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DANIEL WILLARD WAS
BORN IN VERMONT AND
STARTED HIS RAILROAD
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DANIEL WILLARD—ENGINEER

T LAaST DANIEL WiLLARD was to realize the fullness of
A his youthful ambition. He was to become a railroad
engineer. He had loved engines almost from the first sight
of the Governor Smith of the Vermont Central as it went
racing its way across his father’s farm. He had seen many
other engines since that day—engines of the well-found
Northern Railroad of New Hampshire; the funny lictle
fellows of the Southeastern of Canada; one or two of the
sleek and aristocratic Boston and Albany, far to the south;
good pullers on the Connecticut Valley and the Fitchburg,
but none of these have ever had the appeal to him of the
Governor Smith, the engine which combined beauty with
efficiency, which could run a mile in sixty seconds with a
goodly train behind it and think nothing of it.

“That locomotive had more to do with my becoming a
railroad man than any other thing I can remember. It was
one of the most beautiful locomotives ever built, certainly
the most beautiful T had seen as a boy, and I made a point
) see it as often as I could,” says Daniel Willard.

" He will take a photograph of the Governor Smith today
;anid point out the beauty of its lines, for they still appeal
‘to him. He notes the symmetry of its design and the raci-

ness of its lines; the oil paintings on both sides of the
49
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© hewwas Now On a passenger rum: the night express from
Mont{eal down to Boston; engine Dartmouth and four
cars, including the sleeper; engineer Shorey at the throt-
tle, hauling her all the way over the Passumpsic from
Newport to Woodsville, sixty-five miles.

Shorey was an experienced engine runmer, but with one
bad habit in his work. In the phrase of the road, he
“petted his engine.” There was a rather mean upgrade just
below Lyndonville—eight or ten miles of it, thirty to
thirty-five feet to the mile—and by his curious way of hold-
i;lg back the old blunderbuss, the Dartmouth invariably
would come up to the summit of the grade ten or twelve
minutes late. Dan Willard on his side of the cab was
worried.

The track on the Connecticut and Passumpsic Rivers in
those days was nothing to brag about. The rails were each
twenty-four feet long and they weighed about forty-five
pounds to the yard. It was, at the best, poor track and if you
ran it too rapidly your passengers were kept awake with
the racket and the pitching.

Nightly, in an endeavor to make up all this lost time,
Shorey would push the Dartmouth and her little train
down the other side of the Lyndonville grade at a terrific
rate; and still come into Woodsville depot ten to eighteen
minutes late all the time. Daniel Willard distinctly did not
like this. It was not the sort of railroading that he had been
led t6 anticipate and he had some regard for his own
precious neck (he already had been in a derailment and it
was no_pleasant experience). So he went Lo Harley Folsom
to have his run changed. The next engineer he drew was
Robert McVicar who was 2 different sort of an engine-
runner—quite the star man of the whole road.
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causing damage to property in case things had not worked
out as I had expected. Fortunately they did work out as 1
had expected, and nothing happened, but I was careful to
keep out of Mr. Brigham's sight for a time until he had
had a chance to forget what was uppermost in my mind.
Whether he actually forgot it or not, I do not know. He
never said anything to me about it. Silent treatment some-
times, I think, is better than more drastic action.”’
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tender...the graceful pointed arches of the cab windows
... the “star decorations” between the drivers...the fili-
gree work and painting here and there all over the en-
gine...the shining brass of the metal work. He comments:

“Note the attitude of pride and sangfroid on the part of
that engineer. He wears his cap at a jaunty angle, the

white shirt that he is wearing suggests that he is handling ..

a clean piece of machinery, his dressy vest and his long
gold watch chain denote the prosperity of his profession.
Engineers of his type were the idols of the countryside in
those days. They were regarded in almost the same esteem
as the president of the town bank or the head of its largest
business enterprise. No wonder the boys living along the
road in those days looked up to the engineer's job, as I
did, as about the height of their ambition.”

At nineteen years of age and still weighing scarcely 125
pounds, he was adjudged ready and fit to run a locomotive
himself, to take it out upon the open line and to assume
full responsibility for its safe handling. There hardly has
been a time in Daniel Willard's life when he has not been
asked to accept responsibility. He had it when he filled the
wood-box at seven; when he taught school at fifteen.

He was ordered to report for duty at the roundhouse
of the Connecticut and Passumpsic, at Lyndonville. Just
why the Passumpsic’s chief shops and roundhouse were not
at St. Johnsbury, seemingly a far more logical place, it was
hard to discover. When one dug deeply enough into the
history of the little road, however, he found that it all went
back to a row between the two Vermont towns in the early
days. Lyndonville won!

The shops were within easy walking distance from the

.
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somewhat pretentious two-storied brick passenger station
on the main street. They formed a considerable plant.
There at the end of the 'seventies the road had about thirty
locomotives and their proper care and maintenance was
no small business.

To this day Daniel Willard can tell you the name and
number of each of the engines of the Connecticut and Pas-
sumpsic—Number One, the Caledonia (named for the
county in which Lyndonville is sitnated)—Number Two,
the Green Mountain Boy (enough said)—Number Three,
the Omnge——Number Four, the Orleans (another Vermont
county)—Number Tive, the Dartmouth—Number Six, the
Enterp_"riseFNumber Seven, the Maogog—Number Eight,
the Massawippi—so the list Tuns, He remembers most of
the engineers as well, for they still stuck to the pleasant old-
fashioned habit of assigning 2 particular engine to each
engineer.

Best of all he remembers the Number Twenty-nine, the
w. K. Blodgett, the engine which finally he came to drive
and to love. The B lodgett was not particularly loved by
most of the Connecticut and Passumpsic people. For one
thing, she was an outsider. The road had had the habit of
building its own engines; that is, they called it building
the engines, when, as 2 matter of fact, it was for the most
part a sort of assembly job. Still the back shop there at
Lyndonville could do a mighty fine job when it was called
upon to rivet and weld a boiler for a new piece of power,
and they were not afraid, either, tO forge 2 truck frame
when it had to be done.

The Blodgett was difierent. The Blodgett was an oult
sider, not a product in any way of the Lyndonville shop.
She was Rhode Island built and the men on the Connecti-
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cut and Passumpsic didn’t like her, both because of that
and because she did not have a water-glass on her boiler.
Instead there were three or four little gauge-cocks and you
had to put In some time and effort occasionally to make
sure that your water was well up over the crownsheet. But
Daniel Willard did not particularly mind taking time and
effort, for when you came o know the Blodgett, to under- ..
stand her and she to anderstand you, there was 1no other bit
of motive power on the road which could do 2 tidier bit

4

of pulling.

With her, Willard would pull freights up the long grade
on the Canadian side of the Line as you camc near Len-
hoxville. That hill was a mean one. You cut your train
(freight train, of course) in two and left half the cars stand-
ing on the main while you toted the first half up; then
you went back and toted up the rest of the train. Seems
like rather slow railroading these days, but that's the way
they had to do it on the old Connecticut and Passumpsic.

Here is about the way you had to handle the W. K.
Blodgett. You had to understand those gauge-cocks; you
had to understand everything else about the cab-end of that
boiler of hers—the rest of the engine as well. You could y
nurse her—without petting her as Shorey used to do with
his engine. You had to understand the line as well and
know just when to put the steam on and then cut it off—
throttle lever out a notch here, in 2 notch again there. And
then, soon, you Were getting twenty-two cars up the hill into
Stanstead Junction, no stalling and no losing a lot of time
with “doubling.” When Daniel Willard could do that trick
he began to suspect chat at last he really was an engineers
He could make the Blodget snake its twenty-two \».g:afs_
along the level stretches at an €ven twenty-five to thirty _
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miles an hour, which was a little more than the running
schedule demanded. He suspected that they had given him
the Blodgett because no other engineer on the road could
be induced to take her. And here he was—making good
with herl

There came the time, almost inevitably, when young En-
gineer Willard had to go through his first accident, bring-
ing a freight down over the line—this was before he tackled
the Blodgett. There was a nasty derailment at Folsom’s
Crossing, just one mile north of Lyndonville. Let En-
gineer Willard tell the story in his own words:

“] was running 2 locomotive named the Amos Barnes,
that being the name of a man who was at one time a pas-
senger conductor on the Passumpsic railroad and, later on,
a director of the company. Our train left Sherbrooke in
the early morning and should have arrived at Lyndonville,
its destination, in the late afternoon. We were delayed,
however, getting by a burning shed filled with company
wood for locomotive use at Smith’s Mills (Ganada) and s0
we were two or three hours late at the time of the accident
and it had become quite dark., Furthermore it had been
raining near where the accident took place and consider-
able gravel had washed onto the tracks at the highway
crossing. I suppose the gravel was four or five inches deep
over the rail and filled up the flanges. We were running
at the time, I suppose, about fifteen or eighteen miles an
hour and were only about one mile from Lyndonville sta-
tion, the end of our run. Suddenly the engine began to ride
very roughly, the headlight went out—meaning, it stopped
burning—and we were in the dark. It soon became ap-
parent, in much less time that I am taking to tell it, that
the engine was off the track and running on the ties, and
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I concluded that I had better get off, and I did so—after
taking time, however, to reverse the engine. We had no
airbrakes in those days. I jumped off in a somewhat shal-
low cut through 2 sand and gravel formation and natu-
rally fell upon my face, but I was not injured. I got up
immediately and with all the haste possible began to climb
up the side of the cut away from the track because I ex-
pected that the cars following the engine would be derailed
and might pile up on top of me.”

Young Engineer Willard had been taught by his fellows
what to do in ecmergencies like that; moreover, his owh
common sense was of no little avail at that bewildering
moment when the bulky little Amos Barnes was piling her
nose into the gravel. But the cars failed to pile up on top
of her as Daniel Willard had anticipated. He was lucky. His
fireman was not so fortunate. Let Mr. Willard resume:

“My fireman also jumped off, from his side of the-en-
gine, but did not get away from the track a sufficient dis-
tance. He was caught under the tender and died the next
day.”

The following account of the accident, taken from the
Weekly Caledonian, published at St. Johnsbury, Septem-
ber 22, 1882, tallies well with Mr. Willard's memories of it:

SErRIOUS ACCIDENT

The way freight south, due at Lyndonville about 4:00 2.M.,
was detained several hours at Smith’s Mills, P. Q. last Friday
(Sept. 15, 1882) by the burning of a woodshed. It reached
Folsom’s Crossing about one and one-half miles north of Lyn-

- . }
donville at 7:20 p.M., just at the close of a heavy shower. The
storm had washed the sand from the road on the crossing\to

a depth of six or seven inches, and when the engine struck
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the sand it was thrown from the track and was followed by
the tender and three of the twenty seven cars in the train. The
engineer, Daniel Willard, jumped from the engine very soon
afrer it left the track and escaped unhurt. The fireman, Ed F.
Jenness of Lyndonville, did not jump, and in consequence
was severely, if not fatally, injured. The engine went about
Rfteen feet from the track and remained right side up buried
in the sand almost to the boiler, The tank lay nearby, bottom
side up, and on the top of the tank and engine was a box car
loaded with lumber and piled all around were the trucks of
the tender and three cars. Under one of the truck beams with
the engine on one side, the tender on the other, a box car
directly over his head and a dozen car wheels within six feet
of him, young Jenness was found. The ground underneath
him had to be shoveled away before he could be released. His
escape from instant death was miraculous. His recovery, at
present writing, is very doubtful. His injuries are all internal;
not a scratch being found on his body and no bones broken.
The damage to the railroad company will probably not exceed
$1500. The track was cleared for the passage of trains about
2:00 A.M.
P.S. Jenness died. Wednesday.

That accident had a more profound effect upon young
Willard than he realized at just that time. It gave him a new
and quickened sense of responsibility for the profession he
was entering—and remember he never has been a man to
shirk responsibility. Moreover, having gone through a seri-
ous accident of that sort, he gained for himself a new sense
of respect from his fellow workers, almost all of them men
much older than himself.

They were getting used to Dan Willard by this time.
Nobody seemed to care any more when he refused a drink..
An odd duck, young Willard. Not always easy to under-
stand, with all his questionings and his arguings, but a
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young man to be respected always. Under that quiet ex-
terior there lurked a quick temper. Men did not even try
to play jokes on Dan Willard.

The Lyndonville shop stands today pretty much as it
used to stand. It was a sizable place, brick, a sixteén-stall
roundhouse, all roofed including the turntable, and then
the big back shop. To get into the back shop an engine had
to cross the roundhouse turntable, then the turntable had
to be moved, just one track, after which there was clear
track right down the middle of the shop. In the back shop
they were forever hard at work. They might have the big
fifty-ton Emmons Raymond down or the little Pony or the
Orleans . .. but they were forever tinkering with one engine
or another in there.... A locomotive looked pretty helpless
and silly when it was dismantled in the back shop, but you
knew that soon they would have it together again and off
it would go, better than ever, snorting its yellow breath
through that gfeat balloon funnel and sending its rods and
its drivers all at a tremendous pace, snaking its train through
the pretty river valleys and then up over the hills. +

They had good workmen in Lyndonville shop, men like
John Shirley and John Hubbard and Clark Woodbury and
Lucius Brigham, who was to become its master mechanic,
known and respected from one end of Lyndonville to the
other as “Old Brig.” These men in the back shop were
pretty much individualists in their way of working. Those
in the machine shop alongside, like Tim Walter, for in-
stance, who set the valves and did even more complicated
and intricate jobs, worked more in gangs in the modern ;vay
of doing it. _

They used to see Daniel Willard as he passed through the

o T
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shop on his way back from his engine-run to his boarding-
house. It was always quite shadowy in the back shop and
you could see his slim figure clearly outlined in the sun-
light outside as he picked his way down the track and
scross the turntable—through the roundhouse and into the
back shop. At that, he could have made a far shorter cut to
the boardinghouse, but he seemed always to prefer going
through the shop. He liked the shop. He liked to stop and
talk with the men who were working there. He would watch
John Shirley setting valves...or a gang working to get a
locomotive “out of tram,” which meant getting her pins
straight on the quarters 5o there would no longer be a kick
in her rods when she was under pressure. ...And he was
forever asking questions. Tim Walter, the foreman, com-
mented on this one time to young Robert McVicar. Said he:

“Gomehow he always reminds me of the Boy in the Bible
who used to go into the Temple and ask the money-changers
questions they could not answer.”

Harley‘ Folsom did not work in the back shop, but his
office window in the second floor of the passenger station
commanded a good view of the yard and from there he used
to watch young Willard, too, musing to himself. He liked
young Willard. There was not one of the road’s engineers
whom he liked better. But he wished that young Willard
would keep away from those meetings they were beginning
to have in a hall just off the main street of the village.
Brotherhood meetings, they were called—and Harley Fol-
som, superintendent of the Connecticut and Passumpsic
Rivers Railroad, did not approve of them in any way, shape
or manner. He wished his men would keep away from them;
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THE CANAAN AFFAIRS

In the first decade of the twentieth
century the small Grafton County. New
Hampshire, town of Canaan, located on
the Boston & Maine Railroad's Concord
Division main line (nee Northern R.R.—
now the New Hampshire Route main
line} some 15 miles east of White River
Jet., received instant and tragic notoriety.
Not just once but twice, within almost
exactly a two vear period, the village of
West Canzan, located 4% miles to the
west of the center of town, bore witness
to fata! train collisions. The horror of the
first made such an everlasting impression
on the populace that even today the
merest mention of the “Canann Wreck”
will evoke instant response and comment.
The second, although resulting in far
fewer casualties, had many similarities to
its predecessor,

In the early vears of the century a
large percentage of the mill workers and
their families in the various cities along
the Merrimack River were immigrants
from Canada; hence train travel was
heavy between places such as Lowell,

by H. Bentley Crouch

Nashaa and Manchester and the cities of
Montreal and Quebec City to the north.
Consequently, trains with through cars
for Boston were regularly scheduled
hetween the two major eities in the Pro-
vince of Quebec and the capitol city of
Massachusetts.

On Sunday, September 15, 1907, train
No. 34, the Montreal to Boston overnight
express via the Central Vermont Railway,
was scheduled to leave White River [et.
at 3:24 a1 but because of various delays
up the line did not depart from there
until 5:00 a.»., one hour and 36 minutes
late. Train No. 30, a similar overnight
train from Quebec City to Boslon via the
Quebec Central Railway and crowded
with people retuming from the Sher-
brooke Fair. had been likewise delaved
and left White River Jeb. at 3:56 a ., 45
minutes after its scheduled departure
time of 3:11 a.v, Its consist that marning
was engine 780 (renumbered 2083 in
1911), a baggage car, coach, smoker and
a sleeping car on the rear,

To the south, third class freight No.

267, with engine 688 (renumbered
1436) and 27 cars, had departed Con-
cord, New Hampshire, at 12:453 a.v. on
its normal run to White River Jct. Because
of the delays to trains 30 and 34 and the
desire of the dispatcher in Concord to
keep No. 267 moving, he had issued
orders to No. 267 at East Andover. These
orders advised the crew of the freight
that No. 30 would run 40 minutes late
from ‘White River Jet. to East Andover
and that train No. 34 would run 30 min-
utes late from White River Jet. to Con-
vord, The effect of these two orders was
to allow No. 267 to meet the two
passenger trains at points further north
than if they were on time. This was
normal and conventional operating pro-
vedure. After these orders had Dheen
delivered and No. 267 had departed East
Andover. the dispatcher received further
intelligence to the effect that train No. 34
had been additionally delayed. Seizing
the opportunity to further advance the
freight along the line, he annulied the
earlier order instructing train No. 34 to

A general view of the September 15, 1907, collision at West Canaan looking towards
White River Junction. The photo was taken after the fog had burned away but before
the telescoped baggage car and coach had been removed from the track, Engine 688,
which was on third class freight No. 267, lies on its side in the foreground.

Clinton Atkinson, H. Bentlay Crouch Cellection
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run 30 minutes late and issued a new
order which read as follows:
Order No. 4
September 13, 1907 Canaan
C. & E, No. 267
No. 34 Thirty Four will run
one hour and 10 minutes late
Wesl Lebanon to East An-
dover

This orcler was to be delivered to No. 267
at Canaan and would allow that train un
additional 40 minutes more time on No.
34’s schedule. There had been no change
in the order requiring train No. 30 to run
40 minutes late and it was the intention
of the ireight to meet No. 30 at Canaan.
The order was put out at 3:38 a.nmt. and
way immediately repeated back to the
dispatcher by the operators at While
e River Jet. and East Andover as was re-
‘ quired by the rules governing movements

of trains by train order. The dispatcher

had not been able to raise the operator at

Canaan at that time but at 3:46 ar he
et did gin contact with him and he then
gave him the order, It was repeuted buck

Canaan

East Andover

Franklin

CONCORD

and the repeat was verified by the opera-
tors al White River Jet. and Bast Andover,
So far. so good.

When train No. 267 arrived at Canuan
shortly after 4:00 a.an thev found the
order board at stop and the crew retired
to the telegraph office to receive their
copy of the order cited above. But this
order was different! For reasons never
satistactorily explained, it read: “No. 30
Thirty will run 1 hour and 10 minutes
fate. . . 7 Having no reason to question
the content of the order and recognizing
that this order would allow them tu pro-
ceed to Enfield for No. 30 if they hostled,
they immediately signed for the order.
returized to their train and left town, The
Cuanaan operator reported  this to the
dispatcher and  the order was made
complete ab 4:15 A,

So now the stage was set for tragedy.
A dense Jowland fog enveloped  the
countryside as No. 267 accelerated into
the night. Visibility was almaost naught
and the glow from the ailburning head-
light penetrated only a few feet into the
murky gleom. Yet the crew was confi-

dent that thev had the right of track to
Enfield. Just to the north. train No. 30.
running about 45 minutes late and fully
expecting No, 267 to be in the clear at
some station further down the line,
passed the sleeping hamlet of West
Canaan an the fiy, About two miles east
of that station, on a stretch of tangent
track about a mile and a half in length,
the two trains came together. Had the
fog not reduced visibility to nothing it is
probable that the trains would have
observed each other in sufficient time to
come to a stop or at least reduce speed
sufliciently  to lessen the impact. But
such was not the case and the force of the
collision was dramatic and devastating.
Both locomotives were almost totally de-
molished and manv freight cars were
derailed. The tender of the engine on
Na. 30 wus telescoped into the baggage
car which in turn was telescoped into the
coach behind it. At 4:24 at., twentwsix
penple, all in the coach, met instant death
and twenty others were injured. Remark-
ably not oue of the crew members of
either train werve killed and the occupants

FALL 1975 21
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of the smoking car and sleeper snffered
only minor injuries and shock.

The telescoping of the cars was nol
an unusual phenomenon in those davs of

saclen equipment. In this particnlar case
-he rear end of the baggage car was
vanked upward when the engine went
of the track and down the embank-
ment and the force and momentum of the
apposing [reight train drove the baguage
car hack above the frame of the conch
andl intn the passenger compartment. The
body nf the haggage car destroved every
seat on the north side of the coach and
mast of those on the opposite side, vet
the fAoor and frame. the rool and the
sonth sidde remained prictivally intact,

The usual investigations were carried
out by the raiload and by the New
Humpshire Railroad Commissioners. Al
the principals involved were ¢niestioned

intent v with niseh emphasis plwced on
the Lestimons o the dispatelier in Cone-
cord and the operator at Caunaan, The
ispateher’s train order hook and records
of  messaves anel received  were
minutely  examined.  Railrond, officials
wore satishied thal the dispatcher had
[ulfilled his duties faithfully and in com-
plince with all applicable rules. They
assessed  the blume on the operator at
Canaan who had written 30 insteadd of
24 on his capy of the ill-lated order. The
Railroad Comissioners, on the other hand.
seemed te make much of the faet that
the order swas fssned alb 3:38 aor and
nat made complete antil 4:15 a0 They
appeared o confise the made complete
time { the the the dispateher so desienat-
e the order [ollowing receipt of the

sent

inlarmation that the frefeht had siuned
var with the time the

fenr ity af 1215

All photos this page, Clinton Atkinson, H, Bentley Crouch Cotlection
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nperdor ol Chamaan repeated it back
CRAB A Their veport indicated that
they were inder the impressinn that the
disputcher bad not given out the order
vl 4:13 a a1 and felt that the supposed
57 minute lapse (from the time the dis-
pateher first issued the order at 3:38 s
had resulted in the dispatcher confusing
train No. 34 for No. 30. They chose to
overlook the Tact that the Canaan opera-
or had rvepeated the order hack at 3:16
st that his verbatim repeat was verifi-
o by the other aperators along the line.
aned that the dispatcher had properly
inderseored the Canann operator’s repeat
in his train order hook,

Al this paint in Hme and after reviews-
ing a3 available evidence the comelnsion
apprars inescapable that the night oper-
atar at Caraan made the fatal errar of
writing 30 instead of 34 on his copy
ol the order.

