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FRONT COVER: Resplendent  in the classic CNR passenger diesel colours of green, yellow and black, new MLW FPA4 6765 pauses at 
Moncton, New Brunswick in August 1959 with the westbound “Ocean Limited”. The outbound engineer, clad in classic garb is striding 
alongside his charge while the fireman waits to hand up the grips, lunch buckets and water pail. D. MacIntosh, Smaill collection, (Thanks 
also to Bill Linley and the Orangedale Station, Nova Scotia gang for saving this image with Exporail in mind)

BELOW: The Canadian Government Railways was the first Canadian railway to purchase all steel sleeping cars.  The fourteen L class 
sleeping cars were the third lot of such cars built for the CGR and were built by the Pullman Company in 1918 for service on the Ocean 
Limited.  These cars with their uncommon 10 section-2 drawing configuration would remain in service until the 1960s. – Library Archives 
Canada PA182692

PAGE COUVERTURE : Resplendissante dans sa livrée verte, jaune et noire classique des locomotives diesels du service passagers du 
CNR, la FPA4 de la MLW no 6765 est en attente à Moncton, Nouveau-Brunswick, avec l’Océan en direction ouest en ce mois d’août 1959.  
Le mécanicien, vêtu de l’uniforme traditionnel, s’avance vers son poste tandis que le chauffeur se prépare à saisir la boîte à lunch et le 
seau d’eau.  D. MacIntosh, collection Smaill (merci à Bill Linley et au personnel de la gare d’Orangedale d’avoir sauvegardé la photo pour 
Exporail).

Ci-DESSOUS : Le Canadian Government Railway  (CGR) fut le premier chemin de fer canadien à acquérir des voitures-lits entièrement 
métalliques.  Les 14  voitures-lits de classe L faisaient partie du troisième lot de cet ensemble de voitures destinées au CGR.  Construites 
par la compagnie Pullman en 1918 pour l’Ocean Limited,  ces voitures, avec leurs configurations inusitées de 10 sections et deux 
chambres, demeurèrent en service jusque dans les années 1960.  Bibliothèque et Archives Canada PA 182692.
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When the “Ocean Limited” was inaugurated in 1904, the Grand Trunk Railway’s Boanventure Station in Montreal was the western 
terminus of this new service. This view shows Bonaventure circa 1890 and before the fire of 1916. The Montreal terminal was 
switched to Central Station when it opened in 1943. Canada Museum of Science and Technology Archives, CN001037.

La gare Bonaventure de Montréal était le terminus ouest de l’Ocean Limited au moment de l’inauguration de ce dernier en 1904.  
Cette photo, prise vers 1890, illustre la gare avant l’incendie de 1916.  Le terminus de Montréal fut transféré à la gare Centrale en 
1943.  Archives du Musée canadien des sciences et de la technologie, CN001037. 

The passengers on this night have forsaken the 
jet airplane and private automobile — or that antithesis of 
long distance travel comfort, the bus — to ride a train that 
now carries an aura of antiquity with it. This is also a less 
hurried way, as VIA Rail would say “more human way” to 
travel, devoid of the deep vein thrombosis experienced in 
cramped aircraft cabins, or the road rage now becoming 
prevalent on crowded highways. 

Indeed, with VIA Rail operating as a Crown 
corporation, train travel carries a more “royal” cachet 
than any other form available to Canadians…or anyone 
else. Few Canadians realize they are riding aboard the 
second oldest continuously scheduled named train 
service in the world. Not even legendary trains like the 
Orient Express, the California Zephyr, or South Africa’s 

Blue Train, can claim to have run without interruption for 
as long as Canada’s premier eastern express.

To reach that status required a political gamble 
by then Minister of Railways and Canals Henry Robert 
Emmerson, the Maugerville, New Brunswick Liberal in 
Sir Wilfrid Laurier’s government, who had taken control 
of the government owned railway at a time when costs 
were mounting and public opposition to increased 
subsidies in areas not served by the railway was increasing.

