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THE ST LAWRENCE AND ATLANTIC RAILROAD COMPANY

The Act incorporating the St Lawrence and Atlantic Rail-Road
Company was passed March, 1845 which authorized the company to build a
railway from the St Lawrence River, opposite the City of Montreal through
St Hyacinthe and Sherbrooke, to the border with the United States so as to
allow it to connect with the Atlantic and St Lawrence that had a charter to
build north from Portland, Maine, to the international border to connect
with the St Lawrence and Atlantic Railroad. The Company had the right
also; to build two branch lines, one to the south side of the St Lawrence
opposite the City of Quebec. The other branch line authorized, was to build
from the company's mainline, towards the border again, but west to
Stanstead, and to allow it to connect with any railroad that may be
constructed in the State of Vermont.

In the spring of 1846 the Engineering Department of the
Company was formed, and surveys commenced over several months.
Extensive explorations were made and the Company chose the "Northerly"
line passing through the village of St. Hyacinthe and the Townships of
Upton, Acton and Durham, and reaching the St Francis Valley in the
Township of Melbourne.

The first section the Montreal Division was agreed, and
contracts were let in the fall of 1846. In the Spring of 1847, further
surveys were made, so that by 1848 the line had been located as far as
Lennoxville. The troublesome portion of the route, was the portion from
Lennoxville, to the International Border, and the point of connection with
the northward building, Atlantic and St Lawrence Railroad from Portland.
Numerous surveys were made trying to determine the best route.

For the most part, eighty per cent of the railroad would be
level, but the climb out of the St Francis River Valley, to the International
boundary would have the maxium gradient of fifty feet to the mile.

Work on grading the first section proceed and rails were laid
from Longueuil to St Hyacinthe and was opened for business on December
27th, 1848.

Report on the St Lawrence and Atlantic Railroad, A.C. Morton,
Montreal, 1849



A locomotive engine, intended for the St Lawrence and Atlantic
Railroad was hoisted out of the hold of the "Elizabeth Rose", on July 12th,
1848, in which vessel it had come across the Atlantic from Glasgow. This
and a sister engine had been purchased for the sum of 900 hundred
pounds, one third of their prime cost, after very little wear, the company
they were built for having decreased the gauge of their line. By August
24th, 1848, the Scottish locomotive was reported at work along the railway
pulling railway iron. By October 10th the little engine had helped in the
laying of ten miles of track.

November, 1848 the Portland Locomotive Company had
delivered a second locomotive the "A.N. Morin". On Saturday, December
2nd, 1848 a trial trip was commenced from Longueuil terminal with the new
engine. The board of Directors and a few invited guests, about forty people
in all boarded the train and proceeded east. It was a very miserable day,
the ground was covered with ice, from the preceding night's rain and sleet
storm, and then it was raining all day but this did not stop the trial. The
locomotive at first went slowly and then would stop for an examination,
then on again. At milepost 16; the wood Richelieu River bridge was
reached. Although the railway was not completely ballasted a trial was
made at speed and the locomotive was reported to have attained a speed of
thirty miles per hour. Six miles from the bridge, the train was stopped and
the guests left the train to be entertained at the ancient Seigneurial Chateau
of Major Campbell. While the run was over 22 miles, track had been laid a
further seven miles making a total of 29 miles of track. The railway was
only one mile away from St Hyacinthe, the company was just awaiting rails
and timber to reach this village.

The railroad reported in it's February, 1849 Annual Report that a third
locomotive from Messrs. Kinmonds Company of Dundee, had already been
ordered and was awaiting only the opening of navigation

Montreal Transcript, July 12, 1848; La Minerve, August 24, 1848;
Montreal Gazette, October 10, 1848; Pilot, December 12, 1848



QUEBEC AND RICHMOND RAILWAY COMPANY

An Act to incorporate Peter Patterson, Esquire, and others under
the name of "The Quebec and Richmond Rail-way Company" was given
assent on August 10th, 1850, by the Legislative Council and the Legislative
Assembly of the Province of Canada. It gave the Company the right to
construct a railroad from the City of Quebec, or from a point on the South
Shore fo the St Lawrence River, as nearly opposite the City of Quebec to
the village of Richmond and there connect with the St Lawrence and
Atlantic Rail-Road.

Surveys were made by Engineer A.C. Morton, the same
Engineer that had laid out the route of the St Lawrence and Atlantic
Railroad. The most difficult part of the route was the choice of the
terminus on the narrow stretch of land along the St Lawrence River near
Levis. The best route it was decided was from a point just west of Levis,
at a point called Hadlow's Cove. It was only here, that there was a
sufficient amount of land, that a railway and ferry terminal could be built
on the narrow terrace along the St Lawrence River. The railway could run
level along the river for a short way but then a very heavy grade would be
required to lift the railway from the shore of the St Lawrence uphill
quickly so that if would be able to bridge the wide Chaudiere River just
before the deep Falls of the Chaudiere River. The two major bridges would
be the Etchemin River and the Chaudiere River. After the crossing of the
later, the route would be nearly level all the way to Richmond.

The contract was given to a Mr Rigney for grading and
excavating the first seven miles from Hadlow Cove. The ceremony of
breaking ground took place on January 7th, 1851

Act to Incorporate the Quebec and Richmond Railway, 13 &14 Victoria,
Toronto, 1850.

Annual Report of the Quebec and Richmond Railroad Company, Quebec
1852



THE ST LAWRENCE AND ATLANTIC RAILROAD
OPENS TO RICHMOND

October 15, 1851

The President and Directors of the St Lawrence and Atlantic Railroad
with a long list of two hundred influential guests celebrated the opening of
the railway to Richmond, on the banks of the St Francis River, on
Wednesday, October the 15th, 1851. On that morning they all took the
ferry across the St Lawrence River, the guests boarded the special train at
the company's Longueuil station. The locomotive the "St Lawrence", a
Portland Locomotive Works product, built two months earlier, in August
1851, was assigned to the train. The passenger cars had been built by
McLean and Wright.

The train left Longueuil at 9:10 AM. and started east, passing:

St Hilaire 17 miles 9:40 AM.
St Hyacinthe 30 miles 10:27
Upton Water Tank 40 miles 11:00
Upton Station 42 miles 11:05
Acton Wood Station 45 miles 11:20
Acton Station 49 miles 11:22
Durham Station 57 miles 12:00 P.M.
Durham Tank 54 miles 12:22
St Francis Bridge 68 miles 12:45
Richmond 71 miles 12:55

Within three miles of the beautiful village of St. Hyacinthe, the
railroad dove into very thick woods and for the next thirty-five miles there
was not the sign of a clearing or a single dwelling along the track. Near
the Upton Station the line crosses first the Black River and then the White
River on very solid bridges. There were three more small streams, then
there was the large and substantial wooden covered bridge over the St
Francis River. The bridge was sixty feet above the river. On this day there
were triumphal evergreens decorating each end of the bridge. The train left



October 15, 1851

the dense woods and swept around a curve into hilly country, the Eastern
Townships. A great crowd awaited the special train as it arrived at the
temporary Richmond station near the Melbourne bridge.

At the station a small piece of artillery had been provided by the
inhabitants , to make honour on the arrival of the first train. The canon
was fired once, and then on being charged a second time, obviously too
quickly, for it had not been cooled down enough, exploded when the
second charge was being rammed down. A nasty premature explosion
ensued, striking down the men at the cannon with burns about the face and
eyes.

The guests dined in the station house, then the Champagne bottles
were opened and a number of toasts were made to the Queen, The Royal
Family, the Governor-General, followed by the railway, and then a great
number more; saluting the honoured guests. The celebration came to an end,
and the "St Lawrence" pulled the train back to Longueuil.



On Sunday, July 25th, 1852 the Montreal Gazette reported that the
largest run by a single engine, was drawn over the St Lawrence and
Atlantic Railroad from St Hyacinthe to Longueuil and back. The party
consisted of upwards of 1700 people from St Hyacinthe and its adjoining
parishes. The locomotive that pulled the train was the "Magog", a brand
new 4-4-0, built July 1852 by Hinckley and Drury, of the Boston
Locomotive Company,. She was reported to have run very easily up the
steep grade at Longueuil with the long train, which consisted of eight
covered cars and eight flat-cars.

On August 6th, 1852 the St Lawrence and Atlantic assembled a
special train to convey three passengers completely filled with sportmen
going to the horse races at St Hyacinthe. The Montreal Gazette reported
that the railroad was in good condition and that the train whirled along at
the rate of nearly forty miles per hour very smoothly. The trip took one
hour and one minute, including stops.

Thursday, August 12th, 1852 the Montreal Gazette reported that an
interesting experiment was made at testing the stability of the bridge over
the St Francis River at Brompton Falls which is seven and a half miles
from Sherbrooke. The bridge constructed on a plan known as a Howe's
Patent Truss, constructed of a combination of wood and iron., with
improvements made by the Chief Engineer C.S. Gzowski. The span over
the St Francis was one hundred and eighty-four feet long; and at that time,
it was believed to be the longest span of that type in the world. The first
trial was made by sending over the engine and loaded cars with a weight
of two hundred tons, at a velocity of from 6 to 8 miles per hour. The
second trial, was made by allowing the same train to remain completely
stationary on the entire length of the bridge; filled by the train. The third
and final test, was to send the locomotive, and twelve fully loaded cars, at
a speed of twenty-five miles per hour over the bridge. In each of these
tests the momentary deflection never exceeded two inches, while the



permanent deflection was only one eight of an inch, and at no time was
there any lateral motion perceptible. The trials were a success.

By mid August the cross ties had been laid to within a mile of
Sherbrooke; and by August 26th the last rails were being laid into
Sherbrooke and in a day or two,a freight train arrived.



July 29, 1852

The Quebec Morning Chronicle reported on July 29th, 1852 that a
special celebration was made of the "first" cars to travel over the Quebec
and Richmond Railway. A group of officials and shareholders of the
Company crossed the river by boat to the south shore to a point called
New Liverpool, the point where the Chaudiere River empties into the St
Lawrence River. The guests then either boarded- horse carriages, or walked
on foot eastward, through a gaily decorated New Liverpool, back along the
St Lawrence. In short time the guests were brought to the railway works
at the River Etchemin, where Contractor Rigney received them with what
was described by the newspaper as a hearty welcome, a salute from a
hundred tree stumps; which he had drilled out and charged with blasting
powder, giving what can only be described as a hundred tree stump
explosive salute. Besides a welcome, it served the double purpose of
splitting the tree stumps from the railway right of way.

With the reception over, two working cars were pushed to the
reception on tram rails then drawn by horses nicely harnessed and decked
out with flags and ribbons. President Rhodes explained that these horse
pulled tramcars were the first carriages that would ever run on rails in this
portion of Quebec. It was to be the first ride on the Quebec and Richmond
Railway. This all took place in a cutting about twelve feet deep. The
tramline was only 1000 feet long. President Rhodes and other officials
started to dig and then just as they filled one of work cars and it was off,
the ladies boarded into the second car and were pulled along by a horse
on their first ride over the Quebec and Richmond line. Contractor Rigney
had about 400 men at work on different sections of the contract. Work was
just starting on the Etchemin River bridge.

Mr Rigney invited the guests to his home at Etchemin where
the party indulged in speeches and collations. The party was then over and
the guests left to cross the river at either New Liverpool or Pointe Levis.



Things had turned very sour between the Quebec and Richmond

Company and Contractor Rigney by the summer of 1852. The railway
company gave him what was described as a trifling amount of money all
during the summer. The Company was having trouble raising money. The
Contractor had to give notice to stop three different heavy portions of
work, on which a large number of men were employed.

Mr Jackson of the English firm of Messrs. Jackson, Brassey and
Company stepped in to make arrangements to pay Mr Rigney for the work
that he had done on the Etchemin Section. 11-3-1852



A meeting took place between Mr Jackson of Jackson, Brassey
and Company and the Directors of the Quebec and Richmond Railway on
Friday October 20th, 1852. It was decided that Jackson, Brassey, Peto and
Betts Company would take over the whole contract, under new term, and
that Mr Rigney would be excluded but paid money for the work that he
had completed.

The terms of the new contract gave Jackson and Company
the privilege of tendering a new contract to do all the work on the entire
line, including Rigney's Etchemin contract. Mr Jackson on October 7th
offered to undertake the construction and equipping the entire railway for
the sum of 6,500 Pounds per mile.

The Directors accepted Mr Jackson's offer and with
the sanction and approval of the Provincial Government a new contract was
signed on October 20th, 1852



OPENNING OF THE ST LAWRENCE AND ATLANTIC
RAILROAD TO SHERBROOKE

SATURDAY, SEPTEMBER 11, 1852

Saturday, September 11th 1852 , about six hundred
Montrealer's, including the Mayor and the Corporation, Judges, and members
of the Bar, Railway Directors and members of the press, with nearly every
shareholder boarded the ferry Ste. Helene, at the Montreal wharf.
Meanwhile Governor-General Lord Elgin, some Cabinet Ministers, and
members of both Houses of Parliament, arrived from Quebec City on board
the steamboat, the " John Munn". In a few minutes the St Lawrence River
was crossed and the entire entourage left the ferry's and climbed aboard the
long, fourteen car train standing at the Longueuil station.

The train left and shortly arrived at St Hilaire where it
made a short stop, and then off again, and shortly the train reached St
Hyacinthe. The town was bedecked, Civic artillery thundered a salute on the
arrival of the train. Near the depot; there was an evergreen arch over the
track, with the word Welcome at the top. Banners and streamers decorated
the station. When the train stopped, Mayor Dessaulles addressed the
Governor-General, to which His Lordship made a reply in French.

The train was off again as it dashed through the thick
dense forests east of St Hyacinthe when it started to rain, and it continued
to rain for the rest of the day. Upon the train's arrival at Richmond, the
town was almost deserted, the explanation was the most of the townspeople
had boarded an earlier celebration train for Sherbrooke . the train now
travelled along the banks of the St Francis River, and then in a moment,
after crossing the Magog River, the large train steamed into the Sherbrooke
station, a large imposing brick covered station.



September 11, 1852

Close by the station there was a large open wooden
building where a throne had been assembled. Here Lord Elgin was
welcomed by the Mayor of Sherbrooke. Principal and Professors of Bishop's
College made addresses of welcome, and the officials were given a tour of
Sherbrooke. A grand luncheon was presented as rain showers forced
everybody inside from out of doors. Nine hundred guests were seated at the
dinner. Then after dinner, the President of the Railroad, called for
"bumpers", a toast first to Her Majesty The Queen, and then the royal
Family, then another toast, and then another toast. lord Elgin made the first
speech; followed by both the Canadian and American Presidents of the
Railroad., and then Mr Galt. Shortly afterwards the party broke up. The
guests returned to the railroad station where two steam locomotives were
sitting with the long train, The lead locomotive was named "The Queen",
a brand new. one month old Portland Locomotive Company 4-4-0 type.
The second locomotive was attached at the rear of and pushed the train.
They all came merrily back to Longueuil; as the Gazette quipped led by
"The Queen".

Sadly that first locomotive, "The Queen", that brought the first
railroad train, into Sherbrooke, was renamed the "Lancaster” GTR No. 140,
and while working south of the border, on April 7th ,1869 its boiler
exploded at Danville Junction, Maine.



THE QUEBEC AND RICHMOND RAILROAD
ANNUAL REPORT JANUARY 1853

During the start of 1852 two field parties were sent out to make the
survey for the location of the railway between Quebec-Levis and a
connection with the St Lawrence and Atlantic Railroad at Richmond,
Canada East.

The first contract was awarded for the first section from Pointe Levis-
Hadlow six miles to the Chaudiere River. Work on the bridge over the
Etchmin River stated in August 1853. The abutments were nearly completed
before the onset of winter. The Etchmin bridge was to be al55 feet long
tubular bridge forty feet above the bed of the river. The contract to build
the railroad was given to Messrs. Jackson, Brassey, Peto and Betts.

The whole line was cleared of bush and trees at a width of one
hundred feet. Grading had started on several sections during 1852. The two
large bridges over the Etchmin and Chaudiere Rivers were to be of
wrought iron tubes. The tracks were to be laid on top of the tubes. The
smaller type of bridges were to be arched stone bridges.

The rail and chairs are to be of an approved pattern, the rail of the
ordinary T pattern and weighing 63 pounds per yard. The chairs, to hold
the rails, were to be wrought iron weighting twelve pounds each.

The railroad route started at Hadlow Cove adjacent to Levis on the St
Lawrence River.. After a level stretch of one mile at the Etchmin tubular
bridge, the line started up a grade of 35 feet per mile. The top of grade
was Chaudiere, now the town of Charny where the railway then crossed the
Chaudiere River, just a short way above the grand Chaudiere Falls. The
Chaudiere Tubular Bridge, crossed the river on an iron bridge, composed of
tubular girders made of wrought iron. This grand bridge was one thousand
feet long, a very imposing structure for the time. The railway after crossing
the river climbed on moderate grades upwards through St. Nicholas and St.
Giles reaching its first summit at St Croix (St. Flavien) at an elevation of



five hundred feet at only twenty-four miles from Hadlow. The line then
descended for eleven miles to a crossing of the Becancour River. The route
then rose again to Somerset Township then on through the village of
Stanhope. In the fifty-four mile there were only two slight curves, for the
most part the railroad was as straight as an arrow. At Stanhope the
railroad turned to the south, passing through St. Christophe and Arthabaska,
nearly parallel with the Arthabaska Road. Two wrought iron bridges, one
120 feet long and the other 100 feet long spanned the Wolf River and the
Nicolet Rivers respectively. The railway then climbed again to a summit
near Warwick then descended into the village of Danville. At Danville the
railway crossed the South Nicolet River on a wrought iron bridge of three
spans of one hundred feet each, forty feet above the river. The railway
crossed a rather large embankment then rises to the watershed between the
Nicolet and St Francis Rivers. The railway then descended into the St
Francis River at Richmond.

The original station location of the St Lawrence and Atlantic was at
point known for years as the "Woodyard" close to the Melbourne bridge.
This was an unacceptable location for the junction of the two railways,
because of a very severe grade, limited available flat land for railway yards,
but more, that the trains would be facing south, towards Sherbrooke, rather
than arriving at Richmond, pointing towards Montreal. The gothic station
was moved west about a mile, and the Quebec and Richmond twisted
down and into the new Richmond station. about a mile to the northwest.



AMALGATION 1853

At a general meeting of the stockholders of the St Lawrence and
Atlantic Railroad held in Montreal it was decided to adopt the proposition
of amalgamating with the Grand Trunk Line June it was reported by the
Quebec Morning Chronicle on June the third, 1853.

The Grand Trunk Railway Company of Canada placed a public notice
in Canada's newspapers on June 16th, 1853 that a meeting of the
shareholders was to be held on Monday, the eleventh day of July, 1853 at
the offices of the company so that a report could be presented to consider
an Agreement for the Amalgamation of the Grand Trunk Railway Company
of Canada with the St Lawrence and Atlantic Company, and with the
Toronto and Guelph Railway Company,, the Grand Junction Railway
Company and the Quebec and Richmond Railway Company..

Friday, August Sth, 1853 a lease was signed by President Little at
Portland, Maine, whereby the Atlantic and St Lawrence Railroad was leased
to the great Grand Trunk Railway Company of Canada.



FIRST THROUGH TRAIN AT SHERBROOKE

The Montreal Gazette of July 21st, 1853, reported that major
excursion trains were run by the Grand Trunk from Portland to Montreal;
and from Montreal to Portland, over the completion of the Grand Trunk
from Montreal to Portland.

On July 18th, it was reported from Sherbrooke that the first train had
arrived from Portland; and that when it arrived from the south; at the
Sherbrooke station, the locomotive displayed both the "Union Jack" and the
"Stars and Stripes" flags on its front end.



October 10, 1853

On Monday, October 10th, 1853 just at dusk, the gravel train ran into
some cattle that were wandering on the track one mile from Sherbrooke.
The train was thrown from the track, killing one man and injuring another
man. The train was damaged.



August 20, 1853 The engine the "Coaticook" was approaching
the Upton station at ten o'clock in the morning on its way from Portland
to Montreal. The train was a heavy one of lumber and fire-wood. The
locomotive exploded in a brief second throwing iron fragments into the air
and the engine fifteen feet up onto the side of an embankment. Engineer
William Seeley and the fireman Mr Beech were terribly wounded. Engineer
Seeley died a few days later.
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JANUARY 7th, 1854

When the railroads were first talked of in Canada many wise-acres
said the snows in the northern region would prevent their use in the winter
season; but experience has shown that snow storms in Canada are not so
obstructive to railroads as they are in New England, and particularly on the
Atlantic Coast. The storm of last week, which was of no moment in
Canada, blocked up all the railroads and stage roads in New England, the
snow drifts lying in many places, from seven to ten feet deep, and the
trains were in many instances twenty-four hours behind time. The train from
Portland was a day behind in reaching Sherbrooke. We believe the trains
between Sherbrooke and Montreal have never been obstructed by snow,
except for one occasion last winter, for more than a few hours.

The telegraph line on the St Lawrence and Atlantic Railroad was
completed from Portland to Longueuil on January 31st 1854. The first
message over the telegraph line was the following:

" Yesterday, about twenty minutes past ten o'clock, as the mail car
was going north, when about six miles south of Richmond, the engine ran
off the track, very nearly into a deep culvert. No one hurt. The accident
detained both north and south trains about four hours. It was caused by ice
and snow not being shovelled from the rails."

Sherbrooke Gazette



MAY 29, 1854 The first engine made at the Canada Works,
Birkenhead, England, was subjected to a trial on Monday, May 29th (1854),
prior to shipment for the Grand Trunk Railway. The engine, which is the
first locomotive engine made in Birkenhead, was built as No. 1, and each
successive engine will be numbered onward. It was named after Lady Elgin.
The second will be called Lord Elgin, and both will be despatched by the
steamship "Ottawa." QMC 6-19-1854

JULY 14, 1854 The Montreal Pilot reported July 14th, 1854
that work was progressing on the Quebec and Richmond Railway. Forty
miles of the line had been graded from the Quebec side and about thirty
miles had been graded from Richmond. The bridges at the Etchmin and
Chaudiere Rivers were crossed by a locomotive weighing more than thirty
tons the week earlier that week drawing a train of twenty cars laden with
four hundred tons of iron rails. Locomotives were starting daily hauling
trains of plate-layers so that work was being pushed at both ends. Even a
few miles of work had progressed on the St Thomas line. Delays were
caused by the receiving of materials from England. QMC

AUGUST 19, 1854 Toronto newspapers reported that thirty-five
flat cars built at the works of Mssrs. McLean and Wright were shipped on
the schooner "Northumberland" for the Grand Trunk at Montreal. Also a
splendid and very powerful locomotive from the manufactory of Mr Good,
also of Toronto, was shipped on board the same vessel which sailed on
Saturday for Montreal. QMC



CHAUDIERE BRIDGE AUGUST 22, 1854

August, 1854, the work on the Tubular bridge
over the Etchmin River was complete and put into its place. The rivetting
of the large Chaudiere River bridge was progressing and was expected to
be completed in a few weeks. Temporary staging trestles were built abound
these major bridges to allow construction trains to pass. Work was
progressing, and construction trains and rail trains of many tons were
running. On Tuesday, August 22nd, 1854 at five o'clock in the afternoon a
locomotive ran over a section of the Chaudiere wood trestle and the
temporary bridge gave way and collapsed under the weight of the
locomotive. The large locomotive was thrown down into the Chaudiere
River. The bridge is down, an engine in the river but.no one it appears
was injured. The next day the locomotive was pulled from the river and the
wood trestle was rebuilt and construction trains were rolling. QMC.

SEPTEMBER 19, 1854 The Quebec Morning Chronicle reported
that the railway to Richmond was nearly completed and would soon be in
operation. The newspaper stated that the benefits to Quebec City would be
many; that flour would not have laid in storage for the winter, but could be
obtained, as circumstances demanded. The railway passed through forests
and ample supplies of cordwood or firewood would be available. Quantities
of sawn lumber from the mills around Quebec City, now had new trade
routes to the interior of Canada and the Eastern United States. QMC

SEPTEMBER 19, 1854 The completion of the Richmond
Railroad was announced the next day in the Quebec Morning Chronicle,
after Sir Cusac P. Rooney and other gentlemen and officers of the Grand
Trunk Company arrived at Point Levis from Longueuil by special train. in
only eight hours. of Canada, QMC



SEPTEMBER 30, 1854 An important event in the History of
Canada took place on the 28th of September, 1854, which ought not be
passed over as any common everyday occurrence. The Governor General of
the British North American Provinces proceeded with his suite across the St
Lawrence from the ancient Capital, and in little more than six hours
reached the City of Montreal. The Chronicle went on to tell how in the
days before the fastest route was the steamship "John Munn" that left
Montreal at seven o'clock in the evening and would arrive at Quebec at
four or five o'clock the next morning. QMC

NOVEMBER 27, 1854 The first train conveying the mails from
Quebec to Montreal left the Levis terminal at nine o'clock in the morning

and arrived at Montreal at 4:30 P.M. This was the first regular train service
over the Richmond Railway. QMC



THE GRAND TRUNK OPENS TO ST THOMAS

Only a year after the opening of the Quebec and Richmond Railroad;
the Grand Trunk celebrated in the opening of two more segments, in its
large scheme, first there was the opening of the section from Montreal to
Brockville, and then two weeks later, November 30th, 1855, the GTR
opened a forty mile section from Chaudiere, the present town of Charny, to
St Thomas. east along the south shore of the St Lawrence River.

The work had been done by Messrs. Jackson, Peto and Company. On
that November day a official train of two cars left Levis Station at noon.
the train ran up to the junction at the Chaudiere, where it was joined by
another train from Montreal.

The work on this section had started in February 1854. From
Chaudiere Junction to St Thomas the railway runs along a low flat land.
There are only a few cuts and one curve, seven miles from the Junction
the railroad crossed the Etchmin River at St Henri on an iron tubular
bridge. The iron bridge was about seven hundred feet long. Seven stone
piers, one hundred feet apart carried the railroad forty feet above the river.

The line ran straight for nearly the next thirty miles. Near St Charles
station was the Boyer Bridge, this was also an iron tubular bridge on stone
piers, four spans, two spans of eighty feet and two of fifty feet.

There were six stations on this segment, Chaudiere Curve, (the
junction), St Henri, St Charles, St Michel, St Francois or Berthier, and
finally the stone depot at St Thomas. With the exception of the St Thomas
station all the stations were of wood construction, built by Mr David
Johnston. At Chaudiere, there was a six stall engine house and a one stall
enginehouse at St Thomas.



The soil was rich and productive, particularly with various grains.
Nearly the whole of the land was cleared and under cultivation, with very
little timber left. The population at this time was about 16,000 people.

