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Chapter 1: Introduction

By its very nature, the St. Lawrence Seaway project,
completed in 1959, can be seen as the last of the great
Canadian mega-projects. An international venture, involving
the expense of millions of dollars and employment of thousands
of Canadians and Americans, it effectively changed the course
of the St Lawrence river: sections of the river were deepened,
others by-passed, while still others flooded, all the name of
making this river, connecting the great Lakes with the ocean,
navigable to ocean-going vessels. For the Canadian
government, the primary motivation in the Seaway's improvement
was the.country's continued economic growth. In theoretical
terms, the new seaway would open Canada's burgeoning
industrial heartland, huddled along the northern shore of the
St. Lawrence river and the lower Great Lakes, to international
shipping, thereby reducing the costs of shipping and
increasing Canada's access to markets. This was also
important for the country's grain and iron ore industries, for
whom it meant the removal of millions of dollars per year in
transhipment costs. Anticipating the further growth of
industry in the region, the decision to take advantage of
changes in the river's course for the production of hydro-
electric power only sweetened the benefits of the entire
project for Canada.

Projects like this one were not new in Canada. Unlike
the majority of other industrialized countries, such as the

United States and Great Britain, which had left much of the
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construction of their transportation networks to private
enterprise, the governments of Canada had taken an active role
in the improvement of trade routes as part of their economic
policy. There simply was not enough indigenous funds or
markets in the country to develop these projects without
government help.’ The classic example of this was the role
the construction of the Canadian Pacific Railway (CPR) played
in the national policies of the Macdonald Conservatives: the
ribbon of railway was meant to tie the regions together by re-
enforcing the existing trade routes and also encourage the
growth of domestic manufacturing through the opening of
western markets.?

Similarly, the St. Lawrence Seaway project was to have an
equally important impact on the Canadian economy as it
continued to evolve. One of the major motivating factors
influencing the east-west trading axis and the construction of
the CPR at the turn of the century was the importance played
by Britain in the Canadian economy. Prior to the Second
World War, the mother country had been the Canada's largest

overseas trading partner, consuming a large portion of its raw

' Thomas F. McIlwraith, "Freight Capacity and Utilization of
the Erie and Great Lakes Canals Before 1850" in The Journal of
Economic History, vol.XXXVI #4, p.869.

2 Gerald Tulchinsky's book on the Montreal merchants of the
nineteenth century paints a similar picture. According to
Tulchinsky, the provincial government played an extremely important
role in the continued growth of the c¢ity through support of
transportation improvements. Gerald Tulchinsky, The River Barons:
Montreal Businessmen and the Growth of Industry and Transportation,
1837-53. (Toronto: University of Toronto Press, 1977), p.232.
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materials, food stuffs andfmanufactured goods. However, this
was to change in the new realities of the post-war period.
The ruination of Europe, the emergence of the Americans as a
dominant world power and the threat of communism all played a
part in a shift of Canada's trading axis south as the United
States supplanted Britain as a consumer of Canadian goods.
The building of the St. Lawrence Seaway acted to re-enforce
this shift in trading axis, facilitating the flow of raw
materials south, especially iron ore. For the seemingly
insatiable appetite of the blast furnaces of the US midwest,
Canadian raw materials became invaluable for continued
American growth, while Canada increasingly became dependent on
the capital of its southern neighbour for its own development.

For the Canadian Lakehead, centre of the resocurce rich
region of quthwestern Ontario and second largest port by
volume in the Great Lakes-St. Lawrence system, it would seem
natural that the success of the Seaway project would have long
term benefits. From their establishment the twin communities
on the northwest shore of Lake Superior, Port Arthur and Fort
William, owed much of their existence and prosperity to the
role their harbour played in the national transportation
network. They became a gatewé& for people and goods moving
between eastern and western Canada. The vast majority of all

goods and people that travelled to and from eastern and
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western Canada had to pass through the Lakehead.® This being
the case, then surely any improvement to the national
transportation network would have a positive effect on these
two communities.

