a
trip to Harper's mill, at the mouth of the Bonaparte, near Ashcroft, in 1881,
without using a line, and subsequently made one trip to Spence's Bridge;
Captain John Irving of Victoria being in command. The first resident clergyman to take up his abode in Kamloops was Rev. Father Grandidier, who began to reside in the town in 1878.
J . F . McCreight was, in December, 1880, appointed judge for the inland country, to sit at Kamloops. May, 1881, saw Major Rogers set out
from Kamloops to Eagle River, Shuswap Lake, to look for a pass for the
C. P . R. through the Selkirk range. H e found a pass, Rogers Pass, and
an entirely new route for the railway was selected. The Yellow Head Pass
in the Rockies was abandoned, and the line taken to Kamloops by the South
branch of the Thompson River in place of the North branch. I n the same
year increased mail service was given to points east of Kamloops, and reached
by wagon road from that point. So far, a semi-monthly service had been
given, but in the spring of 1881 the mail contract from Cache Creek to Okanagan (now better known as Kelowna), via Kamloops and Spallumcheen,
giving a weekly service, was awarded to J . B. Leighton of Savona. Kamloops was now about to enter upon a new phase in its development. The
change from the early order of things had been gradual, but was no less
decided. Kamloops was fairly established as a fully fledged town, possessing hotels as well as stores.
But a yet greater change was at hand. Creeping nearer day by day
the Canadian Pacific Railway was steadily approaching Kamloops. Early
in the winter of 1884-5 Andrew Onderdonk, the contractor for the line from
Port Moody to Savona, had the rails laid to the latter point, and the same
winter the grading of the road bed between Savona and Kamloops, and at
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several points farther east, was well under way. With the advent of railway
construction Kamloops became a busy place, people coming and going by
steamer and stage daily. I t did not cover much ground, and one straggling
street comprised its length and breadth, but, though it lacked size, it was
not wanting in stir and bustle. I n July, 1885, the railway track reached
Kamloops from the west, and the shrill whistle of the locomotive was heard
in the street. From the east the railway builders were rapidly closing in
the gap with the twin bands of steel and on November 7th, in the same year,
at three o'clock in the afternoon, the first through train from the distant
east to P o r t Moody arrived. The town continued to grow steadily, and as
the railway company made it a divisional point, the population was materially
and permanently increased. John Peterson disposed of his ranch lying to
the east of the old town to a syndicate, of which Messrs. J . A . Mara, C. E .
Pooley and W a r d were members. The new townsite was at once surveyed
and subdivided by R. H . Lee, and alternate blocks given to the railway company in consideration of their making the town a divisional point, thus assuring the permanent interest of the company in the progress of Kamloops.
Things then moved rapidly. The Hudson's Bay Company realized it was
time to build a modern store and a brick structure was erected. The old log
building that had done duty as lock-up, government agent's office, and court
house, also serving for the holding of public meetings, etc., ceased to fulfil
the requirements, and the government agent selected a central site, and the
building that rose upon it was in constant use, until the present handsome
stone and brick structure was raised in its stead by the McBride Government in 1909. Court day was deemed a sort of festival, and the coining of
a Supreme Court judge—and the late Mr. Justice Walkem was a favourite—
was looked forward to with a zest not evinced in later times.
The coming of the railway did not put a stop immediately to steamboat
traffic, and in April, 1885, another vessel was added to the fleet, the Kamloops,
its machinery being that of the Myra, a stern-wheeler, that formerly plied
below Yale. A dispute arising between J . A. Mara, owner of the larger
steamers on local waters, and A . Onderdonk, railway contractor, over freight
rates for carrying supplies, Mr. Onderdonk decided to build a steamer of his
own. A hull was built at Savona, launched, the machinery installed, the boat
christened the Skuzzy, and then a compromise was arrived at. The Skuzzy
was put to good use, however, serving as a floating hotel for the tracklayers,
as they moved along the grade between Savona and Kamloops. The Skuzzy
was afterwards bought by Mr. Mara, but in a few years the Peerless, Kamloops and Skuzzy were hauled close to the beach, and there they lay, sheer
hulks, Until destroyed by fire. I t is worthy of note that the machinery installed in the Skuzzy was that used in another steamer of the same name,
also built by Onderdonk, on the Fraser at Big Tunnel, east of Spuzzum!
The taking of supplies over the trails along the canyon of the Fraser had
proved costly and slow, and the building of the Skuzzy was the outcome of a
desire to effect a remedy for those conditions. After some difficulty a skipper
was found willing to attempt the task of taking the vessel through the boiling, eddying, treacherous rapids. Finally two brothers named Smith consented
to try, and with J . W . Burse as engineer, and with the assistance of a powerful steam winch and with the captain and 150 Chinamen hauling on ropes
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ashore, the first load of freight was safely carried and distributed along the
river. Several trips were made, Lytton being the farthest up-stream point
reached. Subsequently the Skuzzy was tied up at Keefers, and there remained until the machinery was removed to be placed in Skuzzy number two
at Savona.
Railway construction enriched the farmers, stock-raisers, hotel and store
keepers along the Thompson Valley. The commissariat of the railway contractors was an important department, and the farmers and ranchers found
a ready market for what they had for sale. Pay day was an occasion of lavish spending of money by the men, and the little towns of Lytton, Spence's
Bridge, Ashcroft, Savona, and Eagle Pass Landing reproduced on a small
scale the pace set at Yale and Kamloops.
Following the example set by Lord Dufferin, the Marquis of Lome paid
Kamloops a visit in October, 1882, and three years later the Marquis of Lansdowne, his successor in the governor-generalship, did likewise.
The Inland Sentinel newspaper made its appearance as a Kamloops publication in 1884. I t was established, however, in 1880, at Emory, a few miles
below Yale, by Michael Hagan, being removed to Yale itself shortly afterwards. Moving with the times, Mr. Hagan brought his paper to Kamloops,
where it has since remained. The Kamloops Standard was established in 1897.
The water supply, hitherto obtained in the primitive fashion of carrying it in buckets, or hauling it in barrels from the river, began to assume
a phase that demanded immediate attention. The late James Mcintosh,
never lacking in enterprise, recognized the need of the day, and met it by
installing a pumping plant, reservoir and pipe line. By private enterprise
also the town was at an early date equipped with an electric lighting plant.
After the place was incorporated as a city in 1893, with Dr. Sibree Clarke
as its first mayor, both these utilities were acquired by the municipality by
purchase, and have since been kept in a state of high efficiency.
Of the men who were instrumental in promoting the prosperity of Kamloops, the late James Mcintosh takes a first place. His father was the well
known contractor of Ottawa, Alexander Mcintosh. Born in the capital in
1842, Mr. Mcintosh came to British Columbia in 1862 via the Panama
route to San Francisco, and thence to Victoria. H e at once went to the
Cariboo mines, but soon discarded niining to engage in the business of express land mail carrier, making the trip from Williams Lake to Barkerville
with letters, magazines, and any other matter that he could obtain.
After taking part in the Leech River excitement Mr. Mcintosh came to
Kamloops, and went to work on the building of the Hudson's Bay Co. steamer
Martin, which was being got in readiness for the rush to Big Bend, whither
Mr. Mcintosh went as soon as the steamer began making trips to Seymour.
H e was fairly successful in his mining ventures at Big Bend, where he remained until the excitement died away, when he returned to Kamloopsi. In
1871 he located 160 acres of land east of the Hudson's Bay. Co. property.
Subsequently he had his location surveyed as a townsite by Mr. Edgar
Dewdney. That townsite forms the now town of Kamloops. About the beginning of the "seventies" Mr. Mcintosh began making tubs, wash-boards,
etc., but the business did not prove very lucrative, and he turned road contractor, building the wagon road from Savona to Kamloops and from Kam[209]

loops to Nicola. He was also engaged on the road from Cache Creek to Savona, built a section of the Sumas road, part of the hierhway from New Westminster to Yale, the Fraser being crossed at Hope to Nicola, over which large
herds of cattle were driven. Retuniing to Kamloops upon the completion of
his road contracts, Mr. Mcintosh built the saw and flour mill, which was
operated under the name of the Shuswap Milling Company.
The discovery of copper-gold ore on Coal Hill south of the city, and
of the existence of coal deposits within the district, seem to open up a new
field of enterprise, which, with the recent stimulation given to fruit-growing,
will greatly enhance the importance of its central location. Formerly, cattleranching was practically the sole industry which contributed to the activities
of Kamloops. All the later developments, more especially the route selected
for the Canadian Northern Railway, confirm the wisdom of the old furtraders in selecting it as the natural centre of their fur-trading operations in
the interior, and Nature undoubtedly has intended that its destiny in regard
to the more modern aspects of industry and commerce throughout a very considerable area shall be of a similar nature. What Yale was to the Interior
in the early days of the Province and of the C. P . R. construction, Kamloops has been for a number of years.
The whole history, political and
otherwise, is replete with interesting episodes, but as many of these are doubtless dealt with incidentally in other parts of this work, this chapter embodying the history of Kamloops may well be brought to a conclusion at this point.
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THE DEVELOPMENT
B Y J . A.

OF THE

OKANAGAN.

MACKELVIE.