Previously the ICR’s only Montreal-Halifax train 
had been the Maritime Express-. Bowing to political 
pressure, the number of stops had increased to the point 
where the train was stopping at even the smallest stations 
between Halifax and Montreal.  This made the “Express” 
moniker a joke.   More seriously, the Canadian Pacific – 



97 CANADIAN RAIL • 536MAY – JUNE 2010

which was lobbying to either takeover or secure 
running rights on the ICR’s Maritime lines – was 
running through cars between Montreal and Halifax 
using its Short Line across Maine and the ICR east of 
Saint John on a schedule much faster than that of the 
Maritime Express. 

As its name implied, the Ocean Limited was 
planned to be an exclusive and opulent service.  
Initially, it was scheduled to run only in the summer 
months when vacation and transatlantic traffic 
peaked. 

Emmerson knew the railway needed a 
flagship, something to show to the nation and the 
world that the government was determined to make 
its publicly owned railway (a proposition openly 
derided by the robber barons of the privately owned 

American railways) a paying proposition.  
To do that required a massive 

infusion of money to bring the track, 
roadbed and bridges up to a standard 
necessary to carry longer, faster, heavier 
locomotives and their trains, and 
Emmerson told Parliament he intended to 
make the Intercolonial “the great asset of 
the Dominion.”

That might explain why, as the 
train was being planned in 1901, the 
proposed name was the Imperial Express 
which, as the Railway & Shipping World 
magazine noted in its March 1901 edition, 
sounded too much like the CPR’s Imperial 
Limited, “…and should be changed to 
something original.”

T h e  O c e a n  L i m i t e d  w a s  
immediately popular, and soon attracted a 

regular clientele.  Up to 1912, the 
train operated seasonally and did 
not run on Sundays in the 
Maritimes where the Lord’s Day 
Act was strictly enforced.  When 
the Ocean Limited began 
operat ing year-round,  the 
Maritime Express faded into a 
plodding secondary train stopping 
on average every 8 miles.

Henry Robert Emmerson (1853-
1914) The Liberal minister of 
r a i l w a y s  i n  t h e  L a u r i e r  
government, he introduced the 
Ocean passenger service to help 
make the Intercolonial a valuable 
asset to the Dominion. (Topley 
photo, Library and Archives 
Canada PA 026992)

Henry Robert Emmerson (1853-
1914), ministre libéral du chemin 
de fer dans le gouvernement 
Laurier.  Il a introduit le service 
passager Océan afin d’aider 
l’Intercolonial à devenir un atout 
de valeur pour le Dominion. (Photo 
Topley, Bibliothèque et Archives 
Canada, PA 026992)

The Maritime Express in the Wentworth Valley, Nova Scotia in 1903. 
Photographer unknown, Canada Museum of Science and Technology, CN 
Collection 000404.

Le Maritime Express dans la vallée de Wentworth, Nouvelle-Écosse, en 1903.  
Photographe inconnu. Musée canadien des sciences et de la technologie, 
collection CN00404.

An engraving, based on the photo above of the Maritime Express graced a Dominion of Canada $ 5 banknote in 1912. Some 
11,019 five dollar Dominion notes were issued bearing the illustration of the Maritime Express between 1912 and 1931. Banknote 
number 440167 was bequeathed by Frederick Angus along with many others with railroad motif to the CRHA. CRHA Archives 
Fonds Angus.

Une gravure, inspirée de la photo ci-dessus du Maritime Express, illustre un billet de 5 $ du Dominion du Canada en 1912.  Quelque 
11 000 exemplaires de ce billet furent imprimés entre 1912 et 1931.  Le billet no 440167 fut légué à l’ACHF par Fred Angus, ainsi que 
plusieurs autres avec motifs ferroviaires.  Fonds Angus.
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Contrary to popular belief, the government owned railway could be venturesome.  The Intercolonial had a number of firsts to its 
credit including being the first Canadian railway to use 4-6-2 Pacific type steam locomotives. The larger grate area of the firebox , 
made possible with the use of a trailing truck made the new  Pacific type engines the locomotive of choice for ICR passenger trains 
from 1905 onward. In fact, the increased schedule of the “Ocean Limited” with advent of steel underframed passenger equipment 
made engines the size of a 4-6-2 an absolute necessity. In this summer 1911 view at Truro, 4-6-2 333 will become the motive power 
for the westbound “Ocean Limited”. Eventually, this engine which began service as 2nd 333 on the ICR was retired in 1942 as CNR 
5542. Sister Pacific 5550 now preserved at Exporail was built by MLW in 1914 for the Intercolonial / Canadian Government 
Railways as that carrier’s no 451. Kenneth S. MacDonald collection.