As these two communities entered the 1960's, they began
a decade that would hold both a great promise and immense
challenge for them. The recession at the end of the previous
decade had revealed to local leaders that their economy
suffered from some fundamental weaknesses, due mainly to a
lack of industrial diversification. By that time, much of
the regional industrial growth had become increasingly centred
in one sector of the economy, the forest products industry,
while other important areas, specifically secondary
manufacturing, seemed to be in an irreversible decline.
Without the cushion of a diverse economy, the recession in the
forest industry had meant a large percentage of area's
workforce found itself out of work, albeit temporarily,
gravely effecting the communities' entire economy. It is
small wonder that community leaders were eager for the
completion of the Seaway project: for them, the prospect of
becoming a seaport and major distribution centre carried with

it the hope for a revitalized economy. Many were certain

3 The work of J.M.S. Careless suggests that the role the
Lakehead fulfills within the national transportation network is
that of a "secondary" metropolis, supplying goods and services to
its own hinterland, while at the same time playing a part in a
larger hinterland. Cf. J.M.S. Careless, Frontier and Metropolis;
Regiong, Cities and Identies in Canada before 1914. (Toronto:
University of Toronto Press, 1989).
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that the improved transportation network, decreased transport
costs and their central location between east and west, would
make the twin cities attractive to new investors and industry.

Just how successful the residents of Port Arthur and Fort
William were in the realization of their hopes from the
completion of the St. Lawrence Seaway 1is somewhat open to
conjecture. Based on the surface evidence, it might be easy
to suggest that the first decade of the Seaway's use was a
prosperous one for the Lakehead region. The cargo statistics
from the period reveal that the volume of traffic passing
through the port increased at a significant rate, in turn
increasing the demand for new, more efficient facilities.
This changed the very face of the harbour front as new
terminals were Dbuilt either replacing or supplementing
existing facilities. These physical changes were paralleled
by a growth in the communities themselves; growth in the
population, new school construction, new jobs creation, the
establishment of a university and, eventually, a merger of the
two cities into a bustling regional centre.

There is a problem with this view however. While it is
true that these communities indeed experienced a certain
amount of growth during the 1960's, there was also evidence to
suggest that their economy was not as healthy as it might
first appear. Relatively high seasonal unemployment rates
during this period, a topic which stimulated no small amount

of concern at the time, perhaps tops the list. Then there
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were the requests to the federal government by business
leaders to have the area designated a depressed region,
eligible for government grants. This was hardly the type of
request expected from a prosperous area. The fact 1is,
analysis of the Lakehead's industrial growth during the decade
of the 1960's reveals that it was below the national average,
and well below that of the rest of Ontario.

How then can this seemingly contradictory evidence be
interpreted? Unfortunately, this is not easily answered.
At the moment, there is little academic research available
that could clarify the Lakehead's economic situation during
this period. For the most part, historical research into the
region's development has been confined to certain specific
areas of study, the most extensive having been in the study of
the history of the fur trade and the Northwest Company. While
much of this and other research has added to the understanding
of some specific aspects or cultural groups in Thunder Bay's
history, its relatively narrow focus has meant that a complete
picture of the local economy is not available. Without the
proper understanding of the uniqueness of this economy, a full
understanding of the impact of the St. Lawrence Seaway project

is not possible.

The Historiography

To date there are some works, published and unpublished

which can offer some help in understanding the history of the
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Lakehead's development. From the community's establishment
at the turn of the nineteenth century by the Northwest
Company, it was the area's role as a transhipment point for
goods moving east and west through the continent that was the
driving force of its development. Harold Innis, in his
landmark study of the fur trade in Canadian economic history,
documented the significance that this transhipment point had
in the success of the Northwest Company. While the focus of
Innis' interest was the institution of the Rendezvous and not
necessarily its location, his work reflects the importance of
Fort William as the centre of this annual event at its peak.*
It waé at this annual meeting that the Company partners and
managers planned strategies for the coming year. It was also
the seizure of the Fort by the Hudson's Bay Company in 1816,
that dealt the death blow to the interests of the Montreal
traders and led to their eventual merger with their former
rival.