Crowds lined the railway as the special train passed. At St Thomas
several hundred people greeted the train. The normal speeches were made
by politicians and officials at a banquet held in the station. The evening
was concluded, and the train returned the Quebec guests to Levis at eleven
o'clock where they boarded canoes for the crossing of the St Lawrence.



September 15, 1855  The Grand Trunk Annual Report stated that the
work on the railway from Quebec to Trois Pistoles was going ahead very
well, but the iron work of the Etchemin River, six spans of one hundred
feet each, would be the last part to be completed. The ship carrying the
bridge iron from England to Quebec in the spring of 1855 was lost at sea.
The company would have to wait for the replacement bridge iron to arrive
in the fall of 1855 to complete the railway to St Thomas..



November 18, 1855. The Sherbrooke Gazette carried a letter from a
concerned citizen of Lennoxville stating that the Grand Trunk Railway was
in a most dangerous state in the manner in which it was "fenced". There
had not been, or never had been a fence, about the GTR Lennoxville
station and the railroad crossing on the Eaton Road, at the east end of the
village. The writer stated that he believed there was not one mile of good
and sufficient fence upon the whole railway line from Longueuil to Island
Pond. Every few days the GTR were Kkilling cattle, and a short time ago
the night freight killed a pair of oxen and a cow of Mr D. Ball; and that
only last week killed a fine steer of Mr Elliott of Lennoxville was hit, and
that the company refused to pay for the damage. The GTR instead, had put
up notices, that it would not pay for cattle killed by its locomotives. The
concern of the citizen was that if a train laden with passengers was derailed
by cattle and overturned; there would be a serious loss of life, just because
the railway company refused to fence it's right of way.



LONGUEUIL STATION

Construction of the St Lawrence and Atlantic started from the
Longueuil shore, opposite Montreal. A station was built to serve
the railway patrons. A ferry boat brought travellers in the
summer, and during the winter sleighs carried travellers over an
ice road on top of the river. The station-master was a Henry
Jackson. Now a mystery wash drawing of the Longueuil station
has been preserved, and along with a locomotive has been the
center of much controversy over the years. It was known to exist
as early as 1900 when it appeared in an article in the (Canadian)
Railway and Shipping World. While railway historians have
debated the age and artist of this small piece of work, the
Longueuil station house may have been at the intersection of
Canadian art.

The famous Canadian artist Cornelius Krieghoff friend was
St. L&A station-master Henry Jackson friend. Kreighoff lived in
Longueuil in the 1840's and 1850's. J. Russel Harper in his history
of Krieghoff not only mentions Mr Jackson's name but also that
Jackson introduced him to the local wealthy society, government
officials and Grand Trunk officials. Station-master Jackson even
owned several Kreighoff paintings, including "The Ice Bridge",
that remained in the Jackson Family for many years. He moved to
Quebec City, but in 1858 returned to Montreal to paint pictures
on commission for sale to the engineers constructing the Victoria
Bridge.



Now, the famous Group of Seven Artist, A.Y. Jackson in his
autobiography, "A Painter's Country" in his first page mentions
that his Grandfather was employed by the St Lawrence and
Atlantic Railway and believed that there was some connection
between Kreighoff and A.Y. Jackson's grandfather, and the GTR

officials.

A mysterious painting and the Canadian art world's elite.



GRAND TRUNK FERRY No. 3 JUNE 9, 1856

Grand Trunk Railway in 1856 started its railroad on the south bank
of the St Lawrence at the village of Longueuil. The GTR owned a number
of steamship ferry's that made the crossing of the river, crossing the river
to their ferry terminal and station house at Longueuil. Grand Trunk Ferry
No. 3 was only weeks old in June 1856.

Just after one o'clock on the afternoon of Tuesday June 9th, 1856, the
train from Portland had arrived at the station, the passengers had
disembarked from the train, and went up the platform to board the ferry.
About sixty other people, local residents were also on board. Nearly one
hundred people were on board the ferry. While many had gone into the
saloon, at the after part of the steamer; but the largest part were standing
in the area of the engines, and the forward part of the boat. The last of
the baggage had just been put aboard. The captain was standing at the bell,
just about to ring it. There was suddenly, without warning a terrible
explosion!. The explosion was massive, it cleared the deck. The boiler had
exploded. Hot scalding steam drenched the aft deck. In a moment people
were either scalded or thrown head first into the St Lawrence River. The
floor of the forward part of the boat was blown into chips. The outer shell
of the boiler was carried up into the air and landed on the wharf about
forty yards from the vessel The boiler was spread out like a piece of paper.
All over the wharf were scattered pieces of the boiler. Just behind this laid
the steam drum which weighed two tons was shattered. One mass of iron
thrown through the air crashed through the roof of the freight shed. The
starboard boiler was lifted up and fell into the hull of the boat and made a
hole through it and sunk. Frantic efforts were made to pull many
passengers out of the river.

The next day an inquest was convened by Coroner Jones, the number
of dead were listed at twenty-seven people. The causes of death ranged
from head concussions, scalding and drowning. A Charles Denigler gave
evidence at the inquiry that he had inspected the engine on several
occasions and had noticed that one of the guage's was acting improperly,
and had mentioned it to GTR officials.



The first week of June 1858 heavy rains struck the Eastern
Townships. Starting on Thursday June the eleventh extreme flooding was
reported along the Quebec and Richmond line. On the Nicolet River the log
booms at Harrison's Saw Mill gave way and swept away between 15,000 to
20,000 spruce logs. Water swept over the terrain, as culverts and bridges
were plugged by timber and debris. A mile west of Danville the bridge
gave way. Five miles above Warwick station the entire railway embankment
was washed away. The railway quickly built temporary wood trestles that
could allow regular service to resume.



DANVILLE OCTOBER 7, 1858

The train on the Quebec and Richmond section of the Grand Trunk
Railroad, which had left Quebec at eight o'clock the morning of October
7th, 1858, when it was about two miles west of Danville, at a road
crossing and switch. Track labourers were working on the right of way. The
engineer saw them ahead and blew the whistle several times, He shut off
the steam and reversed his locomotive as soon as he saw that the switch
was not set for his train. The train ran off the track, only two yards from
a deep valley, the engine, tender and a baggage car were thrown off the
track, and the remaining coaches smashed over the ties. then their wheels
were buried in sand of the road crossing. This accident was blamed on
the negligence of the railroad company for not having an designated
employee in charge of the switch at that point, but instead it had left the
job in the hands of track labourers. The train crew were somewhat injured
as were a few of the passengers.

BOUNDARY AUGUST 7, 1859

Sunday night, August 7th, 1859 the north bound mixed train that had
left Island Pond at ten o'clock was only a few miles south of the
International Boundary near Norton Mills. The engineer came around a
curve and saw a small light in the distance. Fearful of danger immediately
shut off steam and reversed his locomotive then whistled for brakes. He
managed to stop his train within about thirty feet of the light. The light,
was a forty foot bridge fully engulfed in flames.



November 20, 1858 The Canadian born Hero of Kars ( during the
Crimea War), Sir William Fenwick Williams had paid a visit to Canada in
1858, but was desirous of reaching Portland that Saturday night. He had
travelled by the slow regular train during the day, leaving Quebec in the
morning he had travelled through Richmond and Sherbrooke, reaching Island
Pond at four o'clock in the afternoon. The Grand Trunk Railway instructed
its Superintendent, S. T. Corser to make available an express train to rush
the General to Portland.

Engineer, Mr Warren Noves, of Island Pond, took charge of the
engine "Berlin" and pulled out of Island Pond at 4:31 P.M. with the extra
train. and pushed on to Gorham fifty-eight miles in a trifle over one hour.
The night was dark and tempestuous, the rain was falling in torrents all the
way. At Gorham, the engine "Eliphalet Greeley" with engine driver Mr
Grant in the locomotive cab then took the fast train over the railway, the
train stopped at South Paris and Danville Junction, and twice near Danville
where bridges were undergoing repairs, finally reaching Portland at 7:53
P.M. Sir Williams was so pleased with his express that he presented both
Noves and Grant with a sovereign, as a token of his regard for their sense
of duty. The 150 miles was made in three hours and twenty-two minutes.
The train had travelled at the then outstanding feat of fifty miles per hour,
considered a record, for the time, that the story was printed in numerous
newspapers.



SHERBROOKE DECEMBER 6, 1858

In the cold morning of Monday, December 6th 1858, the snow and
sleet that had fallen during the previous day prompted the Grand Trunk
officials to order out a snow-plow train. The plow train was ordered to
clear the tracks shortly before the regular passenger train left Sherbrooke.
Two engines were chosen in the large circular, enclosed and domed
Sherbrooke roundhouse . The engine crews were selected John Finn the
engine driver and two others Harry Hughes and Alexander Cordaire swung
on board the cab of the first engine, while John Hibbard was the assigned
engine driver, of the second locomotive, with his fireman Kingston. John
Griffith, the Sherbrooke Locomotive Foreman swung up into the cab of the
second engine. A snow-plow was attached, the switches set and the snow
plow extra left Sherbrooke passing through the enclosed train shed station
crossed King Street and the engineers gave their engines steam and they
traveled only several thousand yards at a slow ten miles per hour and up
ahead was the two span covered wooden bridge over the Magog River.
The lead locomotive had just passed a few feet past the stone pier in the
center when Finn heard the timber of the bridge cracking and felt the
bridge starting to give way. Finn, with what was described as great
presence of mind let out all the steam on his engine as the second span
started to fall out from under him. The extra steam gave his engine enough
impetus to climb up the incline of the falling bridge. His quick jerk at the
throttle parted the double header and Finn's locomotive and tender did
manage to arrive on the northern bank safely but just then the tender
separated and fireman Hughes who had been standing on the tender steps
was thrown under the wheels of the careening tender. The second
locomotive with driver Hibbard nearly made it to safety, when the bridge
fell into the river taking the locomotive as well, into a fall of twenty feet
into the cold Magog River.

Finn who had stayed with his locomotive as it plowed into the sand
embankment was safe, Cordaire had a cut over his eye, but it was poor
Hughes that was found mangled and dead under the locomotive tender.



The second locomotive while down in the river was oddly very little
damaged because it landed on all the bridge timbers. Hibbard, Kingston and
Griffith came out of the debris uninjured.

The forward engine had suffered the most damage. The Sherbrooke
Gazette reported that there was no shock to the bridge, like at first a
derailment, as was the case in the infamous Desjardin's Canal disaster. The
bridge it arrears just plain broke, simply from the weight of the two
engines and tenders, and snow-plow on the north span of the bridge . The
cause was clearly seen to be dry rot that bridge timbers just crumbled in
the hand. The bridge had been built around 1852 but had been left exposed
until it was "covered" around 1856. A recent Government Inspector had
examined the bridge.

An inquest was held days later under Mayor Robertson and Doctor
Worthington. The Inquest Jury agreed upon a verdict December 10th that
Hughes came to his death through the negligence of the Government
Inspector of Railroad Bridges his deputy and those officers and employees
of the Grand Trunk whose special duty it was to examine the bridges, they
having failed to discharge that duty-that the bridge fell from the rotten state
of the timber.

Montreal Pilot, December 7, 1858
Sherbrooke Gazette, December 11, 1858




Inquest

The Montreal Pilot reported the results of the inquest into the Magog
River wreck on Decemberl7th, 1858. It stated that Henry Hughes came to
his death under the tender of locomotive No. 40 when the engine and
tender became disconnected when the north span of the bridge over the
Magog River collapsed. The jury stated that the Grand Trunk Railway were
at fault as the timbers were decayed to a frightful, so much so, that it was
a surprise to the Jury that long before the accident that the bridge had not
broken under aloaded train.

Locomotive No. 40 had been built by Amoskeag Company, in
January, 1855, and was an Outside -Connected 4-4-0 and was repaired and
remained on the Grand Trunk roster.



FIRST TRIP TO RIVIERE DU LOUP OCTOBER 17, 1859

The St Lawrence River freezes over with ice completely,
from shore to shore in the winter. Navigation halts to Canada in the fall
and the Port of Quebec opens at times in May. Below the City of Quebec
there were still ice floes that are immense, and a major impediment to
navigation. . The area was known as "the dangers of The St Lawrence" A
safe harbour at Riviere du Loup would allow ships to berth throughout
most of the year, where the Grand Trunk could install store depots for
import and export of goods and the landing of passengers. A full day of
sailing could be saved over the American ports.

On Monday, the 17th of October, 1859, Mr Blackwell,
Vice-President of the Grand Trunk Railway, was accompanied by the
Honourable Sir Etienne Tache; Mr Hodges, the agent for the contractor,
and Messrs. Buchannan, Reekie, Forsyth and Colonel Rhodes, and a host of
Engineers for the first excursion over the new railway between Quebec and
the lower St Lawrence village of Riviere du Loup. The special train left
Levis at six o'clock that morning travelled up to Chaudiere; and then turned
and headed east. At every station there were large crowds, who cheered
heartily, and showed their enthusiasm with a display of flags, and boughs
of trees showing the local welcome to the iron horse. Between St Rochs
and St Thomas the train travelled at forty-two miles per hour. The stations,
it was noted were substantial structures built of fire brick. Iron bridges
spanned the rivers at St. Ann and Riviere Ouelle. The last ten miles into
Riviere du Loup was accomplished over newly laid rails; and that the
ballast had not been yet put down. It was for this reason that this section
would not be put into use for months to come until the ballast was laid.

The talk of the day, was that soon, a railway line would be pushed
directly south to the St John River, through Woodstock, to St John and St
Andrews on the Atlantic coast with the help of the St Andrew's and
Quebec Railroad.



THE VICTORIA BRIDGE

During the eighteen-fifties, Montreal had seen a railroad first strike
east hundreds of miles to the Atlantic Ocean at Portland, Maine, then to
turn to the west to link Kingston Toronto and finally Sarnia, on the door-
step of the American mid-west. It was the Grand Trunk Railroad. But there
was a break, it was the St Lawrence River. The St Lawrence and Atlantic
Railroad sat on the south shore of this river at its Longueuil terminal. The
railway had its ferry steamers ready at hand to carry passengers across the
river. Freight was transported in barges and during the winter, sleighs were
used to convey both passengers and freight over the frozen St Lawrence
River. The rapid river is two miles wide in the summer and ice from
three to seven feet deep in winter. The river is twenty-two feet deep and
the current runs at seven miles per hour. Roaring rapids in the summer and
ice of from 15 to 20 square miles weighing millions of tons to push on
piers. At least twice a year in the fall and spring the river was impassable
as the railway waited for either the river to freeze or the thaw to clean out
the ice. A great and grand North American railway was stopped by a very
dangerous crossing at Montreal.

In 1852 while the St Lawrence and Atlantic was still under
construction, engineers Robert Stephenson and Alexander Ross came to
Canada and conferred with the management of the Grand Trunk Railway.
These engineers had been connected with large railways and public works
in Europe. It was suggested that the St Lawrence River be crossed by a
iron tubular bridge. Mr Ross returned to England carrying plans and
soundings as designed and located by him.

The first stone for the first pier of the bridge was laid July 22nd,
1854 by Sir Cusack Roney at a small celebration. The bridge was to be
nearly two miles long standing on twenty-four, massive ice breaking stone
piers. Before work on one pier could be made, piles first were put into the
river to secure moorings for the boats involved in construction. Then work
would start on a cofferdam to secure a dry foundation to construct each
stone pier. One winter a large number of men were employed cutting holes
in the ice and putting down wooden cribs which were weighed with heavy



blocks of stone. It was thought that this would save time in the spring, but
instead, the massive ice shove came and cleared away all the cribs and
littered the area with the huge stones. The winter's work was wasted and
much more work was needed in the spring to remove each stone
individually.

The tubular form of the bridge, a style already in use for a railway
bridge over the Menai Straits in Wales was adopted. The tubes were
constructed of boiler iron and were in sections measuring 16 feet by 20
feet. There would be a simple plate floor and roof. The bridge was 9,144
feet long using 6,592 feet of ironwork. The ironwork weighed 9,044 tons.
The stone piers were eighteen feet wide except the two at the center
channel span of the bridge at twenty-eight feet. There were twenty-five
spans, each span measured between 242 and 247 feet. The contractors were
Messrs. Jackson, Brassey, Peto and Betts.

This was a very long single track iron tunnel and not only restricted
one train on the bridge at a time but also trains would have to wait for the
tubular bridge to be ventilated before another train could enter the bridge.

On November 24th, 1859, G.T.R. Vice-President Blackwell, the
Honourable George E. Cartier, Engineer Alexander Ross, W. Shanley and
others were the first to cross the Victoria Bridge. Mr Blackwell was on his
way to England to attend the Grand Trunk annual meeting and he wanted
to report to the Board that he came by way of the Victoria Bridge.

On August 25th, 1860, His Royal Highness Edward the Prince of
Wales officially opened the Victoria Bridge when he drove the last "gold"
rivet into the bridge. A grand banquet followed. Longueuil was abandoned
as the railway terminal, and now trains from the Quebec City, the Eastern
Townships, and Maine, terminated their runs on Montreal Island, at the
Grand Trunk's Montreal Boneventure station; and the freight trains
terminated their runs at Pointe St Charles. The same terminal for Grand
Trunk's western trains.

Canadian Railway and Shipping World, 1898 to 1900



PRINCE OF WALES

The late summer of 1860 was a monumental time for the Canada's.
His Royal Highness, Albert Edward, the Prince of Wales conducted the first
Royal Visit to North America. It would be the social highlight of decades
to come. While staying at Montreal, it was decided that an excursion be
made over the Grand Trunk Railway to Sainte Hyacinthe and Sherbrooke.
On the morning of August 30th, 1860, the polished Royal Train was
prepared, and then off went the Prince of Wales for an excursion through
the Eastern Townships.

Sherbrooke was decorated for the occasion. Precisely at two o'clock,
the booming of cannon announced the arrival of the Royal Train at the
Sherbrooke station. The prince boarded a splendid carriage at the station,
drawn by six iron grey horses. The Prince was then carried to a pavilion
opposite the City Hall. The Royal Party consisted of not only the Prince of
Wales but other British and Canadian notables including the Governor-
General, the Honourable A.T. Galt, John A. MacDonald and George Cartier.

The keynote speech was made by the Mayor of Sherbrooke, H.G.
Robertson, and in later years the President of the Quebec Central Railway.
The prince then presented an address to his loyal Sherbrooke subjects. He
was then was again back again in the horse carriage; and with a guard of
honour, formed from the Cookshire Cavalry was then driven to a levee at
the home of the Honourable |A. T. Galt. After one anda half an hour, it
was time to leave Sherbrooke. The Royal Train left Sherbrooke at 3:30
P.M. to return back to Montreal. The train stopped at Sainte Hyacinthe for
another visit. The Prince visited the local College there for one hour tour
then it was back to the train for the return to Montreal.



THE MONTREAL TERMINAL 1859
POINTzST CHARLES STATION

On Saturday December 17th, 1859 the Victoria Bridge was opened to
railway traffic and on Monday December 19th,the passenger and freight
offices of the Grand Trunk Railway were moved from the Longueuil
terminal to the Point St Charles on the Island of Montreal. That morning
the first regular train was the first to leave Point St Charles at nine o'clock
in the morning for Quebec City. At 11:45 A.M. the first train arrived from
Portland and Sherbrooke. At four o'clock that after noon the international
train left for Sherbrooke and Portland. Seven-thirty that winter night the
Quebec express arrived at Montreal.

The Point St Charles station had been built in November 1855. At the
same time, that construction had started on the Victoria Bridge, the Grand
Trunk Railway had also started the construction of its railway to Toronto.
The station was located at the Wellington Street intersection with the GTR,
very near the northern or western end of the Victoria Bridge construction.
The depot was next to the GTR shops and yards. On November 19th, 1855
saw the grand opening of the GTR's Montreal to Brockville section; and by
October 1856, Point St Charles station, was the Montreal terminal of the
Montreal to Toronto section of the Grand Trunk railway of Canada.

The rails from a point called Carron's to the St Lawrence and
Atlantic Railway's depot at Longueuil were shortly removed.



July 3, 1860 The Grand Trunk purchased two brand new sleeping
cars and ran them on a trial trip from Portland to Danville Junction. These
cars were built by Osgood Bradley of Worchester, Massachusetts. They cost
$3,500.00 each and could seat fifty-six passengers



LENNOXVILLE JANUARY 2, 1860

As a freight train from Montreal to Portland was crossing the
Massawippi River bridge at the east end of Lennoxville, the bridge structure
gave way and the entire train consisting of seven cars, was thrown into the
river. The engine and it's tender had just cleared the wooden bridge and did
not fall into the river. There were no injuries to any of the train crew. The
bridge was a wooden one, of a span of one hundred and twenty feet, and
was somewhat new, having been renewed only a year and a half before the
wreck.



THE WHALE TRAINS. 1861

The Boston Aquarial Gardens were established in Boston in 1859-1860
by James Ambrose Cutting and Henry D. Butler. The "conservatories were
filled with rare marine animals imported and collected just for this public
aquarium. It was first located on Bromfield Street but the following year
was moved to a new location on Central Court and was renamed the
Boston Aquarial and Zoological Gardens. The Gardens opened to the public
on October 5th, 1860. The following year the Gardens added it's show-
piece, a very live twelve foot long beluga whale to its collection.

The outstanding whale was caught in the spring of 1861 in the St
Lawrence River, Lower Canada between Riviere Orelle and Riviere du
Loup. Its capture was made by using weirs, a sort of trap made of wooden
stakes, enclosing an area of several miles of water that converged to a
point that trapped the whale in a small area. the whale was nabbed at this
point. having been secured the whale was placed in a huge box for
transportation. The box was lined with sea weed, and was partially covered
at the top with slats. The cargo was carried over seven difficult and rough
miles to the Grand Trunk Railway line built only a few years earlier from
Quebec (Chaudiere Curve) to St Thomas (Riviere du Loup). May 1861 a
live whale was shipped over the Grand Trunk from its point of capture
along the St Lawrence, through Chaudiere, Richmond, Sherbrooke, south
over the GTR to Portland then along the Boston and Maine Railroad to
Boston.

John Davis sites the Oxford Democrat that reported May 24th, 1861
that a live whale passed down over the Grand Trunk on Tuesday night,
May 21st, 1861. A tank filled with salt water, gave him comfortable
quarters. The whale is going to the Aquarial Gardens, Boston. A week later
the paper reported that the whale that passed down over the railroad
belongs to the species called the Gray, Beluga, according to Professor Louis
Aggassiz, a small species rarely exceeding twenty feet. Mr Davis found that
the same newspaper reported on August 16th, 1861, that two more whales



passed down the railroad last Thursday, on August 8th, destined for the
Aquarial Gardens in Boston, where they are now sporting. They are were
transported in large tanks, upon flat-cars, and were transported without
difficulty. Several persons obtained a sight of the monsters, as they were
supplied with fresh (salted) water at South Paris, Maine.

At each station the whale was well watered, as if it had been a
locomotive. The aqueous attentions were quite necessary during the sixty
hour journey. All along the route the whale was the object of great
curiosity. It reached the huge tank at the Aquarial Gardens where it swam
at once.

In 1862 the Boston Aquarial and Zoological Gardens were purchased
by P.T. Barnum. During this time the "whale attraction” was pulling a girl
in a boat, in the big tank. The whale was fastened with reins and a collar
to pull the little boat. The whale had died in 1869 and its skeleton was
donated to The Louis Agassiz Museum of Comparative Zoology on the
grounds of Harvard University in Cambridge. It appears that it is still there
to this day.

There is never mention about the other whales that travelled over the
Grand Trunk Route from the St Lawrence to Portland in August 1361.



THE MONTREAL TERMINAL 1861
BONAVENTURE STATION

Starting in November 1855 Grand Trunk trains from Toronto had
terminated at the Point St Charles station, and on December 19th, 1859
trains from both Quebec City and Portland Maine were also using the Point
St Charles station. Point St Charles was not near, either the city or the
harbour of the City of Montreal. It was south of the Lachine Canal. The
City and the railway started looking at a proper station inside the core of
the City. The GTR had persuaded the City in 1860 to secure the necessary
powers from the Legislature of Upper Canada to expropriate a railway right
of way and station site in the centre of the city. To this end, the city
started looking at locating a central station around McGill Street. While the
city was looking at putting up a $50,000.00 bonus for this purpose. A
company was even chartered, May 18th, 1861, called the Montreal Railway
Terminus Company. In soon became realized that this City Station was
going to become a very costly affair for the Grand Trunk. The GTR stated
that the construction of a railway in to the older part of the city was
impossible, due to the avariciousness of the property owners and the fact
that expensive viaducts would be required to bridge many of the streets.
The Grand Trunk decided to ignore the city and went looking for a new
and cheaper friend, the Montreal and Champlain, nee the Montreal and
Lachine, that could give them an entrance into Montreal.

The Montreal and Lachine Rail Road had opened its small railway in
November 1847. It ran from Chaboilliz Square, at St James and
Bonaventure Streets, west to the suburban town of Lachine. Its purpose
when built was that passengers could avoid on the St Lawrence River, the
turbulent "Lachine Rapids", and board steamships at Lachine for Toronto
and the west. It had amalgamated twice, with two railroads south of the St
Lawrence in 1852 and 1857 to become the Montreal and Champlain
Railway.



1861

While the railway and the city were still in discussions about an
elegant yet expensive City of Montreal terminal, the Grand trunk started
talking to the Montreal and Champlain Railway. The M&C had a station,
the Bonaventure Street Station at a very good location, near both the city
and the harbour that would help the GTR. The Montreal and Champlain
had two routes south of the St Lawrence River that were both dependent
on river ferries. The two railways intersected at a point know as the
Tanneries, later called St Henri. The GTR had the Victoria Bridge. The
one problem, the GTR was broad gauge, and the Montreal and Champlain
was standard gauge. A reciprocal agreement was made between the Montreal
and Champlain and the Grand Trunk Railway of Canada in 1861. A third
rail would be laid from St Henri into Bonaventure Station to accomodate
the Grand Trunks 5'6" gauge trains. The Grand Trunk would lay an inner
third rail over the Victoria Bridge that would allow M&C trains to run
directly south without the need for the ferry.



October 15, 1861 The Grand Trunk commenced its switching at the
Tanneries, and made preparations to lay a third rail to communicate with
the Bonaventure Street Station, we looked upon the City Terminus as an
undoubted reality, whereas now it turns out to be a myth. The ties are still
at the Tanneries Crossing; the rails are also there, and all the requisite
material. But the work has been stopped, and all the workmen are gone.

November 14, 1861 The Lachine Company changed their passenger
station at Bonaventure to the left side, instead of as was formerly, the right
hand side of the depot, leaving the latter entirely for the use of the Grand
Trunk. The third rail has been laid all the way from the Tanneries, but at
that time no freight had been carried over it to the City Station, nor was
there observed much activity in building the new sheds.

November 15, 1861 Within the past few days the Grand trunk track
from the Tanneries into Bonaventure Street Station, has been completed but
will not be used until December 1st, when the station would be opened by
the grand trunk railway Company, as a city passenger station. The freight
station should be completed by the first of January.

