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BEFORE THE 

SURFACE TRANSPORTATION BOARD 

FINANCEDOCKETNo. 36016 

STATUS OF UNUSED RAILROAD RIGHT OF WAY 
IN THE CITY OF MONTPELIER, VERMONT 

PETITION FOR DECLARATORY ORDER 

Angeles A. Zorzi, Trustee of the Angeles A. Zorzi Living Trust, Antonio Aja, Jr., Trustee 

of the Antonio Aja, Jr. Trust, and Virginia D. Aja, Trustee of the Virginia D. Aja Trust (hereinafter 

collectively referred to as "Zorzi") submits to the Surface Transportation Board (the "Board") this 

Petition for Declaratory Order (the "Petition") pursuant to 49 C.F.R. § 1011.7 (vi) requesting a 

ruling that the below described unused railroad right of way was severed from the interstate 

railroad system, and that there was a de facto abandonment of the unused right of way. A ruling of 

de facto abandonment will allow Zorzi to pursue its reversionary rights to the right of way. 

Introduction 

This Petition concerns an unused railroad right of way which crosses the lands of Zorzi in 

Montpelier, Vermont. Zorzi owns an approximately 100 acre parcel of land with frontage located 

on Barre Street in the City of Montpelier, Vermont. Along the frontage of the Zorzi property is an 

unused, abandoned rail bed formerly used by the Montpelier & Barre Railroad. The unused rail 

line is approximately 2460' in length along the Zorzi frontage on Barre Street. (See Exhibit 1, 

Affidavit of Angeles A. Zorzi). The rails used over that portion of the rail bed were removed in the 

late 1950's. The use of that portion of the line for rail purposes was never reestablished. Instead, 
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Zorzi and their predecessor have used the area to the exclusion of all others since the late 1950s. 

Although an official approval from the Interstate Commerce Commission ("ICC") authorizing the 

abandonment of the line has not been located, the evidence set forth below will demonstrate that 

the line was de facto abandoned decades ago. 

History of the Line 

The line in question which crosses the Zorzi land was originally created in December, 

1870, with a Commissioner's Award of Damages in favor of Montpelier and Wells River Railroad 

over the lands ofH. W. and G. T. Sabin, predecessors-in-title to Zorzi. Montpelier and Wells 

River Railroad operated its line until 1944, when the line was sold to Barre & Chelsea Railroad. 

Subsequently, Barre & Chelsea Railroad requested permission from the ICC to abandon its entire 

line. In 1956, the ICC authorized Barre & Chelsea to abandon its line which consisted of 

approximately 49 miles. On January 10, 1957, in Finance Docket No. 19564, the ICC authorized 

the Montpelier & Barre Railroad to purchase a 14.1 mile portion of the Barre & Chelsea line. (See 

Exhibit 2 - Finance Docket No. 19564). Montpelier & Barre Railroad was owned and controlled 

by Samuel Pinsly, who owned and operated several other regional rail lines. This 14.1 mile line 

traversed from Montpelier, Vermont, through Barre Junction and terminated in Graniteville, 

Vermont. (See Exhibit 3 - Map). The portion of this line that crosses the Zorzi parcel is the 

source of the issue in this petition. (See Exhibit 4)1 

At the time of the acquisition of the line by Montpelier & Barre Railroad, the major 

industry served by the line was the quarrying and processing of monumental granite. (See Exhibit 

2 at sheet 4). In addition to the service provided by Montpelier & Barre Railroad, Central Vermont 

1 Exhibit 4 is a color map printed from the Vermont Agency ofTransportation's website, which is intended to depict 
the Montpelier & Barre Railroad. The de facto abandoned line is on the opposite side of the river. 
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Railway, Inc., also provided service to the quarries in the area. In some areas, including in the 

vicinity of the Zorzi property, the lines of Montpelier & Barre and of Central Vermont Railway ran 

parallel to each other (See Exhibit 1 ). The rail companies, in effect, were competing for the 

limited quarry freight business. 

In September, 1957, the Montpelier & Barre Railroad requested authority from the ICC to 

purchase an 8.46 mile portion of the Central Vermont Railway line. In a Decision dated March 17, 

1958, the ICC granted the authority to Montpelier & Barre to purchase the line. (See Exhibit 5 -

Finance Docket No. 19936). The decision set forth that the Central Vermont Railway line to be 

purchased "parallels Montpelier's line at distances not greater than 0.25 mile between Montpelier 

and Barre, and at those points the properties of the carriers are adjacent to each other." (See 

Exhibit 4 at Sheet 2). The decision recites that "duplicate facilities and operations would be 

eliminated." (Id at sheet 4). It also provides, "Nothing herein is to be construed as expressing an 

opinion as to whether either of the parallel tracks of the Montpelier, as hereafter existing, may be 

abandoned without our permission pursuant section 1 (18-22) of the act." Id. When examining the 

protection of the Central Vermont Railway employees, the decision referenced the carriers' 

acknowledgement that Montpelier & Barre would "eliminate certain duplicate facilities and 

operations." (Id at sheet 7.) Finally, when concluding in favor of Montpelier's petition, the 

Commissioners wrote: 

"The proposed transaction will be consistent with the public interest for the 
reasons that the line to be acquired is parallel to and operates in competition with the 
Montpelier's line between Montpelier and Barre, where there is not sufficient traffic to 
justify competing operations. The transaction would relieve Central of continued 
operation of an uneconomical branch line and would enable the Montpelier to obtain 
additional traffic and revenue without incurring a proportionate increase in operating 
costs." 

(Id at Sheet 8). 
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While Finance Docket No. 19936 does not appear to authorize abandonment of the 

Montpelier & Barre parallel line2, the subsequent actions of the company demonstrate its intent to 

abandon. In the late 1950's, the rails were removed from the rail bed that ran along the Zorzi 

property. (See Exhibit 1 ). Upon the removal of the rails, the abandoned road bed was 

continuously used for farm purposes by Ms. Zorzi' s father. (See Exhibit 1 ). Furthermore, in a 

series ofletters in the spring of 1959, Montpelier & Barre acknowledged the abandonment and 

conveyance of the rail line just north of the Zorzi property to the State of Vermont. (See Exhibit 7 

- Correspondence 1959-1973). The intent of Montpelier & Barre could not be more evident. 

This abandonment was not just apparent to the Montpelier & Barre and the Zorzi' s 

predecessor. It was, in fact, recognized both nationally and locally. The abandonment of the line 

was reported in Lost Railroads of New England, by Ronald Dale Karr. Mr. Karr, relying among 

other things, on the weekly listings of abandonments appearing in Traffic World, identifies this 

stretch ofline abandoned as of 1958. (See Exhibit 8 - excerpts from Lost Railroads of New 

England). 

In a 1977 edition of Boston and Maine Bulletin, a history of both the Montpelier & Wells 

River and the Barre & Chelsea Railroads appeared. In the article, the author also addresses the 

Montpelier & Barre purchase of the eight mile Central Vermont route and reported that work 

crews "proceeded to abandon those portions of each line where the grades were prohibitive, i.e. the 

CV iron was retained from Montpelier to a point two miles east of the city ... " (See Exhibit 9, 

B&M Bulletin, The History of the Montpelier & Wells River and Barre & Chelsea Railroads, 

2 Finance Docket No. 19936 could not be located by the National Archives and Records Administration. (See Exhibit 
6 - Letter from National Archives and Records Administration). 
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Winter 1976-1977, Volume 6, pp. 20-30, at p. 29). The abandoned portions of the rail line referred 

to include the portion crossing the Zorzi property. 

Likewise, local historians reference the removal of the rails located in part on the Zorzi 

property after the purchase of the Central Vermont Railway line in 1958. In his book, Connecticut 

River Railroads and Connections, Volume X, R. W. Nimke, provides a photograph demonstrating 

the "abandoned B&C Main on left side of river" (this is the line purchased by Montpelier & 

Barre). (See Exhibit 10, excerpts from Connecticut River Railroads and Connections, Volume X, 

by R. W. Nimke (1993) at p. 26.) In Vermont Granite Railroads, The Montpelier & Wells River 

and the Barre & Chelsea, authors Robert C. Jones, Whitney J. Maxfield and Bill Gove addressed 

the history of the Montpelier & Barre. These authors also reference the purchase of Central 

Vermont's parallel track. They noted that following the purchase, the Montpelier & Barre started 

using the former Central Vermont trackage almost immediately and removed the parallel track. 

(See Exhibit 11, excerpts from Vermont Granite Railroads, The Montpelier & Wells River and the 

Barre & Chelsea, by Robert C. Jones, Whitney J. Maxfield and Bill Gove, published by Pruett 

Publishing Co. l'' Edition (1985) at page 210.) 

Finally, in Sky Route to the Quarries, History of the Barre Railroad, author Bill Gove again 

references the use of the Central Vermont line after the Montpelier & Barre purchase and removal 

of the old Montpelier & Barre rails. (See Exhibit 12, excerpts from Sky Route to the Quarries, 

History of the Barre Railroad, by Bill Gove, published by Quarry View Publishing, First Edition 

(2004) at p. 92.) 

The best evidence of de facto abandonment however originates from the Montpelier & 

Barre Railroad itself. Over the course of time, Montpelier & Barre endured a significant reduction 

in its train traffic and the profitability of its line. In December 1978, it petitioned the ICC to 
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abandon its 14 mile line from Graniteville, Vermont, to Montpelier Junction, Vermont. The 

portion of the line that ran along the Zorzi frontage was not included in the Montpelier & Barre 

abandonment submission to the ICC. Montpelier & Barre submitted its petition to the ICC and 

attached as Exhibit 1, a map of the line to be abandoned. The map does not appear to delineate the 

de facto abandoned line. (See Exhibit 3 - map ofline to be abandoned). 

More significantly, the State of Vermont opposed Montpelier & Barre's petition for 

abandonment. As part of its opposition, the State submitted an appraisal of the Montpelier & 

Barre property. The appraisal included a "Breakdown for Subdivision of Montpelier-Barre 

Railroad Real Estate". (Exhibit 13 at p.8 -11). This breakdown included a list of the parcels to be 

included in the estimate of value for Montpelier & Barre. The parcels were identified with 

reference to their track map numbers and railroad stations. (Exhibit 12 at pp. 8-11). By way of 

orientation, the Zorzi parcel is located within the City of Montpelier. The portion of the de facto 

abandoned line crossing the Zorzi parcel is on track map no. V 52.112 and is labeled "Sabin Estate''. 

(See Exhibit 14 - Map V52.l/2). This track map represents the operation of the line of the former 

Montpelier and Wells River Railroad. This is the portion of the parallel line from which the 

Montpelier & Barre removed its rails and hardware in the late 1950s. This track map number is 

NOT included in the State of Vermont's appraisal of the Montpelier & Barre property. Certainly, 

ifthe State of Vermont did not believe that this portion of the line had been abandoned, they would 

have included it in its appraisal. 

Conversely, the State of Vermont' appraisal did include the portion of the Montpelier & 

Barre that it had obtained from Central Vermont. The line obtained from Central Vermont is 

identified on track map V-8A/3 (See Exhibit 15 - Map V-8A/3). This line and track reference is 

specifically identified in the "Breakdown for Subdivision of Montpelier-Barre Railroad Real 
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Estate". (Exhibit 12 at p. 8, parcel nos. 16-21). Additionally, the narrative for the State of 

Vermont's appraisal references only one corridor, not two, in its general property description. (See 

Exhibit 12 at p.2) 

Subsequently, the State of Vermont Agency of Transportation filed a petition seeking to 

condemn the entire line of the Montpelier & Barre Railroad. The State's petition included the 

portion of the line that crosses the Zorzi parcel. Ultimately, the State successfully condemned the 

entire Montpelier & Barre line. The Condemnation Order included a description of the abandoned 

line that crosses the Zorzi's land. (See Exhibit 16- Condemnation Order). Zorzi was not 

compensated for the 1980 taking by the State of Vermont for their property, which had reverted to 

them upon the de facto abandonment of the line. Despite their exclusive use of the area of the 

abandoned line since the rails were removed 55 years ago, and their reversionary rights, the State 

of Vermont disputes the ownership of the property. 

More recently, the uncertainty and controversy arose after Zorzi received partial approval 

to subdivide the property into 145 residential units. Following that partial approval, the State of 

Vermont Agency of Transportation asserted control over the de facto abandoned line and denied 

Zorzi the right to cross the line to access its property and their proposed residential development. 

Zorzi is before this Board seeking to terminate the controversy with the State of Vermont or 

remove uncertainty as to the de facto abandoned line so that they may pursue their reversionary 

rights in state court. 

ARGUMENT 

Pursuant to 5 U.S. C. §554 (e) and 49 U.S. C. §721, the Surface Transportation Board 

may issue a declaratory order to terminate a controversy or remove uncertainty. The Board has 
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broad discretion in deciding to issue a declaratory order. InterCity Transp. Co. v. United States, 

737 F. 2d 103 (D.C. Cir. 1984). In this matter, the Board should exercise its authority and 

discretion and declare that the portion of the line which crosses the Zorzi property has been de 

facto abandoned and allow Zorzi to pursue its reversionary claim in Vermont state courts. 

"In determining whether a railroad has abandoned a line, one must focus on the railroad's 

objective intent." Becker v. STB 132 F.3d 60, 62 (D.C. Cir. 1997) (quoting, Consolidated Rail 

Corp. 93 F. 3d 793,794 (D.C. Cir. 1996)). There are several concrete actions which may indicate 

an intent to abandon. The actions include cessation of operations, salvage of the track and track 

material, and relinquishment of control over the right of way. See, Birt v. STB, 90 F.3d 580 (D.C. 

Cir. 1996); Fritsch v. ICC, 59 F.3d 248 (D.C. Cir. 1995); and Becker, supra. Furthermore, 

severing a line so that it is no longer part of an interstate rail system is evidence of de facto 

abandonment. See, RLTD Railway v. STB, 166 F. 3d 808 (61h Cir. 1999). 

In the present case, the evidence overwhelmingly demonstrates that the Montpelier & Barre 

intended to abandon and, in fact abandoned, the line as it crosses the Zorzi property. The railroad 

removed its rails and hardware from the line in the late 1950s. It never again exercised control 

over the right of way. It was acknowledged locally and nationally that the line was abandoned. 

Montpelier & Barre did not included the disputed portion of the line as part of its valuation when it 

sought to abandon its operational line in 1978. It severed the disputed portion of the line from the 

rail system when it removed the rails. Zorzi has exclusively used and controlled the abandoned 

line since the late 1950s. The objective intent of the Montpelier & Barre to abandon the portion of 

the line in question as of the late 1950s is unequivocally demonstrated by its own actions. 

Nevertheless, the State of Vermont has taken actions which create both controversy and 

uncertainty by refusing Zorzi the right to access the property. The property had, however, reverted 

8 

I 

i 
i 
I 
Ir 

I 
I 
I ,j 



back to Zorzi upon the de facto abandonment by Montpelier & Barre. The Board should 

determine that the line crossing the Zorzi property was de facto abandoned no later than 1960. A 

determination of de facto abandonment will remove the line from the Board's jurisdiction and 

permit Zorzi to pursue its reversionary claim in the courts of the State of Vermont. 

CONCLUSION 

Based upon the foregoing, the Petitioners respectfully request that the Board issue a 

Declaratory Order that the portion of the Montpelier & Barre line which crossed the Zorzi property 

was de facto abandoned as of 1960. 

Respectfully submitted this 14th day of April, 2016. 

Daniel P. O' · ourke, Esquire RN 4731) 
Bergeron, Paradis & Fitzpatrick LLP 
34 Pearl Street, Essex Junction, Vermont 05452 
(802)879-6304 
dorourke@bpflegal.com 

Attorneys for Angeles A. Zorzi, Trustee of tlie 
Angeles A. Zorzi Living Trust, Antonio Aja Jr., 
Trustee of tlie Antonio Aja Jr. Trust, and Virginia 
D. Aja, Trustee of the Virginia D. Aja Trust 
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VERIFICATION 

Daniel P. O'Rourke, Esquire, hereby verifies as follows: 

1. I, Daniel P. O'Rourke, declare under penalty of perjury that the foregoing Petition 

for Declaratory Order is true and correct to the best of my knowledge, information and belief. 

2. The exhibits attached to the foregoing Petition are true and correct to the best of my 

knowledge, information and belief. 

3. I am qualified and authorized to file this Petition. 

I verify under penalty of perjury that the foregoing is true and correct. 

ourke, Esquire 

Dated: April 14, 2016 
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CERTIFICATE OF SERVICE 

I hereby certify that on April 14, 2016, I caused a copy of the foregoing Petition for 

Declaratory Order to be served by United States Mail, first class postage thereon prepaid, upon 

the following parties: 

Dated: April 14, 2016 

State of Vermont 
Agency of Transportation 
1 National Life Drive 
Montpelier, VT 05633-5001 

Washington County Railroad 
c/o Vermont Rail System 
One Railway Lane 
Burlington, VT 05401 

) 

'-?l", .. i,.. . O' ourke, Esquire 
ergeron, Paradis & Fitzpatrick, LLP 

34 Pearl Street, PO Box 17 4 
Essex Jct., VT 05453-0174 
(802) 879-6304 
dorourke@bpflegal.com 
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AFFIDAVIT 

I, Angeles A Zorzi, having been duly sworn, state under oath as follows: 

1. I am the Trustee of the Angeles A Zorzi Living Trust, a co-owner of property consisting 

of approximately 100 acres, more or less, located in the City of Montpelier, Vermont. The 

property has been owned by our family since June 1, 1943. 

2. The property includes approximately 2,460 feet of frontage along Barre Street in 

Montpelier. 

3. An unused, abandoned rail bed is located along the 2,460 feet of frontage of the property. 

4. The unused, abandoned rail bed was formerly used as a rail line by the Montpelier and 

Barre Railroad. 

5. In the late 1950's, the rails were removed from the rail bed located along the frontage of 

the property. 

6. Upon removal of the rails in the late 1950s, the abandoned rail bed was continuously and 

exclusively used by our family for farming purposes. 

7. The unused, abandoned rail bed is parallel to tracks owned by the Central Vermont 

Railway, Inc. in the 1950s. 

Dated at JN , ,,fZ:Y.i!M,i . 
• 

STATE OF VERMONT 

fl .. 'L ---. ,. 

, Ve1montthis 2 I' day of 0/i\.u;'"f. , 2016. 

Q4uq1W,.,1 <l. JM·jj 
Angeles A. Zorzi 

\;./AS/-ff/V6 7cl..1/ COUNTY, SS 

At, /11011tJ'.>il fr'.tr , Ve1mont, this d-) ':f! day of U bvvc1~ , 2016, Angeles A. Zorzi, personally 

apperu·ed ahd acknowledged this instrument, by her sworn, se ~d attd subsctibed to be her free act attd 
'' l \ 

deed. 
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... , ... 
' .. ·;. 

te report wtll not be pr:l.nted in f'Ull in ~he 
. _lnterstat'l Co!llnli4sion vepo:rt.e. 

. .. . . 

~'l!AT.l': COMMe~ CO!OO.S$J'.CN 

Jleoi§.ea, Janua••;z io, _1957 

---.-·-~ 

Certificate issued auth0r1zing acquisition and operation 
in interstate and foreigtl commerce by the Hontpeliel' . 
& Barre Railroad Company of a portion of a line of 
ra1l.road· formerly owned and operated by the Barre & 
Che:J.11ea Railroad CompimY,. in '\liashington .county, Vt._ 

Aequ1s1tion by Samuel M,. Pinsly oi' control of the Hant .. 
pell.er & Barre ·Railroad Company, through ownership of 

·capital atoak, approved,,_. · 

Authority granted to the llontpel,ier & Barre Railroad Com.. 
:pany to issue not exoeedinl?; 5 1 000 shares of common 
stock of the par value Of $100 eaeh'to re~burse Samuel 
M. l'insly for aequieit:l.on of the portion of the line 
of railroad and fo:r o:rgan1zat1on expenses, ~orking 
capital, and general corporate expenses Of the eppllcl9J).t~. 