Althongh haman error was the enlprit
ab Woest Canaan it dide't take mnch
imagination to realize that the similarity
in the train numbers contributed in no
small manner to the resultant mixup.
Accordingly. the numbers of the two
passenger traing invelved swere quickly
changed, No. 30 becoming No. 4+ and
No. 34 being changed to No. 6. However,
this logical step did not prevent another
callision involving these two trains almost
exaclly bwo o vears later and within «
very short distance of the earlier disaster.

On Tuesday. September 21, 1004,
train No. - boand from Quebec City to
Boston, was due to leave White River
Jet. with an engine, baggage cir. el
smoker wd two Pullmans at 3:10 s,
Nat surprisingly it was late and dud uot
depart until 340 aar On this sane
moreing Noo G Trom Montreal tn Boston,
hud two engines and nine cars. 1o was
seheduled 1o leve White River Jet. at
3135 ar bt actually pulled ant at 3:45
AL, fust fve minates after Neo 4 Noo s
fircman had to contend with a b load of
caal and was unable to maintain o proper
fire. As w result the train gradually lost

{Above) Although the baggage car and
coach have been tipped on their sides and
removed from the right-of-way to facili-
tate the reopening of the line, this photo-
graph illustraies how death came so quick-
Iy to those riding in the coach, Although
the exterior of the coach appears relative-
ly intact. iis imerior has been completely
gutted by the baggage car which has pen-
ctrated the entire length of the car,
Workmen (below) untangle the freight
cars of train No. 267 following the Sep-
tember 13, 1907, collision with train No.
30 a1 West Canaan, Note the “heavy duny”
wrecking cranc being employed by the
cleanup crew,
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more time until, as it approached Pattee.:
it had fallen behind an additional ten
minutes and No. B, with a heavier train
but with two engines, had to be close
behind. The engineer decided to stop at
the station. build up steam wnd allow
No. 6 to run around his train via the
passing siding.

A¢ was the case two vears earlier, an
impenetrable fog covered the valley and
before the flagman, responding to the
whistle signal from the engineer to protect
the rear of No. 4. could even drop off the
rear of the still-moving train, No. 6
roared out of the Stygian darkness and
crashed into the rear of No. 4. Miracu-
lously no passengers were killed in this
cecond wreck although the lead engine
of No. 6, 338 {renumbered 1133 in
1911). buried itself a good fifteen feet
inside the rear Pullman car. However, a
trespasser who was riding between the
second engine and the baggage car of
No. 6 was crushed to death and hoth
the engineer and fireman of thut engine
were also killed. Ironically this enginecr
had been the engineer on No. 30 at the
time of the earlier collision and had
survived that wreck relatively unscathed.

it was not too difficult to pinpoint the
cause of the second Canaan wreck. It
was the responsibility of the crew of
No. 4, knowing they were losing time
and that No. 8 was close behind, to insure
the safety of their train by dropping off
lighted fuses at frequent intervals. This
thev fuiled to do and as a result No, 6
continually closed the gap uatil. ut Pattee,
thev ran into the still-moving No. 4.

The Railroad Commissioners were cou-
siderably more enlightencd in their in-
vestigation and report of this second
tragedy at Cannan than they were with
the first. Although human error and
negligence were the direct causes it was
obvious to all concerned that buth acci-
dents would most likely have heen averted
had the line been protected by autumatic
block signals. The Commissioners recoin-
mended that thev be installed fmmnedi-
atelv. The railroad. smarting under the
adverse publicity brought on by the two

I As a result of a fatal head-on callision
between two freight trains near East Haver-
hill. N.H. on the White Mountains Division
main line on March 20, 1908, in which the
word “East” was inadvertently left out of
a train order calling for a meet at East
Haverhill, the New Hampshire Railroad
Commissioners ordered the renaming of 289
stations in the state. On the Coneard Division
main line the following places hud their
names changed: North Boscawen to Gerrish,
East Andover to Helevon, Andover Plains
to Alpine. West Andover to Gale, South
Danbury to Converse, GCrafton Center to
Cardigan, West Canaan to Pattes, and Fasl
Lehanon to Mascoma. In 1910, West Lebanon
was changed to Westboro.

The morning of September 21, 1909, found the lead engine of Ne. 6 firmly implanted
inside the rear Pullman car of No, 4 following the collision at Pattee,

wrecks. could only agree and automatic

Block signalling was installed between

Concord and Westboro and alse on the

White Mountains Division main line

between Concord and Waoodsville in 1910
4 0o & 0 O

The vears came and went and graduanl-
ly the memories of the wrecks in Canaan
grew dimmer. Collisions had become a
thing of the past — the block signals had
provided luithful and reliuble protection
for the single line of track for close to
four decades. The New Hampshire
Division main line had long since lived
dewn its earlier reputation and there
was nothing to indicate that Angust 19,
1949, would produce anvthing ol a wiy-
ward nuture.

The dav was warm and clear {no
fog lurking in the valley this timed and
teain No. 332 departed White River Jet.
at 1:33 rar, on time. This was the south-
bound Ambassedor frem  Montreal to
Boston via the Central Vermont Railway.
Engine 3807, a 2000 h.p. read passenger
diesel. type E7. headed up a consist of
one buggage-mail car, a combing, two
coaches, one chair car and unother coach
bringing up the rear. all of all-steel
construction. Its schedule. as printed in
the current emplovee’s timetuble, called
for it to meet its northbound counterpart,
train No. 307, at Canaun with Noo 307
as the mlerior train by direction (north)
to take sicing al that peint. No. 332
had  roceived the Tollowing order at
White River jet.:

Order No. 23
Augast 19, 1949
C. & E. No. 332

No. 332 meet No. 307 at
Canaan®

At Lebanon it received an additional
order:

Order No 24

August 19, 1949

. & E. No. 332

No. 332 take siding at Canaan
to meet No. 307

As No. 332 was the superior train by
direction {south) it would normaliy hold
the main track for the meet. This order
reversed the procedure on this particular
day. Copies of both these orders were
Jdelivered 1o No. 307 at Franklin.

At 2:32 p.., No. 332 entered the
passing siding at Canaan via the north

2 This apparvent redundancy  (an order
specilying a mect which already was in the
timetahle}) was occasioned by the fact that
the Boston & Maine Raiload’s book of rules
provided superiority and right-of-track to
trains of the same class by direction. In this
particular instance i No. 307 coukd not
arrive at Canaan by the time No 332 was
seheduled by the timetable to be there, then
No. 307 (us the inferior train by direction)
would have had to wait at Grafton (or some
other point south of Canaan), regardless of
how late No. 332 might be. Order No. 23
oversame this situation and positively estab-
lished the meeting point, It allowed No. 307
to proceed to Canaan without regard to
whether No, 332 was on time. Certain rail-
roads nt the time, the New Haven for
exauuple, did not provide for superiocity by
Jivection and  established  all meets by
timetable and or train order.
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switeh and stopped i the clear of the
auan dine, with the eogine just sonth o
the depot. At this time the baggagemun
“a qualified trainman), who had been

riding in the engine. alighted and wilked

towards  the  south  switch. ustensibly
to align it Tor his train after the passage
of Noo 307, At wbout the sume time
Nor 307 had passed the last block stamnal
tr the south. which had displaved a clear
aspeet. and was [ast approaching Canai
i the meet. This train, the northboanid
Amhassador. had two diesel units o the
head end — Nos, 4223A and {4Z2I56.
cah and hooster units respectivels o
tvpe F2. both less than three sewrs oki
The train was made up of two mitk
cars, 4 bagmage-mail car, a consbine.
1 coach. a chair car and another iy

Presten Johnson Collection

on ihe reas, Awaing all were of alesten]
construction cxeept Tor the seeoand ik
ear which Lad w steel lrame aed wood
bodv. No. 307 reunded & lelt-hand curve
just to the south of the south swilch to
the passing siding and while runming at
a speed of about 40 mph. and within
100 feet ol thal switeh the engine crew
was shocked to see the bugwageman ol
No 332 o the switch, unleck it nd
reverse ils posilion. An emerdenay brake
apphicadion was immedintely mude bt
the speed of Mo 307 had Bardis shack
cned whien b entered e siding
struek Non 332 The time wis 2231 v v
The Toree of the inpact meved e endive
train o N 83 back abont 85 1eet
Atnazingh thore were oo Tutalilies the
Aisstee] car construetion had practically

(Above) Lngine 3807, train No. 4992 power, s at the feft and ibe fead unit ol No.
407, engine 4225, is at the right in tiis scene, (reproduced from o newspaper pholo-

graph) taken shortly after the collision at Canaan on August 1
Framne of the 4225A is visible, a condition which inlfuenced the decision 1o scrap
this engine. The lower photograph shows

consist.

Dick Sanborn Collection

the second milk car in train Noo 3077

4, 19449, The bow in the

liminated  the horror of  telescoping?,
However, not sirprisingly, 221 passengers
sullered injuries of varving degree and
severity, In - uddition, 14 railvoad and
govermuent (U8, Maild emplovees were
also injured. The front end of the 3807,
No, 332 engine, was heavily damaged
and wus derailed. The rest of the train
remained an the rails. Noo 307 did not
fare so well, The lead unit. 42254, was
Qomazed so badly that it was scrapped as
wirt the wond-body milk car. Both units
aned three cars wuere derailed.

The cusning investigation by the rail-
road and the iterstate Commerce Com-
mission aed dinle difliculty in assigning
(he cnuse: Lhe opendng of the switeh by
the huaggagenmn directly fu the face of
No. 307, The buggageman readily admit-
ted that he had hecome confused and
coukl uive no explanation for his action,
The 1LC.CLrecommended the installation
ol eleetric switeh Tocks on hand-thrown
switehes in autormatic block sianal tern-
tory and closed their books on the case.
Flowoever, it iy possible to speculate s
to what may bave passed through the
Bagwageman’s mind in the split second
he reversed the switeh and  returned
Canwam to the Tront page after o forty
vear lapse,

The norme] sequence of events wonld
leve hid train Noo 332 hold the main
Bae and the switeh fo the passing siding
wonld e reversed 1o allow Noo 30T e
pass aronnd Noo 3320 This certainh was
o rontine that the  baggageman  hud
perforted nuy times: betores T s not
too difficalt o imagine that on this day.
ax Noo 307 younded the curve. the hay-
gagemn conld Tave snddenly agianced
ab the switch, seen thal it was lined tor
the main line and instinetively reacted
aud raced Jor the switeh and thrown it
alb the while thinking his train was on
the nain e rather than on the siding,
To he sure, we can only conjecture as to
this but it does seem Lo offer a reasonable
explination for a capable and otherwise
relinhle emplovee’s inexplicable hehaviar,

The Cian dfadrs are now only hap-
penings of the pust and the chances of
amn stinilr occnrrence seem remnote.
Fxeept for an avedasional extra, the omhy
cralhie on e Bine 1y bocal freight which
makos o lonely rowd brip onee a week.
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The New Engine
from the overhead highway bridge. A Grove
behind the huge coal shed, Gardner Mountain looms in the

WOODSVILLE:

H, Bentlay Crouch Coliection

house was a busy facility when this photograph was taken about 1909
ton-bound pussenger train is aboult te pass
background.

A WHITE MOUNTAIN TERMINAL

If the building of new ruilroads fu
Massachusetts in 1835 served tu create
garlv enthusiasm for rail transport in
that State. the desire for railvoud con-
struction was no less evident in the
neighboring States of Vermont and New
Huampshire. Requests for, and the grant-
ing of charters to build lines were nu-
merous. Most of the proposals were for
lines which would extend commerce to-
wards the west or north, with the Mon-
treal and Quebec harbors being favorite
targets. One of the earliest of these lines
was the Connecticut and  Passumpsic
Rivers Ruilroad, which was grunted
charter by the State of Vermont in
1835, 1t built north from White River
Junction along its namesake  rivers
through Wells River, reaching St. Johns-
bury in 1850. and the Province Linc
above Newport in 18663, Hardly had this
line opened when the White Mountains
Railroad built a bridge across the
Connecticut at Wells River, and con-
tinued up the Lower Ammonoosuc
River. reaching Littleton in 1853, It
seems prohable that a station was estab-

by H. Arnold Wilder

lished at Woodsville (then, as now. o
comnamity in the Town of Haverhill,
NUHLYL A thind line, the Boston. Con-
cored aned Montreal Railroad. built north
fram Coneord, N.HL vin Vilten, Laconia.
Meredith wnl Phmouth, thence up the
Buker River lo Bumney and Warren.
throngh Cleneliff and Oliverian Naoteh
tr Haverhill and Woodsville, riving
there in 1553, Having arrived ut the end
of their first goal. they carly established
[reight vards. an cnginehoose and en-
gine facilitivs. and offices i a stalion
near the end of the Wells River hridge.
Connections were made with the White
Mountains Railroad across the Connecti-
cut with the C&PR RR and, after 1873,

with the Montpelier and Wells River

Railroad. !

Building activity appears to have heen
dormant until after the Civil War, when
the North Country towns of Whitclield.
Jefferson und Lancaster agitated for ac-
tion in securing railrond service, there
being  none  nearer Hun the Corand
Trimk wl Groveton. The Lancaster Town
History records that fhe BO&M agreed

that, “if the towns through which the rail-
rond would pass. would grade the road
free of cost to the railrond. the BC&M
wenld then lay the iron and operate
the road.” ¢And we thonght munici-
padly owned airports had a manep-
olvly The line was graded. rail was
il and the grand opening to Lancaster
wus heled in Augnst, 1871, The exteusion
to Crroveton was completed the Tollowing
vear. Also, in 1874, the dine from Wing
Road o Fabvan's completed,
which would cventually inciude lines to
Base Statien, Mt Washington Railway,
and  branches o Profile Honse and
Bethlelem, In 1879, the control of the
Whiteficld and Jefferson  Bailroud was

WS

1. Poor’s Manual of 1897 states that the
Boston. Concord and Montreal aceuired
the White Mouutains Railroad  through
lease in 1839, and with it 32 shares of
Wells River Bridge Company and 200
Jires af Wouodseille Aqueduet Com-
pany. evidently securing o water sapply
Tor locomotives as well as for the com-
munity,
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A woodburning 440 und a bright yellow coach ietiered "
mouth & Littletun™ pause on the original bridge spanning 1
tween Wells River und Woodsville in a scene from the late 1860’s.

assumed. This line would later include
2 summer branch to leflerson from
Cherne Momntain. and wonld commeet
with a number of logging lines of tem-
porary construetion.

With the foregoing as a buckgroumd.
it wonld appear that Woodsville swould
hecome the natural terminal throngh
which the trafic. both passenger and
freight. would ficw, either to and fron
the south via Plvmouth. or o the Con-
necticut & Passumpsic Rivers Railroud
in hoth directions. Such indeed becanme
fact. for by 1895 all these lines. through
leases. had become part of the growing
Boston and Maine system, Waoodsville
was Jater designated the headeuarters
of the new White Mountains Division.

With the coming of the railroads. sum-
mer visitors were attracted to this ares
in growing numbers and the B&M ac-
tively promoted this trend.  Summer
hotels appeared in profusion: the Moun?
Washinafon and the Mount Pleasant al
Bretton Woods, the Fabpun House aud
Annex. the White Mountain Heouse just
west. the Twin Mowniain House, the
Waumbek at Jefferson und others al
jefferson Highlands. the Mouwntuin View
at Whitefield. the Profile House. the
Maplewood.  Bethlehem advertised
“Thirty Hotels.” MMost of them were
huge wooden structures with s many <t
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five stories and were lavishiv appointed
and maintined. Other hotels were lo-
catedd at Sugar Hill Franconia. Littleton
and Lishon. 1t was a big list—and hig
business af ity dav. A consideralile
amount of equipment and services wrre
required to provide the raiload’s part
in calering Lo this seasonal business.
Small enginehouses uppeared at Faby-
an's.  Bethlehem  Junetion.  WhiteReld

Junction, Lancaster and Berlin, and lo-
cal passenger trains ran carly and often,
o say nothing of the through service
which was operaled to and from New
York and Boston,

Nearly all of the perivdic locomotive
inspections were done  at Woodsville,
and the twelve-stall hoose with s re-
lated shop lacilities was a busy place. A
new freight vard was built on the south-
ern end of the Concord line, and the
construction ol the White  Mowntain
Transfer, a wye track from the Concord
main to the Mountain line made it pos-
sible o through Boston to Bretlun
Woods Lraing Lo avoid Woodsville en-
tivelv. Tn these carly days belure division
consolidation,  \Waodsville  and Wells
River were inseparable. The tracks over
e Conneclicut River actally formed
tawa wes, north and south of the station
at Wells River. A long passing track ran
in back of the station. Traing locally

Naw Hampshira Historical Soclety

Lake Winnipesaukee, Ply-
lie Connecticut River be-

from Woodsville could not be turned.
but in the process could meet north and
south Connecticut & Passumpsic Division
trains, and the exchange of passengers.
mail and express was heavy. Thus. train
Nou. 4302, for example, from Beylin, ar-
rived at Woodsville over the Mountain
line. dropped  local  passengers, and
passed over the Connecticut  River
bridge (first a: ponderous lattice-span
wooden bridge with the railroad sbove
and highway underneath, later replaced
by w modem steel structure) over the
north wye to clear the passing track.
thet backed into this track to meet No.
70 from Newporl, enroute lo \White
River Jet. Work completed, the train
(alter assuming a new number) then
backed down the “Pompie” line to clear
the south wye, and pulled back to
Woodsville, now headed in the right
direction Tor Plymouth and Concord.
Two rather separate patterns of pas-
senger service prevailed in summer and
in winter. Realistically, summer service
operated  belween mid-June and mid-
September, with July and August Leing
the busy months, The lines to Groveton
and Berlin kept their service, with some
variations, the vear round; so, too. was
service to and from Concord. Through
trains between Boston and  Montreal,
Nos. 5 and 20 in davtime and Nos. 135
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and 2 at night, were the resplendent
trains of the day, and over the veurs
were assigned cars owned by both the
Canadian Pacific and the Boston and
Maine svstems. The duv trains (later
designated the Alouette) rated through
coaches, a full Diner and Purlor Observa-
tion. The night train (the Red Wing in
later davs) had a full complement of
through coaches and slevping oy to

Montreal and a car to Sherbirooke. Sum-
mer service from New York to the While
Mountain resorts and return included
through parlor cars and coaches by duy,
and sleeping cars and coaches from
Philadelphia and New York at night. A
through summer train, No. 7, handled
through parlor cars and voaches Eram
Boston, via White Mountain Transfer,
o Bretton Woods.

With all this wvariety of passenger
equipment in and out of this terminal,
let's endeavor to recall the luyout of
tracks at Woodsville station which al-

PASSENOER TRAIN
{(Tima shown

TRAIN FROM

SCHEDULES

_TLIE

lowed for station work and necessary
switching and  servicing., Fanning  out

from the Connecticut River bridge were
four tracks, the two nearest the station
being  desigrnated  “South  Main” and
“North Main,” the next the “run-around”
and the fourth the “Mountain.” A sel of
slip switches were in nse just south of
the stution. permitting truing frem the
“Mountain” tu vross to o neawrer stulion
track as required. All switches were han-
dled by switchmen on the ground, and
moves were made under their direction.
To avoid confusion, all “Mountain™ crews
received a green signal at night. These
same  switchmen also  controlled  the
bridge switeh alfecting the two wyes to
Wells River and the gantlet track on the
Connecticut  River bridge. AL Wells
River, a switchman or the agent-operator
handled their end of the wye switches,
the Montpelier & Wells River, und the
“fve-ball signal.” Baldwin's Siding, a
long passing siding south of Wells River.

- WOODSVILLE, N.H.

DESTINATLON

- WELLS RIVER,
is oarriving or leaving time - Woodsville or Wells River)

enabled C&P Division freights to set out
cars for Woodsville and bevond. to be
picked up by the Woodsville switcher. A
sceand  passing- siding north of \Wells
River. on the west side, conld he used
for meeting other C&P trains. At Woods.
ville, movements {rom the enginehouse
to the slip switches east of the passenger
station were controlled in the second
storv ol the crossing shanty at Hlighland
Street.