CHAPTER XVII.
The word "Okanagan" today conjures up pleasing pictures of sun-fit
valleys and inviting vistas of bench lands dotted with orchards, and teeming
with a prosperous population devoted mainly to horticultural pursuits. But
to the early settler these conditions were unknown and perhaps undreamt
of. I t was as a pastoral country that the land first became known, and
while the cattle-raising industry in time gave place to the production of
wheat and other cereals, it was only when the third stage of its development was reached and fruit-growing became established as the prime factor of its prosperity, that the Okanagan became famous.
Stretching from Peace River to the Gulf of Mexico is a general succession of valleys and plains lying in a continental depression behind the Coast
range of mountains, and of this chain the Okanagan forms an important
link. Until recent years, when what was formerly known as East Yale
was divided into four provincial electoral districts of Okanagan, Similkameen, Greenwood and Grand Forks, the name Okanagan was applied in a
general way to the country stretching from Sicamous on the C. P . R. to
the United States boundary, and extending from the Similkameen River on
the west to Kettle River on the east. The characteristic topographical features of this region are those of an undulating and elevated table-land, varying in altitude from one thousand to three thousand feet, and embracing rich
open valleys which nestle amid encircling hills and grassy benches. The country is one of great scenic beauty, some of its picturesque lakes and streams
with their park-like surroundings furnishing a panorama unsurpassed by
anything to be found in Switzerland or Italy. The Duke of Argyll, then
the Marquis of Lome, visited the valley in 1883, and afterwards publicly
stated that he had seen nothing in the world that surpassed in beauty certain parts of this district, particular reference being made to scenes on Long
Lake, a lovely body of water which runs parallel to the larger Okanagan
Lake for some twelve miles, and is separated from it by a range of hills
along which winds the picturesque road between Vernon and Kelowna.
That part of the country which is now specifically termed the Okanagan
is about 150 miles in length from north to south, and includes within its
boundaries numerous flourishing towns and cities, such as Enderby, Armstrong, Vernon, Lumby, Kelowna, Peacbland, Summerland and Penticton.
Vernon is the largest of these centres of population, and contains the Government office and court house.
Entrance to the valley, which is about 300 miles from the Coast, is gained
by a branch line—the Shuswap and Okanagan Railway—which is operated
under lease by the C. P . R. and extends from Sicamous Junction in a southerly direction to Okanagan Landing, some 55 miles distant, at the head of
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Okanagan Lake. From the south, a branch of the Great Northern Railway
enters the district by way of Keremeos and will shortly be extended to Penticton at the southern extremity of the lake. The Kettle River Valley line is
also now under construction, and will pass through Penticton and Summerland on its way to connect the Kootenay and Boundary districts with the
Coast by way of Spence's Bridge where it joins the C. P . R. Good traffic
and passenger accommodation is also furnished by the fine fleet of C. P . R.
steamers and barges which ply on Okanagan Lake, the steamer Okanagan
being considered the largest and best equipped boat on inland waters. The
Canadian Northern Railway is also about to start construction work on a line
from Kamloops to Kelowna, via Grand Prairie, Armstrong and Vernon, with
a branch from Vernon to Lumby.
This lake, which gives its name to the district is a magnificent body of
water some seventy miles in length and varying in width from one to three
miles. Its deep and cold waters teem with fish, the rainbow trout attaining
to great size, specimens of twenty-five pounds and over frequently rewarding the toil of the angler. The name "Okanagan" is said to have been given
it by the Indians and conveys the idea of stormy and treacherous water,
sudden squalls occasionally stirring its usually placid surface to an extent
that would make it extremely hazardous to venture far from shore in the
frail "dug-out" canoes of the natives.
Probably the chief attraction of this part of British Columbia is its remarkably fine climate, which, in conjunction with a wonderfully fertile soil,
gives it as wide variety of products as can be found within equal limits in
any part of the continent. The Okanagan shares with other parts of the
West the tempering influence of the Japan current, and the excessive humidity of the Coast is here modified by the intervening mountain ranges which
rob the sea breezes of their moisture. "The Sunny Okanagan" is the title
that has been allotted to this district and serves well to designate its leading
climatic characteristic. The bright and warm summer months serve to give
that glowing colour to the fruit which has made it world-famous for its richness of tint, while the snow-fall and cold weather from December to March
add to the zest of fife for those who enjoy sleighing, skating, or other winter
sports. The great commercial value of such a benign climate is rightly considered to form one of the chief assets of the southern interior of British
Columbia. It has had one outstanding effect since it became known: the
trek of health seekers and others seeking relief from the rigours of the prairie
winter has of late years been diverted from the Pacific States to this section
of the Dominion, which has not been inaptly styled "The California of
Canada."
History and tradition are silent as to the first white men who traversed
the valleys and plateaus of the southern interior. It may be taken for
granted, however, that the fur traders of the North West Company led
the van into the unknown wilderness of this part of the country, as they had
done in so many other sections of the "Great Lone Land." Early in the
nineteenth century, a N. W. Co. post was established at Fort Colvile, in
what is now Eastern Washington, and the voyageurs of the company made
their way from that point to the great depot at Fort Vancouver, near the
mouth of the Columbia, by way of the Okanagan and Kamloops route. That
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the charms and natural advantages of the Okanagan were early recognized
by the officers of the Company is proved by the fact that, when the overland party of 1862 which crossed the plains and entered the Province by way
of the Yellowhead Pass, asked advice of Governor Dallas at Fort Garry,
he strongly urged them to turn their steps toward this part of British Columbia. Mr. A. L. Fortune of Enderby, who followed this advice and is still
a resident of this district, reports the Governor's words as follows: "After
we had a long, interesting and encouraging interview, he ended by praising
the Okanagan country. H e advised us strongly to have a look at this most
beautiful valley. 'Why,' he said, 'do you know, gentlemen, I call it the most
lovely piece of country in this world. I know much of old England, much
of the charming homes of Ireland, I met surprises and grandeur in my European travels, I saw much of the rice region of China and the wonders of
India; I have travelled much in the United States, but Okanagan with its
great lakes of wholesome water, its beautiful streams teeming with fish and
wild fowl, its rolling bench lands and flats, carpeted with the richest grasses
and flowers, where deer, mountain sheep and game can feed at will, while
high on the mountain slopes the Indians winter their horses without having
to pile up hay, appeals to me as something unsurpassed. Verily, I could see
more prospects of a charming life in the Okanagan than I could possibly
find even among the lochs and famous heather hills of bonnie Scotland'."
Later on, when the rush for the gold fields of Cariboo attracted a restless
band of adventurers from all parts of the world, many of these fortunehunters found their way to the northern country by the Okanagan trail, and
not a few of them told such tales of its richness and beauty as to stimulate
interest in the country among the miners, some of whom later on gave up
the pick for the plough and found a more certain competence in the peaceful
pursuit of agriculture than was offered by the feverish allurements of goldseeking.
Preceding civilization and blazing the way for the pioneer in the unmapped
sections of the Dominion have ever been those devoted servants of the Cross,
the missionaries of the Roman Catholic Church, and the Okanagan furnishes
no exception to this rule. Undoubtedly, the first white settlers to drive in
their stakes in this district were Fathers Pendozy and Richard, priests of the
Oblate Order, who established a mission among the Indians in 1859 at a point
a few miles distant from the present city of Kelowna, on Okanagan Lake.
Here they laboured among the natives, gradually extending their field to
Penticton, the head of the lake, and Spallumcheen, until churches were erected
at these points, and the Indians renounced their Pagan practices for the
Christian faith. These Indians furnished favourable material for the purposes
of the missionary. Unlike some of their race in the northern sections and the
coast districts of the Province, these were from the earliest days noted for their
mild and peaceable disposition. Quarrels among themselves were rare, nor do
they seem to have any records of warlike encounters with other tribes. The
fierce Nez Perces of Idaho never seem to have penetrated into these peaceful
valleys, and though there is a tradition that a war party of Blackfeet or
Stonies at one time invaded the territory, and were swept to death over the
falls of Kettle River when descending that stream, the story bears the impress
of legend rather than of truth. Firearms were practically unknown among
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the Indians when the Mission Fathers settled among them, the bow and arrow
being their weapon of chase. Game, fish and fur-bearing animals abounded
in such quantities as to make it generally an easy matter for them to subsist,
though at times a bad season or a hard winter found them in miserable straits
when hunger compelled them to have recourse to the inner bark of the young
pine trees for food. To these missionaries belongs the distinction of having
Drought the first cattle to the Okanagan, a herd being driven in by them from
Oregon, whence came all the original stock of this kind introduced into the interior. The Mission Fathers were also the pioneer orchardists of this part of
the Okanagan, and apple trees planted by them near Kelowna in 1878 still
flourish and bear bountiful crops of fine fruit.
Following next after the missionaries, and attracted by reports sent out by
them, came Mr. Joseph Christian, who reached the Okanagan in 1861. He,
like many others of the pioneers' brigade, had crossed the Isthmus of Panama
and followed the rush to the Cariboo diggings. He reached the Okanagan by
way of Hope, and decided to settle near the Mission. Reports which he sent
back to bis old home in Quebec induced many other French Canadians to set
out for this country, and around Okanagan Mission and Lumby are to be
found a considerable number of settlers of this class. Mr. Christian is still
hale and hearty at the age of 82 and, bears modestly the honours accorded him
as the pioneer rancher of the district. I t was only a few months after Mr.
Christian's advent that the first white woman arrived in the Okanagan. Mr.
and Mrs. Eli Lequime, natives of France, came in from the south. They
took up land upon which afterwards the city of Kelowna was built, and in
later years established a store and hotel. Louis Brent was another early settler who arrived the succeeding year, and it was he who built the first flour
mill in that section of the valley. Previous to this the farmers, as Mr. Geo.
Whelan, one of the early settlers relates, ground their wheat in large coffee
mills, procured from the Hudson's Bay Company. I n those days, prices
ruled rather high. Goods were brought in by pack horses by way of Hope
and flour sold at $15.00 per sack, seed wheat at $5.00 per bushel and potatoes at $10.00 per sack. At least, these were the prices which Mr. Christian
paid for his first supplies. Home-made harness was manufactured by the
early settlers from rawhide, and their trucks or wagons were also of home
construction. The wheels were formed from sections of round logs into which
were fitted wooden axles. Up to a few years ago, occasional specimens of
these rough but serviceable vehicles were still to be seen in use.
About this time parties of miners returning from Cariboo prospected the
country to some extent, and placer gold was found at Cherry Creek, Rock
Creek and Granite Creek. Promising ledges of mineral were also discovered
in various parts of the country, and in 1864, Forbes G. Vernon and his
brother Charles did some mining on Cherry Creek, and subsequently took up
land which afterwards became known fair and wide as the Coldstream Ranch.
F. G. Vernon was for many years the representative of the district in the
Provincial Legislature, and was a member of the Davie government as
Chief Commissioner of Lands and Works. Another Cherry Creek miner
was Luc Girouard, a "forty-niner" who became possessed of land upon which
part of the city of Vemon now stands. H e was Vernon's first postmaster,
and old residents remember his quaint way of sorting the mail. When the
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meagre package of mail arrived in the early days of Vernon's growth, it
was his custom to dump the contents of the bag on the floor of the cabin.
Certain cracks in the floor were devoted to the leading residents, such as the
Hudson's Bay Company, the government agent, etc., who were expected
to clean up these rather primitive post-office "boxes" at stated intervals. Captain Houghton, who after Confederation became the first representative of
Yale-Kootenay-Cariboo in the Dominion House of Commons, was also associated with the Vernons in their mining ventures. Other early settlers of the
White valley and Coldstream sections off the Okanagan were Nelson Duteau
and Peter Bessette. These men have all passed away, but their names are
still household words in the district where they endured hardships and laid
the foundations of success for those who followed the trails blazed by them.
Reference has been made to the overland expedition of 1862, and among
the few survivors of that adventurous band of pioneers and explorers is Mr.
A. L . Fortune of Enderby, who was among the party who crossed the plains
from Fort Garry on that eventful journey. A t that time the western extremity of railway communication was at L a Crosse, Wisconsin, whence passage was made by steamer to St. Paul, and thence by stage coach and river
boat to Fort Garry. The party, about a hundred and forty-five in number,
arrived at Edmonton on July 20th, 1862, after a trip of about six weeks
through the "buffalo country." With their supplies packed on horses, mules
and oxen, they passed on through the Yellowhead Pass to Tete Jaune Cache
on the head waters of the Fraser, where the party divided, some descending
the Fraser and others taking the North Thompson route. Mr. Fortune selected the former, and made the trip in the "Huntington Raft," a structure
22 feet wide and 85 feet long. Through crooked and narrow canyons, rapids
and whirlpools, they made the water journey of some 500 miles, and after
many exciting adventures reached the mouth of the Quesnel on the 13th of
September. After spending a few years mining in Cariboo, and following
other occupations at the coast, Mr. Fortune remembered the advice of Governor Dallas, and turned his steps towards the Okanagan. Ascending the
Shuswap chain of lakes and the Spallumcheen river, in June, 1866, he pitched
his tent near the site of the present flourishing town of Enderby, and began
a long career of successful farming in the Spallumcheen district. Writing
of this experience, Mr. Fortune says: " I cannot forget the first day in the
Spallumcheen valley. W e were so near to primitive conditions and quiet
elements, so near to Nature, where man's ambition had never utilized or
wasted the wealth of God's arranging. To think of the centuries past and
gone without the sound of an axe or saw being heard over so vast a forest of
so many thousands of square miles! Verily, I have ever looked back with
gratitude to God for the privilege of being the first pioneer and settler of
His guiding and planting in North Okanagan." Mr. Fortune was the first
exporter of farm produce from the Okanagan, commencing a year or two
after his arrival to send out hams, bacon and other products of his ranch to
Kamloops, by canoe or row-boat down the river and lakes.
The next year saw the arrival of the other pioneers who took a prominent share in the development of the district. C. O'Keefe, Thos. Greenhow
and Thos. Wood came in that season from Big Bend, bringing with them 180
head of cattle which they had purchased in Oregon. Mr. O'Keefe came from
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the Province of Quebec, having, like most of the pioneers, been attracted to
this country by the lure of the Cariboo gold fields, where he mined for some
years. While in Cariboo, Mr. O'Keefe and John Saul laid out 50 miles of
the famous Cariboo road between Clinton and Bridge Creek. Mr. Greenhow
was a native of Cumberland, England, and Mr. Wood came from Newfoundland. Messrs. O'Keefe and Greenhow settled at the head of Okanagan Lake
and for many years were partners in the cattle raising and wheat-growing
business, while Mr. Wood went further down the country and established j
himself in the same pursuits near Okanagan Mission. Mr. Greenhow died in
1889 and was mourned by the old-timers as one of the most highly esteemed
and respected of the pioneers of the Okanagan. Messrs. O'Keefe and Greenhow started the first general store in the district, and for some years conducted a large business with the settlers and Indians. The nearest postoffice was then at Ducks, about 50 miles distant, but about 1876 an office
was established at Mr. O'Keefe's place and named "Okanagan." H e was
the first postmaster, and has continued to hold that office for some 30 years.
"Even in those days," says Mr. O'Keefe, "Okanagan was described as the
'Garden of British Columbia.' I came to the conclusion that it was well
named, and settled down here, a decision for which I have always had cause
to be' thankful."
The late E . J . Tronson, another prominent pioneer, also came to the Okanagan about this time, and later on, in partnership with Chas. Brewer, started
a saw-mill and engaged extensively in ranching and cattle-raising.
I n the meantime, contemporary development was starting in the southern
end of the valley. I n 1866, Thos. Ellis arrived at Penticton with 127 head
of cattle which he had purchased in Oregon. A year or two before this, a
customs office had been established at Osoyoos Lake on the international
boundary in charge of J . C. Haynes, who was also the first Government
Agent and Justice of the Peace in the district. Shortly after the arrival of
Mr. Ellis, Frank Richter, R. L . Causton and others also entered the southern
Okanagan with their herds, and the cattle-raising industry grew apace. Mr.
Ellis in 1874 planted the first Okanagan orchard, some of the trees of which
are still to be seen at his old homestead, and the success of this experiment
demonstrated even in these early days the fact that along this fine of development might be expected wonderful results.
The pastoral stage in the history of the district had now been fairly inaugurated, and for the next twenty years or so, it continued to be developed
until it attained considerable proportions. L a n d was obtainable from the .
Government in large areas and at nominal prices. One dollar an acre was •*
the price paid for grazing land, while the choicest agricultural lands were to
be had for five dollars an acre. Under these conditions, the early settlers became possessed of large estates, and, as the country was practically unfenced,
their herds roamed at will over the hills and bench lands, where the bunch
grass flourished in profusion and furnished the most succulent and nutritious
food. I n the first days of settlement, the market for cattle was chiefly found
in Cariboo. When this failed, owing to the cessation of mining in that district, the beef herds were driven to Hope or Kamloops, and found their way
thus to the Coast. Later on the development of mining in the Kootenay also
furnished a profitable market.
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I n 1875-76, a marked change in conditions was brought about by the construction of a Government wagon road from Kamloops to Okanagan Mission. This brought with it an influx of new settlers, and at this period arrived several men destined to take a prominent part in the development of
the district. Among these were Price Ellison (now Minister of Finance and
Agriculture), D . Graham, B. F . Young, the Postill Brothers, Alex. McDonnell and others who devoted their energies to wheat-growing and mixed
farming.
As the country became settled, the stock-raising business naturally waned,
the large and unbroken stretches of range being no longer available for pasturage. Then commenced a period when "wheat was king," and the rich bottom lands soon began to yield a rich harvest of golden grain to the tillers of
the soil who had displaced the stockmen and cowboys. A ton and a half to
the acre (about 50 bushels) was considered an average crop of wheat in good
seasons, and under particularly favourable conditions 65 or 70 bushels were
not an uncommon yield. A sample of Okanagan barley exhibited at the
World's Fair in Chicago in 1893 by Mr. Price Ellison was awarded first
prize for weight. Large areas were brought under cultivation in all parts of
the valley, Mr. O'Keefe at one time having a field of grain 700 acres in extent, while even this was exceeded by Mr. Ellison who was reckoned the largest wheat grower in British Columbia.
A large roller flour mill was built at Enderby by the R. P . Rithet Co.
of Victoria, and wheat was hauled to it from all parts of the district, the
flour being thence transported by steamer to Sicamous or Kamloops.
Then came the railway, and a fresh impetus was given to the progress of
the valley. To the late Moses Lumby, an early settler of Spallumcheen must
be accorded the chief credit for this important undertaking. For many years
he worked energetically and with unbounded faith and perseverance with
this end in view. H e made repeated visits to Ottawa and Victoria in order to
interest capital in this enterprise, and at last was successful. I n 1892 the
Shuswap and Okanagan Railway was built from Sicamous Junction to Okanagan Landing by Messrs. Larkin and Connolly, the contractors being T.
W . Paterson (now Lieutenant-Governor of the Province) and George Riley
(now Senator from Victoria). The road was leased for a period of 25 years
by the C. P . R., and on May 24th, 1892, Superintendent Van H o m e made a
trip over the new line, which was opened for traffic the following month.
When Mr. Lumby died in 1893, he held the position of Government Agent
at Vernon, and was succeeded in office by Mr. Leonard Norris.
I n 1890, the site of the largest portion of the present city of Vemon,
then a wheat field, was purchased by a syndicate of Coast capitalists from
Frank Delory, and surveyed into town lots. First under the name of Priest's
Valley, next under that of Centreville, a settlement had existed at this point,
the name of which was later on again changed to Vernon in honour of the Hon.
Forbes G. Vernon. Here was situated the Government office, the place of
business of W . F . Cameron, the pioneer merchant, the Hudson's Bay Company's store, and a few other buildings. With the advent of the railway came
the usual rush of population to the new town, and in 1893 the city of Vernon was incorporated, the first mayor being W . F . Cameron. The Board
of Aldermen consisted of Jas. Lyons, A. G. Fuller, Jas. Schubert, S. C.
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Smith and W. J. Armstrong. R. J. Davies was the first city clerk and
H . R. Parke was appointed assessor.
Among the early settlers of the Okanagan, a name which stands out prominently is that of W. R. Megaw, general merchant of Vernon. Mr. Megaw
came to the Province by way of the Isthmus of Panama in 1878, and in 1879
established a trading business in the Nicola valley, and was there early introduced into one of the sensational sides of western life, as he witnessed the
chase and capture of those desperadoes, the MacLean Brothers and young
Hare, who had brutally murdered a Government official and a sheep herder.
Mr. Megaw later opened business at several different points on the main line
of the C. P . R. during the construction of the Onderdonk contract, between
Emory and Savona's Ferry, and located in Kamloops in 1884. He apparently foresaw the natural advantages of the Okanagan and Vernon (then Priest's
Valley) as a distributing centre, and opened the first general trading business
there in 1885 with indifferent success during the early years; but as the district progressed, by keeping always in advance of the times, he succeeded to
such an extent that he now conducts the largest individual retail general store
business in the Province, enjoying the confidence of the public throughout the
district, and having held the position of mayor of the city of Vernon for
several terms.
Other towns soon sprang into being throughout the valley. The villagers
of Lansdowne, which for many years had been the centre of business in the
Spallumcheen district, moved in a body to the line of railway, a couple of
miles distant, and the new town of Armstrong was established. On Okanagan Lake, a point of call for the steamers was established, and the flourishing city of Kelowna came into existence close to the old settlement at Okanagan Mission. At Armstrong, a co-operative flour mill was built by the farmers, while Penticton as the terminus of lake transportation became spoken
of as a place of importance. The first newspaper in the valley was started
in Vernon in 1891, when A. K. Stuart and W. J. Harber launched the
Vernon News, and the following year, the Bank of Montreal established
its pioneer branch in the Okanagan, at Vernon, under the management of
G. A. Henderson. As an indication of the progress made since that time, it
may be mentioned that the Bank of Montreal has now branches at Enderby,
Armstrong, Kelowna, Peachland, Summerland and Penticton, while the
Royal Bank of Canada, the Merchants' Bank, The Bank of Hamilton, The
Union Bank and the Royal Crown Bank all have established branches in Okanagan towns. There are now, in addition to the Vernon publication, two papers
at Kelowna, and one each at Enderby, Armstrong, Summerland and Penticton.
The first methods of transportation on Okanagan Lake were of the most
crude and primitive character. The pioneer navigator of these waters was
Capt. T. D. Shorts, who in early days established a row-boat service on the
lake. Later on he was skipper of a small boat with a coal oil engine which,
as traffic increased, he replaced by a larger craft, and finally launched a trim,
little steamer, the Penticton, which did good service, until the C. P . R.
placed its first boat, the Aberdeen, on the lake.
During these early years, the spiritual wants of the settlers were not entirely neglected. The first Protestant missionary to visit the district was the
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Rev. Mr. Good of Lytton, an English Church clergyman, who made his first
trip through the district in 1869, the first regularly-stationed Anglican minister being the Rev. Mr. Sheldrick. Early Presbyterian ministers who held occasional services among the settlers were the Rev. Mr. McGregor of Victoria,
