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With rail operation in Ottawa ceasing for good on April
30th ghoeos such as this one by Paul R. HcGee, of OTC
car 826 in Somerset Street, framed in the front window
of OTC.car 685, will become collectors’ items,
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With this number, Canadian Rail, and its predecessor, the C.R.H.A. News Report, completes five hundred issues over a period
of almost 55 years. Above are illustrated the covers of our previous four “even hundreds”, all of them milestones in our history.
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Five Hundred Issues of Canadian Rail!

Almost 55 years ago, October 1949 to be exact,
the C.R.H.A. resumed its publication activities which
had been interrupted during World War II and the
immediate post-war years. This publication, originally
the C.R.H.A. News Report, and, since 1962,
Canadian Rail, has now reached the important
milestone of'its five hundredth issue. Except fora hiatus
of five months (September 1951 through January
1952) publication has been continuous, at first monthly,
later eleven times a year, then monthly again, and, since
the introduction of the large-sized format, six times a
year. In all that time the successive editors have never
missed an issue; although some have been late, they
were always made up and the schedule regained.

Since other milestones have been
commemorated by general overviews of the magazine,
as for example its 50th anniversary, it seems
appropriate to go back and look at the four other “even
hundred” issues that have been produced. These
appeared in 1959, 1968, 1977 and 1987 respectively.
Since it now appears bi-monthly, these “even
hundreds” occur much less often, and if the present
frequency is maintained, issue No. 600 will not be
published until January-February 2021, by which time
your present editor will long since have departed this
earthly scene. So let us take the opportunity of going
back and looking at numbers 100, 200, 300 and 400.

NUMBER 100, MAY 1959.

The year 1959 was a sad one for railway
enthusiasts. The dieselization program on Canada’s
railways was nearing completion, and 1959 was the
last full year that steam was in regular operation. In
addition, branch line service of any kind was being cut
back at an alarming rate, and every new timetable was
thinner as passenger trains disappeared or were
reduced in frequency. If the railway enthusiasts were
depressed, it was much worse for the “juice fans” or
those interested in electric railways. On March 15 the
last run was made of the Chemin de Fer de 1a Bonne
Ste. Anne, the ancient interurban running east of
Quebec City. A week later passenger service ended
on the Niagara St. Catharines and Toronto, the last

interurban in Canada. That was bad enough, but worse
was to come. May 2 marked the end of street car
service in Ottawa, and on August 30 the Montreal
system suffered the same fate. By the end of 1959
only Toronto still had street cars, and it was expected
that a few more years would see the end of those lines
too.

With all the abandonments and cutbacks, it is
no wonder that this period saw the development of
the preservation movement, as artifacts were saved,
sometimes just ahead of the scrapper, and steps were
taken for the start of work on the Canadian Railway
Museum, construction of which began only two years
later.

C.RH.A. News Report No. 100, produced
under the editorship of Omer Lavallée, was dated May
1959, and featured a photo cover showing a view of
Ottawa street car 826, as seen from the front of car
685 on a winter excursion about a year and a half
before. The end of the Ottawa street car system was
well described by Omer Lavallée in the form of a
memorandum to the late Messrs. Ahearn and Soper,
the builders of the Ottawa Electric Railway. This article
ended with the quote “As custodians of history, we
will look after the durable remains of the Ottawa
Electric Railway in a manner befitting one of Canada’s
pioneer electric railway systems.”

The feature article in this 100th issue was a major
account, by Mr. Lavallée, on the railway stations of
Toronto. This detailed account is still valuable to the
railway historian wishing to know something about the
complex development of stations in the Queen City.

Some comments made by the editor in that issue
are worth repeating today, as they are still practiced
by the Association, and are still the policy of the present
editor:

“Though the editorial is an editor s traditional
privilege, we keep our editorializing to a minimum,
as we feel that our readers would rather we used
the space on Canadian railway doings, rather than
read opinions on controversial matters. It has
always been our Association’s policy to “do” rather
than to “say”, and if we lament the passing of the
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steam locomotive or the trolley car, we take steps
to preserve suitable examples for the gratification
of those interested, rather than make public
outcries in matters which we feel are not the
province of antiquarian societies. This policy has
earned for us a host of good friends throughout
the transportation and allied interests in Canada;
it is our sincere wish that our policies and
relationships will stay this way.”

