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'DOUBLEHEADERS

Hhe Botden o ol S1v0e Beies oy Vot 4

B SENTINENTAR J0URNEY

(Advertisement)

Railway Record

NORTHERNS In

SPECIALS

‘NORTHERNS

CONCERT

At this price, an opportunity not to be missed.
For only $4.50, a full long playing record of
the operations of the CNR's two famous Northern:
#6167 and 6218 recorded both individually and
together on doubleheaded runs. Various differ-
ent excursions are included from 1960 to 1971.
Order yours NOW!!

$4.50

Ontario residents please add T% sales tax.

LAST OF THE DOUBLEHEADERS

Recorded entirely on 26 September
1964, this record features the

last doubleheader using CN #6167
and 6218 from Toronto to Huntsville
and return.

$4.95

SENTIMENTAL JOURNEY

A record of the famous CPR
tripleheader. using CP #136,
813 and 1057 on 1 May 1960
from Toronto to Orang=zville
and return.

$5.95

All 3
only
$13.95

Send orders to:

UCRS Records,
P.0. Box 122,

.Postal Station "A",

Toronto, Ontario

MSW 1A2

Northerns in Concert - $4.50

Last of the Doubleheaders - $4.95
Sentimental Journey - $5.95

All Three for only $13.95

Offer good until 1 September 1976
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FRONT COVER PHOTO
The southbound "Adirondack" pulls out of Windsor Station on a typically............]

snowy Montreal winter day bound for New York City. Although only with
four cars, the Delaware and Hudson Railroad keeps up its fine image and
tradition by running two PAs on the head end. One may wonder whether the
footsteps between the rails are those of a worried passenger hurrying to
catch the train. The date: the second day of 1976.

Photo by Ted Wickson.

UNDER THE WIRE Mainline Electric Railway Newsl{
Edited by Ron W. Layton

RAILWAY NEWS Canadian and Foreign Railway News and Comment........ouoeeeeecnnnnnsnsnnns .6
Edited by David W. Smith

DIESEL NOTES Locomotive Information and Data  Diesel Hotes return................... .12
in the July August issue Edited by Pierre Patenaude ‘

TOWNSHIP OF YORK RAILWAYS: ::2 brief Nistory....eeeeeveveneniiieneriiniineeneneeneinenss.]b
By J. David Morgan

CAPE BRETON STEAM RAILWAY Operation and roster of this unique Canadian............... 20
tourist railway. By Robert J. Sandusky
TWILIGHT OF STEAM...a photo story on the final days of CP steam in Montreal...... o3 ve 2D

Photography by Ian Taylor.

TRACTION TOPICS Electric urban transit NewS...........o.eeeeeeenenen. g 895 5 52
Edited by Mike Roschlau

BACK COVER PHOTO
TTC's brand new rail grinding train, W30 and W3l poses at St. Clair........ kAR 32

Carhouse. (Photo by Ted Wickson)

FUTURE ISSUES: ~  SPECTAL ISSUES

'"WIA" -- Heralding the birth of a new era at CN, and honoured by a {
complete and separate issue on the importance of this great Canadian rail passenger |
advancement. CNR MOUNTAIN type locomotives, featuring, of course, 6060 will also

receive a special separate issue.

ANNUAL SUBSCRIPTION RATE

(Per Calendar Year) $10.00 Should be mailed to the Circulation Department,
Rail and Transit Magazine, c/o Upper Canada Railway Society, P.0. Box 122,
Postal Station "A", Toronto, Ontario M5W 1A2. Subscription to RAIL AND
TRANSIT includes membership in the Upper Canada Railway Society.

CONTRIBUTIONS

Contributions to RAIL AND TRANSIT are solicited. No responsibility can be assumed for
loss or non-return of material, although every care will be exercised if return is re-
quested. Please address all contributions to the Editor, RAIL AND TRANSIT Magazine,
P.0. Box 93, Islington, Ontario M9A LX1. Written contributions (articles and news

item  should be in the form of typed material. Photos ontributed should be black and
white glossy printsoff 8"x10" or 5"x " size or larger. Each photograph should be cap-
tioned on the back (or on a label attached to the back) stating subject, location, date
and any other pertinent information.
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Electric Lines

EDITED BY RON W. LAYTON

Southern Railway, who had
been given a lot of time and
effort to electrification studies
are beginning to have second
thoughts on catenery. The main
reason is the potential expen-
diture of $140 million on the
Cincinnati-Atlanta line. It is felt
that the money might be better
spent on installing CTC and

ouble track on other parts of
the system. Other weaknesses
of the electrification scheme
(according to SR) are potential
interference to radio signals
and telephone from 50KV
overhead and the need to run
diesels under the wire from
junctions to division points.

The writer’s comments to
this are that maybe a 25KV
catenery would be better (al-
ready In use in at least 8
countries around the world)
and would be compatible for
through running when the
ex-Pennsy’s planned conver-
sion takes place in the not-too-
distant future. When the first
line of an electric system is
opened, there will always be a
mixture of power under the
wire. This happened on the
Pennsylvania until the Harris-
burg - Philadelphia - Baltimore
freight lines were energised.

Amtrak has now accepted all
26 GE E-60C units. They will be
subdivided into two classes
E-60CP (6 Units) with on board
steam generators and the
E-60CH (20 units) having trans-
formers to supply electric
power to the train. The units
are numbered 950-955 (CP’s)
and 956-975 (CH’s). The E60C’s
are being allowed to run at 110
mph although they have been
tested up to 121 mph. Another
performance note, one of these
units accelerated a 17 car train
to 80 mph in 2 mins. 16 sec. Can
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the diesel freak beat that with a
unit having the same size and
weight?

PENN CENTRAL

Still on PC trackage, 2
ex-New Haven EP-5’s, Nos 4973
and 4977 have been brought out
of retirement and are in use on
freight service on the Pennsy.
main. The main problem with
these units is that as they were
built for passenger service they
cannot be used in MU, so they
are rather limited in freight
use. GM’s electric demon-
strator GM6C No. 1975 has
appeared un regular freight
service, apparently having had
the bugs ironed out.
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Under the Wire

A Swedish electric unit built
by ASEA is to undergo testing
by Amtrak this summer. The
unit is rated at 5000 HP
(Continuous) and rides on B-B
trucks.

MLW-Bombardier have won
a contract to build 36 Highliner
MU cars at $750,000 each for the
Chicago South Suburban Mass
Transit District. They will be
used on the ICG electric lines.
The cars are to be built at Bom-
bardier’s La Pocatiere, Quebec
plant.

The Swiss Bernina train from St. Moritz
in the Engadine to Tirano in the Italian
Veltlin crosses the Alps at a height of
2,257 metres without a summit tunnel and
is the highest through train in Europe.
Without the aid of a rack rail, it covers
a height difference of 1,828 metres. On
the Lake Bianco on top of the Bernina
Pass. (Swiss National Tourist Office)
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Attempts have been made a
number of times in the past to
use 3-phase induction motors
for raillway use. A new app-
roach is being tried at British
Rail’s Derby Research Centre.
A 3-phase stator is located
inside a hollow axle and the
motors will be supplied with
variable frequency ac through
a solid state inverter. At the
gresent time the inverter has to

e fed with a dc supply, so
initially the system will be
tested on a low-voltage third
rail line such as the ex-Southern
system. Each motor is rated at
250 HP.