The merger of the two giant fur trade companies in 1821
spelled the end of Fort William's importance as a fur trade
centre and nearly led to its disappearance. According to
Elizabeth Arthur, Fort William's continued existence as a fur
trade post hinged more on the Hudson's Bay Company's lethargic

efforts at reorganization than any real worth the Fort had in

4 Harold Innis, The Fur Trade in Canada: An Introduction to

Canadian Economic History. (Toronto: University of Toronto Press,
1956) .
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> Beginning in the early 1860's,

the company's organization.
discussions over Fort William's eventual closure lasted over
15 years before a final decision was made. Had it not been
for the Red River Rebellion in 1869, Arthur writes, the
community surrounding the fort would have probably disappeared
along with the Fort. The incident at Red River and the
American refusal to allow Canadian troops to pass through
their territory made the federal government realise that their
proposed rail connection between the east and west coasts must
be an all-Canadian route. This virtually guaranteed that the
Lakehead would become, as she referred to it, a "zone of
transit" between east and west.®

Just how much of a guarantee this was is open to debate.
While the desire for an all-Canadian rail connection did exist
there was no firm idea of what route it would take. It is
possible, for example, that the route may have by-passed the
Lakehead all together and followed a route similar to that of
the National Transcontinental, built during the next century.
The decision of what route should be followed was not an easy
one. There were as many experts opposed to the line passing
through this region as there were who favoured it. In this
way Fort William owed as much to the government of Prime

Minister Alexander Mackenzie, whose plans included a partial

> Elizabeth Arthur, Thunder Bay District: 1821-1892. (Toronto:
University of Toronto Press, 1973).

¢ Ipbid., p.1li
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water link between east and west with the fort as a rail
terminus, as it did to the events surrounding Red River.

While the construction of the Canadian Pacific Railway
through the region was important to the future of the
Lakehead, it was not the sole event affecting the area's
development. Primarily a collection of documents concerning
the region, Dr. Arthur's work fills an important gap in our
knowledge of the period between the end of the Northwest
Company and the coming of the grain trade at the turn of the
century. It was at this time that eastern Canada's former
perception of the Northwest as desolate land of rock and trees
was replaced by an interest in its wealth of minerals and
forest products. This led to a boom in both mining and land
speculation and is responsible to the establishment of the
second community on Thunder Bay, Port Arthur.

The wheat boom that followed on the heals of the
completion of the CPR is known to have had a major effect on
the evolution of the national economy. While the
significance of this boom on the life of the two communities
is generally acknowledged, there has been 1little formal
research in to the specifics of its effects. Just how much
of a role the harbour played in the economic life of the area
is not known. What studies there have been done on the
harbour have concerned its growth and efficiency. One such
illuminating study has been the 1981 graduate thesis of

Patricio Larrain from the Department of Geography at the
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University of Regina.’

Analyzing the commodity flow through
the port of Thunder Bay between 1961 and 1979, Larrain
attempted to identify the main factors influencing their
movement, with special emphasis being placed on the spatial
and temporal variations that occurred during that period.

While primarily a geographic study, using an analytical
model to measure and interpret the commodity flow statistics
and changes in the harbour, Larrain used some of his research
to place the fluctuations of commodity movement into a
historical context, making his one of the few attempts to
analyze events affecting the communities. Through this
analysis, Larrain develops a general picture of the
communities, their employment patterns and industries, with an
emphasis being place on their interaction with the harbour.
Of course, the main focus of the study is how the flow of
goods was affected by specific events, such as climatic
fluctuations.

From this study some important trends concerning Thunder
Bay harbour are revealed. Larrain classified the various
commodities passing through the harbour into three types based
on their destination. The standard designations for shipping
traffic, coastwise and international shipping, are
supplemented by another classification, which is actually a

subsection of the international classifier, reflecting the

7 Patricio Larrain, Port Geography of Thunder Bay: A
Commodity Flow Analysis (Regina: Unpublished MA thesis, 1982).
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large amount of traffic destined specifically to U.S. Great
Lake ports. The findings show an increasing redistribution
of traffic. For example, while at one time Montreal was the
principal destination for grain shipments from the Lakehead,
by the late 1960's, a trend developed where this focus shifted
away to other ports in the lower-St. Lawrence system.