and the Rev. Mr. Jamieson of New Westminster. The pioneer Methodist
minister was the Rev. Jas. Turner, who made yearly visitations to the valley
in pioneer days, and in 1885, the Methodists established the Rev. Mr. Patten
and his wife in Spallumcheen. I n 1886 the Rev. Mr. Jaffray and Mrs. Jaffray were sent to the valley by the Presbyterian Board of Home Missions, and
in 1886, the first Protestant church in the Okanagan was built at Enderby.
I n 1890 the Rev. P . F . Langill arrived in Vernon and had charge of the
Presbyterian field there and at Okanagan Mission. I n 1891 he had a church
erected for him in Vemon, the first in the town, and the building was also
used for a while by the Methodists.
The initial stage of the third and most important period in the development of the Okanagan may be traced back to the purchase of the Coldstream
Ranch from F . G. Vernon in 1891, by the Earl of Aberdeen. The great
potentialities of the country as a fruit-producing region had been keenly
appreciated by Mr. G. G. McKay, who, acting for Lord Aberdeen, made the
purchase of this estate of some 15,000 acres, which had been previously devoted to cattle-grazing and wheat-growing. A t the same time, Lord Aberdeen acquired the Guisachan Ranch near Kelowna. Immediate steps were
taken to inaugurate a system of fruit production on a large scale, Lord
Aberdeen becoming intensely interested in this project. A year or two later,
he was appointed Governor-General of Canada, and during his term of office,
he and Lady Aberdeen made many visits to their Okanagan estate and resided for several months at a time at the ranch. In 1906, the estate was
formed into a limited liability company, of which Lord Aberdeen and Mr.
Jas. Buchanan are the principal shareholders, and Mr. Buchanan's property
at Learmonth of about 1500 acres was added to it. Under the management
of Mr. W . C. Ricardo the name of the Coldstream Ranch has become a household word, and its products have done more, perhaps, than any other agency
to spread abroad the fame of British Columbia apples. A hop yard of over
100 acres in extent is also a feature of this ranch, and the product finds a
ready sale in England. As the orchards came into bearing, the success here
achieved stimulated many others to engage in fruit-growing, and in succeeding years it came to be recognized that in this branch of horticulture lay the
path along which the Okanagan was bound to develop to its greatest capacity.
The inducements which its fruit lands offer to settlers of a certain class became gradually known in eastern Canada, Great Britain and the United
States, and a steady influx of the most desirable kind of settlers soon set
in. Wheat fields began to be divided into orchard holdings, and in this
way the large ranches became broken up and closer settlements made possible. Land companies were formed in all parts of the district, and with the
sub-division of the large holdings immense strides in the direction of progress
were made. The Coldstream estate was sub-divided, and a large portion
of it sold in ten and twenty-acre blocks, and the district surrounding it was
soon densely populated, and formed into the Coldstream municipality. Mr.
C. O'Keefe and Mrs. Greenhow disposed of 17,000 acres of their property
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adjoining Vernon on the north to a Belgian syndicate, known as the Land
and Agricultural Company of Canada, and this land was also sub-divided.
Near Kelowna the same process went on, and in a few years that part of
the district grew to be one of the most populous sections of the valley. At
Penticton, W. T. Shatford formed a company which purchased the immense
cattle ranch of Thos. Ellis, and here again this populating and enriching
process was rapidly carried into effect. Along Wood's Lake, Long Lake,
and on both sides of Lake Okanagan, fruit-growers flocked to the land at
last made available for close settlement by the changed conditions. Small
canneries were started in different communities, and a new industry thus established. The day of the "Cattle King" and the "Wheat Baron" had passed
forever, and the newcomers hardly realized that these phases of development
had preceded their advent, or that the toil and hardship of the pioneer had
made possible for them the easy conditions upon which they had entered.
To the foresight and enterprise of Lord Aberdeen and his advisers is due
this speedy transition from wheat to fruit; from large ranches to small orchard homes; from sparse settlement to populous communities.
Co-incidently, and growing out of the establishment of fruit-growing,
came the development of irrigation works. It soon became evident that, while
in the northern Okanagan, Nature could be depended upon to provide sufficient moisture for mixed farming, for horticultural pursuits in the southern
section of the district, lying along the lakes and in the neighborhood of Vernon and Coldstream, irrigation was essential to assured crops. Nor was enterprise and capital lacking to provide, in a measure at least, for this requirement. One of the largest projects of this nature was carried out by the
White Valley Irrigation and Power Company, formed as a subsidiary company to the Coldstream Estate, with W. C. Ricardo as manager, and A. E .
Ashcroft, C. E., engineer in charge. By this company the Grey Canal was
constructed, the largest irrigation system in Canada, with the single exception of the great works carried on by the C. P . R. near Calgary. Over
20,000 acres of fruit lands were by this means furnished with water, and sunnied slopes transformed by its vivifying influence into productive orchards.
At Okanagan Centre, Wood's Lake, Kelowna, Peachland, Summerland and
Penticton, large irrigation works have also been constructed by the land companies, and millions of dollars have already been expended on systems of this
kind, while hardly more than the fringe of development along these lines has
yet been touched.
Irrigation combined with foresight, faith, and courage made possible the
genesis of the thriving municipalities of Peachland and Summerland. While
on the western shore of Okanagan Lake clustered the orchards of Kelowna,
the opposite banks for miles to the south presented nothing more inviting to
the eye, during the dry season of the year, than a succession of brown and
barren hills and slopes. But to the vision of J. M. Robinson, who first
visited the valley in 1897, it became apparent that all that was needed to
turn these unoccupied areas into prosperous communities were water and cultivation. H e had good reason for his belief that fruit-growing under such
conditions might be successfully prosecuted, for nestling in a hollow near the
lake shore on Trepanier Creek was the orchard of C. A. R. Lambly where
most excellent peaches and other fine fruits were grown, while a few miles
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further down the lake, at Trout Creek, Jas. Gartrell had for several years
grown peaches and apples with marked success. Peachland to-day occupies
the Lambly ranch and surrounding country, while at the back of Trout Creek
now lies the fine district of Summerland, both of which sections have for years
been exporting fruit of the highest quality in large and ever-increasing quantity. This has been accomplished through the efforts of Mr. Robinson, who
succeeded in interesting eastern capitalists in his enterprises, induced settlers to come in from his old home in Manitoba, inaugurated irrigation systems, and guided the infant steps of these communities until they could move
alone. These fine municipalities stand as living monuments to his faith and
perseverance; and across the lake from Summerland is another town, Naramata, which he is at present engaged in guiding through the same initial
stages.
While a very large proportion of the more recent settlers have devoted
their attention to fruit-growing a surprising development in mixed farming and dairying has kept step with the extension of the orchard areas.
This is particularly the case in the northern Okanagan, including the districts around Mara, Enderby and Armstrong, while the same may be said
of the Lumby and Okanagan Mission sections, where large quantities of hay
and vegetables are raised. I n fact, the "awakening" which stirred the valley when the large farms began to be cut up, has spread to all comers of
the district, and the most approved of modem systems of agriculture have
succeeded the somewhat hap-hazard methods of an earlier period. The exports of potatoes, cabbage, tomatoes, celery and other vegetables are steadily increasing, while poultry-raising is also being carried on to a degree
that places it well in the front rank of minor industries of the valley. For
many years the large farm of Sir Arthur Stepney near Enderby, under
the mangement of Mr. George Heggie, furnished an object lesson of what
might be accomplished in grain-growing and mixed farming, while in the
Kelowna district, John Casorso, one of the early settlers, has won for himself the name of the "Onion King" by the immense crops of this vegetable
which he has grown year after year. Tobacco culture has also been prosecuted with success in the Kelowna section, where „ cigar manufactures have
been established to work up the excellent quality of the plant which is here
produced.
The settled portions of the Okanagan, especially the central and southern sections, are not heavily timbered, but in some parts of the district
are to be found heavy forest growths, and the lumbering industry has been
by no means neglected. A large saw-mill at Enderby draws its supply of
logs from the Mabel Lake district, while mills of smaller capacity are established at various other points, including Armstrong, Lumby, Okanagan
Landing, Long Lake, Okanagan Centre, Kelowna, Peachland, Summerland
and Naramata. A sash and door factory was among the earliest industries
established in Vernon, by S. C. Smith, and has developed into a business
of large proportions. A n electric railway, which will derive its power from
Shuswap Falls, is among the enterprises that will mark another stage in the
development of the district, and as it will pass through a timbered country
at the upper end of White Valley, a new lumbering section promises to be
opened by this means.
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Mining has never been prosecuted with much vigour or success in the
Okanagan, and this industry, which is of such importance in other parts of
the Province, has contributed little towards the progress and development of
the district. Some placer gold was obtained in early days from Cherry Creek,
Whiteman's Creek and Siwash Creek, and development to some considerable
extent has been carried forward on mineral ledges at Monashee and other
places in the Okanagan. No shipping mine has yet, however, been brought
into operation, and though many good "prospects" have been located, the
future of this industry is too uncertain to warrant anything further than a
mere mention in these pages.
I n conclusion, the political history of the valley may be briefly sketched.
Col. Houghton, then a resident of the Okanagan, was the first representative of Yale-Kootenay riding in the Dominion House of Commons after
Confederation. H e was followed in succession by F . J . Barnard (also an
Okanagan property-holder, being the owner of the B . X . Ranch) and J . A .
Mara. After the census of 1891, Cariboo was added to Yale-Kootenay and in
1896, Hewitt Bostock was elected. H e was succeeded in 1901 by W . H .
Galfiher, and after Yale and Kootenay were divided in 1901, by Duncan
Ross, 1904-8 and, subsequently, by Martin Burrell at the elections of 1908 and
1911.
I n the Provincial Legislature, the first representative of the district
was Robert Smith of Victoria. Succeeding him, F . G. Vernon of the Coldstream Ranch was for many years the member from the district, until he
was defeated in 1894 by Donald Graham of Spallumcheen. I n 1898 Mr.
Graham was opposed by Price Ellison of Vernon, who made his entry into
the Legislature.
"Party lines" had not up to this time been introduced in provincial politics, Messrs. Vernon, Graham and Ellison all being Conservatives, but in the
four succeeding campaigns, through which Mr. Ellison has retained his seat,
the Liberal candiates have been, respectively, W . J . Snodgrass of Okanagan Falls ( H . W . Raymer of Kelowna also ran in the campaign as an independent supporter of Mr. Carter-Cotton), T. W . Stirling of Kelowna, K.
C. MacDonald of Vemon and F . R. E . D e H a r t of Kelowna. I n the election of 1911, Mr. Ellison had for his only opponent Mr. Sterling of Salmon
Arm, who ran in the interests of the Socialist party. I n the present McBride
administration Mr. Ellison holds a portfolio as Minister of Finance and Agriculture, having first entered the cabinet as Minister of Lands.
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CHAPTER XVIII.
I n concluding a volume of this nature a few words are necessary regarding the members of the Advisory Board to whom the publishers are much
indebted for valuable assistance throughout its preparation. These men were
selected for the position as being representative of the two cities of Vancouver
and Victoria, and they kindly agreed to act in the capacity of advisors. The
Hon. E . Dewdney, chairman, has been so frequently referred to as a prominent figure in the narrative of the preceding pages as not to require special
mention here.
Mr. R. P . Rithet is less prominent in public affairs than he used to be;
but for many years has been one of the most prominent in business circles
in Victoria city, and, in addition, had, as he still has, many interests throughout the Province. Mr. Rithet was the fourth son of the late John Rithet,
farmer near Ecclefechan, Dumfrieshire, the birthplace of Thomas Carlyle. H e
was born the 22nd of April, 1844, at Cleugheads, Parish of Middlebie, and
educated at Ecclefechan and Annan. Before coming to British Columbia, in
1862, he had acquired bis first business training and experience in a merchant's office in Liverpool. H e had many rough and arduous times in the
early days of Victoria city, and in a reminiscent mood he could tell of his
varied experiences, which included "dock-wolloping" among other things. H e
had natural business aptitude, however, and soon established a footing for
himself, which includes wholesale groceries, insurance, shipping, brokerage,
commission, etc. Mr. Rithet has been a large stockholder in various enterprises, such as the Enderby Mining Company, in the sawmills at Moodyville,
afterwards acquired by the Hastings Mill interests, the Canadian Pacific
Navigation Company, the Albion Iron Works, the Capilano Waterworks,
and various metalliferous mining companies, some of which were successful
and profitable and some the reverse. Mr. Rithet is essentially a man of big
projects. H e was the principal promoter of the British Pacific Railway,
after the death of the Hon. Robert Dunsmuir, and undertook and carried
through the construction of the outer wharf at Victoria, an enterprise costing roughly about $500,000. As a public man, Mr. Rithet has been president of the Victoria Board of Trade, mayor of the city in 1885, and in 1894
was elected to a seat in the Legislature as one of its members. I t was during
this Parliament that the British Pacific Railway became an issue which almost
ended in the defeat of the Turner Government. I n a general way, Mr.
Rithet had very sound and clear views on most public questions, and bis
speech on the financial relations of the Province and the Dominion was one
of the ablest of the contributions to that question during the inception of the
movement for Better Terms. One of his hobbies is farming, and he has developed two large farms, one in the vicinity of Victoria and the other at
Delta. H e did not offer himself again for Legislative honours and since his
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retirement in 1898 has not taken any active part in public matters; in fact,
his business affairs have largely kept him at San Francisco, where he is
president of the California & Hawaiian Sugar Refining Company and of the
business firm of Welch & Co. The affairs of this company have been conducted by him since the death of Mr. Andrew Welch, who was the senior
partner in the original firm of Welch, Rithet & Co. of Victoria, the predecessors of the firm of R. P . Rithet & Co., who have continued the business
established in 1871, and have remained in active operation since.
A. H . B. Macgowan, Esq., M. P . P., is an old-timer in Vancouver city,
and was the first secretary of the Board of Trade of Vancouver, occupying
that position for seven years, the pioneer secretary and one of the founders
of the British Columbia Fruitgrowers' Association, and served for eight years
as president and secretary of the Vancouver School Board. H e was the son
of W. S. Macgowan and Ann Burston Boswell, his wife, Queen's Co., P . E . I.,
was born April 14, 1850, is of Scotch-English-Irish descent, and is possessed
of characteristics embodying all these three branches of the British stock. Mr.
Macgowan was educated at the public schools in Prince Edward Island, and
married on July 14, 1874, Miss Fanny M. Hayden of that Province. On
coming to Vancouver he engaged in the commission business and subsequently
in partnership with his sons has carried on the same class of enterprise, with
a general shipping business in addition. Mr. Macgowan was first elected to
the Legislature in 1903 and has been twice elected since. In Parliament
he has taken a strong and independent stand on several important questions.
Charles S. Douglas, Esq., was mayor of Vancouver city, 1909. H e came
to this Province in 1889 from the Province of Manitoba, and has ever since
been engaged in Vancouver city, in the business of real estate. In this respect he is one of the few men who never swerved from the line he laid down
for himself at the outset. Through adversity and good times, through good
and evil report, he clung to business, working industriously and continuously, until he developed the large undertaking of which he is now the head,
and has acquired large real estate and other interests. From being a comparatively poor man in 1890 he has become wealthy, and has identified himself with various enterprises and movements for the building-up and betterment of the city. The daily calls upon a public-spirited man of means in
Vancouver today are very many, and he is among the leading contributors to
the various objects in view. Charles Stanford Douglas, Esq., is descended
from William Douglas, who came from Scotland in 1640 and settled in Boston, Mass., and is the son of John A. Douglas, who was born at Plattsburg,
N. Y., settled in Wisconsin in 1845, and served as quartermaster of the 20th
Wisconsin Volunteers during the late American Civil War. He was a second cousin of the Hon. Stephen A. Douglas, who opposed Lincoln for the
presidency of the United States in 1860. His son, Charles, was born at
Madison, Wis., on the 1st of October, 1852, was educated at Beaver Dam
High School and Wayland University, Wisconsin, and came to Canada in
1877, settling at Fort William, Ont., where he published the Day Book newspaper. H e moved to Emerson, Manitoba, in 1878, and started the International newspaper. H e was a member of the Emerson Council in 1881, afterwards mayor, and was returned to the Legislative Assembly on June 23,
1883, when the sitting member was unseated, and was re-elected at the next
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general election. Mr. Douglas is a Conservative in politics and has always
been in British Columbia, as he was in Manitoba, prominently identified with
that party. When the Davie Government appealed to the country in 1894,
Mr. Douglas contested Richmond Riding as the Government candidate, but,
equally with all the Government candidates of the lower Fraser Valley, met
defeat by a small majority, mainly owing to a strong feeling that existed on
the lower mainland at that time against what was alleged to be an "Island
Government," a feeling which had been rendered more acute by a recent
Legislative appropriation of $600,000 for the new Parliament buildings at
Victoria. H e was first married in 1881 to Annie, daughter of J . C. Johnson, Esq., of Toronto, who died in 1908. His present wife, whom he married
in 1909, was Elizabeth, widow of the late Major F . F . Manley, of Toronto.
Arthur John O'Reilly, Esq., barrister, of the law firm of Messrs.
Moresby & O'Reilly, is the son of the late Hon. Peter O'Reilly, whose name
is very familiar in British Columbia to old-timers, and who occupied a number of important positions almost from the very first of Crown Colony days
until comapatively recent times. Mr. O'Reilly not only occupied honourable
positions, but he acquired considerable interests, dying, comparatively speaking, a wealthy man. His family, therefore, enjoyed all the advantages which
social position and education usually bestow, and are among the best-known
of the older members of Victoria social circles. Mr. A. J . O'Reilly was
educated at Uppingham School, England, and studied law in the office of
Drake, Jackson & Helmcken, Victoria, B. C , being called to the bar July 13th,
1898.
William Moore McKay is a member of the legal firm of Messrs. McKay & O'Brien, Vancouver, and has been prominently associated with politics
as secretary of the Liberal-Conservative Association of British Columbia.
Mr. McKay was born and educated, in part, at Ottawa, where his family for
a long time lived. Mr. McKay went to the Gait Grammar School and also
to the Montreal High School. H e is, however, a graduate of Toronto University. After studying and practising law at Ottawa for a few years he
went to the Yukon, and was engaged in his profession for five or six years.
Coming to Vancouver in the year 1904 he has since carried on a lucrative
practice there. I n addition to his regular practice, he is Crown prosecutor
for the County of Vancouver; he is president of the Conservative Association of the city of Vancouver, and vice-president of the Liberal-Conservative Association for the Province.
John Dilworth, Victoria, was born in the township of Leeds, Megantic
County, Province of Quebec, in the year 1848, and left there at seven years
of age with his father to settle in the County of Huron, Ont., in the township of Wawanash. Leaving there in 1868 for the Middle West, he settled
near Portage L a Prairie. I n the years 1868 and 1870 the rebels, in the first
Riel Rebellion, had possession of Fort Garry, and a number of prisoners were
immured there. A company of the "boys" in his vicinity was formed for the
purpose of going down to the fort and releasing them, and succeeded, but
subsequently thirty of the company were taken prisoners; among the number
being Thos. Scott, who was shot by order of Riel. Mr. Dilworthy and two
others were also sentenced to be shot and were held in duress for thirty
days, with nothing but pemmican to eat and cold water to drink. I n 1900
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he moved to British Columbia, settling at Kelowna, in the Okanagan Valr
ley, now one of the best-known fruit sections in the Province, and for nine
years carried on stock-raising. In 1909 Mr. Dilworthy moved to Victoria,
where he now resides, and is largely interested in property. He is an alderman of the city.
Charles Woodward of Vancouver has been a resident of the Province since
1891. In that year he opened a general store which has developed into a
large departmental business. Mr. Woodward, son of John and May Woodward, is a native of the Province of Ontario and was born July 19th, 1852.
He was educated at Mono College. In 1873 he married Elizabeth Anderson,
also a native of Ontario, and has three sons and three daughters. Mr. Woodward is a Liberal in politics.
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ADDENDA.
The most important events in the history of the Province are indicated
in the following fists of dates. The first relates to the events which may be
referred to as epochal in their effect, the mile posts; and the second includes
a series since Confederation of the greatest human interest, which have
constituted the journalistic framework of that period. Many of these events
have not been dealt with in the body of the history on account of consideration
of space in a work intended to be mainly political and economic in its treatment.
HISTORY-MAKING EVENTS.
1284-1825—Fort Vancouver founded.
1835—First steamer (Beaver) to Pacific.
1837—Coal discovered a t F o r t Rupert (V. I.).
1838, May 30—Hudson's Bay Company gets exclusive privilege trade throughout the Indian territory.
1839—Alaska leased t o Hudson's Bay Company.
1841—Sir George Simpson visits t h e Western Department on his tour around the world.
1842—Victoria selected a s Hudson's Bay Company's f o r t
1843—Fort Victoria erected.
1845—First ship England to Victoria
1846, J u l y 12—Oregon boundary fixed.
1848—Gold discovered in California
1848, Jan. 13—Vancouver Island ceded to t h e Hudson's Bay Company under conditions of settlement.
1849-—Vancouver Island formally erected into a colony. Richard Blanshard appointed governor.
1850, March 10—Arrival first governor of Vancouver Island.
1850—Coal discovered a t Nanaimo. .
1850—Gold found on Queen Charlotte islands.
1851—First council Vancouver Island.
1851, S e p t 1—Governor Blanshard departs.
1862—Fort Nanaimo founded.
1852—Victoria city surveyed.
1855—First school Vancouver Island established.
1856, Aug. 4—First elections, Vancouver Island.
1856, Aug. 12—First legislative assembly V. I. Hon. J. S. Helmcken, Speaker.
1856—San J u a n island occupied by American troops, a s t h e result of the "San J u a n affair."
1856-1857—Discovery of gold in British Columbia
1857—Parliamentary (Imperial) investigation into the affairs of the Hudson's Bay Company.
1858—First gold rush of gold miners and settlement of country.
1858, April 25—First miners arrive in Victoria
1858—First sale British Columbia lands.
1858—British Columbia made Crown colony and boundaries defined.
1858, S e p t 24—Arrival Lieutenant-Colonel Moody and detachments of Royal Engineers follow.
1-859—Old government buildings begun a t Victoria
1859, J a n . 28—New W e s t m i n s t e r selected capital of British Columbia
1859—American General. Harney a t San Juan.
1859, May 5—New Westminster founded and named.
1859, June 1—First sale New Westminster lots.
1859, S e p t 16—Arrival of Chief Justice M. B. Begbie from England.
1862—Victoria incorporated.
1862—Cariboo wagon road begun.
1864—Chilcotin massacre (Waddington's p a r t y ) .
1864, Jan. 21—First session legislative council, New Westminster.
1864—Governor Douglas knighted.
1864, J u n e 6—First issue Cariboo Sentinel.
1864—Quebec conference to consider confederation.
1865—-Big Bend mining excitement
1866, June 23—Miners' m a s s meeting, Cariboo.
1866, Nov. 17—Union of Vancouver Island and British Columbia.
1867, March 13—The United States purchase A l a s k a
1867, J u l y 1—Confederation of Canada.
A F T E R CONFEDERATION.
1868—First British Columbia parliament in Victoria
1868—Confederation convention. Tale.
1870—British Columbia decides to enter Confederation.
1871, Jan. 3—Last meeting of the legislative council.
1871, Jan. 19—Legislative council passed the t e r m s of union with Canada.
1871, Feb. 14—Passing Constitution Act.
aH
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1871, March 23—Dr. Black thrown from his horse and killed between New Westminster and Burrard
inlet.
1871, April 1—Terms of union passed House of Commons.
1871, April 12—Death of Captain" Mouatt, H. B. Co., near Fort R u p e r t
1871, April 28—Victoria Pioneer society organized.
1871, April 28—Pioneer Society organized.
1871, J u n e 16—First Dominion flag received by Dr. I. W. Powell.
T871,' July 15—Direct telegraphic communication with Cariboo established.
1871, J u l y 25—Departure of Governor Musgrave for England.