In the news section, there were the expected
accounts of cutbacks and, since this was the time of
the spring timetable change, more than thirty branch
lines (7 on CP, 24 on CN) saw passenger service
eliminated entirely.

NUMBER 200, JUNE 1968

By 1968, Expo year, with its great increase in
passenger traffic during the World’s Fair, had come
and gone. However there was anticipation of the
modern Turbo train scheduled to be introduced by CN
later that year. The Canadian Railway Museum was a
“fixt fact”, and had been open to the public for three
years.

The 200th issue of Canadian Rail was
commemorated, by editor Sandy Worthen, by
something new, a colour cover. This was not printed
as such but, thanks to the donation of more than 1000
colour prints of the first run of the Champlain and St.
Lawrence Rail Road, it became a colour cover by the
simple expedient of gluing one of these prints to the
front of each copy! The glue used was not of the best
quality, so some copies of this number are found in
which the illustration has long since parted company
with the rest of the magazine. The cover itself was
printed on beige stock, the only time a departure has
been made from the usual white paper. In keeping with
the cover illustration, the feature article was a lengthy
article, by Mr. Worthen, on the first years of operation
of the Champlain and St. Lawrence Rail Road, the
first in Canada. There was also an article
commemorating 200 issues of the magazine, as well
as an account of the “Snow” excursion recently held
by R.D.C. on the Quebec Central. Murray Dean’s
“Power” column showed a number of interesting
photos of First Generation diesels which were then
beginning to be retired in favour of the new types.

NUMBER 300, JANUARY 1977

This issue, still under the editorship of S.S.
Worthen, did not contain any specific mention of its
milestone status except for the inscription “Three
Hundredth Issue” appearing on the cover immediately
under the date line. The feature article, which occupied
the majority of the issue, was a detailed account, by
George A. Moore, of the Lethbridge Viaduct in
Alberta. There were many interesting photos, including
a wide-angle broadside view of the bridge which
occupied the center fold. There was also an account
of an historic event, the first ever joint CN - CP
passenger timetable, effectively the first timetable of
VIA Rail. The financial recession then in progress was
reflected in a report showing large numbers of
locomotives in storage by Canada’s railways..

NUMBER 400,
SEPTEMBER-OCTOBER 1987

By this time Canadian Rail had gone to the large
size format and was being published bi-monthly. A brief
introduction and editorial, by editor Fred Angus,

commemorated the fact that this was indeed the four

hundredth issue. In line with printing detailed historical
accounts, most of No. 400 was made up of a single
article, the longest published in the magazine up to that
time. This was an in-depth study, called “Laying the
Foundation”, by Douglas Smith. The article was a study
of the period often neglected, the early operations of
the CPR transcontinental line after the driving of the
Last Spike in 1885. Many contemporary illustrations
add to this article which is an important document for
those interested in that period of time. Since then we
have produced several ““single subject” issues, and they
seem to be popular.

A few short news items completed No. 400,
and it was then on to the next hundred which have just
been completed.

During the run of 500 issues, there have, of
course been many technological changes. From the
original mimeographed sheets, the publication has
progressed to offset printing with illustrations, and later
to colour covers. From 1961 through 1982 the format
was reduced in size, but it was then increased again.
The computer revolution has had a major effect, and
who knows what innovations may await in the future.
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The 200th Anniversary of the Steam Locomotive

by Fred Angus

A late nineteenth century engraving of the Trevithick locomotive of 1804.

The year 1804 was a momentous year for Great Britain,
and indeed for the world. By the early nineteenth century
the Industrial Revolution had been in progress for several
decades, and the face of Britain was changing dramatically.
In that very year the poet William Blake wrote a hymn, which,
in a single work, included two immortal, but very contrasting
phrases, “Those dark Satanic mills”, and “This green and
pleasant land”. Clearly the world was becoming more and
more mechanized. In far away Canada, however, mechaniz-
ation was still far in the future. The most efficient means of
transportation (except of course during the winter) was by
boat on Canada’s numerous rivers. By coincidence the most
well known description of Canadian river transportation, the
“Canadian Boat Song”, was written by the Irish poet Thomas
Moore while on a visit to Canada in that very year 1804. It
includes the familiar lines “Row brothers row, the stream
runs fast. The rapids are near and the daylight is past”. The
rapids referred to are those at Ste. Anne de Bellevue on the
vital water route between Lower and Upper Canada.