Using a Jung 15, 1920, B&M time-
table as background, let’s endeavor to
pinpoint some of the highlights which
oceurred in those hectic davs of summer
passenger travel. Freight traffic was less
hurried and more local in character, but
nonetheless important, and was trans-
luted into the train dispatchers’ head-
aches of the period. The following list
of schedules is representative of the
busiest, heavily-traveled summer davs as
one can imagine,

VT,, JUNE, 1920

TDNE

TRAIN FROM DESTINATION
Mountain Line - North Concord Line - North
(Arriving) Woodsville {Arriving) Woodsville
Al4 Groveton S8:17 AM Wells River i Boston 8:20 AM Bretton Woogd
72 Bretton Woods Y08 New York 5 Jostkon 2:05 PM Montraal
HEOL Bretton Woods 2:27 PM Wells River 7 Loston 1:58 PM Bretton Wood
R Bretton Woods ©0:30 PM Wells River (via White MMountain Transfer)
12 iroveton 9:50 PM Woodsville 9 Boston 5:25 PM Woodsville
70 Bretton Wouds 9:17 PM New York 15 Boaston 1:01 AM Montreal
Al Bretton Woods 10:00 PM Wells River
Connecticut & Passumpsic Div. - South Connecbicut & Passumpsic Div., - North
73 Sherbrooke 12:17 Now Tork 751 W.R. Ject. 8:25 AM Sherbrooke
70 Newport §:21 AM New YVork 7 Springfield 2:30 PM Newport
74 Sherbrooke PL:2% AN New vork 75 New York 5:30 PM Sherbrooke
752 Newport 6-30 P4 oW.R. Jet. 79 New York 1:57 AM Sherbrooke
71 New York 5:45 AM Bretton Wood
Concord Lina peparting dountain Line - Departing
2 Montreal 120 AR Boston 1401 New Yorlk 5:45 AM Bretton Wood
SOk Wooadsville 4:57% AM Boston Boston 3:50 AM Bretton Wood
14 Woodsville 9-30 AM Boston 4273 Wells River 2:50 PM Groveton
20 Nontreal 3:43 PM Boston 77 New York 4:58 PM Bretton Wood
410 Woodsville 4:00 PM Boston 425 Wells River 6

From the preceding list, it can be
noted that a number of the White Moun-
tains Division trains from both the
Mountain line and the Concord line
started from or terminated at Woods-
ville. To the switching chores involving
such traing was added the duty of setting
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out a Boston sleeper from No. 4414, and
later udding it to No. 2 in the early morn-
ing hours, Similarly, a Brettorn Woods
sleeper arrived on No. 15 lor transfer
to No, Tl aboul sunrise. Mail und ex-
press cars in profusion must have had to
be handled plus adding or setting ont

:05 PM Groveton

extra voaches as traffic demanded. While
the passenger work near the station was
likely the most conspicuous to travelers,
the putlern of freight traffic of these
davs must have been something else
again. White :Mountains freights {rom
the south, down the long grade from




Clencliff, and powered undoubled's I
3430 Muoguls, hauled into the long sadins
i the Lower Yard to be Hat-wwitehed
tor destimations such as Belin or Grove
ton on the Mountain line, or o points o
the CaP Division. In early davs, the
departure of freight trains out of the
Lower Yard. either via White Mountain
Transfer. or through the station and to
the CaP. was quite an effort. Pictures on
record show a pair of 4-4-0's. plus an-
other head-to-head. getting o {reight job
ap out of the vard. in the early twenties
itowis f_T.(-‘lk‘l".l] practice to make up the
through {reights for either Concord or
the Mountain on the long passing track
Wbove the Lower Yard, and for the
vard switcher to lend a hand to the
vard limus - Cars for interchanue with
the CaP were frequently handdlesd L
cwitcher down arcund the Somth Wye
& Wells Biver to Baldwin's Sicling,
where o through C&P freight. vithor
from White River junction ur Nuwpirt
picked  them  up.  Drops from  Cab
freivhts were often handled inte Woods
ville, and dropped just below the sladiion.

The Munipelier and Wells River Jail-
road eperated two paisenger tradns plus
4 mived job which actually Lerminated
or originated at Waoodsville, and were
tumed on the White Mountain Transler
wye. Since the M&WR was cantrolied
by the Boston and Maine, any shipments
of granite usually were shipped [rom
Barre via Wells River. and this trullic. in
ddition to milk which originated fron
ceveral on-line creameries. added to the
work at Woodsville yard. A milh train
tlso originated daily in the north con-
arv. with cars from Colebrook over the

H. Bentley Crouch Coliection

ABOVE: Three trains hawe converged oty the sation at Wedls River about 1900, At ile

[osver left,

Ure front end of u Montpelior & Wells Ruver cnghic appears on the north
wi e, Behind ihe stution. an "up Train ramn White River Jow

stands on the loop track.

A rdown tran” hom Lyndonyille is stopped it frant of the swtion. This structure wis

he thitd (and tinall e 1o occupy s site
second depot i Woudsville, The supeniitend

on the seeond Mour untl the lire in
ground was the original Waoedsville depol.

Madne Ceutrad o Coos Junclion. At this
point. the G bevame HB&N Nuo, -8
and picked up additional curs at L
caster. Litteton and Lisbon.  Upon
crrival at Woeadsvilie, iU woutd wdd Ol
cars e Newport. Bartsen and Orleans,
Vermont Onile o cespeetable train ol
neehve 1o Tonteen cars swondd thus de
pert lor Conenrd and Hostone daib the

etptics toretorn s No. 449 e wee

CBLETOW: The Building at the lelt was the
ents and dispaicher’s offices were lucaied

1971, 1 all likelihood. the building in the huck-

honr of the morming,

Motive poser in this period wus most
interesting. Engines were assivned 1o
their respective divisions hul were hor-
rowed s the tralfic demanded. Socal
fruii of four o five cars.
padiv apen platlonn cars of wooden
construction,  were generally assigned
AT e beds 101521025, or one of maay
a5, the Tamous B-157, Also seen

1!ilSSk'l|‘_l(‘|'

+i. Bentiey Crouch Coliecsion
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Woodsville Pubilic Library

ABOVE: When the Connecticut River bridge was rebuilt in 1903-04, the new bridge
was literally built around the uid ope. with wood rembers being replaced with sicel.
BELOW: Engine No. 397 and truin ¢ross the new bridge d few years later. The highway
used the bottom section of the new bridge until 1923. Note the gauntlet trackage on

the bridae.

C-15's 2015-2023 on branchline
traing. Pacifies. class P-2, were vsually
assivied te the through Montreal to
Boston sleeper trains 3 and 20, and 2
and 15, as well as the New York trains
71,72, 76 and 77, Memwory is vague on
freight power other thun tle B-15%
which were used bhetween Woadsvilie
and Croveton due to wyve and table lini-
tations, but it would appear rather cortain
that K-7's 2310-2429 were nsed belween
Coneord and Woodsville, and possiliiy
to Berlin where paper traffic was heavs,
K-S  2-5-0 engines 2600-2734  were
the heavy freight power of the B&ML
and were occasionally seen on Cone
necticut and Passumpsic freights to and
from Newport. Early switchers were G-9
0-6-0°s. and are remembered as being
numbers 193 and 194, G-10's iz the 200
serivs would come in later vewrs and
would be followed by heavier C-1l-u
i 100-series ) to handle heavier drags out

were

10 B&M BULLETIN

i, Banrtley Crouch Collecticn
of the Lower Yard. The MEWR Lud two
A-1-0s, Nos. 13 and 140 which on oc-
casion could be Tound handling local
passenger teaing hetween Woodsville and
Groveton. (The B&M eamed an eardy
reputation for horrowing another road’s
mmotive power.} Helper service on lhe
Concurd Line south as Tar ay Glenediff
tust have been required. with engines
turning on the wve ot the summit. A B-
15 condd handle 570 lons o this line;
@ R-T owas raled ar 730 tons, Hased on
30 tons per car i those duvs, the train
limit for one K-7 would be unly tweaty-
live cars.

The first big change to alfect Woods-
ville occurred in 1926 when the Boston
and Maine leased the upper end of the
old Comecticut and  Pagsumpsic Divi-
sion, from Newporl to Sherbrovke (actu-
allv Lennoxville, sinee the B&M  had
used trackage rights over the Grand
Trunk from Lennosville to Sherbrooke),

37.1 wmiles, to the Quebec Central Rail-
wav, and the lipe from Wells River to
Newport, 63.7 miles, to the Canadian
Pacific Railway. Speculation ran high
that the Canadian Pacific was inlerested
in securing a through line to Boston. via
Plymouth and Goncord, but rumor is all
it ever turned out to be. as history
proved. The leases, however. did cause
a consideralle amount of change. The
Connecticut River Division vow ran all
the way from Springfield to \White River
Junction, te Wells River, Woodsville and
to the Mountain terminals above: the
line to Concord became a part of the
Southern Division., Much the same ser-
vice prevailed, jbut passenger trains no
longer connected with others at Wells
River. and CPR locals now appeared
from Newport,, operating into Woods-
ville. CPR G-liand G-2 Pucifics in the
2200, 2380 and 2390 series appeared
with the through Montreal jobs. and
freights were handled by D-10% of the
1050-1090 series or by light 2.8.0° in
the 3300 series| Most freights continued
to run throughito White River Junction
with the CPR ‘crews and equipment in
exchange for B&M  crews which ran
through to :\EE!:\vport. Local passenger
trains now ran between White River
Junction and Berlin and. particularly
in the moming, passengers traveled to
Hoston this wady. Most freight was di-
verted vin White River Junction. avoid-
ing the hard grades via Plvmaouth, Very
little  traffc \!vas generated  between
Woodsville and Plymouth, and shortly
an everv-other-day local began hundling
this work between Plymouth and White
River Junction.!

History teblsius, as in so many other
instances, thati the automobile and the
truck encroached on rail business in the
North Country:, but the real biow came
with the Stock Market crash in 1929
and the depression days of the 19307
Earlier branch lines discontivued in-
cluded the line to Jefferson from Cherry
Mountain and ithe Profile branch (hotk
abandoned in [921) and the Bethiehem
branch in 1923, In 1932, changes were
more drastic: | White Mountains  lines
from Whitefield Junction to Lancaster
and from Wing Road to Fabyan werc
abundoned and what traing were left
now Tan n\'eri the Maine Central from
Waumbek  Jupetion to Coos  Junction.
and from Whitefield to Fabyvan: nigh:
trains to New York were reduced to three
trips weekly: the Red Wing, the night
Boston to Montreal sleeper train, was re-

routed vian White Hiver Junction, com-

pred_with _tne CV-CN night _train.
thence ran north to the CPR. Motive

5T requirements were thus greatly
reduced, and what power did run that
way ran through, requirng little more
than a tank off water in Woodsville yard.
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H, Ben:wtlav Crouch Collection

These 1wo views lookimg south wt Highland Street were paken about By veuans apart.

ABOVE: The signal terder in the upstairs portion of tw diminutive twi-stai tower |
operated the ball signal while (he crossing tender downstairs operated the gates at the

Highiand and Mill Streei crossings. BELOW: In the Tail ol 1948, the

Groveton local .

with engine No. 2713 comes off the Mottain Line as it rewurns 1o its hote werminal. -
The Concard Line diverges o the right. The tower appears 10 have been moved back

to accommuadate trach changes.

Philip R, Hastings

SUMMER 1975 11
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Woodsville Public Library

During the early norning hours ol May 15, 1907, the original Woodsville enginehguse
caught fire. In te excitenent ol trying o g¢l the 762 vut ol the huuse. an employee
ran it inte the rurntable pitinstead. Obviowusly the ather sixoor seven engines inithe

house didn't make 11 The enginehome wos totaiby destroyed, bui the engines were
all later sebuiit ‘

H. Bentley Crounh Coliection

B&M BULLETIN




. Bentley Crouch Coliecilon

ABOVE: During the site clearance prior io the constiection of e New Yard, o

doubleheaded southbound freight with Concord & Montreal Noo Wo Goverrior Shiviie
and an unideatificd B&M 4-0-0 collided with wwork Lraine Fire resulis were frorrendos,
BELOW: Uxtra 402 Nerth geis i assint unt of ihe New Yard by swiichor Moo 237

circa 1902

SUMMER 1975
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Philin R, Hastngs

ABOVE: 2-8-0 No. 2602, followed by switcher No. | 12 backs the Groveios lucad ot
of the North Yuard on April 14, 1949, BELOW: A Worcesler Salt Special powered by
engines No, 149 and 296 (renumbered 937 and 1960, respectively) accelerates aul of
Woodsville on the Concord ling just south of the New Yard in the early part of this

century,

T ; i
| L
‘iﬁ%&“ 1y m ! l., ‘aii ¢
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Fanton H, Coale
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- Fuen the w_;\h;mﬂu
Wi ile Ceamadianpoveer. hedan b
miny thronzh to Concord and Bostonr i
Teepig wilh B&M policy to extend
fncomotive s and pool power (asu-
line cars in liew of steam  traivs made
dyeir appearance on the Groveton branh
wnd the tamons “Sacred Gow.” eurly
diesel-powered wnit capahle ol hauling
oxtra coaches. replaced steam on Lrain
Vot © and 10 between Woodsville and
Concord. Bebuilt 2-10-2%s of the 3000
ceries. with realigned springing to dis-
tribute the weight more equitably. ap-
peared as 2900% on White River June-
Hon Lo Berlin freichts, further lessening
the necd for service enroute.

There swere bright spots in the pas-
senger pictnre. Full foliage trains anl
weekend specials i the “Snow Conntra
were actively promoted by the Badlin
the earlv 1930, and the low weckend
rtes induced  muany travelers Sboard.
One such examsion stands ont s vivid
persaral memory —a weekend winter ex-
cursion from Beston to Lancaster This
frain operated via White River Junction
to accommodate Partrrouth Culleye ski-
crs. thence north to Woodsville Little-

M

wlidt e

and Lo sae

\ P
HETTRLS N IS

feaiz,
Upon arval o
abont 501h P\
3689 ook water while e waile
£1-2. the throngh frefuhe rone Beslin
Shortly therealter, the head-ond of D=2
appeared. .« K-8 eading the
WONs and sy ears—the i
train Tud deradled npoat the el of the

Wonndsuibhe ol

ong Gl

resl ol

White  Moantain Transtert The ther-
mometer read  bwenty dewees helow
sore! HUotook somne lime loowet aetion

slarted. ot some time aler 10:00 PAL
4 CPR 2600 appeared around the North

R T VI s
wve, amd acted T ot lrom Woods-

ST to St Jolnsbury. The Maine Centrl
froight crewe o rnine Nee 375 Bad et
their train off at Quebee Junetion and!
returned Tight, to doublehead o pilot
Gam St [ehishary to Whitefield Hers
the 3689 Look ever amain with B3 bt
e coaches, and Priched o
Wing Howd o taene and cnbined 1
Littheton and Lisbon SMeans hife Maose
Contral pulp extea 351 had hees st
At Coos Junetion and aad coime ey
it o Whilefickd to gather i the res
madning Uraselers. Our arrival ab Lane
caster in biting cold was kel o first

thoree basi

crad Lot Seowth Cinmtey raileoeling
coetie o 00 AN

ot d thae s Manmitains exenrsions sppn-
cared T e Taihond Eothastst< bath
ol ol ad nidewinter trips.were
very popilar operating hoth via Nurth
e Maine ! Central - tirangh
Corun ford Notch to \\'Eniteficld. thence to
Woodsviile, Plouonth nd Coneard. and
un the peverse ranting. Onoad least one
ovension there were two trains, one op-
craling euch wan \\'ithju meet al Fahuan
Sigtecnr cars tincluding o barmane e
aned ol dinere sequired that o helper
Coften o BT be assigned Trom Wands
He to Ashilhind 411{';14\ of the usual P23

ooy

L ife
J3T00-5T 00y

[ean s Hoands aned hericanes e 19306
e . I . . .
aned 14555 Breseht the lines ferminating

AW ood-vilie e paaticnkay promienee,

cven thoned the activity wis short-lived.

For vercing pericds, e Merrinne and
Conterient Biser sallevs and the North
can Bie Urench Cnan awere eithess

ander water or washed onteand b teal-
ain send partionkarly milks was
through  thiss terminal. Routes
varied rom dav o day—sometines via
st Joheshie aed thé Maine Central to

fic. ir
routed

Train No. Y from Concurd has just arcived at Woudsville annd the BL-2which posered

it has cut off and is bucking down o the house Tos servicing, At the far leld lady
passenger who arrived on No. 9 is being escorted by o Burre & Chele cobductor o !
B&C train No. 3. which will ieave shortly for Montpelier, Jupe, 1950 i

Philip R, Hastings
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Maynara 5. Nutter

Philip A. Hastings

Canadian Pacilic power frequentiv run
through on B&M lines, ABOVE: (PR 4-5-2
No. 2210, the road engine for the south-
bound Aleierte, moves cut of the way so
that U-0-0 Ne. 418 can switeh out u head-
et car in e summer of 1942, BELOW:
A Wihite River Jet, to Newport freight ap-
proaches the narth end of Baldwin®s Sid-
ing beiow Wells River on Sept. 1. 1953,




“Portiand or North Conway.

or north to
Whigefield. As lines were apened and
water went down. the Concord line swas
arain availeble. and rusted K-T's which
fad Lanmuished o the Billeriea b ardh
reappeared  on detoured  freichls,
the enginchonse took oo some ot 5is
tormer glorv, Traffic_could move via the
?LQ—ME‘ an Elsgi. thenge

T———}
B&H. and much tommage moved ovey
this route pending repair of muin lines
further south. Woodsville would remeni-
ber Ter sudden. if temporary, restoration
to sy vard activity and countless extra
irains for a long time. World War 11
would bring back some of the b v
activity. but it would nat be the sume.
The B&M continued to try to atiract
passengers but each summer. service
diminished: the Day White Mowntains
srain from New York to Bretton Waoods
Oater known as the North Wind: dis-
appeared. and a Fridav and Sinday
sleeper service was about all that re-
mained by 1953,

The vear 1933 was a fateful one A
heard the presistent rumor that the por
tion of the old White Monntain line from
Woodsville to Plvmouth was up tor han
donment. Bumor became fact. and on
October 30. 1954, a tip to Woodsville
via Lrain No. 3. the Alouette, the Jast vue,
was made to record the end of an era.
Diescls, of course, had long sinee re-
placed steam in this part of the svstem:

The Grovetou jocal
Phillip R. Hastiugs.

mute evidenee stosd ane nt the ciszine
hosse--all duors were osed vaeepl Nt
9 wadl, whicl was tnll of white leuobenn
ehi kens Tie. were stll oplice
oLl Wihite Muoonbain Pranste. e

Faile were Jens gone, Pacepi los ndds
anet ends o work eruipiment i the old
conth fronehe vard, all wen desertedl A
renethruall liesel cleaning shed would
gel itg last work-out en this day i
Nu. 20 from Montreal arrived and de

purted for e TR TERE T Eded T

bir marmon CRTTS00% 0 es 1.8 dicse].

R, <omeline appropalen. began to
full as Noo 240 on this night o bwe car
train, (an BPO-hageage combine and @
couch) behind BT diesel 3813, draped
with blick crepe, was made ready. At
5.20 DML under a barrage of torpedoes.
we watched Woodsviile station recede
behind us for the last times aomeet with
No. 409 at Oliverian, exclumaes of wonl
\\'in]\e.\‘ I i]IL‘ Creavs. ;\Ii(i ORI The
wedue hud Leen driven iulo the declin
of . busy Moontain terminad

abappilv, the end ob passenger se
vice to Waodaille was el far e
The B beoan purehasing oo e
e nnmdee s Badd Bl Deewel Cure
andd g the mddle 2930
graluallv asspned o practicath A pas
sender service. A single Budd Hicldine
Buocame Ui oniv Strain”™ between White
River Junction and Berline This was
redneed in 1938 to one round trip dadly.

o the e

heads upgrade out

and shortle cven this service disup-
prarred, Womdsville's train dispatehiers
Sl oiher oflivers had Nong sinee been
I alsewhere, and the railroad
Comininit, hecame :nu_i- deeply murked
with Gistory hut Yitde else.

Tady, in 19730 evenithe freight agent
fis been climinated, apd such business
as e Lo tfered s trimsacted by tele-
phone or v a traveling Dreight agent
froms White River jmmct:i(m. The removal
of many crew men. wnd the loss of patron-
aue i Wondsvilles stores has hurt, tax
revenue s diminished, and many old-
sters discuss better davs when railroad-
ing was L prinvipal buginess in the com-
munitv. The vounger generation scarcely
semembers vel manv will gain satisfac-
ton i learning ol the davs when Woods-
ville was a railroud terminal of prime
fimportancy in the Novth Countey,

|

tratsbern
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H, Bentley Crouch

ABOVE: The fast run of Sunday-only train No. 4020 from Woudsville 1o Coneord

was made on October 24, 193540 All service between Woodsville and Plymouth was

discontinued the jollowing Swiurday, BELOW: Very littde remains today ol the New

Yard at Woodsville, On April 20, 1968, Tocul {reight J-1 hauls two curs ol wood chips

up from the wood chip plant located at the seuthend ol the fornier yard. This track-

age is tiow part ol the fiveanile Blackmount Brunch, which is ull that remains of the
- line to Plymouth, Compare this view with the one on page 14

R e B 0,04

S

e

H, Bentlay Crouch
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Daniel Willard

From Wikipedia, the free encyclopedia

Daniel Willard was a railroad executive best known as
the president of the Baltimore and Ohio Railroad (B&O)
from 1910 to 1941. He served on or headed several
government railroad commissions in World War I and
appeared on the cover of Time magazine in 1932 due to
his part in negotiating wage cuts in the Great Depression.

Popularly known as "Uncle Dan," he established the
B&O's reputation as a public-minded and innovative
railroad. He is also remembered in Baltimore as a trustee
(and from 1926 to 1941, chairman of its board) of the
Johns Hopkins University.

Willard, Ohio (originally Chicago Junction) was renamed
in his honor in 1917.

| Contents

1 Early life
2 Railroad management

3 Government service

4 See also

5 References

6 External links

Early life

Daniel Willard

Born January 28, 1861
Hartland, Vermont

Died July 6, 1942 (aged 81)

Danjel Willard was born on January 28, 1861 to Mr. & Mrs. Daniel S. Willard in Hartland, Vermont, a
small farm village. His mother died when he was five. On his father's side, he was descended from colonist
Thomas Hastings who came from the East Anglia region of England to the Massachusetts Bay Colony in

1634.111 Willard attended the local high school and teaching at the district school for two years starting at
the age of sixteen. He boarded out with Sophie Taylor, one of his teachers, who instilled in him an
appreciation of learning. Family finances were slight and he could not attend Dartmouth College as he

https :/fen.wikipedia.org/wiki/Daniel_Willard

113
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desired; instead he attended the Massachusetts Agricultural College at Amherst, Massachusetts in 1878.
Poor eyesight, however, forced his departure after six months. This was the end of his formal education.

While at Massachusetts he was a member of Phi Sigma Kappa fraternity.[z]

His railroad career began at this time, as a track laborer on the Vermont Central Railroad. In four years he
worked his way up the ladder to become a locomotive engineer on the Lake Shore and Michigan Southern
Railway. After being laid off from this job in 1884, he moved to the Soo Line, where he eventually became
superintendent in 1899. (He had held acting positions for several years prior.) During this period he married
Bertha Elkins of Vermont.