November 27, 1861 The Grand Trunk received permission from the fire
Department to erect a freight shed but it has to be lined with brick.

December 14, 1861 The Grand Trunk freight and passenger station at
Bonaventure Depot rapidly approaches completion. The freight sheds were
being erected with great dispatch, and the platform already used by the
Lachine Company has been greatly extended. At the Tanneries an engine-
house was being put up and shanties for the additional switchmen that
would be required.

December 16, 1861 The cars left this Monday morning for Sherbrooke,
and the west from the Bonaventure Street Station. A city station of the
Grand Trunk is now a reality.



On and after Monday December 16th, Passenger Trains will leave
Bonaventure Street Station:

Passenger Train for Portland 3:15 PM.
Mail train for Richmond and Quebec 7:00 P.M.

For the accommodation of the Local Traffic a passenger car will be
attached to the Freight Train leaving POINTE ST CHARLES STATION AT
7:30 A. M. for Richmond, Sherbrooke, Island Pond, and intermediate station

and to the corresponding train arriving at Pointe St Charles at 6:00 P.M.
Trains will arrive at Bonaventure Street Station at:

From Quebec and Richmond 9:30 AM.
From Island Pond 12:45 P.M.

December 5,1861 The American Civil War was nine months old, and there
were concerns that Britain or Canada would be dragged into the hostilities.
There had all ready been incidents between England and the Union. The
Grand Trunk, December 5th, carried 450 men of the second detachment of
the 16th Regiment by train from Riviere du Loup to Montreal. They had
been transported from Halifax by ship, and then rail.



GREAT WESTERN RAILWAY TRAINS TO PORTLAND

October 30th, 1861, the Montreal Pilot reported that the railroads of
Canada and the vessels of Lake Ontario and the St Lawrence River were
moving vast quantities over their routes. The Great Western Railway of
Canada, with its two routes; Toronto to Niagara Falls, and Toronto to
Windsor and Sarnia, had entered into to a contract to carry two hundred
thousand barrels of Canadian flour from its line in southwestern Ontario to
the Port of Portland. The Great Western made an agreement with the
managers of the Grand Trunk Railway by which the GWR could run this
flour over the GTR from London to Portland, Maine. The Great Western
Railway furnished the CARS and the LOCOMOTIVES. and that the Grand
Trunk Company the engineers and conductors. The Great Western trains had
to run back empty as the GTR reserved the right to carry freight from
Portland on its own trains. The freight traffic was so great that half of the
passenger trains have been withdrawn. There was only one Express and one
Accommodation train over this whole route. "The Grand Trunk Company
gets all the Western freight it can carry with its facilities."



April 23, 1863 Tuesday afternoon at about 5 o'clock, on April 21st,
1863, a lumber train, No. 13, near Windsor was thrown from the tracks due
to a wash-out under the track. The locomotive was destroyed down in the
embankment when several cars crashed on top of the engine. The fireman
was killed, under all the crushing debris. The rails were not broken and
there was not any accumulation of water near the track led the company to
believe the cause was a freshet under the track.

SJ

February 16, 1865 The Wednesday night train had left Montreal for
Quebec, on the night of February 15th, and had travelled slowly, through
Richmond junction, and in the early morning hours at 8:30 in the morning
had reached Danville. At this point there was an upgrade followed by a
downgrade and then a curve. This is the point and cause of the passenger
cars being thrown down a steep embankment; twenty feet, smashing some
of the passenger cars. Two ladies were injured in the sleeping car.

MERC

March 1, 1867 At about one o'clock on the morning of March lst,
1867, the up mail express which had left Levis the previous night was four
miles east of Warwick, one of the rails gave way. A first class coach and
a sleeping car were thrown down an forty foot embankment. The cars
turned over and laid at the bottom on their roofs. With the stoves and
lamps overturned, the cars quickly caught fire. There were thirty-five
passengers in both cars. They all quickly exited with only small injuries
into the night as the debris was totally consumed.

MERC



CANADIAN BAIL - 471

JULY - AUGUST 1999

The Immlgrant Special, J une 29 1864

by John Thompson

One. hundrcd and thuty-fave ymr& agothis June occmrcd the worst train wreck in Camdxan history when nmety nine people,
chiefly German immigrants, died in the Beloeil Bridge Disaster of June 2971864 In terms of number of fatalities, it was worse than
ay other train wreek, in either Canada or the United States, in the 19th century, more sven than the worst U.S, train disaster of the,
1800s, the death of 89 people in the wreck of the Pacific Express at Ashtabula, Ohio on December 29, 1876, The Beloeil story has
* often been told, but this account by the late John Thcmpwn, completed afterhis death bysyour editor.adds much more information.

Some disasters, like the sinking of the Titanic or the Halifax Explosion, never lose their interest, for there are so many “what
ifs” that could perhapsfave prevented the disaster altogether, That such is the case withthe Baleml Bridge Disaster becomes roadily
apparent as we read Mr. Thompson’s story. We all know what the outcome will be, but we are drawd along; figuratively Spr:akmgg with
the doomed trainds we get to know some of the passengers and vicariously share their experiences, We keep thinking i only” this
or that had happened. What if the circus had not played Richmond that night? What if the crew had delayed a few more.minutés at St.
Hilaire to-give water to:the passengers? What if Burnie had driven the engine ‘of thesearlier immigrant special? What if William
Haggart or Martin Wakefield had been available at Richmond that night? What if all the rules in the book had:been followed? The kst
goes on and on. Finally we are thankful that 50 many passengers suryived what could so casily have been a miich worse tedgedy, and
that this; and other, dxﬁagtm‘s sgeeded up the adopmm of safety devices, like air bmkes* thathave prevsnted many similacoscdrences.

Stmngely, ix&re is’some: doubt 45 to whether the engiieer of theiwrecked train spelled his name. “Burmie” or “Bumey To
avoid confusxen we will spell the name “Burnie™. The nanie "Point.Levi®also has more than one spelim& but wehave standardized
that too. Also, an immigrant is one who is arriving; while an emigrant is one whéis leaving. Since these passengers had just arrived,
they were imnigrants to Canada, but from the.point of view of Germany they were omngrants hence the spelling on the stone,

In Montreal’s Mournt Royalicemetery, in the shade of a
small group of.wbite birch trees, stands a large granite

monument.-On that monument, in 15 lines, is carved: the.
- following inscription; *TO THE 'MEMORY OF FIETY-TWO

GERMAN EMIGRANTS BURIED HERE. AND ALSO OF

FORTY-FIVE MORE WHO ARE INTERRED IN THE .

CATHOLIC CEMETERY HAVING LOST THEIR LIVES ON

THE 29TH OF JUNE 1864 BY THE PRECIPITATION OF A =
TRAIN OF 11 CARS WITH. 500 GERMAN EMIGRANTS, .
THROUGH THE OPEN DRAWBRIDGE OVER THE

RICHELIEU RIVER. RUHET IM FRIEDEN DES HERRI‘? .

Few people visiting the cometery Stap 16 read the inscription,

_ and fewer still know the story-behind it. Yet this stonexepresents

.ong of the darkest rioments in Camdmn ‘Tailway history. Let

us go back 135 yeax‘s and find ot about tL
On Monday, 27 June 1864 the sa:lmg ship Neckm out

of Hamburg, Germany,anchored at the port of Quebec aftera’
41-day voyage across thé Atlantic, That day 538.passengers,
left the ship and set foot for the first time on the soil of North -
America at Point Levi, across, and stightly upriver, from Quebec,
Point.Levi was about three quarters of 4 mile westof the Levis

station of more recent times. Most of the passengers. intended

1o join relatives in the western Upitéd States, but they would

travel by tail through the Canadas 1o get there.

Like shoemiaker Wilhelm Kebler from Schwerin in the
Grand Duchy of Mecklenburg, and bachelor schoolmaster
Withelm Cordes from Holstein, most of the people were
German-speaking. They came from Bohemia, Saxony and the
towns of north Germany. There were:also Folish families like
the Klockotsnichs, Swedes like Johanna Larsen:- “a good
looking young Swedish girl who had come out alone™ - and
16 Norwegians among the arrivals,

For some it had been a sad voyape; seven children had
died on the way over and had been buried at sea. lohmann

Prewina and hig wxfu had iost a0 chxit} So had Fuanz, KOUL}?’H
arighhis wu’c
’ 'I‘hcodofés Hermany Gormg;'é' yearsold, helped his father

1 mother. &k’n&k the trunks into the ‘wooden building on the
waterfront beside the vailway tracks. The family:staked out a

“hitef floor and wm&cl iethe chaos-of the discmbarkation until

they were told what next to do; “The next step was explaingd 1o
them by-an officidl who spoke German' They must buy. their
tickets forthe train:that.wonld:takethem west; from the ticket
agent behind:the wicket,“Fhe'official would help translate. All

. the est of the day the people waited patiently in the long line-

up... One by.ongtheyreached the wicketand explaiied where
they Winted to-go. Wilhelm Noester and his Tamily wished 10

" go to Hastings, Wisconsin; he paid a fare of $110.% By supper

time there were still many without tickets. There would be no
train that day.

o Phe prssetigers from the Neckar spentan uncomf%mhie
night inthe:shed. When morning came and tiw wicket opened,
the ling formed once again.

On that Tuesday meining, Charles John Brydges [rather
aptly named in view of what was about to happen), 37 years
old, Managing Director.of the Grand Trunk Railway, was inhis
office at Point. St-Chatles, Montreal, working on a pian 10 gain
conwrol of a rival ling,

Brydges wis also an immigrant to Canada but had never
spent & nightin the Immigration Shets. A Londoner, he had
begun his apprenticeship in railivay management at the age of
15 in 1842 when ho got his fisst job working for the South
Western Railway of England. He rose to the position of

coAssistant.Secrétary with the company when he was offered the

chance to become Managing Director of the Great Western
Railway of Canada, a projected line running between Niagara
and Windsor. He ardived in Hamilton, Canada West in 1832,
wravelling first-class, and during the next 10 years be managed
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to make the Great Western a profita
company. In 1862 he wasoffered, and

accepted, the position of Manavme
Director of thie rival Grand Trunk
Railway, British North America s‘.;'

jongest railway and largest company.
The railway he was now working to
gaincontrol of was the Great Western.
{He would fail in his attemptin 1864y
but in 1882, after he had left the
company, the GTR would finally
succeed in its takeaverof the GWR.)
In the three years Brydges hiad
been head of dhe Grand Trunk;
immigrant traffic to the United States
from Point Lewi had become a source
of profit for the company. Inunigrants
paid second clagsfares and mostweie

carried to the endof the line. The!™
Grand Trunkisuffered fromi shortage !

of second class cars but, i his first
year as Gentsal Manager, Brydges
had approved of a.policy of
substituting freight cars for passenger
cars whenever the need arose. “There
are movable seats provided for in box
cars,” he noted, “lagd]. wWhen
immigranls have-réached thelt
destination the movable seats are

packed up in a corner of thecir The -
cars were then used o haul gram-or-

cattle from the American-midwest io
ports on the Atlaptic. ' It was
convenient for the company, and
Brydges had hever heard any
complaints from the imrﬁigrmt&

Brydges-is respcmsxbin forhiy

employees treating certain people like

cattie? Tonight heowillbbe awakened around two in zhe morning
with very embarrassing news of the fatz& of onc ofthis trains;

| Spintionlars of which, ar el ae vlialle Snferstation, van we be ob

* IMPORTANT TO EMIGRANTS
£HEUG ¥
THE CGANADAR AND THE WEST?R%@ QTQTE&

Land 4];;:}:@ antd Bistitry Offives foe the sols of Cinada iam?s,
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ey eyt of shooting ond Behing nthe dutelor
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P s s

The British-American Guide Book, 1859,

_ could go in his place.
- ‘ wh:graphed Finn and asked if he couid
An }859 adueztwemem inan Engfwh publication

intended for would-be seulers in Canada and the
United States. Similar ads appéared in German
. publications and were read by those who emigrated
frons. the old country aboard the " Neckar”.

thatanight at Richmond, Quebec, the

“divisional point 153 km up the line,

A conductoritwo brakesmen, an
engineer and a [reman would be
required at Richmonpd.

“About 500 emigran
leave here by special about 3pam.
McBean telegraphed Bailey in Point
St. Chatles around one that afternpon.

Bailey first decided that the
special would follow the night freight
train from the east afteritarrived in

- Richmond that evening. Heasked S.P.
“Pean, Train Despatcher a1 Point St

Charles, 'to arrange for this special at
Richmond to follow No, 16 freight on
white signal™ _-When s Jocomotive
ghange was-mage at Richmond, the
substitute engine would carry white
flags. This would-indicate to railway
employeds that the special was
running to Montrealbéhing the freight
with no further Qxdcrs mqwred for its
movement.

Dean telegraphed F. Sadlier, a
conduictor. at Richmond, asking if he
could take the train. .Sadlief replied
by askifg if Condugtor Tom Fina
Dean

take charge of the train that eveing,

“Big Tonr” as Finn was known, was
available. © He was given the
assignment.. Someof his fellow

condnclions £hoaght he was “not
competent and ... s0mg serious

.accident would some day be the

Speca al.

result 'I‘cm]ghi hﬁ would be-in z:hargc of the Tmmigrant

Like McBean; Fing too had A pmblam His jobwas

That Tuesday moming - at Point Lew A.S, McBean, local

Superintendent of Traffic, received an urgent message from.

Anthony Jorgensen, the Government Immigration Interpreter
who had been assisting the.passengers from the Neckar: He
requested that a
people out of the sheds because two'steamships carrying more
imunigrants were due to mirive that day, aid anore ships were
reparted.downriver.

McBean had a probleny i%mea days sarlier, the last 0§°
the second ¢lass cars at Point Levi had been sent west on another
train carrying immigrants. There was, however, no need 1o
elegraph Headquarters about the mater. He ordered the
carpenters to begin instatling ' “movable seats” in five box cars
from the yard and assigned foud more freight cars to carry the
trunks, bags and belongings of the immigrants:

McBean then had 1o alert Henry Bailey, Superintendent
of Traffic for the Bastern Distriet at Headguariers in Point St
Charles, about this “special” so Bailey could make arrangements
to relieve the Point Levi crew when they arrived with the irain

train be made up immediately o move the.

now to find a crew. A regular freight train of a dozen cars
required:-the-Conductor to have two brakesmen working under
him. Their job was to ride atop the'train and, when signalled
by the engineer with two short blasts of the whistle, to apply
the brakes (by turning a wheel on the roof at the end of cach
freight car). But that day at Richmond only one brakesman
was avajlable for duty that evening, Gédeon Giroux, from Point
St/Charles. He wasiexpecting to work on, afrcxghi frainto the
cast. Finn found: him and told him he would be working the
special train instead. Giroux asked who would be working with
him. When Finn said he wouold be working alone, Giroux
objected. Get another brakesman ¢ he would refuse to work
the train. Finntold him he would ask the Company to send a
brakesman from Montreal t assist him. Giroux reluctantly
accepted-the assigiment on the special,

That afternoon, a little after one, Thomas King,
Locomotive Foreman at Richmond, got a telegraph message
from S.P. Dean, requesting him to have an engine ready {o follow
Train No. 16, King’s task was 1o assign a crew. He too had a
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A view of the docks and terminal at Point Levi about 1864. i the beckground is Quebec Cityand tiie Citadel. In the left foreground
is @ train of the infamous immigrant cars; clearly just hoxears with windows cut in the sides. What a contrast lo the regilar ecoach,
with an early clerestory roof, seen on the adjacent track. This is otie of the few photos extant that show the bmmigrant cars. It is Jrom
4 stereo view published G.R. Proctor of Salem, Massachuseus,  National Archives of Canada, photo No: PA-143770.

problern. His regular engineers Martin Wakefield and Withiam .

Huggert had both asked for the night off (the circus wasin town].
"There was onily one person around w
King went out to talk to him. 0 »

William Burnie, 26, was the engineer on Eagine No.
168, “the Pilot Buging™  as they called the spare locometive
ased 1o assist long trains on the grades between Richmond and
Acton, 35 km away. No. 168 wag pamed “Hamt” one of 2 trig,
“Ham”, *Shew” and “Jophet™ (named afierthe sons of Nonh

po

in the Biblical book of Genesis), built by Daniel Gunn's,.

Hamilton Locomotive Works in April, 1857, William Burnie

had only been an engineer for 10 days. Before that he had

served for two years as the Fireman on the Pilot Engine and
before that he had been an engine cleaner and a night watchman
at the Iocomotive shop at Richmond.

rocould take theSpecial....

Fhree.days earlier- Burnie had almost been assigned 1o
the other Tmmigrant Special that had come through. “On or
aboutthe 25th of June last,” he wrote, “I was notified by Thomas
King, locomotivé foreman, at Richmond, that £ would be
required 1o run a special wain, loaded with ifimigrants, the
arrival of which-wis immediately expected from Quebece, and
that 1 should:take charge ... at Richmond and then run it t©
Mentreal, | thereupon protested against'doing so, as | did not
know the road, and was §mmﬁmd by King that he could not

help it, as he had no other one 1o send. In the meantime Engine
No, |
Sherbroske, und T was relieved from taking charge of the train

5 of which W. Miller was the driver, arrived from

in question, Miller having been substituted for me."®

This time there was no aliernative: “On the 28th day of
.. dune, | was again notificd by King that an Lmumigrant train
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Jtowas chaos. Five cars for so
many ass::ngers’? How were they all
supposed to fitioto solitde space?

There were not enough cars for
all the people, so another box car was
attached. The passengers still waiting on
the platform had to watch the carpenters
finish installing the benches before they
could.get in. Shoemaker Wiltielm Kehler
got aboard.the last car: A cattle car™ he
catled.it, "1 savy sawdust on the bottom of
“the_gar.” On the'sides weré’ benches ..
through the centre 'was another tow of
benches supported by uprights % Was
this how they wereto travel all the way 1o
the United States?

<. Thendanother car was shunted on
to the train. This one was a passenger
car, with seats and'windows. A crush of
people ried to get aboard this car. Soon
the whole car was filled and there were
people standing. Better to'stand in a
passenger car than sit in.a box car. -
Finally an open-ended car, the
bigkesyun, {caboose] was placed at the
end-of the train: “The car wiisismall but
had two very powerful brakes. The
~conductor rode in it. Today he would bave
mmpany e 20 passengers-crowded oo
it ftwas against company files, but what
Ifmzry Bailey, 3mpe:'mzendmi of Iffg‘}"“ i for the Eastern District is shown standing second g Conductor Joseph White do? No
[from the left in this photograph of Grand Trunk Raitway officials. Others in the picture, ‘Sic inside it spoke English or French,
Fromideft to right, dre Jomes Haroman, Auditor, Walter Shanley, Manager,  Myles ’ ’
Pennington; General-Freight Manager: It-was Bailey who made arrangements.for the
routing of the fmmigrant Special to travel west from Point Le Con June 28, 1864,

» T'hedore Hermann Goringand his
parents sat inside one of the buking freight
cars through the heat of the afternoon.
National Archives of Canada, phote No. PA-200522. Einally, around three-thirty, & railway
) worker came and locKed the-door made
of fron bars spaced ahout ] 2 emapat Heleft the wooden door
- on the other side of the car gﬁghuy open. Then with'a jol, the
trdin' began 1o move o Tatefil § journey.

_“Lot of Germans left special 3; 40 pm,” AS. MmBe:an
telegaphed to Hemy Bailey that afternoon. “15 to New York
via St Lamberts, 19 to Montreal; 20 for Central district, 21
beyond Toronto, 384 beyond Sarnia.”" A total of 459 people,
“Forthe peoplespacked in the train it was & long, slow
trip. They trundled slowly along at freight train speed, 36 kph,
#Fhe people werg.unhappy. “They complained of being

. would arrive on the evening of that- day at Richmond and thavl
© mustyun it fromithere fo Montreal taking with me for this
purpose the Pilot Engites Finding that 1 must either 2o as

 directed or lose my situation, I did nol offer any further
# remonstrance; but told King, upon receiving his orders, thatthe
pistons of the Pilot Engine should be examined before leaving
as they were in bad order. King told me to put the engine upon
the pit and get her examined. P'proceeded to the workshop at
Richmond for this purpose, but found that all the hands engaged
there had left, s [ anderstood, for the purposeiof seeing a cifcus
performiance which was then going on at.Richmond, dfidinc:

consequence, the examinations s;f the pistons did not take overcrowded and they had no room.”™ said Willietm Kehler.
place.™ Every hour-or so the locomotive stczgpad at stations for
That hot Jupe alternoon wm:? spread in the Immigrant fuel and water and from time to time pulled on to a siding 10
Shed at Point Levi that everyone who had tickets should briog wait for other traing 1o gohy. Althese stops, Conductor White
their goods and baggage to the end of the outside platform. unlocked thedaors of the frefght cars and his brakesmen handed

several buckets of water gp into each car.

The niinnie the doors were opened, many of the men
“inside forced their way out of the cars and took advaniage of

Their train was backing in.

Schoolmaster William Cordes had only his clothes and
his books o carry. Families like the Gorings, Prewinas and”

Kouchals had much more. From the platform they wauched a the opportunity to relieve themselves beside the tracks. The
string of freight cars roll 10 a stop. The first four cars were for women and children were not so fortunate. The drop from the

baggage, they were told. The other five were for passengers. floor of the cars to the ground was too high for them to manage;
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ABOVE: The station, whch: also served as the immigrant $hed, Pcﬁm Levi aboul J860.-This is where'the passengers from the

“Neckar™ spent the wightyund purt of thenext day, wbaiting the train 1o ke then west. The cars on the exirenie left are very eatly
GTR coaches, bui bffering:fur better gecommodation than the :mm;g;(mf cars. The coach added 1o the train was likely of this type.
Nationad Archives of Canadn, photo No. PA163571. :

BELOW: A drawing pfthe Bastern Secnan af Iim GTR showiig the roiie of the ]mnngimli Spacml
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ABOVE: Richmond stati
National Archives of Canada, photo No. &1»2&0514

* The interior of a crowded coach during an gvernight trip in the

The coack in the illustration has an early clevestory roof for

tight and ventilation, and sofiee of the ptissengers are oceupying..
adouble seat. No such luxury wiis available on the frain i our

siory; there everyone was crowded inféifar more sparton space;

“they were compciled to procurg relief as best they oright in
the sitting or standing positions which they Geeupied in these
over-filled cars; 1 the setting aside of common decency and 1o
the disgust of themseives and théir fellow passengers.”"
Meanwhile, up the ling at Richmond, Engineer William
Burnie went to the engine hobse alter
on the front of the 168. His fireman, Nicholas Flynnowas firing

up the boiler, getting up steam for the night's-wun. Until 10

days ago, Flynn had been the boy who cleaned the Jocomotives
in the shop. He had been appointed fireman when Burnic
became an Engineer, and he had never been over the road o
Montreal in the cab of ap engine.

18605, This was elegunt compared to the Immigrant Special....

Supper. White flags wete |

anada East, where thé Inanigrant Spef:m{ exmwzd ot 9:02 in the evening of June 28,1 864

. Burnie's boss, Mr. King, was not avound; he was ot the

cirens. Buinig - worried tiat he did notknow ihe roud beyond

Acton, 20:riles away - talked to William Ames; the night

watchman, about his predicament. Ames loaned him a copy of

the timetable so at least he would know the names of the stations
: o hie distances between them. |

“five and 2 half hours after Jeaving Point
Vi, t}m Specialarn ived:in-Richmond. The Quebec brakesman

_uncoupled the engine and tender from the first box car and

signalled for the engineer to move off (o the engine house. The
othe¥ brakesman began unlocking the doors of the freight cars
and peopie began jumping out, A freight train full of people!
Burnie, Flynn and brakesman Giroux, waiching from the 168,
had never seen this before.

Bumie backed his engine on to the memi dnd Giroux
attached the Jocomotive 10 the train. Giroux was working under
protest.. He was still the only brakesmaron a 12-car train that
should bave had two assigned. Conductor Finn had assumd
him tHat the company was sending another brakesman from
Point St. Charles, but he would not join the train until they got
o St Hyacinthe,

{n fact/there was no possibility of another brakesman

Heining ihem, and Conductor Tom Finn, climbing gboard the

brakesvanatthe end of the train, knew it. The Cmmpaﬁy could
Aot get another man W him in time. He had tofool Giroux into
working. _ i
Fini's orders were to wait until Train Number 9, 2
passenger train from thesdst had come through, then follow
Train Number- 16, a [relght-also from the east, to Montreal

tnder white signal.

Burnie sat with Fireman Flyan io the cab of his engine
until the two other westbound trains had left. At 10:05 pan,
Conductor Finn gave them the signal to depart. Off into the
night headed wheezy 168 and the Immigrant Special,
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It was not pleasant ins the box-cars after the Sunset. There
werg no lamps and the wind blew inthrough the fietal bars of
the door. “We comiplained of ihe heat of the day and.-the é(}iﬁ
during the night.”"  said shoemaker W’;Eihe&m Kehley

The train arrived avActon around 11 o'clock: The 168

was losing steamy o/ Burnie drew ap to the water tank and
replenished the water supply in theitender. He then moved up
to the woodpile and Brakesman Girdux and the Woodman threw
firewood info the tender. Afler they had finished, Burnie shouted
down to Giroux and asked him © climb into the cab. There he
asked Giroux ifhe knew thi road 1o’ Montreal. Giroux said he

him where the up and down grades were, because he did not
know the road, Girowxlopked af the young fireman did henot
know the road? No, Nicholas Flynn told him over {%m hiss of
the engine, only the way to Quchec,

It was against Company rules for 2 brakesman to ride
on the locomotive; Gédeon Giroux hadonever ridden on a
locomotive over the line. He looked at the 1w young.men in
front f hiny. Tonight be would have to

The passengers in the cars waited for the doors to open
at this stop in'the darkness. They did not open. “We got no
more water,” said Wilhelin Kehder, With a jolt, the frain set off
ngain. There was talk offorcingihe Company to provide proper
cars when they reached Montreal,

Around miduight, about a mile beftre teaching 8t
Hyacinthe, Burnic was going a little too fast to be uble to stop
the train at the water tank, so Giroux jumped up to the op of
the freight cars and put on the brakes of ten of the cars. This
slowed down the train ehough for Burnie to stop right at the
tank. It took only a few minutes to water the engine. Burnie

A drawing by Omer Lava!(éé. of No. 168 as she appeared ot the time of the disaster:

did. Burnie asked hird il fie would stay on the engine to show .
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The “Grenville” of the Curillon & Grenville Railway was

strsilar to GIR 168, but slightly smatler. Also built by Dan
Gunn of Hamilton in the 18505, it was in service until 1910,
Here we see it about 1900,

Argentenit Counry Historical Society Museum, Carillion, Que.
Collection of the author
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way 1o and from Lake C’ta:arnpi:a;n, The Monirea] Gazerte had
described it thusly bn an article ot Decernber 29, 1848, reporting
on the opening of the St L& A 108t Hyaelnthe:

“Here the great engineering difficulty of the route is got
rid ofy by a stupendous bridge, or viaduct twelye lundred foet
in length, ‘with an elevation of upwards of ﬁj?y Jeer from the
river, The engine which had hitherto procesded ai the vote of
abow thirty mitesion hous, somewhat slackened iy speed in
crossing tie bridge. 1o those who plead guilly 10 nerves, the
; effect of tiis temporary suspension in mid air may be somewhat

' , ' s starthing, b fromacarefully noticing the offect of the pussage
i;i? L;E ?:} G?, ,(mf; i;i:g& if,gig’iii@gﬁ?ﬁfi?igﬁfﬁiﬁ of the cars, we are satisfied Uit there does ot existthe stightest
’ Ge;;r:; %{f;c:zz _)f w%;;? ool € ondars Zzzrm p ;‘i ;;fﬁ' i ground for apprehension; we could not detect any perceptible
18 61 Willian Hag;}tm s :wli,;:ie‘;z} of that fm; 1{5 He ‘ ” deflpetion or vibration, éid the entive siructire seemed as firm
e . , s a rock: This bridge was erected a4 cost of 22,000 pounds
one of two engineers who took the right rans west of Richmond, 1388000}, and i rﬁw?de:w i e @é-"@f IIgMQ g‘fﬁw the
and ander normal circanstances might well have driven No T WY S e
168, in which casedhie disastersvould not have ha Very beat, consirucied émdgm o4t copdinen.