$ Q~les D~ 'i>eet for applicant • 
. '· 

•oaT UF 9 00~$S!ON 

DIV;t:SICN 4, COl~SIONEl:IS Ml:!CHELL, mm. AND '\m:I~l!jj;LL 

f BY Dl'ltalON 4; 

" The Montpe11e:r eitd Barre Ra11:ro!1.9- Company, hefeinafter_ 

t &~met1mea referr~d t~ as the applicant, on Nove~ber 23, 1956, 
~- . ' . . , 
f': applied. under section lfl8) ot the Inte:rstate Commel'Ce Act, 

'; J,-· • . . •.. i \ - < • • - • 

f' as amended, for au.thol!'ity to aequire and ope:rate in interstate 
•. . '· 

\ 
'.'. '. and foreign commerce a portion of a> line Of rail.road torme:rl~ 

' ' owned and operated by the Ba.-re and Che1sea .:aailroad, Cowpany, 
~'. L: 
,, , ne:reinatte:r eome'\;ll!les re:t'ened .to as Barre & Ohellilea, eJCten4"-

1' ing from a Junotiori Wl#J.?.l.the Ce\}trel Vermont RaU.way• !nc., . ·-.. ,. . , 
. ;, 

, at Wmtpelier, tllrou.gll Bai-re T~anster and Barre~, to. BllJ'.re 

,-----------~·---~~-----~--~-~----

~ , , 

' I' I 
l' ... , J ir;--·, 



. ;\ 
-i! 

11'.D. No. l.9564 - Sb,e11t 2 

· Mountain (Gr!ID1tei1Ul.e)., l.4.1 miles, together w1tl:i 7.2 

miles of yard. tracks a;ia. sid.ings, in Wa<'!hington .County, 

Vt., E.1.nance ~ocket No. 19564. On the sa)lle date Sainllel M. 

l'in.11+Y applied under section 6(2) of the act for at1thorl.ty 

to i;c~uire control. of the appl.icant through ownership of 

its oapi ta1 11took, .Finance Pocket No. l.9;i65. <~hll appl.icant, . . 
' 011 the same a.ate• al.eo e;pi,>lied under. section 20a of th'il act 

i: for authority to issue not exceeding ~,ooo shai'es of its 

common stock o:f' tne.par val.ue of $100 each, upon the teJ:'!lls 

~-

apd conditions and. tor the purposes hereinafter stated, 

Finance :Pocket No. 19566 • 

made bY anY State authority and no objection to the granting 

o:f' the itPPlications ha,s been p;re1,1ented, tn our opinion a 

public hearing ie not necessary in the p\lblio interest on 

the 8$Ct:l.on 5(2) app:Ucat!on for the reason that the proposed 

acquisition of oonttol WO\lld not affect transportation serv• 
.i . "· ~ 

ice to the publlc. .!lfl pointa mentioned herein are in Vermont, 
. - . ' . 

By :report and ce;tifioat'e of September 19, 1956, ~n 

· :ii'ipance Doqket No. 19l'7'.l.; B~it!! & O,.:a.oo, A]?andoumen~, 295 
r;· 

}· 

:t.o.c. {not pr:l.nted in fu:).l), we permitted the Ba]:'re & 

Chelsea to abandon, as to interstate and foreign commerce, 

its e11ti+-e. line 'elf ra+l.road eJ'ten!Ung from WeUs n,.tver to 

l'lon1ipelie:r, Olpproximntetv ~7 .. ~ lllilos4 · :f.nel.i.td1n!5 a iw~ch from 

sllbjeo: to the oondi1iion 

-that it sell the line o:r ir17 portion thereof, at a price not 

:_ lees than its fair net salvage val1.1e, to any person· offering 

within 40 i!.aY!I from the date of 011r cert.i:f'ioate to purchase 

the line or any portion thereof for continlled/operation. 

Such acquisition ·!llld operation in interstate o~ foreign 
( 

commerce were to be acoompliehed only with our, approval. An 

offer for the l!ontpel:l.er-Ba+-r<f Mot.\lltain branch1 bereinattei

'~ff.i:~ i,' referred to as the +:ine, was made by f:l.nsl.y w:1.th.l.n th.11 t~51 
':iri[i£J1J ;. lill!i t. . anQ. 'l;ltll +~11> wa11 lil91.<l. t~ h1m :fo:r: $2$0, ooo in cash, · 

:{f: )>~ 
<: i 

. '.', ~ 

; j·. 

, .. ,-
't 
1:' 
'I I 1. 
I 'I 

1"· 
' ' . j 

' j 
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,_ 

r.n. No• l.95154 ~ l!!heet ;.'\ · 

dated November 7, 1956 0 Thia agreement 

J):rovided th'7t tools, cars, ro'.\.'.J.2.ng, st!Jok, locomotives, equip.-

Jllent or supplies, and certain. real estate were to be e;xcluded 

trol!l tne purchase• The .purchase price was to be :P!lid on or'· 

before Novel!lber lo, 1906, and <Ill agreement :v-a$ to be executed 

that Barre & Chel!lea would oper~te the l:).ne, at the account, 

riak, and c.ost of· the ,\)Urchase:p, for· 9Q. days from the d'.'-te of 

purchase, or until the puronaser obtained our autlJ.oritY, if 

ro:r a lesser period. 'fhe agreement to re:l.mllurse the Ba:rre 

_& Chelsea for the operation of the line was not executed and 

company cea'1ed <;>peration. tl;ereof on Novemtier lo, 1906. 

The. applicant was incorporated in Delaware on Novem'be:r 

1956, for the purpose "~ engaging in transportation. by 

It will not comml'lnce operations until the certi

f ficate :requ<;>sted herein has b\;/en issued, rts art:!.c:J.es cf 

~\ inoorporat:j.on provid,e tlJ.at i ta c;ipi tal stock :will o~msist of 

! 5,000 slJ.a:res of the Pa'.!:' value o:f $lOO ,eac4. l'1naJ.yt an 
~ -

,; indiviaual, is not a c,arrie:r subject te the a~t, In addition 
't- ' -

i'. to his position as p;r<1siden~ o~ the EIPPlicant, he is a presi-

~ dent, tre.asure:r, a directer, and owne:r of 70 p<?:rcent of the 

~ outstanding capital st<!ck and all Of tl:ie oini;tanding bonds 

1 
of the Hoosac Tunnel and WillI!ington l.'\ai],.road Company; p:resi

\ dent, treasu:rer, a director, and sole owner -Of the outstana

' ing stock of the Sanford & ~astern 1'lai1road Corporation; and 

}: president, treaSUJ;'t?r, a director, and sole owner of the 
-- . . 
,;~ common e.tocl<; of the Cla,.remont and Concord Railway Company, 

:tnc, Pinsly states that. he intends to :file an appl:l.cation 
·~ 
'.f ., for i;;uthorization of the common officee and 1irecto:rships 

,:.-
In order to finance its ?-c.~uisition of the line, ·the 

'• -.i; 

.:1~ 

·}'. 
t :.: 

. '· 

between the applicant and the foregoing corpo:ratione.~ 

~ · applic'.'-nt Proposes to iEJsUe ~. 500 iihares of common stock to 
t 0. "ii' ,:· I'insly, and to issu<;i an additi11iiaJ. GOO shares to h:l.m for 

oasl:l to be used in mel'lting e:x;i:l6n$es for wo:r~lng capital, 

.. ' i___, 

i I l I ·· : 



H 
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ij 
1 
jJJ'insl.y haa assigned his intei;·est in the line to the app:U.cant 

ifor the 2~500 shares and subscribi;>d to ~e additi<;m!l.l. l'iOO 

f..sha~s by letter dat\ld November l41 1956, tl:ie terms of ~hioh 
.;"were,.acoepted ana approved by th$ applicant on the sal!le 

' 
··i dat11 •. '.Che applicant aoeii. not expect to. i~our any expenses, !:; . 

. othet' tnim the rio,rml;ll legal, accounting,.: JinO. orgi.niza~ional 

;,, ~ltpenses, in cormection with tne stock issue. :Finely, ru;i . 
h 

; .pr<osident and sol.e stocklwlder will. aav:an"Pe any ne?essarY 

oash neeae.d by the applicant to purchase e<J,ulpment, witn the 

~1\Ception Of .2 diesel looOmQtiVeS to be purchased ffcm a~ . 
,& ()nel.s<i!& for a total. sWll o:f .$1.00 ,O.QO,. Tl:\t-s 1.:n~r¢h0.lle w1:;1.l 

.be :financed by a ban)i; to tne· extent of $80 ,ooo for a period 

of 3 yeax-s, at.5--pe+cent inte:rest1 

,fi.fter giving effect to t/le proposed transii.ction, the . ' . . ... 
;>J?Plioal'.lt 1s aesi:its w:l.11 i;ot;ai $300,009 whie/l·will ec;msiat of .. 

iI1vestmep.t ii'! roe.(). ima. equipm<i!nt. $250,000 and c\µ'vent assets 
: " . . - .; .. -· 

(oasll). $50,0QO. Liab·1l1t:\.e!1 wl.:).l i:1oni;ist of common stock 

$300,000. 

A physical description of tne line and. the territory 

tributary t/lereto is !?et :Corth in Finance Docket No. 191'71, 

s.uPr!).• '.Che appli~ant has furnished a partial list oonta1ning 

i;hli! nameil or 26 varied ind.u(ltries with sidings served only 

by the line, However, the major industry in the area is the 

quarrying and proc<1SSing of monumental granitet This industry, 

" ' ¥hicll ia the cnie:f. support of the. :J..ine, ill <::entered in Barre 
-,;-

and. on J:larre i1oi.mtain, One ot t'ne · principa:;i. ct;>m:panies engi;tged 

;; ;'. in tnis iJ'ldUstry has 1-t.aitt complete!]. a $2 mill:).on p:).ant. 
,,,·~ -5 . ' ~ ' 

T!;l~ 

·:';' -,· ·. area if:I se+'Ved by 6 common-eiu-rier truck line$~ 

The applicant reports· traffic llatldl.ed over the line ·for 
. ~~ -
ye11~ J,955 as 97,.9~8 tona originattng or te;'ll!l.nating 

.ii .,::t· 
the 

tne.-eon, ~<l.- '.M>cal trafrit:; 481 675 ton:;1 140 · al?Pll.cant esti

mates tl;la.1; the ann\:!al ·to'!1.11age f!llf t.he nex.t 5 yea;:-s will be 

I· 

,, 

I 
I 
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the same as the for<>going. lt anticipates the 

of operation of the line as follows; 

.. rose revenues $250,obo, operating expenses $200,000, and 

:revenue too,009, > • 

There is a public nee(!. for .. the acctuisition and operation 

the line.to transport the traffic connected with the stone 
. 

The line will Provide tr;utsportation $ervice to 

; rep1ace that :formerly p;rovid.ed by the Barre & Chelsea, !l'he 

:transaction covered by the sen-tion 5(2) application does not 

:; contemplate any .assumption or guaranty of payment of diviaends 

. or fixed charges, and the f:\.xed charges proposed will not be 

.· oontrary to the public interest. .t<o other carri<>r has sought 

·. to be included in the tr{lnsaction, Although at pr1;sent there 

,;; 

are no railroad employees, our autl'lorizatian and approval- of 

the stock control will be granted. subject to the same condi

tions :for the protection of e:npJ.oyeea as were :l.mposed in 

Chicago & N, w, RY. co •. M!!rger, 261 I ,c .c.. e·12: 
Section 5(3) at the act provides that Whenever a person 

which, is not a carl'i!!r is author:i.zed1 by order under section 

"' 5 {2), to acctuire control of a carrier or two or more carriers, 

it shall, to the ex.t!!nt p:rovided in such order, be coneidel'!!(I. 

a carrier subject. to the provisions of the act relating to 

reports, ·accounts, eta,, and issues of securities and aasump.

tion of liabilities ·applicable to the oarri!!ra involvea. ln 

our judgment, it is not necessary or advisable to include in 

our order any rectuirements subjecting Samuel 11, l?insly to 

regulation under the applicable provisions mentioned in sec~ 

tian 5(3), except to the extent of making such special repo:rts 

as we may hereafter rectuire pursuant to section 20(1) and (2) 

of the aot, Our order will. so provide, 

We find (1) that the present and future public convenience 

and necessity rectuire aoctuisition and operation in interstate 

and farllign commerce by th$ Montpeli!!r aia a$l're R~ lroad 
~;~ 

Company <>:f a PC!rtiol'l ·<>f a '.l.il'le of raill'Oad f~rmerlY owned 

I 

i:. 
!j 

' I 
\ .'! 
. ·j 

1,.) .. 

! ,.,. 
r: 
' 
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· d operated by the Barre and. Chelsea Railroad Company, in 

ashington Cciunty, Yh.i desci;;l.bed he~ein; art~. (2). su'bJect 

[to the conditions J:or the pl'otection bf railway employees, 

ithat'acquisition by Samuel li1, l?insly of control of the 

~ontpelier and Barre Railroad Company tlu'ougl;l ownel'ship of~.' 

'capi taJ. stock, as proposed1 

;or sect:\.on 5 (2) of tne act, 

is a transaot:\.on within the scope 

that the terms and conditions . . 

rproposed are just an.d reasonabl.e, ·and that the tran11action 

· :·.i;f'. lwnl be coniiiatent with the publ1.c interest • 

. r·.ci.~ '· We further find that the proposed 1.ssue by the Montpelier 

·i•'> . and Barre Ra:\.lroad Company of tlot exceedin15 3,00G shares of 

. , ···,:1.r; . <common stock of the par vaJ.ue of· $1.00 each, as· aforesaid, .... Ca) 

•1s for lawful objects wl.thin its corporate purposes and com-.

patible with tne pub:J..ic interest, which are necessary and 

.-, ~ 
.· -'t --~ 

. ·" 
.; ·~ 

. approp'.fiate for and cons;\.etent with the proper performance 

by 1t of se:rvlce to the public as a common carrier,. and which 

0 will not impair its ability t~ perfoI'III that se:rvioe, and (b) 

la reasonably.necessary and appropriate for sue~ p\ll'poses~ 

An appropriate certificate and ord.er will be entered, 

in which suitable provisions will be made for the filing of 

tar:U'fa ei;tab~i~hing rates and chargei;, the aubml.t>sion of 

journal entr1es,, and compl:\.ance with valuation O;\.'der No, 24, 

COJ[t!ISSI01'EJ. 'VIJ:lCHELL did not. ,Participate in this proceeding • 

.:1\ 
" ·:i\ · 

r 
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Cl!;RTifIOATll: AND ORDER 

Session of th~ !NTERSTA'.!'l!l CO~ll:RC!i: COMi4lSSION 1 D111'ie1on 4, 
hel.d at jJis qf'tioe. in Washing1ion,. n. C., .on the l.Oth daf of 
o!anuary, A• Jr. :l.9ii7. • - -

li'inanoe Docket No. 19564 

~);ONTPELIER & BARRE &Ii;.ao;ill C01;jp.1$NY ;;C;;/,UIS!TlON .iiliD Ol'E&TION 
" ___ .,.. ___ _ 

Finance Docket No. 19565 

MON'.C.Pli:LIER & BARRE I\ii.lLRO.!lJ;l COi-IP ANY CONTROL 
___ .... ___ "":'_ 

Finance Docket No.' 19566 

l()Nrl'ELIEl\ & li,lARf!E RAILP.oAD C01'1PANY STOCK 

-------
, Investigation of the matters and things involved in these 
'.;proceedings hav:l.ng been made, and said divi·.,jl;l.on~- on the date 
;;lleteo1'; h11ving made and filed a report eonta>);nling: ite flnQ.ings 
~of. fact and oonolus1ons thereon,_ whicn report:: le hereby ref.erred 
"tq and made a part hereot: 'i;, · -

' -

It is hereby ce1;1;if1ed1 That:. t.t;ie presenli' and fut-ure pub11o 
•convenience and necessity require J;he MoQtpe).;l.er and. Barre 
Railroad Company to a,cqu1re and operat~:,lll'!--,:1.'nteretate and 
foreign collllllerce a portion of a l.ine.ot' ra.\li,'!'rOadi.ot the.:&l're 
and'. Chelsea Ra1lroad Company, in Washl,ngton ,County> Vt'i.-, described 

~111 the report aforesaid; . - · 
~; ' . . 
:.;c 
_ I1j 1s orderti4, That, subject to _the wndit1ons with respect 
: to the filing of such reports as: we may hereafter -require;_ and 
f_fol' the protection of railway employees referred to in said_ 
I-report, acquisition by Samuel M • .E'insly of control ot the 
'hontpelier and Barre Railroad Company through.ownership of capital 
stock, upon the terms and oondit1ons in said report found just 
and ree.s•:>nable, be, and it is hereby, approved. ana. 1;1.uthorized; 

_ It is further ordered, '.!'hat this oert1ftoate shall. ta$e. 
effect and be in· force from and after the date ~~at al\'d. 
'that the Montpelier and Barre ·Railroad Company, when filing 

f ~~~~~u~:iisi~b;t~~i~~h~~~i~sa~~f~~~~e~hi~ ~:;~i~I~!t~f a~~il.,. -
;order by ·title, date, and docket numbers; 

It is further ordered, That-the ~ontpelier and Barre Rail-
·-· -road Company be, and it -:I.a hereby, li'Uthorized to issue not -

exceeding 3,000 shl.U'es of common stock of the par value of $100 
each, for the purpqses ll!ld upon the terms and conditions set 

' torth in the sa.1d report; 
• '· ii 

' It .l.11 twpher Qrd~fi!ih That·, except as bere'.ln authorized, 
: said stock shall not be:sqld,, pll)dged, reipledged, or otherwise 
\ disposed of by the l1iont].ieli,e:r and Barre Re:l.lroad Company 1 unless. 
'Ol:' until ordered al:' appl:'oved by 1;h:l.s Com~ission; 

' It is further or§.ered, T!lat the ~ontpelier e:nd Barre Ra.11-
' road Compan:r shall repo:rt:ooncerning the matters here1n invo:j.ved 
; in oonfo:rmity witl;l the order of the Colllillissloir, 1;>31 div.tsion 4, 

i 



-i_ ,_. 
.. -2-

i'. (ted august 9-. 1946, aii· amended, rel!lpeoting i<pplications 
"· ·.· der section 20a of th!! Interstate Collllllerce ~ct; 

r ~ 

filed 

., It ie further ord!!f@d; That, if the authority herein granted 
'$ exero'.ised, the Montpel:).:er ll.nd B;i.rre Rail.road Company shal.1 
slll>mit for tht:i conslderat:l.on and approval of th:l.s Commission 
· .· ee copies of the Journal ent:d.es required to recol'd the 

" .ransactions; ~; 

lt is fµ:rther ordered, That nothing herein shall be oon
-; &trued to imply any i.lbl:igation as to l!lald stock, or interest 

or dividends thereon, on the part of the United States; 

;;nd it is f~ther 9mered., '.fliat the Montpelier an<L &rre 
. llroad Ooll\Pany shail report to this·Commission as required 
'~ by valuation order N() •. 24, e:f;f'eottve May l.5, 1928. 

By the Commission, dt11is1on 4. 

1 ,-_ 

~j),'77k&.i/ 
Secretary. · / 

'.';cl i.:.i- -
~ - r -1 

~-·]; 
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Rail Valuation Sheets 

April 7, 2016 1:9,028 
0 0.075 0.15 0.3 mi 

0 1-Mile Posts Railroad Lines - WACR - CLP - TSRR (Closed) MVRT - GMRC 0 0.1 0.2 0.4 km 

• 5-Mfo Posts - NECR - MMA ..... LVRT ...... OHRT 
Source: Esri, DigitalGlobe, GeoEye, Earthstar Geograptiics, CNES/Airbus - VTR CG, USDA, USGS, AEX, Getmapping, Aerogrid, IGN, IGP, swisstopo, and 

0 10-Mile Posts ..... PAR - SLA - BBRT 

VCGI, USOI!. FSA, O:gltalGlobe, Geo Eye, Microsoft, CNES/Airbus CS I Vermont Agency of Transportation I vtr I 
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This report will not bH printed in full in the p·ermanent 
s~ries of Interstat~ 06rn:nerce Gocrur:isslon reports. 