While Larrain's study of Thunder Bay's commodity flow
adds to the research about the Lakehead, it falls short of
contributing to an understanding of the communities
encompassing the harbour in terms of how the increases
affected local employment, and economic and social growth.
As a result, the perception generated by Larrain's analysis is
that the economic life of the Lakehead was centred around the
harbour. For example, he states that there were three periods
in the development of Thunder Bay, the fur trade (1679-1845),
the mining era (1846-1884), and the grain era (1884-present).

By claiming that this latter period had "lasted for more than
a century and ... will last for the foreseeable future", the
rise to predominance of the forest industry in the region and
the evolution of the service sector are ignored.® This
perspective, however, demonstrates his fixation with the grain
trade in which the harbour plays a vital role.

Important to this study is Larrain's assertion that the
opening of the Seaway had only a slight impact on the movement

of commodities in and out of the harbour. This conclusion is

8 1Ibid, p.30.
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based on the findings of a study done by the federal
government, which shows that a $5.50 per ton cost saving was
made on the movement of wheat through Seaway. Larrain
contends that even without this saving, the freight rate for
water transport would have been about 50 percent cheaper than
those of rail.? If this were the case then the grain would
have passed through Thunder Bay with or without the Seaway.
He concludes that since the movement of this commodity,
accounting for 85 percent of harbour traffic, was guaranteed,
then the existence of the Seaway would mean little to the
future development of the harbour.'® What he does not take
into account is the possibility that without the decline in
water freight rate, the Lakehead may have lost traffic to
either Churchill or Vancouver; the latter did not have the
problem of a winter freeze-up to contend with and Churchill's
was much shorter.

It is because grain shipping lost some of its importance
to the local economy as it matured, that the issue of the
impact of the Seaway improvements becomes questionable. Many
experts were certain that any decline in bulk freight rates
would result in higher grain traffic through the Lakehead.
However, the rapid development of the manufacturing industry
during the 1940's and 1950's meant that the grain industry had

become secondary in importance to the economic survival of the

® Ibid. p.60.

0 Ibid, p.62.
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Lakehead. For these industries, the cheap movement of
construction materials and their products to markets were the
key to both their continued survival as well as the future
growth of the Lakehead. Their concerns, then, were over the
impact on the movement of general cargo in which there was no
guarantee that the Seaway would have a benefit. This study
will show that while there was a significant impact on the
volume of commodities through harbour, the St. Lawrence Seaway
did not have the desired effect on the movement of general
cargo shipments, thereby limiting the industrial growth of the

region and the twin cities of Port Arthur and Fort William.



Chapter 2: The Lakehead's Beginnings

In the study of ‘place' in geography, one learns that the
formation of communities is congruent with the geographic
attributes offered their people. Sometimes it was the basic
need for food and the fertility of the land that attracted
people, as with the flood plains of the Tigris and the
Euphrates. Sometimes luxury goods were the attraction, as
with formation of the city of Bath, England, around the hot-
springs found there. As civilization developed and
communities became more interdependent through trade,
geographic location on major trade routes became equally as
important in their formation as to what the region offered in
raw materials. At portages around river obstructions, at the
forks of a river or road, or at natural harbours, people were
able to acquire both the basic and luxury requirements of life
in trade for their produce or services. London, England is
one such example of a city growing at a crossroads.

If one were to search for the factors important to the
growth of the communities of Port Arthur and Fort William,
invariably at the top of the list would be Canada's east-west
trade. Situated at the approximate midpoint of Canada, the
Canadian Lakehead owes its very existence to the need for a
national transportation network and now acts as a point of

convergence for railways, highways and port facilities.’

" Prior to the amalgamation of the twin cities of Port Arthur
and Fort William, the term Thunder Bay was the geographic
designation for the natural harbour formed by the Sibley peninsula
and the Welcome Islands. Port Arthur was situated at the north
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Considering how important Canada's transportation system was
to the establishment of the two communities at the Lakehead,
it is curious to note that there has been little research into
this system's place in the local economy. In actual fact,
there has been little research into the local economy itself,
research which would form a basis for the understanding of the
economic health of the twin cities. With this in mind, this
paper will study the growth of the local economy, in order to
place the building of the St. Lawrence Seaway and its effects
into the context of the Lakehead's continued development. To
achieve this, it 1s important to explain the Lakehead's
development from its early period to the end of 1950's when
the Seaway was opened.