However 1804 was also a year of great anxiety. The
threat to Britain, and the British Empire, was from across the
English Channel, little more than twenty miles away. Ever
since the breakdown of the Peace of Amiens more than a
year before, Britain had been at war with France, then ruled
by Napoleon Bonaparte, who would declare himself Emperor
before 1804 ended. The armies of Napoleon had won victory
after victory as they swept across Europe; it seemed certain
that they would soon turn to attack England, the “Nation of
Shopkeepers”, Napoleon’s most implacable enemy. During
the summer of 1804 there was a very real possibility that
England would be invaded by a foreign army for the first
time in 738 years. Britain was on high alert, as “Boney” was
expected any day. Even Canada was not safe as Napoleon’s
warships easily had the range to reach and attack, if not
invade, the North American coast. It was not until Nelson’s
victory at Trafalgar in October 1805 that Britain’s superior
sea power virtually eliminated the threat of invasion, a threat
that did not appear again until 1940,
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With all this momentous news, it is not surprising
that little notice was taken of a strange machine that was in
brief operation at a remote iron mine in Wales. Yet amid the
crisis of war a new invention appeared, this machine which
was the first of a new breed, a development that was to have
more far-reaching effects than Napoleon and his many
victories. It was no less than the world’s first steam
locomotive.

Certainly land transportation was slow in 1804,
scarcely faster than it had been 2000 years before. There is
no better example than that of the Lewis and Clark expedition
in the United States, in progress at this very time, that took
two years to explore the territory between the Mississippi
and the Pacific. By the end of the cenfury such a trip could
have been made, behind steam locomotives, in two weeks.

For many years mining companies had used railways
to haul heavy loads from the mines. Such railways usually
employed wooden rails topped by iron strips, although
sometimes cast-iron rails were used. However motive power
was by horses, or occasionally gravity or even man power.
Consideration was given to using steam power in an effort
to move heavier loads at faster speeds. The most obvious
way was by cables hauled by stationary steam engines
located at various places along the line. However there was
another possibility, a small engine that could actually run
along the rails hauling the load by adhesion, with no
cumbersome cables. Such an engine would be called a “Loco
Motive Engine”, meaning simply an engine that could move
by itself. However such a plan involved many serious
problems. Since the engine would have to be small, it would
“have-to work at much higher pressure to have enough power
to haul -a meaningful load. No boiler existed capable of
withstanding such pressures, and no high-pressure engine
had ever been built. Moreover, there was no guarantee that
such an engine could pull a load without the wheels slipping
on the smooth rails. For at least two decades many plans for
locomotives included complicated and expensive (and, as it
proved, unnecessary) cogs and racks.

The first person to actually construct an engine that
ran on rails was a Cornishman named Richard Trevithick
(1771-1833). By the age of eighteen he had demonstrated a
great mechanical ability, and during the 1790s invented
several improvements to steam engines. In 1799 he built a
high-pressure non-condensing steam engine which was a
rival to Watt’s low-pressure condensing engine. By this step
a necessary requirement for a locomotive was fulfilled. On
Christmas Eve 1801 he ran a steam powered carriage on a
common road, and the next year applied for a patent for
steam powered carriages, so anticipating the automobile by
almost 100 years. In 1803 he ran another steam carriage
through the streets of London, attracting considerable
attention. From there it was only a short step to creating a
railway locomotive, and, as a result of a 1000 guinea wager
between a director of the Peny-Darran iron works and a
director of another iron company, he was allowed to try the
experiment on the company’s iron plate railway. So it was
that on February 21, 1804, the world’s first railway locomotive
hauled a number of cars containing ten tons of bar iron, as
well as 70 passengers, from Merthyr Tydfil to Abercynon on
the Monmouthshire Canal, a distance of nine miles, in 4 hours
5 minutes, at a top speed of five miles an hour.

Although the engine was a mechanical success, it
was a financial failure since it cost far more to operate than
the equivalent power in horses. Although it is reported that
a similar engine (or perhaps the same one) was used briefly
on the Wylam colliery near Newcastle the following year,
the time was not yet ripe for steam locomotion and the horses
returned to duty. Trevithick did build another locomotive,
called the “Catch-Me-Who-Can”, demonstrated in London
in 1808, but then turned his talents to other projects. He
lived to see the steam locomotive come into its own following
the Rainhill Trials (1829) and the opening of the Liverpool
and Manchester Railway (1830). However he did not profit
from his inventions, and he died penniless on April 22, 1833.

