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THE FIRST REGULAR MEETING OF THE SOCIETY FOR THE 1948-49 SEASON WILL BE HELD ON; FRIDAY SEPTEMBER
17", 1948, IN ROOM 486, UNION STATION TORONTO AND WILL COMMENCE AT 8.30 P.M.

MONTREAL AND SOUTHERN COUNTIES FANTRIP
The Montreal members of the Upper Canada Railway Society are sponsoring the first annual railfan
trip to be held on the M-S.C. Interurban Electric line on Sunday, September 12™. Car will be
standing at McGill Street Station about 7.35 A.M. (Standard Time) and will leave at 8:00 A.M.
It will proceed to Granby where a stop will be made for dinner. After the return trip to St.
Lambert (East-End), the trip will then go on to Montreal South and make a stop at the carshops
on the way back.
The fare will be $3.00 for the complete trip (not including meals). Tickets may be obtained
from A. L. BARLOW, 48 CHURCHILL BOULEVARD, GREENFIELD PARK, QC or before boarding the excursion
car.

The support of all who can possibly make this trip is earnestly requested. The Montreal
and Southern Counties Railway has been noted for the cooperation it has extended to fans and several
of its employees are quite active enthusiasts - 1t looks like a trip well worth the while of any
reader who can conveniently be in Montreal over September 12.

A REVIEW OF RAILWAY OPERATIONS AROUND OTTAWA AS OBSERVED DURING
MAY - AUGUST OF 1948
By W. T. Sharp

Ottawa is a centre of wide interest for the enthusiast. Although it is not a railway centre of
importance, like Toronto, Montreal or Winnipeg, 1t has compensating, advantages. The, points,
of railway interest in the city are readily accessible and the city is small enough that it is
easy to get a comprehensive view of railway operation hardly possible for an amateur in a centre
such as Toronto. A wide variety of locomotive types, almost as great is in Toronto or Montreal
18 to be observed.

The layout of trackage around Ottawa 1s a headache to everyone concerned, the railways
and city included. The main line of the C.P.R. runs from Montreal to Smith’s Falls, Carleton
Place and the west thus avoiding Ottawa completely. The regular passenger trains, however, are
run through Ottawa, leaving the main line at Vaudreuil and joining it again at Carleton Place.

The route of these trains through the city 1s via Hurdman’s Bridge, Union Station, Hull, Hull
West and Ottawa West although the main C.P.R. station used to be at Broad Street near the present
Ottawa West station. The locomotive terminal and freight yards are still located here although
all passenger trains now run into Union Station. On the north side of the Ottawa the C.P.R. has
three branches; one up the river to Gatineau, Buckingham; one up the river to Aylmer, Shawville
and Waltham; Montebello and Montreal, and one up the Gatineau River Valley to Maniwaki. In
addition, there is a branch from Ottawa West to Bedell and Prescott (Bedell is on the Montreal
to Smiths Falls DT main) with a spur to Hurdman’s Bridge from Elwood. The two day trains to and
from Toronto run to and from Smiths Falls via Carleton Place, Ottawa West And Hull, but in order
to avoid reversal at Smiths Falls, the twonight trains in eachdirection run via Bedell and Hurdman’s
Bridge. All lines around and in Ottawa are single track except the joint track between the coach
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yards and Riverside. The difficulties caused by this track arrangement are obvious. All the
trains from Carleton Place and the three Quebec branches have to reach Union Station by a single
track low speed line through Hull and over the Interprovincial Bridge, with severe curvature at
the Ottawa end. Nearly 50 movements a day, mainly bunched at peak hours, must be made over this
section. Thus the C.P.R. has to move all its locomotives for passenger trains to and from the
Union Station by train order, and frequently because of track congestion, engines have to be moved
by the much longer route via Elwood and Hurdman’s Bridge. To make matters worse, the
Interprovincial Bridge i1s old and inadequate, so that there are severe weight and speed restrictions
which means that only Hudsons without boosters can be used on the transcontinental trains. The
bridge connects with just two of the Union Station tracks and when these are being used, the line
18 blocked.

The Canadian Nationals’ track layout is not as difficult. The old Canadian Northern line
to Montreal along the south shore has been abandoned as far as Hawkesbury, so that all operation
1s via Coteau. Westbound passenger trains run into the Union Station via Hurdman’s Bridge, back
up and wye behind the roundhouse and leave via Hurdman’s and Billing’s Bridge; eastbound trains
follow the reverse procedure. The transcontinental line leaves the Smiths Falls - Napanee line
at Federal a few miles south where 1t crosses the Rideau River again. The freight sheds are on
the crosstown line between Pretoria Bridge and Bank Street, but there are also L.C.L. sheds and
yard next to the Union Station. West from Bank Street runs the branch to Arnprior and Barry’s
Bay (formerly to Depot Harbour). There is also a freight only branch to Chandiere Yard which
serves the Eddy Ottawa mill.