Sareful night, ;,WM, he was off dutyat the.cin v 1he time Buraie chucked his timetable it was past
Cangidian Com’ Cubinet by Jbsepiz LeRoiv 1888, miidnight and a new day had begun - Sune 29,1864 -8 day that

: wasdestined 1o be remembered with hotror for many years:to
BELOW: The actal sedal awarded to William Haggart in come.
1864, It is of silver, 1.8 inches in diamerer. On Vie edge is the :
inSoription. WS, MACKENZIE. LOCO. SUE”. Mr Haggan

The next station was St. Hilaice, 13 miles [20 kmj.away,
then. Beloeil, o Hagstop o mile afier that, Giroox goi back in
modified it by soldering a pin 10 the head side so that it could the cab, mzhaﬁiiy St, Hyacinthe was where another brakesman
b worn with the Inseripiion side showing. One W&NJMS if he sas Supposed (o join the trisin, the Conductor had told him. No .
was wearing # on dune 28, 1864, : : brakesman was w;mmg “Burnie- pulled.the thottle.and they
Coliection of Fred Angus. . ' v wm vnderway again,
- Riding on 1hé brakesvan at the rear of the train with two
dozen iminigiants shariny his space, against company fules,
Condustor Finn soticed that the red:signal light on the back of
the van hiad gone out. 1twas also against the rules 1o run without
the red warning light. A teain Jollowing them could not see
hem and could erash into them should they be forced to stop
along the way unexpectedly, Tt was the job of the brakesman 0
triv'the lamp. When they reached the next stop, Finn would
{ind Giroux. '
Ai-Belovil; pwosstations-upthe traek, ardund twelve-
thirty that moring, Micholas Grifhn, Assistant Bridge tender
"1 the Swing bridge over the Richeliew River, watched Train
No. 16, the last train of the mght, or so he thought; roll past.
Twenty, five minutes Jater, at about five to one, he heard the
whistle of the steamboat Champluin inthe tiver below signalling
Him to open the swing bridge. The ship was towing a number
of barges with high masts upithe river 1o Lake Champlain, aod
the movable span had ibe open {or them to get past the bridge.
Grffin walked with his lantorn oul on the bridge w the aank
which operated the swing span. Two minates of tuning it swung
the span around enough for the masts of the iwges 16 pass
through. L -

Bum;e pulled up o the water tank st i}t H;Lme at 1205
a0, Wopodman Benjamin Valiquelte jomped on to the ender
sl divected the waterspout into the hole in the 1ank.

ation Agent Thomas Valiquette came out of his station

checked the fimetable Ames had given him. Only 32 miles more,
perbaps two hougs, and the tain would be rolling over Victria
Bridge and in' o Montresl

No one told Burnie-about another bridge ahead. This
spunned the Richelien viverat Beloeid, 1t had been built in 1848
as pant of the St. Lawrence & Atlanuc Railway which imd v
become 1 compenent of the Grand Tronk upon its co 0 walked to the locomotive. He saw the white flags on the
in 1853. The Beloell bridge was of wubular construction, n6 and knew he had no need 1o give it any tain orders;
ke Victoria Bridge, except the track was on top of the gaim sBil, it was his duty to warn the driver that there was a train on
instend of nside them. In addition, ¥ bad s swing span at the the track 35 minutes abead of him. Beware, Boroie
Beloeil sigde of the river 1o allow boats 10 pass through on the aknowledped the message.
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The track layout in J}w wefm?y of ﬁ”w Bealaeré Srzfi‘ge asit waf af tfté’ time af the dzm&m

Drawing by Jolw Thonipson.

Valiquetee did 101 warn » Bufnie about the swing bridge.

There was no telegraph communication between the bridgeman

and the St Hilaire Station agent. No-one onthe St Hilaire side
of ihe river knew that the bridge was-open.

Walking backto his station; Yaliguette- heard-voicesand
coughing inside thebox cars, He mahzed that this was a frexght
train full of pcopiss :

The pa%mgers inside the tsm; wepre thirsty, suif cold

‘and exhausted. Thoss Wwho were awake heard the Station Agent: . ’

walk by, and then anotherset of steps from the rear of the tain,
But no one unlocked the doors. 1o give them water and relief.

Benjamin Valiquette shut off the water, jammed the cap

back on the tank, then jumped down and $taried throwing wood
o1t 1o the piledn-the tender. Just then, Conductor Finnartived at
the woodpile and gave him some help. This was the brakesman’s
job. Where was Giroux? When they had finished wooding up,
Finn went to ook for the hmke@man He found him in the cab
of the locomotive, :

Giroux explained that the eniginedr did not know the
road and had asked him o vade with him, Finn told Giroux the
signal light on the van had gone ot He wanted him 10 go back
and trim the wick, He would take his place on'the engines..

The next stretch of track was one of the most
complicated on the Jine and there would be nobody minding
the brakes. In front of Burnie as Iie looked out was a crossroad.
Bevond it the track sloped downward somewhat. On the right

" were some trees.” Al the bottom of the grade there was another
“erossroad and a 90 degree tarn. Then the swing bridge. Here

Rule 24 of the Grand Trunk Railway stated that the engineer
should bring his focamative (-4 stop; check the signal on the

‘Beloeil station house, down the track somewhat on the other

side of the Richelieu River;and,if itis notred, to proveed across
the-bridge. In fact, few traing ever came to a.$top any more
bofore entering the brdpe: "Engingers just slowed down before
heading on to the swing bridge. Finn did noteven meuum itfo
Huithic av they set off down the track.

The events that took place dufing the next few momemx

ate best described in Burnie's words: “1 think i was about

twex}iy minutes past one o’clock a.um., when we left St. Hilaire
and justas we weregetting on to the bridge over the Richelieu
River.atBelaeil, i1 looked along the frain [mlstake] o see how it
was coming round the curve which is met. with immediatcly
before entering the bridge. In an instant after this I'saw the
danger signal which appeated to me on that'side of the bridge
opposiie me. | whistled at once, withott s moment’s delay for
the brakes to be put on. | used every effort in my power
reverse the englhe and tostop the ain.... The brake on the
fender was broken andentively useless.... The moment, however,

- that the Conductorsaw the danger signal, without saying a word,
Jumped from the engine to the ender and thence to the top of

the first car...”®

Conductor Finn did not stop to put on the brakes, but
kept on running back towards the end of the train.
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An ams; sepnception of the. lasr teriifying seconds axenging 168 mnd ity trafn-approached ihe open drawbridge.

Behind looms Mont:St ;_ﬁdmm Conada’s worst train wi sc*k was about i happein,

Meanwhile;at the bridge, Nicholas Griffin watched as

the tug and barges passed upriver. Suddenly he thought he o

heard a train start up aU'Sy, Hilsire. “No”, he thought, “this
can’t be, the last train has already gone by”™, Very scon, however,
there was no doubt; a train was coming around the curve leading
to the bridge. Griffin had a moment of panic as his first thought
wagithat the signal light bad gone out-To make tertain, be ran
out and checked the lamp mounted on the side of the swing
span. A quith glance showed that it was all right, shining its
red danger signal across the open gap. By now the noise of the
train had turned 1o 2 1dud rumble; it was on the wbular span of
the bridge, and it was noLstopping. Criffin grabbed ared lantern,
ran out on the frack and waved it madly, “Stop, for heaven’s
sake. STOPY 1t was no use, the traln caime on, and suddenly
there was loud whistfing for brakes, Thert sparks flew from the
driving wheels as the engine was reversed, in o futile atiempt 1o
stop. On came the wain, until the engine reached the gap and
fell in on top of a barge that was passing. Then, one by one, all
the cars fell in with a deafening noise, and the read horror became

would remember the rest of his life.

evident. This was a passenger traln, angd ammong the sp msrcd
wreckage were hundreds of people, <1t was a sight that Griffin

fuside the van, Brakesman Giroux heard the whistle just
as hedinished trimming the lamp. He looked up, saw that they
were already-on the bridge and were going too fast:1o siop,
sver il he could reach the brakes through the crowd of people
in the car.‘He knew who was on the engine. ‘He ran out the
door, heard the crashing of the tram fallmé, and had only time
10 jump.

Burmie: “No Brakes woere applied as they should have
been, 1 however stuck with my engine and wenl down with her
when she fell fromi the brithge into the Richelien River owing 1o
it Swing bridge being open.”’?

Although Burnie had reversed the engine, it was 100
late, The teain was not going very fast, bul the sheer momentum
of all the cars pushed the engine over the edge, Then the cars
mimbled in until the entire train was in the river,



JULY - AUGUST 1989 CANADIAN RAIL - 471

Liwle Theodore Hermann Goring died, So did his
mother, Magdelena.

Johang Prewina's wife was I\ﬂimi

Anna Klockotsnich lost her hushand and her Ixttliz
daught&r

The Frohlecke's baby was crushed to deathy
Franz Kuchal and his wife lositheir year-old child.
Hermann Ludgewig’s wife and child both died.

Fireman Nicholas Flynn went downowith the engine
and was killed.

Conductor Tom Finn's body vwas the last o be found,
A extra Jarge ¢offin had wbe ordered for him.

Ninety-nine people:died. It is still [1999] z;i?a WOrsL
railway.accident in Canadian history, Itis as ecord witfeh we
all sincerely hope will never be broken.

But hundieds lived. They plunged off a swing bridge
in the middie ot the night, aboard crowded.and focked freight
cars, and survived,

Shoemaker Kehler Jived. His wife broke her weist.
Wilhelm Guttner and Johanna Larsen had broken arms.

Schooimaster William Cordes losthis clothes and his
tooks but escaped unburtl Later that summer, in Montreal, he
and Johanna Larsen were engaged to be married,

Withelm Neester and his family speit stme time in the
Monuréal General Hospital, Aftertheir reledse in August; they. .
decided to settle in the German settlement in the Ottawa Valley,
ingtead of moving to Wisconsin-as they had piamed

Brakesma Givowxalso lived, He caughthold of a chain
on the bridge as the vau tipped ovel thecdge, swing for minutes
over the river below, then managed m se ramble ‘back on to the
top of the bridge,

William Buinic was in thé. engine when it wene ciown‘ '
It hit the third barge in the river below, filled with oats, which®
cushionedithe plinige. The Tocomolive ploived Tnto the sind of
the riverbed:and Burnie somehow mmmgcd 10 come up from
the bottom of the viver. Lowisil? Aventiire, Captain.ofthe barge., .
St. Louis, pulled-him, struggling, from the water,
362 people-survived. Tt is as big a miracle as it is a
disaster. The crews of the barges are the heroes here. They
saved many from drownmg and, with their axes, broke open
_thewooden freight cars and saved many more from suffocating.
“Help was on the spot.

Help was also on the way from other sources. Fifst to
Jearn of the accident were the tocal tesidents of Beloell, many

William Burnie grabs the lever with both hunds while Nicholas
Flyin pulls on.the whistle cord, and the communication bell
cord {which, did not actually exist)in. this.somewhat fonciful
engraving of the scene: i the val of No:J68 at the moment it
planged off the bridge. :

In this era before the days of radio, television or
telephone, it is remarkable how quickly the news spread throtgh
Montieal: Telograph messages soprrreached the city and, despite
the early hour, word spread; largely by word of mouth. The
moming newspapers gotoiit exiras, and the evening papers had
lengthy accountsysome written by their reporters on the'spot.

Montrealers, in that year of 1364, were used 1o hearing

of whom had been awakened froinedeep sleep by the thunderous news of horrors. Only 2 few hondred miles away o terrible
sound of the erash. In a very short time they made their homes bitter war was being fought between the North and South in the
available for the care.of the resciied passengers. Very quickly United States; and casisalties were very heavy, Names like The

the news was telographed-to Montreal, and emergency plans Wilderness and Spotsylvania were current news, as the papers
were made. The Grand Trupk wade immediate arvangements were full of the campaigns of generals Grant, Lee and Sherman.
to dispatch a special tain with emergency supplies anda Daring W previous beo decades there had been several

steamboatwrecks onthe St Lawrenes which had ¢laimed more

medical team beaded by doctors Scott; Howard and Hingston. 4
lives thaithe Beloeil disaster. But the news from Beloeil was

One Montreal doctor recalled years later that he was mwakened,

very carly in the morning, by a loud knocking on his door differcnt. This was not news fram a distant battlefield, or of a
Answering, he was told “There’s been a terrible train wreck, shipwreck far down the diver. This was something almost on
can you come?”, In minutes, he and others ware ready and the doorstep of Montreal, and the response was immediate. More

before daylight were on the way to Beloeil, help was needed fast and more help was coming,
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This photw of the wrecknge 1. ww af threp taken s001 aftér the accident, probably on Fane 29, It differs Srom the photo on the cover
int that i1 is i horizomad format and theve (s no trabr crossing the 55!’idg€ The brake van, the last to ﬁd( is scarcely dumuged of all,

Natienal Archives of Ca;;ada, p!sz?w No. (I‘ 32&5

Close on the %w:eis of thé Giand Trunk miief lr%sm; others
wegre suon on the way Among the pussengers were-Montreal
Mayor Beaodry, Judge Coursol and sificers of the German
Sbeiety. As quick 8% possible, Survivers were brought to
Montreal and, if injured, were taken 1o the Montreal General
Hospital or the Hotel Dien. By 4:00 P.M., only Difteen houwrs
after the wieck, all the survivors had arrived in Monireal,

Work continued for days removing wreckage and
recovering the bodies of the victims. The later were laid outin
a shed for identification. The final death toll is stilld Htdoubt, as
different accotints vary. One contemporary aceount, says that
there were 89 victims, but it is now believedithat 97 passengers
died, plas conductor Finn and ficeinan Flyon, 3 total of 99,

Of course, as4s always the tase at such times, the disaster
atiracted curiosity mt’kﬁr& who came, not 1o help in the rescoe
sfforts, but to see the specucie: Five weeks later, on August 3,

@ spectator became the “100th vicy
passing train and “struck against aspngm baroibridge”.

By August, however, the wmckage ‘had been removed
and repairs made. The physical remains of the wreck were gone,
and now the proceedings moved into the corporate offices and
the courirooms, The vewspapers, of course, avidly followed
the story which was extensively seported.

jury, Burnie was charged with manslaughter. He was in jail
<ugtil October when cooler heads prevailed and he was released.

i when he leaned fromg

Wilhan Burnie was made a scapegoal for what was, in
effectythe favltof the whole svstemy Because he was wearing
dry clothes when first séén by mandger Brydges, he was accused
of jumping off the engine before it even reached the bridge.
This was soon proved to be false (he had changed glothes after
the wreck), but the GTR still blamed him for the disaster.
Avrested, and found guilty of “gross carélessness™ by & coroner’s

Tfurw years fater he was sttt pointed out as “the engincer o

“the Beloeil Bridge Disaster”. Perhaps he too sfmuici E}C

vopsidered as a victimfor his life was juined,

Verbatim accounts of the testimony heard by the
Coroner’s Jury investigating the accident between 30 June and
13 July 1864 were published in The Gagzerre and the Montreal
Witness during this p@x‘%@}é - These form the basis of this narrative.

The Wiméss pubi;kh&ﬁi reports of sessions of the
Committee for Adjudicating the Clatms of German Immigrants

ChEhe Montreal General Hospital, 20 - 28 July 1864, These

contan much useful information about the passengers.

Iy an article “The Burnie Habeas Corpus,”™ (Witness 27
July 1864, see appendix), William Buraie’s swormn account of
his role in the accident was pubdished in full.
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This detailed wondeut was published i the ustrated London News in England during the summer of 1864, It is taken from the
upsireant {south) side] and shows sone of the other vary, s well ds fe‘w xwwg émdge. Hs:xwwes there is some artistic licence.

Finally, on 8 October 1864.the Witness carried a story (

entitled “Presentment of the Grand Jury” (aiso reproduced as
an appendix)- No bill of Indictment was found against Willlam
Burnie, accused of mcmﬁimwhter wrid he was freed from prison
where he had been held since 29 Jupe. “The Grand Trunk

Compan} of Canada,” the Giand Jury cotcluded, “are mamiy‘

“slory ef one ol Cy macfa § st specmcmlar railway aceidents -

and certainly its worst - the Beloeil Bridge Disaster”.
Ag the vedrs and decades passed, however, the story

“became more and more forgotien, and even entered the realm

of folklore. Finally there was 1o one left who remembered it

~responsible and to blame for this: nielancholy catasmphe

" News of this disaster spxead fir and wide. <One'porson
who read it was George Westinghouse, who was, even then,
thinking about stopping trains more quickly that the inefficient
method of “decorating™ the tops of the cars. Five vears later
{1869), he patented the firstair brake which has saved countless
lives, and would likely have prevented the 1864 digasterdf it
had been in existence and in nse on thedmmigrant Special,

C.J. Biydges remained general mansger of the Grand

Trunk until 1874. He then became ong of the comniissioners
of the Intercolonial Railway, and still latera tand commissioner
for the Hudson's. Bay Company. He died in Winnipeg on
February 16, 1889, There is no record that his career was
damuged by the events of June 29, 1864,

The story of the Beloell Bridge Disaster was
remembered for many years. Centainly the susvivors would bave
vivid memories as long as they lived, and undoubtedispassed

on their recollections (o their children and grandchilden; Ay

raitway higtorian Omer Lavaliée aptly put & "Around mmy a
Canuadian ficeside, for countless years alterward, survivors of
the luckless immigrant train would recall in harrowing detail
the pathetic tragedy and human suffering which make up the

first hand. Unlike some disasters which are stillcleadly recatled,
this one did not involve a famouy firsteclags train, not wege there

~any well-known personalitics aboard, ‘Most fistories of the

périad, even railway histories, do not mention it, and, to the
best of owr knowletige, no one ever wrote/d song aboul it

vt}ndolubtediy there are many pedple living in Canada
ang the: United States whose ancestors came 1o America on
baurd the Neckar, and who survived the wreck at Beloeil. Some

. of these descendants may not even know of the ordeal their

ancestors passed thitugh, but others no doubt do, and among

.these people the story will Hkely always be kept alive,

Todayat Beloell there is a much niewer and ldrger bridge,
but on the same site as the old swing bridge. These 1 0o
morument of Bistorical plaque to mark the Spot, and the story
is known mostly by oty a few reilway historians, Al the
Montreat - Quebee City passenger raiis go that way, us does
the “Ocean™and the Chaleur’ - Anyone who knows the story
st feeb:sonie emotion as he passes, safely and quickly, by

. that fatal spot-Although other accidents to ships and aiveraft

have bad many more (atalities, never again bas & Canadian frain
wrack elaimed as muny Hves as at Belosd], Ove cannot help but
think of all those who perished there early in the morning of
June 29 1864 - one hundred and thirty five years ago.

<
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{Signed)y ¥ Doud

— ———

~APPENDIX

. On this and the fokiowmg six pages are some articles
and dacumems pertaining to the disasier’ The newspaper
accounts are from the Montreal Witness, a paper that is not as
Trequently consuited. these days, but whose coverage was s
good as the larger dailys, or better. Of special note is the
complete trankeiiption of Burnie's testimony.in.the arficle

entitied “The Burpie Habeas Corpus”™. Yet more significant is

the scathing denuncintion of the Grand k managers in the
. “Presentim maf he Grancimry” mwhrch ame {Octob&a 1864

original i‘nqueﬁi whetiit made its official half-yearly summary-
ofvaceidents reportto'the government on November 24, 1864,
That report, which puts all the blame on Burnie, is printed above,
Note. that.it containg several errors, besides the obvious (and
“ndentional) one of assigning the blame to the wrong person,
{mmigrant is spelled “emigrant’, conductor T. Finn is spelled
P Sinn’and S Pinn?, Burnie-is spelled “Bimie”, and the
number of passengers killed i shown as $8 instead cf 97.

The end of the line:for:so many dreans:: The Germean Society::
of Montreal arranged for the burial of the victins according to
their religion. 52 were interred in Mount Royal {Protestant)
Cemeterysand 45.in Cote des Neiges(Catholic). The sandsione
monnent erectedin Meawid Roval in 1804 stopd for 127 vears,
butbecame very badly deterioroated. b 1983 the German Society
 replaced it with a beantiful veplica of pik granite. The photo “Allthese extncisag in facs:msk, shght{y esxi‘lrg&d for
ubove, taken in 1999, shows the replica, Photo by Fred Angus clarity, but otherwise exactly as they appeared in 1564,

ENDNOTES “Judgs Alywin seeking release from ;jrisou on bail to awail his

: (rinl. Petition refused by Judge Alywin,
1 Montreal Wimess, 30 July 1864 9 1hid.
2 Ibid. 10. 7 The Gazente; 11 July 1864 ¢iting testimony of Wilhelm
3, The Guzette (Montreal), 9 July 1864 citing destimony of Kebler before the Coroner’s Jury
C.J. Brydges before the Coroner’s Jury, 7 July 1864 11, 1hid,.9 July 1864 citing testimony of Hemy Bail ey before
4. 1bid. Testimony of Henry Bailey before the Coroner’s Jury, the Cordher’s Jury, 7 July 1864
Tluly 1864 12, ibid
5, Tbid. 4 ‘ 13.  Mowreal Wimess, § October iaéﬁi utm presentment of
6. Montreal Witness, 30 Jﬁf}‘ 1864, citing letier from “several the Grand Jury bringing in o bill" against William Burnie, who
of tiwe otdmt and most experienced wmdmmrs whose names we was freed from prison, 5 Qctober 1864,
are given.” 4. Ibid, 27 July 1864 citing Burnie’s sworn deposition belore
7. The Gazette, 6 Tuly 1864 citing testimony of Thomas King. Judse Alywin
before the Coroner's Jury, 3 July 1864, Locomotive 168 was & g The Gazette, 11 July 1864 citing testimony of Wilhelm
Canadian-built engine made by Dan ¢ Gunn’s Hamilion Kehier before the Coroner’s Jury
Locomotive Works of Hamilton, Canada West in April, 1857, 16. The Wimess, 27 July 1864 citing Burnie’s sworn testimony
8. Montreal Witness, 27 July 1864, “The Burnie Hubeas before Judge Alywin

Corpus,” citing sworn deposition made by Wilham Burnie before 17, Isid,
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re occurred on the Grand TRENK

RAwLwaY, during the half-year ending 30k .Juné, 1864.—>Made in com-
ailways Act,” 20 Victoria, (}impﬁer’i‘%f;};, Section 14, v

R T

i e
y of e g Name erdosariptinl #Whether {Nalore of Acei. Damsage mgﬁ . L,
?‘a Plago of Accident, | of person ia,ini;e& puzsenger; ‘ b Cause of Aveldent,  [Coreped’s verdict,
Zan. ;‘i:;g or hilled eiployt or |dent to person.| i Property.
: other : ‘
e e - - | i e it
¥’. 63E I f}m% Si ....... ..&..k.llgom}uctog ..... - i A 5 andiores g slgunls
i Boleol] Bridgeens 1 Flynn, Wi oHirsinan i 5 o bnivenduregavamgsigniigg o R
4 168 Dolenil Irridg : yoe, ¥ Iz:x?:i aight}'f killed . ioncen n’zig‘ &tﬁi‘r‘f andxpcvi;ﬁ rulein rf;gnni Z»\pcc!:l\ verdist,
vight omig. wsngod | o Belcoil biidgeunsesenre] 3
.11 S ot
Many olhoraaiors oy Joys injured, Y
wiy Company of Caunds, hoforeo ms Bignod TR, Woon e
d posy o (Bigaod) Seit:c{fuy of the Srand Trunk Radbinyof Canmln,
T, Jo I Qeriified, Jo & VAXRITTART,
! - Beevetary, Yotheny Baark
o mm..,__ S
AT

" MONTREAL WEDNE
TER BURNIR HABEAS CORPUS.

A brief notice of the application mads by Mr.
Dorlin before the Hon, 'Mr, Justics Aylwio

: :pﬁund-«ln these columus previous. Subjoined
will be found 20

‘}bs deposition of William Burnie
the engine driver together with other portions

~of the proceediogs before Judgs Aylwin. Mr

Devlio on making spplication:submitted s copy
of the commitment of the coroner together with
the following deposition of Burnie sworn to by
him before Judge Aylwin. -
BURNINE STORY, ,
My pame is Willlam Burple, I was born In
Glaagow, Scotiand, 51838 and saccompanied
my mother to Oanada, when [ wa about eight
ears of age, siace which time ] have resided In

Ricbmond. ~1n November: 1856~ [ entered the

_employment:of the Grand Trunk Railwsy Com-
pany of Oanada, as cleaper of engines, and In
this capacity [ continued to act for a perlod of

SDAY, JULY 27, 1864.
special train, loaded.whh immigrants, the acrle
val of which was immediately expected from
Quebec; and that Tahoild take chargs of the
8aid charge at Richmond and thean rua it to Mon.
treal, 1 thereupon protested against doiog so,
23 1 did pot know theroad, and was avswered
by Riog that be could not help it, as be bad no
other.ons to send, In the meantime, Eogine

No. 145, of which W, Miller was driver, srrived |

from Sberbrooke, and I was relieved from tak.