The pioneer engine of 1804 weighed about five tons,
ran on four wheels, of 4 ft. 6 in. diameter, and had a boiler 6
feet in length with a return flue, thus the smokestack was at
the same end as the firebox. The single horizontal cylinder
was 8 inches in diameter with a stroke of no less than 4 ft. 6
in. connected by gears to the driving wheels. Most prominent
was a huge flywheel used to smooth out the motion of the
single cylinder. Apparently there was no footplate; it is
recorded that Trevithick walked alongside the engine, driving
it from the ground as it were.

Trevithick’s engine had two innovations that became
widely used later on. Exhaust steam passed through a blast
pipe at the base of the smokestack, therefore increasing the
draft and improving combustion, and the wheels were
smooth, yet provided adequate traction. Despite this, it was
years before inventors were convinced that cog wheels were
unnecessary except on very heavy grades.

The steam locomotive, however, went on to much
greater things. Although Trevithick dropped out, other
pioneers, most notably George Stephenson (1781-1848)
continued on and created the practical machine that made
the world’s railway systems possible. Eleven years after the
pioneer run of 1804, Napoleon suffered his final defeat at
Waterloo and peace returned to Europe. In fact an early
Stephenson locomotive of 1814 was named “Blucher” after
the Prussian general who, with Wellington, was largely
responsible for the Waterloo victory a year later. By 1840 the
railway age had arrived as the new technology began its
spread throughout the world.

After well over a hundred years the steam locomotive
was superseded by other means of propulsion, especially
electric or diesel-electric, although some steam locomotives
are still in use. The fate of the 1804 locomotive is unknown,
but Omer Lavallée was probably close to the truth when he
stated (in Canadian Rail No. 152, February 1964) that “It was
broken up as surplus works machinery by some incredibly
narrowsighted boor, unknown, as he well deserved to be.”

However the basic idea, embodied in the 1804 machine,
a “Loco Motive Engine” running with metal wheels on metal
rails and hauling loaded cars, has never been improved upon,
and is used by almost every railway in the world. Richard
Trevithick indeed “builded better than he knew”,

Thus the true revolution of 1804 occurred not on the
battlefields of Napoleonic Europe, but on a remote railway
in Wales. Railway enthusiasts everywhere should pause to
commemorate the 200th anniversary of the little engine that
started it all.
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The Haunted Railway

by Douglas N W Smith

There are few written accounts of the life in the many
isolated way stations along Canada’s developing railway

network in the late 1800s and early 1900s.

The author, C

S Chard, was a boomer, a railway man with wanderlust.
He wrote about his life in the 1950s and the rambling text

can be found in the National
Archives of Canada. This section,
which  was  rewritten  for
publication, concerns the winter
he spent working for the
Temiksaming & Northern Ontario
Railway (T&NQO). As near as can
be determined, the period covered
by the accounts was the winter of
1907-1908.

1 came across the text while
doing research for a book to mark
one hundred years of passenger
train operation over the T&NO
and its successor, the Ontario
Northland. The book, which is
titled A Century of Travel on the
Ontario Northland Railway, will
be published during the summer of
2004. Regrettably, I could not find
the space to include Chard’s
account of his time as agent in one
of the lonely northern stations

Based upon an account written by C S Chard

The joint CPR / T&NO station at North Bay from which C.S. Chard departed about 1907.

miles from any town in the seemingly endless pine forests of
Those wishing information about the new book

Temagami.

will find ordering details at the following website:
www. tracksidecanada.on.ca With this said, let’s turn to

Chard’s story.

TEMISKAMING & NORTHERN ONTARIO RAILWAY.

(ONTARIO GOVERNMENT RAILWAY.)

J. L, BNGLBHART, Ohalrman,
DENIS MURPHY, Gommlssioner,
A, J. MoGEE, Bexretary-Treasurer,

Toronto, Ont. | J. H. BLAOEK, Buperintendent,
W.D. COUNNEYWORTH, Frelght and Passenger Agt,,
A, J, MoGHB, Ganeral Accountant,

VIVIAN T. BARTRAM, Purchasing Agent,

Ottawa, Oat.
Toronto, Ont.