/ 

::': ·-. 
Fi:Jance Docket No. 19936 

· Jl.QN'i%LIER & BARRE &ILROAD COMFA1'i'.--PURCMSE BARRE BRANCH 
·-. (PORHONJ~ENTRACYERMDN!J'RAILWAY, INC, . 

/\ ----·---- . . 

liecided !foroc. )...2.i.. 1958. 

Purcn\~se by J{or:.tpBlier & Barre Railr·o.::.d Company of a portion of the 
Barre branch line of railroad of the Central Vermont Railway, 
Inc?, in Washington County, Vt., and acquisition by S~muel 
1:1r.1.sly of o.ontrol of the line of railroad through ownership ot 
the stoc~ 01· the l·:or1tpE'lier & Ba11re Re.1.!..road Company·, approved 
and auJ:;horized., Conditions prescrjbed. 

GDHrles ..2...-. Peet: for ap!""licants. 
EdKa1•d J. iiiclcey. J"r. r !\!'illiam G. Mahoney, and Glare nee M. 

Mulholla,lli! f.or railw&.y labor orga.niza. tions .. 

REPORT OF TH;; COl,llHS$IiJN .... 

~rtrnION .:., CO}l~:IB::HON!:Rll MITCHELL, ARPAIA, Al\D l.fo?HERSON 

BY DIVrn:r'ON 4: 

The l·~ontpelier and Barre Railroctd co'mpany, a carrier by rail

road subject tv the provisions of Part I of the Interstate- Commerce 

Act, by application filed on September 23, 1957, as supplemented, 

requests auunority under section 5(2) cif the ·aot, to purch~se the 

portion of the Barre branch line of ra1lroaQ of the Central Vermont 

Railway, Inc., . extendinff in an eaetwardly direction from the point 

of junction of the lines of the forenamed carriers at Montpelier 

Junction, via Montpelier to Barre, approximately 8.46 milee, in 

We:.sh1ng"ton County, Vt. ... , and for 5a.muel Pinsl~7' a per·son riot a car

rier who has control of· the appllc.,nt t.hrough ownership of 1 te 

capital stock, to acqulrec9ntrol of the line of railroad 

_ __,.- which the applicant proposes to· pur·chase. ':he applicant will be 

referred to as ~he Montpelier, <lnd with Fir.Bly will be referred 

to as the applicants. Oentral Vermont Railway, Inc., also a carrier 

subject to Part I of the act wl.11 be referred to as Central. 

!.: ·~ 

-v 
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:. 
No repreeentations have been made by any State authority. 

Several of the principal shippere or the area support the applica-

tion and: urge its approval. The Railway Labor Executives" Aesooia- ?'/ 
tion was. permitted to intervene on behalf of the interests of 

employees who might be affected 1<dversely by the proposod change ~n· 

ownership, It does not oppose the application, but ie unable to· 

reach· an agreement with applicant i\s to the conditions which should. 

be impoeed fer the protect.ion of employees. Modi:ied procedure was 

d;\,i-eote.d by order of November 5, 195?, and pursuant thereto the 

applicants filed their opening statement of fact and argument on 

December 6, 195?, and the association filed its statement and reply. 

The applicante and the intervener have waived the issuance of a 

proposed report ·by a hearing examiner. 

l•iontpelierD 6 line presently rxtenda about 14.l miles fr.OCi a. 

junction with Central'• line at Montpelier, through Barre Transfer 

an<l, Earre to llarre llountain (Graniteville). See Finance Docket. No. 

19564 1· 11ontpelier & B. R. Co. Acquisition; 295 I,c.c, ·--• no.t 

printed in full, decided January 10, 1957. Central 1s trackage 

whi?h will be purchased, hereinafter referred to.as the line, 

parallels Montpelier's ·line at distances not greate1• than 0,25 

mile between Mont:Peli.er and Barre, and at those points the pr.-0;p:

ert~a of the carriers are adjaoeP.t to each other. The n-aakage 

involved is almost entirely of ·so~ and 90-pound secondhand rail, 

most of which wae lal-d prior to '1905. it has steep grade.a.., which 

at~one point rise 72.5 feet wi.thin 1.4 mUes, 35 curves, aggregating 

.about 60 percent of th.• total mileage, of which 13 range from 5 

degreee to more than 9 degreee, and ll bridges and culverts installed 

in 18?5, Within the next 10- .Years an estimated $350 1 000 

shOUld be spent to recondition the line and place it 

.... 
h:: 
:· .. 
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in the classification standard suitable for the volume of 

tonnage moving thereover, 

Centralfs records do not show th~ results or operating 

·th• line apart from its system, ·but. :i.ta · gimeral manager, by 

· artidavit, states that he believes the lino· inouri' operat:rng 

losse:< .because during tho period 1952-56 the system produced. 

operating deficits.of between $58,000 and t587,000 each yo~ 

after fixed cho.rges, and.this is a light traffic line. In hia 

opinion the treffio handled from the· Barre-Montpelier area 

over the lines of Central.and the Montpelier!/.together i~ 
not sufficient to sustain competitive railroad~ operating 

between Montpelier and· Baz.±.e. In that connection, moat of 

the ···tonnage over the line consists of granite q~arried at a 

nearby mountain to.p and· hauled to Barre for finishing over a 

branch line o:r the Montpelier; whioh has .extremely severe.·· 

grades·and dif:t:icult oper.ating conditions. Central would 

not consent to ·operate. t·he quarry brat!ch under any t:;:;ir.Q.Ulll

.stanoes and for that rsason a:sserts that ·.the Mont:Pelier 

spould be ·entitled to a line haul on all the granite moving. 

·rrom Bar~e to Montpelier, in order to supplement the revenuoo 

from the initial movement. Otherwise,·the Montpeiier might 

not be. able to operate auooesstully, and if i••.operationa 

become so b1;U"denaome to warrant discontinuance or service, . . . 
the.consequence would be that the granite industry would. 

·suffer irreparable injury. 

Following .consummation of the proposed purchase, tra.1'fio. 

between the Montpelier· and Central ia to be_ interchanged. at. 

;V . . 
Estimated to be about 4,300 carloads annually, con

structed on the basia o:f all actual count. Of 359 CE!l'loads 
moving during Mo.rah 1957. 

\ 
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Montpelier 

~uplicate r herein is 

1 either of 

Junction instead of Montpelier as it ia at present, 

faoil1ties and operations would be eliminated. Nothing 

to oe conat~.1:1~.~.-~~.~~-~~~es sing an op~?ion· aa ~~heE_~~~~
the parallel tracks of the Montpelier, as hereafter 

abandoned withou"t our permission pursuant to I existing, may be 

~on 1(16-22) of ·the act. 

The present service of the Central Vermont. is coordina tad with 

its main line operation and consists of a·local freight train opera

ting from Montpelier Junction through Montpelier to Barre and 

return eacl]. weekday. This.train on the return trip leaves Barre 

at 1:50 p.m. and any cars must be ready before that time. Ths 

applicant h~s a weekday local freight train from Montpelier to 

Barre a11d return and another from Montpelier to Barre from which 

point it makes two .round trips to the quarries each day.. Upon 

consummation of "the agreement the applicant would use three engines 

whereas it now uses two and would perform a substantially improved 

awi tching ~ervice as and where needed, including trno so
1

heduled x·une 

to and from· }fontpelier Junction~ A considerable saving in time will 

be realized by receivers of freight at Montpelier and Barre and by 

the. shippers of granite, A ful1 24 hours would be saved in some 

instances in the handling of carlo&d freight • 

. The Montpelier and Central entered an agreement, dated 

September 16, _ 1957, which is to take ef!eot upon issuance of our 

appropr1a t6 authpr•ization~· Under :s. "Ga terms t the Mon·Gpelier would 

pay $350,000 cash for the line and appurtenant facilities, fran

chisee, and rights, to be 3onveyed free of encumbrances; Central . 

wouid comply with whatever conditions we impose to protect its 

employees who might be affected adversely and would 1ridem-ni!y the 

Montpelier against any claim arising from failure to comply thsrs, 

with; and the Montpelier would succeed to Oentral's rights and . 
obligations under all outstanding leases, sidetrack agreefilents, 

and otner arrangements pertaining to the line.. '?he Montpelier 

,,,,., ..... 
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1zation r.s maae subjBot to employee oondit;ions mauerially di:"'ferent 

07£~ ..:~s will be discus.Bed 11ereinafter; the laool' asoocie.t:Lon oon-

Iri it;s vs.lu!.iti0r.. of the line .. fcl" rate-ma.ki~g pu:-poGe8. as of June 

30~ lSl''"/, · r.he Commission f'ound. tht: c-:-~.;z of reproduci;;ion new of the 

property involved to be $444,053.. 1.LL~· ?:et c-:>s~ of additions and 

bettex·meniiB since that data to December 31, 1906: is $145,872.. For 

the pur,ose of thia application the value of the line ~as been ap

praised at ~05C-,ooo.. Pinsly prcposeS to lend the funds ne.cessary to 

const.:.ru..:;iate tlle purchase to the Montpelier bi.1 o;;H.~n account.. The loan 

will bear lntei'-est: at a rate not in ~xces_s of 5 percent .Per annum 

on the unpaid balance. .No stock or other securitieE a.re to be issued 

with respect to the account. 

Montpelier-~ s balance s~eet o..s of ~rurie 30, 1957 p ·shows as·sets 

aggregat.i.:ng :f-505,3~.D, oonsist_ing of current assets $ll;Jp269, special 

funds $1,250,, physical property, leas deprecia~ion ~390~434, and 

deferred che.~gea $;>6'1. Its liabilities consisted of CUl'rent liabili

ties $122 1 662 ~ equipment cbl ige. tions $64 1 250 > deferred ere di ts 

$1 1 349, oapital stock f30Dtooct and retained 1nco~e $17jOB9. 

~uring the period ccr.tII:Bnclng Janue.ry 15,, 195?, when the Mdnt-

pelier initiated operations, to June 30, 1957 1 its gro~s railway 

opers.ti~g revenue,. inaluding swi tahing revenue, was :Pl00,031; total 

railway operating expense was $54, 628; total railway ar.a miscella

neous tax ·accruals, car h.irsr ·miscellaneous income, and interest on 

funded debt. were $10i 593; ar.d its income· bei'ore Federal income taxes 

.ps ~29,809 .. The applicants estimate that oyerationa ot the line 
~ 

would provide more tha.n 3;100 carloade e.nd 6t200 tons of less-than

carload freight in addition. i;o the Montpeller' s ;o1'eornt traffic, and 

·that the annual ·ad<i1 tional revenues would aver><e;e ::iore than $200,000 

per year, but the switching revanue now aocru~ng no l~ngsr would b& 
' received. The· Montpelier presently utiliQ;&·s two locomotives in it£-

:.;:::·· 
.1.:.:.=.= ... 

I . 
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adtl.itional operating exµen::..es ~f not more t'iha.n $10(11 000 a year. 

$50JOOO would be realized f~o~ ta~ing ovsr oper-:~~ion of the line. 

In ad.Qi Uion: ·;ha appl:i.c.,:\.n~ vrould be .a.bla to provide !ftore service' and 

effect greater efficiency of operations. It also concludes that 

tb.e added convenience to the af1'£'J71?"d. ~:nippers woulq. develop traffic 

on. tJ1e line in addition to that hereto.tare handled by Central. 

?insly, wh.o is E-ole stockowner of the iiontpelier ·and serves as 

its pre•ident and as a director, also owns all or a :naJor share or 

the capit~L stock and other securities of the Hoosao Tunnel & Wil-

raingtcn Rb..il1 .. oad Companyt the San.ford&-: Ea~tern Hailr,0ad Corporation, 

the Claremont & Concord Railway Company, and the Greenville & Northern 
2 

Railway Company, and serves as president and director of each. Other 

officers and directo1's cf the Montpelier aerve in similar oapacit.1es 

in the other "controlled~ corporations, In Montnelier & B .. R. CO .. 

Aogulsi tion ind Ooera tion, supra, w~ found that con·trol by PinBly 
" 

of the Montpeli&r through. ownership of oapj t:.s.l a tock was consistent 

with the public interest. We further found that it was 110t necessary 

nor advisable to include in our order any r~quirements eubjecting 

Pinsly to regulation under the applicable pro•:iaL,;g of section 5(3), 

except to the ezten t of making such special reports as we might 

thereafter require pursuant to a ec tion 20(1) and (2) of· the act. We 

believe that the acquisition by purchase of tha line of Central pro~ 

posed herein woUld not change the aforementioned findings aa to 

the noncar>rier position of Pinslr 1 and that continued control by him 

of the Montpelier and th€ control of the trackage acquired 
.~· 

~..-:-- from Central are consistent with the pubLic interest. 

Negotiations between t~e labor association, Central, and the 

applicants-, held subsequent to the order aosigning modified procedur~ 

"herein~ ended without agreem~nt as to the proteoti~e conditions that 

st.ould be imposed if we authorize ~11~ ~r~n:a~t~oE ~Q.eE ~o~s~d~r~tion. 
2s;e-A;-ul1~ut1;n-of S, -M: Pi~sly: Finance Docket No, 1::.798 - Subs 

4, 5, a,nd 6. 

' 

i:-
1 
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The association contends that the Norithwestern conditions, to which 

·the Montpelier agrees, are not appropriate for the reason that such 

conditions are stated in general terms and should not be prescribed 

in oases where. it is known that the proposed. transaction would. ad-

versely affect certain classes of employees. It ~rgues that condi

tions containing· a specific rormula of protection, such as in the 

so-called "Oklahoma conditionsnf &hculd be imposed herein because 

t~e carriers acknowledge that the Montpelier would eliminate certain 

d.uplic;,~o facilities and operations. The association emphasizes 

that, rs~~rdless of the conditions which we deem appropriate, it will 

not waive the right to proceed under the Washington agreement·as 

well as under section 5(2)(f) of the act, inasmuch as the transaction 

herein .is a "co.ordination• as defined in the· agreement, ahd that 

Oentral as a party is obligated to comply with its provisions. 

The.· decision in Ghioago & N, W. Rv. On. Merger, supra, provides 

employee protective conditions 1n the language of seotion 5(2)(f) of 

the act. Among other things it stated that such conditions wquld-

be prescribed thereafter in cases. in which (1). it was definitely 

~hown that no. employees would. be.affected l:iy the transaction under 

consideration; and (2) it was not de!1n1tely shown. that employees 

would not be affected. In all other cases arising under section 5(2) 

(f), it was indicated that specific conditions theretofore had been 

prescribed, or that conditions had been pre.scribed as agreed upon by 

:: .. 
'..:;;; ..... 

i:·: •. 
t:::::'.··i 

[~~:?··: 
fii: ... 

··:,:·· 

:!::: .. 
. ;;::.··· 

the parties, and that such practice would continue. In casee where §';''.~-

we have prescribed specific oon<l.itlons under section 5(2)(r), except 

ae otherwiee agreed upon by tne parties, the conditions have been in 

term~ .. of those aet forth in Oklahoma Ry. Coo Trustees Abandonment, 

,.:/257 I, C, C. 177.· That proceeding included transactions arising under 

section 5(2), and the conditions were prescribed pursuant to the 

requirements of that section. 

Inasmuch as the reco1 .. d showa that employBes may be af.fected by 

the proposed transaction ~hen conaummated, the case here1n does not 

fall within the categorie.s named in Chicago & N: W. Ry. Co, Merger. 
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·supra. In view of the foregoing we beJ.ieve it is. necesf$;;.;ry that 

specific conditions be prescribed •. Accordingly, we will impose the 

same oon&itions for the f'!'Oteotion of emplo;'{ees herein as were pre-

scribed in C·klaho:na Ry. Oo. Trustees Abandonment, ~· If, in 

·fact, .l"tl E·~1ou2..C. develop tlw.'t no employees are adversely affected, 

neither the 1·1ont:peli.er ·nor Central l\·ould. be injured, l:ieoause the 

00:1.:lltions wculd be effective only :.i1 tD.a event tha4 employees ac-

tuall:t are affected. Nothirtg ·here ii'.. is to be o.onstrt.1ed as dete:r-. 

·:::· 

·:~~~::~. 

rij" 
[\\'.,'! 
i: ... 

~'.' 
1"· 

mining or expressing any opinion as to whether either party herein :iii.':: 
1-.~ould ha·e3 any righ.ts to proceed a.lea under the terms of the 

W«s{,ington Joi> Protection Agreement of May 1936. See New Orlear.s 

Union Passeno:er Terminal Case, 267 l.G.G. 763 (778); 282 I.C.c. 271 

(275-276). • 
The proposed transactions will be consistent with the public 

interest for the reasons that the line to be acquired is parallel to 

and operates in·competition with the Montpelier's line between 

Montpelier and Barre, where .the Pe is not sufficient traffic to justify 

competing.operations. The transaction would relieve Central of con

tinued operation of an uneconomical branch line and would enable 

the Montpelier to obtain additional traffic and revenue without in

curring a proportionate. increase in operating cost-s.. In addition,, 

the granite producers in the affected "rea ;rnuld have "" arrangement 

of railroad faoilitie s which pr.omises to assure the continua ti on of 

:.::..· .. 

::: 

·adequate service that is vital to the industry.. Numerous individual ::: 

Operators ind organizations of· gr·;i.ni te inter"e~ts have written letters 

in support o:f the appl.'.·..;ation ana urging its approval. .No guaranty 

oi;.Jissumption of t.~d payment of dividends or fixed charges 1s contem-

/,,.3·. 'plated. The resulting increase in fixed charges will not be con

trary to tl::!e public interest. No other railroad has sought to be 

included in tlie tr~nsactiona. 

We find, subject to the conditivns tor the prote.ction of em

ployees the same as those prescribed in Oklahoma Ry. Co. Trustees 

J.,bnndonment, supra, that ,?urchaae by the Montpelier and Earre 

::;, 

i.·· 

:::· 
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of the Central Vermont Railway, Inc~, and acquisition of C3n~rol of 

the properties by Samuel Pinsly through ownership. of tile 'stock of trLe 

Montpelier & Barre Railroad Company as deae;ribed herein, are 

transactions within the scope of seat.ion 5(2) of the Intersta-i;e 

Commerce Act; that the proposed terr:·it and conditions are just and 

reasonable; and that the transactions will be consistent with the 

public interest. 

An appropriate order will be enter6d, in which suitaOle pro-

visions will b·e made for the subm~ssion of Journal entries. 

Commissioner McPherson, being absent, did not participate in the 

~ispoeition of this proceeding. 

:r.:::: ........ 
:::::. 

1: 
~~~:~~;· 
~;;:·· 

::·~~: .. 
"'"' 

, .. ~ 
~~~~iJ.:· 
, . 