. Ing charga of the train in quention, Miller baving
‘been substituted for me. Afterwards, sand on
the 28th day of sald month of June, I was again
“notified by King tEat an Emigrant trala would
arrive on the evening of that day at Richmond
and that ] must run it from there to Montresl,
taking with-me for this purposs the Pilot Bo-
gine, Pindiogtbat L most either go as directed,
~ordode my sitastion;, 1.did not offer any farthay
‘remonstrance ; battold the sald Xing, npon re-
celving his orders, that the pistonsof the mid

two years or thereabout; after which 1 was ap-
pointea night watchmau, & duty which I per-
formed, as nesrly as I ¢can remember, threa years
and abalf; at the explration of which time ]
was appoloted fireman upon & Pllot Boglne, and

“was almost exclusively engaged in 'this latter

capacity up to the eighteonth day of Juns lust,
agslating the traios betweon Acton and Durbam
glations upon the Richmond Road, During that
time I was paid tho wages of & second-class fre.
man, Upoo the 18th of June last | was for the
first time pieced la charge of & Pilot Eogiae,
which was employed in ssslsting traln« from
Richmond to Durbswm, ’
On or about the 26th of June last, | was notl-
fied by Thomas King, Locomolive foreman, at
Richmond, that I would be required to runa

Pilot Bngine should be examined before leaving
agthoy were In bad order. Kiog told me to put
the engioe on the pit and get her exawined.
Therofore I proceeded to the workshop at Rich.

mond for this purpose, but found that ali the

hands: engaged there had left, as I under~
stood, for -the purposs of aeelog & circus
performance which waa then golng on st Rieb
mond, and in consequence, the oxamination of
the pistons did not take place.  About half-pas:
pine o'clock in the evening, the emigrant traln
arrived. Thomas King was pot then pregent, be
having ss [ understood, previously gone to the
_ovoping performance of the clrous. In accord-
ance with grders, 1 left with the said train, and
with the pilot engine. The train consisted ot
eleven or twelve cars, exclusive of the tender
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and eugine, I bad with me, belonging to tbe
Company, one cooductor, one boy, who had been
a fireman of seven or eight days’ sxperience, but
who ig reality was a cleaner taken from the shop
at Richmona, to act s freman for this occasion
and who bad never been over the road before es
| fireman, and one brakesman,.

When 1 reach Acton, the brakesman Giroux
came on the engine to show me the ‘way, and
several times when I was between 8t Hyacinthe
and St. Hilalre, T was obliged to ask him where
we were. At St Bilsire we took in wood and
water, and after a fow minutes started. Before
dong w0, the conductor came on board the en-

gine, and sent tiiroux the brakesman to trim the

tail Iamp, suspended from the end of the rear

car, eaying that be would remain with me to

show me the way, and give me such directions
as T needed. I think it wasabout twenty minu-
1e8 past ons o'clock a'm, when we left 8t. Hilalre
snd just s we were getling ou the bridge over
the Hichelteu Rirer at Belanil, I looked along the
traio to ses how it was comiog round the curve,
which s met with immedintely before reaching
the brnidge. 1o an instant after this, [ saw the
dsnger sigual which appeared to me to be on
that side of the bridge opposite to me. I whist.
Jed st once, without a momsnt's delay for the

brakes to be pot on. I used every effort jn my

wer to réverse the engine and to stop the

traln, and did in fact reverse the engine, but un-
fortunately without succeedlng in stoppiag the

iraln. When I whistled for the brakes to be put
on, 1 have no doubt that if they bad been applied
witbontdelay,the accidentwhich took placewoald
not have occurred. Ths only brakes which could
have besa used for the purpose were attacied to
the rear car, and wete within the reach of Gl

roux the brakesman only, who did not spply them

| as by me called for, The brake on the tender of ‘

| tbe engice.was broken and entirely useless. I
bad therefore no assistatce rendered me for the

stoppege of the sa1d tralz. The moment; bows....

éver, that the conductor xaw the danger sigoal,

bs, without saying & word, jumped from the sn-
gine to the tender, and theucs to the top of the
first car with a view of getting to the brakes by
rooniog over the top of the cars, but be did not
succeed, sod, tberefors, -as 1 ‘have al-
ready  stated, no brakes wers applled
as they should have been, I, bowever,
stuck to my engioe and went down with her
when she fell from the bridge into the Richelien
River owing to the Bwing bridge belng open. |
strock the bottor of the River snd was severely
burt lo the side, in the log, and cut on the bead

How 1 esonped or was rescued I kuow ast; bat

1 solemnly swear that I wason the engineto

the iast mowment, and did not jump off por at-

tempt to jumpoff. When [ found myself on
the Belosll side of the bridges my clothes were
saturated with water; 1 was bleediog profusely,
aad afterwards bad my wound drested by a
doctor aud obtained a cbangs of clothing,
Ofthe existence of the Draw bridge I was
utterly ignorant, and supposed that i I snccead-
sd in stopping the: train before passiog the
danger sigosl, that all'would be right. The
place of danger was bowever between me and

the sigoal, a fact of wbhich I was also entirely’

ignorsnt, . . ; G

To the best of my recollestion I went over {he
road oilics before the accident in question, as
fireman, snd in sommer, © For the safely of the
train there should at least bave been two brakes-
men, Thers waa butone, There should also

 havs been s bell rope used, but there“was noue

on thia tralo. There should bave been on the
tender & good brake; that which was there was

. not zocd, on the contrary, it.was utlerly useless,

-The engine wes aisv out of repair. - The flanges
on the 'trall wheol were worn to a sharp point
wiich made ber more unmanageabls and dan-
gerous, It was mors difilcult to stop her than
other engines, for the reason ihat the  steam
blew through ber, and did not produce the same

- effect that it would otherwise would; or, In

otber words, by the blowing of the steam
through ber the power to check ber speed was
greatly diminisbed. - This defect was to the bad
condition of ber plctons, I alsa swear that [
did not know of any rule requirlog me to stop

atthe bridge, aud thal [ never recsived a Rule
~ ‘Hook from the Company. or.from any of {ts ofti.

gers. . The night I left with the trala [ borrow-
ed a time tuble from tho olglt watchman, ®i1.
liam  Aimes, at Richmond. . Whilst [ bitterly
deplore the sad loss of life, that had occurred, I
ptate-positively that I exercised. .all the ‘ekill

and knowledge which [“possessed in the ma- -~

sagement of my engibe, acd that with the means

atmy disposal, T used every effort in my power

to stop the train from the very mome ¢t I ob.
gerved the daoger sigael, - And I farther state
that the night | left Richmond with the sald

{raln, thefe were. iwo eogine drivers, Martin

Wakefield, snd Willlam Haggart. either of
whom could have been sent in my place.  They
bave bsen eugine drivers for eeviral years,
whilat I had pot more than eleven days experi-
ence In that capacily, previous to the melan-
choly sccident in question,

Mr., Deviin begged to presedton behalf of
William Barney uow a prisoner conficed in the
common gaol under the warrant of the Coroner,
a petition for & writ of Aeabeas corpus with 1he
object of oblainiog his relesse upon bailloawait
his trial. The application he firmly believed .2as

i
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“fagt
‘ag & Verdict and seemed  more like an ex«

fully warranted by the clrcumstances under
which it wss made as In his Mr. Doviln's opinion
the evidence adduced befors the corousr and
which,after all could only he regarded as an ex-
patts account of the sad and melancholy loss of
fife which occurred disclosed the fact'that Bur-
nie was guiltiess. of the crimesimpuarted to him.
e, Devlin, carefully exsmined the testimony

" upon which It was sought to bold his client liable

and he bad no hesitation in expressing it aa his
opinion that the finding of the coroners jui y such

a4 it waga did not meet the exigencies of the case.
and utterly fails to throw the responsibliity of

the act upon. the shoulders of  thoss who
should bs made to beac the burden. [The
was it could scarcely .be regarded

cuss. for the exculpstion of gullt than
the result of & searching enquiry into the acts of
weong doers, Mr Devlia then proceeded to dis-
tuss the evidence and argued that his olient did
everything in his power to avert the catastrophe
that had occurred, snd would buve succeeded
bad a sufficient number of Brakesmen bsen at
their posts as they ought to bave been. to obey
big ordera, He also dwslt strongly upon the fact

that the Eogine was out of order and ‘conld not .=

bé managed with the required facility. Buroey be

sald clung-lo his Engine to tbe last moment and
went down with her, thus showing 1bat notwith-
tandia g the imminence of the duoger - he fevor
for an instast deserted his-post, It wasiteoe be

was saved but equally certain. waa it that it was
by no efort.-of hig. that his safety. -wus brought
agout. " Under sll the clrcumstances with which
bis Honor was now familiar he Mr Devlin boped
that the prayer of tbe Petition would be granted
and that Burole would he admitted to bail; and
he had no hesitation in saying that when the

_day of trial came he would establish the sllega-
tions contained in his clisat's sfidavit and prove

to the satiafaction of Judge and Jury that Wil
lisei Barnie was ths victio'and not the eriminal.

Mr, Jobngon, Q. O, in resistiog tbe appli-.

cation sald every one must of course feel
doeply distretsed at the palafulnituation lo which
the prisoner stood ; but this consideration must
not detor them from addresesing thomselves fu a

direct manper to the actusl and. legal position he'*

odeupled;. That position wasone of a man un-
der accueation by isqulsition of a coroner, of
volusiary homicide wheiber effected by mn uct
of commission or omlasion mattered not, In deals
ing with the question of bail, the pratice he
said was different in ¢ases of bomicide from that
in a!l other cases, Homiclde waa never bailed
except it were In the power of tue prisoner
to make out & cass of clear Jugtieation,
[lls learnad frlend bad  alluded to tbe

koo

¢riminal conduct of others as tendiog to
shfeld the prisoner from the conuequences of
his owo scts His, Mr Joboson's dutly was
pot to ohleld criminals ; but to brlag them to
justice, and he should at the proper timg be pre.

ared to deal with all such to the bestof his
adgment ; bat at:present they had merely to
consider the case of Burnle himself, and be could
not perceive. that'by underiakiog s duty which
he said-hinssell be was unfit he'esempted himaelf
form the direct respoumbility of haviog volun.
tarily Qone sn act resulting in bomicide. .

The prowedings having been postponed untll
the Coroner should fyla the Indentare of luqalsl.
tion, on Thursday morningat1l o'clock the par-
ties again appeared befors Judge Aylwin when
he gave the following , .
' Jooaumsy, =

Mr Justice Aylwin said.e-~After the moat
eareful consideration bestowed upon all the facts
connected with this application and the finding
of the Coroner’s Jury he felt it to be his duty to-
refuse the petition. = The charge agalnst the pri-
soner waa a moat gerious one ; s terrible loss of -
life bad taken place alpmost at our very doors
nod however much the circumatances so minately
detailed in the prisoner's aflidavit might affect
bis puniohmont in the event of his conviction, he

could not pow accept that explagation as a

re(utation of theorime ofwhich he stood accused.
He would however bhave his- day when the

' fullest epportunity would be aflorded to him to

lay before a Jury of hia country all the facts and

~ ¢ircumatances which migh} operate in bis fuvor.
““But until that day arrived, Aot pow fardistant,

be must remaln 1n confinement, Mach bad been
sald of s eilidavit but the learned counsel
who reprosents the prisoner knew well that. it

. csnnot be. recelved as evidenve in hiz favor

At the . game tmesbe (the Judge) .conld
not help remarkiog that it was  well
to-~produce that affidavit, It :
a very clear and apparently candid bistory of the"
entire transaction aod moat. certainly disclosed |
a most extraordioary state bf things, DBurnle by
his own showing dd not know tho rond he sliould
therolore rather-liave forfuited bl place than for

~tho-aake of keeping It undertake o dothat which

e knew himself focaprblo of deing, “This liow.
ever was not the propor tme for discugsing his
lisbility vn acconatability as to tho remarks made
of thé supposed criminality of other parties he
the judge would ges that as the proper time the
law was enforced against svery man who was
within the jurlsdiction of the court and who
ought to be mude to anawer for hig abarer in
the distruction of#o many valuable lives, Peti-
tion refused,

contalned }
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LETTER FROM AN OLD OONDUQTOR,
Weo have published in a former number &

| communication from an experienced conductor,

- who hag not long since left the service of the

|| Grand Trunk for anotherpésition, He show-

ed very forcibly fromn the rules of the com-
pany and several precodents, that the condue.
tor, aud not the engine.driver, is the person
chiefly responsible for the aafety of a train; even
to the seeing of signals of danger and tho ap-
plying of the brakes, and he drew the gafe
conclusion that the jury by ignoring ‘entirely
this chief responsibility, and having not a word
upon the action of the couductor &t the time

and-place of the accident, had commitied a sarl
| .

ous mistake, and done griovous injustica fo the
engine-driver, who expiates now in‘jail the sins
of others. We have a further communication
from the same /* Old Condustor,” corroborating
from varioug instances the statement on the
Grand Trank Railway, that the company in the
matter of irregularity or aceldents to trains,
always holds the conduotor responaible. lettive
the engine-driver aloue, unless he has evidently
broken some rule, or disobeyed 8 positive order
of the conductor. Much however, of this com-
munication containg matter which will surely =
come ag evidence before tho court whon Burney
‘s ried; ‘and a8 it ‘refers to the vames eof
several jndividuale, csn more appropristely be
reserved for that ovcagion, ' e
There is; however, one very important fact
in the letter from the “ 01d Qonductor” which
had better be pointed out at once, He contra.

MONTREAL WITNESS, SATURDAY, JULY 30, 1864.

“the Company wsg not likely. natila catastronhs
_ occurred, to accept any light. en the subject.
. This ig.a matter which we trust will be. thor
- onphly investigated by the Oours,

~duty when far away from the bridge in Rich-

ingi—

“/‘\etp;a, which they-did not, but they were not au-
~.thorizedto-cross. without first - communicatiog

jury, that the late Fina was one of the best and
moat experienced conductors on the line, On
the-contrary, it was the opinion expressed by
geveral of the oldest and most experienced con-
ductors, whobe names are given, that be was not’
competent~and indeed the couviction had |
been expressed by these men that some serions
accident would be some day the result of this
snd two other similar appointments; but that

We believe thas vur sorrespondent was mis.
taken in supposiag that.all the rules and re
gulations of the Grand Trunk were notjaid -
before the jury ; but it {2 evident st lesst that
they did not examine them with sufficient care,
gr.else they wounld bave attached soms’ blame
to the Conductor bayond that of an omission of

mond. Thereis, Lowever, in the Time Table
and Special Rules one article which again and
again came before tho jury, pamely, the follow-

_ %Al trains and singlo engines must come to |}
a stop before croasing the Richelieu Bridge, and
are not to proseed without pesmission from the
man in charge of thabridge.” -

_+'That is to say that not only were the trains to

with the man in charge of the bridge, who should
report everything safe. - Such a rule insures per:
fect safoty, if enforced, but it was eysteématically

dicts entirely the statement made before the

negleoted. _

H
i
'
i
i
i

MONTREAL, SATURDAY, OCTOBER S, 1864.

PRESENTMENT OF THE GRAND JURY.

On Tueaday the Grand Jury brought in, ¥ no
bill" against Wi, Burney, the engine driver of
the train that met with the catastropbe at Belwil
Station who was indicted for manslavghter, They
alao made the following important preseniment.

The Grand Jury in submitting the following
presentment, would express their great obliga-
tion to His Honor, Justice Drummond, for his
very ablo address at the opening of the Session,

 in which he“'80 cleatly fexgi:ained‘i‘to them the

~ on the comparatively small number of very seri-
“oud crimes, still they have found on the calendar

1l

nature of their duties and obligations, which
they havestriotly keptin view, and have endea.
vorad to realizs and fulil to the test of their
ability, They have given the several matters
submitted” to them their careful consideration,
and while they wonld congratulate the district |}

charges of great magnitude, in the embezzlement
case of Mackenzie, and the record of the deplo.

i

T,

B N
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rable event of the 29th June last, on the Grand
Trunk Railway, when a train was precipitated into
the Richelien River 'at Belweil, through the
opened draw.bridge, carryiog a hemean freight
of fourhuadred and sixty-sevengouls, The facts

-of the former will sppear in due course, during

the sepsions of the Court, but because of No
Bill of indictment being found againat William
Barais, the driver of the train, accused of man.
slaughter, it remaing for the Grand Jury, in pur.
susnce of the instruotions of the Court, to pre-
sent before it and the country, so far ue they bave
been. ablo to ascertain'the facts of this sad occur.

rence, which they regret to eay, i3 mainly due to
circumgtances within the control of the Grand
Trunk Company, and which the Grand Jury ..
trusts the Court and Attorpey Genersl will ind

means to make them snswer for in the past, and
make them guard againgt a recurrence of in the
fature.. The lawa ot the country have been deli.
beratelyand hammillv hralkarn and  infeinoead
and anumerous and welcome baud of immigranta
which our Legislature has hasn andeswasing tv
avtsocy W our shores, bas boea shamelully and
dizgracefully uted on their arrival and progress
through our country; while alarge portion of
them have been consigned .to an early grave,

snd upon the remainder has been entailed an,
amount of icjury ‘and gufferiag hitherto unparal-

lelled in the history of the Province.

Tue difference between individuslsand corpo-
rations in the eyes of the criminal law hag neces.

gitated our stepping aside from the usual course,
and jo thbis manner presenting the charges
whiceh by evidence pubmitted to us, we deom it
our daty to do againat the Grand Truok Rail.
way Compsany of Oanada, who bave in tnis

worda with only balf the spaca which 8aid pas-
sepgers were ectitled 1o, althoogh they Lad
paid the full and veual fare for the jonrrey oo
which. they were bound; and thst they (the

..Compsny) did also cram the pasaage of a

recond-clasg.car with standicg pusscugers, (on
& journey of 150 miles) after baviog hiled allthe
geats therein, Thatithe Geand Trupk Railway
Company-stowed away this mazs of bumsan bae-
{ogs promiscuously, avd witheus regard to gex
or age, in these close box freight cars, affording
them vo light in the day-time, nor any air be-
vond what was adwitted through theiimperfectly
filled doors, aud, after night set in, refusing 10
g've them. moy lamps or light whataoever.
That ssid Grand Truck Railway Company failed
to affrd to said psssengers, atiatervals along

* & journey of nive or ten bours, permisaion to

leave paid cirs to answer the calla of pature,
more. varticnlarly tha women and ohildean
who'-could pot poesibly force their way out
of the cars (as did sowe of the men when
tbe ‘doors were oprn 1o admit a pail of wa-
ter) nor desceid therefrom witbout a ladder,
which wsd not provided, bat were compelled to
procure reliel a8 best they might in the sitting
or standlog positious which' they occopied in
these over-filled care, to the setling aside of com-

_mou decency, aud to the disgust of themaelves
“apd their fellow paa.engers. '

That paid Graod
Truok Railway O.mpauy did #n continuance of
ssid journey to Muotres), start atier nighifall

from Ricbmond with ouly one brakesman to con-
trol toe traio fustead of ot levn: 2 asia customary

oo sach & train of cers .when n-ed for freight as

“thers stiould bave berb v ruct s traln as 1his

veelrg 1hat the cars wire miuch Tess convenlent.

melancholy inatance not oulythemgelves en. -

tirely to blame for the occurrence, but also been

utterly snd ‘thamelully wantiog in what wag
dus to the 467 passengers they carried, who ~

with their lives were entrusted to their care.

These charges resolve theniselves as follows, to
wit: That the Grand Trunk Oorporastion, op
the 28th day of June lsst paat, did sssume to
carry and couvey, that is to say, the nomber of
four hundred and sixty-seven pagsengers in one
train, from Point Levi to Mouotreal, snd to a

greater distance, withont baving sunitable-and.

proper cara for their conveyance, and that they
did soset out with such passengers towards said
destination. That the said Ocmpany emploved
six freight cars for the conveyance of over

three hundred and sixty of ssid passengers,
huddling together in each of these cars ‘an
average of fully sixty persong, equal to sbout
Efty adults, eaid ¢srs beiog only about half the
pize of second-clase cars, which sre considered
full with ffty or pixty passengers; in other

O’ motees thun ordinars paas-uger cars, apd 1ha:

- the cumpeny badt L. charge ove-y large a pum.
ber Of pusseny 18 WO were euiitied 10 some

suealion 8t statioos, sud kiso bucsure of the
abasnce 6f & baggage wan Who, On B Passcnger
train, i3 available 88 & brakesman, and otherwise
when the train is in motion, ~And this, notwith-
standing the remonstrance of the only brakes-
man on the train, who at frst refused to start
without assistance from Ricbmond, and who only:
proceeded ander premise that a second brakes: |
man-ghould be provided at the first station; and
go on {rom-station to station, until the traln
was engulphed in the river at Beleeil. That
sald Grand Trook Company did eotrust the
care of 80 valuable a freight of human life
to an engine driver who had never before,
a8 such, been over the road from Ricbmond
to Montrea);, and who bad only beem pro-
moted to drive ap engine ton days previously,

“and that only a pilot engine, aud that they did

seod with him a fireman who, in that capacity,
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bad never been over that.part of the road st
all, and knew nothiog whatever of it. Aund
that they permitted the train to continus its
journey, after the ignorance of the driver and
fireman had been made known to the conductor
| snd brakesmsn, And thatthey did permit the
| only brakesman on the train to ride on the en-
| gine, and to act as pilot to the driver from
Acton to St. Hilaire, passing several statiops,
smoog them the principal station "of 8t
Hyacinthe, thereby leaving the train with itsso
valuable freight during this part of the journey
without aoy brakesmen whatever to stop-the
train incase of emergency or accident, or for
the nsual and necetsary purpose of checking the

i

that they did permit eaid train to start from

went through the drawbridge ou the Richelien
river, without being farnished with the usual
bell-rope or other means of commuuication be.
tween the two ends of the train.

That the said Grand Truok Cowpsany permit.
ted said train to proceed on to the drawbridge
at Bcleeil station without first coming to s step,
88 required by the statute law of the country,
which even requires that the stop shall be abso-
lute, and for the full period of threo minutes,

of crossing on the brldge withont stopping to

keeper ag. toitainfraction; g
before the Grand Jury that he reported this on

ever being taken of his report; bis nesigtant also

unlees they had businces at Belosil Station,

| ployees, instead of instruct'ng them jathe pro-

the Iaw riquired a full atop of three minutes be-
fore taking the bridge, and that there wag a pen-
alty of four bundred dollare for each time of fail-

of any suchlaw,

gpeed in down grades, and for the other duties
for which brakegmen are ngusllyemployed; and
Richmond and to-continue ite journey until it:» caused to be placed on the ‘south eide of the
““bridge at B-loed, st all:times, duy sod night, a

And that they habitually did permit thig practice - .trophe o' tue 29°h of June last, and the great

obtain leave, notwithstauding the law of the -

‘country, and the frequent rejfgmga of 'tbéa;btiéﬁa;cé v
o haviog testifie

four difforentoceasiona withoutany no:fce what-

testifying rhat during eix yearaof bia alucwdauge.
~t she LIIGEE; OB RO occasion  did traing ever

come to & stand op the south side of the bridge, - 4easn the requisite Enowledge aod qual fication,

That since tho stalute law Of tne COUDICY re-. ‘and witbout bringing 1o the attention of officials

quired a stop of al least three full minutes 10 by
made before coming on to s drawbridge, the
Grand Truok Compsny should have rule 24 o
{heir special rules with refercnce to said law,
and not as it is at present framed merely requir-
ing them o stop, thereby misleading their em- -

“'appointmenta exercise the greatest care possible
~1bat'such ehould be ; aud that it is not only

per performauce of their duty in conformity with
the Jaw which bears thereon. And that they
fuiled to communicate to their employees, that

ing 8o to do, as amply testified to by many of
their employees, who declared they did not know

That the said Grand Truvk Company in their
time tables have fixed the perlod of departure of
tbe passecger trains from Belwil flue minules |
only after the time of departure from St. Hilaire, |
notwithatagdicg the distance to bs traversed,
the caution required in the down grade before
reaching the curve, the curve itself, the law re-
qairing them to stop a full period of three min-
utes before takiog the bridge, besides the cross. [
irg-the bridge and coming to the station, neces- |
siating & consnmption of atlesst ten miputes
to accomplish a mile:; and thereby obliging en-
gine drivers if they wou'd keep the time io}
Time Table to drive over.this most dapperous
part of the road at the rate of twelve miles an
hour, snd: not stop at all before going on to the
bridee..

Toat the Grand Tronk Company sboufd bave

red or.davger sigoal,’ss’is customary.on all rail.
wass, to iudicate that trains snd engines must
stop before going on to said bridge.

And for the above mentioned and other very
grave sud aérious nets of omis-ion and commis.
sion, the Grand Jury copsider it their daty to
reiterate theic solemn conviction that-the Grand
Teunk Compiny of Canada are thainly respon- |
sible sud td blime for the melaucholy catsg-

‘destruction of life cansed thereat, and that they
uust said Company will be fonnd smensble to
ribunal fortheir shametul treatment of their
numerous pagser gers oo that occasion.
“The Grund Jary .canoot close this subjict
without remindiog the puwerous employés on
the Grasd Teonk Bailway, aod all other such
wotke, that no wan can be justified who assames
to perform any duty for wbich he does not.pos-

and gapeérintendents, that they should in all their |

their province to make and frame the bestrules.
in thelr power for the governance of the em

ploy 63 upder them, but that it Is also their |
boundenduty to watch closely that theso rules

ate carricd out

All which is respectfully submitted,

{Sigped.) Jorx:0, Browy,

: o S " Foreman,
Gaaxp Jusy Roox at Montreal,
5th Ogtober, 1864,

His HBonor haviog tbanked the Grand Jury for
'ﬁ%s _diligence they had displayed, discharged
them,




June 23, 1859 Mr Turcotte left Three Rivers, to journey to
Toronto, to seek the 37,000 Pounds that the town of Three Rivers borrowed
from the Municipal Loan Fund; so as the work could start on the
Arthabaska Railroad. There were 125,000 Pounds in the hands of the
Government already, which were to applied when the 37,000 Pounds are
spent. It was expected that work would start in a week.

August 11, 1859 Over five hundred men were employed on this date
on the Three Rivers and Athabaska branch of the Grand Trunk Railway.

October 20, 1859 The Arthabaska railroad it was reported had made
considerable progress in the last season. At one time 1200 men were at
work on its construction. Fourteen miles of the railway had been graded,
and the remaining seventeen miles were being worked. It was expected at

this time that the railway would be open to Three Rivers by October of
1860.



THREE RIVERS AND ARTHABASKA RAILWAY

January 19, 1860 The Montreal Gazette reported that that work was
progressing on the railway, after an interview with Engineer Lyons. At this
point in time ten miles out of thirty-five miles had been constructed and
partly ballasted; and that two (broad guage) locomotives had been
purchased at a recent sale in Montreal, and about ten passenger coaches had
also been placed on the track between the St Lawrence River (Doucet's
Landing) and St. Celestrin, a way station. Buildings were already under
construction, as it was reported at Doucet's Landing, an engine-house, a
passenger station and a freight shed; all of "substantial" brick construction,
were under way. The railway was not in operation, as twenty-five miles of
the railway had been graded and bridged by 1860, between St. Celestin and
Arthabaska, the company was awaiting the arrival of rails in the summer.
The traffic expected was timber and iron ore from across the river and the
St Maurice valley.