Contrairement à la croyance populaire, ce chemin de fer, 
propriété du gouvernement, se révéla une entreprise à 
risque.  L’Intercontinental Railway (ICR) fut le premier 
chemin de fer canadien à utiliser des Pacific 4-6-2.  À partir 
de 1905, l’ICR a privilégié ce type de locomotive qui, grâce 
au support d’un bogie arrière, pouvait comporter une grille 
de foyer plus large.  Le recours aux 4-6-2 fut rendu 
nécessaire pour réduire le temps de parcours de l’Ocean 
Limited et tirer les nouvelles voitures de passagers plus 
lourdes à châssis métalliques.  Truro, été 1911, la 4-6-2 no 
333 sera à la tête de l’Ocean Limited en direction ouest. Cette 
locomotive, la deuxième no 333 pour l’ICR, fut retirée en 
1942. Elle portait alors le no 5542 pour le CNR.  Sa sœur, la 
Pacific no 5550, actuellement préservée à Exporail, fut 
c o n s t r u i t e  p a r  l a  M L W  e n  1 9 1 4  p o u r  
l’Intercontiental/Canadian Government Railway et portait à 
l’origine le no 451.  Collection Kenneth S. MacDonald.

Canadian National acquired its first 15 Mountain type steam 
locomotives from the Canadian Locomotive Company in 
Kingston, Ontario in 1923.  Lanky Mountain 6010 posed on 
the head end of the Ocean Limited at Moncton in 1928.  J. 
Markham, Douglas N W Smith Collection.

Le Canadien National a acquis ses 15 premières 
locomotives à vapeur de type Mountain en 1923 de la 
Canadian Locomotive Company de Kingston, Ontario.  La 
Mountain no 6010, quelque peu dégingandée, est 
photographiée  ici à la tête de l’Ocean Limited à Moncton en 
1928.  J. Markham, collection Douglas N. W. Smith.
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CNR U2g 4-8-4 6207 was part of an order of “war baby” Northerns built by Montreal Locomotive Works in 1942. As they were 
delivered, they were immediately placed in service between Moncton and Halifax supplementing their older 6100 series sisters. In 
1942, heavy wartime passenger and freight traffic saw the Northerns placed into service on the entire Montreal – Halifax run. In this 
postwar view from August 1949, Northern 6207 has the westbound “Ocean Limited” well in hand leaving Halifax for the west. 
Photo: Kenneth S. MacDonald.

La locomotive 4-8-4 U2g no 6207 du CNR, construite par la Montreal Locomotive Works en 1942, faisait partie de la commande des 
Northern du temps de la guerre.  Au moment de leur livraison, elles furent mises en service entre Moncton et Halifax, en renfort de 
leurs sœurs de la série 6100.  On en a observé aussi en 1942, à la tête de  trains de passagers et de marchandises entre Montréal et 
Halifax.  On aperçoit, sur cette photo d’après-guerre de 1949, la Northern no 6207 à la tête de l’Ocean Limited en direction ouest.  
Photo : Kenneth S. MacDonald.

From Montbec (about two miles east of St 
Hyacinthe) to Chaudiere (about two miles west of 
Charny, our train rolls over the former Drummond 
Country Railway.  Built in the 1890s, the Intercolonial 
acquired the line in 1898 as part of a push by the Laurier 
government to extend the government owned system to 
Montreal.  The receding headlights of private vehicles on 
Autoroute Jean Lesage, which chases the railway 
between Montreal and Quebec City, shows that the 
railway can still beat the horseless carriage for speed and 
comfort, and the train passenger almost feels sorry for the 
harried motorist as he is left behind in his desperate hurry 
to beat the truck traffic. 

Track abandonments east of Charny ended the 
picturesque run along the banks of the St Lawrence to the 
Levis station and the Ocean now runs inland from the 
river.  The Dominion government purchased most of the 
section from Charny to Riviere du Loup from the Grand 

Trunk Railway in 1879.  The Grand Trunk happily turned 
over the under maintained and thinly traffic line to the 
ICR and used the funds to extend its main line from Port 
Huron, Michigan to Chicago. 