Other work at the Derby
centre involves research into
insulator performance and
Eantograph development. With

R’s newest 25KV sections the
insulator length has been
reduced from 1070 mm (42”’) to
790 mm (31”’) because steam
locomotives were no longer
around to deposit soot on them.
It has been found however that
industrial pollution is just as

bad as the steam locomotives
were. In the Warrington (Lan-
cashire) area each insulator
has had to be greased. Other
roblems have occured in
unnels where brake-block dust
has settled on the insulators so
shorting out the traction cur-
rent. The research centre has
insulators mounted on the roof,
where they are subjected to
both artificial and natural
weathering so that new designs
can be developed.

One limitation of overhead is
the speed that the collector can
pass without ‘“‘bounce” which
results in current interruption,
arc burning and even destruc-
tion of the overhead. The Derby
centre has developed a new
servo-assisted pantograph
which eliminates a lot of the
bounce inherent in high-speed
operation with light weight
pantographs. Such a device
could mean upgrading train
speeds without the need to
rebuild the overhead. The
system uses a series of micro-

switches set in the collector pan
which activate a hydraulic lift
mechanism.

British Rail has broken from
another of its policies of the
1960’s. A class 87 25KV electric
No. 87-001 has been named
“Stevenson’’. For the last 15
ears it has been policy that
ocomotives will not be named.
The naming was done as part of
the 150th rail anniversary cel-
ebrations and the name plate
was supplied by the Stevenson
Locomotive Society.

>

A trio of Penn Central MP-54 commuter
cars barrel through Princeton Junction,
New Jersey on a cool spring day.in 1972.
These are some of the oldest commuter
cars in existence in North America.
(Henry Posner III; Mike Roschlau)




Railway News

NEW NORTHWEST TRAINS

More service is now available
on GO’s Northwest rail route as
of April 26, 1976.

The addition of a fourth
weekday train in each dir-
ection, Elus minor re-schedul-
ing of the existing trains now
provides commuters with a
wider range of options and
allows for the provision of more
space on the already-crowded
trains.

The morning schedule sees
the first train operating 20
minutes earlier than the past -
leaving Georgetown at 6.35
a.m., stopping at Brampton at
6.45, Bramalea at 6.51, Malton
at 6.56, Etobicoke North at 7.02,
Weston at 7.07, Bloor Street at
7.14, and Toronto Union at 7.25.

Commuters previously using
the train leaving Georgetown at
6.55 a.m., now find that
schedule has been tightened up
slightly. That train now departs
Georgetown at 7 a.m., arriving
at Brampton at 7.10, Bramalea
at 7.16, Malton at 7.21, Etob-
icoke North at 7.27, Weston at
7.32, and Bloor Street at 7.39.
Arrival at Toronto Union is still
at 7.50 a.m.

Schedules of the other two
morning trains remain un-
changed.

In the afternoon, the new
train departs Toronto Union at
4.30 p.m., 15 minutes earlier
* than the previous first train.
The new train stops at Bloor
Street at 4.41 p.m., Weston at
4.49, Etobicoke North at 4.55,
Malton at 5.00, Bramalea at
5.05, Brampton at 5.11, and
Georgetown at 5.25 p.m.

The second and third evening
trains operate 10 minutes later
than they did, leaving Union
Station af 4.55 and 5.20 p.m. The
last train also leaves 10 minutes
later, departinE Union Station
at 5.45 p.m., but its running
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time to Georgetown is cut by
five minutes. This train will
stop at Bloor Street 5.56,
Weston at 6.04, Etobicoke North
at 6.10, Malton at 6.15, Bram-
alea at 6.20, Brampton at 6.26
and Georgetown at 6.40 p.m.

With the addition of the new
trains, the schedule of the
connecting bus between Guelph
and Georgetown also changes
slightly. In the morning, the bus
leaves Guelph at 6.30 a.m.,
stopping at Rockwood at 6.45,
Acton at 6.54 and connecting
with the 7.25 a.m. train at
Georgetown.

In the evening the bus meets
the train arriving in George-
town at 6.15 p.m., stopping in
Acton at 6.40, Rockwood at 6.47,
and Guelph at 7 p.m.

The extra trains have also
brought about a change in
procedures at Union Station.
All Northwest trains now arrive
and depart from the west end of
Track 4, one track south of the
present GO tracks. The new
entrance to that track from the
GO concourse will allow pass-
engers easy access to the Track
4 platform.

This new arrangement will
alleviate the traffic congestion
on the existing GO tracks and
minimize the instances of
service delays caused by con-
gestion on those tracks. The use
of an additional platform will
also help to cut down the
passenger crowding on the
platform during crush periods.

NEW TRAIN
SCHEDULES TO
OAKVILLE-HAMILTON
Lakeshore West rail comm-
uters now benefit from the
addition of an extra rush hour
train between Oakville and
Toronto in both monring and
evening rush hours.

The new morning train,
effective April 26, leaves Ham-
ilton at 7.10 a.m. stops In
Burlington at 7.23, Bronte at
7.30, Oakville at 7.40, Clarkson
at7.47, Port Credit at 7.52, Long
Branch at 7.58, Mimico at 8.05,
and arrive at Toronto Union at
8.17 a.m.

The previous 7.20 a.m. train
from Hamilton pow, operates
only between Oakville and
Toronto Union, leaving Oak-
ville at 7.50 a.m. All other
Lakeshore morning schedules
remain unchanged.

In the evening, the 5.23 p.m.
westbound departure from Un-
ion Station now terminates at
Oakville, instead of running
through to Hamilton. The new
train leaves Union Station at
5.19 p.m., running non-stop to
Oakville, arriving there at 5.42,
then continuing on to Bronte at
5.48, Burlington at 5.56, and
Hamilton at 6.10 p.m.

The new express train cuts
Toronto-Hamilton travel time
from 67 minutes for a train
making all intermediate stops
to 51 minutes.

No changes were made in
other evening Lakeshore West
train schedules.

RAIL FARES GO HIGHER
The cost of rail passenger
travel recently went higher in
North America. In Canada, CN,
CP and GO Transit recentl
announced fare increases. C
Rail announced a general fare
increase of 15(3}1)\?r cent to aptply
to all trains. put the cost of
travelling up 15 per cent to take
effect 1 Feb. At the same time,
CN announced that the sleepin
car fares on Transcontinenta
and Maritimes runs would be
sub%ect to an increase of 15 per
cent. Durmg the period 27
June-11 Sept. a further sur-
charge of 12.5 per cent would




apply. As well as the increase,

revamped their Red White
and Blue Fare structure to
refect the ‘“‘Off Season Travel
Plan” being promoted. The
plan encourages travellers to
use the less travelled trains at
times other than between the
hours of 16.01 and 18.30 in the
Quebec City-Windsor / Sarnia
Corridor and outside of the
corridor, at times other than
Friday and Sunday.