• w.·.·.·.·. 
:;:::· 

~~~!i!.i .. 



ORDER 

At a Session of the INTERSTATE COMMERCE .COMMISSION, Divhion 4, 
held at 1 ts office in Washington, ·D. O., on the 17th 
day of March, A. D. 1958. 

Finance Docket No. 19936 

-~.· 

MONTPELIER & BARRE RAILROAD COMPANY--PURCHASE BARRE BRANCH (PORTION) 
--CENTRAL VERMONT RAILWAY, INC. 

Investigatiorl of the matters and ·t:i.inrs involved in thia pro
ceeding having been ·made· under modified prooeq.ure~ and said divisiori 
h~ving, on the de.te hereof, ·made and filed a report containing its 
findings of fact and conclusions thereon~ whi~h report is hereby re
f.erred. i;o and made a part hereof~ 

It ~s ordered~ That 1 subject to the conditions for the pro
tection of employees referred to in said report, purchase by the 
Montpelier and Barre Railroad Company of the portion ot the Barre 
branch line of railroad of the Central Vermon.t Ra.ilway, Ino .• , acd 
acquisition of control.of the .properties by Samuel Finely through 

·ownership of the' stock of the Montpelier and 13arre Railroad Company, 
~a described in i11e report afo1:eaaid~ upon the terms and conditio"nS 
1.n ?aid report found just and reasonable, be, and tl1ey are hereby, 
approved and authorized; and 

It ia further, or,aered., That, 1f tile aut)\o'ri ty herein gran.ted 
1e exercised, the Montpsller and Barre 'Railroad Company ahal.l submit 
for the consideration and approval of this Commission two copies .or 
the journal entries required to record the transaction. 

By the Commission, division 4. 

HAROLD D. McCOY, 

(SEAL) Se0cretary. 

""·-~·-·.·: 

;~~~~:'-'." 
·,'f!!.i.1,:: ,;,,,,, .. 
:::: . 

~:;;;:;·: 
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National Archives and Records Administration 

December 1, 20 JO 

Elaine Carbonneau 
2611 Bayshore BV, Apt. 1504 
Tampa, FL 33629-7342 

Dear Ms. Carbonneau: 

8601 Adelphi Road 
College Park, Mmyland 20740-6001 

This is in response to your email request ofNovember 10, 2010, concerning a Central Vermont 
·Railvvay abandonn1ent. 

The records of the Interstate Commerce Commission (Record Group 134) are in the custody of this 
unit. I have searched the Index to the Finance Dockets and have located an entry for a sale of track 
in Montpelier by the Central Ve1mont to the Montpelier & Barre. A copy of this index card is 
enclosed. Unfortunately, we have been unable to locate Finance Docket# l 9936 among the Finance 
Dockets in our custody. 

If you have any further questions, please let me know. 

Si7.11y, /IJ ,,_ I 

c. __ JkftGtfll f ~£:~/ /~ 
DA YID A. PFEIFF:k''" rl 
Archivist, Archives I[ Reference Section (NWCT2R) 
Textual Archives Services Division 
Email: QQ.\•jd.pfoiffer@nara.gov 

Enclosure 

NWCT2R 2011-1652 

Central Vermont Ry., II)Q• 
- ... Appl'.c.ation of. i/Iontpelle~ & Barre_ R. Co. 

F.D._ 199:3_6 

~ f th Barre branch 
to purchase the portion_~- e~tending in an 
linEf ·of railroad of the 'th int of j unc-

dl directlhbn from e po · · 
eastwar ey - i - f the forenamed carriers 
ti on of the l ne 8 0 . . . - Mont elier -to · 
at Montpelier Junct1i 0~· 4~1~lles p;l.n Washington 
J3arre,. appro_ximat.e Y • · - · · - ,. 
County, Vt. _ 

~;_,,_,,() ,}'- /;!6? (11-lfi!} 
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,, 

Montpeliel' s, Barra Rail:road 
Bar-:r'e, Vcrnont 

. 
' . 

abutting the .fmm which oomp:ds,;:s the abl'mdonad road bed of the 

back in 11370, up,1n :petiti<ln C•f tho Montpelier & Wells R:lver Ra:Llroa.cl, 

There is no record of oonveiyanee o:f' thti uriderl;)'i.ng fee. AeeorchngJ..y, 

i:t seems likely that t.hiii right of WI,\'!; :i.nsofa:r as :ii; run.s along o:r 

t.i:tlo, I should welcome aJ'fCf comment you may havm t'E> o:Lfe1·. 

.~ I I ' 
///) /f/~f(T.! 

to m P "I c,f 0 

'l ~··.:, 

I 
~ 
r j 
I 

! 
•[ 
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Montpelier and Barre Railroad Company 
GENERAI, OFFICES 

150 CAUSEWAY STREET - BOSTON 14, MASS. 

May 1, 1959 

Pro. ii 5 - 2 

Nr, Peter Giuliani 

Box 127 

Montpelier, Vermont 

Dear Sir: 

Replying to your letter of April 29th referring to 

the abandoned roadbed of the railroad from Montpelier to 
I 

Wel1s River, Vermont, please be advised that the abandoned 

r:Lght of way was sold to the. State of Vermont. 

~~here fore, this is not our property and you should 
<> 

'"ddress your inquiries to the State of Vermont. 

ShP/rep 

Very truly yours, 

MONTPELIER AND BAHHE 
- HAILROAD COMPANY 



}iontpe:U.or ~mcl Darr<• .RB .. Uroti.d Oompo.ny 
150 Ga11ser>"tii;y 1Strei:;d~ 
l"3ostor1 liJ.$ f.Iassi;1.0tm~1etts 

ThanJt you V$1!':f 1111.iab. for ;101tr J,o·l:it.f.tl' oJ:' t·1~1y lp 1 i;/~)9 .1.n a:n.swer to 
YHJ' inqui:cy of .Ap:i:•il 29 conotL01i..ng 'the abando.n~d :roadb©d. (>f th0 x·;:,.il= 
road f':rom Mo11tp.alier tn 1ft~J~ls fttver* <{;? .fa1} av I m_tfil1Lf.rc:1L_:Lh-i;1 
public roco1~d&.,._JL.l'.id.. ·1 i"-t?Jrl ri:r t)f the _~t_cin1SY.,r_.Gen_~M!a-JJ.iLi_Q~» thl!!: __ 
s'tnte of V•H'l.UQi1t.a.q_q_tj,LW!£Ldgl:r~s -""1Y j,n tha';; pm1; of the :roadtecf 
rln~u1trlf;-xiO ~"''f) h~_x·ly .~nd e as~tfiTl:Y--'J."r-Q!!.L _ :tr.~-~~t.n·.~m~_r. _tion---Of~ t_ 11e··c::fDll:tf!f) 11 

nnr Roe.cr·arfft-trn ;•a1:tro-.o:.r·:r.r1iht ?!'._,,,~ TJ:l:i~-E~iii'[ ii! ~ir_!~~i.l~Z}n 
t!;e-vt\:l:tn1ty·ortooMontn$_1Iel.~ ·cotmt:cy Olitb. 'l'he. rig_)Jt __ l'.>LJl;Jylliliik 
fJ 1-;1}r(1-0,.rat_Qj[_fil1r,·t_J2iJ!x __ q)~--~10n_t1)n.l1._orTW-;.:'.ls··-no_-t ~~:f1::.~_cttiul- .-l:w:----thitJ-----eo.q:\LB,~ =· _· 
::~.1=c~~~=~7Jie ___ St~E~~~--!·e1~1 is a -fillJ~(;-·-o:r ·roore·-v.0tii1~i:e~}'.· ___ ~F_ _ _:~-~~ _g~~lj.t:iOX\ JI111 
cross.:.tng:_.. ------- - ·--

I do halicnta OllU~l:t."sh:lp ,:>f the rlght of" wa,y e.1.oni~ 01· th:cou.t;h tb0 
Sa1:;iu farrn has :re,,_;er·ted t<-~ ·hhe _pr~~ent 01"ru:~rs of that prnpe:i:·t;r J It 
'fOlLld be Vl~1·-y hel1>fUl to 1.:noi.: }_:crw ;ro11 Tegat'd ·the ma:lterl> 

l?G: liLP 
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. PETC::R GIULIANI 
C:OUNSELO~ AT LAW 

I 
! 

. I 
Mr. Antonio Aja 
Barre S;treet 
Montpe11ier, Vermont· 

I · .. 
Dear Tony: 

I 
Irlregard 

througl;l former 
pelier; I have 

to the abandoned rail.road right 
Sabin lands now owned by you in 
examined the public record.s and 

18 COLLEGE STREET 

MONTPELIER. VERMONT 

May 18, 1973 

of way running 
the City of Mont
find the following: 

. . / . . . -

{' The Montpelier & Wells River Railroad was charte:i::.<l.9. in .J~l2h7. 
/rand was subj~ct .to the ge:ieral railroad_ law in _e!£t:;~~ at that time 
""L(n~1~-~-.-~,_Qf~T~~:1---~·-·--~-f,Y __ 9_f~- ~~?:~~.Q~_~eral _S_tatiutes o;r_ .i.065)_. -iJ.'.his gen-_ 
erlrr act providad as an alternate method of acquiring.right of way 

·by purchase and deed that the .. company could get what they needed 
by condenma ti on and award of di<mages, whereupon the .company would 
"oe· deemed to be seized and possessed" of the land in question. 

The right of 
denmation in 1870 
This is Of record 

·Records, 

. - . - . 

way through the Sabin farm wasacquired.bycon.;. 
and.damages of $1,283.33 were awarded and paid. 
at page 502 of' Volume 7 of Montpelier Land 

Section 17 of said Chapter 28 specifies that the award should 
be. for "damages which the owners might have sustained. or· shall be.· 
li](ely to. susta.in by the o.ccupation of· the same for the purpos~s 
aforesaid", ·such purposes being for the· "construction and main- . 
t.enance 11 of the railroad, whereupon and upon payment of the damages 
awarded "the company shall be deemed seized and .. possessed of such 
land---~--" as aforesaid, 

In my opinion there is a clear dist:tnction between right of 
way acquired by deed of the land and right of way acquired by con
demnation. Th.e distinction is important here in that, in my 
opinion, land acquired for right of way by deed does not revert to 
the adjoining landowner upon abandonment· of the road, but rights 
of way acquired by condenmation upon payment of damages sustained 
by occupation of the land merely for the purpose of constructfng 
and mainta.ining the road are limited a.s to time and do expire 
when _the line is. abandoned. I believe. such to be the case. in . this 
instance. 

I believe you should assert at every point your claim as 
reversionary owner of the land over which this abandoned right of 
way runs th.rough your property. In my opinion such.a claim of 

_ownership under these circumstances is sound. 

,. ,. 



FINANCEDOCKETNO. 36016 

PETITION FOR DECLARATORY ORDER 

EXHIBITS 



·----:.: ___ , ··- -. - -

·.-', 

Lost Railroads 
of New England 

2nd Edition 
by Ronald Dale Karr 



©Copyright 1996, 1989 by Ronald Dale Karr 

ALL RIGHTS RESERVED 
This book or any part thereof may not be reproduced in any, form witho~t 
written permission of the publisher. · · · 
Printed in the United States of America 

Printed by Braum~Brumfield, Inc., Ann Arbor, MI, on recycled acid-free 
paper 

Cover design and frontispiece by Diane B. Karr; cover art by 
Beaudoin · · 

Rear cover photo: Abutments that once carried th.~ B&M's Milford 
branch .over a road in West Groton, Mass. The line was abandoned .. iir 
1941 (see linel 66). · · 

All photos by the author except where noted 

Library of Congress Card Number 95-76497 
ISBN: 0-942147-04-9 

Branch Line Press 
I 3 Cross Street 
Pepperell, Massachusetts 01463 

10 9 8 7 .6 5 4 3 2 I 

Vermont Hlsto~ic\fl :;>qc1ely; 
~I - .. , ;, •. J 1'; [ ;t J:l.JJ' 
- '<' . . ;';.; ! ~- .7'. •' • 



i'; .. 

',_-.· . 

,'·· '. 

--p;'\'"--._ .-. 

-~~'-~;·-

4 Ji:'"' 
'VJ<-,,';•' 

i\-{;;· 

~······ Rail Abandonments in New 
11;. England, 1848-1994 
w--'. 

·,!·i,,;,' -

~\?:'. _',. . . 
·~liJIJHE FOLLOWING directory was assembled from many 

'.•""·>.; ·. sources. I relied most heavily on the permissions to.abandon 
'~:f<: .· reported in the published Reports of Decisions of the Interstate 
I;;; Commerce Commission (ICC~) (1_919-80); the annual listings of rail 
!/if; abandonments that appeared mRailway Age from 1917. to 1949; and 
!f> the weekly listings of abandonments in Traffic World from 1950 to 
fii5\ 1983, and repqrts of abandonments in the Federal Register 
!if' {1983-1995).:'Some of these sources contain errors and omissions 
?f:/ (partieularly Railway Age), and none of them report pre-World War 
~o;•: I abandonments. 
•:11'· These four basic sources ·were supplemented by information 
~;;::•gleaned from examination of various atlases and U.S. Geological 
~i ·.Survey topographic maps, the annual reports of railroads and state 
'\if.· railroad commissions (which themselves contain helpful maps), vari
!:l ous editions ofthe Official Guide of the Railwaysand Poor'sManual 
}!:;'of the Railroads of the United States, state rail plans, and the reports 
'l(C ~fvarious government agencies, such as the U.S. Railway Association. 
(c\:.The various books and articles listed in the bibliography were ·also 
k very useful, particularly for older abandonments. · 
,~; • This list is confined to abandonments by common-carrier steam 
~l .railroad lines in the six New England states. Excluded are electric and 
.~.>fr~m lines (except electrified steam railroads operated as integral 

: ~f•~a.rts of steam systems), including former steam lines converted to 

,·f: Ih• New York & New England Railroad once crossed the Housatonic River 
Nre.at Southbury, Conn., on its route between l#iterbury and Poughkeepsie, 

,y The line was abandoned in 1948 (see line 193). 
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trolley use without abandonment; cog railways and inclines; segments • 
under one half mile in length; industrial, mining, and logging railroads 
(for the latter, see C. Francis Belcher, Logging Railroads of the Wliite • · 
Mountains, Boston: Appalachian Mountain Club, 1980); industrial· . 
spurs and yard trackage; minor relocations and realignments, includt ·• 
ing most urban trackage; and lines never completed (e.g., the South-
ern New England). In a departure from the first edition, I no long~f ... · .. 
list those lines that were once abandoned but are now back in servi~{ · 
(e.g., the ex-Rutland lines). Missing line numbers in the directofy 
generally are those assigned in the first edition to lines that are rid:\\' .. 
back in service or lines erroneously listed in that edition. . . · ~· : · 

Since many years can pass between the end of train service a11d' · 
the removal of the rails, all dates must be considered approxiinate. 
In most cases the year given indicates the date in which the abandJfi: · 
ment order became effective. The notes indicate the dates of dlicon-· ; /• 
tinuation of service and removal of the rails, if knowri: . . ··. . .. ~ •• 

. Abandonments of former. Penn Central lines and many of. the .•.• 
B&M lines purchased by the MBTA or the Commonwealth of Mas, .. 
sachusetts are particularly difficult to date accurately. Penn Central 
lines not included in Conrail in I 9 7 6 can be abandoned witfl5ut · 

. notifying the federal government and thus announcements of#\~i{\. 
abandonment do not appear in the Federal Registe,ror TraffiC World. 
Freight service over most MBTA lines is provid¢d by a rail cair:\?r 
under contract. If this. service ends the MBTA cah apply to have.!he ,>~i• . 
line officially discontinued, at which time the rails can be remqv~d;'' ;) ' 
I consider this to be tantamount to abandonment. . · ·•·:"3 ~ 

All this has clouded the dist.inction between "discontinuance" of· '.) ~ 
a line and "abandonment." There are rail lines in which trees are •::· .. 
growing through the rails and which grade crossings have long be!!n' .. ' 
paved ·over, but are not legally abandoned, merely "out of serVicf',. ~; 
Few if any of these lines will probably ever see trains again, yetf~l)l 
reluctant to include them here. Only in cases where the railsjre ' '.!;'. ,. 
known to have been entirely removed have I considered theni • ·"" 

· abandoned. . 



Rail Abandonments in New England, 1848-1994 71 

,._ .. -

'< - Railroad Abbreviations 

c AV Aroostook Valley MON Monson 
B&A Boston & Albany MY Martha's Vineyard 
B.&B Billerica & Bedford NAN Nantucket 
S&C Barre & Chelsea NB&T New Bedford & Taunton 
B&G · Bennington & Glastenbury NH New York, New.Haven & 
B&H Bridgton & Harrison Hartford 
B&L Boston & Lowell NHC New Hampshire Central 
B&M Boston & Maine NHN. New Haven & Northamp-
BAR Bangor & Aroostook ton 
BOM Bangor, Oldtown & Milford NP Narragansett Pier 
BRBL. Boston, Revere Beach & NYNE New York & New England 

·Lynn OOJ Old Orchard Junction 
BRI Bristol P&W Providence & Worcester 
BRL Burlington & Lamoille PC Penn Central 
BWPS Boston, Winthrop & Point RUT Rutland 

Shirley S&E Sanford & Eastern 

I C&C Claremont &.Concord SJL St. Johnsbury & Lake Cham-

I 
C&P Clarendon & Pittsford plain 
CN Canadian National SJLC St. Johnsbury & Lamoille 

I CNE Central New England County 

\· CNP Concord & Portsmouth SR Sandy River 
' CP . Canadian Pacific SRRL Sandy River & Rangeey 1-. 

·Conrail CR Lakes 
CV Central Vermont ST Springfield Terminal 
D&H Delawa~¢ i Hudson sv Suncook Valley 
F&M Franklin & _Megantic UF Union Freight 

_H&W Hardwick & Woodbury VT Vermont 
HB Harvard Branch W&Q Wiscasset & Quebec 
HTW Hoosac Tunnel & Wilming- WARW Warwick 

ton WOOD Woodstock 
KC Kennebec Central WEST . West River 
KNX Knox WOLF Wo/fboro 
LAN Lancaster WR White River 
LYE .Lamoille Valley Extension WRB Wood River Branch 
M&B Montpelier & Barre · WWF Wiscasset, Waterville & 
MB Medway Branch Farmington 
Mc Maine Central YHB York Harbor & Beach 
MD&G Manchester, Dorset & 

Granville 

NOTE: In the following directory '.'Length: " is the mileage of the 
abandoned segment. 
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extE!nded from Boston to Northampton. That section opened in 1882, was closed for 
two years, and eventually wound up as a subsidiary of the Boston & Lowell RR. The B&M 
took over in I 887. In 1903 the construction of the Wachusett Reservoir caused the B&M 

. to abandon the original Central Mass malf!line between West Berlin and Oakdale (see line 
- /SA) and constru~t a new line_~etween West Berlin and Clinton Jct., where connection 
was made with the B&M's Worcester, 'Nashua & Rochester Division. Passenger service 

. ended in 1958, and the line was abandoned some months later. The abandoned line 
included a viaduct and a tunnel under part of Clinton; the tunnel still exists. 

.l.14A 
Barre, VT 

Railroad: M&B Length: 6 Opened: I 889 
I 958 the Montpelier & Barre RR acquired the CV branch from Montpelier Jct. to Barre 

_:that closely paralleled its own main line between those points. The M&B main line had 
formerly that of the Barre & Chelsea RR. It had been built In 2 sections. The first, 

from Montpelier Jct. to Barre Transfer, was completed bY the Montpelier & Wells River 
in 1873; t~~ rest of the line to Barre was opened by the Barre RR in 1889. The CV 

•line had been completed in I 876 by the Montpelier & White River RR, which reached I 5 
:;;~.::·:;_ n:iiles from Montpelier Jct. to Williamstown. The line was taken ov~r upon completion by 
· ·,, -·the CV. PasSEinger servke on the Barre & Che/Sea ended in 1922 and "Vas discontinued 

-on the 0/ line In 1939. Upon obtaining the CV branch, the M&B abandoned it from Route 
~c_392 to Barre, and discontinued its own main line between Rout8 302 and Montpelier Jct. 

/ rn))i . . lt8A 
? Medford, MA Park St. (Medford), MA 

, ?:"Abandoned: 1959 Railroad: B&M Length: 0.5 Opened: 1847 
'.';'-''The B&M built its two-mile Medford Branch in 1847, two years after it opened its 

, '. 0 -WUmington Jct.-Boston main line. Once passenger _service to Medford ended In 1957, 
~-:.'-_-_·there was no further use-for the outermost half-mile of the branch. 

\~ 
J\ /}\ 
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Maps of Vermont Towns 
This sheet was designed by the Vennont Historical Society Library to help you 
identify maps ofVennont towns that are detailed enough to show where people 
lived. There are basically three sets of detailed maps for all Vennont towns: 
Walling's1 maps (1850s), Beers's atlases (1870s), and Child's gazetteers (1880s). In 

addition, there are some maps of individual Vermont villages, most notably those produced by Presdee & 
·Edwards (1850s) and D. L. Miller (1890s). While the Walling, Beers, and Presdee & Edwards maps 

· ·show the exact location of dwellings, the Child maps must be used in conjunction with the printed 
gazetteers that indicate road segments but not exact locations of dwellings. Check also the card or 
computer catalog under the name of a town for other maps of particular towns. 

Addison County 
·Walling, 1857 (Map A 912.7430 Ad25w) 
P&E, Middlebury, 1853 
Wall & Forrest, Vergennes, 1853 

(MapA912.7431 V586w) 
Beers, 1871 (Atlas Stand) 
Child, 1882 (Map C 974.30 Adi5c) 

Bennington County 
P&E, Bennington, 1852 
Rice& Harwood, 1856 (Map A 912.7430 B439r) 
Beers, 1869 (Atias Stand) 
Child, 1880 (Map C 974.30 B43lc) 
Miller, 1894, Bennington 

Caledonia County 
Ray Helinick says 1835, at Fairbanks Museum 
P&E, St. Johnsbury, 1853 (MapA912.7431 Sa23p) 
Walling, 1858 (Map A 912.7430 Cl28w) 
Beers, 1875 (Atlas Stand) 
Miller, St. Johnsbury, 1895 
Child, 1887 (with Essex) {Map C 974.30 Cl28c) 

Chittenden County 
P&E, Burlington, 1853 (Map A 912. 7431 B925p) 
Walling, 1857 (Map A 912.7430 C449w) 
Beers, .1869 (Atlas Stand) 
Child, 1882 (Map C 974.30 C449c) 

Essex County 
Walling, 1859 (with Orleans & Lamoille) 

(Map A 912.7430 Or5w) 
Beers, 1878 (Map A 912.7430 Es75b) 
Child, 1887 (with Caledonia) (Map C 974.30 Cl28c) 

Franklin & Grand Isle Counties 
P&E, St. Albans, 1853 (Map A 912.743 l Sa22p) 
Walling, 1857 (Map A 912.7430 F854w) 
Beers, 1871 (Atlas Stand) 
Child, 1883 (Map C 974.30 F854cl) 

Lamoille County 
Walling, 1859 (with Orleans & Essex) 

(Map A 912.7430 Or5w) 
Beers, 1878 (with Orleans) (Atlas Stand). 
Child, 1883 (with Orleans) (Map C 974.30 Ll9c) 

Orange County 
Walling, 1858 (Map A 912.7430 Orlw) 
Beers, 1877 (Atlas Stand) 
Child, 1888 (Map C 974.30 Orie) 

Orleans County 
. Walling, 1859 (with Essex& Lamoille) 

(Map A 912.7430 Or5w) 
Beers, 1878 (with Lamoille) (Atlas Stand) 
Child, 1883 (with Lamoille) (Map C 974.30 Ll9c) 

Rutland County 
P&E, Rutland, 1852 (Map A 912.7431 R936p) 
Scott, 1854 (Map A 912.7430 R936c) 
Beers, 1869 (Atlas Stand) 
Child, 1881 (Map C 974.30 R936c) 
Beers, Rutland, 1884 (Map A 912.7431 R936b) 

Washington County 
P&E, Montpelier, 1853 (MapA912.7431 M768) 
Walling, 1858 (Map A 912.7430 W276w) 
Beers, 1873 (Atlas Stand) 
Child, 1889 (Map C 974.30 W276c) 

Windsor County 
P&E, Ludlow, 1853 
P&E, Windsor, 1853 (MapA912.7431 W725) 
P&E, Woodstock, 1855 (Map A 912.7431 W868p) 
Doton, 1855 (Map A 912.7430 W725d) 
Chace, 1856 (Map A 912.7430 W725c) 
Beers, 1869 (Atlas Stand) 
Child, 1884 (Map C 974.30 W725cg) 

Windham County 
P&E, Brattleboro, 1852 
P&E, Bellows Falls, 1856 (Map A 912.7431 R59lp) 
McClellan, 1856 (Atlas Stand) · 
Beers, 1869 (Atlas Stand) 
Miller, Brattleboro, 1S95 

(Eleph. Map 912.7431 B737m) 
Child, 1884 (Map C 974.30 W7232c) 

1 Some of these were actually published by 
different publishers; it is handy to refer to all of 
them as "Walling's maps" since they are all 
similar in format. 

townmap.doc 5/2005 

I 

I 
I 



FINANCEDOCKETNO. 36016 

PETITION FOR DECLARATORY ORDER 

EXHIBIT 9 

! 
I 

! 

' i I 



The History of the Montpelier & 
Wells River and Barre & 

Chelsea Railroads 
NOTION 

0 ~6! 
fJNlVERSl'l'~ 01" NEBRASKA.LINCOU~ LlBRA.B.XES 

lf'ou1'i'.. 

The Montpelier & Wells River Railroad 
and the Barre & Chelsea Railroad entered 
the Boston & Maine Railroad fold by virtue 
of majority stock control, a method com
.1nonly employed by the financial baro"ns of 
the Victorian period. However, unlike 
other properties bought up or leased by the 
B&M, neither the M&WR or the B&C ever 
lost its separate identity throughOut more 
than thirty years of absentee ownership. 
V./hHe neither line ever contributed 1nuch to 
the botto1n line of the B&M financial state
ments, their acquisition served to consoli
date the position of the Boston & Maine as 
New England's pre-eminent railroad 
system. 

By the year 1915 the B&M system had 
reached its fullest extent, some 2400 miles, 
having succeeded within seventy-five years 
to amass itself into a network of lines which -
honeycombed Massachusetts, New Hamp
shire, and to a lesser extent, Maine and 
Vermont. The·stimu!us for this growth was 
quite simply mere survival, for the B&M 
faced constant and severe competition from 
its rivals, chief of whom were the Boston & 
Albany Railroad, the New York, New 
Haven & Hartford Railroad, and the Cen
tral Vermont Railroad. 

At the turn of the century the VaOderbilt 
fa1nily had successfully used their New 