The Union Station is jointly operated, as are the coach yards on the east bank of the
Rideau Canal south of the station. Switching here 1s performed by the CNR, usually two switchers
of the 7300 series are on the job. The CP passenger trains an the Waltham and Maniwaki branches
are usually assembled by their road engines. The Union Station, with 9 platform tracks, is fairly
adequate for the traffic, except for the fact that there are just two through platforms and
unfortunately only one other is capable of handling long trains.

Passenger trains on the CNR out of Ottawa are relatively few and easy to describe. Apart
from 1 and 2 there are two daily locals to Montreal and one daily except Sunday train to Barry’s
Bay, with a weekend extra during the summer. These locals usually have two express and two coaches
handled by a 5000 series Pacific. 1 end 2 are heavy between Montreal and Ottawa (about 13 cars
as a rule) but lighter west of Ottawa. Locomotives are usually changed at Ottawa, 4-8-4's working
east, while UIF Mountains are used to the west.

The power used on the Montreal locals is highly irregular. These trains run from 5 to
O cars and are hauled by a wide variety of locomotives, from light Pacifics to 6400 series Northerns;
the power assigned seems to be utterly unrelated to the size of the train, and 6200's pulling
five cars are common. Many Mimico engines are used here, probably test runs after visits to Point
St. Charles. To complete the CN passenger picture, there 1s a daily mixed to Belleville and a
weekly mixed to Pembroke. The mixed trains run into Bank Street, rather than the Union Station.

On the CP passenger traffic is more important, and there is a good local service on most
of the branch lines radiating from Ottawa. The locomotives on the three trains to the west run
through with only a brief inspection stop at Ottawa West. 2800 series Hudsons are regularly
assigned to these trains which consist of 11 or 12 cars between Montreal and Ottawa, but usually
less than 10 cars west of the capital. On 1 and 2 the locomotives are changed at North Bay; 2461
and 2812 were regulars until July but now new Pacific 2470 (built 1948) has replaced 2812. 2800
- 2819 are used primarily in freight service but are available for passenger when needed. The
two Montreal locals are directly competitive with those of the CN, and are consistently 2 or 3
cars longer (on weekends they run up to 14 cars. New Pacifics are beginning to be used on these
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trains also.

The Toronto trains are of considerable interest. The two overnight trains are usually
heavy, but the day and afternoon trains quite light. For some time the regulars, which run right
through to Toronto, were 2391, 2392, 2400 and 2401. These have now been replaced by new CP’s
2465 - 2468. The day train to Brockville making connections there with CN #5 1s usually handled
by 2927 (4-4-4) and the fast afternoon train connecting with #15 by light Pacific 1227. These
trains usually consist of five or six cars, sometimes with through cars for Toronto. Over weekends
these trains run up to 12 or 13 cars and are frequently double-headed, using one of the 2200's
assigned to Ottawa as assistance for 1227.

Passenger service on the Waltham and Maniwaki branches can be described rapidly. The
daily to Waltham is handled regularly by 449 and usually consists of four cars. Until a few years
ago this branch was regularly operated with 4-4-0's, but now three D4 ten-wheelers, 425, 449 and
472, have been specially fitted with small tenders in order to negotiate the branch. 425 is used
on freights and 472 is available as a spare when needed. The Maniwaki line has daily local, leaving
Ottawa at 16:30 (12:30) on Saturdays) daily except Sunday, returning, the following morning.
Summer traffic 1is
heavy, and the daily local usually has six or more old cars and the Sunday night train often ten
or twelve. Until about 1945, 2100 series ten-wheelers were used, but to-day Pacifics 2602, 2603
and 2624 are regularly used. Traffic is heavy and grades severe, but schedules are assured as
well. Inaddition a morning commuter train from Alcove to Ottawa is shown in the public timetable;
this runs up deadhead from Ottawa West about 4:00 and is usually handled by 471.

To provide local service to Ottawa Valley towns, two local trains are operated daily in
each direction between Ottawa and Chalk River. Traffic is light and four cars usually suffice
except on Saturdays. 1230 is regularly assigned to the morning train and 1265 to the evening
train out of Ottawa. 2200's were used before advent of the 65's.