Fares on GO Transit went up
124 on 4 April. The increase
had been expected for some
time and is an attempt by the
Provincial Government to cut
the defecit of the increasingly
popular rail and bus system as
the Government tries to restrict
the growth of its own spending.
The increase, the first since
1972, is expected to cover 62 per
cent of the operating expenses
of the system in contrast to the
57 per cent now covered by
fares. In 1972, fares provided 79
per cent of the operating budget
of GO Transit. The deficit paid
in 1972 was 1.9 million dollars,

in 1974 the deficit was $4.5
million. The Anti Inflation
Board does not have to give its
approval for the increases as
transit fares are exempt from
the guidlines.

CONRAIL

Conrail, the largest restruct-
uring of the railroad system of
the United States ever attemp-
ted will take over operations on
27 Feb. 76. Under the terms of
the Regional Rail Reorganiz-
ation Act of 1973, the Final
System Plan of the United
States Railway Association
was to take effect after a period
of 60 days from its submission
to Congress if neither House
objected. The new system, a
merger of the North East
bankrupts, Penn Central, Erie-
Lackawanna, Lehigh Valley,
Reading, Central of New Jer-
sey, Ann Arbour and Lehigh
and Hudson River Railroads
will consist of 25,000 plus miles
and a polyglot 5000 unit roster.
Both will shrink rapidly. Under
the Final System plan, 5,700
miles of track will be aban-

doned, although the legisl-
atures of many of the states
affected are drawing up plans
for the subsidizing of lines that
they want to remain in operat-
ion.

With the backing of the
USRA. Chessie System will buy
parts of the Erie-Lackawanna,
Reading and Penn Central.
Approved by the boards of both
the Baltimore and Ohio and the
Chesapeake and Ohio, the deal
calls for a g‘a%ment of $54.5
million by 7 Feb. 1976 and the
Chessie System will take over
operation on 27 Feb. 76 when

onrail takes over operation of
the Northeastern bankrupt. B &
O will take over operation of EL
trackage between Hoboken-
Akron, via Scranton P.A. and
the Reading freight lines. C & O

Two unusual occurances on the same day;
snow late in April and CP #1201 running
a regular freight train past Leaside
Station in East Toronto. Such was the
fare of the day on 26 April 1976, at
8:00 a.m. (See page 25 for a picture of
1201 during its last days of operation
with the CP). (Ted Wickson)




will take over operation of
about 130 miles of ex NYC line
in West Virginia. One of the
casualties of this is the fames
Starucca Viaduct on the ex Erie
main line between Binghamton
and Port Jervis which is not
included in Conrail’s Final
System Plan. The power of the
E-L and Reading will be split
three ways between B&O, C&O
and Conrail.

B & 0 TO OPERATE

Effective 1 Feb. 75, the com-
muter services operated by the
B & O under the direction of the
Port Authority of Allegheny
County Transit Operations Div-
ision were upgraded with a
grant of $750,000 from the
County of Allegheny and the
State of Pennsylvania. The runs
from Pittsburgh to McKeesport
were increased from 7 to 10
round trips Monday to Friday
and from 4 to 5 Saturdays. The
extension to Versailles was
increased from 3 to 6 trips
Monday to Friday and from 1 to
3 on Saturdays.

Equipment used on the runs
consists of leased B&0O RDC’s
(4) as well as 3 leased GP9’s
and 5 refurbished in push &)ull
operation. Four other C & O
coaches (1614, 1616, 1621, 1639)
are bein% refurbished and 3 of
them will be fitted with control
cabs.

PA Train Former
1600 C&01627

1601 1638

1602 1629

1603 1628

1604 1624

Colour Name
Red & White McKeesport
Yellow & White Versailles

Orage & WhiteBraddockRankin
Grn/ Whte PortVue / Libert
Red & White City of Pittsburg

NEW ASSIGNMENTS
FOR THE BI-LEVELS

GO’s fleet of rented bi-level
cars were reduced from 10 to 6
cars on April 26th, 1976 and the
remaining cars were given new
assignments, no longer oper-
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ating into Hamilton. In the
morning, the bi-levels leave
Oakville eastbound at 6:10
a.m., and depart Pickering
westbound at 7:40 a.m. The
evening schedule sees the
bi-levels leave Union Station
eastbound at 4.53 p.m. They
depart Pickering westbound at
5.40 p.m. and Union westbound
at 6.23 p.m.

The bi-levels will be here only
until enough of GO’s currently-
arriving order of sin%le-level
coached arrive to replace the
seating available on the bi-
levels, likely late in May.

Canadian National freight train #4169
rounds the bend at Hamilton Junction
with three GP9s from three different
roads; GT 4909, C&0 6918 and CN L4529

on 6 January 1973. (Doug Page)

New York Central #2873, a L-8-2 specially
streamlined for use on a 29,000 mile tour
of the U.S. and Canada hauling a l2-car
exhibit train of the United Drug Co.
(Rexall) commencing on 29 March 1936.

The train is seen here at Fez Yard in
Toronto. (Douglas W. Knowles)

NEW GO COACHES
IN SERVICE

The GO rail coach fleet is
growing.

Delivery has started on the 30
conventional GO coaches or-
dered last year from Hawker
Siddeley Canada Limited in
Thunder Bay. While the new
cars are of conventional GO
configuration, seating 94 pass-
engers each, they are vastly
different from their older
counterparts.




The most obvious new feature
of the coaches is the orange
carpeting throughout, com-
plimented by the glossy, bright
orange end walls. The com-
bined effect is to make the car
seem brighter and warmer.

The new cars also boast an
improved wheel assembly. You
wiﬁ) robably remember the
test GO initiated about a year
ago when experimental wheel
assemblies were applied to
coach 9955. This design was
modified from one developed
by the TTC to improve the ride
og its subway cars and in GO
service it has proven to be a
substantial improvement over
the conventional design, pro-
vidin%la steadier, quieter ride.

With a year of testing under
their belt, GO and the engineers
from Dofasco, the builder of the
wheel assembl¥, have applied
what they have learned, and the
wheel assemblies under the
new cars are the resulit.

You will also notice the result
of another modification. A new
door closing assembly has
resulted in virtual elimination
of the sometimes annoying
noise of the doors banging
together. The new design pro-
vides for the doors to lock
together when they close,
making for less drafts in the

door area as well.

Because the new cars are
fully carpeted, smoking is not
permitted in them. They are
1dentified by no smoking sym-
bols affixed to the outside of
each car near the doors.

As the new GO coaches
arrive, the rented bi-levels will
be sent home. On April 26, four
of the bi-levels were sent back
to Chicago, with the six
remaining cars being assigned
to rush hour trains other than
the Hamilton trains they now
service. GO expects to have
enough of its own cars to fill its
needs by the end of May,
enabling the remaining bilevels
to return home by that time.

GO RULE CHANGES

Go has a new tariff that’s the
bible of rules that governs all of
GO’s dealings with ticketing
matters.

And while it’s fF)retty dry
stuff, it does affect everyone.
Three main points will be of
concern to many passengers.

Passengers who over-ride -
that is, ride beyond the des-
tination shown on their ticket -
will now be charged the
equivalent of a single ride fare
between the point named on
their ticket and the point they
actually leave the system.

Passengers who exit from

the system without a ticket will
be charged the fare from the
origin point of the train or bus
to the point where they are
exiting.
Students riding on half-fare
student monthly cards can now
use those cards on any day they
are required to travel to or
from school.