'York Central & Hudson River Railroad 
property as a vehicle for acquisition of the 
Boston & Albany, and by 1904, the 
NYC&HR had reached into Vermont to 
take controlling interest in the affairs of the 
perennially \Veak Rutland Railroad. To this 
threat fron1 the B&A \vas added the strong 
penetration of the New York, New Haven 
& Hartford Railroad throughout Massa
chusetts and southern New England. When 
the New Haven bought a controlling inter
est in the New York, Ontario & Western 
Railway in the same year (1904), the cornpe
iition for traffic between Boston, the 
Hudson River and points west, became 
intense. 

It was in the best style of railroad robber 
barons of that period that Charles S. 

20 B&M BULLETIN 

Mellen, president of the Ne-w Haven, 
gained control of the B&M -in 19-07. -Sus
picions surrounding MeUen's intentions to 
form a virtual railroad monopoly in New 
England were confirmed when in 1911, he 
negotiated the purchase by the NY-NH&H 
of a half interest in the New York Central 
Railroad's holdings in fhe Rutland. 

The Central Vermont Railroad mean
while had in 1898 come under the control of 
the Grand ·Trunk Railway of Canada, 
thereby ending. a twenty year period of> 
decline in the fortunes of. the Vermontw 
,based line. Whereas the CV did not 
compete actively with _B&M routes in 
Massachusettsi it -certainly ·was a threat to 
the B&M's .ambitions for a share of the 
New England-Canada bridge traffic. It was 
for this reason that the Boston & Lowell 
Railroad (a ,B&M predecessor) had 
purchased in 1885 a major interest in the St. 
Johnsbury & Lake Champlain Railroad so 
as to ensure itself of a route towards 
Montreal. However, when the B&L in 1887 
leased the Connecticut & Passumpsic Rivers 
Railroad1 which included- a line from St. 
Johnsbury, Vermont to the Canadian 
border, both the threat from the Central 
Vermont, and the usefulness of. the St. 
J&LC route, were alleviated. 

In contrast with the dens_e penetration of 
its lines throughout Massachusetts and New 
Hampshire, B&M activity in the State of 
Vermont was primarily confined to the 
Connecticut River Valley route between 
East Deerfield, Mass. and .the Canadian 
border at Province Line, Vt. The St. 
Johnsbury & Lake Champlain Railroad 
also remained under B&M control and 
served tO exfend the latter's influence into 
the Northeast Kingdom and Chan1plain 
Valley regions of Vermont. Yet it was the 
Central Vermont and the-Rutland Railroad 
w_ho cOntinued to hold a firm grip on routes 
serving the central and western tiers of the 
st<ite. Under these circumstances, it \Vas not 
surprisiflg that in March 1911, the B&M 
took controJ of the Mont1leJier & Wells 
River Railroad, followed shortly thereafter 

·by its feede.r line, the ·Barre ·Railroad. 
Flushed with success fro1n his purchase of a 
major interest in the Rutland Railroad, 
B&M president Mellen no doubt saw the 
acquisition of the M&WR and BRR as 
another means by \vhich to consolidate the 
position of the B&M in north centre\! 
Vermont. while simultaneously making in~ 
roads on the territory of the rival Central 
Vermont. 

The origins of the Mo11tpelier & \\'ells 
River Railroad itself can be traced back to 
·Nove1nber 61 18671 \vhen a small group of 
Montpelier ciVic fathers and local 
businessmen received a charter ro construct 
a 38-mile line between the state capital and 
the Connecticut River Valley flt Wells 
River. Vermonters were not easily separated 
from their savings however, a factor.which 
no 'doubt .held up the beginning of actual 
construction until November l, 1870. 
Nonetheless, for its size the line was excep
tionally well constru_cted) wh;2h may 
account for the fact that the ~'1.:':"'·,\'R was 
not opened for·business until November 24, 
1873. Indicative of the Greei1 Mountain 
terrain through which it ran, the roadbed 
followed the river vaIIeys of the Winooski 
and Wells rivefs, negotiating no fewer than 
two hundred curves along the \vay. In fact 
the longest tangent of track, less than a mile 
in length, \Va1? located near the sum1nit of 
the line at Lanesboro (elev. 1430 ft.) 
twenty 1niles ·east of Montpelier, \vhere the 
only major gradient, a half~mi!e stretch of 
2flfo was also encountered. 

As the inception of service approached, 
interchange facilities -were constructed al 

Montpelier to connect \vith the Central 
Vermont· Railroa,d, 1 which had built a I.7 
mile branch into the -capital from its 1nain 
line at Montpelier Junction in 1849. At 
WeJls River, a connection was opened With 
the Connecticut & Passumpsic Rivers· Rail· 

l. The Central Vermont Railroad had been ap· 
pointed receiver for the Vermont Central Rail· 
road in Jane 187-3. , 
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H.E. Cu11er. Walk.or Transportahori CollecUori-Beverly Hls!orica! Society 

"Sky Route to the Quarries" boasts th~ billboard on the side of the M&\N station al Barre. 0-4-4T No. 
6, Artli11r Tnud_u, awaits departure with a Montpelier lo Barre commuter train. The building still 
stands today, but it is used as a laundromat. 

r.oad. The Boston, Concord & Montreal 
Railroad also connected \\'ith the M&\\'R at 
Wells R'iver by virtue of a bridge 
constructed across· the Connecticut River, 
thus assuring M&\VR patrons of a 
connection between their state capita! Und 
Boston. It should b.e added however that 
even with the best connections, the M&\VR
BC&M passenger service schedule between 
Montpelier and Boston was over an hour 

·longer than the competing Cen_tral Ver
mont-Northern-Boston & Maine route. 

Unfortunately, the year f.873 did not tu_rn 
out to be a.propitious one in \vhich to begin 
the operation of a ne\V railroad. The 
financial panic of that year, together \vith 
the ensuing depression left the new 
management of the M&VlR with little 
choice but to go into receivership. The fi
nancial plight of the company was clearly 
illustrated by the rapid contraction. of the 
locomotive roster from four brand-new 
Manchester 4-4-0's, to two, No. 's 1 and 2, 
the Montpelier and Plainfield respectively .. 
Nevertheless, Daniel R. Sortwell, original 
president of the railroad, remained un
daunted and by early 1877 the M&WR 
emerged from receivership with fresh 
sources of capital and reduced debt. 1 For 

2. On January 1, 1877, the Montpelier & Wells 
River Railroad Cotnpany became simply the 
Montpelier & Wells RiVer Railro&d. 

the next thirty-four years the "Wells River 
line" led a quiet existence far remoVed from 
the fierce competition that engulfed many 
other railroads in the New England region. 
\Vith its c_ompterrient of nine locomotives 
(six 4-4-0's, two Moguls, and ·an 0-4-4T), 
the M&WR \Vas content to carry the 
products of Vermont to distant markets
rough and finished granite 1 timber, milk 

and dairy products constituted the back
bone of outbound ladings, whi.le in turp. the 
rural economy of the region depended upon 
the importation of grain and grain 
products, building materials, and coal. 

Paralleling the development of the 
M&WR, and <:-ontributing in great part to 
its solvency, \Vas the expansion of the 
granite quarrying industry in Vermont 

M&WR engine No. 3, 0. R. SortU,1!'1/, was named after the road's president. Built by Manchester in 
1874. it is-shown at Montpelier. 

Harry A. Frye Collection 
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The Barre -Railroad purchased a Lima Shay (above) in 1893 to handle granite loads on the five percent 
grades on the hill. Officials must have been taken in by the statistics she carried ·on her tender for 
although the Columbia was found to be strong enough, crews reportedly complained !hat "it took all 
day going up the hill." She was sold to the Hardwick & Woodbury, another Vermont granite road, a 
short time later. The Wfiite i\1ou11tains Express {be!ow) was a crack Burlington, Vt. to Fabyan, N.H. 
train over the M&WR, operating only during the summer months. 

following the Civil War. In view of the fact 
that large formations of this durable gray 
stone underlie much of southeastern 
Washington County, and neighboring 
Orange County, communities such as 
Barre, Graniteville, \Vebsterville and 
Williamstown came to owe their very exM 
istence to this single commodity. The traffic 
potential of granite led to the construction 
of the Montpelier & White River Railroad 
between Montpelier and Barre in 1875, a 
distance of six miles; a further extension 
was planned to connect Barre with other 
quarry operations in neighboring WilliamsM 
town. This co1npany was imme_diately 
letised by" the Central Vermont, !hus 
insuring a firm position for tbe- CV in the· 

Z1. B&M BULLETIN 

Both, Harry A. Frye Collea11on 

1novement of outb.ound granite traffic. 
Under these ·circumstances, the M&WR 
management, not wi_shing to be outmaM 
neuvered in their own backyard, organized 
the Barre Branch Railroad in 1883 to run 
from Barre Transfer Uust east of Mont
pelier on the inairt line to Wells River) to 
Barre, a distance _of three and one-half 
miles, Upon completion in June 1889, it 
was at first leased to the M&WR for ninety
nine years, but subsequently, it was ac
quired through merger in September 1913, 
when $71 1 JOO of BBRR stock \Vas ex
changed for M&WR stock valued at 
$94,800. 

While the Montpelier & \Vells River Raii
road and the Central Vermont were 

jockeying for competitive advantage in 
1 

Barre, t\vo other related deve1opments were ' 
unfolding nearby. The Barre Railroad 
Company was incorporated on April 9, J: 
1888 to connect the quarry operators at l"~ 
Websterville and Graniteville \Vith the many :,·.·~··· 
finishing plants located in nearby Barre. .;· 
Upon its completion in March 1889, the :~ 
directors of the BRR (many of \Vhom were ~ 
also M&WR officials) agreed to have the .it." 
M&WR manage the twelve-mile line. Billed ';i;t 
as "the steepest standard guage railroad i1 
east of the Mississippi Riv,rr, not employing ~
other than friction for traction," the road- :J 
bed reached gradients of five percent · ~ 
b.et\veen Barre and the quarry pits atop ·~ 

Millstone Hill. To ease the climb, several 
switchbacks were used. The first was 
located halfway up the hill at South Barre, 
and a run-around track was incorporated to 
ensure .that the locomotives were· always 
·coupled to the rear -of the train for safety 
reasons. in order to tap prime sources of 
granite north of-Graniteville, the East Barre 
& Chelsea Railroad was chartered on Sep
tember 11, 1892 to link .East Barre with 
Barre, and envisioned a line of track to 
Chelsea, Vt. However, it only greiv to J. 7 
miles from East Barre to Lower Webster
ville. As constructed, the EB&C inter
changed solely With the Barre Railroad on 
Millstone Hill, and not unexpectedly, it was 
immediately leased to the BRR for ninety. 
nine years.l 

The pperations of the Barre Railroad 
assumed a set pattern which fluctuated very 
little during the course of its entire exist
ence. Rough granite blocks weighing up
wards of -twenty-five tons each were 
brought down off the Hhill)) for delivery 
either·'to finishing plants on the ·{3RR in 
Barre, or trans-shipment to CV or I\;'l&WR 
freight cars for deHvery out of state, or to ;~ 
local finishing plants on their lines. T::~ exM ·t 
tension of M&WR control over th1.. * aRR 
and EB&C served to rob the CV of a major 
share of the business in Barre so that the 
latter had to content itself mainly \Vith the 
traffic that it derived from the quarries at 
the end of the Williamstown Branch, as 1t 
came to be known. Although granite 
became the chief source of revenue for all 
three companies, the passenger business 
also contributed considerable revenues at 
least until 1898 when the advent of a 
streetcar line between Barre and Montpelier 
presented stiff competition to the railroads. 
The M&WR operated numerous suburban
type trains between Montpelier and Barre, 
and at one point was an ilnportant link in 
the operation of the CV,M&WR-B&M 
summer-only White Mountains Express 
which transported vacationers from Bur
lington, Vt. to Fabyan~ N.H. During the 

3, ln 1937, lhe [CC granted the Barre & Chelsea 
permission to abandon I .37 miles of the original 
,EB~C. 
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From a pos!card, Harry.A. Frye Collection 

(Above) Train time at Boltonvi!le abc;n1t 1914, wilh engine 13 on the point. (Bottom of page, left) 
Barre & Chelsea Baldwin 0-6-ZT saddlctanks such as No. 6 were originally purchased by the Barre 
Railroad for hill·dimbing duties, Class G-10 0-6-0 No. 9 (bottom, right) was an Alco-Manchester 
product, ex-B'&M 272. It s;;iw service on the M&WR, St, J&LC, H&C, and finally Rock of Ages. 

early 1890s the Barre Railroad advertised 
two to three daily mixed trains each way 
between Barre and the various granite 
quarries on the-hill. 

The Boston & Maine Railroad influence 
on the granite haulers dates from 1-911 
onwards. At the time that the B&M began 
to actively seek control over the 
independent railroads of the Connecticut 
River valley, its prime concern had been to 
secure for itself a continuous route between 
western J\1assachusetts and the upper 
reaches of Vermont a_nd Ne'v Hampshire. 
One such property which came under the 
control of the B&!v1 was the Vermont 
Valley Railroad, which Jin,ked Brattleboro 
and Bellows Falls, Vt. The VV had been 
operated by the Central Vermont Railroad 
up until l877J but control of the com.pany 
passed to the Connecticut River Railroad 
which itself was later absorbed by the B&M 
in 1893. By the early 1900s it appears that 
the B&M became sufficiently interested in 

the operating prospects of the M&\VR and 
BRR so that a decision V.'as reached to gain 
control of both companies. By 1911 the 
-B&M through the Vermont Valley 
succeeded in securing a ·controiling -interest 
in both the M&WR and the BRR. However 
the VV (read B&M) had not shown itself 
disposed to exercise any direct control over 
the affairs of the granite roads •. Under 
Charles Mellen's rejgn as pr_esident (1907-
1913), the B&M was of a different mind. 
On March 1a, 1911, the M&WR was 
brought under closer B&M control, 
followed by the BRR on November 11 of 
the same year. As part of a company 
internal reorganization in 1913, the B&M 
further consolidated its ne,vly acquired 
propertie_s; on Septernber 18, 1913, the 
Barre Branch Railroad was absorbed by the 
M&WR, while the Barre Railroad 
Company and the East Barre & ChelSea 
Railroad were combined to produce the 
Barre & Chelsea Railroad Company. 

It was in this early period Of direct con
trol, from 191 I to 1925, that the two granite 
railroads took on the strongest B&M 
influences. Slowly but surely the various 
company depots, offices and service 
facilities were given a fresh coat of crimson 
and creal)1 paint, and diScarded rolling 
stock from the parent co1npany furnished 
the freight and passenger car -equipment 
needs of both lines. Irt 1912 the Barre Rail· 
Toad added a final 0·6·2T to its unlqu.e 
roster of Bald,vin-built .. saddle .. tank 
locomotives; the M&\VR on the other hand 
was casting .about for replacements to 
bolster its ageing and rather decrepit roster. 
Herein began the tradition by which the 
M&WR was supplied from time to time 
with a stable of ietired B&M locomotives, 
or in rare cases, \Vith new locomotives ·built 
to B&M specifications. The original nine 
locomotives of the pre·B&M period were 
either retired outright or supp1emented in 
the period 1911·1925.by five additions: two 

Bo!fi, Albert G. Hale 
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Alber! G. Hal6 
An eastbound M&WR freight with engine 19 prepares to leave Montpelier in October 1936, The dome 
of the state capitol is barely visible above the first boxcar. 

ageing ex-B&M Moguls, an 0-6-2T fforn the 
B&C, and_ two new 4-4-0's patterned .after 
the parent road's A-41-f class engines. 
There were normally no more than six to 
eight locomotives on the active roster at any 
one time. 

In 1922 mergers of the Montpelier & 
\Veils River Railroad and the Barre & 
Chelsea Railroad into the Boston & Maine 
verr nearly took place, but were blocked by 
a new federal law. The manageinent of the 
B&M had decided that it would be more 
economical to operate several of its 
controUed lines if they ceased to exist as 
separate companies. On July 27, 1922, 
B&M stockholders voted in favor of 
merging the Sullivan County Railroad,· the 
Vermont Valley Railroad, the Montpelier & 
WeJJs River Railroad, the Barre & Chelsea 
Railroad, and the York Harbor & Beach 
Railroad into the B&M. If this decision had 
been made a few years earlier, the mergers 
would most likely have been carried 
through, However, the federal Transporta
tion Act of 1920 directed the Interstate 
Con1n1erce Commission to draw up a plan 
for consolidation of all common carrier 
railroads in the country into a limited 
nu1nber of large systems, and required that 
all future railroad mergers conform \Vith 
this plan. 

Following approval of the merger plans 
by B&M stocJcho_lder$, applications for the 
mergers were submitted to the ICC. The 
Commission was still in the process of 
drawing up its consolidation plan and -dis-
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missed the applications on the grounds that 
it could not rule on them until the plan was 
finished,~ 

As the early I 920s passed by, the Boston 
& Maine Railroad as well as its competitors, 

, began to experience the effi!Cts of New 
England's decline as the major industrial 
heartland of the nation. Declining 
revenues1 loss of passenger business and the 
inroads of interstate trucking, forced the 
B&M m·anagement to take measures to pro
tect the profitability of the company. -A 
thorough study of the company's opera
tions resultecl in the Jmplementation of a 
t_hree-prong program to reverse the decline 
in -business. The abandonment of chroni
cally unprofitable operations throughout 
the five-state system Was the first major un
dertaking. The second step was to improve 
the quality of service; this meant faster 
freight and passenger timetables, new and 
larger locomotives, the construction of 
modern yards, and increased expenditures 
to expand the rnotorbus and trucking arms 
of the railroad. The final recommendation 
called for ·a further reorganization of 
company operations. Much of the credit for 
the latter can be attributed to Edward S. 
French (1889,J968) who was at that time 

4. When the ICC adopted a consolidadon plan h1 
1929, both the B&C and the M&WR were as
signed to the B&~1 ·system. The· plan was not 
compulsory, ~ut rather was intended to serve as 
a guide for voluntary mergers. By the time the 

General Manager of the B&M. French, who 
had _been a native of Springfield, Vt. for 
many years, convinced President J, H. 
Hustis and the board of-dfrectors that the 
St. Johnsbury & Lake Champlain, Mont
pelier & Wells River, and Barre & Chelsea 
railroads, au suffered from what he called 
the pitfalls of absentee management. A 
return to local management was seen by 
·French as a means of raising e:::Ployee 
morale, shipper confidence and hc-;"d'ully, 
net prcifits. -On January 1, 1925 1 a· new 
board of directors was installed in St. 
Johnsbury t_o overJ9ok the affa,irs of the 
St.J&LC, This- new nine~man group in
cluded French who filled the post of Secre
tary and General Manager. One year later, 
on Jariuary l, 1926, t'he same grou·p of men 
were given the affairs of the M&WR and 
the B&C to operate as well. The general 
offices of both railroads were consolidated 
in Montpelier, and the close relationship 
between the St.J&LC and the M&WR· 
B&C continued in existence until 1956. 
Major repairs to St.J&LC and B&C loco· 
motives were performed al the Montpelier 
shops of the M& WR, and it was not 
unusuaJ to see motive power change hands 
between the three lines. Edward S. French 

plan was adopted the B&J\1 was no longer inter· 
ested in merging_ rbe two lines. The requirement 
of a national rail consolidation plan was repealed 
in 1940. 



l 

in the meantime relinquished his position as 
General Jv1anager and went on to become 
president of the B&M in 1930 following the 
sudden and unexpected death of George 
}-fannauer. 

The return to local control was accompa
nied by another infusioh of "new" motive 
power from the parent company. In 1926 
two G-9-c class 0-6-0's were purchased, 
along with t\vo B-rs class Moguls; a fourth 
o-6-0 switcher arrived on the property in 
1928. These five additions to the roster 
allowed the retirement of all the remaining 
locomotives da_ting back to pre-B&M days. 
The strong market demand for quarry 
pfoducts in the mid-1920s together with .in
creasing railroad labor costs made- it eco
nomically feasible for the major quarry 
operators to purchase and maintain their 
own S\vitching locomotives. The largest 
Operators in the Barre area, the Rock of 
Ages Corporation, E. L. Smith Company, 
Wells Lamson Con1pany, and Wetmore & .Alberto. Hare 
Morse, all resorted to buying second-hand 
locomotives, a inajority of \vhich \Vere .dis
cards from the M&WR or the E&C. The 
RoCk of Ages Corporation eventually pur
chased ~n 0-6-2T and two 0-6-0's from the 
M&WR, plus three 0-6-2T's from the E&C; 
E. L. Smith Company acquired two of the 
M&WR's 0-6-0's, 'vhile Wetmore & Morse 
saw fit to purchase a lone 0-6-0T from the 
a&C. 

Perhaps the most spectacular and 
memorable event during the late twenties 
was the devastating. flood which Struck Ne'v 
England during late October and November 
of 1927. Several days of heavy rain and de
structive winds filled inountain streams to 
nood level capacity, and within days the 
Montpelier and Barre yard trackage of the 
M&V.'R, E&C and C-V were completely sub
merged beneath the waters of the Winooski 
River. Between Groton and W-ells River, 
ten miles of right of \Vay were \Vashed away 
by the onrushing waters of the Wells River. 
The ·neighboring railroads far!!d no .better; 
the Rutland Railroad suffered 356 \vashouts ...._ 
which 1eft 263 of their 413 route miles 
inoperative;_,- the Central Vermont meanw 
while was shut down entirely between St. 
Albans and Whit~ River Junction, a dis
tance of iI7 miles. To restore operations 
on this line as quickly as possible,_ the CV 
entered into an agreement with the M&WR 
whereby the CV ·would rebuild the ten miles 
of destroyed roadbed between Groton and 
\Velis River. In return maintenance of way 
crews from CV parent Canadian National 
Railways were permitted access to the 
M&WR line with aU equipment alld 
materials necessary to begin reconstruction 
of the CV main line at Montpelier Junction, 