It is only at Rivière du Loup that the Ocean 
begins travelling over the original Intercolonial line.  A 
rail link to the Maritimes built by the Dominion 
government was one of the main demands of the east 
coast residents made when discussing the confederation 
of the British provinces in the 1860s.  While Nova Scotia 
and New Brunswick politicians had espoused the project 
for the previous two decades, the project floundered as 
neither private capitalists or the British government was 
willing to finance on the line through the sparsely 
populated areas of New Brunswick or eastern Quebec.  
The notion of government construction and ownership 
came from the Maritimes that had a tradition of this; the 
Nova Scotia Railway and the European & North 
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American Railway were owned by the two provinces.  It 
was agreed that the Dominion government would 
takeover the railways owned by Nova Scotia and New 
Brunswick and to extend the them to form an 
intercolonial railway system from the St Lawrence River 
to Halifax.  Riviere du Loup was designated as the 
western terminus in 1867.  Oddly, it took nine years to 
complete the less than 500 miles of new construction 
needed to finish the eastern transcontinental line.  The 
reasons centred on political wrangling over the route of 
the line, patronage appointments and construction 
materials.  The process sorely tried Sandford Fleming 
who oversaw the surveys and construction of the line as 
engineer-in-chief.

With no hope of seeing much along the southern 
shore of the St. Lawrence River before dawn greets the 

train beyond the spectacular Matapedia Valley of the 
Gaspé Peninsula, the history of the line and this train is all 
there is to engage the imagination of the wide-awake 
traveler.

Bic, Quebec posed the first of four major 
engineering challenges for Fleming’s crews, requiring the 
removal of half the mountain face along the coast of Otty 
Bay. This feature is lost to the darkness on the current 
schedule, as the train goes by well after 2 a.m.

So too is the somber rail-side grave of John 
Frederick Darwall, passed by the train shortly after leaves 
Causapscal at four o’clock in the morning. One of seven 
engineers on Fleming’s staff to die at a young age, Darwall 
was drowned he attempted to cross Lac au Saumon on a 
bitter winter night in 1871. He was thirty-six years old.

Again in darkness, the Ocean crosses the 
Restigouche River on the 
border of Quebec and New 
Brunswick, crossing the 
river close to the whirlpool 
where Capt. John Hodges 
P i p o n  o f  t h e  Ro y a l  
Engineers lost his life in 
1846 as he conducted the 
survey later taken over by 
Major William Robinson, 
for whom this route is 
named.  

The crossing of 
the Restigouche is made 
shortly after Matapedia, 
where the thrice-weekly 
rendez-vous between the 
Ocean and the Chaleur  
takes place. The Chaleur 
wends its way along the bay 
towards Gaspé, but not on 
this night. Residents of the 
communities along the 325 
kilometre (203 miles) 
route ,  l ike  so  many  
Canadians on other routes, 
know their railway service 
hangs in a precarious 
balance between necessary 
subsidy funding and the 
political will to keep the 
route open.

Before reaching 
sun-up at Campbellton, 
New Brunswick at 7.22 
a.m., the Ocean passes 
through the only true 
t u n n e l  o n  M a j o r  
Robinson’s path,  the 

While the Ocean Limited was an all-sleeping car train from the 1940s through 1958, its consist 
often included long strings of head end cars carrying fresh fish, express and mail.  The Alco 244 
engined FPA2’s arrived in 1955 and were a welcome  addition to the passenger diesel motive 
power assigned to the CNR’s Maritime passenger services. The 6711 eventually was 
renumbered 6756. The later 6760 series FPA4’s powered with the dependable Alco 251 diesel 
engines would  replace the FPA2’s after 1959. On April 28, 1956, FPA-4 6711 and FB-2 6807 
head up the eastbound 14 car train at Moncton, New Brunswick. Kenneth S. MacDonald.

Quoique l’Ocean Limited fût un train exclusivement constitué de voitures-lits entre 1940 et 1958, 
on y ajoutait fréquemment plusieurs wagons pour le transport de produits frais de la pêche, de 
colis express et de poste.  L’acquisition par le CNR, en 1955, des locomotives diesel FPA2 avec 
des moteurs Alco 244 fut fort appréciée pour le transport des passagers dans les Maritimes.  La 
no 6711 fut renumérotée plus tard 6756.  Les FPA4 de la série 6760 avec des moteur Alco 251 
remplaceront les FPA2 après 1959.  En ce 18 avril 1956, les FPA4 no 6711 et FB2 no 6807 sont à 
la tête du train no 14 en direction est à Moncton, Nouveau-Brunswick.  Kenneth S. MacDonald.