J u l y 28—Death of the Rt. Rev. Bishop Demers, t h e pioneer R o m a n Catholic missionary.
Feb. 15—First meeting of the British Columbia legislative assembly. Dr. Trimble, Speaker.
Feb. 27—Death of A. Waddington a t Ottawa, of smallpox.
May 1—Death of Hon. David Cameron, first Chief J u s t i c e of Vancouver Island.
Aug. 28—Death of Captain William Irving, father of Captain J o h n Irving.
Sept. 2—First election for t h e House of Commons in B r i t i s h C o l u m b i a
O c t 10—First provincial agricultural exhibition held.
O c t 21—Death of Captain John Swanson, H. B. Co.
Jan. 26—News of death of E. G. Alston, formerly registrar-general and a c t i n g attorney-general, in
Sierra Leone.
1873. Feb. 15—Death of S. M. Driard, proprietor Driard hotel and Colonial hotel.
1873, Feb. 16—Death of Captain Ella, one of the very early H . B. Co. captains, b y drowning a t B u r r a r d
inlet.
1873, March 16—News of loss of steamer G. S. Wright, near P l u m p e r pass, 31 lives l o s t
1873, April 20—Death of Thos. Buie a t Yale.
1873, Aug. 3—Death of Lumley Franklin, ex-Mayor of Victoria, a t San Francisco.
1873, Aug. 28—News of t h e discovery of gold in t h e Cassiar district, b y H e n r y T h i b e r t
1873, O c t 7—Foundation stone of t h e Victoria waterworks laid.
1873, Dec. 22—Moodyville saw mill destroyed by fire.
1874, March 21—British Columbia's first royal commission convened t o investigate t h e Texada island
land scandal.
1874, Dec. 21—Nanaimo incorporated a city.
1875, Jan. 1—Death of Richard Lewis, ex-Mayor of Victoria.
1875, May 19—Death of Judge A. T. Bushby, son-in-law of Sir J a m e s Douglas, a t New W e s t m i n s t e r .
1875, J a n . 6—Muir's mills a t Sooke destroyed by fire.
1875, J u n e 15—Loss of U. S. warship Saranac in Seymour Narrows.
1875 Sept. 3—Death of Captain W. H. MeNeill, H. B. Co.
1875, Nov. 4—Loss of the steamer Pacific off Cape Flattery, with 383 passengers.
1875, Nov. 6—Attempted murder of Rev. F a t h e r Brabant on t h e west coast by a H e s q u i a t chief,
1876, Aug. 15—Arrival of Lord Dufferin a t Victoria, followed by general celebration and famous "Carnarvon T e r m s or Separation" episode.
1877, Feb. 3—Strike of miners a t Wellington and militia called out, April 28.
1877, Aug. 2—Death of Sir J a m e s Douglas, K.C.B.
1877, Oct. 7—Great quartz excitement Cariboo.
1877, Nov. 22—First Thanksgiving day observed by t h e people of British C o l u m b i a
1878, Nov. 8—Death of Hon. H e n r y Rhodes, of the pioneer firm of Rhodes & Janion.
1878, Dec. 20—Death b y suicide of F . J. Roscoe, M.P., a t V i c t o r i a
1879, April 17—Terrible explosion a t Wellington colliery, 12 m i n e r s killed.
1879, Aug. 5—Death of Captain John E v a n s , M.P.P., a t Stanley, Cariboo.
1879, Sept. 19—Death of the Hon. R W. W. Carrall, B. C. Senator, a t Woodstock, O n t
1879, Dec. 7—J. Ussher and J. Kelly, murdered by the McLean brothers and H a r e , outlaws, Kamloops.
This w a s t h e most notable criminal incident in t h e history of British Columbia, and created t r e mendous excitement. Ussher and Kelly were shot down in cold blood and t h e neighborhood t e r r o r ized for some days. T h e murderers surrendered themselves a t Douglas Lake, having been s u r rounded by a posse of 37 constables organized by John T. E d w a r d s , now resident a t Louis Creek,
near Kamloops.
1880, March 11—Destruction of t h e Vancouver Coal Company's works a t Nanaimo.
1880, J u l y 27—Disastrous fire a t Yale, T. F . McCormlck and J a m e s McKee died from injuries.
1880, O c t 14—Great slide on the Thompson river, 20 miles above Spences Bridge, d a m m i n g t h e r i v e r for
41 hours.
1880, O c t 14—Town F o r k s of Quesnel p a r t l y destroyed by fire.
1881, Jan. 31—McLean brothers hanged a t New Westminster.
1881, Feb. 1—News of b u r n i n g of H. B. Co.'s post and Indian rancherie a t Bella Coola
1881, May 15—Arrival of the first locomotive for the C. P. R a t Yale.
1881. J u n e 18—Launch of t h e steamer Elizabeth J. Irving; totally destroyed b y fire a t Hope, Sept. 29.
1881, Dec. 1—Death of Mr. J u s t i c e A. Rocke Robertson, first provincial secretary (brother-in-law of Hon.
D. M. E b e r t s ) , a t Victoria.
1882, J u l y 31—Death of Captain J a m e s A. Raymur, Victoria (father of J. R a y m u r , w a t e r commissioner).
1882, Aug. 11—Death of Preston Bennett, M.P.P., a t Kamloops.
1882. Aug. 31—Death of Hon. John Tod, M t Tolmie, a pioneer H. B. Co. official.
1882, Sept. 20—Arrival, on H.M.S. Comus a t Victoria, of H i s Excellency the Marquis of L o m e (present
Duke or Argyll) and H. R. H. P r i n c e s s Louise, followed by various functions and v i s i t s t o v a r i o u s
p a r t s of t h e province.
1882, Nov. 16—Esquimalt contested election case, unseating of Hon. J. R. H e t t (attorney-general) and
seating of Charles E. Pooley.
1883, J a n . 17—Canadian Pacific Navigation Company formed.
1883, Jan. 23—Excitement about a proposed Fenian invasion in militia circles.
1883, Jan. 27—Beaven Government resigned (succeeded by the Smithe a d m i n i s t r a t i o n ) .
1883, Feb. 2—Gold discoveries in Kootenay; bonanza announced.
1883, Feb. 2—First sale of P o r t Moody lots, a t New Westminster.
1883, Feb. 7—Loaded t e a m s crossed t h e F r a s e r river on ice a t New W e s t m i n s t e r .
1883, April 3—Death of John Muir, pioneer settler, a t Sooke, aged 83.
1883, May 3—Loss of t h e steamer Grappler, destroyed by fire four miles from Seymour N a r r o w s , about
50 lives lost.
1883, May 12—Lieutenant Diggle, R.N., disposed of his Interests in Wellington colliery t o Hon. Robert
Dunsmuir.
1883, May 31—The twenty-fifth anniversary of F a t h e r Rondeau's s e t t l e m e n t in Cowichan celebrated.
1883, J u n e 6—Death of Ebenezer Brown, formerly president of t h e council, a t N e w W e s t m i n s t e r .
1883, J u l y 1—A company formed to work a copper lode a t Sooke, "traced for t w e n t y miles."
1883, J u l y 20—First rail laid a t P o r t Moody.
1883, J u l y 29—Arrival a t Victoria of Sir Alexander Campbell, Ottawa, Dominion m i n i s t e r of justice, t o
a r r a n g e t e r m s of settlement act.
1883, Sept. 28—Arrival of (Sir) Sandford Fleming and Principal G r a n t overland from London, England.
1883, Sept. 29—Joseph H u n t e r and p a r t y s t a r t e d to select a route for the E. & N. railway.
1883, Nov. 7—Death of J a m e s Douglas, eldest son of Sir J a m e s Douglas, a t San Francisco.
1884. Jan. 27—Edward Hanlan, the oarsman, in Victoria
1884, April 12—Contract awarded to McNamee & Co. for the construction of the dry. dock a t E s q u i m a l t
1884, May 9—Death of Alexander Caulfield Anderson, one of t h e best known of the" officials, who occupied various public offices and w a s a writer of ability.
1884, May 9—The old steamer Wilson G. Hunt, which came around t h e H o r n in 1849, laid up for good.
1884, J u n e 5—The British Columbia E x p r e s s Company succeeded the old B a r n a r d E x p r e s s on t h e Cariboo
wagon road.
1884, J u l y 1—A serious explosion a t t h e South Wellington mines, t w e n t y - t h r e e men killed.
1884, Oct. 21—First cable message across t h e s t r a i t s .
1884, Nov. 6—H. M. S. Satellite left E s q u i m a l t for Metlakatla, in anticipation of Indian troubles, a s t h e
result of t h e dispute between Missionary Duncan and Bishop Ridley.
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Nov. 30—Death of Sheriff Harris, first Mayor of Victoria
T ^ " i 2 2 - r r e f u h ° ' L e O ] ^ l d Lowenburg, uncle of Carl Lowenburg, German consul, Victoria
Jan. 1—Death of Hon. Dr. Trimble.
March 3 ^ D i s a l l o w a n c e of the Chinese restriction act by the Dominion Government announced,
J u n e 5—Capture of Sproule, the Kootenay murderer of Thomas Hammill (June 3). The trial was
Aug. 12—Arrival of first locomotive for E. & N. railway.
Aug. 22—Opening of the Point Ellice bridge, Victoria, the same t h a t subsequently collapsed with
such terribly fatal results.
1885, Oct. 7—Ofliclal visit of the Marquis of Lansdowne to Victoria having come overland on the route
of t h e C. P. R.
ilSf* 2?** 1 7 ~ ^ T 1 ^ 1 r a U w a V engine crossed the Columbia river a t Farwell (Revelstoke).
1885, Nov. 4—C. P. R. telegraph connected with Winnipeg.
1885, Nov. 6—First train over the C. P. R. from the east, and last spike driven by Sir Donald Smith, 11
p. m.
1885, Nov. 8—(Sir) C. W. Van H o m e and party arrive a t Victoria over the C P R
1885, Nov. 22—First through freight received a t Port Moody over C P R
ill!!' J . a n „ 1 ? T " A 1 r . r i v , a l o* H a r r y A b b o t t general superintendent of the Pacific division of the C. P. R.
1886, April 17—Death of Dr. John Ash, formerly provincial secretary
1886, J u n e 13—Total destruction of Vancouver city by fire
1886, J u n e 26—The Esquimalt dry dock completed.
1885, J u l y 24—Sir John A. Macdonald and party arrive over the C. P. R. a t Victoria
1886, J u l y 31—First issue of t h e Daily Columbian a t New Westminster.
1886, Aug. 3—Sir George and Lady Stephen and party arrive in Victoria.
1886, Aug. 13—First through train over the E. & N. railway; Sir John A. Macdonald drives the last spike
near Shawnigan lake, Friday.
1886, Sept. 20—Death of J. A. R. Homer, M.P., New Westminster.
1886, O c t 16—Victoria Colonist sold by D. W. Higgins to Ellis & Co.
1886, O c t 17—The German vessel Bylgia arrives a t Port Moody, 22% days from Yokohama, with a cargo
of tea for overland shipment.
1886, Oct. 29—Hanging of R. S. Sproule a t Victoria for murder of Thomas HammilT a t Kootenay lake
(3rd of June, 1885).
1886, Dec. 3—Mr. Raybould, M.P.P., Nanaimo, fell off the rear platform of his store and instantly killed.
1886, Dec. 5—First press telegrams received over the C. P. R. telegraph line published in Colonist.
1887, Feb. 22—Death of J. C. Pimbury, a very early pioneer, a t Quamichan.
1887, April 28—News of death of" Major-General Clement Moody, formerly commandant of t h e Royal
Engineers and commissioner of lands and works, British Columbia a t Bournemouth, England.
1887, May 3—Terrible explosion in No. 1 s h a f t New Vancouver coal mine, Nanaimo.
1887, May 10—Death of Captain H. B. Good a t Victoria.
1887, J u l y 2—The seizure of the sealing schooner Anna Beck in Bering s e a
1887, Nov. 28—The murder of Bishop Seghers, of Victoria, in A l a s k a
1887, J u l y 20—Opening of the Esquimalt graving dock, H. M. S. Cormorant first to enter.
1887, Aug. 6—The Hon. Thos. White, minister of the interior, visited Victoria.
1887, Sept. 15—Canada-China mail subsidy. I t is announced in t h e Victoria Colonist, that Lord Salisbury
on behalf of the Imperial Government agrees to the proposal of Sir John A Macdonald for the
g r a n t i n g of a mall subsidy to the C. P. R. for a bi-monthly mail service between Hong Kong and
Montreal, amounting to $220,000 per annum.
1887, Nov. 26—Vancouver illuminated with gas.
1887, Dec. 1—Standard time adopted in Victoria
1888, J a n . 24—Gas explosion in t h e Wellington colliery, 75 perished.
1888, Feb. 15—East Wellington mine closed down on account of dispute with miners^ opened up with all
Chinamen employed.
1888, Feb. 9—News of death of H. E. Wilby, old-time resident E s q u i m a l t a t Oporto, Portugal.
1888, March SO—William Rich, a '52 pioneer, died a t Nanaimo.
1888, July 6—Arrival of the first C. P. R steamer Parthia a t Victoria
1888, J u l y 16—"C" b a t t e r y and a number of specials left in H M. S. Caroline for scene of Indian troubles
a t Skeena
1888, J u l y 29—Death of Very Rev. F a t h e r Jonckan, a pioneer Oblate missionary, a t Victoria
1888, Aug. 3—Death of Coote M. Chambers, a pioneer accountant, well known.
1888, Aug. 5—Consecration of R t Rev. J. N. Lemmens, R. C. Bishop of Vancouver Island and Alaska
1888, Aug. 22—New W e s t m i n s t e r Southern railway begun.
1888, Aug. 25—First consignment of Chilliwack fruit sent to Winnipeg.
1888, Sept. 11—Death of Thomas Elwyn, deputy provincial secretary.
1888, S e p t 27—The inauguration of Stanley park, Vancouver.
1888, Sept. 30—Arrival of Major-General Sir Frederick Middleton, commander of Canadian forces, a t
Victoria.
1888, Oct. 11—Arrival of Dwlght L Moody, evangelist a t Victoria
1888, O c t 19—Death of Charles J. Phillips, first chief of the Victoria fire brigade.
1888, Nov. 20—Death of an Indian woman, S. Kunotia Cornechian, a t Victoria, aged 116 years.
1888, Dec. 9—Arrival of steamer Islander from Glasgow.
1889, Jan. 11—The Islander and Premier refused a landing a t Vancouver on account of smallpox epidemic a t Victoria.
1889, Feb. 9—Arrival of Sir George Baden-Powell.
1889, March 5—First banquet of the board of trade, Vancouver, a t the Hotel Vancouver.
1889. April 9—Death of Hon. Charles E. Elliott, former premier, a t San Francisco.
1889. April 12—Death of t h e Hon. Robert Dunsmuir a t Victoria
1889, May 10—Opening of the Victoria public library.
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1889, J u n e 5—Death of the Hon. Mr. Justice Gray (one of the F a t h e r s of Confederation in 1867).
1889, Aug. 1—Death of the Hon. A. E. B. Davie, Premier of British Columbia.
1889, Aug. 8—Ice first manufactured a t Victoria.
1889, Sept. 2—Commenced construction of the Victoria electric tramway.
1889, S e p t 5—Telephone line opened between Comox and Victoria
1889, Oct. 19—Death of E. V. Bodwell, Sr., Vancouver, a t Field.
1889, Oct 31 Arrival of Their Excellencies Lord and Lady Stanley a t Vancouver.
1889, Dec. 9—New Westminster lighted with electricity for t h e first time.
1890, Feb. 19—Inauguration of the tramway in Victoria.
1890, March 31—Edward Allen, M.P.P. Lillooet, died a t Victoria
1890, April 3—Commencement of ocean docks a t Victoria by K. F. Kltnei.
1890, April 5—D. Chisholm, M.P.. New Westminster, died.
1890, May 2—Death of Uriah Nelson a t Victoria
1890. May 21—Arrival of the Duke and Duchess of Connaught
1890, June 26—Opening of Vancouver electric tramway.
1890, Aug. 25—Death of Henry H. Wootton a t Victoria
,„„„^„.„ *,„*
1890, Aug. 27—Thomas Basil Humphreys, formerly minister of finance and provincial secretary, died.
1890, Dec. 2—Death of J a m e s Mason, M.P.P., for Cariboo.
1890, Dec. 8—Death of ex-Mayor Fell, Victoria