~~~~Z~i~~~,;:~f ?IJ~~£:;~~i~~~'t~~ t~·i;~:~~:[·'.:.:~~r:z~[~~~~~:~rf ~~~:?:~i:,·=s7.:~,~·~:~~~~;;1;.;j:;.,,·.:·.··.· · 
5, Jim Shaughnessy, The Rutland Road, 
(Berkeley, J964), 143. 

Alben G. Hale 

{Top) It's a full house at Montpelier as B&C and M&WR power packs the stalls in 1936. G-10 No. 10 
{middle) switches beside the Grocery corhpany, across from the englnehouse. Rock of Ages switcher 
No. 7 {bottom) sta;ted life as M&VVR first 7, Capital. She was scrapped in 1941, 
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PhiHp R. Haslings 
With cars loaded with granile and mJlk, eastbound l\1ixed No. 4 rolls through the lush Vermont 
countryside.near !he summit at Lanesboro in September 1947. 

j 

i 
op_ened after the flooding receded. 

What little prosperity had accrued to the 
M&WR as a result of the return to local 
control evaporated \vith the onslaught of 
the depression in 19.30. The domestic mar
ket for _building materials waS so severely 
dampened by the financial crash that 
monument dealers and other customers 
resorted to buying Vermont granite- in 
small, less·than.carload_ Jots, a. market 
tailor.made for truckers; accordingly much 
of the granite business was drawn away 
from the railroads. Only through an active 
traffic solicitatio·n campaign in which the 
M&WR offered weekly package granite 
service to selected points in eastern 
Pennsylvania, was some of the business 
won back to the rails. In reality the granite 
haulers were never again to recover the 
business lost during.the depression. 

The true shortline nature of the M&\VR 
was borne out by the pattern of its daily 
op~rations which changed very little 
throughout the period 1926·1956. Two 
scheduled trains -were run Over the line in 
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each direction daily except on Sundays 
when one mixed was scheduledj extra 
movements were run as traffic warranted, 
For example. the September 25, 1938 time
~;;tble indicates that at 7:10 A.M. each week~ 
day morning. ·eastbound No. 2 departed 
from Montpelier on itS two hour1 38-mile 
trip to Woodsville, N.H., and a connection 
there with B&M train No. 2, the Montreaf
Boston (via Concord) day train. Milk cans 
were normally loaded aboard along the-way 
at Plainfield, Marshfield, Groton and 
South Ryegate, all of which were destined 
for local creameries- or the large H.P. 
Hood, and Whiting Company dairy 
processing plants in Boston. By 10:20 
A.M. 1 the train, now redesignated ·Mixed 
No. 1, had picked up all interchange cars 
left in the Woodsville yard by the B&M 
during the previous night, and was ready to 
depart for Montpelier with those passengers 
who had arrived orl; the early morning trains 
from Canada, New York, Boston, and 
neighboring_ communities, The leisurely trip 
up the valley of the \Velis River and over 

f 
the summit at Lanesboro, together With I· 
num_erous set.outs and pick-ups, normally -
saw No. 1 arrive ba~k jn the capi.tal at 12:45 .l 
P.M. J 

Over 'the noon hour Montpelier station, ~ 
and yard was the M&WR.at its busiest_. One ]. 
of the switchers Would busy itself .'i 
immediateiy breaking up the consist Of No. ·~ 
l, while imminen_tly the local from Barre .t 
would return with the granite train Off the :~· 
Barre _& Chelsea. This gave the yard crew ~: 
toughly an hour or so to assemble the 
consist of local and through cars for Mixed 
No. 4, \Vhich departed Montpelier at 2:20 
P .M. This was by and far the heaviest train 
in the .dailY timetable for it carried out 
flatcars of granite for delivery to the B&M 
as well as to local finishing plants in Groton 
and Squth Ryegate. The consist of No. 4 
would also be swelled by any eastbound 
bridge or other -traffic delivered to the 
M&\VR at f\-1ontpelier by the Central 
Vermont. Dairy cooperatives at Plainfield 
and South Ryegate both contributed a dailY 
rnilk car to t_he eastbound 1s tonnage as the 

•i 
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EnF'· · 20 (above) pauses alongside 
Rk; :- Pond with westbound lrain 
No. l during the station stop at 
Rickers in 1947. The mixed train 
(right) fights a grade near East 
Montpelier on October 4, :1936. 
Train 1 (below), again with engine 
20, lays· down some smoke on !he 
westbound upgrade past Groton 
Pond at Rocky Point. The flag 
stop signal is characteristic of 
those along the M&WR. The 
passenger shelter is a former 
Montpelier-Barre commuter 
coach. Owl's Head is in the 
background. 

mixed train ambled by on its: way to a 4:50 
P.h-1. arrival in Woodsville. The crew could 
then look forward to a half-hour layover 
before the arrival of B&M train No. 9 from 
.Boston (via Concord) at 5:25. P._M., at 
which time train No. 3 'vould be readied for 
the homeward bound run to Montpelier 
behind one of the 2-8-0's and a Jone 
combination car, and .coach. Trave11ers 
from Boston could expect to be rewarded 
with a fleeting glimpse of the summer sun 
stuing on the golden dome of the capital 
buildings as No. 3 came to a rest at the 
platform in Montpelier sometime before 
8:00P.M. 

Between 1930 and 1935, the last infusion 
of ex-B&M steam loc_omotive power came 
lo the M&WR in the f onu of five G- IO class 
0.&-0's, three K-7-c class 2·8-0}s, and a 
rolitary K-6-b class 2-8-0. However, despite 
the addition of larger locomotives, and a 
&cneral return of prosperity 1o the nation, 
1he fortunes of the M&WR began to 
uagnate, The entrance of America into the 
\\'ar in 1941 allowed the B&M to put off 

Above, A!b&r\ G. Hale: below. Ptitrfo A. Ha.$tlngs 
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Barre & Chelsea 0-6-2T No. 6 (above) switdles the granite finishing plant n_ear !he granite quarries at 
Graniteville in 1946. _(Below) Action on the switchback. B&C engine No. 5 pauses· in the clear on the 
switchback halfway _down the hil!. GE 70 tanner-No. 12 and train prepare to ride the f!atcar by No. 5 
and deliver the car into a quarry. 

Dwight A. Smllll 

making a decision that was inevitable, how 
to eliminate mounting losses, especially on 
the increasingly unprofitable -M&WR. The 
B&M manage1nent decided in late 1944 to 
go one step beyond that of vesting 
management of the M&WR and B&C in $. 
local hands, by selling their controlling 
interests to Alvin F. Sartwell, one-time .~ 
president of the line, and the son of the first l 
president of the M&WR. No sooner had i·. 
Sartwell taken control when a decision was ·-1 

made to merge the M&WR and .the B&C ~ 
into one entity. Thus on ianuary lr 1945, f.~. 
the combined railroads became known as r 

the Barre & Chelsea Railroad, a reflection f 
. perhaps of the fact that the smaller of the 1 
two lines had always been the more viable ~ 
operation. The B&M continued to hold a ;.. 
minority interest Of 400/"o Of .the new ·'< 

company's bonds, but when Alvin Sartwell J 
passed a~.ay suddenly in 1946, control of 
the B&C .passed to other local interests, 
chief of whom w.ere Louis A, Putnam, 
president of the St.J&LC, and the Rock of 
Ages Corporation, the principal on-line 
shipper (by virtue of its absOrption of E. L. 
Smith Company, J. K. ·Pirie Company, 
Wetmore & Morse and Wells Lamson Co.). 
No one Jnember of the new ownership 
·group held stock control and the -B&M 
·continued to hold its minority interest in the 
lipe. Certain economies were realized 
almost immediately through the new joint 
operations, but the ma'nagement foresaw 
that significant savings could only be 
achieved through djeselization. Accord
ingly, the B&C ordered. and took delivery 
from General Electric of three ~eventy-ton 
diesd locomotives in 1947, which effec
tivdy llllowed the retirement of seven of the 
nine remaining steam locomotives. The 
newest of the saddJetank 0-6-2T's, No. 's 5 l 
and 6, were retained until 1948 and 1-952 j" 
respectively at which time both 'Vere sold to ~ 
the Rock of Ages Corporation. The B&C if" 
subsequently purchased two additional ' 
seventy-tanners from OE, but both were ,! 
purchased for the pov_erty-stricken ~ 
St.J&LC which Mr. Putnam and his -;, 
associates were in the midst of acquiring * 
from the B&M. .~ 
d 

D
1
, ~spi!e all the

1
_ meahsures taken to tuhrn i.·. 

e 1c1ts into pro 1ts,. t e -B&C entered t e ~. 
1950s under cloudy skies. Irnproven1ents in 'f 

the interstate highway system had allowed 
truck competition to siphon away all of the 
I'nitk traffic and the lion's share of the 
granite business; depletion of the once con
siderable timber resources of the area had 
further shaved away much of the 
company's traffic volume. In Fcbruarv 
1952 the morning tra-ins, No.'s 1 and 2 were 
discontinued, reducing service over the 
38-n1ile main line; to just one -round trip a 
day. Loss of the federal mail contract saw 
the last railway post office car pulled off on 
October 291 1955. Even deferretl main~ 
tenani;ie on the right of way could not hide 
the fact that the Montpelier-Wells River 
portion of the railroad accounte~ for 40l1Jo 
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Phllip R. Hastings 

B&C diesels 14 and 13 {above) wheel eastbound mi,xed train No, 4 past 0-6-0 No. 11 at Barre Transfer. 
The 11 is on the Barre Branch, returning from a swilch run to Barre on this day in February 1948, 

of the line's operating costs, while~ 
contributing a n1ere 50Jo of gross revenues. 

By 1956 B&C president Louis Putnam 
and his associates had reached the point 
where they were unwilling to invest any 
further capil<il into the B&C. ~ In the early 
summer Putnan1 petitioned the ,ICC for 
permission to abandon the entire 48-mile 
line from the quarries right over to Wells 
River. In October the Commission gave its 
assen! for the B&C to discontinue all ser
vice, effective the fifteenth of November, 
And so it was that after eighty-nine years of 
existence, the B&C passed away relatively · 
unnoticed. on a gray autumn -day in 
November 1956. 

Bu_t_, :t~:e_- 8,_~:o_sj -_:of-:-_t_he--,:=B_~_rffL:>&;·--¢j_i~_JS~a _-: 
cOn_\_lnu_C~)o.Ji_~~-:-pu::J}1'.;~haJ t~_~_--v_rqJ_l_ta_Ql_e:-; 
_S_egJn-~~f;:,ci(_Jf1e __ 'lin_e:_-,escapep_::_th_C.: fate-- ·of 
dl5man"tlemenc:-_In the same month .that the 
B&-c discontfnued Operations, Mr. Samuel 
Pinsly of Boston, fresh from his failure to 
purchase the defunct New York, Ontario & 
'Vestern Railway, entered Into an agree-

6. At this time Putnam and his associates from 
the Eastern Magnesia Tal_c Company, and the 
Ruberoid Corporation, were also preoccupied 
With negotiations for the sale of their interests in 
the St. J&LC to the H.E, Salzberg group. 

ment to purchase the twelve miles of track
age from Montpelier to Graniteville and 
Websterville. Pinsly brought considerable 
experience and financial resources with 
him, in that he controlled several other 
shortlines in New England and New York 
state. For the purchase price of '$250,000, 
his newly incorporated Montpelier & Barre 
Railroad acquired the 12-mile right of way, 
ihree of·the seventy-tort Jocom_otives (No.'s 
12, 14 and 15)1 and the shops in Montpelier. 
On January l l, 1-957 t~e first train ran up 
t_he line to service the former part~ownt!T, 
Rock of Ages Corporation in Graniteville, 
and the Wells Lamson quarry in 
Websterville. 