Railroad management

In 1899 he followed his mentor, Frederick D. Underwood, to the Baltimore and Ohio for the first time,
taking a position as Assistant General Manager. Two years later, he followed Underwood to the Erie
Railroad, where he was made assistant to the president. He soon became third vice-president. When first

vice-president George Miller Cumming stepped down in January 1903,13] Willard became first vice-

president in his place,[4] and then general manager. [5] Tn 1904 JTames J. Hill convinced him to take a position
as Vice President in charge of operations on the Chicago, Burlington and Quincy Railroad. In 1909 he
assumed an additional similar position on the Colorado and Southern Railway, and in 1910 assumed the
presidency of the B&O, a position that he held for thirty-two years, one of the longest such tenancies in the
United States.

Government service

In October 1916, he was appointed a member of the Advisory Commission of the Council of National
Defense, and the following March chairman of the Commission. After the entrance of the United States into
World War I, he was appointed in July 1917 a member of the special committee of the Council of National
Defense to secure mediation in case of strikes on war contracts. In November 1917, he was appointed by
President Woodrow Wilson to be chairman of the War Industries Board, charged with devising and
expediting means of producing the government's industrial requirements for effective warfare. In January
1918, he resigned in order to devote personal attention to the Baltimore and Ohio Railroad. When the
government temporarily nationalized the railroads during the war (see United States Railroad
Administration), a federal manager displaced him as operating head of the B&O, but he remained president

in charge of its corporate affairs.]

See also

» [ist of railroad executives
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WINDSOR STATION, MONTREAL MARCH 17, 1909

The morning of March 17%, 1909 The Boston Express had left Boston
the night before had run north on the Boston and Maine Railroad to the
Canadian Pacific connection at Newport, Vermont. There CPR engine 902 was
put on; and then off the Express went, up Newport hill on the old SER, through
Brigham Junction, Farnham, across the Richelieu, St John, Delson, across the St
Lawrence River, Montreal West. A spring or spring hanger on the right-hand rear
driver of the North British ten-wheeler failed causing the engine to list slightly
resulting in the driving wheel tire cutting the head from a staybolt on the boiler.
The resulting steam was deflected directly into the cab at the engineman's
position; in vain did big engineer Mark Cunningham try to stop the engine,
scalding his hands badly in the process. He either jumped or fell from the
engine, sustaining injuries that would kill him. The fireman then jumped.

The train continued on it's way toward the station, the train conductor only
suspecting something was amiss when the train did not stop at Westmount.

The downgrade from Westmount to Windsor Station only served to accelerate

the runaway train, which was lined for the southeastern most track in the
trainshed.

It is estimated that the train was doing fifty miles per hour when it hit the stop-
block, crossed the platform area, and burst through the walls of the station into
the waiting room, killing a woman and three children. The engine came to rest
in the waiting room, sinking partially through the floor into the basement. The
passenger cars telescoped, the baggage car breaking through the south wall of the
trainshed and overhanging Donegani Street.

Big Mark Cunningham's body would be sent by special train to a very sad
day at Farnham. :

Omer Lavallee Canadian Rail Febuary 1964



STEVENS MILLS
WRECK

AUGUST 16, 1942



INTERSTATE COMMERCE COMMISSTION
WASHINGTON

INVESTIGATION NO. 2616
THE CANADIAN PACIFIC RAILWAY COMPANY
REPORT IN RE ACCIDENT
NEAR STEVENS MILLS, VT., ON
AUGUST 16, 1942




Rallrond:
Dote:

Location:

¥ind of accident:
Train involved:
Train number:

Engine numbvers:

Consist:
Speed:
Operatlion:
Track:
Weatner:
Time;
Casvaltles:

Cause:

Inv-2616

- 2 -

BUMMARY

Canadlan Pacific

August 16, 1942

Stevens Mills, Vt.
Derallment

Freignt

903

872-1078

44 Tare, TabOLBEE

20-25 m. p. n.

Timetable and train orders
Single; tangent; vertical curve
Rainiﬁg

About 7:20 p. m.

2 killed:; 4 injlured

Accident caused by wasnout
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INTERSTATE COMMERCE COMMISSION

INVESTIGATION NO. 2616

IN TEE MATTER OF MAKING ACCIDENT INVESTIGATIOKN REFCRTS
UXDER THE ACCIDENT REPORTS ACT OF MAY 6, 1910.

THE CANADTAN PACIFIC RATLWAY COMPANY

October 7, 1842,

Accident near Stevens Mills, Vt., on August 16, 1942,
caused by washout.

1
REPORT OF THE COMMISSION

PATTERSOY, Commisgsioner:

On August 16, 1942, there was a derailment of a frelght
train on the Canadian Pacific Railway near Stevens Millg,
¥t., wnich resulted in the deatn of two employees and the
injury of four employees.

lunder autnority of section 17 () of the Interstate Com-
merce Act the abeve-entitled proceeding was referred by the

Commisgsion to Commissioner Patterson for consideration and
disvosition.
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Brookport, Que., Canadal
50,18 mi.
Foint of aceldent
0.52 mi,
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Location of Accident and Method of Opsration

Tnis accident occurred on that part of the Quebec Digtrict
deslgnated as the Newport Sub-division and extending between
Newport, Vt., and Brookport, Quebec, Canada, a distance of 58.4
miles. In tne vicinlty of the point of accident this 1s a
single~track line over which trains are operated by timetable
and train orders. There is no block system in use. The acel-
dent occurred on tane main track at a point 2,850 feet north of
tae station at Stevens Mills. As the polnt of accident is ap-
proacncd from tne south there is a 4°21' curve to the rignt
997.2 fcet 1n lcngth, which is followed by a tangent 2,563 feet
to the point of accident. The grade for north-bound trains
variecs between 0.44 and 0.91 percent descending tarougnout a
distance of 3,000 feet, and then there 1s a vertical curve 70
Teet to the point of accident and 850 feet beyond.

The track structure conslsts of 100-pound rail, 39 feet in
length, rolled in August, 1939, and laid on 19 tles to the rail
length; it ig fully tileplated, double-spiked, and is provided
witn 12 rail ancnors per rall length. The track is vallasted
with gravel to a depth of 7 inches.

Tnroughout a distance of about 1,900 feet immediately south
of the point of accident, a swamp, wnlch 1s about 1,900 feet
long and 400 feet wide, lles to the west of the Track. Water
from a range of hills dralns into this swamp. A% the nortn end
of the swamp, the hillside is at an angle of about 30 degrees
to tne track, and at a point about 58 feet nortn ol the point
of accidert it is about 10 feet nign and 20 feet norizontally
distant from the track. Throughout a distance of about 1,750
feet soutn of the point of accident and extending %o a point
about 60 fecet nortn of tne point of accident, thne track is lald
on a fill which averages 7 fect in neight and 18 fcet in width
at the Top. Accumulated water dralns from tae swvamp througn a
masonry culvert wnican is 6 feet nign and 8 feet wide and is
located at a point 245 feect south of the point of accident.

Maintecnance-of-Way Rules and Instructions rcad in part as
follows:

160. Tnc Scction Foreman and sucn of nis forccs

o8 ne considers ncceessary must take every precau-
tion to prevent accldents during neavy wind, snow

or rain stormg and freshets or nigh water, whetnecr
by day or by night, and must go over nis section

to meke sure that tne track is safec. During neavy
raln storms all water ways must be carefully wntcned.

In the viecinity of the point of accident ine maximum author-
ized spcecd for freignt tralns is 40 miles per nour.
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Description of Accident

No. 903, a nortn-bound third-class frelgnt train, conslsted
of congines 872 and 1078, coupled, 42 loaded and 2 empty cars and
a caboose. Tnis.train departed from Newport, 27.7 miles south
of Stevens Mills, at 6:05 p. m., according to tne dispatcher's
record of movement of trains, 3 hours 35 minutes late. At Nort]
Troy, 13.4 miles south of Stevens Mills and the last open offia
tne crew received a message reading as follows:

Culvert at ¥ileage 32 reported wsshing
out. Please approacn this polnt cautlous-
ly expecting to be flagged.

Tnig train departed from Nortn Troy at 6:46 p., m., S hours 35
minutes lnte, and at Missisquol, 1.8 miles south of Stevens
Mills, it was flagged by o section foreman. After the crew was
warned about flood condltions, the train proceeded at a speed
of about 5 miles per hour over the track mentioned in thne
message. After this section of track had been traversed the
speed of tne train was gradually increased, and whlle moving at
an egstimated speed of 20 %o 25 miles per hour the train was de-
railed at a point 2,850 feet north of the statlon at Stevens
Mills,

Both engines were deralled to the west and stopped, con-
siderably damgged, on their leoft sides witn the front end of
the first engine at = point 247 feet norian of the polnt of de-
railment. The cab of the first engine was demolisned. The
first 16 cars were derailed and stopped in various positions
scross the track and on each side of it. Of these care, 10 were
demolisned and 6 were badly damaged.

It was ralning at the time of the accldent, wnich occurred
awout 7:20 p. m.

The employees kllled were the two firemen. The employees
injured were tne two engineers, the conductor cnd tne flagman.

Data

After the accident, it was found that B8 feel of track was
wasned out.

Discugsion

No. 903 woe moving on tangent track at a speed of 20 to 25
miles per nour in territory where the maximum authorized spee
for freight treins is 40 miles per nour. Wcen ftnis trein reached
a point 2,850 feet nortn of the station at Stevens Mills both
engines and the first 16 cars were derailed at a washout.

The train was drifting on the descending grade as 1t was
approacning the polnt wnere the accldent occurred, and all mem-
vers of tne crew cn tne engines were maintaining a loockout ahead.
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Tne first indication of defective track was when the front end
of The first engine drovped down. Thls =ngine overturned to
tne left pefore any action could be taken to stop the train.

Tne investigalion disclosed tnat throughout a distance of
88 Teet tne roadbed was wazned out by flood water, and that the
west side of tne fill had been scoured deeply. Throughout a
considerable dlstance north and soutn of Stevens Millsg rain had
fellen during the day of the accident, and about 4:30 p. m.,
rain of cloud-burst prerertions frll. Tne cloud-burst continued
until about 5:25 p. m., and then a heavy rain fell until about
7 p. m. An exfra section foreman, wno was at a point about 2
mlles soutn of the point of accident but not on duty, became
alarmed concerning flood conditions and inspected tne track in
that vicinity. Because the culverts were filled with water, hne
talked by telephone with the operator at Ricuford, 3.3 miles
soutnh of Stevens Mills, in regard to the flood conditions. As
a resul v, No. 203 wass instructed by message to proceed carcfully
at Milepost 32, about 1 mile south of Btevens Mills., The cxtra
section foreman [lagged No, 903 at Milepost 32, boarded the
first engine to inform the emyrineer of flood conditions, and
remained on tne engine until it reacned a vpoint about 1/2 mile
fartner north. After the extra section foreman alighted from
tne engine e obgerved that the frain was being operated under
control until it passed from his view. Later, he was informed
tnat No. €03 hed been derailed at a washout, and wnen ne arrived
at tne scene of the accldent ne found taat tne roadbed was washet
out %o a deptn of about 3 feet. The reinfall on tne day of the
accident wag heavler than ne had previously experienced in that
vielnity. Thne englneer of the first engine said that after the
extr: section foreman warned nim of flood conditions he operated
nis train 2t a speed of about 10 miles per nour over the bLerri-
tory wnere ne tnought a washout might occur. After hls train
passed Btevens Mills the track was tangent and there was no
indication tnat nign water had caused the track to be defective;
tnerefore, ne permltted the spred to incrcase gradually to about
25 miles per nour. 3Between points, respectively, 10.9 miles
and 4.8 miles south of Stevens Mills neevy rain was encountercd,
but as nls train was apnroaching Stevons Mills the reinfall had
abated considerably. The engincer of the first engine did not
know of a wagnout raving occurred .rovizusly at tne point in-
volved, butv tne engincer of the sceoud onoine seid tnat during
1925 a flood had occurred in tact vicruliy; hosever, ue did not
know 1if the track ned been damaged T that ltine. Iie engineer
of a north-bound passenger trein srid thnot 2is engine passed
over tne ftrack involved about £:3C p. m., and at tnat Ttime the
track was ir gzood condition and the streams were not cverflowing
taelr banks.

Under tne rules, during storm conditicne mainterance-of-way
Toremen are required tc patrol tneir sections to ascertain if
tnere 1s any damage and to obeerve if fiood conditions are
nazardous, The section foreman aseigned to tne section involved
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saia tnat during the afterncon of tne day of the accident,

wnicn occurred on Sunday, he was asleep and did not awsken until
4:50 n. m. He immediately proceceded to observe condltions

alony nle section by driving nis auvtomobile on o nignway par-
nlleling one trmack. He returnzd to nis nome, &.3 miles north

ol Stevens Mille, #% D:H0 p. m., and ot tnot time there wos no
indiention of defcetive %treck. About 7 p. m., after nc rad
r¢ecived o line-up on No. 903, ne and his forcc proeceded to
peteol the track on a hondeer., Before ne arrivad at the ooint
of fcecident No. 903 nod derasiled.

Tne investigation disclosed that tne run-off of watcr from
tne nillls west of the swamp weas of such volums that weter rose
to the level of tne tice. Apparently, the opening vrovided by
tne culvert located 245 fcet south of the wrsnout wns not large
erougn to prevent the water on the west side of the track from
rising to ~ dengerous nelgnt. There vras r.o indication tnat
debrig nrd blocked tne culvert. The slope ot the nilleide near
tne west side of tne track cauzed tne water to flow toward tae
treek at o volnt 58 feet nortn of the polnt of nccident, and
tne actlion of tne wnter gcoured tne rordoed.

Cense
It is found tnat this nccldent wae crused by a wagnovt.

Drted at Washington, D. C., tnis seventh
dpy of October, 194Z2.

3y tne Commission, Commniecsioner Patterson,

W. P. RARTEL,

Secretary.
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MONTREAL AND ATLANTIC

The Southeastern built its mainline from Farnham to Newport, Vermont in 1873,
and built a network of branch lines. CPR acquired stock control in 1884. It was
re-organized as the Montreal and Atlantic in 1891. It kept its own equipment
until it was absorbed by Canadian Pacific October 1%, 1931.

4-4-0 ex Southeastern

1-22

4-6-0 :

24/7200 ;
4-4-0

25-30

4-6-0 D-4 built 1915 to M&A 1924
417, 418, 419, 420, 421

4-6-0 D-10 built 1910
2668/868, 2669/869, 2670/870

4-6-2 G-2 built 1909
1201/1151/2551,1202/1152/2552

0-6-0 U-3 built 1905
2177/6177

The first engines over the Short Line in 1889. -

28 4-4-0 Dubs . 4-1882 - 17x24 62”
: to CPR 139; 3-1913 to 92, scrapped 9-1930

174  4-4-0 Baldwin - | 17x24 627
to CPR 56 4-1906, scrapped 4-1909

360 4-4-0 ~  CPNS  11-1886  17x24  62° |
to CPR 205 1-1907, 8-1913 to 17 scrapped 6-1926



Windsor Mills, Quebec -Eastray- North Troy, Vermont

This Canadian Pacific branch line was built as the Orford Mountain
Railway over a period of twenty years. Construction started in 1890, reaching
Lawrenceville in 1891 and Kingsbury in 1892. In 1904 a line was built south to
Potton Township and the following year, by December 1905, had built north to
Windsor Mills on the St Francis River. March 1910 the Orford Mountain was
leased to the Canadian Pacific. The CPR then built a further south five miles
from Mansonville, to just over the border, to North Troy ( Elkhurst), Vermont in
1910. This last trackage connected with the CPR's former Southeastern line from
Farnham to Newport, Vermont. Very light lumber traffic resulted in the
abandoning in sections; April 1936 saw the south portion Eastman to Elkhurst,
December 1941 Windsor Mills to Kingsbury, December 1949 Kingsbury to
Valcourt. The last portion Valcout to Eastman went April 1965. Only the lightest
motive power was used like D-4 4-6-0's or the more famous No. 29, the
preserved CPR 4-4-0.



PASSUMPSIC STATIONS

NEWPORT

ORLEANS

WEST BURKE

FOLSOM

LYNDONVILLE

ST JOHNSBURY

BARNET

EAST RYEGATE

WELLS RIVER

BRADFORD

FAIRLEE

POUPANOOSUC

NORWICH HANOVER

WHITE RIVER JUNCTION



FARNHAM STATION BURNS FEBRUARY 9, 1949
FARNHAM 2-25-1914

LENNOXVILLE 7-2-1914

SHERBROOKE 2-2-1915

12-1-1915

SHERBROOKE 3-18-1916

SCOTSTOWN  12-19-1916

COOKSHIRE 3-17-1917

NEWBURY, VERMONT 11-1-1948

ALOUETTE NAMED 4-25-1926

ALOUETTE OCTOBER 1956 BECOMES RDC

ALOUETTE ENDS 1965



August 28, 1879 The Passurﬁpsic Railway Company are fitting up a fine place for
picnic parties at Bay View at the extremity of the Point known as Magoon's nearly opposite
Owls Head. :

November 20, 1879 The Passumpsic cattle frain south on Monday evening over the
Bostion Cocord and Montreal Road ran into the rear of the way freight at Centerbury
damaging the engine and smashing five or six cars, The train was delayed two and a half
hours. No persons were hurt. '

February 12, 1880 The Passumpsic is getting a great rush of freight from it's feederes
the Massawippi Valley and the Southeastern.

October 21, 1880 There was a collision on the Massawippi Valley RR on Saturday
morning the mail train south running into the freight train that had been stuck by being over
loaded. A dense fog prevailed at the time. A man sent out to waarn the mail train did not get
far enough away from the freight to prevent a collision, but did prevent a serious accident by
lessening the speed. The engine of the Mail Train was somewhat damaged but nobody was
hurt.

January 13, 1881 Two passenger cars of the mail train south on the Passumpsic Road
were capsized at East Coventry, Vermont Friday and Mrs Cushing anold woman was killed
and the following were injured; Mrs Epphraim Foster of Barton, J. H. Brown of Barton
Landing, Mary Ferguesson of I(nverness. The Mail Train south was thrown from the track one
third of a mile north of Coventry station on Friday morning last, and two cars being ditched
and all within were more or less injured. The train was running at ordinary speed which at
this point is from twenty to thirty miles per hour when t6he engine turned out a rail, T"he
engineer Henry Moore reversed steam and applied the brakes.



May 18, 1876 Trains are now running regularly on the Passumpsic Road. The great
washout at Passumpsic is in the process of repair and before the week is out there will be
no interruption to traffic on the whole line.

The Passumpsic was particularly unfortunate having several washouts between Newport
and White River Junction. Regular trains had to suspend travel on Thursday and no mail was
received here from Wednesday evening until Sunday morning, and from Montreal-except a little
via Coaticook-until Saturday night. There was a serious washout at Barton. At Passsumpsic
about two hundred and twenty feet of heavy dump is gone, which will prevent the passage of
trains for several days. Thereare several smalller washouts on the same road. At Coventry
the track was several feet under water for quite a distance and at Capelton on the
Massawippi, the track was also under water. We believe the connection with Sherbrooke was
resumed on Saturday. The Connecticut River is reported higher than at any time since the
great freshlet of 1851. :

June 29, 1876 The Stanstead and Newport Accomdation train will take passengers from
Stanstead to Newport and return for a fare of one way. This arrangement will accommodate
those wishing to accompany friends to or from the Montreal and Boston Air Line trains or
those who may wish to spend a few minutes at Newport. Trains will leave at 4:15 PM. And
remain at Newport fifieen minutes. The Branch train also runs to Newport on Monday
morning's to hit the mail train that returns there from Sherbrooke on Saturday mornings.

June 11, 1877 Lucius Robinson Esq. Of Newport Vermont has recently negotiated
(probably for the Passumpsic) for the portion of the Montreal Portland and Boston R.R. From
West Farnham to the Victoria Bridge (St Kambert) a distance of thirty-two miles. Six miles
remains to be built and one hundred and fourty men are now at work upon it and expect to
get it finished by the first of August. This will give the Passumpsic and the Southeastern
direct communication with Montreal. Without paying heavy tribute to the Vermont Central
which controls the road from West Farnham to St John's. The route will be shortetr and more
direct than any other when completed.



CANADIAN PACIFIC ENGINES ASSIGNED TO NEWPORT , VERMONT
JULY 31, 1904

4-4-0 Alco 3-1900
298

0-6-0 Alco 11-1902
2198

JANUARY 31, 1916
0-6-0 U-3 Alco 1905

JANUARY 31, 1930

4-6-0 D-10 Alco 10-1912

1072, 1075, 1077, 1081, 1082

4-6-2 G-2 Alco 7-1910

2596, 2597

2-8-0 M-4 Alco 1904

2-8-0 M-4 Baldwin 1907

3510, 3516, 3517, 3518, 3519, 3520, 3521, 3522, 3523, 3524, 3525, 3526

2-8-0 M-4 MLW 1907

0-6-0 U-3 Alco 11-1902

6140, 6141, 6142

DIESELS

1800-1801 EMD E-8 1949 AlA-AlA 2500HP
4000-4007 Alco-GE  FA-1 1949 B-B 1500HP
4400-4403 Alco-GE  FB-1 1949 B-B 1500HP
8400-8404 Alco RS-2 1949 B-B 1600HP

7096-7098 Alco S-2 1949 B-B | 1000HP



1926, a 40,000 gallon water tank was installed at Sutton. The
enginehouses at both Sutton and Drummondville had extra stalls added. The
Farnham roundhouse was extended, and so was the station at Estray

1928 the railway built a 300 ton concrete coal tower at Newport,

At Richford, a new 200 foot through truss bridge over the Mississquoi River,
was necessary that same year to replace the bridge carried away in the
November 1927 floods.

1928 saw the installation of electric automatic signal protection at the
Sherbrooke Terminal. Some electric switched controlled from the station were

also installed.



SUTTON FEBRUARY 13, 1911

CPR brand new Pacific 1199 collided with extra 1688 while it was standing
at the Sutton water tank. Nobody was injured. The 1199 had been delivered
from Montreal Locomotive Works only days before. It would shortly be
renumbered 2599. The 1688 was also an MLW product, but built in 1907 as a
M-4 class 2-8-0, and it would be assigned number 3488 next year.