North Ba¥»

TorontOs

NORTHBOUND. SOUTHBOUND. !
. [
1907. st Mo 47| Mo 00| 8 || 5o martarn time, [pin] P04 | 2 | Mo ko
Yuud 29, t507. Pas'oger.|Pas’nger,| Pa. | Pas, Pas'nger.| Pas.|Po'soger.|Pas, “”"""‘:ﬁ
Trmaveii... N wravE]L T | ST e
North Bay..... Bl b o || Mow Liskeard vwes| -0f TRIE A 50‘710!&}45:"" v
North Bay Junction 1 o || Halleybury ...v ol g0 B 46| 745 » |8 o0,
Trout Mifls ., 3 :\rﬁemha... W 2]1026 w 63~ - 810w b
Wood . o= ~ 1046 » |- =[.... || Cobale ... raros6 » 00| 765 » [83ofr¥Sr e |
4= ~ tror » |ixsof.... || Casaidy .. 13[t0gs » 16/~ - B4olB s T
N - - tzzg ¥ [~ ~|.... ]| Glllies’ Depot.,. 14 [tosg » 22|~ - 84a|: Id
nl- ~ tr33 » [t250|..,. || Latchford ... Wliro AN 850(! ]
3= - 7143 » |- -f. ohnson. e vy a3 A M* -
- - 14y » |- ib Lake oy €
k|- ~ xsm ¥ _11-5“ PEY s ieviren n gg:
| B2 D [ oL Temagami. v
8- - 1aax » | 143, || Doherty.. 5?
. 34 - - 586 » |- -[.... || Redwater [ Y
72| 740 ® |12 56 Noon| 216.... || Bushnell =l
72| yx » [ 116 P | 226).... (| Diver.. L
...... 3|~ - 181 » }- -l....|| Osborne a
4|~ - 138 » [ 286).... [ Riddell i
gal- - 168 » |- -|pm (]| Jocko - - 8
Q4| B30 » [ 201 » | 5251645 |] Bloose La - - I
9|~ - 212 » | §33(B56 glock ..oe - - 8
tco| 840 » [ 216 » | 338(600 (| Widdificld 288 e
103|845 » [ 220 o | 350(B15 || Woodlnnd - T
30d|~ = 280 » | 3651822 )) Tromt Milla ..., - -
g 108| goo » | 24Q = | 403630 (| North Bay Junct - - -
.5|rxs| g x5 A M| 256 » x| 415(645 || North Bay....... Ja2g| BOO P M| EES[1TB0 » 0
|armavel.  colo AMIEM ARRIVE|.vsnhoiserrssn Ml siradliins

»

North Ba» ONY%
» OF

Tralns marked * run daily ; tdally, excopt Sunday. & Telegraph stations.
CONNECTIONS.—At North Bay—With Canadian Paclfic Ry. and Grand Trunk Ry,

UNDER CONSTRUCTION, |00 MILES.

ont

ont.

"IBVHITONT QNY ONVIRSIY A3N

The T&NO timetable effective June 29, 1907.




MAY-JUNE 2004 89

CANADIAN RAIL - 500

MQUCACHRANE

RAVEP

NT
Wi 0 W A el
P % LRy ox
LI B TCELL _GRAND  TRUNK._PACIF
AT I\ W - ke &
. ;) Qll A R'Vlg
FREDERICK ( |PCQUOLS FaLLs
KOUSK LLAKK: o BiTL8 1A
- QA MONTEITH
J ) USHAAR
WIATHESON
BELLEERN
N RAMORE

BOURKES ¢‘

"‘ NSISERINIKA

QullENOGAMI
go?- G:

KRUGERSDORF
WAW BE WAWA

- ?
R, :

= . CHAMBERLIN
E\ AE NG

NCLEHART
:\anﬂ_ HEASLIP
imwu 4t 4 EARLTON
a0 MY THORNLOE

WinoimELONY
AY
=

ST NorTH Bay M Pae p
T 07.7“
i
¥ s
X
i
o MAP
z
& OF THE
9 TEMISKAMING ano NORTHERN ONTARIO
Zz
Q
‘5\,‘ RAILWAY
b AND CONNECTIONS.
\ ' .
B =) LS 5
ROUS & MANN. LIMITED. 72 YORK ST.. TORONTO

T Qrooodant.
Jer L TROUT )

A 1909 map of the T&NO. By that time Moose Lake had been renamed Tomiko.