THREE RIVERS AND ARTHABASKA RAILWAY

December 12, 1864

Finally, after years of waiting, a celebration was to be had on the
opening of the Three Rivers and Arthabaska Railway, on Monday the 12th
day of December, 1864. The citizens of Three Rivers had planned a great
banquet at the Farmer's Hotel, in their town in honour of the "energetic"
manager of the Grand Trunk Railway, Mr C. J. Brydges..

Remember, this celebration wasto be in December. It was a very cold
day. The premier guest was the Honourable Georges Etienne Cartier, along
with Mr Brydges and a cadre of political and railway officials. They came
to Arthabaska station, where the special train turned and went up the new
railway, thirty-six miles. They passed the new stations of; Walkers Cutting,
Bulstrode, Aston, St Celestin, St. Gregoire, to arrive at Doucet's Landing.
Doucet's Landing was on the south shore of the St Lawrence River, directly
opposite the old town of Three Rivers (Trois Rivieres). The river they
were to cross by ferry was just plain impassable this day, due to both the
cold, but even more the large ice flows that blocked all travel across the
river this day. The honoured guests were denied the glory of an entrance
into Three Rivers and the grand banquet that awaited them. They had only
the station house available, in which to make their grand speeches about the
glorious railroad. Across the St Lawrence, the Trifluvians celebrated on their
own, without benefit of guests or speeches. The Honourable Mr Cartier and
Mr Brydges could only make brief speeches in the station. Cartier and a
few Quebec guests then quickly returned to Quebec City on the return
train. Mr Brydges stayed with GTR staff and crossed the river a few days
later.

The railroad was thirty-six miles long. The first train service was so
arranged that the night passenger trainthat left Three Rivers, would meet
the up-train from Quebec to Montreal at midnight at the Arthabaska station;
and that the passenger train would leave Arthabaska at five o'clock in the
morning, on the arrival of the train from Montreal.



. THE

MORNINE CHRONICLF

MON N AY, DECEMRER

12

ROTECTAST HOME
BAZAAR.

"HE Aunnal Baz.iar in atd of the tunds of
the Ladies’ Prot stant Home will be beld
the LEUTURE HALL, St Ann Street, on
RE3D 1Y, the 13th, and WEDNESDAY, the
th current, cach day from {1 6 and Tto 10
h)xv, P.M.
By the kind permission of the Commaading
vees, the danly of the respective Regimeats
Garrison w:ll bo in attetdance, as will aiso
Glee Club of the 25ty K. O, B,
Yortributions are rl'.-\pr'.(‘lfu”_\' sulicited, and
¥ be cent tu asy of -the updermentioned
dies ;e i

Yirs. Postun,
P Vanovons, v Dinving,
¢ Wm., Newion, Miss stewart,
' Gilmour, P4 Isabella Sewell.

¥ Mis Bankier and Mes. W, White will
side at the Relres'iment Tabte,

Juckee, Dee. 7, 15ud

v Powis,

icheisen fo fompany.,

PPLICATION will ba made to the Legis-

Lita e, at ita nex: Nession, by the Riche-

Compary, frr an Act W incresso their
ital Stack, to empower them to hold Steam-
for the purpose of teweg veasels in the
for (aad Galr o) St I,\w«r-uc?, aud others
¢ to amend their Aet of Tneorporation.
uebec, Dec, R, 1ye4

Fetige.

[,

im

TELICATION a3 be mads at the pext
Segsion o U L el Legalat e, for
admend Lo the A snanverstisg the
bee Marine sussr.Loe Company,
L FRAMER,
; Senrm.\
dec 8 Im

nebee, Nov, 1
®

r Phenir, dir c(l /mm Malaga :

OXES FiocrrLoadeid Layer RAISINS,

Beaes, Helvozun Qn wrterz Layer do
do do N B Baach do
Hailt boxes Firest Valenvia do

K-oga asd Hali-keza Prime Seedies do

Kegs rime Snn do
Half-boxes Eleme Fi xgc
Pragaparont 49X Fiosl Prunes,
Barrels Fiuest Zants Cucraots.
Pos Sal by

GIRE LAIRD & ROSS,
Gebee, Dae. 9, %04, 3
Storey and tor x.alv b\ thc

\ul"n H!)( [

ARES Gold La Grand Champague,
Baswes Munqguis de S0 Pierre do,
Cases Clierry Uordind,

Cases Boraard's UL Tom Gin,
C.shs g 45 do
Caska Russeil’s Aromatic Gin,
Casas Nrewartd Scoteh Wi iakey,

(in bond),

rrar—aliBl

B

RAIL WA Y
CUANGE OF 1IME,

().t aner MONDAY, the 12th, Trains
will ieave Point Levi as fullows

Mail for Montreal, stoppiong st all Sta-

tone,....0 o0t s 1eer 7.30 pm,

Mized for Richmond ...,. .... ... 030 mm

Mized for River du Loup. ciraerease 10.00 a.m.
RETURNING ARE DUE:

From Montreal. ., oovvvovnenous. 805 am

“ Richmogd...........eev.....6.00 p.m.

“ Riverdu Loup ...ovev.vute...355pm.

A Train for Three Rivers will leave .
Arthabaska daily (Sunday ex-

cepted), &t . .iiiivuriiaenn. .. 7.00 8m.
Returning will leave Doucet’s Landing
(oppusite Three Rivers)at 5 p.m,,
arriving at Arthabaska at......7.34 p.m.

C. J. BRYDGES,
Managing Director.
Quehec, Dee 10, 1864, 8 -

GRND IRUEK HHMY I

CANADA.

Opening of the Three Rivers
Branch.

*7 BE Three Rivers Branch of the Grand
* Trunk Kkailway will be OPENED for
TRAFFIC on MONDAY next, tho 12th Dec.

Truing v iU run as foloses :

C. J BRYDGES,
Mansaging Direc or.
Moantreal, Dec. 10, 1864,

AN,
Arthabaska Junction,..... ......,.leave TOO
Walkera Cutting..iviveivieeaia. & 120 .
Bulstrode ..o vvie. thiinn tii s “ T.44
AST00 . iit e s ceeen B2
St CelestiB. i e i iiienninnn, L. R 1))
St. Gregonire ......... ceneees 908
Doucet’s Landisg (onpomo Three
Riwera) . ........... veeesese  AITIVE 9.24
P.
Doucet's Landing (opposite Three
Rivers)............ LRI .leave 5.00
St. Guegoire. .. ... veasesnss Y 520
S Celestin Lol e innen,. P L W ¥ )
Aston’ oy i ® o612
Bularrode oo ool oL, eeed B
Walker's Cutting Lo vis, e T
Arthinbaska Juaciivn, ..., ..., ..arrive 724

THEAP

DRY GOODS

GH!!SI‘HAS

PR8N iS

LAWK 0D,
23 J’olm ltreet.

10 por Cent.

DISCUUNT
il Cash  Purchases !
G10d Black Silk Dresges, from 89 50 upwards,
Good Colored Fancy - do $10
Tertan Irish Poplins, variety of clans.
Fagcy Tarlaten and Book Muslins for evening
wear. o
Madder & Lillac Oolored Prints, fast eolors,
" tobe sold cheap,
Genuine Scotch Tweeds, 33 94 per yard, heavy
mnﬁep, all fresh grown wool,

“

We have, this (h_y opened a beau-
tiful assortruent

: OF '
Nicke:bocker Wi oy
r— ALBO=—

TARTAN, THRE E-QUARTER

JCOTCH HOER!

ALL SIZES.

Quehec. Dec, 5, 1864,

Dissolution ot Co-Puartnership

N OTICE is he 'rely giver that the Co-part-
™ nerahip heretofure «xis'ing butween the

underaigued ard carried o under tha pame
and firm of JEFFEKY, NOAD & C0), has this
day been dissolred by mutial mrun' snd
that the aflairs of that 6rm wiil be unu.ed
by Mr. WiLeram  H. Jeerzry, who iz alie
authorized o receive payment of the debu due
to tho said firm.

WILLIAV H JEFFERY,

J \MES 8. NOAD,
Quebec, Nov 23, 1844,

i

nov 30

Casra do Jdo dv
Cnra Danvill's Irish Whiskey,
Casex 4§ do du

e

BY 11. L H \'\HA RY

— s

AUCTION SA

BY AUCTION WILL BE OFFER

. - -
Tuesd 7 o d W dr

13th .nti 14th instngt,
AT THE STORES 0

Lemeenrier, Grint &

wegp b
‘No. 33, ST. PETER STREET

Vvade

) ) —CF
4 Large a.:d General .iscor:

—QF o=

Fresh Groce

CONBISTING OP :

TEAS,
BUGARS,
MOLASSES,
WINES,
~ LIQUORS,
FRUI
A L MAXHAM & O

. A
Quebee, Dee. 10, 1864,

PEG TO

NOTICE

“HVAE urdersigned bejng about to pro
r England w purch.se G.,ods for by
lishment, would be hapoy to receive ord
articles in Lis line of business, whick

carefully execnted.

He would alg irfurm tha public that
dispose of Lis preaent stock of Good
duced rates, preparatory to the rece
kis rew importstioas, which will fo
chuicest ugs0 tment of gooda ever b
into this market.

DAVID MORGA
Merchant Tal
Quebo.c, Dec. 3, 1364,

O D N



DANVILLE FEBRUARY 18, 1865

The express train left Montreal for Quebec at two o'clock on the
morning of February 18th, 1865, running three hours behind time. and
reached Richmond at ten o'clock. The train switched on to the Quebec line,
and headed for the Capital. Two miles beyond Danville Station and just
after it crossed the high bridge over the Nicolet River the train ran onto a
broken rail and the train was thrown from the track. The train consisted of
only a second class coach and a first class sleeping car. The first coach
went partially over the embankment and was caught in the snow. The
sleeping car went clear over the embankment and rolled down thirty to
forty feet. The car fell down with a great crash; but no one was injured. It
was speculated that had the train derailed just a few feet earlier the cars
would have had a direct fall from the Nicolet Bridge of fifty feet and there
may not have been any survivors.

Among the passengers on board the train were the Honourable George
Brown, Hugh Allan and his Family, Mr Rae and his family, Judge
Armstrong, and many others. The passengers were taken to Danville where
they waited for a special train to take them to Quebec.



GENERAL ULYSEES S. GRANT

Aprll 1865 the anguish of the horrible* American Civil War .came_to
a dramatic conclusion at the Appomattox Court House when General Lee

surrendered to the Union General Ulysees S. Grant. General Grant in july
and August made a relaxing summer tour of North America. He travelled to
New York, Boston and Portland, Maine. On August 5th 1865 the General
left Portland and started a trip north on the Grand Trunk Railway from
Gorham and travelled across the border through Island Pond, Sherbrooke
and Richmond where his special train turned up the Quebec and Richmond
line to arrive at the GTR station of South Quebec or Levis. He arrived
Levis at 7:10 P.M. The American Consul waited on the station platform to
greet General Grant. A considerable crowd formed, many American tourists;
collected around the ferry station, where his party crossed the St Lawrence

River to Champlain Market. The General and party lodged at the St Louis |

Hotel, St Louis Street, Quebec. The General left Quebec for Montreal by
steamship on Monday, August 7th.



HADLOW-POINTE LEVIS JULY 31, 1865

Grand Trunk locomotive No. 136 was built at the Portland
Locomotive Works in August, 1854, as an American standard type 4-4-0.
For nearly ten years, the engine served on the American portion of the
GTR, where upon it was reconditioned, and in July 1863, was transferred
across the border to Montreal for operation in Canada. The locomotive
received very regular inspection and maintenance.

Sunday July 30th, 1865 was a clear fine bright summer day with a slight
breeze blowing off the St Lawrence River right into the Grand Trunk
enginehouse located on the very banks of the river, just opposite Quebec
City. That night Louis Collet, the GTR night-watchman, whose duty it was
to prepare the engines and to put fire and water into the locomotives, stated
that he climbed into the cab of No. 136, and put water into the boiler,
checking the water glass guage. There was an inch of water on the water
glass guage. The water pressure was only 50 pounds, the allowable for
this engine when working was 120 pounds. He had noticed that the 136
had been leaking water at her boiler plugs for the last six months, the only
one in the company to leak. When he returned in the morning to feed the
fire, he noticed that this morning there was no loss of water, and content,
moved the locomotive out of the enginehouse to the ready track and then
left it there. It had been assigned to pull a wood train that early morning.

Ten minutes later, at four o'clock in the morning, Engine driver Hugh
Morrison and his fireman Andrew Gilcrest walked up to locomotive 136.
Morrison was not happy to be assigned the 136, a week earlier he had told
his mother that that he wished for another locomotive, as the one he was
driving No. 136 would cause his discharge, or else he would be blown up
by it. The engine crew had just started to climb up into the engine cab,
when the boiler suddenly burst. The explosion it was said, was violent in



the extreme .The residents in the area were aroused, and great alarm was
created. The locomotive was literally rent asunder, and weighty iron
fragments were thrown an immense distance. The engineer and fireman were
killed at this moment in a flash. The engine was moved to allow other
locomotives and trains to pass. The Coroner immediately called an inquest.
A number of witnesses were called to give testimony about the condition of
the locomotive, Thomas Carter the Levis locomotive foreman, William
Richards, engine cleaner, Donald McGill GTR engineer. all stated there did
not really see a problem with the locomotive. Carter did admit that the
steam safety valve did on occasion stick. Richard Eaton, the Superintendant
of Rolling Stock GTR, gave his evidence that there had been no indication
of defect by corrosion of the boiler, or to the plates that formed the boiler
barrel. He stated that he was of the opinion that the boiler burst from over
pressure from the fragments scattered over the engine terminal. The cause
had to be the steam safety valve had struck in their seats. He stated that
the safety valves are liable to stick, even when it was in perfect condition.
Joseph Meeks. GTR Locomotive Inspector, and Robert Neill, boiler-maker
gave further testimony.

The inquest jury returned a verdict that the deceased had come to
their death by the explosion of the boiler of locomotive No. 136 and that
proper care and attention were not given to the engine immediately after the
fire was lighted and that the engine had been left alone for a considerable
length of time without a responsible person in charge. and that it was
therefore the Grand Trunk that was responsible for the accident.



Sunday, October 17th, 1866 the passenger train from Island Pond met
with a serious accident on its way north at the village of Windsor Mills.
Owing to the negligence of one of the station employee's, a switch was left
open and the engine was thrown off the track and fell twenty feet into the
St Francis River. The engineer, Alonzo Dixon, was killed and the fireman
was badly hurt. The engine crew were crushed under the locomotive for
two hours before they could be extricated. The couplers between the engine
and the passenger cars broke so that the entire train did not also fall into
the river. Engineer Alonzo Dixon was just two months shy of his 30th
birthday. He was buried at the Mount Royal Cemetery at Montreal. Dixon's
burial place has been noted on more than one occasion by the Canadian
Railroad Historical Society because the tombstone has a bas-relief of a
typical Grand Trunk Broad Gauge Birkenhead locomotive and the
"Engineer's Poem".



DURHAM JANUARY 19, 1866

About four o'clock in the morning on Friday the nineteenth day of
January, 1866; as the west-bound night train rattled through the cold
Quebec farmlands, the train derailed between Richmond and Durham, about
seven miles east of Richmond. Three passenger cars left the track. The cars
went down the embankment and were "capsized." No one was hurt but
there was some need for panic at first. One car remained on the track, still
upright so the passengers all climbed into this one car. A locomotive and a
couple of cars soon arrived to carry the passengers back to Richmond
where they stayed for the day, until the wreckage was cleared.
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Alex Henderson’s Winter Trip

By John Thompson

Since the beginning of railways, stow and ive have been major obstacles; especiglly in Canada and other northern conniries,
The ice storm of 1998, and the recent snow storm of January 1999, amply demonstrated that transportation at the end of the fWentieth
centiry is no more immune to discuption than'# was in the mid-nineteenth century. Today when such interruptions ocour, one may
expect to see some rail enthusiasts out-with their cameras, and perbaps videos, recording snowplows andispecial moves on film or
tape. It is now relatively easy 1o photograph p}i)ws at.work, when one has 35 mm’cameris and fast Tilm, and one thinks lie of it

One hondred and thirty years ago the situation was very different, The year was 1869, and the month was February. The
Dominion of Canada was less than two years old; and did not extend any further west than Ontario, The {irst ranscontinental railway
in North America was still three months away from its completion at Promontory Utah, and in far-away Egypt the Suez Canal was
also destined to be in operation before year-end. The world was indeed getting smaller, a fact that Jules Verne would make the subject
of his book “Arpund the World in Eighty Days”, published less than four years Jater. In Canada, the Grand Trunk, and most other

_major lines, were still running on 5-foot 6-inchigauge waek, ait}mugh the change to-standard gauge was less than five years away,
Photography had beeri around since 1839, but the wet-plate process in.use before 1873 was extremely cumbersome and not at all
suitable for photographing snow plows in action and few photographers at that time. would even com;der altemipting it!

This story, by the late Johu Thompson, tells of orc photographet whio did atlempt iy not by-design but by & “forfunate”
combination of circumstances that put him i1 the right place atthe right time, and with the right equipment. 1n so doing he obtained
the best photos ever taken of snow fighting in the sarly days of Canadian railways; and he did it in the snowiest winter ever recorded
in southern Quebse.

indoor  winter  scencs.

At 10:10 pm o' the 4}181@&_3"30‘;1, with his portable
night of Monday, 22 February | darKroom,. went outdoors to
1869, the Grand Trunk » take winteér pictures, 'Sleighs
Railway’s “Night Express™ left o ’ : photographed”; he advertised
Bonaventare Sialion  in ; | in The Montreal Daily Witness,
“Tobogganing; snow-shoeing
and other winter sports™?.

OFE TO QUEBEC

Montreal bound for Point Levi
/ Quebece City. In the slecping :
car on  that. frains was o ‘ . - Lugloors there was a ot
photographer - Alexander 1 of snow — “len feat™, {304
Henderson.. Checked 1ip front ¢} aceording to The Gazeute.
in the baggage car’were his Februaty began with 2 big
large “view.camera” and tripod, storm, then on Valentine's Day,
a woodon case containing {he eastern Canada was hit by what
chemicals and trays he wotld o the papercalled “the severest
need o make piclures, and & snow storme-experienced for
Bulky comraption ‘that locked . ‘ v ] ears. ™, Snow blown by high
jike a cross between an ' winds frony the ebst blocked
umbreila and tent on legs.that | , . - | roads and drifted-in railway
he called his “portabig . - euttings. And it continued 1o
darkroom,” ; ’ {8l off and on all week and over

Alex Henderson, 38, the weekend, Monday the 22nd
called himself a “Portrait and was sunny and mild (around -6
Landscape, Photographer”. A Celsius) - good for outdoor
wealthy Scot, e had lived in photography. - Since business
Montreal for about 13 years. was siow because of the snow;
Not long afier artiving, he took Henderson degided (o do some

up photography as a hobby. As travelling.

an amateur he won prizes fm“ Alexander Henderson and daughrer, ahowt 1867, : % The frain was scheduled
his landscape photographs at - National Archives of Canada, Photo No. C-76042. to arrive at Point Levi the next
several World's Falrs. Around ’ morning around quarter 1o eight
1867 he decided to try 1o carn his living from photography and and il Alexander Henderson took the ferry “Arctic” across the
opened # studio at 10 Phillips Sguare'. Lately, winter St Lawrence al 8:15 a.m., he conld be taking snowy pictures of
photographs had been popular with the public. Other Queber City by mid-morning®. But the barometer was falling

photographers in Montreal nsed props and fuke snow 1o stage fast. Another storm was coming?




RAIL CANADIEN - 468

JANVIER - FEVRIER 1989

L

One of the finest nineteents ventury Canadian winter photos is thix one, entitled * Beaupurt wiile srnowing”, taken by Alexander

HRenderson abowt 1805, I appedred in an alburi-called “Views gnd Stadies by an Amearenr”. Spon-after. this, Henderson went into

business as a-professional photographer,
National Archives of Canada, Photo No. PA-135026,

Photographic.

e P

ALE;X; HENDERBON,

PORTRAIT AND LANDBOAP g/
PHOTOGRAPH BR. :

BLRIGHS PHOTOGRAPHED.

TUBOOOANING, SROW-BHOEING, xnd other
winter sparls.

IDANADIAN LANDSOAPES: slways on view,
10 PHILLIPH BQUIARE,

This ad appeared in the Montread Daily Witness every dey from
fanuary 7 to mid-February 1869, just before Alex Henderson
made his memorable trig 1o Quebee.

National Archives of Canuda,

SNOWED-UP

Sometime in-the middle of the night [scheduled time
was- 2. am}; the train reached Richmond,-Que., 113 km cast of
Montreal, and here it was divided in two; one section heading
southeast to Portland, Maine, the bther northeast to Point Levi
and Rivigre du Loup. ‘Heré a new crew took over the "Quicbec
Express”. In charge of the train was a conductor beginning his
day's work. Up front a brakesman attached a fresh locomotive
1o thercars. In the cab of the locomotive the engineer and fireman
waited for the signal to departy The storm had started,

Alex: Henderson did not reach Point Levi at eight that
morning. Instead, 4t that hour, he looked out of the train window
at-snow driven by high winds, It was a fierce storm.»From
Quebec city the Toronte Globe’s correspondent reported,
“Another tremendous snow storm and northwesterly gale setin
this morning. The western trains were stiok atArthabaska,”™.

Arthabaska [now Vicloriaville] was 51 km from
Richmond. The drifts werg too nuch for a single locomotive.
That afternoon _three focomotives and a plough arrived from
Richimond (o assist the train, but it took the rest of the aflernoon
tor travel the next 36 ki through the blizzard. At suppertime
they reached Methot's Mills [present-day Dosquet]. Here
passengers and crews had dinner — engineers who had stood
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POINTE LEVI AND MUNTREAL
DISTRICT

Sopt 1 1867 - f“ffi_‘fﬁt, ~
xts IRAPR AS Al
STATIONS, £ T
j oo Quebes . :

Lo e s sy

o ]
730 330)! 0 Pointe Levi |17 Tdd 1720
10l 915 8iChaudicreCurvi 1184 120 I 640
R4o0! 035 15| .. Craig’s Road,. (167 T 1606
Po0j10 25 201 .. Biack River.. 1521 640 L5 a0
98511 15/ 28 . Mcthiot’s Mills, l14all 610f 1440
10 05— —it 37 ....}Iiyscer,.i, 1351 545 i 4§g
12380 wr 1 Beean. { 1v ], . Cag

1026 1244 4y cour. |} 13 53 ! 816
1005 1380}} 49| .. . Zomerset ... 123]) 50 i 44b
200

45! 250 641 . Arthabaska.. 108} 410 - 11b
1215 34007 .o Warwieks . [ O0Y) 345 1410
55 4451 841, ., . Jhmnville . .1 851 308 1105

Izl() 20011 A6, .. Studoldl T 445

1 >
] 14880 ur}, Rich~ 250 10 00
15 96 Iv} m-md m 81 200 545,
46 108:.New Buctinin, | 68l——! 520
265 1108 .,0w Durham,, | 83— 6.0
82 118] . ... Acton... .. [ 5di| 100 445
B 40 1250 oo Upton Lo 4T | 4250
50 11987 St Liboire, .1 4w wm) 4180
£00 i, Beitantia Mills | 42— — 410
201 }I&?* .St Hyscindhe, | 351210 8 b0
4 40 143 ... Sofkante ... | 20—l 325
600 1149 Lo8h Hilaive.. . | 9301188 8 05
b12 {1500, . Buleil,.. ., [728——! 207
640 1137 . Bow, Mowatain, | 16111100 245
800 162; .. 5t Hubort ., | 10— —| 233
- 812 65 U8 Lambert, . THIUAR 2431
8380 F{’Iﬁ Montr«enl 011010 280
AP axrivR] gpeavel Heoaieosoa m

A Grand Trundk tmetuble in effect about a year before Alex
Henderson’s trip. In February 1869 the schedules were litile
changed from those shown above. The Quebec Express was
due to arrive at-Pointe Levi gt 7:45 AM. This is west of the
Later Levis station which saw }?qﬁe‘nger service untl 1998,

all day on partiy-open Cibs peering into the whiteness, driving
trite the drifts; firemen who had shaken snow from every piece
of wood they had thrown into the fire boxes; brakesmen who
tiad uncoupled the cars from the engines all day in the blowing

- snow whenever a long plunge had to be madeinto the compacted
ehrifts. Hours and hows of cold, hard, work, and ztft&r ﬁw meal,
46 km to go.

“The down train from Montreal on Monday is still stuck
o the road,” reported the Globe's Quebece correspondent. "It
only reached Methot's Mills, 20 miles above the Chaudidre
curve.on Tuesday at 5 o'clock; from that Black River, 9 miles,
though drawn by four engines with the snow plough.”,

Bilack River [present-day St Agapit] was 32 km from
Point Levi. Here the exhausted train erews bad o stop. Herc
Alex Henderson spent his second night on the train. Around
11 that night, the storm finally began (o abate.

WINTER PICTURES

Wednesday the 2dth was a phamgraphcr sdiy Beagtiful
lght; not wo cold (about -6 Celsius}®. The storm had gone. At
Black River, Henderson struck. With the cooperation of the
conductor and the crews he arranged to take a photograph.

A “portable darkroom” of the 1 860s similéer 1o the one that
Alex Henderson used on his field trips during the wet plaie era.

First he determined where 1o take the picture — making
the most of the light'— then he brought his camera out.of the
baggage car, opened the tripodiand placed it hal-way. up the
snowbank ina dug-out ared beside the tracks, He unfolded his
portable darkeoont and set it up. . On a relatvely mild day he
could have his ponable dark roosm set up right beside the camera,
Next he brought out the bottles of chemicals he would need.
Someof these chemicals were quite dangerous, either poisonious
or explosivel - He poured ferrous sulphate ‘into.one shallow
tray and gofne fixer (either “hypo' or the highly toxic potassium
cyanide} into another and placed: buth trays on a shelf inside
the darkroom tent. Into a third tray he poured some silver nitrate
solution and left it out,

Henderson then took Out L '5“ X 8" [11.9 e x 19 6 cm]
pigee of clear glass, cleaned it carefully and then painted itwith
a thin coat of a sticky substance called iodized collodion. This
was guncotten dissolved in ether, with a soluble lodide added.
Once in the dark, he dipped the tacky plate into the pan of silver
nitrate:so that a thin, even, film of 'the chemical stuck to the
collodion, and formed light-sensitive silver indide. Then he
placed the tacky plate into a “light-tight” plate holder and slipped
itin place in the back of the view camera. The plate had o be
exposedand developed while wet, or it would be no good; hence
the name *wet plate” photography. He slid open the front of
the piate holder and took the lens cap off the camera and alfowed
for, say, a 10-second time exposure.