To complete the picture of passenger service, it remains to discuss the North Shore line.

Here 1t becomes necessary to cover passenger and freight at the same time. Along the

tracks are located many industrial developments mainly concerned with Forest Products at Gatineau
Mills, Buckingham, Thurso and Lachute for example. The territory is non-competitive, a fact which
1s reflected in the rates and must help make the line one of the most profitable branches in the
CP system. Six freight trains are scheduled daily in each direction on this branch. This imposing
total is made up of four daily paper trains, a way freight and an overnight pick-up freight.
Usual motive power is D10 ten-wheelers although 2200 and 2600 series locomotives are common on
the pick-up freight. These trains are frequently operated in sections thus the line is very busy.
Two daily passenger locals are operated in sections thus the line is very busy. Twodaily passenger
locals are operated in each direction: the morning train from Ottawa runs to Place Viger and comes
back in the evening; it usually consists of four or five cars pulled usually by 1253. The other
local runs from Windsor Station in the morning, carrying a cafe-parlour car and usually consists
of atotal of 8 or 9 cars, pulled by 2393 or substitute Pacific fromGlen. In addition, an express
train 1s operated in each direction on Saturday afternoons.

Freight traffic on the other CP lines out of Ottawa is less impressive. Two freights
are scheduled daily (one on Sundays between Ottawa and Smiths Falls via Carleton Place with one
in the reverse direction. A daily except Sunday way freight 1s operated to Maniwaki and a thrice
weekly way freight to Waltham, normally handled by 425. The Vaudreuil - Ottawa line has only
adaily way freight in each direction and the Prescott branch likewise has only way freight service,
except for sporadic coal trains between Smiths Falls and Ottawa via Bedell. Thus the main channel
of freight traffic 1s the North Shore, line to Carleton Place and Smiths Falls. Six 2-8-0’s are
assigned to Ottawa for yard duty and for the daily trains to Hull, Eddy’s and Sussex Street.
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Switching into Eddy’s formerly performed by the Hull Electric Railway now falls to the CPR although
the company has some locomotives of i1ts own.

On the CN, freight traffic is less easy to describe. Transcontinental freight service
1s highly variable at the moment, little grain being moved, so traffic is low and the main line
sees only the daily scheduled manifest 401-402, and one or two extra in direction. An additional
overnight pick-up freight 437-438 is operated between Ottawa and, usually handled by a Pacific
or Mikado. In general 6200's handle most freight trains between Montreal and here, but Mikados
operate west. No engines seem to be definitely assigned, and it appears that these Mikados
regularly wander long distances. It seems clear that no main line locomotives are assigned to
Ottawa. Most of the Northerns are known to belong to Turcot. The daily way freight between Ottawa
and Coteau 1s regularly by Consolidations a large number of which are assigned to Coteau. A daily
except Sunday way freight service is alsomaintained on the Barry’s Bay branch the scheduled being
so arranged that the two engines in this service at any time also handled the mixed trains west
from Barry’s Bay. Consolidations or 5000 series Pacifics are the usual power on this service.

Service in the Smiths Falls - Napanee branch is largely confined to the daily mixed train with
an extra on Sundays when the mixed does not run. Motive power on the line, usually provided by
Belleville, is Mikados and Pacifics. The weekly mixed to Pembroke and the weekly way freight
are usually worked by one of the two ten-wheelers that seem to be assigned here. The schedule
1s so arranged that the engine which works the way freight to Pembroke works the weekly mixed
from Pembroke to Brent and return before returning to Ottawa.

The Ottawa roundhouse is large and commodious, but only very occasionally does one find
more than 6 or 8 engines in it at any given time. Quite a few switchers are required for the
Union Station, coach yard, freight yard, Bank Street yards and Chaudiere branch. Several light
industries are located along the CNR crosstown tracks and Chaudiere branch and these require a
fair amount of switching. However, as regards main line freight, the CN assigns locomotives on
a more or less “hand to mouth” basis. At one time, there is unlikely to be more than one or two
Mikados in the roundhouse and no Northerns beyond any being used in passenger service. This means
that engines working in from Montreal and the west must be turned around fast and sent on their
way again; any emergency power must be sent in from Montreal. It seems a pity that the railways
cannot make some arrangement to allow the CP passenger engines to use the vacant stalls at the
(N roundhouse and save some of the bother of working them to Ottawa West.