NEW FARES

Here are some represen-
tative examples of the new fare

structure:
Former New

Single  Single
One Way One Way

Fare Fare
From Toronto To:
Scarborough .70 .75
Guildwood .70 .80
Oshawa 1.55 1.70
Clarkson .95 1.05
Oakville 1.10 1.20
Burlington 1.55 1.70
Hamilton 1.90 2.10
Markham 1.00 1.15
Claremont 1.60 1.75
Stouffville 1.50 1.70
Guelph 2.55 2.85
Georgetown 1.55 1.80
Brampton 1.20 1.35
Milton 1.55 1.80
Barrie 2.50 2.80

Newmarket 1.30 1.45

Of course GO still offers
money-savin% ten-ride books
and monthly flash cards, avail-
able from any GO station or GO
ticket agency.

MORE ON CONRAIL

Chessie System and Southern
Railways have dropped plans
for purchase of parts of Penn
Central, Erie Lackawanna and
Reading under the Conrail
Flan. They were dropped due to
he unions involved refusing to
agree to work rules and
contracts presently in force on
the purchasing roads. The
gi'oposed purchase plans were

opped because they ‘‘did not

CNR train 651 is headed by LRC locomo-
tive o- its first revenue run between
Toronto and Sarnia at Dundas Ontario on
3 March 1975. (W.M. Common)
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want to be saddled with labour
ractices that ‘contributed to
he bankruptcy of the acquired
lines.”

Because of this Conrail will
go from a planned 15,000 mile to
17,000 mile system. The estim-
ated bill of Conrail’s track re-
habilition program will go from
6 billion to just under 7 billion.
Needless to say, this has thrown
much of the USRA-Conrail
gla_nning into complete con-
usion.

Manwhile, in Canada, some
of the 200 minority stockholders
of the Canada Southern Rail-
wa(\iy are fightirzg, the extra-
ordinary dividend of $60 a share
declared by the railway. For
years the dividend was $3_a
share. According to the min-
orit% holders this is an attempt
by the trustees of the bankrupt
Penn Central Transportation
Company (who hold 72 per cent
of the stock) to bleed the CSR of
the nearly $10,000,000 in net
current assets.

According to a spokesman for
the glroul;)), the lease of the CSR
should be declared null and
void due to the PC violating the
terms of the original lease. To
back this contention up he
cited;

1. failure of the PC to meet CSR
income taxes since 1924 - the
lease stipulated that the PC pay
CSR existing and future tax
charges of angl kind.
2. PC’s offsetting CSR capital
cost allowances against its own
Canadian federal and pro-
vincial income taxes.
3. Writing off to CSR account of
the cost of rolling stock
replacements instead of as the
lease stipulated, replacing
them.
_ 4. Sale of the Canada & Mich-
igan Bridge & Tunnel Co., a
redecessor of Detroit River
unnel Co. and the Toledo
Canada Southern & Detroit
Railroad, contrary to the orig-
inal lease.

It was pointed out that the
shareholders were unaware
that a new board has been
elected until it had been noticed
in a Philadelphia newspaper.
The requirements of the Can-
ada Railway Act on disclosure
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With steam valves popping and black
smoke belching, Toronto, Hamilton and
Buffalo number 15, a L-6-2. was cap-
tured resting in Toronto on 22 May
1939. (John R. Lee; Reg Button)

in Canada of a coming election
of directors were not met. If
that election proves invalid,
then any dividend declaration
would also_be invalid., )

The whole question if control
is currently being argued in the
U.S. courts because PC holding
in CSR was designated for
transfer in the CONRAIL final
system plan. It was because of
“uncertainties relating to the
declaration of extraordinary
dividends on designated shares
arising out of the Railroad Re-
organization Act, the final

T =
= Gt S

system plan and actions of the
special court formed under the
RRRA” that Canada Southern
decided to show its hand in
advance of any declaration.

Primary concern of the
shareholders is keeping Canada
Southern’s cash Kkitty intact in
the event of any future court
ruling that would restrict Penn
Central’s options. Currently
Canada Southern owns no
rolling stock of its own and if
the minority shareholders had
their way, Canada Southern
would be a totally independent

Where is it? When is it? We do not know.
However, three CNR steam locomotives we
do know are endeavouring to push some-
thing up a steep grade somewhere!!

(J.T. Robbie collection)




railroad.

Initial funding for Conrail has
been set at $1.8 billion dollars
and it has been estimated that it
would cost upwards of $8-10
billion to get the system into
competitive shape.

Conrail is being set up for
freight service and as such
passenger lines, inter-city and
commuter, are consgicuous by
their absence. The North east
Boston-Washington corridor is
being turned over to Amtrak as
well as stretches of line that see
little or no freight traffic, like
the old Michigan Central main
line from Indiana-Illinois state
line to Kalamazoo which han-
dles the Chicago-Detroit Am-
trak service. Commuter lines
like the Reading’s Philad-
elphia services will have to be

taken over by local operating
authorities (in Reading’s case-
SEPTA) or face the axe.
Penn Central tried to end run
the legislation by selling their
Canadian properties to a new
corporation set up by the
Trustees of Penn Central Tran-
sportation Company, the Can-
ada Connecting Railway Com-
pany. Appearing before the
Canadian Transport Comm-
ission. lawyers for Conrail
opposed the sale stating that
the trustees did not have the
power to set up the new
company and was an attempt to
et around a restraining order
issued 23 December against the
bankrgFt lines doing just this.
The CTC deferred judgement
on the case past 8 January
which under the Conrail leg-

islation was the last day that
property transfers could be
made before they were auto-
matically assumed by the
Consolidated Railroad Corp-
oration. Because the Penn
Central bankruptey is not rec-
ognized in Canada, as well as
extraterritorality provisions, it
is difficult to say if the
assumption of the PC’s Can-
adian properties will be recog-
nized by the CTC. The prop-
erties In question are the
Detroit River Tunnel Co.,
Canada Southern (Michigan
Central), Toronto Hamilton and
Buffalo Railway and the St.

Lawrence and Adirondack

Railway (Massena-Montreal).

St. Lawrence Valley Rlwy. Society fan-
trip, pocket size dome train; 28 Feb-
ruary 1976.  (Guy Chartrand)
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tas COMPILED BY PIERRE PATENAUDE

s

This Diesel-Switcher (Class GS-12 — Road Numbers 7000-70168) was built for the
Canadian National Railways by General Motors Diesel Ltd. in 1952-53

10-2" MAx
v 0
i
|

TECHNICAL DATA

Sand Cooling |Lubricatin ; ' Maximum | Haulage
Storage Water Oil € FuelOil Wheels Journals Speed Rating
28 cu. ft. 185 imp. gls. 138 imp.gls. 500 imp. gls. 40" dia. 6‘/2” x 127 65 mph 36%

7000%
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LOCOMOTIVE COLORS

Outside of back end door, green.