ACTONVALE MAY 19, 1911

A Grand Trunk freight engine running from Richmond, Quebec to
Montreal ran into the side of Canadian Pacific extra 1258 at the Actonvale
Diamond. The old and light 2-6-0 built in 1888 survived the collision living out

it's life at Farnham until 1927. This is on the Drummondville to Foster and
Sutton Junction branch line.



COWANSVILLE DECEMBER 23, 1946

Sunday morning, at 11:10 AM just two days before Christmas; the second
section of the Montreal to Boston Alouette fast passenger met in a head-on
collision with a small one car freight local at Potvin Crossing. The second
section was necessary for the CPR were carrying the Ice Capades from Montreal
to a Christmas show in Boston. This train had four baggage cars filled with
props for the show.

The performers in the first section of the Alouette had just gone through
Cowansville ten minutes earlier. The freight was coming down the grade and
around the bend. The passenger slowed down first and then the engineer of the
freight applied his brakes, as his fireman jumped.



POTVIN CROSSING DECEMBER 23, 1946

Sunday morning, at 11:10 AM just two days before Christmas; the second
section of the Montreal to Boston Alouette fast passenger met in a head-on
collision with a small one car freight local. The second section was necessary
for the CPR were carrying the Ice Capades from Montreal to a Christmas show
in Boston. This train had four baggage cars filled with props for the show.

The performers in the first section of the Alouette had just gone through
Cowansville ten minutes earlier. The freight was coming down the grade and
around the bend. The passenger slowed down first and then the engineer of the
freight applied his brakes, as his fireman jumped.



Through passenger service from Montreal to Boston, Massachusetts,
operated jointly by the Canadian Pacific Railway and the Boston and Maine
Railroad was fully dieselized on Friday, December 2, 1949, when diesel Number
1800 of the CPR took train 212, the “Alouette” to Farnham, Quebec. Regular
service with diesel-electric locomotives began on Thursday, december 15, 1949,
when CPR E-8 Number 1800 took Train 212 to Boston, while train 211 arrived
from Boston in charge of B&M E-7 Number 3819. Trains 213-214 the Newport
Local were handled by CPR 8404 an RS-2. Shortly one of the 1800's would
also run Montreal to Sherbrooke while holding down the job as spare
replacement at Montreal. The Alco FA-1 and FB-1 freight diesels ran from
Montreal through Farnham and Newport to Wells River and White River
Junction, Vermont with the B&M-CPR through freights. The RS-2's were single
units, could not run in multiples ran in a form of pool service with like Boston
and Maine RS-2's centered out of Newport.




WRECK
DUMMERSTON,
VERMONT

SEPTEMBER 10,
1018




TRAIN No. 82 CONSISTED OF
BOSTON AND MAINE
LOCOMOTIVE 3635 2 BAGGAGE
CARS, 1 COMBINATION MAIL
AND BAGGAGE CAR, 1 SMOKING
CAR AND 2 DAY COACHES AND
IT WAS ENROUTE FROM
NEWPORT VERMONT TO
SPRINGFIELD, MASS. It left
Newport at 6:25 a.m.




DUMMERSTON, VT., SEPTEMBER 10, 1918,
February 25, 1919,

On September 10, 1918, there was a read-end collision between a passenger train and a freight train on the Boston &
Maine Railroad, at Dummerston, V., about 5-1/3 miles north of Brattleboro, Vt., which resulted in the death of 3 passenger and
the injury of 25 passengers and 1 employee. The investigation of this accident was conducted jointed by the Bureau of Safety
and the Public Service Commission of Vermont; as a result of this investigation the Chief of the Bureau of Safety reports as
follows:

The Second District of the Connecticut & Passumpsic Division of the Boston & Maine Railroad a bands between White
River Junction Vt., and Springfield, Mass., a distance of 123,18 miles. Between Windsor, Vt., and East Northfield, Mass., the
line on which this accident occurred, the track is used jointly by the Boston & Maine and Central Vermont Railroads. It is a
signal track line, over which trains are over *** by time table, train orders and an automatic black signal system. The general
dircction is north and south, the tracks in the vicinity of the accident following the west bank of the Connecticut River.

The signals on *** line are of the two-position, two-one, lower quadrant, normal clear type. Signals are wranged in
pairs, the opposing signals being *** about one-half mile apart, with on average distance between *** of signals of a little less
than 2 miles, this beiny the block length for trains waving in the same direction. Preliminary track circuits are used in order to
give proper hand-on protection and a signal cannot clear for a following have until the first train has passed the sccond opposing
signal and its preliminary section. Before the distant signal *** can clear, the train must pare still another signal, so that trains
running under clear signals are spaced not less than approximately 4 miles apart. On the Boston & Mains Railroad signals are
placed about 200 feet into the block, so that the signal goes to stop position before the engine passes it, the "setting point” being
indicated by a "block post." Switch indicators are not used, but switch boxed are used te shunt the track circuit at each switch.
Rule No 513 requires that a train before passing from aiding to main line must wait a sufficient time after the switch has been
tendon to allow a following train to come to a stop before reaching the switch.

Southbound signal 668 is 9,200 feet north of the point of accident and it is 9,250 feet farther to signal ***, which is
located about one-half mile mount of *** Station. Signal 652 is about 120 feet south of were the rear and of train No. §2 stood
at the time of collision and is *** fect south of the *** switch at Duramerston. From signal *** to signals 629 is a distance of
about 11,650 feet and that distance, added to the length of the preliminary sectian, a total of 13,700 feet, is the distance a train
must travel before signal 652 car start to clear.

The signal and trade circuit conditions at Furrier tan siding are such that then the south switch is opened, signal 668, the
first automatic signal north of Dummerston station, assumes the stop position. The opening or **% of the south switch bad no
effect on signal 652. The track circuil is a tended onto the siding as far as the fouling point, about 165 fect north of the switch.

Approach Dummerston from the ¥** of short cures and tangents, the track *** it’s the station being on a tangenl.
[ e isa 5 degree curve 1o the right. 1,500 feet long, followed by a tangent at the
i id. This 5 degrees curve passes thought a side cut about 70 feet in depth. the

j o — __}or 60 degrees on the right or engineman’s side of a southbound train and
restrie s vision ti. LAoie ¢ 1 OTeef from the rear of a train standing on the main track after pulling out from
1 passin, Jing through the south switch.

Beginning at block signal No. 668, and proceeding south the grade is slightly descending for a distance of about ***
feet, and then there is slight ascending grade extending to Dummerston passenger station, there the grade is practically level;
south of the station there is descending grade of .46% 10 .25% extending to level track south of the south passing track switch
where the collision occurred.

Approximately 3/4 of a mile north Dummerston there *** board restricting speed of southbound trains between the slow
poard and the south switch to 20 mile per hour. In time-table No. 42 there is also a speed restriction of 20 miles an hour at the
south switch.

The trains involved in this accident were southbound first-class passenger irain No. 82 and southbound *** train extra 6.
Under the current time-table train No. $2 is scheduled 1o be passe at Brattleboro by train No. 98, the "White Mountain Express.”
However, on account of construction work in Braltleboro yard, the passing point of these trains was changed from Brautleboro
to Dummerston by joint special order No. 1, issured by, the Boston & Maine and Central Vermont Railroads August §, 1918, o
become effective August |1, 1918, no supplement to time-table No. 52 being issured. A copy of this joint speciai order was
delivered to the crews of Nos. 82, 98 and extra 6, and at the sime of the accident all members of the crews, excepting the
fireman of extra 6, were fully cognizant of the fact that the pussing point of Nos. 82 and 98 bad been changed from, Brattleboro
to Dummerston.

Train No. 82 consisted of locomotive 3635, 2 baggage care. | combination mail and baggage car, 1 smoking car and 2
day coaches, in the order named, all the coaches being of wooden construction; it was en routc Newporl, Vt., to Springficld.
Mass., in charge of Conductor Biggins and Engineman Forgette, This left Newport, Vi.. at 6525 a.m., passed Putney at 1:34
p.m., 3 minutes late, entered the north end of the siding at Dummerston and arrived at the passenger station at 1:41 p.m., 6
minutes late. After receiving and discharging passengers, the train order signal being clear, the train proceeded to south end af
the siding to wait for train No. 98 to pass.



approximately 2.59 miles south, and the indication of that signal changed from stop 10 caution, the brakeman of train No. ¥4
immediately opened the south switch of Dummerston passing siding and train No. 82 proceeded out upon the main line where it
stopped with the rear end of the last coach 89 feet south of the switch points, to wait for the brakeman who closed the switch.
About the time the signal changed from stop to caution, the flagman of train No. 82 placed a torpedo on the main track at a paint
about 965 feet north of on the main line. Immediately after train No. 82 had eleared the rear of train No. 82 where it stopped the
siding, the brake closed the switch, and just after the switch was closed, train No. 82 was struck from the rear by extra 6, at
about 1:56 or 1:58 p.m.

Local freight train extra 6 consisted of locomotive No. 6, 1 loaded box care 1 empty box car and a coach used as a
caboose, in the order named, and was an rouie from Bellows Falls, Vt., to Brartleboro, Vi, in charge of Conductor Sawin and
Engineman Webb. 1t left Bellows Falls at $2:50 p.m., arrived and took siding at Putney, at 1:20 p.m., lo permit trains Nos. 82
and 98 to pass; extra 6 then made a switching movements and left Putney at 1:50 p.m. As exira 6 approached signal 686, the
indication of that signa changed from caution to clear. When extra No. 6 passed signal 668, which was alse in the clear
position, it was traveling at a speed considerably in excess of 20 miles an hour and this rate of speed continued 1o a point near
Dummerston station, where the train slowed down slightly. After passing the station the train picked up speed again, and no
reduction was made until the explosion of the tarpedo placed by the flagman of train No. 82; the brakes were applied in
emergency just before the collision occurred.

The force of the collusion caused coach 665, the second coach from the rear in train No. 82, to telescope coach 702, used
as a smoking car, for about two-thirds of its length and the wo coaches came to rest with coach 665 slightly above coach 702.
Nearly all of the killed and injured were taken from the smaking car. Coach 683, the fast coach in train No. 82, was also badly
damaged.

Conductor Biggins, of train No. 82, Suated that they pulled into the north end of Dummerston siding, arriving there about
5 minutes late. After stopping a1 the station the train pulled down Lo the south end of the siding and waited for No. 98 to pass.
After leaving Dummetrston station the conductor went into the baggage car and he was there when the collision occurred. Afler
No. 98 passed he Juoked at his watch and it was about 1:50 p.m-; 3 or 4 minutes later the top am of signal 652 dropped, the
head brakeman then opened the switch and their train immediately proceeded out upon the main line. Then they got out on the
main line he looked at his watch and it was 1:56. His train had cleared the switch and bad just come to a stop when the collision
accurred. He did not hear Extra No. 6 approaching and the first he knew of the accident was the shock of collision. He said they
had made this move a number of times and it had been their practice 10 move out of the siding at soon as the top arm of Signal
652 cleared. He had given hie flagmen no particular instructions, but the flagman's practice had been to place a torpedo on the
inain track about 500 leet north of the switch, a short distance back of the rear of their train anile standing on the siding, and this
he did no the day of the accident. He said hie knew the requirements of Rule No. 513: he knew that the throwing of the south
switch would set signal 668 at shop and he understood that it would also get signal 652 if train No. 98 had not cleared the block.

Engineman Forgette, of train No. §2. stated that he was substituting for another engineman and that was his first trip on
this run. He said they pulled into the north siding at Dummerston, $et the switch. then pulled up to the station. He said they were
at the station 13 ot 14 minutes before they started to pul! down to the south end, at 1:40 p.m. When they arrived af the mouth
switch they stopped about an length north of the fouling point. fo wait for No. 98 to pass. Abouk two minutes after No. 98 passed
the hand brakeman waiked down to the switch, unlocked it and stood watching signal 652 and when the top arm started to drop
the brakeman threw the switch and they started right out. He did not think there was an inteval of more than 2 minutes from the
time they started 1o pull oui onto the main line until the collission accurred. [n pulling out upon the main line he applied the
brakes once to slow up, then released then, and made another application when they were al out: he had not released the brakes
when the collision occurred. They had just cleared the switch when the fireman yelled to him and he jumped down from his
seal. He did not hear the whistle of Extra, 6 nor the explosion of a torpedo. He did not remember that he had been in
Dummerston siding before under simifar circumstances, but stated that il was his custom to come out of a siding an moon an the
switch was thrown, He said he knew the requirements of Rule 513, but had not considered that the rule applied to their
movement at Dumimerston; hie thought 4 o 5 minutes would have been a sufficient tength of time for them to have waited ajter
throwing the switeh. He said he did not know that throwing the south switeh pet signal 668, but thought it set the signal ahead of
him and that this was Lhe reason the brakeman did not apen the switch earlier.

Fireman Guertin of train No. 82 stated that when they had moved down (o Uhe south switch at Dummerstop and stopped
into clear, the engineman was watching the block, the signal cleared, the brakeman threw the switch and it was about 2 minutes
from the time the switch was opened until they were ant on the main line. He was watching for a proceed signal from the rear
when he saw Extra 6 coming around the curve and jumped just as his engine was coming to a alop. He heard no torpedo
explode.

Brakeman Graves, of train No, 82, stated that after No. 98 passed, at 1:50 p.m., be went back, with Hag and torpedoes,
and at a point about 500 feet from the switch, two car lengths or more north of the rear of his train an it stood on the siding, he
placed a torpedo on the rail. At that time there was na sign of the approach of extra 6 and he than started toward the rear of his
train. His train had started to move forward before he reached it and he had to fun to catch it. He boarded the train, crossed the
rear platform and was just starting to got off at the switch when he heard the explosion of the torpedo. Looking back, he saw
Extra 6 approaching around the curve at 2 speed he estimated at over 30 mites an hour. He yelled to the head brakeman and they
both jumped. While he had not been instructed to do so by the conductor, it had been his practice to protect the movement of his
train in pulling out of the siding by placing a torpedo on the main track; each time they had made this move he had put down a
torpedo at approximately the same peint. On the day of the accident, however, he had extra 6 in mind and thinking they would
be through with their station work at Pumey, he went up the track farther than usual, going back as far as he could to put down
the torpedo and allow himself time to get back to the train and close the switch betore the train started. He said he intended to
put down two torpedoes. but saw the rear of his train moving and did not think he had time to do so.

Head Brakeman Riley, of train No. 82, stated that when his train stopped at the switch at Dummerston he walked back
from the engine and stayed opposite the baggage car until No. 98 passed. When the top arm of signal 652 dropped. atter the
passage of No. 98, he threw the switch for the main line, but did not give the engineinan any signal to proceed; he though they
were about 2 minutes in putling out upon the main line. The rear end of his train had just cleared the switch, lie had thrown the
handled Over and was just about to drop it into place when he hears the brakeman shout and looking back, saw extra
approaching at a speed of 30 oy 35 miles an hour; he did not think their speed we reduced much, although steam was apparently
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Baggageman Hackett, of train No. 82. stated that No. 98 had been by about by about 6 minuzes and they were waiting for
it 1o clear the block. The block cleared and atter throwing the switch they pulled out on the main line and were almost
immediately struck by extra 6. He heard no torpedo nor warning whistle.

Conductor Sawin, of extra 6, stated that he understood No. 98 was to pass No. 82, at Dummerston and assumed that his
engineman had the same understanding. He did not look at his watch while at Putney, but asked the operator there regarding
these two trains and was informed that both were on titne. They departed from Putey at about 1:50 p.m., approximately 7
minutes after No. 98 left. Leaving Putney, as he was entering the caboose, he looked at the signal and noted that it had cleared.
He said there was no appreciable reduction of speed at their train approached signal 668 and he did not see that signal as they
passed it. Their speed approaching Dummerston station was between 30 and 35 miles as hour; he heard the engineman sound
the station whistle and pass the station the engineman slowed down so the conductor could throw off a way-bill there, He
estimated they passed the station at about 25 miles an hour and after throwing off the way-bill he went inside the caboose and
was making out time reports when the accident occurred. He said they passed, Dummersion at 1:57 p.m.; hie did not looks at his
watch, but later asked his rear brakeman, who told him. No one called the position of the signals and as the caboose of their
train had no cupola, the signals could be observed only by looking out of the window or from the platform and none of the
(rainman did this. He heard no torpedoss but fell the brakes being applied, followed not more than 20 seconds, afterwards by the
shock of collission. The conductor said he did not think they ware traveling, at any excessive rate of speed and he made to effort
to check it, as he considered Engineman Webb qualified to regulate the speed. He did not recall the vestriction of the speed
board located north of Dummerston nor the time-table restriction of specd at the south switch. He said the brakes were all ’
working, as he helped test them and they bed no trouble with them on this trip.

Engineman Webb, of extra 6 stated that after coupling on the train at Putney he applied the brakes. then released then
and heard the triple release on the caboose. The next time he had occasion to use the brakes was coming around the curve at
Murder Hollow between Putney and Dummerston, then they operated properfy, Coming out of Putney and approaching signal
686 he observed that the red arm was down and the yellow arm was up, but the yellow blade started to drop before he passed it.
x%* fireman called the indication of this signal 1o him as clear and he acknowledged it. Signal 668 was in the caution position
when he first law it, but as they approached the block post the yellow arm started down and had cleared just before lie reached
there; after passing the block post and when his engine was about 50 feet distant both arms went up together, *** the signal
south of Putney deport to Murder Hollow they did not exceed a speed of 20 miles an hour, but after receiving a clear Indication
at signal 669 their speed increased to about 30 or 35 miles an hour and he maintained this speed until he came to the speed
board, where he slowed down; he sounded the station whistle signal and after passing the station he increase speed. His train
was traveling at a speed of from 25 to 30 miles an hour when, rounding the cure south of the station, ata point about 6 or 7 car
jengths from the switch, he ran overa orpede. He inmediately closed the throttle but it Hew back open and he again closed it: at
ihie same time glancing out the cab window, he saw the rear end of No. 82 and immediately applied the brakes in emergency,
but could not stop his train in time to avoid \he collission. He stated that his engine brake was in good condition and the train
brakes were working satisfactorily. Engineman Webb stated that he was aware the passing point of Nos. 82 and 98 had been
changed from Brattleboro to Dummerston, also he was familiar with the speed restriction for freight trains and with the location
of the slow beard. He said he had no. 82 in mind, but when he saw signal 668 clear he assumed it was clear he it was No. 82 just
leaving the clearing point for block 668, Engineman Webb said he could not deny that he exceeded the speed limit, as he came
at a speed faster than that called for.

Fireman Coughlin of extra 6 stated that at Putney the only conversation he had with Engineman Webb was to remark to
him that they were waiting for No. 98. He said he usually calls all signals, but as they werc leaving Putney he was working on
his fire and did not notice the petition of at 686 ver distinctly; he thought it indicated clear and called this indication to hic
engineman, who acknowledged it. He got a glimpse of signal 668 as they were approaching it and thought that it aiso indicated
clear and called the indication to the engineman, who waved his hand in acknowledgment. He said he could not state positively
about the signal indications. Their speed between Putney and Dummerston was between 30 and 35 miles an hour, but
approaching Dummerston station the engineman sounded the whistle, slowed down, and they passed the station at a speed of
about 15 or 20 miles an hour, after which speed was again increased to about 35 miles all hour. He got down to put on some
coal, heard the whistle, then the engineman called 10 him 1o ***. The engineman made an emergency application of the brakes
at the same time sounded the whistle and the collision occurred about a halt minute after. The fireman did not think the
engineman saw the extra more than 10 seconds before the cotlision and did not think the speed of the train was checked by the
brake application. He said the brakes were afl right, but the throttle of their engine was not much good and did not hold.

Flagman O'Connor of extra 6 stated that the air brakes were tested at Putney by the conductor, assisted by tale head and
middle brakeman and just previous to the collision they took hold in good shape. He estimated their speed from Putney (o
Dummerston at from 30 to 35 miles an hour. He heard no torpedoes; their speed was about 30 miles an hour when the
engineman sounded the whistle and the brakes were applied in emergency.

Read Brakeman Riley of extra 6 stated that he was riding in the caboose and their speed (rom Putney to Dunumerston
was 30 or 35 miles an hour. Just afier they passed around the curve he heard a torpedo explode, then the brakes were applied in
emergency and the collision Followed within half a minute.

Middle Brakeman Jones of extra No, 6 estimated their speed at 30 miles an hour, except passing the station, when the
engineman Slowed down. When at a point about 8 telegraph poles from the point of accident he beard a torpedo explode, and
estimated their specd when they struck at 25 or 30 miles an hour.

Bridge Foreman St. Croix stated that on the day of the accident he was working on Bridge 60. which is about 200 fect
south of signal 668 and was on the east side of the track as extra 6 approached. He said that as the extra came around the curve,
whicl is about 500 or 600 feet from signal 663, the signal was in the stop position and when the train was aboul al the fouling
point the top arm of the signal dropped and then went right up again, whilc 1he lower arm stayed up. When the extra passed him
il was traveling at a much higher rate ot speed than the other trains,

Bridge Carpenters Pennock, Brennan and Hackett corroborated their foreman's testimony and said that extra 6 did not
slacken speed as it passed.



accident he was working with three men about half a mile south of the south switch of Dummerston passing siding, right beside
signal 647, the northbound signal. He saw the brakeman of train No. 82 sel the switch and the train immediately moved oul, a
little more than 2 minutes from the time No, 98 passed, and came to a slop on the main line with the engine about half way
between signal 647 and the south swiich. He could near extra *** approaching the other side of Dunmerston station and
wounded why it did not reduce speed, which he estimated at 30 miles an hour, and the collision followed. He did not remember
hearing a whistle sounded, but just an instant before the collision occurred he heard the explosion of a torpedo.

in the investigation of this accident an inspection of all signals involved was made and the relays tested. The switches in
the block in which the accident cccurred were tested for shunt and found to cut out the track circuit properly. When opened, the
mechanisms were found in very good condition and the shunt boxes were clean. The signals worked freely and the clutch coils
of signal 66% showed no signs of residual magnetism. The tests made, together with the testimony, justify the conclusion that
the signal apparatus was in good working order and did not fail to perform its proper tunctions at the time of the accident. [ris
apparent from the evidence in this case that extra 6 passed signal 668 before the south switch of Dummerston siding was
opened.