Hi

1890, Dec. 19—News of t h e death of Charles Oppenheimer a t San Francisco, a prominent and v e r y early
pioneer.
,
1891, Feb. 14—Opening ceremonies of t h e New W e s t m i n s t e r Southern railway a t Blaine, W a s h i n g t o n .
1891, April 16—Death of J. R. Hett, barrister, Victoria
'
J*
1891, April 28—Arrival of the C, P. R s t e a m e r E m p r e s s of I n d i a Celebration and b a n q u e t in Vancouver
in honour.
1891, Sept. 12—H. O. Tiedemann, a well-known surveyor and architect, Victoria, died.
1891, S e p t 17—John Kurtz, noted pioneer, died a t Victoria
1891, Sept 21—A. A. Green, of Garesche, Green & Co., Victoria, died.
1891, Sept. 23—Marriage of Sir Richard John Musgrave and Miss Jessie Sophia D u n s m u i r a t Victoria.
1891, S e p t 25—Visit of Baroness Macdonald to Victoria..
1891, O c t 18—Death of the Hon. A. F . Pemberton, pioneer of 1855, police m a g i s t r a t e and county c o u r t
judge, Victoria.
1892, Jan. 4—Arrival of s t e a m e r "Quadra" from England.
1892, Jan. 20—Death of Hon. Roderick Finlayson, a well-known H u d s o n ' s B a y Company official.
1892, J a n . 27—Appointment of British Columbia Fisheries Commission by t h e Dominion G o v e r n m e n t
1892, March 15—Government s t e a m e r "Quadra" goes into commission.
1892, March 19—Decision of C. P. R t o build through Crow's N e s t P a s s announced.
1892, March 21—Act introduced in Legislature to authorize t h e s e t t l e m e n t of Crofters on B r i t i s h Columbia Coast for purposes of fisheries development.
1892, April 6—Rudyard Kipling and bride a r r i v e in Victoria from J a p a n .
1892, April 8—A. O. U. W. Grand Lodge British Columbia was formed.
1892, April 21—J. M. and Robert Kennedy, publishers New W e s t m i n s t e r Columbian, b r o u g h t before t h e
B a r of t h e H o u s e for c o n t e m p t
1892, J u n e 15—Lord Hannen and Sir John Thompson appointed representatives of Great Britain in Bering Sea arbitration.
1892, J u n e 17—Death of Thomas Ferguson, Saanich, a t t h e age of 101.
1892, J u n e 28—Imperial P a r l i a m e n t sanctions the loan to British Columbia for c a r r y i n g out t h e Crofter
p r o j e c t which subsequently came to naught.
1892, J u n e 30—Death of Hon. John Robson, Premier of British Columbia, in London, England.
1892, J u l y 12—Government regulations issued r e smallpox epidemic and p o r t of Victoria quarantined.
1892, Sept. 12—Death of Chief Scomiak of t h e Songhees.
1892, Sept. 15—General Sir John Ross, commanding H. M. forces in Canada, arrived in V i c t o r i a
1892, Sept. 21—Seizure of 37 sealers (men from various schooners) b y R u s s i a n s and sent t o sea in condemned schooner Rosie Olsen, arrived safely at Vancouver.
1892, Sept. 25—Seizure of sealing vessels a t Ounalaska by Americans.
1892, Oct. 7—Royal Commission appointed to inquire into smallpox outbreak.
1892, Oct 20—Baroness Macdonald arrived in Victoria
1892, O c t 28—Inauguration of regular t r a m w a y service between Vancouver and N e w W e s t m i n s t e r .
1892, Nov. 8—Japanese w a r s h i p "Kongs" arrives a t Esquimalt.
1892, Nov. 15—Dominion Prohibition Commission in Victoria t a k i n g evidence.
1892, Nov. 15—First Assizes held in Vancouver, Judge McCreight presiding.
1893, Feb. 19—Death of D. W. Gordon, M.P., a t Nanaimo.
1893, Feb. 28—Sale of "Silver King," Nelson, to Scotch capitalists is announced.
1893, March 3—Death of Hon. H u g h Nelson in London, England.
1893, March 16—F. M. R a t t e n b u r y ' s plans for new Government Building is accepted.
1893, May 18—Steamer " M i o w e r a " first of Australian line, leaves Sydney for Vancouver.
1893, May 27—Death of I. B. Nason, M.P.P., Cariboo, a t V i c t o r i a
1893, J u n e 19—Rt. Rev. W. W. P e r r i n enthroned in Victoria a s Lord Bishop of Columbia.
1893, J u l y 20—Completion of Mackenzie's overland journey celebrated a t Victoria by meeting of pioneers.
1893, Aug. 15—Award of t h e Bering sea a r b i t r a t i o n made.
1893, Aug. 19—"C" B a t t e r y left Victoria for Quebec.
1893, Aug. 25—Sir H e n r y I r v i n g and Ellen T e r r y a t Agassiz.
1893, Aug. 26—Edward Holmes completed walk from Montreal to Vancouver, 2,926 miles in 2,700 hours.
1893, Oct. 16—Death of Rev. R a t h e r Mondart, pioneer of 1863.
1893, Oct. 23—Death of Moses Lumby, promoter of Shuswap & Okanagan railway, a t Okanagan.
1893, Nov. 11—Death of Joseph Despard Pemberton, first surveyor-general of Vancouver Island.
1893, Dec. 12—Sir Mackenzie Bo well r e t u r n s from A u s t r a l i a
1894, Jan. 2—Death of Captain Gold of Queen Charlotte Island exploring repute.
1894, March 2—Failure of Green, Worlock & Company's Bank a t Victoria, with heavy loss t o depositors.
1894, May 25—Royal City-Mills, New Westminster, destroyed by fire.
1894, May 29—Unprecedented floods in the F r a s e r River Valley which w a s inundated; g r e a t loss and
suffering involved.
1894, J u n e 2—Opening of Victoria & Sidney Railway.
1894, J u n e 5—Disastrous storm a t Kaslo, great damage done.
1894, Aug. 24—Execution of H u g h L y n n for Savary Island murder. L y n n w a s born on t h e ship " T h a m e s
City," which brought out a detachment of Royal Engineers in 1859. L y n n Creek, N o r t h Vancouver,
w a s named after h i s father.
1894, O c t 16—Death of Charles Freezy, Chief of t h e Songhees. Chief Cooper elected to succeed him.
1894, Oct. 20—Norwegians established a colony a t Bella Coola
1895, Aug. 15—Sir Mackenzie Bowell, Premier and Hon. T. M. Daly, Minister of t h e I n t e r i o r in V i c t o r i a
1895, O c t 23—W. A. Carlyle appointed Provincial Mineralogist for B r i t i s h C o l u m b i a
-1895, Nov. 6—Opening of Nelson & F o r t Sheppard Railway.
1895, Nov. 29—D. S. Milligan, pioneer of 1860, died a t New Westminster.
S^Sp
1895, Nov. 29—John Wintermute, pioneer of 1865, died a t New Westminster.
1895, Dec. 1—Death of George Willlscroft, Hudson's Bay Company oflScial a t Georgetown, n e a r F o r t
Simpson.
1895, Dec. 16—British Columbia obtains Cabinet representation a t Ottawa in t h e appointment of Hon E
G. Prior, of Victoria, a s Comptroller of t h e Department of I n t e r n a l Revenue.
1895, Dec. 13—Death of Alexander F r a s e r , pioneer prospector and son of t h e l a t e P a u l F r a s e r of t h e
Hudson's Bay Company.
1896, Feb. 1—Trail smelter commences operation.
1896, April 9—Terrible explosion of nitro-glycerine a t Departure Bay.
1896, April 9—Death of the Hon. A. J. Langley, merchant pioneer of 1858 and prominent in public affairs
1896, May 24—Point Ellice bridge disaster a t Victoria 56 persons drowned; span collapsed.
1896, Sept. 15—Li H u n g Chang, Chinese Ambassador, arrives a t Vancouver.
1896, O c t 25—Death of Captain Martley, pioneer of 1862, a t Lillooet
1896, Nov. 19—Hon. Israel Tarte, Dominion Minister of Public Works, v i s i t s Victoria
1896, Nov. 23—First meeting of t h e Bering Sea Claims Commission a t Victoria.
1896, Dee. 5—Hon. Louis H. Davies, Minister Marine and Fisheries, visited V i c t o r i a
1896, Dec. 17—Hon. Mr. Blair, Minister of Railways and Canals, visited V i c t o r i a
1897, Jan. 9—Death of H e n r y Lawson, editor of the Colonist, a t V i c t o r i a
1897, Jan. 10—Survey of Crow's Nest Pas's Railway begun.
1897, J a n . 21—News of t r a n s f e r of Kootenay Steam Navigation Company to C. P. R.
1897, Feb. 3—Bering Sea Commission concludes sittings a t V i c t o r i a
1897, April 1—Railway Bill submitted providing for $2,500,000 aid in construction of r a i l w a y s
W
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April 5—Death of Thomas E. Kitchen, M.P.P., at Chilliwack.
April 8—Loss of steamship "Coquitlam" In Malaspina Strait.
K aa yy IS—Death
of Mrs. David Oppenheiber by falling from train en route to Philadelphia
T
o ° ~ i k o n g 3st o f s u i t s flled against Victoria in re Point Ellice bridge disaster.
i . y 7 — S t e v ? T l n S 1 e y sold out his stage and express business in Ashcroft.
J u l y 4—Death of Hon. Amor de Cosmos a t Victoria
i u J y 1—l^^st Kootenay Power & Light Co., started operations at Nelson.
J u l y 9—Coke ovens a t Union in successful operation.
J u l y 20—Klondyke excitement a t its height. Thousands went in over White P a s s and Dyea Pass,
business in all the coast cities being greatly stimulated. Facilities of communication were greatly Increased by building of White P a s s Railway and establishment of line of steamers from White
H o r s e to Dawson.
1897, Aug. 22—Consecration of Bishop Dontenwill a t New Westminster.
1897, Sept. 19—Drowning of ex-Mayor Fred Cope, Vancouver, while crossing the Skagway River.
JlnA' ° ToeDt
- 25—Long distance telephone between Nelson and Rossland in operation.
ISSi' S v - . j r - H o n . Clifford Sifton addressed Board of Trade, Victoria, en route from the Yukon.
1897, Dec. 16—News of death of J. F. Allison, pioneer of Princeton.
1897, Dec. 31—Death of David Qppenheimer, ex-Mayor, Vancouver, pioneer of British Columbia and very
prominently associated in business and municipal affairs.
1898, Jan. 12—Death of Bishop Lootens at Victoria.
1898, Jan. 16—Sudden death of William Templeton, retiring Mayor of Vancouver.
1898, Jan. 27—Announcement of arrangement with Mackenzie & Mann to build line from Telegraph
Creek to Teslin Lake.
1898. Feb. 10—^Opening of new P a r l i a m e n t Buildings a t Victoria.
1898, Feb. . . — W . A. Carlyle resigns as Provincial Mineralogist and goes to Rossland.
1898, Feb. 26—Death of L. B. Hamlin, C.E., a t Dawson, as the result of exposure.
1898, March 7—Death of Chief Justice Davie.
1898, March 9—Resignation of Speaker Higgins on account of difference with Government over Cassiar
Railway concession.
1898, May 4—Introduction of Loan Act to raise $5,000,000 for aiding 1,040 miles of railway.
1898, J u l y 3—Earl and Countess of Aberdeen visit Victoria.
1898, Aug. 5—Induction of Rt. Rev. Alexander Christie, Bishop of Vancouver, a t Victoria.
3 1898, Aug. 8—Hon. J. H. Turner dismissed by L t Governor as Premier and former Premier Robert Beaven, called upon to_fjprm a government.
1898, Aug. 9—LoijdrSerschell visits Victoria and is banquetted by members of the Law Society.
1898, Aug. 13—Excitement over the discovery of gold in Atlin District, to which subsequently there was
a large rush.
1898, Sept. 10—Great Are a t New Westminster, and complete destruction of the business portion of the
city.
1898, Oct. 5—Lt. Gen. Lord William Seymour, commanding British forces in Canada arrives in Victoria
1898, Nov. 21—Police M a g i s t r a t e Macrae, Victoria, dismissed by Attorney-General Martin.
1898, Nov. 17—Death of Wm. McGregor, Manager of North Vancouver Coal Company, a t Nanaimo.
1898, Nov. 19—Loss of steamer "Ainsworth" and nine lives on Kootenay Lake.
189~8, Nov. 26—Commencement of Nelson & Bedlington Railway.
1899, Jan. 1—News of death of J a m e s Yates in Edinburgh, a pioneer of 1849 and member of the first
legislative Assembly of Vancouver Island.
1899, Feb. 20—Vancouver excited over the lease of Dead Man's Island to Mr. Ludgate.
1899, March 6—Death of Jacob Lenz, founder of Lenz & &Leiser, a t Victoria.
1899, March 13—Death of George Byrnes, auctioneer "and pioneer of Victoria.
1899, April 23—"City of Kingston" cut in two in collision with the Oriental liner "Glenogle."
1899, April 27—Miners' riot a t Wardner.
1899, May 1—Provincial Executive t a k e s possession of Dead Man's Island for the province.
1899, May 5—Government of British Columbia offered one million dollars in support of Pacific Cable.
1899, May 16—Decision
to locate smelter a t Grand Forks announced.
1899. May 18-1—Burning of Cary Castle, Government House, Victoria
1899, J u n e 20—Row at Rossland banquet, in which Attorney-General Martin figures conspicuously and
on account of which was asked to resign.
^1899, J u l y 26—Party caucus t u r n s down Mr. Martin and h e resigns as Attorney-General.
1899, J u l y 27—Death of Mrs. Ogden a t Cariboo, Hudson's Bay Company pioneer of 1846.
1899, Aug. 10—Death of J. H. Todd, pioneer wholesale merchant, a t Victoria.
1899. Aug. 25—Death of T. Kruger, pioneer of Osoyoos, B. C.
1899, Sept. 6—Death of John Weiler, pioneer and founder of Weiler Brothers, a t Victoria.
1899, Sept. 13—Smelter announced for Mt. Sicker.
. . . .
J j
1899, Sept. 18—Survivors of Edmonton p a r t y for Dawson arrived Vancouver, 100 deaths reported en
route.
1899, O c t 5—Visit of Hon. David Mills, Minister of Justice, to Victoria
1899, O c t 10—Death of Benjamin Evans, historic Court Usher of Victoria, and companion of Sir Matthew Baillie Begbie in his travels.
1899, Oct. 18—Contingent from Victoria go to South Africa
1899. Dec. 8—Visit of British Columbia Board of Trade to Boundary District.
• 1901, Jan. 11 to Feb. 6—Dunsmuir delegation to Ottawa, better terms.
-*9M, April 10—J. C. McLagan. managing editor and founder of Vancouver World, died.
l_902, Jan. 24 Royal commission on British Columbia salmon industry appointed by Dominion Government.
.,
. . .
,JA\
1902, Feb. 6—Liberal convention a t Vancouver (Joseph Martin elected president).
1902, April 2—Death of P e t e r Grant, collector customs, New Westminster.
1902, April 14—Important labor convention a t Kamloops.
1902, Sept. 13—Conservative convention a t Revelstoke.
1902, Nov. 18—Death of Georjre Maxwell, M.P., Vancouver.
1903—Death of Rev. F a t h e r McGuckin. superior of t h e Oblates, in Vancouver.
1904. Jan. 7—Death of A. R. Milne, C.M.G., collector of customs, Victoria.
1904. Feb. 26—Provincial Mining Association opened a t Victoria
1904, March 4—Death of Sir Joseph Trutch in England.
„ „ „ „ „ ,„
1904 J u n e 4—Hon. R. McBride's (Conservative) administration sworn in.
1904; O c t 23—The J o h n Houston incident (occasioned by refusal of Sir Henri Joly to accept nis as a
TY11 Tl f ^? "f" ^T* ^
1905. Feb. 1—Death of W. P . Savward, a P/omlnent pioneer of Victoria
1905, Feb. 5—Death of Simeon Duck, ex-M.P.P., and ex-minister of
taance^
c
t
f
Britlsh
1905! Feb. 27—Death of Hon. Sir H e n r y P . P . Crease, retired judge of the Supreme Court or u r m s n
Columbia.
ll°ol: J S S l ^ a t n T j a ^ ' A £ ? Graham, 6 formerly Hudson's Bay Company commissioner, Victoria
1905, Aug. 4—Death of Andrew Leamy, county court judge, Greenwood.
1905, Nov. 6—Death of J a m e s Orr, ex-M.P.P., and a pioneer.
1907, April 18—Death of J. C. Shaw, principal Vancouver High School.