A touch of irony. revealed hself the 
following yearinlj1•Yl.958, w~enlheM&B 
pµrcha_sed __ :' t_hi: :.:~iJJ~~:_mile --Fetn_<'dtl$, o':CJ(~ tne·r 
_Q\'=ri_ti~J_://;i;frp{in!--,}(?ihY~Y~'.s:iI~afr_e:·-;:tjf1$~.h._' 
'.f Di: Y_~ar_s_'. ~he_;_M_~'r\'J~.1 _ !l_l}a:·--~_f_(~r_\~-~-r-~.s_-,\P_~:. 
-B& __ c h~Q ')l.tten1pte0 _J(i _co_in~J(l ;_a~--under-: · 

· S_tand!n_g;wJlh-th_e cv-~or JOint:,c>P_eradqn-,?f 
th_eir.: ::dupH_catin_g Jrackage bet-\v-e_en 
Mon_tpeJi_~r_a_nd-_B_arre,-:but to no avail.:-1_·11¢ 
pun::hase pfo t)J_e:-.GY :-hxanch -_a]~o-_j_n_cl_Uded 
p_per,(l_t,i11g _ '.r_h~hts Jor- _,the, __ h1~B_._--:_b_e,_tween. 
-M~i1t~Iler_. =and--= Mo?_tpe:~~r __ J.U,nqHon,._ a 
Qistance ___ o_f lWO_ n1_i,e~. _a _segrrt~nf_\\;hi~h-_\v~-~ 
al_so.: __ pUrctia_s_ed ~:t ~,_:l_fltJ!r-d.it,e;- ~~r_I; _-cre~'._S 

, j)ioce:Cd_ed_-=10 _-~bandoo, __ -thos_~ ·pprtions of 

eaqp_ H __ Q~-~h!?fe:t_~:~- g_r_aPCs \\i_~l'eJJr,O_{libitJv_e, 
, j. ~_i--_t h_e: -_GV:Jron -:W_'$_s :;·r,et_fti nesf-f fOJI1-:M on l ~
_p_~f!,er_- :_tO:_ a J)pint _t_wp_-m_-il~s,-~as(,_ Of-the_ dty, 
:\yhetein_a~ ~rn,s;sov·e_f.:-'_vas buUt Jo _coni1e_cl up 
\y_i_rh-jh~- -f(;Ul~i-?_~---; Q_f-_th e_·, _O l_Q '. M_~ )V-R_. :Ba~re 
)3-~~~h _: _fqi:c.tf1_e-,:rou:r.~r::m_~ini.11i:-:~i1_es _inJQ 
B,:~rre_;·_-, Jti~ iraC:~ :_o_n __ '. th ~_Ten_1~ii1! ftg, p9rt_iOns 

;\\·'as)Qt_(l:_ttp_ but the-old CV steel l;iridge over 
'the WH1005ki River, and certain stretches of 
parallel roadbed are still visible from Route 
302, 

In the inte;rv~ni.ng years since 1957, over 
three~quarters o_f the former M&WR-B&C 
trackage in. Barre has been removed, 
although the M&B continues to thread its 
way through the city on the former B&C 
line·, past the general offices of the railroad 
whiCh are housed in the former CV red 
brick station. 7 The old B&C line up to the 
quarries has seen less and less traffic owing 
to the decision of the Rock of Ages Corpo
ration to forsake private switching 
operations, -remove most of the track on 
their property, and convert to trucks. The 

7, Following the sale of the St. J&LC to the State· 
of Vermont in late 1972, Pinsly transferred the 
administrative headquarters of all his shortlinc 
operations from_MorrisviUe to the M&B general 
offices in Barre. 
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Dwight A. Smith 
.Photographer Dwight Smith captured the pastoral beauty of rural Vermont in this scene of a 
rvestbound Barre &,Chelsea freight passing through Groton, VL in the· early fifties. The photograph 
was taken from Dwight's front porch. 

normal practice in recent years has been for 
the M&B to dispatch a train up Millstone 
Hill only upon request. 

'Ho'v this last remnant of the M& WR and 
B&C \vill fare in years to come is a nlatter of 
conjecture. The Montpelier & Barre last 
postCd a profit in 1971-$10.343 on 
operating revenues of $202,907, 1 and indi
cations are that the future financial pros·
pects for the line are not bright. Like its 
Class I neighbor, the B&M, the M&B 
requires a minirnutn level of traffic to cover 
its fixed costs. However the growth rate in 
the central tier of Vermont has stagnated in 
the past three decades, i.e. the population 
of Barre has decreased by 6.50/o since 1940, 9 

and vety little new industry has located 
alongsiQe the M&B in many years. I.nbound 
traffic constitutes more than 850Jo of the 
shortline1s business arid includes such 
products as lumber; feed, beverages, farm 
equipment, abrasives,· road salt, etc., 
whereas outgoing loads now number less 
than one carload per-day of granilel In fact, 

8. Federal Railroad Administration: Short Line 
Techniques to Improve Financial Viability of 
Lil{ht Density Lines - Major Railroads, 
(Washington, 1974), 42. 

9. State of Vermont highway maps for the year 
1940 record the population of Barre as 10,909; 
the most recent census statistics give the city 
population as 10,209. 
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a Pinsly trucking subsidiary, Granite Center 
Delivery, has inherited much of the M&B's 
local granite traffic. 

In the final analysis, whatever the future 
holds for the M&B is of little consequence 
when stacked against the memories of train 
time at Montpelier on a hot afternoon in 
the summer of 1933; of Consolidation-types 
with Fox-patent .tender trucks, waiting for 
permission to cross the ·canadian Pacific 
line at Wells River; of being firm in the 
knowledge that once upon a time, 
inconspicuous black diesel locomotives 
truly plied their way alongside the likes of 
Marshfield Brook, Kettle Pond, Ricker 
Mills, and .... 
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CONNEC:l~~l(]lJT ='•·~~ .. IVER 

ILROADS 
AND CONNECTIONS 

Volume X · 
W oodsville = East & West 
T11e ''Pemi'' and EB&L 

by R. W. NIMI<E . 



MONTPELIER & BARRE RR 

MWB #29 at Mo11tpe/ier. I 1vould say it is cold by the looks of that trainman about 
to c/in1b on the engine. Coll. J. E. Lancaster. 10·57. 
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The first trip was up to the Rock of Ages Corp. at 
Graniteville and the Wells Lamson Quarry in Websterville 
January 11, 1957. Two round trips daily scheduled between 
the quarries and Montpelier. (Rock of Ages also leased a diesel 
at this time). 

One of the first things Pinsley did was to negotiate the 
purchase of the CV line between Montpelier and Barre as 
it certainly didn't make much sense for two practically parallel 
lines to compete over what traffic was available. May 1959 
this became fact and shortly thereafter he also secuied the 
CV line between Montpelier and Montpelier Jct., which now 
gave the M&B a neat tidy package. The M&B then aban
doned whichever parallel trackage was the most expensive to 
operate. 

Alco product EiJJt. 29 {S-1) at Barre October 25. 1974. Plioto 
by Steve Mumley. 10-60. 



''· "'·~ _,_ 

WASHINGTON COUNTY RR 

,;-(Between 1959 and 1970, business declined ~o matter 
)at,rj)e M&B did to promote it. Pinsley started a trucking 
!l1pany to handle much of the local granite trucking which 
_ -;!illy siphoned from the railroad. (Guess this too was not 

:su<eessli.tl.) December 20, 1970 and they had had the 
_ e_ aitd applied for abandonment. ))ragged on until 1980 
;ii.finally the State and the M&B agreed to terms after 
_n_g/lassle on price. September 1980 and the Washington 
iirttyRR became the lessee starting up in December of the 
·~year after some rehab work on the track. Their first unit 
)eased LVRC RS-3 No. 7801. They did buy M&B No. 
:and,29. The purchase of the line by the State was to insure 
afBombardier Ltd. would stat~ their operations up on the 

-~ .:- ". Pm sure you are aware of the fact that Bombardier 
. -~les rail passenger carrying cars at one of the former 
't~ shed locations up on the ''Hill", which to serve re

,. ifs a·s\vitchback move up a rather steep grade. The quai·
_ ,the- railroad once served around the "Hill" were (are) 
·., '_fd in close proximity to this new industry, as the aeri.µs 

yerify. It still is going strohg at this writing. 

September 19, 1986 on their way 
c;Montpelier Jct. with a. string of "trolleys" 
TTX flats. joJ1n Rogers plwto. 10-66. 
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Aerial of Bombardier May 11, 1994 
by Jim Petit. Top right is down the 
"Hill. " 10-65. 
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November 5, 1927 just after the flood, Vie1v 
is eastbound Building at right is the E.W. 
Bailey Feed Co. Main Street in the 
foreground. CV tracks left of station at left. 
10-75. 
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Railroad designations of tracks sho1vn, Solid -; 
line ls CV tracks and dashed line is B'iIJC._ 
{MWWR lessee in part}. Continued east·- -:· 
bound on next page, Certain you can follow.~;
it 1vithout me going into details. 10-76,-

Topo map continued on ne~t; 
page. CV Main at left. Th;; 
is a 1970-80 map. 10-78,> 

Montpelier Grocery Co. along CV·M~in 
(Circle 77 on track diagram). Bff?C 110 
facing 1vestbound on their M~in 
(M&>WR-B&>C). Coll. Harry 
Dwight Smith photo. 10-77. 



ity-Fuel ivas Corlrer Coal 
YCit<le 79 above}. At right is 
the Capitol Gn111ite Co. 1944 
iVie_w,: right is eastbound. 
JJ'd?c flat #146 ;,, 

-:'forei!round. Coll. Steve 
?Afum/ey. 10-79. 

ipo. map on t/Je prior page. 
stbound is right. Barre 

1d1 .goes off bottom of 
p, Right to Wells River at 

an·e Transfer. 10~81. 

lt!.<iEND 
(,,,,fr.If f'e_r.mqnf R~!':i Jnr., 
8al'7"S./Ght.seQ n:tr. Co. 

~· 

l 

'CENTRAL VERMONT RWY. /NC. 

BARRE:: I\: CHELSt:il. . .li'AllROAD Ca 
Ca:DWINATION OF FACILLT/ES 

--.Ir 
JfoNTPELtER. VERMoNr 

Tl1is was orlgJn'a//y CV fradrage {Circle 80 prior page on 
1nap). Swift's at right, CV freight house at left. (T~or 
St. 8164). Coll. Stearns Jen/<ins. 10-80. 
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Left aerials top·and bottom are looking eastbound. Railroad 
bridge top of bottom photo is same bridge at bottom of _ 
top aerial. Note abandoned B'd.?CMain on left side of river 
on top pl1oto. Pinsley elected to retain the former CV at 
this location As you can see lvith the industry tl1at 
o~nce there, easy to understand why. 10-82 W 10-83. 

Building with large smolrestack ne~r double span. 
railroad bridge lotver left, state heating plant and once 
received large quantities of coal by rail. Right is ea.st· 
bound. This lva.s originally CV trackage. All aerials by 
Jim. Petit May 11, 1994. (Granite St. bridge right 
center). 10-84. 

Eastbound Vi~tv of former car shop building. (Bottom left 
building in aerial at left wit/1 peaked roof.) Above talren 
September 22, 1980 by Stearns Jenlcins. 10-85. 
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The Pinsly Era 
1955-1978 

Business continued to decline through the mid-
1950s, and an increasing number of passengers and 
shippers liked the reassurance that rail service was 
available when it was inconvenient or impossib.le to 
use other means, but refused to use th.e railroads 
under other circumstances. This decline in 
revenues continued unabated; and on N·ovember 6, 
1955, the B&C stockholders voted to petition the 
Interstate Commerce Commission for authority to 
abandon the entire line. This act marked the 
culmination of several years of unsuccessful efforts 
tp improve the road's financial status . 

.In announcing this decision to. the local press, 
President Lewis Putnam explained that trucks were 
now moving over 50 percent of the granite ·within 
the district and about 40 percent of all granite 
moving out of the area. In addition, the.railway post 
office contract between Montpelier and Wells River 
had been discontinued; the last mail run was made 
on October 29, 1955. Negotiations with postal 
authorities to reinstate this service had.failed, as 
trucks ostensibly could give better and less 
expensive service. Sadly, after serving as mail clerk 
on this run for twenty-four years, Bernard Daniels 
had handled his last mail pouch; within ·days, all 
express service was discontinued as well. These 
cutbacks in service were followed by the discon
tinuance of all passenger service on January 1, 
1956 .. 

Lewis Putnam disclosed that the main line from 
Barre Transfer to Wells River was not economically 
viable any longer. The company's financial records 
showed thatthis portion of the road accounted for 
about 40 percent of the total expenses, while 
providing only 5 percent of the revenue. 

The president emphasized that during the 
abandonment proce€dings, negotiations would 
continue with the CV, the B&M, and }he Canadian 
Pacific Railway in an attempt to form some 
agreement that might make it economically feasible 
to continue operations. Putnam in~imated that he 
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Rock of Ages No. 27 clears the lead, thus allowing No. 5 
to move its train of loaded flatcars out of the yard at 
Graniteville. Jim Shaughnessy Photo 
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was hopeful the granite industry could continue to 
be served, but that there appeared little hope that 
operations could continue between Montpelier and 
Wells River under any circumstances. 

On December 13, 1955, officials of the B&C 
formally asked the I. C. C. for permi%ion to 
·abandon operations over its forty-eight miles of 
track in W ashingion, Caledonia, and Orange 
counties and to liquidate the corporation. The 
request cited the fact that business had been lost to 
the trucking industry and that the railroad was 
operating at a loss. The application further stated 
that if approval was forthcoming, the company 
would be willing to sell the entire line or any part 
thereof to responsible parties . for continued 
operation 'by these parties. 

In April 1'956, hearings were conducted in Barre 
by r.c.c. examiners, at which time numerous 
objections to the abandonment were heard from 
local businessmen representing . various granite 
manufacturers, grain and fuel dealers, and 
delegations of citizens from several outlying 
communities. Despite these objections, the com
mission handed down Finance Docket No. 19171 on 
September 19 which granted the B&C permission 
to abandon its entire operations. The I.C.C.'s 
findings concluded that the railroad required the 
immediate expenditure of $250,000 to rehabilitate 
its tracks, which had suffered from several years of 
deferred maintenance, and another $100,000 to 
rebuild its four General Electric locomotives. In 
contrast, the net salvage value of the company's 
right-of-way and equipment had been appraised at 
$560,000. Further evidence of the B&C's creeping 
insolvency was documented by I. C. C. statistics 
which clearly showed the company's financial 
dilemma: · 

CARLOAD FREIGHT TRAFFIC 

1953 1954 1955 
(10 mos.) 

Local Freight 2147 1609 1148 
Freight Terminating On-Line 2103 1998 1383 
Freight Moving Off-Line 1742 1143 908 
Bridge Traffic 125 101 84 
LCL Moving Off-Line (Tons) 5391 4345 3953 

FINANCIAL RESULTS 

Revenues 
Expenses 
Net Income (Loss) 

1953 

$483,602 
477,315 

6,287 

1954 

$395,118 
427,795 
(32,677) 

1955 

$397,861 
426,568 

. (28,707) 

Source: I. C. C. Finance Docket I 9171 

In his summation, I.CC. secretary Harold D. 
McCoy wrote: 

Consideration of the record herein indicates that 
the application should be granted ... In the years 
1950, 1952, and 1953, applicant's operations were 
conducted at a profit. However, such result was 
obtained only by deferring maintenance. Under the 
circumstances related above, it is no longer prudent 
to continue operations unles.s the line is 
rehabilitated and the applicant's motive power is 
overhauled and rebuilt. 

There is no present or forseeable volume of rail 
traffic that would warrant the expenditure of the 
sums mentioned herein. The potential redevelop
ment of the granite industry on Blu_e Mountain 
presents no probable need for railroad service. In 
fact, the processors of the granite quarried in the 
area do riot control the routing of the outgoi~g 
shipments, but ship on instructioils of the con
signee ... In recent years the trend has been for the 
consignee to prefer truck transportation. 

The abandonment of the line no doubt would 
result in some damage, inconvenience, and higher 
costs to the feed dealers and distributors presently 
located on sidings or spurs served by the line. 
Manufacturers of finished granite memorials may 
be compelled to accept smaller rough blocks (more 
susceptible to truck transportation) at their saw 
plant if the line is abandoned. Other dealers in the 
area probably will experience increased costs. On 
the other. hand, the applicant's fin.lncial position 
wi11 not permit the rehabilitation and other costs 
required to continue operation of the. line. The 
conclusion is warranted, therefore, that continued 
operation of the line would impose an undue and 
unnecessary burden upon applicant and upon 
interstate commerce. 

However, in light of the fact that the Barre & 
Chelsea management had indicated to the I.C.C. 
its willingness to sell all or part of the railroad to 
any interested party, the commission upon learning 
that such negotiations were underway granted the 
B&C forty additional days to finalize these 
arrangements. Thus, the effective date of abandon
ment was set back from September 19 to October 
29, 1956. 

In the meantime, negotiations had been taking 
place with Samuel M. Pinsly of Boston. Pinsly was 
an experienced and capable short-line operator who 
owned several small railroads, including the Hoosac 
Tunnel & Wilmington on the Vermont
Massach usetts border, the Sanford & Eastern in 
Maine, and the Claremont & Concord in New 
Hampshire. 

After an intense all-day meeting, Lewis Putnam 
announced on November B that Samuel M. Pinsly, 
under the sponsorship of the Barre area quarry 
operators, had agreed to buy the B&C with the 
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·, The brakeman signal~ the head end for <;t hitch aS·a-ti-ilin-is. 
being pt.it together during the last year of operations. Jim 
Shaughnessy Photo 

The last run on the main line occurred on November 15, 
1956. General manager Charles Morrell, conductor John 
Spaulding, and brakeman Calvin Richards are registering 
their train and checking bulletins in the Montpelier 
depot-a very sad occasion fot a11 concerned. William Gove 

·Collection 

understanding that his proposed "Montpelier & 
Barre Railroad Company'' would operate only the 
segment connecting the top of Barre Mountain 
with Montpelier, a distance of fourteen miles. It 
was agreed that all service on the line between 
Barre Transfer and Wells River would be discon
tinued. on November 15 and that this section would 
be dismantled. In addition, Putnam reported that 
!\Laurice L. Kelley had negotiated the sale of the 

railroad's depot and office building in Montpelier 
and the adjacent land to E.W. Bailey & Company so 
that this grain company might consolidate and 
expand its operations in the area. . 

Although the granite companies were not in 
· favor of selling the line at this time, the B&M 
wanted very much to do so. Putnam had acquired 
some of the stock over a period of time, and when 
he sided with the B&M on the issue of selling to 
Pinsly, the quarry owners were outvoted. 

Those participating in the negotiations included 
Patrick ]. McGinnis, representing the Boston & 
Maine's minority financial interest; Robert S. 
Gillette and Wendell Smith of the Rock of Ages 
Corporation, Graniteville; Heber G. England of 
Tones Brothers, Barre; Maurice L. Kelley, represen
ting Wells-Lamson Company, Barre; represen
tatives of the Salzberg family of New York City; 
Samuel M. Pinsly; and Lewis A. Putnam. Murray 
M. Salzberg was Pinsly's brother-in-law and 
himself president of several short-line railroads in 
Vermont (the St.J&LC), New .York, Pennsylvania, 
Iowa., Arkansas, and Louisiana. 