When I applied for a job at the office of the T&NO at
North Bay, I was surprised when the Chief Dispatcher, Mr
Stuart Ryan said, “Yes, we want a man at the Moose Lake
station right away.”

This response was unusual. Usually, the answer was
generally “Drop around in a few days and there might be a
vacancy” when an agent was sick or going on vacation. As
Ryan said he wanted a man at Moose Lake, I noticed him
wink to the Mr Chatterson, the dispatcher on duty. As work
was scarce and my funds were iow, I was thankful for a
chance to earn my Daily Bread.

Ryan gave me a pass for Moose Lake and told me to
hurry to CPR-T&NO Union Station as the train for the north
would be leaving shortly. As I was to discover, Moose Lake
was an isolated cutpost of the railway, some 27 miles from
North Bay. The station, built to the T&NO’s Standard Plan
No 9, was small, just 30 by 10 feet. It had been built in 1905
shortly after the rails were laid through the area. I was the
night agent.

“Ghosts — seen any tonight?” was the query of all
the traincrews stopping at the water tank during my first two
weeks there. One night I came near to seeing a real ghost
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BUMMER BERVIOE JUNE 29th, 1807

TEMISKAMING

and Northern Ontarlo Raliway

SUMMER SERVICE JUNE 29th, 1907

TEMISKAMING

and Northern Ontario Railway

(oPERATEO By coMMIasION)

CLOSE CONNECTIONS
BETWEEN

MONTREAL, OTTAWA
BUFFALO AND TORONTO

CONNECTIONS SIETWEEN

OTTAWA, MONTREAL
BUFFALD, TORONTO
BOSTON, NEW YORK

And all latermediate Polnts

SLEEPING CARS

BETWEILH

MONTREAL, OTTAWA
TORONTO AND NORTH BAY

THE NEW ROUTE to the Temagami Forest
Reserve through Picturesque LAKELAND

TIME TABLES

D. MURPHY

IMPROVED SERVICE

WIDE VESTIBULE OCOAOHES AND
PARLOR CARS

The time for connecting lines’
trains shown herein is for pubilc
information only and this com.
panyasaumasno liabllity therefor

CONNECTIONS
NORTH BAY, Ont.
with Grand Trunk Ry. and
Oanadlan Paclfic Ry.
TEMAGAMI, Ont.
0O’Connor S8teamboat Co. and
Tomagaml Nav. Co,

LATOHFORD, Ont.
Upper Dntarlo 8teamboat Oo,

HAILEYBURY
NEW LISKEARD

J. L ENGQLEHART
cHAIRMAN

FRED'K DANE, A. J, MCQEE,

exc.-tacas.
J. H. BLACK, Superintendent,

W. D. CUNNEYWORTH,
Frt, and Pass. Agt,

Temiskaming
MNav. Co.
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The cover of the T&NO timetable for 1907.

with a new rifle. I had been warned to always lock myself
inside the station after the last train left. One night, I forgot.
I was busy copying train orders and had a Work Order out
from about 10:30. pm. to 03:00 to protect the nightly train
loading logs on the main line to the south. Dad Thomas, a
very old looking man, was its engineer.

As I was working away, I heard shots in the night.
Looking up later, I got a real scare because there was the
small, slight man that I had been wamed about keeping out
of the station. He was holding a new rifle and very much
inebriated. Fearing for my safety, I asked what he was
hunting. He responded, “Moose”.

Occasionally, the Cobalt Special would stop for water.
This train ran between Toronto and New Liskeard and catered
to the mining speculators and owners travelling to the train’s
namesake town. Because of its fast schedule, the railwaymen
called it the Flyer. Alex Cumpson, the conductor, strolled in
and asked, “Seen any ghosts tonight?”

Some nights the train would really seem to be “flying’
as it was pulled by one of new ten-wheelers delivered by the
Montreal Locomotive Works in 1907. Several of these
engines had 62 inch wheels for passenger service and the
crews really let them out. Dad Thomas broke these new
engines in on the log train. Most nights, even Sundays, he
would be waiting on the siding at Moose Lake for the
southbound passenger to pass.

After | had been working for two weeks, L McBride,
the day man, inquired if any of the crews has asked me about
ghosts. [ responded every crew did. McBride cryptically
responded, “I may well tell you they could not hire a man to
come here nights for love or money at North Bay.”

I asked as casually as possible, “What was the
reason?”