The Lakehead's early period (1781-1821) was dominated by
the activities of the Northwest Company in the region.
Established by the Company in 1801, Fort William became its
base for the transhipment of goods in the penetration and
exploitation of British North America's northwest. At the
head of one of the world's largest lake-river systems, the
location offered a relatively safe harbour as well as a
navigable tributary 1linking Lake Superior to other river
systems in the west. As for the settlement itself, the fort
was used only seasonally, with a population that fluctuated

from a peak of 2000 during the summer rendezvous, to as few as

western edge of this harbour and Fort William around the mouth of
the Kaministiqua River at the southern extremity.
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sixteen people during the winter months. Industry was
limited to the manufacture of iron products in the smith's
shop, to canoe construction, items strictly for use by the
company and not subject to trade. In other words, the
survival of these activities was based on the continued
existence of the fur trade company.

With the shift of the fur-trade axis north to Hudson's
Bay away from the Laurentian route, after the amalgamation of
the Hudson's Bay and Northwest Companies in 1821, Fort William
lost its trade and its importance. Largely ignored by the
fort's new owners, the local community had to wait more than
30 years for the opening of the Soo Locks in 1855, which
allowed the passage of ships between Lakes Superior and Huron,
before it would experience any significant economic growth.?

This improved water connection between the two lakes injected
new life into the community. Claims made about the mineral
wealth of the region were investigated and a small timber
industry was established. Most importantly for the
community, however, was that it represented a new interest in
western penetration.

Even after the reputation of the Northwest Company in the
region had faded away, the area around Fort William continued
to play a role in the movement of people between the Canada's
and the Northwest. For this purpose, Fort William continued

to stock the giant north canoes, the same design used by the

2 Arthur, Op cit., p.xxxv.
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fur traders to move their goods east and west a generation
before. In 1867, the increasing need for an improved
connection between this area west led to an attempt at road
construction between Thunder Bay, just north of the Hudson's
Bay post, and the Red River colony. The site chosen as the
road's starting point by Simon Dawson, the civil engineer
leading the project, also became the site of the second
community in the area, Prince Arthur's Landing. The Dawson
Road, named for its builder, did not reach the Red River
settlement but instead became a route for the transportation
of supplies for local mining areas.3

It was the construction of the CPR in 1882 that firmly
placed the Lakehead within the framework of the nation as a
link between east and west. The Lakehead was not in any way
guaranteed to be chosen the site of a water terminus for the
new transcontinental railway. During the planning stages for
the construction of the Canada-Pacific Railway in the early
1870's, the developers actively considered a site at Red Rock
near the mouth of the Nipigon River, and Thunder Bay.* The
selection hinged very much on which site offered the better

harbour facilities. The communities themselves were about

3 1bid, p.lxxxviii.

4 The Canada-Pacific Railway vrefers to the initial
unsuccessful attempt by the Canadian government to establish a
railway penetrating its Northwest territories. The Canadian
Pacific Railway (C.P.R.) refers to the second and successful

attempt at railroad construction by a government funded railway
syndicate established in 1881.
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equal in size and features;> both were Hudson's Bay Company
posts and had roughly the similar populations.®

The importance of the choice of Fort William as a
terminus for the Canada-Pacific Railway in 1874 and the
construction of the Canadian Pacific Railway (C.P.R.) in 1881
cannot be understated. The year 1881 saw the opening of the
CPR; in 1882 the first recorded shipment of grain was loaded
by wheelbarrow at the Lakehead and in the following year, the
first grain elevator was constructed in Port Arthur. This
network established the trade and economic foundation for the
region which survives today. The construction of the rail
system was an integral part of the Canadian government's
national policies for economic growth which relied on the
development of a western market for Canadian manufacturers as
well as a bread basket to feed the country. It was to this
national policy that the Lakehead found itself willingly tied.

The opening of the Canadian west and its economic impact

on the future of Canadian society is well documented and

> ¢f. "The Petition of the Municipality of Shuniah: The
Question of the Terminus of the Branch of the Pacific Railway North
Shore of Superior, 1874" in Elizabeth Arthur, Op cit., p.178.
Robert Crawford, Answer to the Pamphlet entitled "The Question of
the Terminus" of the Branch of the Pacific Railway on the North
Shore of Lake Superior. (Collingwood: John Hogg, 1874).