He then replaced the cap, slid shut the {ront of the plate
holder and slipped it out without exposing the plate to light.
He took it to his portable darkrobn, where he removed the “wet
plate” fromithe holder and dipped the plate in the tray of ferrous
stlphate, waiting while this chemical reacted with the silver
iodide to produce the image. Experience told him when 10
remove it. He then dipped it into the tray of “hypo™ to stop the
chemical reaction and brought the plate into the daylight.
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“A. Henderson 2487", also fidled “Preparing 1o Charge”, was the magnificent resul) of Alex Henderson's first attempt, “He could
see that he had a good photograph”. Indeed hie cowdd; it was one of the best of its type ever-taken!
Narional Arehives of Canada, Photo No, C-19385.

Next he had to thoroughly wash and then dry the wet
plate; possibly using the beat from a small alcohol famp to speed
the drying. When it wag completely dry, he painted the plate
with'a light, protective coat-of varnish. This he had to dry very
carefully so the varnish did not run. He could see that he bad a
good photograpls “A: Henderson 24877,

The train moved op, All that Wednesday, whenever he
. could, Henderson kept taking photographs. To get Plate 2493,
~“he brought his camera to (he 10p.of the drift in front of the
plough and shot the scene of the four sinoking lecomotives in
the deep trench. ™. He must have had a difficelt walk atop the
snowbanks with this plate to get to his darkeoom ~ unléss he
brought kis darkroom with him-to the top of te snowbauk,
itself an arduous undertaking.

Anather photogreaph is ajnystery. Its nwnber is unclear
and seems (o have been marked o at a fater time in pencil. s
it 2496, 91 or 927V, In it w.ione locomotive stands seemingly
defeated at the edge of the drify, overpowered by the snow. The

weather appears worse than in his other pletores and 1t seeins

this might have been his Brst photo, taken the previous day, the
23rd, exvept he entitled one copy “Snowed up/ 24 Feby, (8687,
~- the only photo in the series he dated. Is this a posed picture?

Was the negative handworked 16 create the stormy effect? What
happened o the other eogines?- Did the crew detach them and
back them up so that Henderson could capture.this picture of
the power ‘of winter? -Where 15 the crew of the locomotive?
Behind him having helped carry his equipment? And whete
was his portable darkroom? Beside the camera?

OPPOSITE, TOP: “A. Henderson 24937 is also known as
“After the Charge”. Under an original print of this photo is
the handwritten inscription “In the Snow Near Block River
LRSI way taken from atop the large snow drift.

National Archives of Canada, photo No: C-4902.

OPPOSITE, BOTTOM: Thix photo (numbered 2496 or 2491
or 2492, the last digit is indistinet), shows a single " Birkenhead”
locomotive with the plow uphrd against the drift. The lettering
on the plow ready SG. TR No. 9 Q. & R, referring to the
Guebec & Richinind. - This photo is somewhat of a mystery. It
nuxy have been faken the first day, although one copy bears a
handwrigten noration “Snowed Up £ 24 Feby, 1869",
National Archives of Canada, phote No. C-6053,
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Henderson Plate 2497 shows the bleak wilderness through which the trainweul have to pass. Despite the title “Track after Snovwplough
was Backed", the photo was taken before the plough tackled the drift. . - :

Ndtional Archives of Candada,.photo No. PA-149747.

For the last photograph, Plate 2497, Henderson tumed
towayds Point Levi and showed what the: rain crew was up
against. Whitenesseverywhere. The picture— somewhatover

exposed ~ was later-captioned, “Track after snowplough was .
backed " In fact it shows the snow covered track belore the

plough moved through'it. Only part of one tail can be seen
There is fo visible “track.”

Later that Wednesday, 24 km from Point Levi, the train
ran into more: greay drifts: “Tt again stopped at Craig's Road
[Saint-Etiennc-de-Lauzon]”, The Globe's Quebec correspondent
reported that evening, “and will only arrive late tonight”,
Sometime that night the crew of the “Quebec Express” brought
their train into the statior:at Point Levi and, around 48 hours
after leaving Montreal, Alex:Henderson finally reached his
destination.

Henderson does not seem to bave taken any photos at
Point Levi or Quebes while he was there, How long did be
stay? Did be take the sext train back home? 1f so, when? The
next express-train to Montreal was scheduled to leave around
5:30 on Thursday evening, bubat that hour that evening the
Tuesday Express from Montreal had not yet reached Point Levi,
although it was close.'%. It iy unlikely.that any train left uniil
Friday evening. And, as The Globe reporter noted the next day,
that train also got stuck: “...the up wrainfrom here last night
has only reached Danville [19 ki from Richmond]. The freight
from Montresd is stuck at Black River and the passengers are
completely withont fuod being 15 miles from any dwelling....
Snowing heavily again today,”",

On Monday the tain had still notunade it16 Montreal.
“Quebec uptrainlast heard of at Danville” reported the Montreal
Daily Starahatday. [tsarrival here is anxiously looked for.”.

PEYLEOCGR AT E S
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An advertisement for Alex Henderson's photo studio about 1869,
National Archives of Canada, Phote No. FA-147392,
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Whenever Henderson did return bome; the journey
would have been a slow one. Cerlainly be was back in Montreal
by Thursday, March the:4th, because on that day he placed a
new advertisement it The Witness offering to photograph private
residences “inthe snow” and noting that he had new winter
landscapes o view af his studio™™

“FORTUNATE ENOUGH..”

A total of 187 ¢m [74 inches? of spow fell in February
~— the heaviest fall for the month gver recorded »— making a
total of 330 cm [130 inches] (or the winter op 1o the first of
March. And there was more to come. On Tuesday 10°March
1869, Jolus Dougall, the Bditor of "The Witness, noted at lwo in
the afterncon, “A cold drifting snow storm with a strong north
east wind prevails since early morn.”*, His competitor at The
Star wrote: “The Weather, Today is simply disgosting - The
wind which blows in fitful gusts is accompanied with small
particles‘of hail.... The.cold in unsheltered places is intense "2,

Itivas a perfect day for-Alex Henderson to walk-down
to the Witness office and give a copy of Bis snowpiough pictures
to Editor John Dougall®,

The next day Dougall reported: “The spow storm
yesterday and last night was, perhaps the worst of the vear.
The wind blew with great violence, and the snow fell and drifted
with-great rapidity ... Trains out on the Railroads also must
have been snowed-up with the compact drifts and what
passengers would do for food we cannot imagine.”

In another-item i that issue, Pougall gave his fellow
Scot & plugt “Snowed up — Mz, Alex Henderson of Phillips’
Square, photographer, has been fortunate enough tosecuresome
farge photographs of atrain labowing in the errible snowsdiifis.
The long line of locomotives with snow ploughs attached is
represented as in the deep cutiing which it s slowly making
and just preparing fora new pluageinto the'deep bedsof snow,
I anything could awakeh sympathy for g Railway Conmpany, a
pondering of these pictures could hardly fail to doso.”?,

In time, Alex Hendergon sold many coples of his
snowplough pictires. Nobut had ever seen wnything ke them.
Hé had been “fortunate-enough’ to have been in the right piace
b the right time — orthe “Night Express” to Quebec in-the
snowiest winter of the contury,

EPILOGUE

The line on which this adventure took place was the
Quebec and Richmond Ratlway, 2 branch of the Grand Trunk.
Ar was constructed in 1854 and connected Richmond, on the
Morntreal-Postiand main line, with Pointe Lisvi and Quebec City.
In 1855, work was begun on a branch from near the present day
Charny which eventually reached Riviere du Loup in 1860, and
after 1876 became the main line of the Intercolonial. In the
1890s the Intercolonial built its own line from St Rosalie,
through Dremmonadville to the westend of the Chaudigre bridge
and, after the CNR wok over both the GTR and ICR, this became
the main line, while the ol GTR Quoebec branch through
Victoriaville became « secondary roule: Passenger service was
cut back 10 Lyster in the 1960s, and discontinved & few veais
later, but this scenic Bine was the route of several memorable
steam excursions o Victoriaville in the 1960s. In 1989 the entire
line from Richmond to the Chaudigre bridge was abindoned.

Photographio,
PH“TU(} RALPILY in the SNOW.

1= Privale reuidences, &0, phiotorrapled:
uere winter Iendscapos. Apply st ALEX. JIEN.
DERSUN'S Portrall Roomy, 10 Fhitliips' BQuare,

ABOVE: Within days of his return to Montreal, “tie
indefutiguable Alex Henderson was offering to photograph
private residences in the snow,

The Montreal Datly Withess, March €:1869.

BELOW: Two photos of private resideinces, taken by Alex
Henderson at the time of the great snow storms of 1869, are
seers below The top one is Henderson photo No. 2489 and shows
a horse and sleigh standing outside an unidentified House on
the aptly naméd Cote Des Neiges Road near Mantreal. Its
number fallswithin the mtxgé of those takeron the trip, showing
that e did not niinber his négotives convecutively, It was most
likely taken just after he veturned from Quebec. The other
Henderson photo (number urknown ) probably taken while the
snevw wars still falling, is g rofher bleak and gloomy view of the
home of Mr. Albert Furniss, also on Cote Des Neiges Roud.
This house, built i 1848, still stands and, considerably altered,
is presently the hoine of your editor,

Al that veas Jeft was the shout e from the bridge to Levis
station which still had, through passenger service to Halifax
and Guspd, Now:that branchi too has gone with the rerouting of
the castorn VIA Bdins over the freight line between Chamey
and St Charles. Thus, except for the Inidge and less than a
mile to Charny, it s no longer possible to ride any of the line oun
which Alexander Henderson was snowbound 130 years ago.
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THE ILLUSTRATED LONDON. NEWS PRINTS THE
HENDERSON PHOTOS

The fame of Alexander Henderson’s photographs of the
snow ploughs inaction-spread well beyond Montreal and well
bevond Canada. Prints of these wiews were sold by Henderson
himself for many years, indicating that the original negatives
survived for a long time. HoweveriLis belicved that they, along
with most of the original Henderson negatives, werg tragically
destroyed in more recent times, Actual:prints made from the
ariginal negatives are now quite rare, however copies and other
teproductions of them are seen in pumerous archives,

These photos were also reproduced, usually by woodeut
engraving, in several coemporary publications, both books
and periodicals. The most noted of these was the English weekly

magazine The Hlustrated London News, which reproduced them

in 1870, At that time the ILN; founded in 1842 and-still in
business, was one of the greatest, if not the greatest, illustrated
publications in the would. Its circulation extended all over the
Britsh Empire (which then extended over much of the globe)
and other English-speaking countries as well. Thus the pictures
of the Grand Trunk snow plovghs in dction right bo scenin
England, Africa, Indis, Awstralia, or anywhere else in Queen
Victoria's far flung empire;

Accompanying the illusteations was a very interesting
article on snow on raibways. This anticle Is reprinted bere exactly
as it was published:

THE RAILWAY SNOW-PLOUGH.

There is nothing.in.the ordinary. phenomena of the
seasons that is:so apt to interrupt the traffic of railways as
the aceumuttion of snow.. The Mont Cénis summit-line;
constructed by Mr. Fell, with ils gradients, as steep as:the
old street of Holborn-hill, sasily and safely climbed by.the
grip of the-horizontal wheeis upon the central rail, 15 yel
subject to the loss of three or four days' working receipls
almost every winler from this common accident of the
Alpine heights. The Highland Railway of Scolland, and
others in the northern parts 'of ‘Britain; are frequently
axposed, in winter, 1o very froublgsome occurrences of

thessame nature. It mayeven be femembered that the .

‘Lancashire and Yorkshire Railway, and several other lines,

_“Including part of the London and North-Western Railway,
* near Manchester, were closed during two whole days,-in
a season of extraordinary severity, about eighteen years

- ago, by the masses of snow that filled the cuttings, so that
both travelling and postal comimurication were stopped.
The Grand Trunk Railway of Canada, with its magnificent
extent of 900 miles, comprising the branches, through a
country which never fails to exhiblt the effects of winter In
full force, has of course had to tontend with this enemy to
locomotion. lts engineers have invented for that purpose
a very powerful kind:of snowplough, the form and use of
which are shown In-the lllustrations we have engraved,
from photographs by Mr‘A. Henderson, of Montreal. The
shape of the mighty shield, carrled in front of the engine,
with its hollowed face, and with its cutting edge at each
side, is well adapted to make its way through the deepest
and densest snowdriffs. It is such an implement as the
Canadian climate demands.

In those days photo-ougraving had not been developed,
3o the ILN relied on highly skilled eagravers 10 copy the
illustrations by the wondeut process, which meant engraving
them on hard wood blocks which are then set up with the type
and used 16 print the publication, Each issue contained many
such illustrations, which today are a fine depiction of what was
happening at the (ime. As would be expected, some changes
were made by therengravers, {n these ones, the most notable
are the addition-of people into sorme views, perhaps to show ihe
size of the snow drifts, and also 1o.add interest to the published
vigws, Other retouching was done, perbaps o clarify some
features, but the result is very pleasing, and a tribute 10 the
ILNs engravers as-well ag Alex Henderson himself,

Our copy of the article, cut from the original magazine,
does not show the date, However the paper on which 1t s printed
hasa watermark in which can besclearly be.readithe words
“MAKER 1870". This indicates'that the paper-was made in
1870 and, since the ILN was a large: publicaton and did not
stockpile its paper for ong, we can assvme that the article was
published in 1870, i.¢. about a year after the photos were taken,

Over the years.ather publications {incleding Canadian
Rail) have used both the photos and woodcuts, so it s very
likely that Alexander Hendetsons snowbound views will be
seen foramany years 1o Come.

OPPOSITE: ‘Woodcil-engravings of two of the Henderson
photographs, stightly enlasped, but ttherwise exdactly as they
appedred in the Hlustrated London News in 1870,

ABOVE: - Reduved-size prints of the origing photos, invluded
here so thal one can compare these with the engravings and
observe the differences,
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END NOTES

1. Stanley G. Triggs, “Alexander Henderson: Nineteenth-
Century Landscape Photographer,” Archivaria, v, (1977-78), pp.
45.59. 1 wish.to-thank Stanley Triggs for his advice and
assistance inthe preparation of this paper.

2. The Montreal Daity Witness, 7 Jan.- mid-Feb. 1869 (Fig. 4
see-abovel

. The Gazette [Montreal], 19 Feb, 1860

. Ibid., 16 Feb. 1869

. The moming Chronicle [Quebec}, 22 Feb. 1869

. 'The Globe [Toronto], 24 Feb, 1869

. tbid.,.25 Feb. 1869 citing Quebec Report of 24 Feb, 1369
. The Gazette, 24 Feb. 1869

4. National Archives of Canada, Photography Division, Photo
C-19385 [Henderson 2487} “Preparing 1o Charge”. 1 am
indebted to Nora Hague, Curator of the Notman:Photographic
Archives of the McCord Muscum in Montreal for information
on the wet plate process.. See also Ralph Greenhill, "Early
Photography T Canadd” (Toront: Oxford University Press,
1965}, p. 30.

1) Ibid., Photo C-4902 [Henderson 2493 “In the Snow / ar
Quebec™; also entitled “After the Charge.”

11. Ibid. The photo is listed in the NAC under both 2491 and
2492, it could also be seen as 2496, Swnley Triggs, an expert
oti Henderson, does niot place much stock in Henderson's
nutnbers necessarily being ehronslogical (a very good éxample
of this is photo 2489 on page ¥). See Archivaria, op. cit, p. 33,
12. Ibid, Photo C-6035. He ulso entitled it “Plough in drift”.
On the plovglis marked "G TR No: 9 Q' & R Behind itis a
freight loconiotive with: 3-foot driving wheels, built by Peto &
Co. of Birkenhead, England in the mid-1850s,'no number
visible. Two such engines are known to have been on the Quebec
and Richimiond line, GTR, 47 and 49. Nine others were ussigned
to-the-durger “Bastern Section™ = Nos. 46,48, 50, 51, 59, 64,
79, 8% and 84

13, Ibid., Photo PA 149747,
14. Globe, 25 Feb. 1869 citing Quebee Report of 24 Feb.

15, Ibid., 26 Feb. 1869 citieg Quebec Report for 25 Feb. The
train arrived in at 6 pan. Thursday.

16. Ibid., 1 Mar. 1869 citing Quebee Report of 27 Feb.
17. The Daily Star [Montreal], 1 March 1869

18. The Méntreal Daily Witness, 4 March 1869

19. Ibid., 10 Mar. 1869

20 The Daily Star [Montresl], 10 Mar. 1869

21. In the Henderson Comrespondence in the Notman
Photographic Archives, s & lefter dated 12 Nov, 1908, from

Lo B - R

Alex Henderson, then 78 yeary old, w his davghter -In it he

confides, “I cannot go in & storm or snowshoe in a blizzardas
used to and enjoy it now.”

22. The Montreal Daily Witness, 11 Mar. 1869,
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OPPOSITEAND ABOVE: As on the preceding two puges, these
are the other two Henderson photos as engraved by the
Hiustrated London News, with reduced-size copies of the
originals for comparison.



MASSAWIPPI VALLEY RAILWAY

The Boston railroad interests had not forgotten the lost of the St
Lawrence and Atlantic choice of the Portland route and had been building a
railway network to the west and north. Their railways had reached White
River, Vermont and a through connection via the Vermont Central to
Montreal. Chartered in 1838, asa company known as the Connecticut and
Passumpsic Rivers Railroad, its intention was to build directly north to a
connection with the St Lawrence and Atlantic near the border. it built
north to Bradford and Wells River Vermont in 1848, Barnet in 1850 and
reached Lyndonville in 1857. Construction was very slow and rails reached
Newport, Vermont in October 1863. The Passumpsic, as it was known had
reached the Canadian border and there it sat. It was thought that the Grand
Trunk would build a branch line from Waterville south to a connection with
the Passumpsic Railway near Stanstead. When the GTR did not build
south, the Passumpsic supported with Canadian friends a new railway
charter, the Massawippi Valley Railway. Work started from the border north
in the fall of 1869. The railway had completed to a terminal at the east
end of Lennoxville. and on July 1st, 1870 the Massawippi Valley was
opened. The following year the Passumpsic received the right to lay a third
rail from Lennoxville for three miles to a terminal at the Grand Trunk
station at Sherbrooke. The Massawippi Valley was Standard Guage and the
GTR still had a few years left as a Broad Guage railway. The Passumpsic
shared the GTR enclosed station trainshed, and the large enclosed domed
roundhouse.



THE ST FRANCIS RIVER BRIDGE WRECK

December 6, 1870 Early Tuesday morning, December 6th, 1870, a
freight train of nineteen freight cars and a van, was made up at the Pointe
St Charles yard, Montreal. The Engineer was Patchett and fireman was
Jordan. At 1:20 A.M. the train left Montreal and headed east, across the
Victoria Bridge, bound for Richmond. The railway crosses the St Francis
River on a two span bridge. The train was going down the Durham grade
on the approach to the river. The grade is steep, seventy five feet to the
mile. At a road crossing the track starts to level out, just a little, but on
this night it caused the locomotive and one car, the first car, to break the
coupling between it and the second car. Soon there was a gap of over a
hundred feet between the two parts of the train. The bell rope, that ran
from the engine to the van broke. The engineer responded by whistling "For
Brakes". Brakemen Piner and Feltham, and Conductor Foreman all started
to turn brake-wheels on all the train cars to lock the progress. Brakeman
Feltham was on the lone freight car behind the engine. In the locomotive
cab, both engineer and fireman were looking back, at the nineteen run away
cars behind them, trying to solve that problem. Then fireman Jordan turned,
and looked ahead, up the track, and then to his horror saw a man at four
hundred yards in front of the St Francis bridge waving a red flag. Danger!
Danger ahead! Engineer Patchett turned and saw the danger He reversed
the steam locomotive. The whistle was blown. Brakeman Piner, on the roof
of a freight car at the rear of the train, saw the impeding danger and
jumped. As the rolling train cars pass him, he yelled at Conductor Archy
Foreman on the platform of the van to jump. Foreman left his job of
applying the caboose brake and jumped clear.

The danger, was not just a man with a red flag, but a track crew
had pushed a small track lorry, loaded with thirty foot iron rails, out onto
the wooden bridge to start making repairs to the western end of the bridge.
The track foreman had become confused about the scheduling of the trains.
Hearing the locomotive whistling in the distance the trackmen tried to
quickly push the lorry back, off the bridge but it was too late.



The locomotive smashed into the track lorry and its load of rails A
flash of fire was seen near the eastern end of the bridge for a moment,
then the iron locomotive crashed down onto the bridge deck and then
through the bridge structure, Locomotive and tender fell to the bottom of
the river. Soon, the eighteen cars of the rear runaway train rolled out onto
the bridge and one by one they each fell through the gap and down onto
the smashed locomotive into the river.

At the inquest, the four trackmen stated that they mistook No. 19
train which had been due at midnight but did not arrive until 7:15 A.M.
for No. 11 which was due at 7:20 AM. The tack lorry loaded with iron
rails was pushed across the bridge. Track foreman Foley stated that he
walked ahead of the lorry with the red flag. In the middle of the bridge
they heard the train coming and saw it then come around the bridge. Foley
ran ahead with the flag and the three other trackmen pushed the lorry back.
The lorry had just made it to the eastern bank when the locomotive hit the
lorry throwing the rails about and against the stone bridge abutment,
catching hold, and throwing the locomotive and tender backward, crushing
down into the bridge deck, and then through the bridge. Evidence at the
inquest; into the death of Engineer Patchett and Brakeman Feltham, was
given, that Foley had not gone as far in front with the red flag as required
by company rules and the wreck was held his responsibility.



THE CHANGE OF GAUGE SEPTEMBER 25 AND 26, 1874

The Canadian Broad Gauge, or Provincial Gauge of five feet six
inches had commenced its part of history with the laying of the first two
rails of the St Lawrence and Atlantic. Now twenty-five years later its time
had expired. The broad gauge had become an impediment to trade with the
United States. In various stages during the 1870's it would be removed from
Canada, in favour of the Standard Gauge of four feet, eight and one half
inches. The decision was made in July, 1874.

For months at Point St Charles Shops, workmen assembled what was
described as acres of standard gauge freight car trucks. They were loaded
on a special 25 flat-car long train, with continuous wooden rails on their
decks, able to carry 93 trucks at one time. They could all be loaded by a
special ramp in two hours, and sent out to various locations for the
changing of the rolling stock at various depots. A large number of freight
cars had their trucks changed at Point St Charles. A special shed was
built, open at both ends, with three rails, set at broad gauge and standard
gauge, running through it. A steam engine located in a lean-to powered
steam jacks that could lift a car quickly. Cars were hauled in by horses.
Fifty-four cars were re-gauged in every eight hour shift. 2,200 cars had to
be re-gauged. Five hundred cars were assembled on the Arthabaska Branch.

The night of Wednesday September 23rd, 1874 two large gangs of
men arrived at Montreal, fresh from changing the track gauge on the Grand
Trunk lines west of Montreal, and throughout Ontario. Now at nine o'clock
the first detachment, of 240 men arrived, followed by the second
detachment of 350 men at midnight. The railways of the Grand Trunk, east
of Montreal; Riviere du Loup (St Thomas), Levis and Portland Maine were
to be converted to standard gauge. They slept on platforms that had been
erected for them, and the awoke the next morning at four o'clock bound for
their stations east of Montreal.



Friday evening, September 25th, 1874 was the time set to change the
gauge. For a number of days freight traffic from the west would be
diverted over the standard gauge Vermont Central Railway, at St Johns,
Quebec for points south and east of Montreal.

The entire Grand Trunk Railway between Montreal and Portland was
divided into twenty districts, averaging about fifteen miles per district. The
line from Richmond to Quebec had seven districts; and the extension
Quebec to Riviere du Loup had eight districts. Foremen were given very
clear and concise instructions regarding culverts, switch hardware and the
precise work to be done by each gang of men. Each section of five miles,
would have two gangs of eight men, starting at the opposite ends of a
section, and they were instructed to work towards the center, until they met,
and then afterwards change any of the tracks in the station yards.

The last through broad gauge train left Montreal for Portland on
Friday morning, September 25th, at nine o'clock, and the last broad gauge
train left Portland at 1:30 the same day. The east and west bound trains
passed each other at Groveton. As they passed each other, the conductor
hung a sign on the last car at the rear of his train-"Last Train." Now as
the broad gauge trains proceeded to their terminals and they passed each
track crew, this was the signal for that track crew, to start work on their
section of the conversion.

By eight o'clock on the morning of Saturday, September 26th, 1874,
the work was complete, and only two hours later, at ten o'clock that
Saturday morning Grand Trunk Standard Gauge trains were being
dispatched. That day 25 trains when over the railway.



DANVILLE MAY 11, 1877

A collision occurred between two Grand Trunk freight trains at
Danville May 11th, 1877. A train of twenty-four cars, that had been
uncoupled from the engine at the top of the steep Danville grade ran down
that grade and collided with an up train. The force of the collision, it was
reported, was so terrible that the locomotive of the up special was
destroyed. The engineer and fireman leaped off the engine in time to save
themselves. Fire leapt from the locomotive firebox, setting the smashed
freight cars on fire. From 12 to sixteen cars were involved in a huge fire.
Brakeman Forgue was injured. The fire burnt for nearly two hours, before
it was discovered that the town of Danville had a fire brigade. With the
help of the fire brigade; and four hundred feet of their fire-hose, the fire
was put out. It took about eight hours to clear the site to allow trains to
pass.



August 11, 1879 A railway collision averted. Two trains met on one
track near St Hyacinthe on Monday August 11th, 1879, one of which was
occupied by emigrants. Fortunately the engineers saw the danger in time to
avert what at first sight seemed to be destruction to both life and property.
When the locomotives came to a standstill the engineers were within
speaking distance. All train hands agreed that some person would suffer for
neglect of duty. The conductor, who was supposed to have transgressed the
rules of the company, had to go back with his train to the next station to
allow the other train to pass, where it became known that the operator at
St Hyacinthe had neglected his duty. The operator was found asleep, as he
had had often been before, and that the conductor who had passed the
station without the regular orders to proceed, found it impossible to wake
the operator sufficiently to work the telegraph wires. The emigrant train, not
being a regular train, but a special or extra train, was not expected, and the
conductor and the other train hands thought they could proceed to the next
station without official orders. Railroad officials discharged the operator and
the conductor without a moment's notice.

Montreal Daily Witness; August 16, 1879



QUEBEC TO RIVIERE DU LOUP August 13, 1879
INTERCOLONIAL RAILWAY OF CANADA

The Government of Canada in the 1870's business had become
railroads. The Government had pledged two railroads in its Confederation.
The Pacific Railroad and the Intercolonial Railroad. The latter had built
from the end of the Grand Trunk's railway at Riviere du Loup up the st
Lawrence River and had turned south to run along the seaboard of New
Brunswick to connect with local railways to connect Halifax and St John
with Canada. During the construction of the Intercolonial Railway, Sir
Charles Tupper, Minister of Public Works for Canada recognized that the
GTR had kept the Riviere du Loup to the Chaudiere section in deplorable
condition.