The investigation disclosed a conflict in the testimony regarding the signal indication displayed by signal 668 for Extra
6. The staternent of the engineman of that engineman of that train is to the effect that the signal cleared just before his train
reached it, and the fireman stated that although he was not certain of the indication displayed he called the signal clear. The
memibers of the bridge gang who were working near were positive in their statements that the top arm of signal 668 cleared as
extra 6 approached, and that the signal indicated caution when the train passed the block post. It extra 6 had passed signal 068
after the south switch at Dummerston was opened, that signal would have indicased stop, while if it passed that signat before
train No. 98 passed the clearing point for signal 852, signal 668 would indicate caution. In view of the positive and
unquestioned evidence that the south switch was opened as soon as the top arm of signal 652 cleared as well as the evidence
furnished by members of the bridge gang that signal 663 was in the caution position for extra 6, that train must have passed
signal 652, and signal 668 was thercfore in the caution position. This conclusion appears to be thoroughly established,
Engineman Webb's statement to the contrary notwithstanding.

From tests conducted after the accident, it was found that a train similar to cxtra 6 on the day of the accident, proceeding
at 32.7 miles an hour, could have been brought to a stop within a distance of 600 feet and within 16 seconds after exploding a
torpedo placed 965 feet from the rear end of train No. 82 as it stood on the main line, It was also found that, with ar engine the
same Type as was used on extra No. 6 an the day of the aceident, looking out of the cab window from the engineman's side,
clear and unobstructed view of the rear of a train as No. 82 steed at the time of accident could be abtained at a point 546 feet
north of the point of collisian, form which paint signal 652 could also be seen distinctly.

The primary cause of this accident was failure of the crew of train No. 82 1o wail a sufficient length of time after opening
the switch before moving their train from siding to main line, in viclation of Rule 513, for which Conductor Briggins and
Engineman Forgetie are responsible. A contributing cause was the failure of the crew of extra 6 or properly head and camply
with signal indications, speed restrictions and torpedo signal, for which Conductor Sawin and Engineman Webb of that train are
responsible,

Rule No. 513, of Rules for Government of the Operating Depariment of this read, reads as follows:

“Trains about 1o enter a track protected by block signals, after the switch has been opened which will cause the
automatic signal to indicate Stop, will not enter the main truck until sufficient time has elapsed to allow a train, that may
have passed or be approaching the signal, to come 10 a stop before reaching the swiich.”

In conformity with this rule, it was the duty of the crew of train No. 82 before proceeding out upon the main line to leave
the switch open for a sufficient length of time for the extra to have proceeded from signal 668 to the south switch.

The testimony given at the investigation indicates that subsequently to August 11th, up to the day of the accident it has
been the practice of the crew of Na. 82 to throw the switch and pull out upon the main line the moment the home blade or top
arm of signal 652 began to lower, which was clearly in direct conflict with Rule 513. Instead of waiting for the top biade of
signal 632 to clear after the passage of No. 98 before the south switch was open, had the south switch been opened as soon as
train No. 98 passed, signal 668 would not have cleared and the accident would undoubtedly have been averted; further, after the
switch was openeg, had train No. 82 waited a sufficient time, as required by rule, the accident would not have occurred. The
testimony in this case indicates that it was the practice of the crew in charge of train 82 to disregard this rule, and discloses the
necessity for more specific instruction and thorough examination of employee in regard to rules and their duties.

The indication of signal 668, as extra No. 6 passed it, being caution, it was the duty of Engineman Webb to "proceed,
prepared 10 stop at next home signal,” according to Rule 501. Signal 652 was only about 120 feet south of the rear of train Ne.
27 as it stood at the time of the collision, and it is apparent from all the facts and circumstances that lhiad Engineman Webb
complied with this rule, he would no doubt have been able to stop his train in time to avoid the collision. An examination of the
throttle lever and quadrant subsequent to the accident of disclosed that they were in good condition. It is apparent from the
evidence that Engineman Webb not only disregarded the caution indication of signal 668, but failed to regard the speed limit as
indicated by the speed board located north of Dummerston faited to comply with special time-table speed sestrictions, and tailed
to act promptly in reducing the speed of his train after exploding the torpedo placed by the flagmen of train No. 82. Cenductor
Sawin is responsible in that he failed to take any action to cause a reduction in train speed which he knew was in excess of the
maximum speed permitted or authorized by rule.

At the investigation it was found that the brakes on extra No, 6 were in good condition and had the rules been complied
with by those in charge of this train the collision would have been averted.

Fireman Coughlin is also at fault, on the basis of his own lestimony for calling both signals 686 and 668 clear when as
he stated he was not certain of the indications of those signals. While it may have been no bearing in this case, such practice is
lo say the least misleading.

While a contributing cause of this accident was the disregard of the caution indication of signal 668 by engineman
Webb, that rule of the Boston & Maine Railroad governing the obervance of the caution indication. reading "Proceed, prepared
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INTERSTATE COMMERCE COMMISSION

REPORT OF THE DIRECTOR OF THE BUREAL QOF SAFETY IN RE INVESTIGATION OF AN ACCIDENT WHICH
OCCURRED ON THE CANADIAN PACIFIC RAILWAY NEAR SUTTON, VT., ONJULY 9, 1926.

July 26, 1926.

To the Commission:

On July 9, 1926, there was a derailment of a freight train on the Canadian Pacific Railway near Sutton, V1., which
resulted in the death of one employee and the injury of one employee.

Location and method of operation

This accident occurred on that part of the Lyndonville Subdivision of the Farnham Division of the Quebec District
extending between Wells River and Newport, VL, a distance of 63.7 miles, this being a single-track line over which trains are
aperated by time-table, train orders, and an automatic block-signal system. The point of accident was 0.85 miles north of Sution;
approaching this point from the south there is a compound curve to the right 1,621 feet in length, varying from 1 degree 6" 102
degree 8", followed by a tangent 619 feet in length, the derailment occurring 573 feet north of the south end of this tangent. The
grade for northbound trains is ascending from Suiton, varying from 0.8 to 1.03 per cent, being at its minimum at the point of
accident. In the vicinity of the point of accident the roadbed s a series of cuts and fills, there being a [l varying from 1010 20
feet in height on the east side of the track at the point where the derailment occurred.

| 1
: !;:et in length, with an average of 20 to 21 ties to the rail- length, partly tie-
! e ) &4 on curves, and was ballasted with from 10 to 12 inches of light gravel. The

irack  ielf maintat....!
1t was raining very hard at the time of the accident, which occurred at about 9.15 p.m.
Description

Northbound freight train No. 903 consisted of 33 cars and a caboose, hauied by B.& M engine 2625 and C.P. engine
3529, and was in charge of Conductor McLean and Enginemen Stevenson and Rickaby. This train left West Burke, Vt., 2.4
miles south of Sutton, upon the arvival of southbound freight train No. 902, and while traveling at a speed estimated to have
been from 15 to 18 miles an hour it was derailed at a culvert located 0.85 miles north of Sutton.

Engine 3529, which was the second engine, together with its tender and the first car in the rain, were derailed; the
engine and tender came to rest in an upright position with the front end of tender resting on the engine cab, the rear of the engine
having dropped down in a washout about 10 feet. The forward end of the first car was telescoped. None of the other equipment
was derailed. The employee killed was the fireman of the second engine.

Summary of evidence.
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heavy rain storn started before his train left West Burke and continued to increase in intensity until after the accident oceurred,
but that he could see the rails at all times and believed that there was no waler over then at the point of accident. The first
waming he bad of the derailment was when the tender of his engine began to rock: he then attempted to apply the air brakes in
emergency, but found they already had been applied due lo the parting of the train line between the engines, and on looking
back he saw the headlight of the second engine rise into the air. He said he then went back to the second engine bul on account
of escaping steam he could not get near enough to make a careful inspection of it, but it appeared that the rear end of the engine
was about 10 feet below the roadbed while the front end seermed to be higher, He further stated that he had never heard of a
previous washout at the point of accident and could not recall having this particular culvert referred to as dangerous during
heavy rains.

Fireman Moore, of the leading engine of train No. 503, stated that at the time of the accident the engines scparated from
each other and the air brakes applied in emergency. He went back to the derailed engine and found two rails extending upward
near that engine and a large volume of steam coming out from under the engine. He could not go around to the fireman’s side of
the engine on account of the watef, which was nearly up to the cylinders. He said that during the 10 1/2 years that he had been
employed as a fireman he had never experienced any trouble with high water in this vicinity.

Engineman Rickaby, who had charge of the second engine, stated that at the time of the accident his train was ruaning
about 15 mites an hour and his first warning of the impending accident was the rocking of his engine which was followed
almost immediately by a sudden drop.

The statements of Head Brakeman Lefrance, who was riding on the second engine at the time of the aceident, and
Conductor McLean and Rear Brakeman Charron, who were riding in the caboose of train No. 903, practically corroborated
those of the other members of the crew.

Statement a by members of the crew of southbound train No. 902, which passed over the culvert where the accident
sccurred at about 8.45 p.ni., were to the effect that no water nor any other unusual conditions were observed at this point. The
fireman of this train, however, noticed water running along the side of the track ata point 1/4 or 1/4 mile north of the culvert
where train Mo, 903 was derailed, while the engineman noticed water up to the ties on the west side of the track, and the fireman
reported the matter to Section Foreman Tyler upon the arrival of his train at West Burke.

Section Foreman Tyler said the fireman of train No, 202 called to him on the arrival of that wain at West Burke that the
water was over the track north of Sutton. The fireman did not give him the exact location, and as train No. 903 had already
started he had no opportunity of giving this snformation to the crew of that train. He had been in charge of the section where the

accident occurred unti! June 1 of this year. and said he had cleaned out the culvert in question during the spring and had left it in
good condition.

Section Foreman Pelow, who has charge of the section on which the accident occurred, stated that he and three of his
men were patrolling the section during the rain storm and passed over this culvert at about 7.30 p.m., and while it was raining
very hard at that time, yet the water passing through the culvert did not appear to be rising. He said lie examined the culvert just
pefore the storm and found it to be in good condition. In his opinion the accident was caused by the water becoming dammed on
its course down the hill by brush and waste wood, which was later dislodged by the heavy volume of water behind it and swept
down the hill, blocking the culvert.

Sectionman Grondin, whe is employed on the section on which the accident occurred, stated that on the morning of July
13 e followed the caurse of the brook {rom the right-of-way to the top of the hill and from his examination at that time he was
of the opinion that the stream had been dammed in three different places during the storm on July 9 and that these dams were
formed of Noodwood and brush, which gave way when a heavy velume of water collected behind them, the pressure then
sweeping the debris down and blocking the culvert, the water being of sufficient volume to cover the fence on the west side of
\he right-of-way.

Roadmaster Vallier, who had been in charge of the track in the vicinity of the point of accident for 10 years, stated that
he had never known of any trouble at the culvert where the accident occurred and it appeared to him to be ol sufficient
dimensions ta 1ake care of ali the water thai might flow {rom this stream.

Examination of the track showed that a section of road bed 37 feet in tengih had been washed out, the maximum depth
of the washout being 6 feet 9 inches, with about 160 cubic yards of material being displaced. The culvert at the point where the
road bed was washed out was of stone construction, 3 feet 6 inches in width and 3 feet in height.



This accident was caused by a washout,

In this vicinity there is a large watershed on the west side of the track whicly extends about | mile from the track, and
which has a slape of about 25 degree, forming a stream which passes under the track through a culvert known as Culvert G0-1
which was last inspected a short time prior to the accident and was found to be in good condition. Owing to the heavy rain
which fell just previous to the time of the accident the stream that runs through this culvert had swollen and it is probable that
the water coming down the watershed became dammed with floodwood and other debris, which held back the water until the
pressure became too great, and that when these obstructions finally were dislodged the debris blocked the mouth of the culvert.
the passing of the train over this culvert causing suificient vibration to move the carth, which apparently slid cut from under the
rack while the first engine was passiug over it.

All of the employees involved in this accident were experienced men and none of them had been on duty in vielstion of
any of the provisions of the hours of service law.

Respectfully submitted,

W. P. Borland,

Director.
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WASHINGTON
INVESTIGATION NO. 3213

BOSTON AND MAINE RAILROAD REPORT IN RE ACCIDENT NEAR NEWBURY, VT., ON OCTOBER 30, (948

Inv-3213

SUMMARY
Railroad: Boston and Maine
Date: October 30, 1048
Location: Newbury, Vit
Kind of accident: Head-end collision
Trains involved: Passenger : Passenger
Train number: 78 : 79
Engine numbers: 3661 : 3646
Consists: 8 cars : 7 cars
Estimated speeds: 20m. p. k. : 20 m. p. h.
Operation: Timetable, train orders and automatic block-signal system
Track: Single: 3 degrees curve; 0.23 percent descending grade southward
Weather: Foggy
Time: 2:30 a.m.
Casualties: 4 killed; 165 injured
Cause: Failure of one of the trains involved 10 obey a meet order and the Indication of an

automatic block signal
INTERSTATE COMMERCE COMMISSION
INVESTIGATION NO. 3213

IN THE MATTER OF MAKING ACCIDENT INVESTIGATION REPORTS UNDER THE ACCIDENT REPORTS ACT OF
MAY 6. 1910.

BOSTON AND MAINE RAILROAD
January 13. 1949

Accident near Newbury, Vt.. on October 30. 1948, caused by failure of one of the trains involved to obey a meet order and the
indication of an automatic block signal.

REPORT OF THE COMMISSION |

PATTERSON Commissioner:

On October 30, 1948. there was a head-end collision between two passenger trains on the Boston and Maine Railroad near
Newbury, Vt., which resuited in the death of 4 employees, and the injury of 148 passengers, 6 railway-mail clerks. § train-
service employees on duty and 3 train-service employees off duty. This accident was investigated in conjunclion with a re
representative of the Vermont Public Service Comimission.

Diagram

Inv. No. 3213 Boston and Maine Railroad Newbury. Vi, Cctober 30, 1948

1 Aaratinm Af Aanidant ned Madliad A8 Muaaeeela..




REMEMBER THE GREAT FLOODS OF 19277 THAT WAS THE YEAR THAT A LARGE
part of upper New England was struck by rains that
wrecked havoc with the railways. The Rutland, Central -

vermont, Boston & Maine, Maine Central, Canadian Pacific were among

the roads snaried. A fine illustrated article, The Flood of '27,

by Patrick E. Purcell, appears in The National Railway Bulletin,

Vol. 42, Wo. 6, 1977. From this here's a sample of what happened:

"The Canadian Pacific's northbound Alouette, bound from Boston to

Montreal, was near the summit in Sutton when Engineer Ernest H.

Rickaby felt the tracks tgsoften’ under his engine and stopped the

train, [t was to be two days before the tracks were sufficiently

repaired to allow the Alouette to be.brought down the grade to

Barton where it remained nearly a week. Among the passengers was

E.W. Beatty, presideat of the CP, who struck out for Montreal via

handecar, jitney, a work train to Sherbrooke and a light engine to

his destination."
Cawsu:llq r\\?% ‘\ \
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DIESELIZED

DECEMBER 1949




THROUGH CsP.B, ~ B¢ M. PASSENGER SERVIQ™ DIESELIZED

Un Decamber Hth, the Canadlan Pacifie Railway wecelvsd the firat or
three 2250 H,P, baesengey locomotives from the EleetrcwM¢tiva Corp, ar
LeGrange, Ti1, These engines nudtbered 1800-1802, U2 classiflied "DRA-pone
by the CLF.E. Nos, 1801 and 1R0% were received on Decembsr 104tn and 1lth
completing this omdsr, '

a Thursday, Decexber 8%h, Ho. 1800 made & hest run with s frelght
Erela to Faraham and ralurn, ang on. friday, Lthe 9th, made {gs Initial pun
i busaenger sevrvice o traln Mo, 212, the Boztoa-bound “Alouetie", whioh
ineluded ane of the Company s new cosches and the Aining car "Beap Rivart®
The lstter eguivment was ror thes use or presy dnd invitea Bueets on this
Lasvguesl P, Eoo 1BOO was repoved Trom this %rein at Farnham, return) 2
o Mantreal in the =arly alterncon wizh he speclal DACLY . The "Aloustoel
¥ag Lzken ovar ab Farnbiam by a Boston & Malne steam locomotive Tor the ron
to Boston,

Cn Friday zfberneon, Hoo, 1800 was placed an exhibltion in YWingsor

Zintion and remsined on view during saturday and Sunday, where it 2%
visited by a zonsideratle niaber of peaple,

Ragular_aervice was inaugurated an Thursday aorning, December 18¢th,
vhen #le, 1800 1ef% on the "Elouette! (train #212) . On the same evening,
Train #7211 arrived rom Boston with Baston & Maine engine #5819, = 2000
H.P.. Electrd»ﬁative$ trope H.B locemotive,

qﬁ

Un Honday, Desenmber 18th, engine 1809 replaced #8404 (Clags DRB-~185)
Gt the Newnopg ioeal, Trains HE13=-214 ATYIving on #2313 ag Boon. No, 8404
had Been in this service glnce Spptember 12%h ana 18 now in sexvice betwes:
Newport snd Wells Flvew, This unit is thes only ong of the Pive rond
switcherg eauipped with highmapead‘paﬁsenger trucks to reliove the 1800
clase,

B T s Yy s Wb M M o P e e okt LR i

JQWS 1950
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THE JANUARY 1950 ISSUE OF THE ASSOCIATION'S "NEWS REPORT" (EDITOR: E.
Allan Toohey; publisher: R.J.Joedicke) reported that the
_through passenger service from Montréal to Roston, Massa-

chusetts, USA, operoted}jointly by the Canadian Pccifichcilwoy and

the-BoStonx&thine Railroad, had, been dieselized on Friday, December

2, when diesel locomotive Numb¢r11800:df the CPR took Train 212, the

upAlouette” to Farnham, Québec. Reguler service with*diesel—eyéptric

jocomotives began on Thursday, December 15, 1949, when CPR E-8 Num-
ber 1800 took Train 212 to Boston, while Troin'2\1 urrived'from Bos-—
ton in charge of B&M E-6 Number 1819, Trains 213-214, the “Newport
Local" were haridled by~CPR=NUmbe: 8404, class DRS-15a.
Our'membgrRod-PéterSDh30f}BdltLﬁpre;'ﬂD}USAL,sends*us three

icturés'to“remfnd‘US'of-this impbffuﬁtjtfadSifion. 1n the ‘first of
, thegphotog:aphsgCPR.enging}NumheﬁylSOZ (EMD-EhB), rolls Train. 212
‘southidut,bfﬁﬂbdevilIe; New Hampshire, post‘the»B&M engine terminal
on-Ap:II-ZW;-]?BT.'_‘-, T j‘i‘.j' : ' -

“""1n ‘the .second picture, MLW FA-1 and FB-1 Numbers 4007 and 4403
rumble across ihe switches just north of the junction with the B&M
at Wells River, Vermont {just across the Connecticut River from Wo-
odsvilIe,‘New-Hompshire) on April 21, 1951, ‘

The ldst photogroph shows CPR engine'Number 8403 on the south-
bound wayfreight at St. Johnsbury, Vermont, on April 21, 1951, Num-
pber 8403 was one of five 1500 hp ALCO RS 2 units {Numbers 8400—8404)
built in Schenectady, NY. Number 8404 nade its first trip from Mon-
tréal to Newport, Vermont, on Train 214 of September 15, 1949, In
Mr. Peterson's picture of Number 8403, 0-6-0 steam locomotive Num-
ber 27 of the St. Johnsbury & Lake Champlain Railroad can be seen
switching in the background.

Mr. Peterson's kind cooperation'in_sending in these photogrophs

1

is very much uppreCLOted.
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2/52016 Wreck of the “Red Wing" at Nashua, N.H., Nov. 12, 1954 | Flickr - Pholo Sharing!
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Boston & Maine Railroad ... Foliow

Wreck of the “Red Wing” at Nashua, N.H., Nov. 12, 1954

B&M No. 3820 after the wreck. Dana D. Goodwin photo, neg. no.
F181A, album 60. Digital image made from photograph in Boston &
Maine Railroad Historical Society Archives. Copyright Boston &

Maine Railroad Historical Society, Inc. Learn moréa about the
B&MRRHS at www.bmrrhs.org. Photo 416

Michael Peverett and michael_m_rubino faved this
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Wreck of the “Red Wing® at Nashua, N.H., Nov. 12, 1854 | Flickr - Photo Sharing!
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Boston & Maine Railroad ... Foflow

Wreck of the “Red Wing™ at Nashua, N.H,, Nov. 12, 1954

Canadian Pacific observation car Cape George, Dana D. Goodwin
phote, neg. no. F1704, album 60. Digital image made from

photograph in Boston & Maine Railroad Historical Society Archives.

Copyright Boston & Maine Railroad Historical Society, Inc. Learn
more about the B&MRRHS at www.bmerhs.crg. Photo 418

michael_m_rubino faved this
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Wreck of the “Red Wing" at Nashua, N.H., Nov. 12, 1954 | Flickr - Photo Sharing!

Sign Up

Boston & Maine Railroad ... Follow

Wreck of the “Red Wing” at Nashua, N.H., Nov. 12, 1954

Express car on its side, Dana D. Goodwin phote, neg. no. F1764A,
atbum 60. Digital image made from photegraph in Boston & Maine
Railroad Historical Society Archives. Copyright Boston & Maine
Railroad Historical Saciety, Inc. Learn more about the B&MRRHS at

wwy.binirhs.org, Photo 417

michael_m_rubino faved this

@ coitrans2002  8mo
The car on its side is B&M 3213, which ended up being scrapped.
To the right on its roof is B&M RPQ-Baggage 3100 which was

rebuilt as B&M baggage car 3291.
Tem E Thompson

' [
: . Add a comment

(s] o

Search Photo
navigation
fohi Hobile { Y

hitps:/www flickr.com/photos/bmrrhs/16604272783fin/photostream/

[

&
Thumbnail
navigation

1,540 1 1

views fave comment

This photo is in 2 albums

Mamad Trains
17 items

Tags BiTa

| blackandwhite |

Taken on November 12, 1954

All rights reserved

Wrecks and 5torms
26 items

T
1
\ 1

Additicnal info
Viewing this phota

Safety level of this photo

Public
Safe

Provide feedback on the naw photo page

@ ©)

Zoom Back to
cantext

112




2/5/2016 VWrack of the “Red Wing" at Nashua, N.H., Nov. 12, 1954 | Flickr - Photo Sharing!