The two bridges were among the 
longest and most expensive structures on the 
entire line. While Fleming has been given credit 
for their construction, the work was overseen by 
Light — who had far more experience with iron 
bridge construction — and Smellie, who found 
the local stone for the abutments that prevented 
the project from going dramatically over budget 
and pitching Fleming into a political quagmire.

The City of Miramichi today contains 
the old community of Newcastle, which at the 
time of the 1846 survey for the railway, was the 
second-largest community in New Brunswick 
after Saint John. It was for this reason local 
Conservative MP Peter Mitchell, a perennial 
minister in Sir John A. Macdonald’s cabinet, 
insisted the Intercolonial follow Robinson’s 
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Morrissey Rock tunnel that was built at 
the expense of the lives of two navvies 
who were careless with their black 
blasting powder! 

At about 10: 30 a.m., and with 
daylight now a constant companion along 
the remainder of the route, passengers on 
the Ocean get a good opportunity to 
experience the bridges over the 
Miramichi River, the second major 
obstacle presented to Fleming’s 
volunteers as the line was built eastward, 
and one overcome by his divisional 
engineer Alexander Luders Light, and 
district engineer William Baillie Smellie. 

Alexander Luders Light (1822-
1894) :  A  ve teran o f  New 
Brunswick railway construction, 
he built the European & North 
American line, and was district 
engineer for the difficult work of 
the Intercolonial in Northern New 
Brusnwick. (Jay Underwood 
collection)

Alexander Luders Light (1822-
1894). Vétéran de la construction 
du chemin de fer au Nouveau-
Brunswick.  Il a construit la ligne 
European & North American et fut 
ingénieur de dist r ic t  pour 
l’Intercolonial dans la région nord 
du Nouveau-Brunswick, où il 
dirigea des travaux fort difficiles.  
Collection Jay Underwood.

William Baillie Smellie ( 1830-
1912): The Scottish-born engineer 
was responsible for the erection of 
the Intercolonial Railway bridges 
over the Miramichi River in New 
Brunswick (Photo courtesy Smellie 
family)

William Baillie Smellie (1830-1912). 
Ingénieur d’origine écossaise, il fut 
responsable de l’érection du pont 
de l’Intercolonial au-dessus de la 
rivière Miramichi au Nouveau-
Brunswick.  Offert par la famille 
Smellie.

In a wonderful image from the mid fifties when the CNR was dieselizing the 
Maritime passenger services with a vengeance, the westbound Ocean Limited 
and its slower running mate, the Scotian, were photographed at Truro on March 
23, 1958.  The C-Liners 6705 and 6805 head up the departing Ocean, while the 

6511 and 6611 are switching head end cars from 
the Sydney connecting train into the consist of the 
Scotian. Less successful than their GMD and MLW 
counterparts, the often temperamental CLC 6700’s 
were reassigned to Upper Canada after 1958. They 
would make occasional appearances on the” 
Ocean” and the” Scotian” in the sixties, albeit 
usually as trailing units. Kenneth S. MacDonald.

Magnifique illustration des années mi-1950 lorsque 
le CNR convertit au diesel son service de passagers 
dans les Maritimes.  L’Ocean Limited et le Scotian, 
plus lent, photographiés à Truro le 23 mars 1958.  
Les locomotives C-Liners nos 6705 et 6805 se 
préparent à tirer l’Ocean tandis que les nos 64-511 
et 6611 manœuvrent les voitures de tête du train en 
provenance de la correspondance de Sydney vers 
le Scotian.  Ayant moins de succès que leurs 
équivalentes GMD et MLW, les CLC 6700 furent 
assignées à l’Ontario après 1958.  Elles apparurent 
à l’occasion sur l’Ocean et le Scotian dans les 
années 1960 comme locomotives d’appoint.  
Kenneth S. MacDonald. 
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route along the province’s north shore.
Ironically the bridges are now mirrored across 

the river by a new twin lane highway the government of 
New Brunswick has committed to build from 
Campbellton to Moncton, making northern New 
Brunswick’s remote communities less “remote,” and 
providing further private automobile competition for 
railway passenger traffic. 