1907,
1907,
1907,
1907,
1908,
1908,
1908,
1908,
1908,
1908,
1908,
1908,
1908,
1909,
1909,

May 30—Death of Rev. F a t h e r Jonckle, O.M.I., a t V i c t o r i a
Sept. 8—Anti-alien riots in Vancouver.
Sept. 17—Death of David Robson, government agent, New W e s t m i n s t e r .
Nov. 1—Death of W. H. Ladner, ex-M.P.P., a t New W e s t m i n s t e r .
J a n . 11—Death of Dr. F . H. Eaton, inspector Victoria public schools.
J a n . 13—Death of Hon. George Anthony Walkem, ex-premier and retired judge of t h e Supreme
Court
April 19—Death of Hon. Montague Tyrwhitt-Drake, retired j u d g e of t h e Supreme Court.
J u n e 14—Death of H. C. Beeton, for m a n y years agent-general of British Columbia, in London,
England.
J u l y 29—Death of A. S. Farwell, a n old-time official of t h e province, surveyor and engineer, a t
Nelson.
Oct. 2—Death of Mrs. Joan Olive Dunsmuir, relict of t h e l a t e Hon. Robert Dunsmuir.
Nov. 9—Death of Captain J. G. Cox, shipping master, Victoria.
Nov. 15—Death of Sir H e n r i J o l y de Lotbiniere, ex-Lieutenant-Governor of B r i t i s h Columbia, a t
Quebec.
Dec. 26—Death of Dr. W. J. McGulgan, a pioneer, and ex-Mayor of Vancouver.
May 3—Death of A. H. McBride, ex-warden of the British Columbia penitentiary, and f a t h e r of Hon.
R. McBride.
J u l y 30—Death of Gavin Hamilton, a n old Hudson's B a y Company official, a t V i c t o r i a
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SIXTY YEARS of PROGRESS
BRITISH COLUMBIA
Portraits of some of the
men conspicuous
as
present day factors in
development.

WILLIAM MACKENZIE
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SIR DONALD MANN
(See footnote 3A, Chapter XIV.)
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DOMINIC BURNS (P. Burns & Co., Vancouver)
(See footnote, Chapter XV, Part II).
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R O B E R T POLLOCK (Fernie)
Born, Presidio Barracks, San Francisco, Cal., May
22nd, 1865. Educated, Hill Military Academy and
Pacific University. Commenced career as miiier in
Coeur d'Alene" district, 1887. Came to British
Columbia 1896. American Vice-Consul. VicePresident Fernie Board of Trade. Business interests, lumber and mining.
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D O M I N I C BURNS

D'ARCY T A T E , K. C. ^Vice-President and General
Counsel, Pacific Great Eastern Railway Company,-

Jgptoria, B. C.)
Born, Portadown, Ireland,. June 14th, 1866, son of
John and Isabella T a t S t , Educated, Portadown; :
Academy, and Queen's College, Belfast. Professional career, called to the Ontario bar, 1893;
Manitoba bar, 1907; Saskatchewan bar, 1910; Alberta bar, 1910; British Columbiaibar, 1910. Coun. sel for Toronto, Hamilton & Buffalo Railway,
1895-1905; appointed Assistant Solicitor, Grand
Trunk Pacific Railway, 1905; Solicitor,; 1910-1912.
(See also footnote 6, Chapter XIV.)

D'ARCY

1

IsisnsO bns inabiaart-aotV)
.0 .21 , 3 T A T YOHA'd
.vnsqmoO yswIisSE n i 9 i e s 3 i£9iO oniosq JsanuoD
(.3 . 3 .shoiaiV
lo noa tdd8I ,diM a n u t .bnslail .nwobsltoq , m o a
n w o b s i i o q .baisouba .9isT slladsal bns nrfot
- s a l o i q .lasllaa .agalloD a'naauQ bna
,\mabsaA
;£Q8X ,isd oiisinO adi oi ballso ,199IBD Isnoia
-IA ; 0 i e i ,isd nswsriDisjlasg ;t06I ,isd sdoiinsM
-ntioD .Oiei ,isd sidmnloD rfaiiha ;0I6I ,isd aitad
.vswIisH olsflua •& noilimsH ,oino*ioT i o l laa
bnsiO t ioiioiIo3 insiaiaaA b9inioqqs ;cOQI-£e8i
.SICI-Oiei ,ioiioilo3 ;eoei ,vswiis5I oniasq jlnuiT
(.VIX wiqsrfO ,d 9ioniool oals 998)

-;'L'

D'ARCY

TATE

A L F R E D C. F L U M E R F E L T (Victoria)
Born, Markham, O n t , September 29th, 1855. Commenced business in Winnipeg, 1879, and came to
B. C , 1886, engaging in the manufacture of boots
and shoes. Was quartermaster Garrison Artillery
of B. C. Has extensive interests, including merchandise, lumber and coal. Was member of the
B. C. Royal Commission on Forestry and is especially interested in Canadian economics.
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ALFRED C. FLUMERFELT
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C O N S T A N T I ^ ^ P ^ ^ O N ALVENSLEBEN
(Vancouver)
Born, Neu Gattersleben, July 25th, 1879, son of
Count Werner Alvo von Alvensleben and 'Anna
BSHKi. Baroness • Veltheim. Educated, Bernberg j^knd
Gross Lichterfelde.'-^Lieut. Prussian Army. Came
to B. C., 1904. (See footnot^lA, Chapter XV.)
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R O C H F O R T H E N R Y - S P E R L I N G , Electrical Engineer
(Vancouver)
. Born, London, Eng., February 9th,J&76. Educated,
•!•'-;-Eton College, Eng. Camefto B. 6|; 1 8 9 6 ^ ^ « i e r a l
Manager B- C.' Electric Railway CVfcjjsMember of
r'-Sjfifc? Institute of Electrical Engineers, England, and
member American Institute: ofsElectrical Engineers^; •;
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ROCHFORT HENRY

SPERLING

F R E D E R I C K BERNARD P E M B E R T O N ("Mpuntjoy,"
Victoria)
Born, Victoria, April 26th, 1865., Educated, University College. London. Began business career
as junior, member of firm of Pemberton v& Son,
1887. Real estate and financial agent.
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J O H N L S A M U E L H. MATSON

(Victoria)

Born/tYork County, O n # April 21st, 1869. Educated, .Pickering College, Pickering, Ont., Days
Commercial College, Ontario Agricultural College,
Guelph, Ont. Lumbering in woods, Northern
Michigan, 1885-1889. Came to B- C , 1889. Real
Estate, Insurance and General Brokerage business,
Victoria, 1889-1905. Purchased Colonist, 1906.
Acquired News Advertiser,' 1910, and purchased
Nanaimo Herald, 1912. Specially, and successfully
represented the Government of B. C , negotiating
the surrendec, by the Indians of. the Songhees
Reservation, within Victoria City, the acquirement
of a new reservation .and the. removal thereto of
the Songhees Indians, 1911. ^.Managing Director
of Victoria Transfer Co., Managing Director of
Hickman Tye Hardware Co.
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CHARLES D RAND

(Vancouver)

Born, Canning, N. S., August 26th, 1858. Educated, Acadia University, Degree B. A. Came to
B. C , 1879. Commenced business as real estate
broker in New Westminster, 1882. Was Principal
of the New Westminster High School. Now engaged in real estate and stock brokerage business.
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CHARLES D. RAND

W. CRAWLEY RICARDO (Coldstream Estate, Vernon)
Born, Gatcombe, Minchin, Lampton, jj Gloucester,
Eng., April 6th, 1864. Educated, Marlborough
College, Jesus College, Cambridge, Degree B. A.
Commenced business career as stockman in Alberta. Came to Vernon, 1895, as manager of Goldstream Estate. Member of Horticultural Board
of B. C. Developer of Coldstream Estate and the
fruit industry in the Okanagan Valley.
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R I C H A R D MASON P A L M E R
Victoria)

(Kamloops and

Born, Gayton, Eng., March 12th, 1859. Educated,
Swaffham Grammar School. Came to B. G. from
the Middle West in 1894 and engaged in farming
and fruit-growing. Has held the cffite' ofVProvincial Fruit Inspector, Provincial Effight "Rates
Commissioner, Secretary Bureau of Information
and Deputy Minister of Agriculture. Resigned
latter in 1902 to become Managing fDjtector B. C.
Fruit Lands, Ltd., Financial AgeAfrfj.Has large
land interests.
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C A M P B E L L S W E E N Y , (Vancouver)
Born, Phillipsburg, Que. Junior Clerk Bank of
Montreal, Hamilton, 1863. Opened Winnipeg office
and was manager of same, 1877-1887. Opened Vancouver branch, 1887. Appointed Supt. B. ' C .
Branches, 1901. Mgr. and Supt. B. Ci^Branches,
The Bank of Montreal. Director B. C. Packers'
Ass'n. LocaHPirector Royal Trust Co. Director
Western Power Co.
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CAMPBELL SWEENY

GEORGE JOHNf<«AMMOND

(Vancouver)

Born at Pp^t D(Sver,L Ontario, January 15, 1866,
and educated a t S t h e . public ..school there. Came
to Nelson,'B. C;|p&AugUsll^*90'7. President of
• the Natural Resources Security "So., Limited, and
Director of the- Babine Mining Company,^jind
West Shore and N o r t h e r n Land Pp., Ltd., Vancouver. Has taken great interest in the develop• inent of the northern interior, and is largely interested in mining "and landg.^ Onefo'&the found§| cirs of F o r i George t o w n s ^ ^ S
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G E O R G E J O H N HAMMOND

W I L L I A M M c N E I L L OjArdgowan," Vancouver)
Born, Inverkip, Renfrewshire, Scotland, 1867.
Educated, Hamilton College, New York. Commenced business with Harvey and Co., Chicago,
1889. Came to Victoria in 1895. Appointed assistant to Hon. W. C. Well's, Chief Commissioner of
Lands and Works, 1900. Resigned, 1904, to become parliamentary agent for Vancouver-Westminster and Yukon Railway, Co. : Managing Director Western Canada Power Co. Vice-President Vancouver-Westminster and Yukon Railway
Co. Brother to Rev. John McNeill, evangelist.

WILLIAM McNEILL

(igvuoonsV ".nswogbiA") J J I 3 M D M

MAIJJIW

.V38I ,bns!ioa2 ,aihiawailna5I , q h h a v n l «moS
-rrio3 .ahoY waM ,agal!o3 noilimBH ,balsaub3
,ogsairi3 ,.o3 bns y a v i s H dliw aaaniaird baonam
-iaiaas bainioqqA .2681 ni siioiaiV oi a m s 3 .6881
lo i9noiaaimmo3 lairi3 ,aIIaW . 3 .W .noH oi ins
-ad oi ,£0ei .bangieaH .OOei .adioW bnB abnsJ.
-iaaW-iavnoonsV i o l inags yisingmsilisq arnoo
-iG gnigsnsM .o3 VBwIifiSI noiiiiY bns laianirn
-iaaiq-goiV .o3 igwoq sbBns3 m g i a a W loioai
yswIisH nojIuY bns - laianimiaaW-iavnoonsV inab
.isiiagnBva JliaWoM nrio^ .V93 oi i 9 r i i o i 3 .o3

J

WILLIAM McNEILL

J O H N H O P P (Barkerville)
Born at Preston, Minnesota, 1863, and educated at
public schools. Came to Canada, 1879, and to : Victoria in the same year. Has followed profession
of mining for years, his.efforts being principally
devoted to placer mines in the Cariboo district.
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JOHN HOPP

J O H N HAROLD SENKLER, K. C. (Vancouver)
Barrister at Law. Born, Brockville,; Ont., July
24th, 1866. Educated, Upper Canada College and
Toronto University; Degree B. A&?Began to practise profession Tprbnto, 1892. Came to Vancouver, 1893. Candidate provincial elections, Vancouver, 1909, and Dominion. House of Commons,
1911^. Bencher of Law Society of B. C.
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CAPT. S. F. M A C K E N Z I E

(Vancouver)

Steamship agent. Born, Elgin, Scotland, June" 3,
1857. Educated, Scotland. Engaged in steamship shipping business' in North Seas. Came to
B. C , 1888. Pioneer in deep sea (halibut) fishing
in B. C.
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(lavuoansV) aiSWaX3AM .3 .3 .TqA3
,£ anuX. <bnsli038 ,nig!3 , m o 3 .ina^s qidamsgiS
-ms9ie ni b a g s g n 3 .bnsIioaS t bai6aub3 .X181
oi 9 m s 3 .8sa3 rfiioVl ni aaaniaud gniqqida qiria
gniriafl (iudilsri) sas qaab ni iggnoiq .8881 ,.3 . 3
. 3 . 3 ni

S. F. MACKENZIE

WILLIAM MOORE McKAY.B. A. (Vancouver)
Born, Ottawa. Educated, Dr. TassieJsJ|Sphpol,
Gait, Ont, Montreal High School, T^ianto^^i^
versity. Called to Bar of Ontario, Northwest Territories, Yukon.and B. C. Practised Dawson, Y.
T., 1897-1904. Alderman Dawso^several years.
Came to B. C, 1904j|jGrown Prosecutor, Vancouver; Senior CaDtainTSrd D. C. O. R., Ottawa;
l||5pActing Pres._B. C. Conservative Ass'rffePres. Con| servative Club^ Vancouver. (See Chapter Advisory Board.) .'
&IK&
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W I L L I A M WASBROUGH FOSTER, J . ; J | f (Victoria)
Born, -Gloucester, Eng., October 1st, 1876. Educated at Wycliffe College, Stonehouse. Came to
Vancouver, October, 1895. Commenced career in
Vancouver Locomotive Works, 1897; transferred
to Revelstoke, 1899. Was Assistant Superintendent C. P. R. there until 1908. S Engaged in lumber
business. Appointed Deputy\;Minister of Public
Works, NovemberjS-jftlO.
Vice-President B. C.
Conservative Association, 1908-1909, and President, 1910. Managing Director Globe Lumber
Co., Ltd. Deputy Minister Public Works, .1912.