Roof, trucks, underframe and band
Body, roof, underframe and trucks, along side, black.
black. Lettering, gold with black outline and
Lettering and stripes, black on gold. LOCOMOTIVE COLORS monogram.
Numbering, gold. Sides, sash, doors; green. Numbering, gold.
Monograms, gold color letters on red Vestibules and steps, black. Lettering on trucks and underframe,
background with black outline. Trim, yellow. white.
W e - t g .
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This Diesel-Electric Passenger locomotive (A unit) (Class CPA-16 — Road Numbers
6700-6705) was built for Canadian National Railways by the Canadian Locomotive
Company in 1955, .
P___‘o'-s“i__.
T ——
— K =+ :
1 O ) O Y (L “‘é} =3
M |3
| 0 :
i\
1 U
= SEE 5| } [: —
79 79’ ' l__9-4"
43' 5
14-2% 310" "-4"
' 56'-€5
TECHNICAL DATA
Sand Boiler Cooling |Lubricating ; Maximum | Haulage
Storage Water Water Oil ' Fuel Oil Wheels Journals Speed Rating,
28 cu. ft. (2020 imp. g1s. | 250 imp. gis. | 262 imp.g1s. [1000 imp. g1s. | 40" dia. 6!/, x 127 90 mph 38%
13
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Locomotive Tnformation and Data Steet
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This Diesel-Electric Passenger locomotive (B unit) (Clas

s CPB-16 — Road Numbers

4800-6805) was built for Canadian National Railways by the Canadian Locomotive

Company in 1955.

L oei ]
10-0"_|
Vs DO e e——— = —
== = === =—==—=-- @
] ‘[—Q\i o @ " w
| - |
1',',_7,; T o
\ a = /_ g \ 5 -
1_~ N 43-5" le—9-4" .
) a-2s _ 310" L
56-6%
TECHNICAL DATA
Sand Boiler Cooling |Lubricating : Maximum | Haulage
Storage Water Water 0Oil Fuel Oil Wheels Journals Speed Rating
28 cu. ft. 2020 imp. sts. | 250 imp. gis. | 262 imp.ats. [1000 imp. g1s. | 40" dia. 6!/, x 127 90 mph 38%

LOCOMOTIVE COLORS
Sides, sash, doors, green.

Vestibules and steps, black.

Trim, yellow.

Outside of back end door, green.

PUBLIC RELATIONS DEPARTMENT
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Roof, trucks, underframe and band
along side, black.

Lettering, gold with black outline.

Numbering, gold.

Lettering on trucks and underframe,

white.
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TOWNSHIP OF YORK RAILWAYS i
a brief history e X

THE HISTORY OF THE TOWNSHIP OF YORK
RAILWAY

In 1922, Provincial Legislation
was passed by Ontario, to permit the
Township of York to enter into an
agreement with the year old Toronto
Transit Commission for the operation
of the Commission's cars over the
said railways; while the agreement
that was actually entered into pro-
vides for '"the operation of the
townships street railways by the
Commission.

In the next year 1923, plans
were drawn up for the construction
of five lines. These lines were:

Route 1 - St. Clair
This line would operate from
Oakwood and St. Clair, via Oak-
wood, Vaughan Road and Eglinton
to the Canadian National Rail-
way Newmarket Subdivision at
Gilbert Avenue

Route 2 - Oakwood
This line would follow the St.
Clair line up Oakwood to Rogers
Road, where it would run west
on Rogers Road to Weston Road.

Route 3 - Pape
This line was to connect with
the TTC services at Danforth
and Pape and run north on Pape
to the vicinity of Don Mills
Road.

Route 4 - Coxwell
The line was to start from Dan-
forth and Coxwell, via Coxwell,
McMichael (now Mortimer), and
Lumsden to Main Street.

Route 5 - Runnymede
The line would run along Dundas KARDISE | 1),
Street from Runnymede to the 2~ Abukcingy | P H
hilltop overlooking the Humber !
River at Lambton Mills.

Routes 3 and 4 were situated in
the east end which at that time was
still part of the Township of York,
but by 1928 the east end area would
be called East York Township.

THREE ERAS OF PUBLIC TRANSPORTATION IN YORK

Top:

An old TTC horsecar turns off Rogers Road

into Bicknell Loop during the ceremonious N
opening of the extension of the Rogers Rd. g
line from Dufferin Street to Bicknell Loop

on 29 August 1925. (T.7.C.)

Centre: /
PCC streetcar number U543 prepares to enter s
Bicknell Loop on 17 July 1974 from Rogers

Road as evidence of the second generation

of public transportation in the Borough of

York. (Ted Wickson) e

——

Bottom: =
Trolley Coaches took over to provide the
third era of service in the summer of
197hk. Here, coach #9247 leaves Bicknell
Loop for its journey east along Rogers
Road on 23 July 19Tk. (Ted Wickson)




When the agreement was final-
ized between York Township and the
TTC on August 7th, 1924, the TTC
was authorized to construct three
lines. These were: Oakwood, Rogers
Road and Lambton. This involved the
construction of street car tracks
and overhead on Oakwood, Rogers Road,
Eglinton Avenue and Dundas Street
beyond Runnymede to Lambton Mills.
All other plans were dropped. When
the agreement was drawn up, the
former services of Lambton and Wes-
ton Road were taken over from the
Toronto Suburban Railway which had
been operating these lines for some
years. The Toronto Suburban Railway
was slowly but surely being phased
out as the TTC and the Township took
over. These lines were already
under construction when the details
were being worked out for the agree-
ment.

While the Oakwood and Rogers
lines were being constructed, negot-
jations for the purchase of the
Weston route were under way. Al-
though the Weston route was operated
by the TSR, the TTC had to negotiate
with the Canadian National Electric ]

Railway which owned the TSR. s i \

\

H . : \
Oakwo?,s ﬁﬁgeﬁ‘gggrigi?;eigﬁi;etﬁgened opening of a carline. A strange bus replaced the same ROGERS line on
with much fanfare. In these days it thing though; you will note in the July 21st, 1974, there were a few
was quite common for elaborate cere- opening ceremony photographs of the York Borough dignitaries and TTC
monies complete with a parade, plus Rogers line, thousands of people officials plus maybe two dozen on-
a band and speeches to precede the }1ped the route watching the festiv- lookers (mostly traction buffs) on
ities, but when the OSSINGTON trolley hand for the official opening of the

extension.

19 November 1924

Yes, 19 Hovember 192L was the big day!; the day when the
ROGERS and OAKWOOD streetcar lines in York Township (now
Borough of York) were opened for service with appropriate
ceremonies. Under an agreement between the township and
the Toronto Transportation Commission, the TTC built these
two street railway lines, and under the same agreement
commenced operation of what was known as the "York Town-
ship Railways".

The photos at left and below show the opening parade about
to leave the forming-up location on Oakwood Avenue at St.
Clair - certainly & big event in the history of both York
Township and the TTC.

The above photo depicts the parade moving west along
Rogers Road. (A1l photos, courtesy 7.7.C.)
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Five days later on November
24th the third Township of York car-
line LAMBTON was opened. Right from
the start, however, the line was
plagued financially due to lack of
sufficient patronage. The Township
and the TTC were forced into buying
the line from the Toronto Suburban
Railways as neither the Lambton nor
Weston line would be sold alone
without the other line being
included.