6 The populations of the two areas were approximately the same
in 1870-71: Nipigon with 438 people and Kaministiquia with about
503. Canada, Census of Canada 1870-71., p.30. However, those
figures changed drastically only ten years later, theoretically
caused by the prospects of a completed terminus at Fort William.
Nipigon grew to 512 people while the Lakehead exploded to a
population of 1,965 inhabitants. Canada, Census Of Canada 1880-81.,
p.90.
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controversial. To Harold Innis, it was another éxample of
Canada's dependence on staples for its economic development
which latter was to result in unbalanced growth. For J.M.S.
Careless, the exploitation of the west explains the growth of
the Canadian c¢ity, representing the hinterland in his
metropolitan view of history. For the development of the
Prairies, W.L. Morton believes the main determinant has been
its integration with the national economy, or metropolitan
system. The greatest controversy over the interpretation of
this period appears to come from the economic historians.
Traditionally the "wheat boom", the period from 1901-1911 is
considered to have supplied a major impetus to Canadian
economic development. This has been challenged by Edward J.
Chambers and Donald F. Gordon, who claim that the export of
wheat contributed at most only an 8.4 percent increase of the
23 percent increase in per capita income experienced during
this period.7 Gordon W. Bertram, on the other hand,
disagrees with their conclusion. Instead, he argues that the
wheat boom contributed about 25 percent of this per capita
increase.®
Regardless of the impact that the wheat boom had on the

national economy, its influence was far greater regionally.

7 Edward J. Chambers and Donald F. Gordon, "Primary Products

and Economic Growth: An Empirical Measurement", in Perspectives of
Canadian Economic History. Douglas McCalla ed. (Toronto: Copp Clark

Pitman Ltd., 1987), p.213.

8 Gordon W. Bertram, "The Relevance of the Wheat Boom in

Canadian Economic Growth." in Ibid., p.236.
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On the prairies, for example, where grain production was the
centre of the economy, the benefits for its population would
be significant. The same can be said for the impact of the
wheat boom on the Lakehead. In fact the development of the
grain trade can be considered part of and a major stimulant to
what may be known as the Lakehead's ‘period of development'
between 1900 and 1927. This was an era of rapid industrial
development and population growth. It is also symbolised by
the spirit of enthusiasm and rivalry felt by the two
communities.

This vigorous development in the Lakehead, stimulated
initially by the wheat boom, can be seen by the construction
of four grain elevators along the Kaministiquia River by the
CPR in 1900, bringing the local total to five. The area's
importance as a transportation centre was secured when first,
the Canadian Northern Railway in 1901, and then, the Grand
Trunk Pacific Railway in 1905, followed the CPR's example by
establishing grain termini at the Lakehead. This influx of
investment and jobs into the region did much to stimulate
growth. Between 1903 and 1913, the number of industries
located there grew an astonishing 375 percent, from 15 to 71
companies. While much of this expansion can be attributed to
the grain trade, companies like Canadian Car and Foundry,
which began production in 1912, started its corporate life
building and 7zrepairing rolling stock for the Canadian

government . The importance of this period of development is
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further highlighted when one considers that four of the
companies established during this time, Port Arthur
shipbuilding and Drydock, Ogilvie Flour Mill, N.M. Paterson
and Son, and Canadian Car and Foundry continued to be major
employers in the Lakehead well into the 1960's.°

With the establishment of the grain trade in the region,
the skyline of the twin cities was irrevocably changed.
Starting with one elevator in Port Arthur in 1883, there were
five by the turn of the century with a capacity of 7,500,000
bushels. By 1913, the Port Arthur Board of Trade was
announcing that its grain trade had increased 1400 per cent
over the past\ten years.'0 By 1922, Port Arthur and Fort
William had the largest grain capacity in the world. The
fifteen elevators in each city gave the Lakehead a storage
capacity of 92,730,000 bushels.! In addition, the movement
of grain east was counter-balanced by the establishment of
coal docks in both cities. Coal travelled west from the

ports of Lake Erie both as cargo and as ballast for the grain

9 The Lakehead Chamber of Commerce and The Canadian Lakehead
Industrial Commission Inc., The Canadian Lakehead. (Fort William),

p.6.

