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ment uncompromising attitudes. If possible, matters are settled by recommend-
ations to the railway company or the shipper; thus, during 1926, 90 p.c. of the
applications to the Board were settled without formal hearing. The Railway Com-
mittee had kept its station at Ottawa, giving only formal hearings, so that the
grievances of those who could not afford to appear in person or pay counsel went
unredressed. The itineraries of the Railway Commission are arranged so that
evidence may be taken at the least expense to those giving it.

The Chief or Assistant Chief Commissioner, depending upon which one is
presiding, gives final judgment on points of law when, in the opinion of the Com-
missioners, the question is one of law. On questions of fact the findings of the
Board are final and are not qualified by previous judgments of any other court.
Questions of law and jurisdiction are differentiated. In the first case, the Board
may, if it wishes, allow an appeal to the Supreme Court; in the second, the applicant
needs no permission to present his appeal.

The Railway Committee of the Privy Council, being a Committee of the
Cabinet, was responsible to Parliament. When the powers of the Committee were
made over to the Railway Commission the responsibility was retained, but neces-
sarily by a different means. There is now provision for an appeal from any decision
to the Governor in Council, who may alsce of his own motion interfere to rescind or
vary the action of the Board, but the power to rescind or vary usually consists in
referring to the Board for reconsideration. From its inception until Dec. 31, 1929,
the Board gave formal hearing to 9,421 cases. Its decision was appealed in 94
cases, 53 of these being to the Supreme Court of Canada and 41 to the Governor-
General in Council. Of the appeals 11 of those carried to the Supreme Court were
allowed and 3 of those to the Governor-General in Council.

PART II..-STEAM RAILWAYS.
Section 1.—Historical Sketch.

The first Canadian railway was constructed in 1836 between St. Johns and
Laprairie, Quebec, with the object of shortening the journey between Montreal and
New York. A second railway from Montreal to Lachine was opened in 1847, and
a third line to St. Hyacinthe in 1848. In 1850, however, there were only 66 miles
of railway in all Canada.

Commencement of the Railway Era—The Grand Trunk.—The railway
era in Canada may be said to have begun in 1851, when an Act was passed providing
for the construction of a main line of railway between the two Canadas. The result
was the completion of the Grand Trunk Railway between Montreal and Toronto in
1856, its extension westward to Sarnia in 1859, and eastward to Riviére du Loup
in 1860. The Atlantic and St. Lawrence Railway, from Portland, Maine, to the
Canadian boundary, was leased for 999 years, and in 1859, on the completion of
the Victoria bridge across the St. Lawrence at Montreal, the Grand Trunk had
a through route 800 miles long from Portland to Sarnia. A line from Detroit to
Port Huron was leased in 1859, the Champlain roads in 1863, the Buffalo and Lake
Huron in 1867, while the Chicago and Grand Trunk was completed from Port
Huron to Chicago in 1880. In 1881 the Georgian Bay and Lake Erie system (171
miles) was incorporated, and in the following year the Great Western (904 miles)
and the Midland systems (473 miles) were also incorporated into the Grand Trunk.
In 1888 the Northern Railway, which had been opened from Toronto to Barrie in
1853, and the Hamilton and Northwestern Railway, were taken over by the Grand
Trunk. In 1891 the completion of the St. Clair tunnel gave direct communication