The CP is somewhat better off as regards a reserve of power, although to run passenger
extras they usually have to send to Smiths Falls for an extra 63. Smiths Falls of course, 1is
an important operating centre and always seems to have spare Pacifics and Hudsons on hand.
Passenger extras into Ottawa are not very frequent, and are usually run in conjunction with
conjunction with conventions, etc.

The New York Central reaches Ottawa by a branch line from Helena through Cornwall. The
New York Central’s service in northern New York State (St. Lawrence and Adirondack Divisions)
1s a far cry from their main line and compares unfavourably with even Canadian standards. In
order to economise the daily passenger local from Helena; no longer uses the Union Station, but
runs into the ramshackle NYC station on the outskirts of Ottawa, near the CNR roundhouse. A motor
train was used several years ago, but class F ten-wheelers now provide the motive power for the
branch. There used to be through connections for New York City, but now there are no passenger
connections to anywhere. Despite this, there is still a fair amount of local passenger traffic,
and the train usually carries four cars out of Ottawa. Express connections are provided by truck
between Helena, and Massena, NY, accordingly express business is good. There is also a fair amount
of freight traffic on the branch.

This completes my general description of railway operations around Ottawa at the present
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time.

BRITISH COLUMBIA ELECTRIC RAILWAY NEWS
By John A. Wood, Vancouver, BC
At the end of the war period the BCER embarked on a ten year modernisation plan embracing all
their city transit routes.

This plan, which is to introduce trolley coach operation to meet streetcar routes, has
now been speeded up so that most changes will be in effect by the end of 1951.

The first streetcar route to be affected was on Fraser Avenue. Late last summer streetcar
service was substituted. Since that time the rails have been removed, the roadway has been
resurfaced, poles placed in position, and trolley wire was utilised.

At the present time trolley coach operators are being trained and operation of the coaches
will commence on the Fraser route August 16™.

On June 15™, streetcar service was discontinued on the Davie route in the west end of
the city, and the east portion running to 50™ & Main was combined with the Kerrisdale route giving
through service from the S.E. to the S.W. portions of the city via the downtown area.

Busses have taken over the Davie route on a temporary basis until resurfacing is completed
and new wire strung, when trolley coaches will be introduced.

Streetcars on the Robson route now turn at Stanley Park instead of English Bay, and the
westerly portion of this line will also be converted to trolley coach operation in the very near
future.

During 1949 the eastern terminus of the Robson route will be extended from Broadway &
Commercial to Renfrew Street about a mile further east, and trolley coaches will be substituted.

Plans for 1949 also include the conversion of the western portions of the Dunbar - West
Point Grey, 4™ Avenue, and Stanley Park lines. This will mean that the west end of the city
will be serviced entirely by gas bus or trolley coach operation.

Powell Street which was to have been converted to trolley coach this year has received
a setback inasmuch as the ratepayers along the route voted down the proposed appropriation for
resurfacing. This change has now been tentatively added to the 1949 program.

As far as present information will allow, at the close of 1951 the following streetcar
routes will remain. Fairview beltline; Post Office - Victoria and Post Office - Joyce Downtown
- Hastings East; Downtown - 50™ & Main.

So far only one car- #97, a two man double ender, has been scrapped, and this because
1t was involved in a collision and was not deemed worthwhile repairing. It 1s expected that a
scrapping program will be instituted this Fall and that many of the old wooden seated “boxcars”
will finally come to the end of their days after giving forty years of faithful and profitable
service. At the time of writing all the trailer cars in the 700 series, ten in number, have been
taken out of service. There is some speculation these may be converted to one man operation,
but in the writers opinion the expense involved would not be justified in view of the fact that
many one man lines are to be abandoned. The Kitsilano route which was scheduled for abandonment
last year, is still in operation with rush hour specials only.

The only remaining car routes in Victoria are the City - Beacon Hill and City - Outer
Wharf. Latest advice 1s that these too will be abandoned by mid-August, marking complete bus
conversion in the city of Victoria. The only interurban line to be affected so far 1s from Marpole
to New Westminster. The BCER has been hard hit in the Fraser Valley owing to the recent floods.

Some five miles of their Chilliwack line are under water between Mt. Lehman and Abbotsford, and
three miles were inundated between Sardis and Chilliwack. Service has now resumed on the latter
portion as the waters have receded, but traffic on the other portion is not expected to resume
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until some time in August, as damage is very extensive, and at time of writing is still covered
with water from a depth of four to ten feet.
A shuttle service is provided between Mt. Lehman and Abbotsford by bus.
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