0 The figures supplied show that in 1902, 3,693,689 bushels
of grain passed through Port Arthur and 27,752,899 bushels through

Fort William. By 1912 this number had increased to 49,861,143
bushels and 97,238,531 bushels, or 1400% and 400% through Port
Arthur and Fort William respectively. Port Arthur Board of Trade,

Bulletin, (Port Arthur: Daily News, 1913) Vol.1l, no.23. Aug. 5
1913. Whelan Collection.

" Henderson Directory: Twin Cities Fort William and Port
Arthur. Vol.XV 1935, p.1l9.
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carriers. It was then transhipped at the Lakehead for storage
or direct‘use by the railway companies.

During the 1920's other changes were taking place on the
harbour fronts. Many of grain elevators built during the
wheat boom were of wood slat construction held together by
metal bands. Because of their weak construction, many had to
be replaced or were destroyed. Throughout the 1920's,
various projects were established to either replace existing
wood structures with concrete ones or to increase the capacity
of existing ones. As a result, between 1920 and 1930,
twenty-three projects were initiated accounting for the
addition of 39,487,000 bushels of new elevator capacity.
This brought the total capacity of the Lakehead elevators down
to 88,867,000 bushels but placed them on a more permanent
footing. Many of these elevators remained the same through
to the 1960's with only minor changes to them during the
intervening period.'?

To the harbour itself, the development in front of Port
Arthur was somewhat more pronounced than Fort William.
Whereas all of the development in Fort William lined the
dredged Kaministiquia and Mission rivers, the harbour of Port
Arthur needed to be dredged and a break-wall built. The

first Dbreak-wall, 4150 feet of timber cribwork, was

2 paterson Library Archives, Phillips Collection, MG-26 C-52.
Young, Historical Fact Grain Elevator Construction and

Shipping Lakehead Harbour 1883-1964. (Lakehead Harbour Commission,

february 1965).
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constructed in 1883. By 1930, the break-wall extended to
enclose 5 1/2 miles of shoreline and was in the process of
conversion to crushed rock.' The physical changes to Fort
William harbour were less noticeable but just as significant.
In 1909, The Great Lakes Dredging Company out of Port Arthur,
partly owned by James Whalen, a local entrepreneur, was
"indentured" for the dredging of both the Kaministiquia and
Mission Rivers in Fort William to a depth of 22 feet.' In
1911, the contract was extended to include the McKellar river,
for a total of 13 miles of navigable waterway with three
turning basins for the ships. It was estimated in 1930 that
there were 22 miles of potential frontage for wharves and
docking berths.”

This development of the waterfronts of the twin-cities
continued, not only as maintenance projects, but as new
demands were placed on the transportation network and the
communities. For example, further improvements were made in
the mid-thirties, maintaining the harbour depth of twenty-two
feet and an extension of the Port Arthur break-wall. The

traffic through the harbour was up over recent years, but not

3 From a paper presented by A.A. Anderson, engineer Department
of Public Works to Thunder Bay Historical Society, 1930. in Thunder
Bay Historical Museum Society, Papers and Records., Vol. XI,
(1983), pp-.43-44.

% paterson Library Archives, Lakehead University, Whelan
Collection, MG-6. Contract between Dominion of Canada and Great
Lakes Dredging Co. Ltd., 11 Dec. 1909, pp.1l-2.

> Anderson, Op cit., p.47.
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over pre-depression levels. The government's motive for this
project appears to have been directed more towards improving
the local employment situation, than releaving pressure on the
harbour's facilities.

The fantastic development of the harbour fronts and
industries of the two cities brought with them the trappings
of the modern city. During the first decade of the twentieth
century the populations of the two communities more than
doubled. Fort William grew from 3,997 people in 1901 to
16,499 in 1911, an increase of 354 percent, while Port Arthur
increased to 11,220 pebple from 3,214 during the same period,

16 gewer and water systems, electric

a 249 percent increase.
lights, paved streets, theatres and cinemas