He responded with the following tale. Seems one
Wednesday, a man stopped at the Ferguson McFadden
Lumber Company office that was just down the track from
the Moose Lake station. The only people at the office were
the bookkeeper, a cook and McBride, who boarded there.
The man, who claimed to have lost everything in a bad
speculation in the Cobalt silver mines, said he had walked
the 77 miles from Cobalt and asked if he could have some
dinner. Though he appeared a little distracted, he seemed to
be all right. He resumed his southbound trek after eating,

The following Sunday, McBride and Allan Duff, the
bookkeeper, went for a walk and found the poor fellow frozen
to death with his clothes piled up beside him. A message
was sent to North Bay for the coroner and a coffin. The
coroner refused to come, but a wooden box was sent. George
Hall, the night agent, was standing in the station when the
train crew were putting the dead man into the coffin. Perhaps
as a bit of fun, someone shook the box. Hall quit on the spot
declaring that they had put a live man in it. He would not
even work that night and left on the same train.

Finally I knew the reason for the wink exchanged
between the Chief Dispatcher and Chatterson back in North
Bay when I was hired.

One night I was told to relieve the McBride so he
could go home for Christmas near Amprior, Ontario. As I
had been on the night shift and worked all the next day,
other arrangements had to be made to protect Dad Thomas
and the nightly log train.

The T&NO had given several lumber companies
the right to cut the timber 50 feet back on either side of the
railway right-of-way to reduce the danger of locomotive
sparks starting a fire and to raise funds to help pay for the
construction of the provincial government’s railway. The 60
foot long pine logs were shipped from Diver, 46 miles from
North Bay, to the Cleveland Sarnia Saw Mills Company in
Sarnia. They were carried on 61 foot long flat cars. Two men
had been killed switching the loaded cars in the North Bay
yards as some of the logs had been hanging over the ends
of the cars and struck them. After that, the cars had to be
inspected before they could be moved from Diver. The agent
there also had to supply the number of cars to be moved. At
this time, the lumber company had laid a spur line seven
miles long. This private railway was operated with very old
wood burning steam locomotive.

As if there were not enough “ghosts” in the forest
country, my next adventure took place at Diver. Mr Crouch,
the regular agent there, was on leave to go to Montreal and
be married. His bride was coming from Liverpool and he
wanted to meet her. I was sent to Diver as the trainmen were
afraid to take their orders from the first relief man sent there.
They claimed the man was drunk most of the time. When I
got to Diver, he seemed perfectly sober and a fine man. He
willingly turned over the office to me, and he and a Mr
Gallagher, who been painting the new station, both left on
the next train for North Bay and a ‘spree’.

After Gallagher had not reappeared for a week, I began
asking the train crews if they had seen him. “Oh yes,” they
replied, “we see the two of them most days and its not likely
that Gallagher will be back until they are both stone broke.”
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The Diver & Oftawa River Railway had a mixed roster of second hand locomotives including at least two former Grand Trunk
Railway 4-4-0s. The company began building its line eastwards from Diver, named after the Cleveland Sarnia Lumber
Company general manager, D L Diver, in 1905. The railway eventually reached a maximum length of 11 miles and was
abandoned around 1916. This photo shows one of the small ex-GTR 4-4-0s. — National Archives of Canada

It was quite some time before Gallagher reappeared
one fine winter’s day. Passing me, he said “Good Day” and
walked on up to the new station building where [ thought he
would be painting the interior. I was busy and did not see
him that afternoon. After lighting the switch lamps in the
bitter cold at 5:00 pm, I went to the new station to see how he
was doing. I found him passed out on a rough bed without
even a fire in the large camp stove. I finally managed to
rouse him and brought him back to the old station, which
had the smallest office I ever worked in. Almost as soon as
we arrived, Gallagher said he wanted a strong drink. I asked
where could I find it? He replied, “Go into the waiting room,
then through the office and in the west window of the living
room there is a bottle in the window.”

I found two bottles in the window, both the same
colour and shape. The one on the left was less than one-
half full, while the other was full. As I had heard always give
a person a good drink to sober them up, I started pouring
from the full bottle. To my surprise, it was full of paint oil, a
toxic substance if ingested.