Explore Cre Photes, people, of groups Sign Up
£ H 1 i 1 H
I O Y I
Boston & Maine Railroad ... Follow 1,476 1 1 Taken on November 12, 1954
views fave commeant ) )
Wreck of the “Red Wing" at Nashua, N.H., Nov. 12, 1954 All rights reserved
Dana D. Goodwin photo, neg. no. F1I88A. Album 80, Digital image
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B&M CPR Pool

g

Montreal-Boston was an early run-through with Boston & Maine over a 339 mile route.
The pooling of rolling stock began in 1887 with creation of the Montreal and Boston Air Line,

{renamed in 1903 as simply, Montreal and Boston Line at which time a new fleet of equipment was acquired),
similar to the Toronto, Hamilton and Buffale Line. Under these arrangemients equipment was

jointly owned by the two or three railways operating the service.

Steam engines pooled included CPR G1 and G2 class Pacifics and B&M P2 Pacifics.

Day trains The Alpietee and night trains The Red Wing were part of this pool.

CP 1801 in original paint scheme. Looks like a [949 or newer Chevy coupe and a much older. truck on platform.
No caption (believed to be Laconia, New Hampshire) or date on this R Lewis photograph. Digital restoration Ron
Visackis.

htlp:h'www.trainweb.orgloldtimetrains/photosiusfbm_cpr _poal.htm
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The Alouette

Montreal-Boston

The CPR/B&M joint Montreal-Boston day Alowettes and overnight Red Wings both originally used the Boston &

Maine White Mountains Division from Wells River, Vermont via Woodville-

Boston. This was changed by 1932 to operate the Red Wing down the Passump
Connecticut River Valley kine between Wells River and White River Junction,

Plymouth-Laconia and Concord to
sic Division (the original name of the
Vermont. Thence via the New

Hampshire Division White River Tunction-Concord and on to Boston). The Allouette continued to operate on the
Plymouth branch from Wells River Vt/Woodsville NH to Boston until October 30, 1954. The line was severed as a

through route with abandonment Octo

ber 31,

1954 of 37 miles between Blackmount and Plymouth. Afterwards, The

Alowette shifted to operate up and down th

e Connecticut River line from Wells River to White River Junction instead

of cutting the corner and going south-east on the P

lymouth branch. B&M assigned their P2 class Pacifics to these

trains.

G1 2203 in Boston 1940. Ken MacDonald/Joseph Testagrose Collection

Note: In the 1950's this engine would be assigned to Lambton.

2210 The Alouette nocthbound at Laconia, NH 10/1945
Ken MacDonald{Joseph Testagrose Collection

http:IM'ww.trainweb.orgloldtimelrainslphotoslcpr__steamlalouette.htm
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Old Time Trains

The GPEX milk tank car on the headhead is an empty on its way back to White Bros, in Vermont. This dairy only
leased two cars so the B&M expedited the return of their empty each day in order to make the turnaround. This is
apartment)-express combine, a CPR bagpage-smoker, a coach (possibly a B&M

Ithough CPR heavyweight cars were perhaps more common), and of
A classic consist of this trzin at the time. John Horvath

followed by a B&M mail (15'
'American Flyer' lightweight car on this date a
course the signature CPR buftet-parlor-observation car.

http:/www.trainweb.org/oldti metrains/photosicpr_steam/alouetie.htm 213




2/5{2016

Cld Time Trains

-W Memb_cr Su‘tf of
TrainWeb

l Search TrainWeb [7]

C$14.95

Vintage New York & New Orange..

Fund this web site with
Contributor LEARN MORE

Boston and Maine

B&M 3807 EMD E-7 with The Alouette leaving Windsor Station in Montreal in the fall of 1949,

Canadian Pacific Archives

Back (Use your browser Back button)
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B&M/CP Boston-Montreal train “Alouette” in motion at Woodsville, N.H., Sep. 18, 1938 | Flickr -

Boston & Maine Railroad ...

Craate

Foliow

Phctos, people, of groups

[

3,249

Views

B&M/CP Boston-Montreal train “Alouette” in motion at

Woodsville, N.H., Sep. 18,1938

B&M caboose no.104248 sits on an adjacent track.

R. Gerstley photo. Digital image made from photograph in Harry A,
Frye Collection, Boston & Maine Railroad Historical Society
Archives. Cat. No. 2001.21.13. Copyright Boston & Maine Railroad

Histarical Society, Inc.

michael_m_rubino faved this
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1802 with the Red Wing at Montreal West. June 24/1959 Bob Krone

- ST
a—

1801 in original paint scheme. Compare to 1802 above. B&M 1262

hitp:/fwww.irainweb.org/oldtimetrains/photos/usfbm_cpr, _pook.htm
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Cape Chwrehill on The Red Wing at B&M North Station, Boston. June 6, 1954
Lawson Hill/Johm Hutchins Collection

CPR bought three EMD E8 units to pool with B&M E7 diesels. B&M photos wanted
First 1o depart Windsor Station in Montreal was 1800 on this train on December 9,1949.
These were the only E units owned by any Canadian railway.

The Alouette was changed to Budd Cars (RDC's) in October of 1956.

RDC_2 CP 9113 (with another RDC-2 likely a B&M Highliner) leads The Alonette stopping at Cowansville, Quebec

not long afier conversion to seif-propelled equipment. The two uniformed men are likley Canada Customs and Canada
Tmmigration officers about to board the train to do their duty. 1/12/1957 L.B.Chapman Collection

hltp:llwww.trainweb.orgloldtimetrainsfphotoslus.’bmmcpr —poul.him
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Two RDC-2's comprise Number 32 The Alouette seen here leaving Windsor Station in Montreal.
The lead car is a B&M and the trailing car is CP 9111, 4/10/1958 L.5. Chapman Collection

9113 Dayfiner mcets B&M Highliner to exchange passengers at White River Jct. Venmont.
Run through of cars has ended due to lower ridership. Joseph Testagrose Collection

The last run of The Red Wing was made on Oclober 24, i959.

The last run of The Alouette was made on Octeber 30, 1965 using a single RDC.
Since April 25, 1965 the train had been operating only between Montreal and Wells River VT.

Back (Use your browser Back button)

old Time Trains @ 2009 2012 2015

r
i
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2/5/2016 Cordova Bay Station - CPR News

2601-2602

Canadian Pacific éilway Employee'Communications
Room 500 401-Sth Ave S.W. Calgary AB T2P 424

VOLUME THIRTY-TWO NUMBER THREE 2002

CPR's First Diesel Passenger Locomotives

Jonathan B. Hanna
Caorporate Historian
Communications & Public Affairs
Canadian Pacific Railway

By 1949, CPR was well aware of the advantages of diesel-electric power.
Internal combustion had proven itself in two CPR arenas - yard switching
and road freight service. Passenger service was the last holdout.

When CPR replaced the 41 steam locomotives that handled passenger
and freight from Montreal to Wells River, Vermont, it took only 23
diesel-electric locomotives - three of them exclusively for passenger
service - to do the job. The passenger locomotives would be used on the
Boston-Montreal trains - "The Alouette” and "The Red Wing". CPR ran
these trains in conjunction with the Boston and Maine Railroad (B&M).
"The Alouette”, the day train, would use a run-through CPR locomotive on
alternate days opposite a B&M locomotive. "The Red Wing", the night
train, would use CPR power only between Montreal and Woodsville, Vt.
But the B&M/CPR service had to dovetail. So CPR ordered the same
type of higher-horsepower passenger locomotive as B&M to enable it to
pull and heat the trains with a single locomotive. The passenger
locomotives B&M used on the service were General Motors' E7 models,
developing 2,000 horsepower.

When CPR came knocking on GM's door with a three-locomotive order,
GM's Electro-Motive Division (EMD) was already 12 years into production
of its E-type locomotive. In 1937, by the time CPR got its very first
diesel-electric locomoative to test in yard service, GM was outshopping its
EA, E1, and E2 passenger locomotive models. By 1949, EMD was
already up to its E7 model (without even skipping a mode! number). By
the time CPR's locomotives went into production, GM had just introduced
the E8 modei. So CPR's locomotives came out of the La Grange, llinois,
plant as E8A models with their new 5678 engines, developing a higher
2,250 horsepower.

When the very first CPR E8A locomotive - No. 1800 - was delivered, 2
December 1949, GM's Canadian locomotive plant in London, Ontario,
was still eight months away from opening. So the three E8A locomotives
- CP 1800 to 1802 - ended up coming from GM's EMD plant in La

hitp:/Awww .okthepk.caldataC prSiding/cprN ews/opN ews80/02070101.htm 13
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Cordova Bay Station - CPR News
Grange.

In 1949, CPR's new passenger locomotives were the longest, sleekest,
most powerful locomotives in the company's growing diesel-electric fieet.
Their 70-foot streamiined body housed not one but two 12-cylinder
engines, and two steam generators to heat longer trains with a single
locomotive. The long body, two engines and steam generators needed
six axles, instead of four, to carry the load. Although two of the axles,
one on each truck, were dummies and not powered.

Their appearance set these three locomotives apart from the rest of the
CPR fleet.

EMD not only prided itself on its streamlined locomoative designs, but on
its paint schemes too. La Grange had a whole graphics department
devoted to developing passenger paint schemes for their passenger
locomatives. And in the halcyon days of diesel passenger service in
North America, there were many railways ordering GM locomotives.

The La Grange graphics group designed a unigue rendition of CPR's
maroon-and-grey-with-yellow-stripes passenger paint scheme. The
colours were the same on CPR’s existing passenger steam locomotives.
They were also the same colours as on the 1949 Schenectady-built Alco
FA diesel locomotives used on CPR's Vermont line. But the rendition was
different. The maroon - or tuscan red - was applied in a solid block right
up to the side grilles on either side, coming to a triangular point toward
the top of the nose. The large tuscan red panels were reigned in by
yellow stripes. No disrespect to GM's graphic gurus, but CPR's draftsmen
would soon redesign the paint scheme to look more like the Alco FA
livery.

The E8A locomotives were the first CPR passenger locomotives to get
the new beaver crest without the "Spans the Word" slogan.

CPR's E8A locomotives started on the Montreal-Boston run. After 1958,
they were assigned to the Toronto-Windsor run. By the mid-1960's they
were running out of Montreal to either Ottawa or Quebec City. It was on
its way to Quebec City, 28 December 1968, that No. 1801 collided
head-on with a westbound freight near Lachevrotiere, Quebec. It was
scrapped the following year. No. 1800 and No. 1802 were placed in
service on "The Atlantic Limited" Montreal-St. John, New Brunswick, run
in 1971. In 1973, the two remaining E8A locomotives got a full overhaul
at Calgary's Ogden Shops, complete with new paint job. The two
locomotives were painted in the CP Rail action red paint scheme of the
day, complete with "multimark™.

On 28 September 1978, Canada’s new rail passenger crown corporation -
VIA Rail Canada - bought the two remaining E8A locomotives along with
26 other CPR passenger locomotives. VIA Rail had the two E8A
locomotives overhauled and repainted in VIA livery at CPR's Angus
Shops in Montreal. Continuing CPR's policy, the locomotives' engines
were upgraded to 567BC specifications, developing 2,500 horsepower.
No. 1800 got the treatment in October 1979 and No. 1802 in February
1980. In June 1980, while at CPR's Alyth Diese! Shop in Calgary, VIA
1800 became VIA 1899. Both locomotives saw frequent service on the
former CPR transcontinental - "The Canadian®. A change being as good
as a rest, the locomotives were re-classified GPA-25a and re-numbered
VIA 6598 and 6599. But in 1982, both were retired at Ogden shops,
cannibalized for components and parts, and eventually scrapped.

Vital Statistics

Numbers 1800-1802
Class DPA-22a
Builder General Motors EMD

hitp:/iwww.okthepk.caldataCprSiding/cprNews/cpNews80/02070101.htm
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Qutshopped 2 December 1949
Builder's Model E8A

Heorsepower 2,250

Cylinders 24

Axles 6

Maximum speed 85 mph (137 kph)
Length 70 ft. - 3in. (21.4 m)
Width 10 ft, - 8in. (3.25 m)
Height 14 ft. - 10.5in, (4.5 m)
Wweight 330,500 |bs. (149,915 kg)
Sold 28 September 1978

This article is copyright 2002 by Jonathan Hanna and is reprinted here
with his permission. All photographs, logos, and trademarks are the
property of the Canadian Pacific Railway Company.

© 2005 wiliam C. Siim carknocker@okihewp.ca hittp://www.okthepk.ca

hitp:/fiwww .okthepk.ca/dataC prSiding/cprNews/cpNews80/02070101.htm 343




2/512016 Rur+Through Passenger Trains in New England

following equipment:

» Boston - Montreal via St. Johnsbury: 4DB-1CPT-lounge-buffet; 12 sect-2DB
e Boston - Montreal via Montpelier: 12 sect-2DB

Into the Fall of 1954, the Alouette ran via Concord, Plymouth and Woodsville NH over the former
Boston, Concord & Montreal line. The Red Wing sometimes took this route, but often was routed via
White River Jct, so it could exchange cars with other trains. After the line between Plymouth and
Woodsville was abandoned, trains to and from the CPR were re-routed via the former Northern RR. from
Concord NH to White River Jct. and North along the Connecticut River. In the steam era, B&M and CPR
4-6-2s were pooled through from Boston to Montreal at times. Later the Canadian Pacific's only three E-
8 passenger diesels were purchased in 1949 to pool with B&M E-7s through from Boston to Montreal.

Summer-Only Luxury Trains to Maine

The Bar Harbor Express name was applied to various heavyweight overnight schedules to Ellsworth and
Bangor from before WWI to the end of service - Kratville's Steam, Steel and Limiteds is a good starting
point for the pre-war versions. In some seasons it ran weekends only, sometimes Monday-Wednesday-
Friday eastbound and Tuesday-Thursday-Saturday westbound, with an all-Pullman consist. The Bar
Harbor Express last ran in the Summer of 1960, only as far as Bangor. Because it was a night train,
haven't seen enough photos to supplement the basic info from the Official Guide (July 1952 given here):

e Washington - Ellsworth: 10 sect-1DR-2CPT

o Philadelphia - Ellsworth: 6CPT-3DR; 8 sect-buffet-lounge; 13 double bedroom; 10 sect-1DR-
2CPT (Fri. only)

Philadelphia - Portland: 12 roomette-3DB-2 single bedroom

Philadelphia - Rockland, ME: 10 sect-1DR-2CPT

Philadelphia - Plymouth, NH: 10 sect-1DR-2CPT (Fri. only)

Philadelphia - New Haven: diner

Portland - Rockland: diner

Portland - Ellsworth: diner

The diners North of Portland are a bit curious, as it appears that the Maine Central had sold its P-S
lightweight diners in 1951, which I've associated with the end of all meal service on the MEC. Possibly
these diners were rented from another railroad for this train only; traditionally the railroads serving
Florida had an equipment surplus during the Bar Harbor Express season.

The train name East Wind was first used in 1940 for a new day-coach service from Washington DC to
Portland (with some cars through to Bangor). The 700 mile trip took about 14 hours each way, with
minimal stops, and used the New Haven's Norwich & Worcester line throughout it's existence to save
time (by 1952 the State of Maine had been re-routed via Providence).

For the summer seasons of 1940, 1941 and 1942 two dedicated consists were specially painted with
lemon yellow sides and a silver window band and pinstripes. The IHC HO scale East Wind consist has
the right paint on the wrong cars, but most of the correct consist is now achievable with some effort: NH
arch-roof baggage, PRR modernized P-70s, NH American Flyer grill car, and NH (skirted) and B&M
(unskirted) American Flyer coaches . The leased ACL diners require kitbashing skills, and I have seen
very little information on the PRR lounge cars. An article on the East Wind appeared in the Summer 1978
B&M Bulletin and various of the color photo books have pictures of the consist.

The East Wind was suspended from 1943 till 1946, and then ran most years until 1955. The post-war
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point was more likely to be Berlin or perhaps Newport, VT on the CPR. Equipment I see in photos is a
mix of B&M and NH high-window coaches until the American Flyer cars arrived. Consists got changed
and rearranged a lot at Springfield and White River. Food and first class service on the day trains was
likely to be limited to a broiler-buffet-lounge North of Springfield, but the New Haven often added full
parlors and diners for the NYC - Springficld segment. Some of these trains also carried cars for Montreal
via CV or CPR, and exchanged equipment with Boston trains at White River Jct.. By 1957, everyone had
to change at White River for the RDCs that served the North Country branches.

The only formal power pooling on these trains was done by the B&M and CV, and that only south of
White River Jct. (at least post-WWII). The route from there to Bratticboro was shared track, and though
the locomotive usually was B&M, it wasn't always, in either the steam or diese] eras.

Car assignments from the June 1952, Official Guide
Night White Mountains

» NYC (GCT) - Bretton Woods/Fabyan: 10S-1DR-2CP; 14R-4DB (NH lightweight); 6CP-buffet-
lounge; 14 single-bedroom

s NYC (GCT) - Woodsville: 10S-1DR-2CPT

e Washington - Bretton Woods/Fabyan: 65-6DB

Montrealer

‘Washington - Montreal: 8 sect-5 double-bedroom; 5 cpt-buffet-lounge
NYC (Penn) - White River Jct.: 10 section-1DR-2cpt (ex. Saturday)
NYC (Penn) - St. Albans: 10 section-3 double-bedroom

NYC (Penn) - Montreal: 8 section-5 double-bedroom; 14 single-bedroom
Washington - Springfield: Parlor car w/drawing room (ex. Saturday)
NYC (Penn) - Washington: Parlor car w/buffet-lounge

Washington - NYC (Penn): dining car

Boston - Montreal via Central Vermont

Boston to Montreal via the CV vanished quickly as traffic started to erode in the 1950s: the original
named day train was the Ambassador, which by 1952 was being heavily switched at White River
Junction, and carried quite a few New York cars north of that point - a few years later the name was
applied to NYC - Montreal service only. B&M RDCs ran through to Montreal in 1958, just before the
through operation was discontinued. Likewise, the overnight New Englander was running combined with
the Alouette as far as White River Jet., and didn't even warrant its own timetable in the Official Guide .
The single sleeper it carried is documented under the 4louette (see below).

Boston - Montreal via Canadian Pacific

The Alouette was the day train, though the name disappeared when the equipment was changed to pooled
B&M and CPR RDCs in October 1956. In this form it survived until 1965, with CPR usually supplying
RDC-2s rebuilt with lunch counters. The Red Wing remained a conventional train with sleepers until its
discontinuance in October, 1959, During the 1950s, it appears that the B&M usually supplied coaches,
the CPR providing sleepers, baggage-smokers and the Alouette’s buffet-parlor-observation. The 1952 Red
Wing was combined with the New Englander (the CV train) Boston to White River, and carried the
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% Ganadian Pacific Railway 1hauwura 2d two more weri g services &0
during Cctober, One of these involves traiog ;G ang 707 bétweon
Torouuo and Owen 3Jound, iu& othier is the "AJouoLfc” trains ?lh and
212 (B&i 307-332) betweon Montreal andg Boste ‘ l shher marks tho
first time that RDC u““bs have operated in interchonge scrvice. The
First runs were nade ow C.F.R, L soutihound, Bojboﬂ e
#6212 northbound, Both of #f of the RDC2
appearad Lo b erowded v & uor“?eal vest, .
end of L i shween the twn citics
time be;wew‘ 0 AL g 2sd aas been shortencd to 3 hou“"’
minutes, while thab botveen Teronts a P Owen Sound is now 3 hours
15«20 minutes.

0u1 Cars
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The divergent attitude of the two com-
panies immediately became appatent din
plans for the Uonireal-Toronto serv-
ice. Canadian Pacific discontinued
its overnight trains Nes.21.-22 and be-
gan an afternoon service, using stain-
less steel equipment and doms cars
taking 5 hours L5 minutes for the frip
with intermediate pagsenger stops at%
Montreal West,Smiths Falls and Leaside.
Fares were increased, and aras from %0
cents to $1.50 more than CNR fares on
the same days, No.21 is called the
"Royal York" while 22 bears the name
of CP's uncompleted Hontreal thotsl,
"Le Chateay Champlain®,

On the Ottawa-Toronto line CPR removed
its overnight pool trains 33 and 34,
“i2 Peterborongh > 8nd replaced  them
with morning "faylineps" over the game
route with the same numbers, An af.-
ternoon servige ig provided by "Day.
liners" 261-262 which connect with the
new 21 and 22 at Smiths Falls, Ser-
vice betwsen Smiths Falls and Brock..
ville is not shown in the public time-
tables, but trains continues to run as
Passenger Extras, No convenient con-
nection exists betwean Kingston and
Ottawa.  Trains No. 33 ang 3L replace
former traing 380 and 383 bvetween To-
rento and Peterborough. There is thus
a8 net decrease of one train each way
between Toronte ang Ottawe, snd one
train beiveen Toronto and Pz beirbrough.

¥hile on the subject of CPR servige
cuts, a few others were made outsidg

the former pool territory. Traing 31
and 32, the "Alouette" made their last
runs between Montreal ang Hewport, Vi,
September 20th, while traing 217-218
ended service between Farnham and Sut-
ton,Que., ten days earlier. dJuly 19
was the last date for Passenger service
between Newport and Wells River, V¢.
On the Montreal-Ottawe line, No., 232
Yas combined with Mo.l on Sept.7th. b,
235 survived as an RDC train until the
change of time, whan No.3 wags given an
earlier departure time from Montreal,
There are thus only 5 CPR trains be-
tween Montreal and Ottawa, Local
Yrains 213-21} betwean Montreal and
Farnham were discontinued on Saturdays
and train 20k, Montreal-Sherbroocke on
Saturday was replaced by train 206.