W I L L I A M WASB1
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GEORGE GORDON BUSHBY (Vancouver)
Born, New Westminster, December 24th, 1867.
Educated, Christ College, Finchley, Eng. Profession, Mechanical Engineer. Commenced career
in San Francisco, 1884." Came to Vancouver, 1900.
Was superintendent Victoria; Harbour Works.
Now manager of B. C. Marine Railways Co., Ltd.,
Vancouver. President Compressed Gas Co. and
Salvage manager and director of B. C. Salvage
Co., Ltd.
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G E O R G E GORDON BUSHBY

S A M U E L LYNESS H O W E (Vancouver)
Descendant Admiral Lord Howe. Born, St. Vincent, Ont.,.-March 14th, 1864. Educated, Toronto,
Ont. Chemist by profession^ Began business as
apprentice in Meadford, Ont., 1891. Cam^Lto
Vancouver, 1897. Was active in organization? of
municipality of Point Gr*y^ of which he was first
ReeyeteHas large financial interests. Active promoter and afterwards -president of Vancouver
Horse Show Assc.Mi

SAMUEL LYNESS H O W E

(i9vuoansV) 3 W O H 8 3 3 M Y J J 3 U M A 3
-niV .i3 , m o 3 .awoH bio J IsiimbA insbnaaaaG
.oinoioT ,baisaub3 >38I ,riiM riaisM ,.inO ,inaa
8S esgniaud nsggS .noiaagloiq yd iaimgri3 .inO
oi gms3
.1681 ,.inO .biolbfigM ni gaiingiqqs
lo noiissinsgio ni gviias asW .XQ81 .lavuoansV
iaifl asw ari riairiw l o ,yaiO inioq l o yiilsqiainum
-oiq gviiaA .aiaaiaini Isiansnfi agist 8sH .gvaaH
lavuoanfiV l o inabiaaiq abiswiails bna laiom
.aaaA worf3 aaioH

SAMUEL LYNESS H O W E

HARRY McADOO GRAHAME, J. P. (Victoria)
Born, Londonderry, County Londonderry, Ireland,
June 7, 1861, arid educated at the Nest Academy,
Jedburgh, Scotland, and Edinburgh University.
Came to British Columbia, I867J* Was alderman
of the City of Vancouver for three years. Interests,
mining and lands.
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JAMES STARK, J. P. (Vancouver)
Importer of dry goods. Born, Dundee, Scotland,
May 25th, 1845.. Educated, common school. Began
business careej£ as merchant in St. George, Ont.,
1873, and subsequently in Toronto and Ayr, Ont.
Came to Vancouver, 1892. Fenian Raid, ,1866, and
Queen's medal.. President and general manager of
James Stark & Sons, Limited.

JAMES STARK
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EDWARD E T H E L B E R T

RAND

(Vancouver)

Real estate, financial and insurance agent. Bo«n?i
Canning,; N> S., Nov. 21st, 18661 Educated, Horton
Academy, Wolfville. Came to JJtew Westminster,"
October, 1882. Commenced present business .iijfe'
that yeajgpDirector a*nd secretary of several land
and industriay companies.
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FRANCIS L, L E I G H T O N

(Vancouver)

• -Manufacturer. l Born, Birkenhead, Eng., Aug. 28,
1873. Educated, London. JEommenced career as
commercial correspondent, Londcrftj;;1890. Came to
British Columbia, 1907.. "Now general manager of
Vancouver Engineering Works.
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WILLIAM

O'NEIL

(Vancouver)

Born in Brampton, O n t , July 23srdj,1874. Educated,
Erindale-on-Credit. Came to Vancouver, March,
1898, and began career as sales agent in building
materials. Private in Fifth Regiment Garrison
Artillery and Duke of Connaught's Own Rifles.
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G E O R G E DOUGLAS BRYMNER
Westminster)

(New

Son of the late Mr. Brymner, Dominion Archivist.
Born, Melbourne, Que., December 3rd, 1857.
Educated, public and high schools, M o n t r e a l , St.
Therese College, St. Therese, Que., and high school
at Ottawa. Camevto British Columbia, July, 1887.
Has been for years manager Bank of Montreal at
New Westminster."
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WILLIAM BENJAMIN VALENTINE BAILEY
(Ashcroft)
General merchant." Born, San Francisco, Cal.,
Feb. 14th, 1859. Son of Benjamin Bailey. Educated, public and private schools, Victoria. Came
to British Columbia, May, 1860. Carries on general
mercantile business at Ashcroft, under the firm
name of Harvey-Bailey, Ltd. Ex-postmaster. His
wife was Mary.Matilda Hautier, Lytton, daughter
of one of the Cariboo earliest pioneers.
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GEORGE A. HENDERSON (Vernon)
Bank manager. Born, Quebec, 1851. Educated
there.. Came to British Columbia, 1891. District
manager Okanagan Valley Bank;' president Vernon
Jubilee Hospital; president Board of Trade. Now
manager Bank of Montreal, Vernon, B. G£i§
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JAMES B. MATHERS (Vancouver)
Retired. Born, Ontario, 1864. Educated, common
schools. Commenced business as lumber, manufacturer and general dealer in Manitoba, 1890. Came'
to Vancouver, 1902. Director of a number of financial companies. Organized and developed Dominion
Trust Company^;
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ROBERT SCOTT J E N N I E

(Vancouver).

Barrister and solicitor. Born, Smith's Falls, Ont.,
August 16th, 1875. Educated, Dundas, Ont, California and New Westminster, Began as studentat-law, New Westminster, 1893. Went to Nelson,
1895. Called Sc^bar, 1898. Bencher of the Law
Society for. five years. Chairman Fire Insurance
Commission, appointed, under "Public Inquiries
Act," 1909, Was president District Conservative
Association, Kootenay, and president Nelson
Conservative Association six years. Instrumental
consolidation mines, Toad Mountain.
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LENNIE

(lavuoansV) 3IMM3J T T 0 3 2 T 3 3 3 0 H
,.inO .alls'? a'riiim8 ,moS .loiiailoa bns laiehiBS
-ils3 ,.inO .asbnuO ,baisaubS .1X81 .riidl izuguA
-inabttia ss nsgaS .igianimiagW waM bna simol
.noalaM.oi inaW .EC8I ,i9i2nimi8gW waM ,vral-ia
wsJ grii lo igriangS .8681 ,isd oi balls3 .2681
aansiuanl aiiq nsmiisri3 .aisay avfi iol yiaiao2
eaiiiupnl ailduq" tabnu bainioqqs ,noizzimmo3
9viiBvigano3 iaiiiaiG inabiaaiq esW .6061 ",iaA
noelaM inabiaaiq bns .ysnaiooX .noiisiaoesA
Isinamuiisnl .aisay xia noiisiaosaA aviisviaeno3
.nisinuoM bsoT ,zanim noiisbiloanoa

R O B E R T SCOTT

LENNIE

£

A L E X A N D E R S T E W A R T MONRO, M. D.
(Vancouver)
Surgeon. Was born in Rattray, Perthshire, Scotland, on the 1st of May, 1872. Educated ,at the
Toronto and Winnipeg public schools, and the universities of Manitoba, Chicago and, Vienna. Came
to Canada in 1872, and tb British Columbia in
1896. Was president of the Vancouver Medical
Association, 1910-11,. and now is secretary of the
British Columbia Medical Association. Is a member of the firm of Drs, Brydcn-Jack, Monro and
Cum'ming, established 1901;
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G. P R O C T E R (Nelson, Deceased)
Born, Lancashire, 1862. Educated, Heversham.
Began life as sailor on H. M. S. "Conway," 1878.
Came to British Columbia, 1891. Member of City
Council, Nelson. Vice-president Nelson Board of
T r a d e ^ Q u e e n ' s medal, H. M. S. "Conway," 1879.
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V A L E N T I N E H Y D E BAKER (Cranbrook)
Born, Cork, Ireland, April 20th, 1865. Educated
Clifton College, England; Ontario Agricultural
College, Guelph. Came to British Columbia, 1885.
Ranching, Cranbrook district, 1885-1895; established present business 1895. Alderman, Cranbrook, four terms; p o l i c \ commissioner, two terms.
President Baker Lumber Company; manager Cranbrooke Estate. Agent for Cranbrook townsite.
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V A L E N T I N E H Y D E BAKER

R O B E R T B E A U C H A M P BOUCHER, M. D., C. M.
(Vancouver)
Physician and surgeon. Born, Peterborough, Ont.,
and educated at the Peterborough? Collegiate Institute, Trinity College School, Port Hope and
McGill University, Montreal. Came to the province
in 1899. Episcopalian; Conservative, A. F. & A. M.
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EDWARD MALLANDAINE, JR., J. P. (Creston)
Architect and civil engineer. Born, Victoria, June
1st, 1867. Educated at Victoriaand Portland, Ore.,
high schools and Royal School of Artillery for
Militia. Chief timber ranger and district land
agent C. P. R., Cranbrook. Founded the town of
Creston.
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E D W A R D MALLANDAINE, JR.

J. L. SKENE (Victoria)
Contractor. Builder of many large buildings in
the Province, notably the Empress Hotel, Victoria,
and the new Hotel Vancouver, Vancouver.

(stioiaiV) 3M3X3 .J
ni cgnibiiiid agist ynsm lb labliuS .ioiasiino3
.siioiaiV JaioH saaiqhiS adi yldsibn .aanivoiq adi
.lavuoansV,lavuoansV laioH wan arii bris

J

OSBORNE MORRIS, M. D., C M . (Vernon)
Born, Pembroke, Ont., January 20th, 1869. Educated, McGill College, Montreal. Commenced
professional career as physician and surgeon in
North Bay, Ont, April, 1890. Came to Brtiish
Columbia June, 1893. Member of Canadian Army
Medical Corps.
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THOMAS TALTON LANGLOIS

(Vancouver)

Born, Gaspe, Que., November 28th, 1867. Educated, Port Hope, Ont. Commenced business
career as general merchant in Toronto, 1889. Came
to Vancouver, 1898. Organized Pacific Coast Fire
Insurance Company and the National Finance Company, Ltd., 1907, and the Good Government League
of Vancouver,. 1910. Is president of several financial corporations.
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THOMAS TALTON

LANGLOIS

G E O R G E V E R N O N L O C K E T T , M. D. (Vancouver)
Born, St. Vincent, B. W. I., September 9th, 1866.
Educated, York Castle High School, Edinburgh
University and London. Degrees M.B., M. R. C. S.,
L. R. C. P., F. R. C. S. Senior medical officer and
honorary consulting surgeon to General Hospital,
Kingston, Jamaica Came to Vancouver, 1908.

GEORGE VERNON LOCKETT
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GEORGE V E R N O N L O C K E T T
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G I L B E R T BLAIR

(Vancouver)

Wholesale dry goods. Born, Alloa, Scotland, Sep-'
tember 30th, 1855. Educated at the Dollar Institution3, Scotland. Came to Victoria in 1875 and commenced business career as clerk in that city.- Identified with the Board of Trade and vice-president
Children's Aid'Society. Member of the firm "of
Mackay, Smith, Blair & Co., Ltd.

GILBERT

BLAIR
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GILBERT BLAIR

JOHN THOMAS ROBINSON

(Kamloops)

Born, ListoweL Ont., May 25thj|t868. Educated,
Listowel public- and high schools and at the Military School in Toronto. Commenced business as
editor and owner of The Ontario Gleaner in Can. ington, Ont., January, 1888. Came to Kamloops,
March, 1897. Mayor C i t v o f Kamloops for fourth
term. Member of the Board of investigation
under Water Act of 1909.

JOHN

T H O M A S , ROBINSON
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ROBINSON
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J O H N A. L E E (NewiWesthiinster)
Merchant. Born, Mount Forest, O n t , February
11th, 1868. Educated, Toronto. Began career as
salesman in Toronto in 1883.. Came to British
Columbia, 1891. Mayor of city of New Westminster. Director in several commercial and mining enterprises. Promoter for extensive harbor
scheme for New Westminster. Died June, 1913.
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JOHN A. LEE

F R E D E R I C K T E M P L E CORNWALL
Manor, Ashcroft, B. C.).

(Ashcrpf|8j

Born, Ashcroft, August 16th, 1879. Educated,
private school. Commenced practising law in Victoria, January, 1901; now at Kamloops. Served
four years in the South African War.
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TEMPLE

CORNWALL

. H U M E (Revelstoke)
Born,' Florenceville, N. B i ^ b c t o b e r 18th, 1867.
Educated, public schools and St. John's Business
College. Began career as clerk in St. John, N. B.,
in 1887. Came to Revelstoke, April, 1889. t w o
years alderman of Revelstoke. General merchant.
President of Lawrence Hardware Company, and
president and general manager C. B. Hume & Co.,
Ltd.
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C. B. H U M E

W. A. A N S T I E (Nelson)
Born,, Toronto,- D«&mbe^Z9th f 1881. Came to
Vancouver, 1900. Educated, Vancouver. Accountant. Engaged.in lumber business and now secretary of the Mountain Lumber Manufacturers'
Association. Went to Kootenay in 1901.

W. A. A N S T I E
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WILLIAM

McRAE L A W R E N C E (Revelstoke)

Hardware merchant. Born, Cape Town, South
Africa, August'22nd* 1861. Educated, Edinburgh
&,Mk-:and Glasgow. Began career as hardware clerk in
Winnipeg, 1890. Came to ||pveistoke, 1897. Presir
dent Board of Trade,."11109, arid'alderman of City
Council. H a s mining and real -estate interests.
Writer of, poetry and water coloc^artist.

WILLIAM

McRAE

LAWRENCE
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LIEUT.-COL. J O H N A. HALL ("Longstone,"
Esquimalt Old Road, Victoria)
Born, Manchester, Eng., August 24th, 1868. Educated, Victoria University, Manchester. Degree
M. Sc. Commenced business career as chemist in
Manchester. Came to Victoria in 1893. LieutenantColonel Canadian Artillery. Formerly Commander
5th Regt, C. A. Engaged in chemical manufactures.
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JOHN A. HALL

LIEUT.-COL. J A M E S D U F F - S T U A R T (Vancouver)
Merchant. Vice-president Clarke & Stuart Co.,
Ltd., stationers and printers. Born, Dufftown,
Scotland, May 20th, 1866. Came to British Columbia, 1889, and engaged in mercantile business, 1894.
Lieut-Col., commanding 6th R g t , D. C. O. R.; Adj.
Canadian Rifle Team at Bisley, 1907 and 1911 and
1913.

JAMES DUFF-STUART
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JAMES DUFF-STUART

T H O M A S K I L P A T R I C K , District Superintendent C. P.
R. (Revelstoke)
President Revelstoke Hospital Association. Born
Simcoe, Ontario, April 27, 1857. Son of James and
Elizabeth Netherby Kilpatrick. Educated privately and at public schools. Engaged on bridge construction, C. P. R., North Shore Lake Superior,
1884; bridge construction foreman C. P. R. British
Columbia 1885-1893; bridge building superintendent C. P. R., Revelstoke, 1893-1901; district superintendent Revelstoke since 1901. Alderman Revelstoke first council 1899-1900; MaySf, 1901; school
trustee, 1912. Married Elsie McKinnon, 1903.
Has two sons and two daughters. Club, Revelstoke;
(president since organization).
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^.NDER McRAE (Revelstoke)
Postmaster, Revelstoke. Prominently identified
with timber\,and lumbering interests of the mountain section of the Province.
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A L E X A N D E R McRAE
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J A M E S A. McNAIR (Vancouver)
Timber and investment brokerJ$|,Born, Jacquet
River, N. B., August 11th, 1865. Educated public
school. Commenced carrer in general store, Dalhousie Junction, N. B., 1882. Came to British
Columbia, 1892. Director and vice-president Hastings Shingle Manufacturing Company, Ltd.; one of
the organizers and general manager for thirteen
years. Director Prudential Investment Company,
Ltd.; Western Pacific Development Company,
Ltd.; president Dominion Glazed Cement Pipe
Company, Ltd.;-director West Vancouver Land
Company, Ltd.; Capitol Hill Land Company, Ltd.

J A M E S A. McNAIR
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W I L L I A M A R T H U R LANG (Peachland)
Born, Ottawa, January 25th, 1862. Educated at
high schools of Ottawa. Came to the province in
June, 1899. In religion, Congregational; in politics,
Conservative. \ Is a member of the A. F. & A. M.
Has held the office of Reeve of Peachland.

W I L L I A M A R T H U R LANG
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WILLIAM ARTHUR LANG
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FRANK L L E W E L Y N "BUCKLEY (Vancouver)
Managing director of the British Canadian Lumber
Corporation, Ltd. J,Was born in Iowa. Educated
at the public schools. Commenced his career as
lumberman in Somers, Montana, 1902, and came to
British Columbia in 1906, engaging in the lumber
business in Okanagan as manager of M. J. Rogers
Lumber Company. Established the British Canadian Lumber Corporation with a capital of $20,000,000 in 1910.
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FRANK L L E W E L Y N BUCKLEY

EWEN WAINWRIGHT

MacLEAN (Vancouver)

Born, Nagasaki, Japan, September 17th, 1863. Educated, Hong Kong, China. . Began business career
as broker in Victoria, 1887. * Came to Vancouver,
1890. President The A. G. Burton Saw Company,
Ltd., and E. W. MacLean, Ltd.

E W E N W A I N W R I G H T MacLEAN
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E W E N W A I N W R I G H T MacLEAN

!,IAM H E N R Y SUTHERLAND^ M.D.
(Revelstoke)
Surgeon. Born, Prince Edward Island, November
19th, 1876. Educated, Prince of Wales College,
Charlottetown, and McGill University," Montreal.
Degrees, M. D.; G. M., McGill. Commenced practising profession in Sea View, P. E. Id., 1900. Came
to British Columbia, 1902. Was president of the
British Columbia Medical Council.. Medical, superintendent Revelstoke Hospital and C. P. R. surgeon
since 1903.