When I got back to the office and told him my mistake,
he jumped two feet high and started raving. I had seen a
man getting over the “blues” previously. I started making
very strong coffee for Gallagher. He would rave about
“creepers forty feet long”, quieten down for a while and
then start raving again. This went on all night until 05:00 am

when he went to sleep -on a small cot, the only bed in the
building. There was nowhere for me to lie down, so [ tied the
telegraph instruments and laid down on top of them.

When 1 awoke at 07:00 am, there was no sign of Mr
Gallagher. [ started out to the section house, which was a
mile and a half from the station, to get help. During the
night, there had been a snowfall and Gallagher’s footsteps
showed plainly. I must have walked a mile in the cold, crisp
air when I saw a man coming towards me. It was Gallagher.
He was in shirt sleeves and wearing carpet slippers and
perfectly sober. He had taken the station water pail and was
looking for a place to fill it. A half mile towards the station,
a creek flowed through a trestle. It was the only place where
potable water could be found. I took the pail and clambered
the ten foot rock face to the reach the water. When we
reached the station, Gallagher said he could not eat anything,
but made more strong coffec. He then said, even though it
was a Sunday, he had to paint. I said that I understood and
would not say a word about it.

Soon thereafter, the regular agent returned. He had
left his bride in North Bay and would only bring her north
when the new station was finished. As soon as possible, I
transferred the accounts back to him. I was not sorry to
return to Moose Lake and the good boarding place I had at
the section house. Mrs Davis, the section foreman’s wife,
was a good cook and kindly soul.



RAIL CANADIEN - 500

MAI-JUIN 2004

The creation of a legend

by Jay Underwood

July, 2004 marks the 100th anniversary of Canada’s longest-running name train, the “Ocean Limited” (now known simply
as the “Ocean”). To commemorate this important centennial, we are printing, in this 500th issue, some articles concerning the
“Ocean Limited”, as well as the line on which it runs, the former Intercolonial Railway of Canada, This article tells how this famous

train came to be.

»#‘h
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The “Ocean Limited” as it looked in its early days. This publicity illustration by the Intercolonial was often reproduced on post
cards, pictures in stations and other railway literature. This one was from a post card of about 1910.

“The Maritime of necessity did much local work which
greatly slowed her average speed, and in 1904 Hon. Henry
R. Emmerson, of pious and immortal memory, supplemented
her with a faster through summer train which a public voting
contest named the Ocean Limited, and which eventually
operated the year round.” - J.B. King (The pseudonym of
H.B. Jefferson. The quote is excerpted from The Maritime
Express, volume 1 number 1, June 1968, published by the
Scotian Railroad Society, Halifax.)

While King (Jefferson) is acknowledged as the
foremost railway historian of the Maritime provinces in
modern times, it is unlikely that Henry Emmerson deserves
sole credit for the creation of The Ocean Limited, since he
became Minister of Railways and Canals barely six months
before the service went onto the Intercolonial Railways’
schedule on July 4, 1904.

It is probably more true to say that he shares the
credit with his predecessor, Andrew G. Blair, another New
Brunswick Liberal, who recognized the need, and initiated
the planning for what has become North America’s longest
continuously operated named passenger train service.

In either case, it is true to say that the train truly
belongs to the Maritime provinces, for the Ocean Limited
made its first run, from Halifax, on July 4, 1904, witnessed
with no great fanfare by the NovaScotian of July 8 of that
year:

“The Ocean Limited, the magnificent new express,
which Hon. H.R. Emmerson, Minister of Railways, has added
to the L.C.R. service between Halifax and Montreal, started
Monday, leaving Halifax at 8:45 a.m. The run to the
commercial metropolis of the Dominion will be made in twenty-
four hours, inaugurating a service between East and West
which is bound to become extremely popular. The first “Ocean
Limited” left North Street Monday.”

This low-key announcement belies the bold move
that led to the creation of what deserves to be considered a
legendary train.

Blair, a Fredericton-born lawyer and lecturer, became
Minister of Railways and Canals in Sir Wilfrid Laurier’s
government just months after Laurier had ousted the Tory
government of Sir Charles Tupper, the former minister who
had wielded his influence over the government railway
system with a heavy hand.

Taking the riding of Sunbury-Queen’s in the election
of June 1896, Blair’s was one of five of the 14 New Brunswick
seats that went to the Liberals. Nevertheless, he found
himself in the prestigious post at the perfect time, and used
it to great political advantage. In the years between the 1896
election and the election of 1900, the Liberals w