In a memorandum dated May 5th, 1879, Tupper stated; "That the
portion of the Grand Trunk railway from Chaudiere Junction to Riviere du
Loup and known as the Riviere du Loup Branch, is in such a delapidated
condition as to impair very materially the traffic of the Intercolonial, and
unless placed in proper repair at an early date will make it impossible for
the Intercolonial to compete with other lines for western through traffic, and
will defeat the object which the Government had in view in expending
large sums of money in extending the Inteercolonial Railway into the City
of Halifax, and improving the shipping facilities on that terminus at
Richmond (Nova Scotia)."

Tupper had the foremost engineers; Collingwood Schreiber and
William Shanley make a close examination of the Riviere du Loup Branch,
but also to look into the costof the Intercolonial Railway building its own
railway from Riviere du Loup to the Port of Quebec. The cost estimates
were $1,859,256.00 to $2,100,000.00 as given by the two engineers.

The Government of Canada offered the Grand Trunk Railway a
proposal; the sum of $1,500,000.00 for the Riviere du Loup Branch and



that both railways had the right to run over the Hadlow to Chaudiere
Junction section to the port on the St Lawrence River at Levis.

The final negotiations were entered into with the GTR for the
purchase of the line by the Government of Canada for the $1,500,000.00 to
include:

1. Riviere du Loup to Chaudiere and then back to Hadlow, 124.5 miles.

2. Running powers over the GTR to Pointe Levis, 1.25 miles.
3. Reciprocal running rights from Hadlow to Chaudiere Junction, 6
miles.

4, The GTR to maintain the Quebec and Richmond line to the standards
of the Intercolonial.

5. It was stipulated that the purchase money given the Grand Trunk
would be devoted towards building a through and independent Grand
Trunk extension from Sarnia to Chicago.

On August 13th, 1879 the Grand Trunk Railway formally transferred to the
Department of Railways and Canals, Dominion of Canda the Riviere du
Loup Branch Railway.

The first day of operation, August 13th, 1879, became very
troublesome, the GTR had dismissed 18 of its engineers and fireman, and
15 men from the Mechanical Shops a few days earlier. The employees
thought they were part of the deal to go to the ICR. They were not! They
were out in the cold. The ICR did not want the shops at Hadlow, its own
shops were at Riviere du Loup, and the ICR had their own engineers to
run their trains. On this first day, the discharged employees of the GTR
refused to allow any trains to pass over the Government Railroad. The
Police were called from Quebec to take control. They were out their jobs at
Quebec.

Canada Sessional Papers, 42 Victoria, 1879, No. 192, p 10-13
Canada Sessional Papers, 43 Victoria, 1880, No. 6, p. 12.
Canada Sessional Papers, 44 Victoria, 1881, No. 5, p. 51-53
Montreal Witness, August 13, 1879



RICHMOND STATION

AUGUST 10, 1882 About nine o'clock on the evening of August
10th, 1880 the large station at Richmond caught fire. Fire engines were
telegraphed for to the Sherbrooke and St Hilaire fire brigades. Fire engines
were loaded on board special trains and they raced over the tracks to
Richmond. The Sherbrooke company arrived in time to prevent the station
house from being consumed. The freight shed and three other buildings
burnt down. Fifteen freight cars were also destroyed by the fire. The fire
was under control at midnight just as the St Hilaire company rolled into the
station. It was strongly surmised that the fire was caused by an arsonist as
a freight train had arrived at the station just a short while before the fire
started and it was found that all the cars had been uncoupled. These were
the days of link and pin couplers so only one car at a time could be
pulled out at a time.



SHERBROOKE ROUNDHOUSE

The Grand Trunk's Sherbrooke roundhouse had been constructed in
1852 upon a plan by the famous Canadian engineer Colonel Gzowski. It
was a large circular enclosed roundhouse approximately 160 feet in
diameter. Owned by the Grand Trunk but the three early railways that had
reached Sherbrooke, the Quebec Central, the International and the
Connecticut and Passumpsic Railroads all jointly used the GTR structure.
During the early morning of July 6th 1882 a fire started in the oil room
used by the Passumpsic Railroad in which were stored some fourteen
barrels of oil. The Quebec Central employee's managed in removing two of
that railways locomotives, but before any other engines could be removed,
the fire had become massive and drove the men away from the wheel that
turned the turntable, for it was in the plagued oil-room. The roof then fell
into the structure. Five remaining locomotives lay under a mass of girders
and sheet iron. The Grand Trunk lost a Mogul, the Passumpsic two
passenger engines, the International one engine, and the QCR, part of an
engine undergoing repairs.

The Grand Trunk would never replace the Sherbrooke roundhouse and
instead increased their engine facilities at Island Pond and Richmond. The
Passumpsic did build their own small enginehouse and turntable at
Sherbrooke and both it and the later Boston and Maine would lease space
to the GTR-CNR over the following decades.



RICHMOND STATION FIRE

June 23, 1883 A fire started at four o'clock on the morning of
June 23rd, 1883 in the center section of the Richmond station. The portion
used as the refreshment room, the ladies waiting room, and the station
agent's dwelling was burnt down. The fire was believed to have started
from a coffee heater in the saloon, under a counter. The station agent, a
Mr. Murphy and his family had a narrow escape from the fire. Two-thirds
of the station was burnt to the ground and the rest was gutted. The
Richmond fire brigade did respond but were unable to save the station. A
much newer and larger brick station was built that summer.



THE MONTREAL TERMINAL 1888
BONAVENTURE STATION

Construction started on a new Bonaventure station in the latter part of
1886. The castelatted brick Victorian station was opened to railway patrons
on October 15th, 1888.

October 15, 1888 The old station is gone. The new Grand Trunk
station opened this morning. The old Bonaventure station, it was said, was
now a thing of the past. The work of total demolition had been in
vigorous progress since that morning. The entire business had been
transferred to the new station. A board was placed across the outside of the
veritable structure to prevent the ingress of passengers. The roof was
already gone, and old boards were laid about the property.

The new station was open to the public. The general waiting room
and the ladies special waiting room were given into possession of the
Grand Trunk on this morning. Neither room was quite finished. The general
waiting room was quite large, which contained the ticket office, telegraph
office, parcel office, news stand, and from which there were entrances to
both the dining room and the ladies waiting room. The central space was
occupied by circular seats, which enclosed the heating apparatus. The floor
had mosaic tiles. The ceiling had natural wood ornamentation, varished, with
a handsome stained-glass dome in the center. a handsome imitation fire-
place was at the south end of the station. In the ladies waiting room there
was another imitation old english fireplace with logs and irons, beautiful
carvings above the mantel and a bevelled mirror in the center, giving as the
Witness said, the suggestion of warmth and "homelikeness" to the room.

The dining room while not quite finished, was situated centrally, quite
accessible, and was entirely removed from the cooking department, which
was located on the second floor where two immense stove-ranges were
located. The cooked food reached the dining-room by a dumb-waiter, in
closely covered copper vessels. A promenade or reception hall ran the
whole length of the building at the back. The space was ample and with



seats placed here and there, provided convenient resting places for people
waiting for friends on the trains.

The baggage department was given two large spaces on both the first
and second floors. The station was rigidly kept clear of idlers, for Officials
in uniform were at each door leading from the main entrance and tickets
had to be shown that would allow entrance to the central hall.

The railway tracks ran up to within thirty feet of the station.

October 18, 1888 Work on completing the station continued, while a
great number of people came down to visit the new station. The main
railroad tracks could not come right up to the station as planned until the
debris from the old station could be cleared away. In addition to the
general ticket wicket, there was a neat wicket for the ladies in the ladies
waiting room, set apart for the ladies use only, where tickets could be
purchased quietly, without the ladies having to undergo the crush at the
general ticket wickets. Special police were trained to be of assistance at the
station.

Montreal Witness, October 16 & 18, 1888.
Bonaventure station Montreal, S.S. Worthen, Canadian Rail,

Terminal Stations of Montreal; Omer Lavallee, C.H.R.A. News Report;
No. 92, September, 1958.



UPTON February 11, 1889

The Montreal Daily Witness reported a quixotic moment on the
night of February 11th, 1889, on the Grand Trunk Railway, between Upton
and Actonvale. A farmer named Louis Lorion was driving from Actonvale
and had fallen asleep in his sleigh. When the horse came to the railway
crossing near the town, the horse on its own, turned from the road onto the
railway tracks, and started trotting on the tracks towards Upton. A young
man named Poulin, who had witnessed the animal's mistake ran after the
stray animal for nearly a mile, but the horse started to gallop and Poulin
could not catch up with the horse and sleigh.

At this time of the night he local GTR train was steaming along
from Upton. The horse and sleigh, and the train were moving towards
each other, both at a gallop. The engineer saw the horse in the dark ahead
still charging toward the locomotive, and immediately applied the brakes and
whistled. It would seem Lorion was still asleep. Horse and train collided.
The horse was killed but Lorion managed to survive the collision.



CRAIG'S ROAD JULY 9, 1895

For a century throughout the counties of the Province of Quebec a
very common railway encounter to a great many Roman Catholic Parishes
were the railway pilgrim trains that ran first to Quebec-Levis; then east over
the Quebec Railway Light and Power to the shrine at Saint Anne de
Beaupre on the north shore of the St Lawrence. All the railways in the
Province of Quebec operated these summer excursions, transporting entire
parishes in one special religious train under the direction of the parish
priest.

On the evening of Monday, July 8th, 1895, the Grand Trunk Railway
prepared two special trains, to carry 550 people, from Norton Mills near the
Vermont border and Sherbrooke. Both trains would run north and west to
the junction town of Richmond, where they would turn through the wye
and enter the old Quebec and Richmond Railway line that ran north and
back east to the St Lawrence River terminal of Levis, opposite the City of
Quebec. The first and leading train of nine coaches left Sherbrooke at 9:30
P.M., and the second train left Norton Mills at 8:30 P.M. Travelling
through the dark night the Sherbrooke Special came to a stop at Craig's
Road station at about three o'clock in the morning. The semaphore signal at
the station was set to Red or Danger. The last car in the train was the
Pullman car "Balmoral" transporting the priests and those in charge of the
pilgrimage. Pointe Levis was less than fifteen miles away. The Norton
Mills passenger extra was known to be running twenty minutes behind the
Sherbrooke train. One of the pilgrims, a baker from Richmond, named
Sampson and a young lad named Bedard had got off the train at this early
hour to stand talking on the platform. They saw the second train
approaching, and thought it would of course stop-the semaphore was at
stop. the train speed did not reduce. Conductor Dionne of the Sherbrooke
train who was also on the station platform saw the oncoming titan. He
recognized the immediate danger and yelled the order "All Aboard." The
Sherbrooke gave his locomotive steam and she slowly moved ahead. Both
Sampson and Bedard tried to jump onto the train but failed and fell back
to the platform. The Sherbrooke train was just in motion when the second
Grand Trunk Extra train still running at full speed with no regard for the



red danger signal smash into the Pullman sleeping car "Balmoral" of the
Sherbrooke train. The Pullman was forced forward, its roof torn off,
telescoping the coach in front of it. The engine seemed to rear up and turn
completely around and smashed into the ground. Engineer McLeod and
Fireman Perkins were killed. Every berth in the Pullman car was full, and
many died without ever knowing that they were even in danger. Passengers
were pulled from the passenger cars, some dead some wounded. The station
master sent a telegraph to the Railway Quickly the orders were given to
run a medical rescue train from Levis with Doctors on board, and a work
train to clear the track. The wounded were placed in the medical Extra
and sent east to the hospitals in Quebec.

Thirteen persons were killed in the train wreck, eleven were
passengers. Engineer Hector McLeod and fireman Richard Perkins died.
They had passed the red signal. All experienced railway men could give
any explanation other than the engine crew had fallen asleep at their posts.
Mr Wainwright, the Assistant General Manager of the Grand Trunk issued a
statement that he felt intensely the lamentable character of the occurrence
through a disregard of a danger signal. The men responsible for the
accident are dead and beyond investigation, so there is nothing that to be
said as to the cause. The engineer of the second train knew, of course, of
the first, and it is quite unaccountable how the signal should have been
ignored.

The dead; Charles Bedard Miss Valin Miss Phaneuf
Miss Bedard Aunt of Miss Valin
Reverend J. L. Mercier Mrs J. B. Cayer
Reverend F.P. Dignan Miss Delycourte
Mr Cogan John O'Farrell
Engineer Hector McLeod Fireman Richard Perkins

Toronto Globe September 10, 1895



ASBESTOS AND DANVILLE RAILWAY 1897

In 1881 the mineral asbestos was discovered in 1881 on a farm six
miles east of the station of Danville. In 1895, a larger company called
Asbestos and Asbestic took over the site and expanded the operation. In
1897 a narrow gauge railway was built at the mine site. At first asbestos
was shipped by road to the Grand Trunk station at Danville, but in 1897
work started on building a standard gauge railway, the Asbestos and
Danville, to link the new mining town of Asbestos with the Grand Trunk
Railway at Danville. Property rights delayed the completion of the railway
until 1900. The first locomotive was an old GTR 4-4-0 engine, No. 61,
that had been built by Neilson in 1860.

At first, the A&D locomotive ran over a small portion of the GTR
at Danville, but after a few years the A&D built their own railway yard on
their land, that had a capacity for two hundred railroad cars.

The asbestos mine developed into the worlds largest open pit asbestos
mine. Called the Jeffery Mine, Johns-Mansville took over the operation of
the company in 1917. The narrow gauge railway was taken out and electric
locomotives worked alongside steam locomotives in the open pit. The a&D
had 22 miles of railway servicing the company that included a six mile
mainline.

The railway, over the years had some thirty-three steam locomotives
acquired on the second hand market. At the end of the 1920's a portion of
the railway form the mill to the waste dumps was electrified and three
electric locomotives were purchased for this operation.

Le Chemin de Fer Asbestos et Danville: Hugues W. Bonin, Canadian Rail,
No. 414, January-February, 1990.



GORE APRIL 29, 1898

A serious rear end collision occurred on the Grand Trunk at
Gore Siding four miles from Richmond, on the evening of April 29th, 1898.
Conductor Lord's train had taken the siding at about 7:10 P.M. and the new
brakeman did not set the semaphore as he was required. Before the train
got into the siding, a second train with Grand Trunk engine No. 402 came
up from behind and ran into the rear of the first train. Engine 402 was
badly damaged by the collision, as were three freight cars of the first train.
The debris caught fire and it took hours to restore service.



IMPROVEMENTS 1890 TO 1900

The Grand Trunk Railway announced June, 1889 that a new station
would be built at Sherbrooke. Work started on the demolition of the old
1852 enclosed station in March of 1890. A large brick station was built on
the old location. on Depot Street. The last paint was put on the new station
July 26th, 1891.

The Richilieu River Bridge was rebuilt in 1898. The seven span
bridge was rebuilt as an ordinary iron deck truss bridge of six spans of 155
feet length and a 149 foot draw span, making a total length of 1107 feet.

In 1899 new stations were built at St Hyacinthe and Arthabaska.

During 1898-1899 the Grand Trunk improved the railway by building
thirty-five steel bridges between Island Pond and Montreal. The most
notable was the GTR bridge across the Magog River at Sherbrooke. Work
started April 15th, 1898 when three cars of iron arrived at Sherbrooke. The
old piers and abutments were used.

Le Pionnier de Sherbrooke

The Railway and Shipping World



INTERCOLONIAL TO MONTREAL MARCH 1, 1898
TRACKAGE RIGHTS OVER
THE GRAND TRUNK RAILWAY.

THE DRUMMOND COUNTY RAILWAY

The Drummond County railway was chartered in 1886 to build a
local line from Drummondville, to the Grand Trunk eastward to a point
between Kingsey and Victoriaville, on the Quebec and Richmond line.
Additions to the railway's charter gave it a western extension, to the GTR
at or near St Hyacinthe.. The first section; the western, from Ste Rosalie,
near St Hyacinthe, was completed in 1890. The section at the east end; to a
junction with the Grand Trunk Railway, on the west bank of the Chaudiere
River was completed in 1898.

During the 1896 federal election the Liberal Party pledged that the
Intercolonial Railway would be extended through the Province of Quebec
to a terminal at Montreal. The territory given in the very charter of the
Drummond County Railway. The Government of Canada, through the
Intercolonial, leased the Drummond County. While this would become part
of the mainline of the Intercolonial, and later of the Canadian National
Railways; there were two gaps, the Chaudiere River, and most importantly,
from Ste Rosalie across the St Lawrence River to downtown Montreal. The
Intercolonial Railway and the Grand Trunk Railway of Canada sat down in
the May 15th, 1897, to work out an agreement.

February 1st, 1898 a lease was concluded between the Grand Trunk
Railway Company of Canada and Her Majesty Queen Victoria, as
represented by the Honourable Minster of Railways and Canals of Canada.

The Intercolonial Railway having a desire to extend their railway from
Chaudiere Junction, in the Province of Quebec, to the City of Montreal in
the same Province.



Intercolonial Lease

1. The Intercolonial Railway would have an undivided one half share or
leasehold interest in the Grand trunk's railway and property between and
including Ste. Rosalie and St Lambert Station at the eastern end of the
Victoria Bridge. That the Intercolonial had the use of this GTR route for its
trains between Ste Rosalie and. Bonaventure Station, in the city of
Montreal.

2. The Intercolonial was allowed the use of the GTR's Victoria Bridge
across the St Lawrence River.

3. The ICR would be allowed the use of the Grand Trunk freight yards
and engine terminal, at Turcot Yard, Montreal.

4. The Intercolonial Railway was to have with the Grand trunk an
undivided one-half interest in and the use of the bridge across the
Chaudiere River

The term of the lease was for ninety-nine years starting from March
1st, 1898. The yearly rental that the ICR would pay the GTR was
$140,000.00 per year.

The lease was signed February 1st 1898 by Charles M. Hays General
Manager of the Grand trunk Railway Company of Canada; and by Andrew
G. Blair, Minister of Railways and Canals of Canada.

March 1st, 1898 the first Intercolonial Railway train Halifax and
Quebec ran over the Grand Trunk Railway from Ste. Rosalie into the heart
of Montreal's Bonaventure Station.

Canada Sessional Papers, 61 Victoria, 1898, No.57, pl-5



THE VICTORIA JUBILEE BRIDGE 1898

With the march of time the single track Victoria Tubular bridge
had become a major bottleneck for the improved and large Grand Trunk
Railway system by the turn of the century. The smoke and gases from the
steam locomotives in this iron Tunnel made the air very foul and despite in
recent years a strip of plating along the center of the roof was removed to
increase ventilation. Rust and corrosion from the products of coal
combustion, dampness and even the drippings of brine from refrigerator cars
compromised the integrity of the iron work after forty years. The company
decided to erect a new structure. A new bridge was designed under the
direction of the Grand Trunk chief engineer Joseph Hobson.

May 4th, 1897 work commenced on the new bridge. First the
masonry piers on the upstream were extended on the old foundations from
21 to25 feet. On the downstream side the piers were extended straight
upward on the foundation to give additional width to the new double track
bridge. The new limestone masonry came from William Gibson's quarry at
Beamsville, Ontario. The new masonry was transported to site by a small
repair car that ran on the top roof of the old bridge to the appropriate pier
where a steam derrick lifted it off the car and placed the stone block inits
required place.

The superstructure consists of twenty-four spans of pin-connected
through steel trusses, each 254 feet long and one over the main channel of
348 feet. The new bridge has room for two standard railroad tracks and
two roadways and foot-paths on each side. The old bridge was sixteen feet
wide; the new bridge would be nearly sixty-seven feet wide. Six of the
trusses were built by Dominion Bridge Company at its Lachine Works, ten
trusses were built at the Detroit Bridge and Iron Works, and nine at the
Union Bridge Company of New York City. The entire 25 spans were
erected by the Detroit Bridge and Iron Works.



Work commenced in November 1897 on the superstructure's
west end truss. The new bridge was built completely around the tube of the
old bridge. There was little disruption in train service, but severe winter
weather slowed construction during the winter of 1897-1898. From March
1898, three steel trusses were built each month from the west end. At the
east end work started April 24th on one span but three were completed in
May, and five spans in June. The center span was built on the cantilever
principle. The steel work was completed on August 19th, 1898.

On December 13th, 1898, the second track across the new
Victoria Jubilee Bridge was completed with a double track, The first train
to pass over it being the St John local over the route of the premier
Champlain and St Lawrence Railway, Engineer Day piloted Grand Trunk
Jocomotive No. 265. The old iron tubular bridge was dismantled in the
following months. Soon Grand Trunk trains from Portland and Quebec-
Levis and the added trains of the Intercolonial Railway from the maritime's
would rubble over the double track bridge to the GTR Montreal terminals.

An official ceremony was held October 16th, 1901 when the
Duke and Duchess of Cornwall and York, the Duke was the son of King
Edward, the former Prince of Wales, rededicated the new Victoria Jubilee
Bridge.

Source: The Railway and Shipping World 1898-1900, Hamilton Public
Library



SHERBROOKE NOVEMBER 19, 1898

Sherbrooke station master Waddleworth, at just about eleven o'clock at
night, on November 19th, 1898 was expecting a very heavy freight train
from the west, loaded with export wheat, bound for the grain terminal at
Portland, Maine.

The train was a doubleheader, Grand Trunk locomotives 237 and 816.
The train was in charge of Conductor J. Delaney of Richmond. The engine
crew of No. 237 was Joseph Carr and his Fireman was H. Hookey. The
Engineer of the 816 was George Pearson, and his fireman was George
Proulx. The train was forty cars long. The locomotives lumbered across the
St Francis bridge and were making only six miles per hour crossing King
Street and was slowly over the switch onto the passing siding. The
locomotives had just passed the GTR big brick station and in the yard
ahead Engineer Carr saw an open switch butit was too late to stop the
train. He shouted to all the engine crews. All the men jumped at once from
the locomotives.

Both locomotives left the track and were thrown on their sides. The
second engine, the 816 was badly damaged. Three freight cars left the track
and were smashed.

The wrecking train from Richmond was summoned and work started
on the wreckage, but the earth was extremely soft and it took a full day to
raise the locomotives and then restore the track.



COATICOOK FEBRUARY 17, 1899

Just around noon, February 17th, 1899 a head-on collision took
place in front of the Coaticook railway station between two freight trains.
A double header freight from Sherbrooke pulled into town and stopped at
the water tank. As the firemen were taking on water the engineers of both
engines could hear in the distance an engine whistle from the south. The
engineers quickly boarded their cabs and reversed there engines and started
to back up. At the same time a freight train from Island Pond was coming
down the grade from the International Border. It appears that the air-brakes
on the second train did not work when required and slid into the double-
header. All three locomotives were badly damaged in the collision. The
incoming engine's tender was smashed back through a boxcar. The first
engine of the double header was squashed and forced upward in the air.
One locomotive tender landed on the station platform. All of the engine
crews had time to jump.

WATERVILLE FEBRUARY 20, 1899
The locomotive of the "Scoot" was derailed at the Waterville
station.

RICHMOND AUGUST 5, 1899

The "Scoot" train was coming into Richmond at 7:10 on the
summer evening of August Sth, 1899 from a quick trip from Sherbrooke,
when it jumped the track at the "Woodyard' near the present Melbourne
bridge. When it jumped the tracks the engine hit a freight car full of cedar
logs. Attached to this car of logs, were work-cars full of Italian workmen,
who were just sitting down to their supper after a day of laying new steel
rails. Engineer William Clarke and his fireman Louis Linahen crawled out
from beneath the ruined locomotive. About five men were moderately
injured.



SHERBROOKE NOVEMBER 14, 1899
Early on the morning of November 14th, 1899 a rear-end

collision occurred at about 4:00 A.M. it happened near the semaphore at the
western end of the Sherbrooke yard. An east-bound freight train in charge
of Conductor Damon had stopped to leave some cars on the siding. The
engine had uncoupled and was doing some switching. At this very same
time, a double-headed freight train, following from the west came around
the slight curve after crossing the Magog River bridge. The engineers were
not expecting to find a train standing on the main line in front of them.
They had expected a clear track ahead through Sherbrooke. The lead engine
of the double-header, GTR No. 817 smashed into the van of the standing
train. Locomotive 817 was a wreck. The van quickly caught fire and the
fire brigade was called to the scene.

Locomotive 817 was a 2-6-0 mogul type built be the Grand Trunk at
its Point St Charles shops in 1882. it would become CNR 563 in 1923
and was scrapped in '1925.

WATERVILLE NOVEMBER 24, 1899
A Grand Trunk west-bound freight train derailed abouta mile east of
Waterville station. Seven or eight freight cars were derailed and damaged.

COMPTON December 13, 1899

Two freight trains collided about one-half mile east of the Compton
station around ten o'clock at night, December 13th, 1899. The east-bound
freight was a double-header. The impact was great and one of the
locomotives was thrown completely into the ditch. The accident was blamed
on a misunderstandings about the train orders that night. The east-bound
had stopped at Compton to allow a west-bound freight to pass at Compton
station. When the west-bound had passed the east-bound freight started up
and out of the siding, not being aware that a second west-bound freight
was running behind the first.



RICHMOND DECEMBER 28, 1899
A head-on collision occurred about three miles west of
Richmond at seven o'clock on the morning of December 28th, 1899. Both
trains collided at speed. Engineer Trudeau of the west bound train was
reported as being badly hurt. Both engines remained in the ditch.

SHERBROOKE FEBRUARY 11, 1900

11:23 in the morning, was the expected time of arrival of the
Express from Montreal at the Sherbrooke station. On the morning of
February 11th, 1900, the Express had made good time over the railway.
About one mile west of the station, very near the Magog River bridge, the
express ran head first into a standing freight. The semaphore was up at the
time protecting the freight, and should have closed the track to the Express;
but the semaphore was located at a slight curve, on the east side of the
curve and it was impossible for an Engineer of an east-bound train coming
into Sherbrooke to see it in time to stop. Normally fast trains stop with
difficulty, just past the semaphore, but on this day the freight was much
too close to the semaphore and there was not an inch to spare when the
Express came around the curve, brakes now on, and smacked into the face
of the freight locomotive. The Express locomotive was lifted upwards on it
own cowcatcher or pilot. The freight locomotive was badly damaged. The
numerous passengers were badly shaken up but there were no injuries.

COATICOOK FEBRUARY 10, 1900

The Grand Trunk Midnight Express running east Montreal to
Portland ran into the rear end of a freight train two miles west of
Coaticook, Saturday night, February 10th, 1900. The freight could not make
it up the grade in time and was run down by the fast moving express. The
van and two cars were wrecked. Nobody was injured.