The last York carline to be
opened, WESTON, was opened on Novem-
ber 28th, 1925, after three years of
negotiation. This line to was open-
ed with the appropriate ceremonies.
The Weston line was owned by three
parties. The Town of Weston owned
the part of the line that went
through the town, the Township owned
the middle and the Toronto Trans-
portation Commission owned the part
that lay within the city limits of
Toronto.

Following is a history of the
four lines from the time that the
Township of York began operations.

LAVBTON

November 25th, 1924

York Township acquired the line
between Runnymede and Scarlett Road
from the Toronto Suburban Railway.
The line was regauged and operated
by the TTC as the Lambton line.

December 8th, 1924

The western terminus was changed
from Scarlett Road to Lambton Park
Loop.

July 18th, 1928

A vote was put before the rate-
payers of the area affected for the
abandoning of the Lambton line. As
mentioned before this line was los-
ing money.

August 18th, 1928

In accordance by the vote of
the rate payers, the line was aban-

¥o3

29 August 1925

Apprcpriate ceremonies and a parade of
specially decorated cars carrying digni-
taries marked the completion of the
ROGERS RD. street railway line in York
Township from Dufferin St. to the termi-
nus at Bicknell Loop.

The above photo shows the parade on
Rogers Road west of Dufferin St. and
the one below at Bicknell Loop.

(Photos courtesy Toronto Transit Comm.)

’

2N

doned. The next day the former car-
line was replaced by a bus service
running from Runnymede to near Lamb-
ton Park at Humbercrest Blvd.

WESTON

November 28th, 1925

Origin of the route. The line
ran from the crossover on Keele
Street, north of Dundas Street, via
Keele, Weston to Humber Street in
the Town of Weston. The section
north of the city limits at North-
lands Avenue was operated as a part
of the York Township Railways and
a separate fare was charged.

December 21st, 1940

This was the opening of the
Junction Terminal on the east side
of Keele Street, just north of Dun-
das Street. The Weston cars unloaded
and loaded their passengers and re-
versed ends in this terminal.

September 13th, 1948

Trolley Coaches replaced the
street cars between Dundas and St.
John's Road in Weston. Buses re-
placed the street cars north of St.
John's to permit the removal of
track and the widening of Weston
Road through the town of Weston.

December 17th, 1949

Trolley Coaches replaced the
buses north of St. John's to the
terminal at Blondin.

OAKWOOD

November 19, 1924

Origin of route. The route ran
from St. Clair via Oakwood and
Eglinton to the loop at Gilbert Ave.

February 23rd, 1945

The first Necessity Action (NA)
electrical switch at the TTC system
was installed at Oakwood and Rogers.

July 1st, 1954

The line was taken over by the
TTC and incorporated into the city
zone fare system.

MARCH-APRIL 17
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January lst, 1960

This was the last day of street
cars. On January 3rd Trolley
Coaches on the OSSINGTON route took
over from the temporary bus service
to provide another north-south line
to downtown.

ROGERS
November 19th, 1924
Origin of route. The route ran

from St. Clair via Oakwood and Rogers

Road to Dufferin Street,

August 29th, 1925

The line was extended from
Dufferin to Bicknell Avenue.

July 1st, 1954

Like Oakwood the line was taken
over by the TTC.

May 16th, 1955

The line was extended during
rush hours from Oakwood via St.
Clair to the St. Clair Subway Stat-
ion at Yonge Street.

July 19th, 1974 (6:40 p.m.)

Last ROGERS car (P.C.C. 4502)
left Bicknell Loop for Wychwood
Carhouse. Temporary bus service ran
over the route until Sunday morning
to permit final installation of the
Trolley Bus Overhead.

July 21st, 1974

Line officially replaced by an
extension of the OSSINGTON Trolley
Coach route.

In the past years we have seen
many street car lines abandoned in
the favour of diesel buses. Of
course many of these were in con-
junction with the opening of major
Rapid Transit Subway lines; however
it was the "in'" thing to do; to
replace street cars with diesels.
Examples would include HARBORD,
SPADINA, DUPONT, CHURCH, PARLIAMENT,
COXWELL and so on. However, there
has been a change. These days we
live in now are the days of the
energy crisis and the sky rocketing

cost of gas and oil. The TTC has
changed its mind, for the better,
indicating a return of electric ser-
vices in the form of Trolley Coaches
on Bay Street, and streetcars on
Spadina plus the Spadina Subway. One
interesting note though, only one of
the Township of York lines LAMBTON,
was replaced by diesel buses while
the other three routes were replaced
by Trolley Coaches.

)
4

TTC streetcar number 4526 turns north onto
Robina Avenue from St. Clair Avenue West
in order to enter Oakwood Loop, the east-
ern terminus of the ROGERS RD. streetcar
line. The loop is now used as a short
turn for ST. CLAIR streetcars and OSSING-
TON trolley coaches. (Ted Wickson)

BELOW :

Trolley Coach 9231, on run number 5 is the
first revenue coach to leave Bicknell Loop
at 6:14 a.m. on Sunday 21 July 197k.




Rogers Road IPictoriall

CANADIAN NATIONAL RAILWAYS ‘CANADIAN NATIONAL RAILWAYS
' COURTESY & SERVICE COURTESY & SERVICE

* on Rogers Road. At left, TTC streetcar number

sses underneath the Canadian lational overpass on 17 July
ating eastbound to s Oazkwood Avenue. At right, four
from Bicknell Loop

the same spot at approximately 6:30 a.m.

(Both photos - Ted Wickson)

BELOW

On 21 July 19Tk, the first day of trolley coach service on Rogers

Road, coach number 9247 proceeds eastbound at Lauder Avenue on its BELOW

way to Oskwood Avenue, where it will proceed south to the Bloor- PCC car number 4550 poses Tor the photographer on Robina Avenue,
Danforth Subway and on via Ossington Avenue and Shaw Street to the south-eastern end of the ROGERS line on 17 July 19T4. Saint
King Street, the southern terminus of the OSSINGTON-ROGERS trolley Clair Avenue is in the background. (Ted Wickson)

coach line. (Ted Wickson)

\\‘
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Cape Breton Steam Railway

ARTICLE AND PHOTOGRAPHS BY ROBERT J. SANDUSKY

CAPE BRETON STEAM
RAILWAY- 1975

Plans to create the Cape
Breton Steam Railway were
announced in 1972 and 1973 saw
the first service from Victoria
Junction to Lingan using 2-6-0
no. 42 and 3 wooden coaches. In
1974 operation shifted from
there to the more interesting
Glace BaY to Port Morien run.
A second locomotive was added
in the form of a face-lifted
Repton along with more
coaches.

Each year has seen an
upgrading of facilities and
service. For 1975 the CBSR was
able to provide an accelerated
schedule and on Wednesday,
Thursday and Friday durin
July and August the secon
locomotive was in service to
Eermit an extra trip double-

eaded. The previous 45-minute
trip to Port Morien was
shortened to 30 minutes, which
still resulted in a leisurely pace
that was about right for the
track conditions.