Two hours after passing over the Miramichi, the 
Ocean rolls into Moncton, a city that owes its existence to 
the Intercolonial Railway, which called the small town on 
the Peticodiac River its headquarters from 1872 until 
Canadian National Railways was formed in 1919.

To reach the station at the far end of the city, the 
train follows track laid down by Alexander Luders Light 
for the European & North American Railway in the 
1850s, and it is this line that lies bare the myth of 
Fleming’s use of iron bridges on the Intercolonial.

Conventional history records that Fleming 
engaged in a battle with the Intercolonial commissioners 
over the sue of wood or iron structures; Fleming arguing 
that iron bridges would be less susceptible to fire, and that 
iron would be easier to replace in the more remote areas 
of Northern New Brunswick where wood for bridges was, 
curiously, then in short supply. 

At some point these facts have led to the 
assertion that Fleming was the first to use iron bridges on 
Canadian railways, but Light had used them on the 
European & North American almost ten years before 
Fleming set foot in New Brunswick, and twenty years 
before the Intercolonial was completed. 

At Moncton, the old headquarters city for the 
Intercolonial, the largest numbers of passengers 
disembark from the train.  During peak travel times, 
several Renaissance cars are cut off the train to be added 

to the westbound Ocean that same day.  At present, the 
Industrial Rail Services plant in the former Canadian 
National shop at the Moncton freight yard is humming 
with massive contracts from VIA to overhaul the 
Bombardier built LRC cars, upgrade the safety and 
accessibility features of the Renaissance cars and rebuild 
VIA’s RDCs.

Continuing its run eastward, the Ocean passes 
beneath the daunting walls of Dorchester penitentiary, 
the federal prison that has held some of Canada’s worst 
criminals, and one German war criminal from the Second 
World War — Kurt Meyer, the SS commander who 
ordered the execution of prisoners of war, including seven 
members of the famed North Nova Scotia Highlanders 
Regiment at Abbey Ardennes, France in 1944.

The penitentiary was a gift to the town, 
presented by its most prominent resident, Edward Barron 
Chandler, the Intercolonial Railway commissioner who 
had also insisted the rail way take a sweeping route off the 
most direct line to Moncton so that he might take the train 
more easily between Ottawa and his home. The line also 
passed close to his proposed coal mine, which was never 
developed. 

The “Dorchester Diversion” has taken a back 
seat to other similar detours in Fleming’s line, perhaps 
because it was built by the New Brunswick government 
under the charter of the Eastern Extension Railway.

The Ocean reaches Amherst, Nova Scotia, at a 
little after 1 p.m. and comes to a halt in a town that was 
home to four fathers of Confederation: Robert Barry 
Dickey, Edward Baron Chandler, Charles Tupper and 
Jonathan McCully. 

The station building here is the oldest of any 
served VIA in Nova Scotia, and functions as the gateway 
to the province. Indeed, except for a flag stop at Springhill 

This lineup of rail diesel cars 
a w a i t i n g  o v e r h a u l  w a s  
photographed at Industrial Rail 
Services in Moncton, New 
Brunswick on October 19, 
2009. Visible are: 6212-6128, 
6224, 6207, 6137, 6208, 7214. 
David Morris.

Cet alignement d’automotrices 
diesels, en attente de révision, 
fut photographié à l’Industrial 
Services de Moncton au 
Nouveau-Brunswick le 19 
o c t o b r e  2 0 0 9 .   N o u s  
apercevons les nos 6212, 6128, 
6224, 6207, 6137, 6208 et 7214.  
David Morris.
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the Canadian Pacific Railway was built through the Rocky 
Mountains.

The next major point of interest is Folly Lake.  
Originally it was called Folleigh Lake, until a 
cartographer with the provincial department of highways 
apparently decided to change the spelling in the 1930s!

It was here in the winter of 1929 that the first 
aircraft carrying mail from Truro to Saint John, New 
Brunswick was forced to land on the lake ice and transfer 
its cargo to a waiting Maritime Express. Skeptics might 
have been excused for thinking it doubtful the new flying 
machine would ever replace the reliable steam 
locomotive to carry the Royal Mail.