WILLIAM HENRY SUTHERLAND
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R O B E R T K E R R H O U L G A T E (Vancouver)
Born, Whitehaven, Eng., September 18th, 1868.
Educated, Ghyll Bank College, WhitehavenWCame
• to Vancouver, 1898. Manager for Canada of Yorkshire Guarantee & Securities Corporation of Huddersfield, Eng. President Mainland Transfer Company and director Vancouver Land & Improvement
Company, Ltd.
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ROBERT KERR

HOULGATE

W A L T E R U N E T HOMFRAY (Kamloops)
With his brother, C. J. Homfray, came to Grand
Prairie in the spring of 1885 from England via
New York. The Homfrays are a" very old English
family of Norman descent, members of which won
distinction on the field of Waterloo and in the
Crimean and Sikh wars. His father was a devotee
of cricket and rowing and played and rowed for
his-Oxford College. Mr. Homfray is himself an
enthusiastic polo player and patron of the turf,
and an all round lover of sport. On his ranch at
Grand Prairie he was a successful stock raiser and
breeder and carried on a general store and hotel.
He has great faith in his district and in Kamloops.
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J A M E S A L E X A N D E R MACDONELL (Vancouver)
Railway contractor/ Born, St. Mary's, Ont., May
8th, 1861. Educated at St. "Thomas, Ont. Commenced business career as railway contractor in
Arizona, 1894. Came to British Columbia, 1889.
Has mining, agricultural and industrial interests,

AMES A L E X A N D E R

MACDONELL
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JAMES ALEXANDER MACDONELL

CASIMIR STANISLAUS GZOWSKI, JR.
(Vancouver)
Born, Toronto, Ont., May 1st, 1876. Educated,
Ridley College and School of Practical Science,
Toronto. Civil engineer and contractor. Began
career on survey party in Ontario, 1896. Came to
Vancouver, 1905. Member Canadian Society of
Civil Engineers.
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CASIMIR STANISLAUS GZOWSKI, JR.
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J A M E S H. H A M I L T O N , M. B.L(Revelstoke)
Born, Morriston, O n t , July 6th, 1881. Educated,
University of Toronto. . Came to British Columbia,
1903. Mayor of Revelstoke, 1910-1911. Physician.
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JAMES H. HAMILTON

W A L T E R J O H N VAN H O U T E N (Vancouver)
Broker; retired. B o r i r i n Boise, Idaho, August
8th, 1866, and educated at public schools, B. C.
- Came to Nanaimo in 1876. Has large land interests.

W A L T E R J O H N VA]
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AMOS BLISS T R I T E S (Ferine)
Wholesale and retail merchant. Born, Coverdale,
N. B., Febrnij|y 15tnfs1865. Educated, Moncton
High School and St. John Business College. Began
business as clerk for Shell Lake Lumber Company,
1884. Came to British Columbia, 1897. Was alderman city.of Fernie. Interested in lumber and coal
properties.

AMOS BLISS
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DAVID G R I F F I T H W I L L I A M S (Vancouver)
Broker. Born, Burry Port, South Wales, November 13th, 1859. Educated public schools. Commenced business as clerk in; Burry Port, 1873.
Went to U n i t g i States, May 1885. Came to British
Columbia, October, 1893. Councillor Point Grey
for two years. President Superior Coal and Improvement Company, Seattle.. Director British.
Columbia Life Assurance Company, Williams &
Murdofiy Ltd,
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F. L. M U R D O F F (Vancouver)
Broker. Williams & Murdoff, Ltd. Born, Picton,
O n t , ^ u g u s t 16th, 1873. Educated, Picton High
School. Began career as clerk in Picton, 1887, and
later engaged infjWinnipeg, Man., and British Columbia.
Shareholder in several development
corporations.
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F. L. M U R D O F F

G E O R G E J. DYKE (Vancouver)
Born at S t Blazey, Cornwall, Eng., March, 1866.
Educated at St. Ansbill School, with success in
science, music and drawing. Came to Moosomin,
Sask., 1887, and engaged in ranching. Was director
Vancouver Conservatory of Music in 1896. Real
estate and financial -broker with mining interests.
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B # D . ' G I L L I E S , M . D . (Vancouver.)
Physician||f Born, Teeswater, O n t , June 11, 1875.
Educated, Harrison High School,: Toronto Um~
versity, McGill Medical College. Came to British
Columbia, 1900.

B. D. G I L L I E S
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WILLIAM

P A L M E R (Kamloops)

Born, Portland, Ore., 1872. Educated, New Westminister and Victoria. Came to British Columbia,
1874. Commenced business career as rancher in
Nicola Valley, 1896. Postmaster Stump Lake.
Interested in mining and real estate. One of the
largest cattle-raisers in the interior.
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JAMES
Real estate. - Born, Sanford,I O n t , . August 7th,
1876. Educated, Model School and' Collegiate Institute, Toronto. Commenced ., career, Toronto,
with Ontario Government for five years and subsequently with North American Life Insurance Company. Came to Vancouver, 1899, as firm's manager
for British Columbia, Washington and Yukon.
Spent two years in 'Seattle^ Wash., when appointed
provincial manager Mutual Life Insurance Company of New W o r K ResignedSjp-1909, rajfrenter
colonization and irrigation work.

J A M E S S. REAR
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JAMES S. REAR

JOHN FREDERICK HELLIWELL (Vancouver)
Chartered accountant. Born, Milwaukee, Wis.,
October 6th, 1871. Educated, Liverpool, Eng.
Began career as accountant in Ontario, 1890. Came
to Vancouver, June, 1897.. L
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FREDERICK
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JOHN FREDERICK HELLIWELL

ABRAHAM E D M U N D K I N C A I D , J. P . (Revelstoke)
Born, Ashton, Ont., May ]sh, 1870. Educated,
Ashton, Ont. Came to Revelstoke, 1890, and engaged in real estate and insurance business, 1891.
Has timber mining and coal interests. Served as
licence and police commissioner. I

ABRAHAM E D M U N B KINCAID
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P A T R I C K (Nelson)
Lumber manufacturer. Born, South Durham, Que.,
1857. Educated, Stanstead College, Quebec. Commenced business career as accountant in South
Durham, 1880.ViCame to Nelson, 1906. President
Y. M, C. A., N e { s o h ? |
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JOSEPH PATRICK

A L E X A N D E R McDOUGALL (Fernie)
Lumber manufacturer.
Born, Glengarry, Ont.,
1858. Commenced career as logger in Ottawa
Valley, 1876* C&me to British Columbia, 1897.

ALEXANDER

McDOUGALL
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J O H N LAING STOCK (Beechwood, Kirkcaldy,
Scotland, and Nelson)
Born, Kirkcaldy, Scotland, May 22nd, 1853. Educated, Kirkcaldy and Edinburgh.
Commenced
1898. Business, Scotch tweed manufacturer and
career as law clerk in Kirkcaldy in 1873. Came to
Canada, 1898. Business, Scotch tweed manufacturer and farmer. Has extensive mills. Largely
interested in fruit lands, mining property and timber limits in this province.
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G E O R G E H E G G I E , J. P. (Vernon) I
General manager Vernon Estate, Land & Agricultural Company of Canada. Born, Bathgate, Scotland, September 23rd, 1870. Educated at Bathgate
Academy. Has been for fifteen years manager of
Sir Arthur Stepney's Estate at Enderby.
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FRANK C. S E W E L L , J. P. (Vancouver)
General contractor and chartered accountant.
Born, Bolton, Lancashire, Eng., November 22nd,
1869. Educated, Kilgrimol public school and
Owens College, Manchester, and Trinity College,
Toronto. Degree F. C. A. Commenced business
as contractor in Calgary, Alta., 1892. Came to
Alberta in 1886. Member of the Royal North West
Mounted Police, 1886-1890. Was city Clerk,
Sandon, B. C.

FRANK C. S E W E L L
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FRANK C. S E W E L L

G E O R G E B E L L (Enderby)
Born, Markdale, Ont., December 9th, 1869. Educated in common schools.
First employed in
Winnipeg, 1886. Came to British Columbia, 1890.
Merchant andkfarmer. Mayqmof'Enderby, 19051911.
President British Columbia Municipal
Union.
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SAMUEL CAMERON SMITH (Vernon)
Lumberman. Born, Guelph, Ont, March 20th, 1850.
Educated, Guelph. President S. C. Smith Lumber
Company, Vernon, and is a large land owner.
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[ERON
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E D M O N D SHOREY K N O W L T O N (Vancouver)
Born, Newboro, Ont.> June 2i, 1868. Educated,
Newboro, Ont., Brandon and Winnipeg. Commenced business • career in Winnipeg, October,
1886. Came to Vancouver, May, 1896. Director
of several associations. Member B. C. Pharmaceutical Association.
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J. MACDONELL (Revelstoke)L
Born, Charlottenburg, Glengarry, Ont., February
27th, 1863. Educated at county school and at Cornwall ( O n t ) High School. Commenced business
career in railway construction. rinL Arizona, 1882.
Came to British Columbia, 1884. Engaged in
ranching.

MACDONELL
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A. J. MACDONELL
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GERALD CRAMER ALERS-HANKEY, J. P. (Vernon)
Born, Bromley, Kent,il869. ^Educated, Stubbington, House, Hants, England. Commenced business
in Argentine Republic, 1897. Came to British Columbia, 1901. Elected mayor; city of Vernon.
Financial broker.

GERALD CRAM)
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GERALD CRAMER ALERS-HANKEY

K. S M I T H (Armstrong)
Lumberman. Born, Renfrew, Ont. March 16, 1871.
Prominent in business circles aid philanthropic
works.
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T H O M A S FRANK P A T E R S O N (Vancouver)
Lumberman. Born,1 Thamesford, Middlesex, Ont.,
November 19th, 1869. Educated, Guelph and Toronto, Ont. Degree, B. S. A. Came to British Columbia, 1896, a s lecturer.;to Farmers' Institutes.
Commenced business career as secretary Canadian
Pacific Lumber Company, Port Moody, 1898. Has
large lumber, ranching and real estate interests.

THOMAS FRANK

PATERSON
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G E O R G E A. L E I T C H (Cranbrook)
Lumberman. • Born, Bryson, Que., July 10th, 1875.
Came to Cranbrook, 1897, and engaged in lumber
business.
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D A V I D LLOYD J O N E S (Kelowna)
Lumberman.' Born, Brant County, Ontaria, 1862.
Educated, Waterfall, Ont. Commenced career as
contractor, 1888. Came to Okanagan in 1880. Commenced as lumberman in Kelowna in 1895. President of Kelowna. Saw Milt .Company, Ltd.
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A L B E R T E D W A R D DUCHijSNATg (Vancouver)
Born,.
cated,
1890.
1900.

Biscotasing, Ont., November 3rd, 1884. EduSt. John's College, Came to Vancouver,
Commenced business career as bank clerk,
Broker. Has mining and land interests.

ALBERT EDWARD

DUCHESNAY
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ALBERT EDWARD

DUCHESNAY

N E W T O N W O L V E R T O N (Nelson)
Financier. Born, Oxford County, O n t , February
5th, 1846. Educated,; Toronto University. Degrees,
• LL.D. and. B. A. Began, career as college professor
in Woodstock, O n t , 1877. Came to Nelson, 1908.
Introduced manual training and domestic science
into Canada and Texas. Organized the KootenaySlocari Fruit Company, Ltd., of Nelson, and the
Pacific : Investment Corporation, Ltd., of Vancouver, and the Sunset Mills, Ltd., of Nelson.
Medallist Fenian-Raid.
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C L E M E N T H U N G E R F O R D P O L L E N , M. A., I. M. E.,
F. G. S. (Cranbrook)
Mine manager. Born, London, Eng., May 25th,
1869. Educated, The Oratory,^m ^.Birmingham,
Eng. Commenced business career as cattle rancher
in Wyoming, United States,|?.in 1887. Game to
British Columbia in 1896. Offis time was assistant
secretary to Governor of Bahama Islands. President and promoter of Kootenay Central Railway
Company.
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CLEMENT HUNGERFORD POLLEN

A L B E R T E D W A R D A S H C R O F T , C. E.
(Coldstream, Vernon)
Born, Aberdare, South Wales, July 31st, 1862.
Educated, St. Stephens, Walthamstow and Nelson
College, N. Z. Degrees,. B. C, L. S. and D.<L.,S.
Entered New'Zealand public service, August, 1878.
Came to Vancouver, B. C , 1898. Engineer White
Valley Irrigation:^'Powerf-jGpmpany.
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ALBERT EDWARD ASHCROFT

J O H N O'SULLIVAN, F. C. S. (Vancouver)
Born, Swansea, South Wales, February 15th, 1854.
Educated at Swansea. Commenced, career as assayer with Vivian & Sons, in Swansea, November,
1871. Came to Vancouver, May, 1897, as chief
chemist to British Columbia Agency, Ltd., of London, Eng. Elected Fellow of the Chemical Society
of London, Eng.-.fffQuartermaster-Sergeant 1st
Glamorgan Volunteer Artillery. • Decorated with
medal-for long and meritorious services, 1896-.
Staff Sergeant, 1st Glamorgan lioyal Garrison
(Volunteer) Artillery, Swansea, S. Wales.
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DONALD A L E X A N D E R MACDONALD (Vancouver)
President Macdonald's Limited. Born in Uptergrove in 1878 and educated Sj. Michael's College,
Toronto. Came to British Columbia in 1899. Business and financial agent.
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THOMAS J O H N

S M I T H (Vancouver)

Broker and mine operator, j Born, Gloucester"
County, N. B., January 29th, 1868. Educated,
Winnipeg, Man. Came to Vancouver, 1898, and
engaged in the mining business, 1897. President
Diamond Vale Colleries, Ltd. Interested in fruitgrowing, ranching and real estate.
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G E O R G E H E R B E R T C ' T H O M P S O N (Cranbrook) |
Barrister and solicitor. Bo^K|TQ,ronto,.'Qnt., ifet
vember 16tb,;|i87W'*Educa.j:ed, Welsey St. P u ^ ^
!
Mjg? School,;;,Tc|ian%o,; Eye Grammar; S^d<|j>^Eye, Suffolk, JijjEng.,. Toronto Collegiate Institute and
Osgoode Hall. Began to practise professionon
'Toronto, 1896. Game to British Cplumbi^lSOp.
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D O N A L D K E N N E T H CAMPBELL.^(Vancouver)
Born, County of Victoria, Ont., May 21st, 1852.
Educated common schools. Commenced business
career as produce merchant in. Wobdville, Ont.
Came to VancouviefT June 12th, 1888. Contractor.
Interested in construction, of two and one-half miie
tunnel between'Lake Coquitlam and Lake-Buntzen.
Also interested in farm lands.

DONALD

KENNETH

CAMPBELL

(igvuoansV) J J 3 3 3 M A 3

HT3MM3X

OJAMOa

.S28I . i a l S ' y s M ,.inO .siioiaiV l o yinuoO . n i o S
zzgnizud b9angmmo3 .zlooriaa nommoa b a i s a u b 3
.inO .allivbooW ni insriaiam aauboiq as l a a i s a
-loiasiinoO .8881 .riiSI a n u t .igvuoansV oi a m s 3
alim llsri-ano bns owi l o noiiauiianoa ni baiaaiainl
.ngsinu3- a i s J ! bns ms!iiupo3 ads J naawiad lannui
.abnfil m i s l ni baiaaiaini oalA

DONALD KENNETH CAMPBELL

S. BONNELL, M. D. (Fernie)
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W I L L I A M I R V I N G BRIGGS (Revelstoke)
Barrister and solicitor. Born, Victoria, December
26th, .1875. Educated, St. LoWjlCoHege, New
Westminster, Military Academy, Portland, Ore.,
and Osgoode Hallj,;T;Oronto, O n t Admitted to bar
1901. City solicitor for Revelstoke, several banks
and mining companies.
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SOLOMON CAMERON (Victoria)
Born, Prince Edward Island, July 29th, 1863. Educated ' public school. Came to British Columbia,
December, 1883. General contractor and lumberman. President Westholme Lumber Company, Ltd.
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R O B E R T E. B E A T T I E (Cranbrook)
Born, Barrie, O n t , March 20th, 1876;? Educated,
Portage la Prairie,. Man. Professional druggist.
Came to Cranbrook, 1898. Postmaster, Cranbrook.
Also engaged in mining and farming.
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G E O R G E F. S T E V E N S O N (Cranbrook)
Wholesale grocer. Born, Brougham, Ont," 1879.
Educated, Toronto. Copimenced business career
as commission merchant in Winnipeg,. 1904.
Moved to Regina, Sask., 1905, and subsequently to
British Columbia.
Formerly secretary Fernie
Board of Trade.
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SIMON GRAHAM

. ,.

JARDINE-(Vancouver)

Bank manager. ^*Born,. Jardineville, Kent County,
N.. B., September 4th, 1879. Educated, Rexton,
N. B-, Superior School, and St. Joseph's College,
Mt. Allison Academy.?®.
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JEORGE M ^ M c C R O S S A N j g V a n c o u y ^ ^
•'. Bof^ W i n n i p e g , O n t , September 1 6 | | | j 8 7 9 . ':i$M
cated; College Institute and Manitoba University
.; (scholarship and. first medalist.^^ifs&and 'Itfa^r)*
,*Galred^|o Manitoba bar, 1903. Brttis§{Columbia
bar,, 1904. ; Editor "Digest .of B- .c|i*|&se: Law?-*
^ D i g e s t o f Canadian.Criminal:Case.Law."J$jEojunsel
for Dominion Government on Royal Commission to
; investigate; Chines.e'frauds andopium-'.smuggling,
•191 l.v^President Young Men's Liberal Association
jfflsirice11909.
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