A visit one Wednesday last
August was perhaps a typical
day. No. 42 took the first trip to
Port Morien at 2:00 p.m. It
waited there until no. 926
arrived with the second run of
the day and departed on its
return  trip almost before
Repton’s wheels had stopped.
On arrival at Glace Bay it cut
off and ran to the nearby
roundhouse for a quick spin on
the turntable as 926 returned,
coupled its cars to those left b
42, and was turned also. Bot
returned to pick u% their train
and ran the (ﬁ)uble— eaded third
trip at 4:45. The two locos made
an interesting comparison at
speed. No. 42 has only 54”
drivers in contrast to the 79"’ of
Repton and looked as though it
was continually trying to push
the larger engine out of the
way. Following that trip the
locos handled one more run

20 RAIL AND TRAMSIT

each, the last one returning at
9:45 p.m.

To carry the crowds there are
three wooden coaches, which
normally run with 42, and three
steel cars for 926 (all ex. CNR).
As well there is a British
carriage (ex. Great Western
6705) and an ex. CNR business
car. All but 6705 have been
painted a medium green at the
DEVCO shops and given
names. The wooden coaches
have the names of Miner’s
Museum, Ocean Deeps Colliery
and Fortress Louisbourg, while
the steel ones are Caledonia
Colliery, Highland Cheer and
Giant McAskill. The two loco-
motives are green also, 926 as it
was on the Southern and 42 a
handsome dark green. Repton
and its carriage are on loan
from Steamtown and have been
in North America since May
1967 when they landed at
Montreal. No. 42 gelongs to Mr.
R.L. Tibbits of Stellarton. It
was constructed in 1899 as a
2-6-4T and was modified to a
2-6-0 in 1946. It worked for the
Dominion Coal Co., the Sydney
& Louisburg and finally the
Acadia Coal Co. at Stellarton.

Glace Bay station is only a
few hundred feet from
DEVCO’s large roundhouse and
car shop (and contains the
dispatching office for the sys-
tem). When not observing
steam in action you can always
look over DEVCOQ’s diesel
roster which is mainly yellow
and green RS-1’s. However on
the heavy side are a pair of
C420’s and on the other side a
rare and ancient EMD model
40. Release forms are obtain-
able. The CBSR activities are
punctuated frequently by the
passing of DEVCO units on the
way to the roundhouse and by
the odd coal train which shares
the route as far as a generating
station at Caledonia Junction.

The 30-minute run gives just
enough time to savour the
smoke and cinders from the
open platform of Miners’ Mus-
eum, make a walking tour

OPPOSITE PAGE:

TOP; CN diesel #3666 with train 19 is
seen at Sydney N.S. bound for Halifax.
CN passenger facilities occupy one cor-
ner of this large and relatively new
building which is mostly a warehouse.
The SYSCO steel mill is in the back-
ground.

BOTTOM; CBSR #926 and 42 run north-
bound between Reserve Jct. and Glace
Bay, returning from Port Morien on 28
August 1975.

CAPE BRETON

STEAM RAILWAY

OPERATED BY THE CAPE BRETON DEVELOPMENT CORPORATION
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of the other cars and chat with
the conductor. On a hot day
the return trip can be spent
resting on the exotic plush
inside Highland Cheer, enjoy-
ing the air conditioning and
gazing out past the velvet
rapes at the ripples of Sand
Lake or the towers of the local
heavy water plant.

Port Morien facilities include
anew wye and siding as well as
a neat little station, snack bar
and souvenir baggage car.
Tours to a nearby old mine in
the sea cliffs are run via double

72 RAIL AND TRANSIT

B b oy R sk B3

Ex Sydney & Louisburg station
is seen at Louisburg N.S. It is now a
museum of rail and marine interest. CN
boxcar #502605 and an ex Cumberland
Railway caboose sit beside the station.
The station was built in 1895, abandoned
in the 1960s and purchased by the town
in 1971.

BELOW: DEVCO track crew takes the
siding while No. L2 gets set for its
first trip of the day. DEVCO round-
house and shops are on the left and
siding for CBSR passenger stock is on
the right. The date is 27 August 1975.

| /
|




deck bus. With some fossicking
about one might even turn up
traces of the 42 Gowrie
tramway which ran in the area
until 1894. It all adds up to a
good trip, well worth taking.
Any visitor to the area
travelling to Louisbourg should

allow an hour to visit the
museum in the ex. S&L station
there. The 1895 structure was
abandoned in the 1960’s but
aquired by the town in 1971 then
restored with a lot of volunteer
assistance. Some track outside
has been restored and while 23

miles from the nearest rail line
it carries a boxcar and caboose
(which appears to be ex CPR
via Cumgerland Railway). In
the large station is a rail and
marine display with artifacts,
models and many fine photos of
local transportation interest.
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Cape Breton Steam Railway 1ocomonve rose

The Repton
4-4-0

The latest acquisition to the Cape Breton Steam
Railway roster rolled into Glace Bay in March,
1974. The REPTON, a 4-4-0 Schools Class loco-
motive was obtained from the Steamtown Railroad
Museum. She is a product of the Eastleigh Loco-
motive Works, built in 1934 and designed by
R.E.L. Mounsell for the Southern Railway of
England. The “New Girl”" as she is affectionately
known is representative of a type of locomotive
designed to operate at high speeds over a system
where the operation of larger engines was not per-
mitted due to loading guage and weight restrictions.
When they first went into service the Schools Class
were the most powerful 4-4-0 type in Europe, and
throughout their career on the Southern Railway
they performed outstanding service. Upon her
arrival in Glace Bay the 926 was completely over-
hauled by the roundhouse crew which again rose
to the occasion.

The “Old 42”
2-6-0

Built by the Schenectady Locomotive works in
1899, this engine originally took the form of a
2-6-4 Mogul Forney with a small tender attached
to a rigid frame. In 1951 she was converted to a
2-6-0 Mogul with a “swinging tender”. She served
on the old Sydney and Louisbourg line until 1955
at which time she went to the Allan Shaft in
Stellarton. In approximately 1962 she became the
property of Mr. R.L. Tibbetts and she was dis-
played on his property until 1973 when he turned
her over to the Cape Breton Development Cor-
poration. The rebuilding of the 42" was a tremen-
dous task and only the untiring efforts of the shop
staff in Glace Bay turned an exciting dream into a
reality. There were many wet eyes in evidence
when she rolled out of the roundhouse under her
own steam in the summer of 1973.

BELOW: Cape Breton Steam Railway nos.
926 and 42 are shown with the 4:45 double
header bound for Port Morien. With the
Glace Bay heavy water plant in the back-
ground, they are seen crossing McAskill
Brook on 27 August 1975.

BOTTOM RIGHT: CBSR #926 and 42 approach

Morien Junction from Port Morien on 27
August 1975.

The Old fﬁ‘m/y Swa

2-6-0 . o e
Vital Statistics
1899 BUILT
Schenectady BUILDER
Two-19" CYLINDERS
Fifty-five inches WHEEL DIA.
180 Ibs./sq. in. BOILER PRESS.
26,100 Ibs. TRACTIVE EFFORT
122,000 Ibs. TOTAL ENGINE WT.
10,000 Ibs. COAL CAP'Y
5,000 gals. WATER CAP'Y

4-4-0

1934
Eastleigh Works, S.R.
Three, 16% x 26"
Seventy-nine inches
220 Ibs./sq. in.
25,130 Ibs.
218,000 Ibs.
10,000 Ibs.
4,000 gals.
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TWILIGHT
OF STEAM

THE FINAL YEAR OF C.P. STEAM IN MONTREAL

PICTORIAL BY IAN TAYLOR

LEFT:

Displaying its feedwater pump, usually
identified with Canadian steam locomo-
tives, Canadian Pacific #2816, a 4-6-4
glides a passenger train through the snow
covered suburbs of Montreal.