At 4:35 p.m., the time the Ocean arrives at 
Halifax, the gloaming has pervaded the sky and the view 
of the Bedford Basin; Halifax’s marvelous sheet of 
sheltered water is becoming obscured. As the train passes 
through Rockingham, especially in December, 
passengers should be reminded that it was here — where 
Canadian National Railways still marshals its freight 
trains — that the inbound morning train from Saint John 
was stopped by a timely telegraph, sent December 6, 1917 
by dispatcher Vincent Coleman, warning that a munitions 

ship was about to explode in the 
Narrows.

The Ocean bypasses that fatal 
spot, and reaches Halifax’s 1928 beaux 
arts station designed by John Schofield 
to replace the grand North Street 
station damaged in the explosion. It is a 
splendid contrast to Montreal’s 
terminus, a style that reinforced the 
stability and permanence of the railway 
in the minds of the travelers and the 
shareholders, which in VIA Rail’s case 
are the same people.

Here the train will be emptied 
and later turned on the balloon track 
that runs around Halterm, the Atlantic 
container.  As part of a seemingly 
endless cycle, the Ocean will start its 
return journey to Montreal the 
following day, as it has for 105 years, 
ever faithful to those who faithfully 
believe in the comfort of railway travel, 
and the tradition of excellence that its 
venerable service still maintains as an 
asset to Canada.  

Note:  Reader’s interested in 
learning more about the Ocean 
Limited, the Maritime Express and 
their running mates are directed to The 
Ocean Limited:  A Centennial History 
by Douglas N W Smith.  The 128 page 
volume provides a history of the 

Rolling beneath the sturdy ramparts of the Truro’s magnificent stone station (alas 
now only a memory), was the eastbound Ocean on October 4, 1966. The diesel 
consist, which includes a 6800 series “Fairbanks” passenger “B” unit has been 
repainted in the red, black and off-white paint scheme as has most of the trailing 
passenger consist. The Limited appellation was dropped when the railway 
adopted bi-lingual names for its trains in the 1960s. Kenneth S. MacDonald.

L’Océan, en direction est, le 4 octobre 1966, à la magnifique gare de Truro  en pierre 
(maintenant disparue).  L’ensemble de traction diesel,  comprenant une unité B de 
la série 6800 de Fairbanks, voué au train de passagers, a été repeint avec la livrée 
rouge, noire et crème caractérisant la plupart des ensembles de traction de trains 
de passagers.  L’appellation Limited a été retirée après l’adoption de noms 
bilingues pour les trains de l’entreprise ferroviaire dans les années 1960.  Kenneth 
S. MacDonald.

Junction, there are only two other operating railway 
stations left in Nova Scotia.

Shortly after leaving Amherst on the final leg of 
the trek to Halifax, the Ocean passes the unmarked spot 
where the Intercolonial Railway was born. This is 
believed to be close to the salt processing site at Nappan 
where a small and exclusive party of local notables and 
contractors turned the first sod of the railway in May of 
1869. 

That it has been ignored and left unmarked is 
perhaps testament to the attitude of most Canadians 
towards their railway history, and the railway itself; so 
many preferring private vehicles and jet planes to get 
from Point A to Point B.

The history, however, remains very much alive 
and might some day provide VIA with a unique selling 
proposition for passengers aboard the Ocean. They might 
be interested to know, as their train climbs into the 
Cobequid Mountains of Cumberland County, that the 
embankment across Smith Brook — from which a 
splendid view of the Wentworth Valley is available when 
the winter has cleared the leaves from the trees — was the 
largest man-made railway structure in the country before 
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That is why soldiers from Halifax took this route in 1885 
to fight the uprising in the North West Territories; why 
soldiers from the Central Canada travelled the route to 
Halifax in support of the army sent to South Africa in 1900 
to fight the Boers; why young men took the train to 
Halifax in 1914-1918 to avoid the German “U-boat scare” 
in the Gulf of St. Lawrence; why Canadian heroes from 
across the country rode the rails eastward to meet the 
convoys that were massed in the Bedford Basin in 
1939-45.  In more recent times Canadian, British and 
West German armour travelled by rail from as far away as 
Suffield Alberta, to ships in Halifax waiting to take them 
to the staging points in Saudi Arabia in 1991.