There are now only 28 trains arriving
at and leaving Windsor Station Mont-
real (on a 5-days-a-meek basisj.

Trains 3, L, 13, and 1k, "™The Dominion"
are still shomn in the timetables with
sleepers Montreal & Toronto to Sudbury
and F.William-Winnipeg, and with the
CPR's only remaining standard parlor
carg between Montreal and Ottava, but
the contimmed operation is dependent
upon a decision of the Board of Trang-
port Commissioners. Mearwhile trains
land 2 have had more Intermediate
stops added and their times lengthened
by 90 minutes westhound and 70 minutes
eastbound , (Diesel units 14211132
are being re-converted for freight sen-
vics),












UNDHQUSE-—1867 VARIETY

ight is pictured the first round-
se at Lyndonville, Vt., which was
ted at the same time as the rail-
- shops in 1867. The old photo-
yh was submitted by R. K. Plerce,

.. Signal Foreman, Lyndonville.

Pierce’s grandfather helped buiid
i the roundhouse and the shops.
an interesting reminder of the
ys—particularly with the grad-
ssing of steam  locomotive

. The roundhouse held twenty-

engines and the turntable was
ted in the centre of the interior
re building. Unfortunately names

1ose appearing in the pieture were

supplied.
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FREIGHT TRAIN
IN COLLISION

I .
Waterlg)o, Juiy Eu—-Two engines
were badly damaged but no one WARS
hurt in & head-on’ collision which
involved a doublehender freight and -
a4 shunler in the vard at Wwaterloo
yesterday afternoon. ‘The freight,
which wah heavily loaded with coul,
was coming into the-yard at quite 2
clip, when it struck the ghunter and
the impact from the collision could
he heard all over the town. No one
was hurt in the crash, the engine
erews managing to et out hefore
the collision accurred. :

It is reporied that no cars were
derailed In the head-on smash'bnt\
the two engines were badly dafmag-
ed and officials do not expect to
have the line cleared muech before
late this aftermoons- The exact cause
of the accident has not as.yet heen
determined, but an ‘nvestigation s
being conducted.

The crews in the. accident were
Engineers J. Hunter, W. E. {,asnier
and D. R Ball and Firemen Y. Du-
boig, C. Inglis and E. Foster.

The wrecking crew from Sher-
brooke I8 working on the engines
and it i3 expected Thal they. will be
ready to return some titne this eve-
i ning. , o

l e T

July 23,1153




Diagramme des Installations fixes siandard du CP

(Gracieuseté: Archives du Canadien Pacifique 4 Montréal)

Traduction LRM
ABRI SEMI-FERME N°3
STANDARD C.P.R This Plon sypersedes #.8-43
Fallage N°28 fer gak. ’
ABRI SEMI-FERME N° 3 e Bardeais
= Support _..
—_—— =
== Revaiemant 3 clin Hare 4% 40
Basg 1 /2% 6" =
It —— Dessus

H du rail
|
il

ELEVATION COTE VOIE b

]
o,
oY ogd( N .
. O TF e i Fattage Nozg £ g,
B;e.@;,(of‘:’a 3 - Failaga 2% 6~ \ \'-7'/\
3
0‘;56“ P N(-,z X4 40" centre
S .
" - Moulura Cavetto 1% 1+ ‘ T
Quart-de-rond 17 __47 . o Planches bianchies 1°x 6" P s
. s oy 4 \
Fanélre standard N° 14 N 'E ::‘! - Plaques murale 2-2'x 4
Revatement & clin | ,_4.- _-v—j A vae
- - H . Plancher planches o Bl e R
H M - . :
eq ] bouvetdes actta 2 Z 2N
. g " Poultes 2%x 4° 4 cantr 210" . 5N -
—— e 0 Ph!eﬁgt{iv 3”.,%2%&@ 3- S?Ie encodra dquarri 4= S-S %\ . S0l 6n cdre
40' de long sur 8° de larga SECTION A. B, [_‘{‘- - _-_:‘;:‘L dquarn 6*

L ' . . : SECTIONC.D,

Au Québec, les réseaux fer- ST e : T e
roviaires  devaient desservir de
nombreuses petites localités peu dis- -
tantes les unes des autres. || étajt
souvent trop colteux d'y construire
des gares conventionnelles, c'est
pourgquoi de nombreux abris {flag
stops ou sheltters) énarsemaient la
campagne. L'abri de te-Brigide prés
de Farnham, photographié icj en juillet
1914, est un exemple classique. La
longue plate-forme servait davantage
aux marchandises: bidons de lait, sacs
de grains, etc., qu'aux voyageurs.

Le panneau indicateur de passage
a niveau, le tonneau de bois et ie
sémaphore d'arrét sont des détajls
intéressants & noter. On peut méme
rendre le bras mobile par un simple
dispositif e reliant par fil & une manette
de commanda.

De tels abris sont tout indiqués sur
Nos réseaux miniatures, 1a ol un arrét
st prévu bien que Pespace soit
restreint. |

8 - LE RAIL MINIATURE AUTOMNE 1992
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Gas-Electric Rail Motor Cars, Canadian Pacific Railway.

The two gas-electric rail motor cars,
which the Canadian Pacific Ry. has or-
dered from Ottawa Car Mfg. Co., will
be, in all essential particulars, duplicates
of the two secured in 1880, which were
built by St. Louis Car Co., and supplied
through Internsational Equipment Co.,
and which were described and illustrated
in Canadian Railway and Marine World
for Aug., 1930, pg. 495. The two ord-
ered recently, however, will include
numerous details which will be made in
Canada instead of the United States,
thus providing cars of 90% Canadian
manufacture. The only change of con-
sequence will be the substitution of ET-6
airbrake equipment in place of the sched-
ule AML eombined automatic and straight
air equipment.

The principal dimensions of the cars
will be:—length inside coupler knuckles,

throughout, and the ecireuit to be con-
nected to the gasoline engine cireulating
.system. A 32-volt lighting system will
be employed, with Exide m.v.a.h. cells,

which will also provide current for en-

gine starting.

The trucks will be of cast steel type,

the front one to carry the engine and
motors and to have 6 x 11 in. journals;
the rear truck, a trailer, will be fitted
with 5 x 9 in, journals. The wheels will
be of rolled steel type, 36 in. diam,
The power plant will consist of a 400
h.p. engine of 8-cyl. type, with cylinders
8 in. bore and 10 in. stroke, of Winton
Engine Co. manufacture, Special wind-
ing built into the generator will make
it adaptable for starting the engine from
the batteries,  Provision will also be
made to use an air starting system when
the air reservoirs on the ear are charged.

369

Rail and River Coal Co. and Can-
adian National Railways.

The Minister of Railways and Canals
stated in the House of Commons recent-
ly in answer to questions by R. K. Smith,
Conservative, Cumberland, N.S., that the
Rail and River Coal Co., Cleveland, Ohio,
continues to be owned by Canadian Na-
tional Ry. Co., but is not operated by
the parent company; that the average
number of men employed during 1930
and s¢ far in 1931 by the coal company
is 1,526; that as far as the management
is aware, the men are practically all
union members with their locals at each
mine; that coal production in 1930 by
Rail and River Coal Co. was 1,856,911
tons; that the C.N.R. Canadian lines
took 1,252,751 tons of coal from the com-
pany in 1930, the C.N. lines in United

| e .

Gos-electric

74 ft.; truck centers, 52 ft. 10 in.; width
over side sheeting, 9 ft. 9% in.; height,
rail to top of flooy, 4 ft. 4 in.; height, rail
to top of roof, 13 ft. 1% in.; length of
engine room, 15 ft. 10 in.; length of bag-
gage room, 20 ft. 2% in.; length of smok-
ing room, 8% ft.; length of main room,
23 {t. 4 in. The car framing will be of
steel construction throughout. A wide
vestibule will be provided at the rear
end, with side and trap doors, and a two-
fold canvas diaphragm with light vesti-
bule face plate; the passenger room will
be finishéd in mahogany and the baggage
room with corrugated steel sheets. The
headlining will be 0.06 in. sheet alumin-
um finished in cream enamel. Seating
capacity for 50 will be provided, 36 in
the main room and 14 in the smecking
room. Seats will be fixed, the car be-
ing intended for front end operation
only, and, in the main room, will be ar-
ranged to seat 3 persons on one side
of the aisle and 2 on the other. Al sash
In the passenger end of the ecars will
be of brass. The .cars will be heated
by hot water, fin piping to be used

Rail Motor Car, Canadian Pacific Railway, obtained in 1930,

Two gasoline ianks will be provided,
each of 200 gall, capacity. The light
weight of car will be about 136,600 Ib.
Further particulars as to equipment, re-
lating to the preceding two cars, given
in our Aug., 1930, issue, apply also to the
cars about to be built, with the excep-
tion of the change in air brake schedule
as stated above. The cars will be sent
to Winnipeg upon completion.

Coal Consumption, Canadian National

Rys.—The Minister of Railways and
Canals, Dr. Manion, stated in the House
of Commons recently, in answer to ques-
tions by R. K. Smith, Conservative,
Cumberland, N.S., that the C.N.R. used,
from April 30, 1930, to March 81, 1931,
2,483,300 tons of bituminous, 50,400 tons
of sub-bituminous, and 161,300 tons of
lignite coal, produced in Canada, 1,937,-
500 tons of bhituminous and 9,900 tons of
anthracite produced in the United States,
and 7,900 tons of bituminous produced in
Great Britain. The quantity of coal con-
sumed by the C.N.R. on U.S.A. lines in
the same peried was 719,600 tons.

States taking 444,954 tons; that the price
paid at the pit mouth for the coal was
$1.2646 per tom; that thére is no con-
tract between the C.N.R. and the coal
company for supply of coal by the latter
to the former; that the C.N.R. pays no-
thing in the way of bond interest or
maintenance and other charges in con-
nection with the coal company; that the
coal company’s mines have not been idle
during any part of 1929 and 1930; that
the C.N.R. policy with regard to its
coal areas in the United States is to
use its own property in fthe best inter-
ests of the railway; that cost on coal
mined at the pit mouth included 36e.
a ton for interest on investment in the
mines, exhaustion of minerals, ete.,, and
that cost of transporting the coal by
rail, from the mines to C.N.R. tracks,
was as follows. per ton:—via Suspen-
sion Bridge, N.Y., $2.24; via Black
Rock, N.Y.. $2.24; via Port Huron, Mich,,
$1.87; via Windsor, Ont,, $1.73; via Port
Colborne, Ont., $1.76; via Niagara Falls,
$2.24,
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of the former Bruce Division, Ontario
District, Canadian Pacific Ry., Toronto,

July 1, was entertained at dinner at the -

Royal York Hotel, Toronto, Sept. 1, by
officials and employes of the Ontario Dis-
trict, W. Fulton, Assistant General Pas-
senger Agent, C.P.R., Toronto, being in
the chair. He was presented with a
purse of gold and a gold watch by R. W.
Scott, Superintendent of the present
Bruce Division, on behalf of the staff.
He was born at Erin, Ont., Oct. 10, 1865,
and entered C.P.R. service as assistant
agent at Fergus, Ont., April 1, 1885, his
subsequent appointments being Jan.
1886, agent and operator on Ontario Dis-
triet; July, 1902, train dispateher, ete.,
Toronto; May 1, 1912, Chief Train Dis-
patcher, Toronto. He is a Freemason, be-

CANADIAN RAILWAY AND MARINE WORLD

ing a member of Shekinah Chapter and
of Stanley and Transportation Lodges.

J. B. Wood, Treasurer, Central Ver-
mont Ry, addressed the Montpelier, Vt.,
Rotary Club, Sept. 14, his theme being
that the argument for an advance in rail-
way rates to protect railway credit and
enable the carriers to maintain their
property and service, and at the same
time increase employment, is much
stronger than the argument for huge
expenditures of taxes upon public works,
to give increased employment.

Roy V. Wright, President, American
Society of Mechanical Engineers, will
gpeak at a dinner meeting at the Royal
York Hotel, Toronto, Oct. 2, at 6.30 p.m.,
on “Economics, the challenge to the en-
gineer.”

Railway Rolling Stock Orders and Deliveries.

Canadian Pacific Ry. received recently
two gas-electric rail mobtor cars with
the following principal dimensions:—
length inside coupler knuckles 74 ft.;
truck centers 52 ft. 10 in.; width over
side sheeting 9 ft. 9-5/8 in.; height, rail
to top of floor, 4 ft. 4 in., rail to top
of roof, 13 ft. 1% in.; length of engine
room 16 ff, 10 in.; length of bhaggage

als; the rear one is fitted with 5 x 9
in. journals. The wheels are rolled steel
type 36 in, diameter, The power plant
is an Electro-Motive Co. model 148, 400
h.p. engine, 8-cylinder type, with cylin-
ders 8 in. bore and 10 in. stroke. The
electrical equipment is Westinghouse,
also the air brake system, having the
dead man safety features. ~ Special

October, 1931

Co., at Sherbrooke, Que. The electrical
equipment is being supplied by Canadian
General Electrie Co.

The World’s Fastest Train.

A London, England, press dispatch
states that the Great Western Ryts
Cheltenham Flyer covered the 77.3 miles
between London and Swindon in one hour
on Sept. 14, and in 59 minutes on Sept.
15. The London Times is quoted as say-
ing that beginuing Sept. 14 the G.W.R.
scheduled its Cheltenham-London after-
noon express to cover the 77.3 miles from
Swindon to Paddington in 67 minutes,
an average speed of 69.2 m.p.h., this be-
ing claimed as the fastest start-to-stop
irain schedule in the world. Canadian
Pacific train 38, the Royal York, runs
regularly eastbound from Smiths Falls,
Ont., to Montreal West, 124 miles, in 108
minutes, an average speed of 68.88 m.p.h.

Prior to the Great War, the Chelten-
ham Flyer ran non-stop from Kemble to
Paddington, 91 miles, in 103 minutes.
When normal services were restored,
after the war, a stop at Swindon was
scheduled, and the 77.3 miles to Padding-
ton were run in 85 minutes. The time
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Gas-Electric Rall Motor Car, Canadian Pacifie Railway.

room 20 ft. 23 in.; length of main pas-
senger compartment 23 ft. 4 in.

The car framing is of steel construe-
tion throughout. A wide vestibile is
provided at the rear end, with side and
trap doors, and a 2-fold canvas dia-
phragm with light vestibule face plate.
The passenger rooms are finished in ma-
hegany and the baggage room with cor-
rugated steel sheets. The headlining
is 0.06 in. sheet aluminum finished in
cream .enamel. . Each car has seating
capacity for 50, 36 in the main compart-
ment and 14 in the smoking room. . The
cars being intended for front end op-
cration only, seats are fixed. They are
covered with plush in the main room,
arranged to seat 3 persons on one side
of the aisle and 2 on the other; in the
smoking room, they are covered with
leather. All sash in the passenger end
of the cars is of brass. The cars are
heated by hot water from coal-fired heat-
er, located in the baggage room; fin pi-
ping is used throughout and the circuit
is connected to the radiator circulating
system of the engine. Two lavatories
are provided with flush hoppers and
folding wash basins, with gravity water
'sulpply from overhead tanks. A 32-
volt lighting system is employed, which
also provides current for engine starting.

The ‘trucks are Commonwealth cast
steel type; the front one, gaf:;ying the

PR . T R, T

winding built into the generator makes

it adaptable for starting the engine from
the batteries. Provision is also made 1o
use an air starter system when the air
reservoirs on the car are charged. Two
gasoline tanks of 200 gall. capacity ave
provided. The light weight of each car
is 136,000 1b.

The cars were built by Ottawa Car
Manufacturing Co., Ottawa, and are be-
ing operated between Winnipeg and Ar-
borg, Man.,, and Regina and ‘Weyburn,
Sask,, respectively.

Canadian Pacific Ry. has received 6
first class ears and 6 tourist cars, the
frames for which were built by Cana-
dian Car & Foundry Co., the cars being
finished at C.P.R. Angus shops, Montreal,

Canadian Pacific Ry. has received 3
parlor lounge cars, frames for which
were built by National Steel Car Corp.,
the cars being finished at C.P.R. Angus
shops, Montreal, )

Canadian National Rys.—Tt was stated
in Canadian Railway and Marine World
for September that the C.N.R. was build-
ing two oil-electric  switching locomo-
tives at its Point St. Charles shops, Mon-
treal. It gshould have been stated that it
had ordered two complete power plants
for 2 600 h.p. oil-electric switching loco-
motive to be built at Point St. Charles.
:Tvyo ojl engines for the locomotive are

was reduced to 75 minutes, July 6, 1923,
when the train became the fastest start-
to-stop express in Great Britain. The
train was withdawn on Sept, 24, 1928,
but it wasg restored, July 8, 1929, when
T0 minutes was the time allowed for the
run, making it the fastest scheduled train
in the world. In April, 1931, the Cana-
dian Pacific train referred to exceeded
the G,W.R.s train’s speed, but by re-
ducing the Cheltenham Flyer’s running
time as specified above, the G.W.R. is
again operating the world’s fastest sche-
duled train.,

Canadian Pacific Ry. Scholarships—
Three scholarships offered by the C.P.R.
to song of employes and junior employes
of the company, tenable at McGill Uni-
versity, have been awarded as follows:—
Michael M, Madge, son of H. Madge, sta-
tion agent, Foster, Que.; David K.
Gowans, son of D. J. Gowans, Assistant
General Manager of Hotels, Eastern
Lines; and Keith W, Shaw, son of J. A.
Shaw, Consulting Electrical Engineer,

Transportation Club of Toronto held
a luncheon meeting at the Royal York
Hotel, Sept. 29. The Ontarie Minjater
of Public Welfare, Mr. W. G. Martin,
who was to have spoken on public wel-
fare in the province, was unable to- at-
tend; an address on welfare work in
TOrontO wone ivan hwv P T Mhrss raenm




Boston and Maine engines assigned to Massawippi Valley

1488
2011
2015
2016
2100
2115
2125
2371
2374

2100's Class C-2 known as “grasshoppers”

2-6-0
4-6-0
4-6-0
4-6-0
4-6-0
4-6-0
4-6-0
2-8-0
2-8-0

May 1926
Manchester 1910 B-15-a 19x26 63”
Manchester 1899 C—15-b 19x26 63”
Manchester 1899 C-15-b 19x26 63”
Manchester 1899 C-15-b 19x26 63”
Schenectady 1904 C-2 20x26 73”
Schenectady 1905 C-2 20x26 73”
Schenectady 1906 C-2 20x26 73”
Schenectady 1906 K-7 20x30 61~
Schenectady 1905 K-7 20x30 61~

X- 3-1953
X- 3-1928
X- 3-1928
X-10-1928
X- 2-1935
X- 9-1936
X-10-1936
X- 6-1929
X-10-1936

Records from GTR Train Registers Lennoxville
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the Canadian Pacific combagigsihad filed
a joint applieation tor authority to be
given the C.P.R. to lease the Boston and
Maine line between Wells River and
Derby, Vi, 69 miles.

The application was heard by the 1.C.
Commission, Feb. 8, a press report stat-
ing that shippers’ representatives said.
the proposal was not objectionable, and
J. Ward Carver, Attorney-General of Ver-
mont, added thn!, subject to state law
requirements, the project could be con-
sidered as in the public interest. Railway
wilnesses testified that by utilizing the
section of the line under consideration,
and other available stretehes, the Cana-
dinn Pacific would be enabled {o open a
direct route south from Sherbrooke and
to improve connections for peneral traf-
fie.  Deecision was reserved.

The Massawippi Valley Ry. Co. was
incorporated by the Parliament of Can-
ada in 1862, to build » raflway to connect
Canadian raibways with lines in Maine.
It built a Jine {rom the Connecticut and
Pagsuimpsic River Rd's terminus near
the Maine-Guebec boundary, to Lennox-
ville, Que., 31.95 miles, and a branch
from Beebe Jet. te Stanstead, Que,, 3.51
miles, and leased trackage righta over
the Grand Trunk Ry. from Lennoxville
to Sherhrooke, Que., 2.95 miles. The
Hnes were ovened For traffie in 1870, and
were leased Tor 9989 vears from July 1,
1R70, to the Conneelicut and Passumpsic
Rivers Rd., the lessee to pay interest on
bonds and dividends on stock identieal
io those paid on ils stock and bonds.
The €. and PR, Red. was leased for 99
vears from Jan. 1, 1887, to the Boston
and Lowell Rd. Corporation, which in
turn was leased to the Boston and Maine
Rd. for D9 yvaears from April 1, 1887. As
the Massawippi Valley Ry. is in Canada,
of course, no application in regnrd to it
has to be made to the Interstate Com-

merea Commisgsion.




January 13, 1928

Two trains collide at Sutton Junction.

On Tuesday afternoon at two o’clock the “pike” way freight and the
way freight on the mail train met in a head on collision in the
railway yards here.

Fortunately no one was seriously injured. The two engines were
badly disabled and twelve cars of logs were overturned. The afternoon
and evening pikes had to make their trips via Brookbury.



During October

1956 the Alouette gets RDC’s CPR 9111 and Boston
and Maine car 6212 made the first run

CHRA News November 1956

April 1917 Boston and Maine has order to install a
bell at Comstock Bridge crossing near Lennoxville.

1920 The B&M bridge at Smith Mills (changed to
Tomifobia) to be rebuilt.
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Canadian Pacific 2-8-0 No. 3518 had
discovered a brush fire and kept it unde

just helped a heavy freight up a hill near Barton,

r control with their cab wet-down hose until arrival of the _wu.._g_“ Fire Department

Vit

Fl " .
Dr. Philip R. Hastings, 110 Sunset Rd., Waterioo, I

-5 in the dry summer of 1949 w

hen th
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Photo Number: MAT005841

Photographer: unknown

Location: Newport, Vermont

Railway Name: BOSTON & MAINE RAILROAD

Caption: "Group of CRHA members on a turntable at Newport, Vermont with a B&M engine."
Subject: Steam locomotive TurntableEmployees

Equipment Number: 264

Collection: Mattingly

www.images.technomuses.calsearchpf.php?id=223828&lang=en 111
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