BELOW:

This magnificent shot of now-preserved
and operating Canadian Pacific #1201 was
taken while backing into CP's Montreal
Windsor Station. This locomotive was
kept in storage by the National Capital
Commission, in the National Museum of
Science and Technology in Ottawa until
1973, when it was turned over to the On-
tario Rail Association of Bramalea Ont.
to be rebuilt in the CPR shops at John
St. in Toronto.

PAGE 26:

TOP:

Canadian Pacific steam locomotive #2811
poses on the ready track waiting for the
evening commuter rush home with a full head
of steam.

BOTTOM:

With white flags flying and black smoke
billowing, Canadian Pacific Railway steam
locomotive number 1270 rounds the bend on
a special run. This engine was used until
the final days of steam glory on the CPR
in the Montreal area, hence with driving
speed, 1270 charges off the page....but
never for those who hold fond memories of
1270 and Canadian Pacific steam.
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TRACT

EDITED BY MIKE ROSCHLAU

W30 AND W31 -
SURFACE RAIL GRINDER

Shortly after the Toronto
Transit Commission’s decision
to retain streetcars indefinitely
(November 1972) the TTC
Equipment Department began
a review of its fleet of rail
service vehicles. In particular,
the area of rail grinding came
under intense study. W-28, the
only remaining surface track
grinder at the time, had
performed well over the years
but its age and future effect-
iveness were of concern to the
TTC. Despite its 1971 ‘‘modern-
ization’’ (see photo), the car
body and its mechanical and
electrical e?uipment were
basically still that of 1917.
Accordingly, authorisation was
sought and obtained to con-
struct a new PCC rail grinding

RIGHT: The old rail grinder, W28,
emerges from St. Clair Station on a
regular grinding assignment in July of
1971. (Ted Wickson)

BELOW: Here, W30 and W3l are seen in
regular grinding service on The Queens-
way on 19 March 1976 heading east.

(Ted Wickson)
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train for surface operations. Of
the MU cars available, it was
decided to use two ex-Cleveland
MU cars (class A-11) for this
purpose. Cars 4631 and 4668 (ex
CTS 4206 and 4243) were
withdrawn from service in the
fall of 1974 and moved to
Hillcrest Shop. Car 4631 be-
came the lead car (W30) of the
train. It was finished by the end
of 1974 as it was the simpler of
the two vehicles to convert.
However, W31 took most of the
1975 to complete - the major
effect being si)ent on the
intricate assembly of the spec-
ial trucks for the car. Although
both cars retained their usual
dynamic braking functions,
W30 has the standard PCC
I . truck complete with track
by A brakes on W31, grinding stones
and the mechanism to raise and
lower them were installed. To
accomodate the special equip-
ment in the trucks of W31,
oversize subway type wheels
are used and the body is 5%
inches higher than that of the
lead car, W30.

TOP: The newly completed rail grinding
train poses at St. Clair Carhouse on 11
February 1976. Note the extra headlights
on the front end.
LEFT: A close-up view of the front truck
of W3l. DNote the lowerable grinding
blocks between the two subway-type wheels.
BELOW: The left side of W30 and W31.

(A1l three photos - Ted Wickson)
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Both cars have complete
operator’s controls and motor
generator sets and, if necess-
ary, could be moved separately
under their own power. W31 is
trainlined through the K-1-D
coupler on the cars and for this
reason its pole is not normally
up. This feature permits the
grinding train to operate any-
where on the system (only the
QUEEN route is equipped for
the conventional MU operation
with the poles of each pair of
cars up and the necessary
locking and unlocking con-
tractors in place on the
overhead).

Other features of the grinding
train are the 500 Imperial
gallon water tank in W31
permitting longer hours of
operation and optimum grind-
ing speed of 23 miles per hour.
W30 and W31 began on-street

trials in mid-February and the routine grinding assignments. o Sittn s o Bl LTS R

train was turned over to the W28 will then be retired. BELOW: W28 on a reguler grinding as-

Plant Department in Aprll for signment at Mt. Pleasant & St. Clair.
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TTC STREETCAR
PERFORMANCE RECORD
IMPROVED

Since the TTC has engaged
themselves in their PCC car
refurbishing programme, the
amount of defects occurring on
streetcars has made a sub-
stantial decline. Average fleet
miles per car defect for the
entire PCC fleet increased from
1100 miles in January 1972 to
2900 miles in June 1975, a 161
percent improvement. For the

LEFT:

During the winter of 1975-1976, Toronto
was plagued with more than twice the
amount of snowfall experienced in the
previous year. Undoubtedly, such an
occurence becomes a great handicap to
a city's public transportation system.
The TTC survived the weather problems
astoundingly well, with a minimal num-
ber of delays in service. The view
shows a St. Clair car making its way
through St. Clair Stn. on 20 December
1975. (Ted Wickson)

BELOW:
The UTDC has come out with yet another
model of their new LRV design, this time
in Calgary colours (which is not appa-
rent from the black and white photo.
Incorporated are the design changes ini-
tiated in the full-scale mock-up.
(Toronto Transit Commission)




month of October 1975, follow-
ing are the changeable defects
broken down into classes of
refurbished cars (major items
only):

miles defect free

1 traction motor defect

37 traction control defects

1 braking system defect

2 truck defects

Total 41 defects; Car average of
7,056 miles per defect

A-7 class (98 cars) 257,673
miles defect free

1 traction motor defect

42 traction control defects

1 braking system defect

no truck defects

Total 44 defects; Car average of
5,856 miles per defect

A-8 class (48 cars) 138,435
miles defect free
no traction motor defects
21 traction control defects
4 braking system defects,
no truck defects
Total 25 defects; Car average of
5,537 miles per defect

This class excusively uses
the Bathurst Street hill and
motormen are very critical
about the braking perform-
ance.

TOP LEFT:

Ex-Cornwall Ontario Street Railway,
Light and Power Company electric loco-
motive moves passenger equipment north-
bound on the Ohio Railway Museum's line
in Worthington Ohio. The locomotive

has been repainted into the black scheme
of its original owner, The Youngstown
and Ohio River Railway, where it was
number 7. The date is 11 October 1975.

CENTRE AND BOTTOM LEFT:
Ex-Toronto Transit Commission Crane Car
C-2 is shown on 11 October 1975 being
used to unload parts of the Ohio Railway
Museum's newly acquired rectifier power
supply from a flatbed highway trailer.
Since the C-2 is now on non-powered
trucks, it must be towed to the point of
use by other museum equipment. In this
case, the power was supplied by an ex-
Columbus Ohio streetcar, number 703.
The end of this car may be seen at the
extreme left of the centre photo (doors
open) with tow bar in place. C-2s ori-
ginal TTC gauge powered trucks were
never shipped from Toronto.

(Three photos - Richard F. Glaze)
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