Although it was conceived in, and designed for 
peacetime purposes, The Ocean travels a route whose 
selection was heavily driven by military considerations. 
The Imperial Government in London saw the 
Intercolonial Railway as an all-weather route to get 
soldiers to central Canada should American threaten the 
nescient nation.  Shortly before Confederation, the 
Imperial Government passed legislation authorizing the 
Treasury to guarantee loans of up to three million pounds 
for the railway provided that the railway would be 
available for all time to transport Her Majesty’s military 
personnel and be built on a route satisfactory to the 
British.

One passenger aboard this Ocean can appreciate 
the value of the line. Andrew is a young airman on his way 
home to Nova Scotia from Winnipeg. He can appreciate 
that the railway could not only carry troops to the interior 
at a remarkable rate, but that ports along north shore of 
New Brunswick and the St. Lawrence River could re-
supply a troop train that travelled far from the border with 
the United States, should American hubris spur thoughts 
of fulfilling the continental “manifest destiny” of which 
they so often boasted.  At the end of the American Civil 
War in 1865, it was feared that the victorious Union Army 
would be sent north to take Canada as Britain has sides 
with the defeated southern states during the conflict.

While the railway never had to be used as a 
military conduit against invading Americans, it proved its 
value during times of strife both at home and abroad.  
That is shy soldiers from Halifax took this route in 1885 to 
fight the uprising in the North West Territories; why 
soldiers from the Central Canada travelled the route to 
Halifax in support of the army sent to South Africa in 1900 
to fight the Boers; why young men took the train to 
Halifax in 1914-1918 to avoid the German “U-boat scare” 
in the Gulf of St. Lawrence; why Canadian heroes from 
across the country rode the rails eastward to meet the 
convoys that were massed in the Bedford Basin in 1939-
45.  In more recent times Canadian, British and West 
German armour travelled by rail from as far away as 
Suffield Alberta, to ships in Halifax waiting to take them 
to the staging points in Saudi Arabia in 1991.

construction of the ICR main line, the operations of the 
many Montreal-Halifax passenger trains as well as dining, 
sleeping and observations cars used from the 1870s 
through the Renaissance era, accidents and railway post 
office cars.  The volume is heavily illustrated with black & 
white and colour photos, maps and schedules.  Copies are 
available at the Exporail boutique.   

Riding the Route of Soldiers

Although it was conceived in, and designed for 
peacetime purposes, The Ocean travels a route whose 
selection was heavily driven by military considerations. 
The Imperial Government in London saw the 
Intercolonial Railway as an all-weather route to get 
soldiers to central Canada should American threaten the 
nescient nation.  Shortly before Confederation, the 
Imperial Government passed legislation authorizing the 
Treasury to guarantee loans of up to three million pounds 
for the railway provided that the railway would be 
available for all time to transport Her Majesty’s military 
personnel and be built on a route satisfactory to the 
British.

One passenger aboard this Ocean can appreciate 
the value of the line. Andrew is a young airman on his way 
home to Nova Scotia from Winnipeg. He can appreciate 
that the railway could not only carry troops to the interior 
at a remarkable rate, but that ports along north shore of 
New Brunswick and the St. Lawrence River could re-
supply a troop train that travelled far from the border with 
the United States, should American hubris spur thoughts 
of fulfilling the continental “manifest destiny” of which 
they so often boasted.  At the end of the American Civil 
War in 1865, it was feared that the victorious Union Army 
would be sent north to take Canada as Britain has sides 
with the defeated southern states during the conflict.

While the railway never had to be used as a 
military conduit against invading Americans, it proved its 
value during times of strife both at home and abroad.  
































































	Page 1
	Page 2
	Page 3
	Page 4
	Page 5
	Page 6
	Page 7
	Page 8
	Page 9
	Page 10
	Page 11
	Page 12
	Page 13
	Page 14
	Page 15
	Page 16
	Page 17
	Page 18
	Page 19
	Page 20
	Page 21
	Page 22
	Page 23
	Page 24
	Page 25
	Page 26
	Page 27
	Page 28
	Page 29
	Page 30
	Page 31
	Page 32
	Page 33
	Page 34
	Page 35
	Page 36
	Page 37
	Page 38
	Page 39
	Page 40
	Page 41
	Page 42
	Page 43
	Page 44