Upon completion of these negotiations, Putnam 
reminded the press that the agreeme'nt was subject 
to I. C. C. approval, and he emphasized that "All 
parties have made every possible attempt to see 
that as much service to the public as can be will be 
preserved without interruption. u 

Train operations on the entire B&C came to a 
close on November 15 as planned. Employees 
learned of the suspension of service by notices 
attached to bulletin boards at stations. and shops 
along the line. The final revenue round trip to 
operate over the Montpelier-Wells River line 
departed from Montpelier in midafternoon on the 
fifteenth. Engine No. 14 hauled the seventeen-car 
train, whose fiVe veteran crewmen were making 
the saddest railroad trip of their lives. Alfred 
Canales ha,;dled the throttle of No. 14, and his 
fireman was Lorenzo Michaud, himself an ex
perienced engineer. John K. Spaulding was the 
conductor in charge of the train, and the brakemen 
were long-time employees Calvin Richards. and 
Wilmont Grandfield. Stops were made at Fairmont 
(East Montpelier), Plainfield, and South Ryegate to 
pick up cars, and the train pulled into Woods ville for 
the last time at 6:16 P.M. with twenty-one cars and 
one passenger. 

The Barre Daily Times reported, "The cars were 
backed into the Woodsville station, and as the train 
stood on a siding in the yard a small line of old-

. timers climbed aboard for a final handshake and 
solemn gciodby. As the train made its way back over· 
the mOuntains for the last time, men., women, ·and ,. 
children dotted the byways to watch and give a final 
salute." With the arrival of this train in Montpelier 
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at 9:35 P.M., for all practical purposes -the B&C · 
ceased to exist, and at midnight the control of the 
"Hill Line" was transferred to the newly organized 
Montpelier & Barre Railroad Company. On 
November 21, an unpublicized extra run was made 
from Montpelier to Wells River to move the 
remaining foreign cars off the line. 

Forty-two B&C employees lost their jobs upon 
the completion of the final run. They were all 
veteran railroaders with virtually spotless service 
records. The main office staff, employed jointly by 
the B&C and the St.J&LC, was kept on temporarily, 
but these people, too, were soon affected by layoffs. 
The employees at the time of the discontinuance of 
service included: 

Train crews: 
Montpelier-
A.L. Canales, W.M. Clark, W.A. Starkey, LE. 
Michaud, A.F. Warren, L.F. Whittemore, C.W. 
Richards, J:K. Spaulding, LC. Stewart, C.R. Annis, 
W.D. Grandfield,· R. T. Lane, J.P. O'Neill, and F.P. 
Stewart 
Barre-
W.L. Dudley, E.]. Burke, · P. T. Smith, and H.A. 
SJ:angraw 

Nonoperators: 
Montpelier agent H.E. Brundage; Barre freight clerks 
R.H. Coxon, W.L. Freeman, and LC. Lawliss; and 
Barre flagman L.A. Laurendeau 

Maintenance personnel: 
Montpelier-
D .L. Freeman, G.L. Lamell, R. W. Wilder, R.T. Lane, 
L.A. Sweet, and J.K. Carver 
Barre-
L.J. Lawrence, E.A. Gingras, and E.O. Clark 
Plainfield-
A.S. Goodhue, W.J. Barnett, and G.W. Holmes 
South Ryegate-
H.A. Robinson and W.Z. Heath 
Websterville- 1 

E.H. Pelkey 

Mechanical personnel: 
Montpelier"
C.A. Bachelder 
Barre-
J.C. Parry 

Rive.rton
R.F. Mercier 
Webstervi1Ie_. 
L.M. Rivers 

In addition to the men listed above, severi other 
employees had been dismissed in preceding months 
when it became obvious that service was likely to 
soon be suspended. Four veterans who·had already 
reached retirement age chose to retire at this time, 
while a number of others made their individual 
decisions in the following months. Unused vaca
tion time that had been earned during 1956 was 
paid to the employees in cash. 
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After two days of deliberations near the end of 
November, Putnam announced that the B&C's 
liquidating committee had completed its work. He 
reported that employment was available on the 
Montpelier & Barre for several former B&C 
veterans. In addition, a contract to dismantle the 
line between Barre Transfer and Wells River had 
been awarded to the Horton Construction Com
pany of Taunton, Massachusetts. This firm had a 
considerable amount of experience dismantling 
Eastern railroads-most notably portions of the 
New Haven and the B&M. They hired all the 
furloughed section men who wonted to work with 
the understanding that these men would be 
available to work on the M&B whenever the new 
road needed them. By late 1956, scrap steelprices 
had risen to a record level of ninety-eight dollars a 
ton, and on December 2, the first rails were lifted at 
the Gallison Hill Road in Montpelier. This work 
continued eastward during the winter months, 
weather permitting, until the final rail was pulled at 
Wells River at 8:10 A:M. on March 18, J957 and 
loaded onto the scrap train headed by diesel No. 14. 

Following the incorporation of tl:i.; Montpelier & 
Barre Railroad Company on November 13 and the 
purchase of the B&C right-of-way from 
Montpelier to the quarries for $250,000, Pinsly . 
negotiated the purchase of three seventy-ton diesel 
locomotives for $100,000. He also acquired one 
caboose.1 two snowplows, work train equipment., 
the Montpelier shops, and the inventory of tools 
and parts for another $70,000. Former B&C diesels 
12, 14, and 15 soon became M&B 21, 22, and 20, 
respectively. 

The new corporation's first board of directors 
was comprised of three local men-J. Wendell 
Smith, Maurice L. Kelley, and Loren H. Allen-as 
well as Ira Strieff, New York; Harold Levine, 
Woburn, Massachusetts; Ben Collins, Rutland, 
Vermont; andPinsly. Smith, Kelley, and Al)~n were 
former directors of the B&C; Levine and t:ollins 
remained members of the M&B directorate for only 
a short time. · 

By mid-December 1956, the I.C.C. officially 
approved the sale of the B&C to Pinsly as 
anticipated. Pinsly immediately held an evening 
press conference at the Barre Hotel to explain his 
plans for the reinstatement of rail service between 
Montpelier and the Quarry District. Pinsly explain
ed that while the I.CC. had just approved the sale 
of the line, government regulations required a 
separate approval for him to begin operations with 
the newly formed Montpelier & Barre Railroad 
Company. In anticipation of receiving such ap
proval, Pinsly promised that shippers on the line 
would receive "the finest service they have ever 
had." The new owner indicated that he would make 
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frequent visits to the area to oversee 'his invest
ment. Jn addition, he told the press that as many 

-.. toriner B&C employees as possible would be hired 
to work on the new road. Pinsly stated that one of 
the first changes the public would notice would be 
new colors on the road's three locomotives. True to 
his word, the somber black paint scheme of the 
B&C was replaced with bright red with yellow 
stripes-the same paint scheme used on the motive 
power of the other Pinsly roads. 

One of the ex-B&C locomotives was used by the 
Horton company while dismantling the Wells River 
line, while the other was leased to the St.J &LC. The 
Bangor & Aroostook Railroad in Maine purchased 
six flatcars ·immediately through arrangements 
made by the B&C liquidation committee, while the 
Rock of Ages granite firm bought a similar number. 
The fifty-five remaining cars were assembled for 
inspection by prospective buyers near the Green 
Mountain Power Corporation station just east of . 
Montpelier. 

Hardly had the various agreements and con tracts 
been signed and I.C.C. approvals been received 
when officials of the Vermont Highway Depart
ment expressed interest in obtairung sections of the 
right-of-way between Barre Transfer and Wells 
River for highway improvement. The entire right
of-way was subsequently sold to the Vermont 
Department of Forests and Parks, which later 
turned portions of it over to the Vermont Highway 
Department. During the next few years, several 
highway relocation and rehabilitation projects 
using this right-of-way were completed. 

On January 10, 1957, the I.CC. gave formal 
permission to the Montpelier & Barre Railroad to 
commence operations on fourteen miles of track 
between Montpelier and the quarries and on 7. 7 
miles of yard tracks and industrial sidings. Pinsly 
was also authorized to issue 3,000 shares of $100 
per value stock. 

The first M&B train operated over the line on 
January 15, 1957 to service the Rock of Ages quarry 
in Graniteville and the Wells-Lamson quarry in 
Websterville. At tltis time, the M&B had about 
twenty employees, and Pinsly was hopeful that · 
bus~ness would warrant a second train crew in the 
near future. In this regard, in an article in the 
January 12, 1957 .Burlington Free Press, Pinsly was 
quoted as saying, "It's up to the people. The area 
needs a railroad and we need the people's support 
for a successful operation. You can't run a railroad 
on love and snow." . , 

The first day of M&B operations weather-wise 
was not soon forgotten by the employees. The first 
train left Montpelier for Barre and Graniteville at 8 
A.M. pushing a snowplow to break open the.line. 
Subzero temperatures and winds accounted for a 
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wind chill factor that was practically out of sight, 
and opening ceremonies planned for the occasion 
were mercifully postponed. 

Company officials immediately commenced the 
task of reestablishing positive relations with 

·former B&C customers and securing new sources 
of freight traffic for the line. In spite of the inroads 
made by trucks in the granite-hauling market and 
the impending expansion of the interstate highway 
system into the area, positive prospects were held 
for the M&B largely bec.ause the line was short in 
length, eager to serve the transportation needs of 
the many businesses that bordered its tracks, and 
uncomplicated in its operating characteristics 
(except for the 5 percent grades and switchbacks on 
Millstone Hill). 

During the summer of 1957, various moderniza
tion projects were completed by the new owner. 
The drab shop buildings along the bank of the 
Winooski River in Montpelier, long an eyesore to 
motorists traveling U.S. Route 2 on the opposite 
side of the river, were covered with attractive new 
siding. To complete this project, workmen had to 
erect staging that extended into the river. In 
September 1957, what was reported to be the 
largest electric sign in the state was erected on the 
roof of the newly renovated shop building. The 
eight- by ninety-foot sign, which spelled out 
"Montpelier· & Barre Railroad," was placed by the 
Barre Sign Company. At night the sign emitted a 
red glow that could be seen a great distance, and it 
soon became a local landmark. Next, the company 

·installed two-way radios in the locomotive cabs, 
offices, and automobiles of supervisory personnel 
so that switching movements and communications 
could be greatly speeded up. 

One factor that did threaten the M&B's viability, 
however, was the parallel track of the Central 
Vermont's Barre Branch, which threaded a path 
from Montpelier Junction into the capital and then 
ran alongside the M&B for another six and one-half 
miles to Barre City. Both Pinsly and Donald M. 
Kerr, general manager of the Central V<!1imont, 
recognized that this duplication of trackage arid 
service was not economically justifiable. ' 

The B&C had been trying for some time to 
complete a deal with the CV to use, lease, or bµy the 
latter's tracks. One plan reportedly had fallen 
through because the B&C had not yet broken its 
connection with the B&M at Wells River. The CV, 
obviously, was interested in acquiring all the traffic 
originating from or consigned to the B&C. · 

According to CV sources, this duplication of 
facilities in the area had long been a source of 
concern to them. However, until the B&C ceased 
operations, no feasible solution could be found. 
This might imply that either the B&C had lacked 
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sufficient capital .to buy the CV branch or that the 
two roads simply could not reach . a mutually 
satisfactory arrangement for joint operations in the 
Montpelier-Barre area. 

In any case, Pinsly and Kerr commenced 
negotiations for· the sale of the CV's Barre Branch · 
to the M&B. On September 20, they announced 
that the M&B would buy the eight-and-one-half
mile branch for $352,000. 

Incidentally, one persistent tumor at the time of 
the B&C abandonment was that the Central 
Vermont would take over the B&C, shut down the 
line to Wells River, and operate trains from 
Montpelier Junction to Montpelier, Barre, and the 
quarries. In doing so, it was said, the CV would 
combine the best features of both roads' trackage 
and facilities. Time was soon to prove that while 
some of the details were correct, the idea of the CV 
operating the line was not. 

The I. C. C. approval of the M&B's purchase of 
the CV's Barre Branch was received on March 17, 
1958. In the report, the Commission remarked: 

The trackage involved is almost entirely of 80-
and 90-pound second-hand rail, most of which was 
laid prior to 1905. It has steep grades which at one 
point rise 72.5 feet within 1.4 miles, 35 curves 
aggregating about 60 per cent of the total mileage, 
and 11 bridges and culverts installed in 1875. 
Within the next ten years an estimated $350,000 

·should be spent to recondition the line and place it 
in the classification standard suitable for the 
volume of tonnage moving thereover. 

In testimony supplied to the l.C.C., the CV had 
conceded that t!-te branch was unprofitable, and 
speaking in support of the Pinsly offer to purchase 
the line, CV officials expressed the opinion that: 

The traffic handled from the Montpelier-Barre 
area by the CV and M&B together (estimated at 
4,300 carloads annually in 1957) is not suffiCient to 
suStain competitive railroads operating between 
Montpelier and Barre. Most of the tonnage over 
the line consists of granite quarried at a nearby 
mountain top and hauled to Barre for finishing 
over a line Which has extremely severe grades and 
difficult operating conditions. Central Vermont 
would not consent to operate the quarry branch 
under any circumstances and for that reason 
asserts that the Montpelier should be entitled to a 
line haul on all the granite moving from Barre to 
Montpelier Junction in order to supplement the 
revenues from the initial movement. Otherwise; 
the Montpelier might not be able to operate 
successfully, and if its operations become so 
burdensome to warrant discontinuance of service, 
the consequence would be that the granite industry 
would suffer irreparab.le injury. 

l.C.C. approval .of the agreement meant that the 
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M&B could look forward to an additional 3,100 
carloads of freight annually, 6,200 tons of less
than-carload freight, and an additional $200,000 in 
annual gross revenues. Also; consolidation of the 
Barre Branch and the M&B into one operating 
entity would provide the Pinsly firm with a 
potential market of ninety customers in 
Montpelier, Barre, and surrounding towns, fifty of 
whom were already established clients. Twenty of 
these businesses represented the quarry operators, 
stonecutters, polishers, and tool and abrasives 
suppliers congregated in Barre, Websterville, and 
Graniteville. Of great importance also were 
customers dealing in lumber;. feed, grain, 
beverages, farm equipment, highway salt, and 
other rail-oriented commodities. . 

The I. C. C. approval of the plan cited the 
effective date of the change of ownership as 12:01 
A.M., May 1. The last Central Vermont train to 
arrive in Barre pulled in on April 30 with engineer 
William Martin at the throttle of engine 8162, an 
Alco S-4. After the train's return to Montpelier 
Junction, general agent George Mu_rtagh closed the 
freight office for the last time. Murtagh had been 
on the job here since November 1932, and he had 
seen a lot of changes. Five clerks in Barre, four in 
Montpelier, and the five-man train crew 
transferred to other locations on the CV system. 

M&B president Samuel Pinsly was on hand early 
on t):ie morning of May 1 to accompany. a small 
group of officials over the former CV line from 
Montpelier Junction to Montpelier. Boarding this 
first train at 6 A. M. with Pinsly was his wife; vice
president and general manager Robert C. Chapin; 
superintendent of maintenance. Ben Slaboda; 
general freight agent Charles Cerasoli; and, of 
course, the four-man crew. 

The M&B started using the former CV trackage 
from Montpelier Junction to ,the U.S. Route 2 
crossing at Dodge's Bridge.. on the Barre
Montpelier road almost immediately. At this point, 
the M&B switched to the former B&C line to obtain 
a nearly gradeless line into Barre City. Parts of the 
former CV trackage between Route 302 and Barre 
Junction were relatively steep, and often freight 
trains had to be split and taken over this grade in 
two sections. The unused trackage from both lines 
was soon removed. 

Little time was wasted in remodeling both the 
passenger station and freight house in Barre. The 
former was converted into offices, while the latter 
was renovated to serve as company headquarters. 
A new loading dock and crane were erected at Barre 
to facili,tate the handling of granite shipments. 
Regular service consisted of two round trips daily 
between the quarries and the CV connection at 
Montpelier Junction. 
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CHAPTER 9 

The Sky Route Is Falling 

THE REVISION ofownership on the Barre 

and Chelsea Railroad didn't provide any 

renewed life into the struggling railroad; 

business continued to decline during the early 1950s. 

Support was not forthcoming from the shippers and 

the traveling public, and as profits took a steady drop, 

the Barre·and Chelsea formally requested permission 

frorrl the Interstate Commerce Commission on Decem

ber lj, 1955, to abandon operations. The Barre and 

Chelsea was operating 48 miles of track at that time, 

which included the former Montpelier and Wells 

River line to Wells River. Then on January 1, 1956, the 

Barre and Chelsea management found it necessary to 

discontinue what still remained of any passenger serv

ice on the Barre and Chelsea Railroad. 

Interstate Commerce COmmission examiners held 

hearings on the abandomnent request during 1956, 

hut during the interim successful negotiations began 

regarding the sale of therailroad to Samuel.M. Pinsley 

of Boston, an owner/operator of several small short

line railroads. Pinsley agreed to purchase the physical 

assets of the Barre and Chelsea Railroad and then 

form a new railroad coiporation that would operate 

only that portion of the railroad from Montpelier to 

the quarries on the Hill in Barre, 14 miles of main line 

and about 7 miles of sidings. The agreement stated 

that the old Montpelier and Wells River track from 

Barre Transfer to Wells River would have to be dis

mantled. 

With that agreement in hand, management ran the 

go 

last scheduled Barre and Chelsea freight rnn between 

the towns of Montpelier and Wells River on Novem

ber 15, 1956. The event was understandably a sad one 

for the veteran employees of the Barre and Chelsea 

Railroad, an emotion-filled trip over a line that once 

supported as many as six regular passenger trains 

daily plus several daily freight runs. The track be-. 

tween. the two towos was pulled up that same winter, 

and the right-of-way property was later sold to cl1e 

Vermont Department of Forests and Parks. 

The new railroad coiporation formed by Samuel 

Pinsley became knowo as the Montpelier and BaJTe 

Railroad. The Barre and Chelsea had officially ceased 

to operate in mid-November, and after waiting a fe\i' 

weeh for Interstate Commerce Commission approval: 

the Montpelier and Barre began to function in mid

January of 1957· The first Montpelier and Barre train 

to make a run ·up the Sky Route to the Quarries Vi'ent 

up the Hill on January 15, 1957, to the Rock of Ages 

quarry in Graniteville and to the Wells-Lams011 

quarry in Websterville. ·, 

The initial seven-man board of directors of Pins

ley's Montpelier and Barre Railroad corporation in

cluded three local businessmen who had previouslr 

been associated with the directorship of the former 

Ban·e and Chelsea Railroad: J. Wendell Smith and 

Maurice Kelley of the granite industries and Loren H. 

Allen. 
. bl" t t . •'lt to cl1e Samuel Pmsley made a pu 1c s a em~ 

hi h . th h t reininiscent s ppers at t at tune at was somew a 

!lll&allll!JllLl,tl.tMll!!tl: 111a1:.11:::1;z1.2111&ILl-I\~ 
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It was a sad occasion on November i5, 1956, as general manager Charles Morrell, conductor John Spaulding, and brakeman 
Calvin Richards checked the bulletins at the Montpelier depot prior to the last run to Wells River. 

of statements that shippers had heard many times in 

years past. He promised that the new railroad's cus

tomers would receive "the finest service they ever 

had.', This- assurance was made in all sincerity, and 

Pinsley had the experience to carry it out if conditions 

had been favorable. Unfortunately, this did not prove 

to be the case, 

For a number of ye.;.s prior to the purchase of the 

railroad by Samuel Pinsley, the Barre and Chelsea 

Railroad and the Montpelier and Wells River Raihuad 

had tried to work out an agreement with the Central 

. Vermont for a joint operation or a lease arrangement 

of the duplicating tracks between Mon1pelier and 

Barre Transfer and between the Transfer and Barre 

village. The Central Vermont, however, would make 

no agreement as long as the competing connection to 

Wells River existed, because that line was probably 

handling freight that could be shipped over the Cen

tral Vermont. 

Probably sharing a little reminiScing over better railroad 
days in the past while checking orders for the last run to 

·Wells River, November 25, ig56: Charles Morrell, John 
Spaulding, and Calvin Richards, 

The Sky Route Is Falling g1 



Montpeli~r and Brure No. 25 at the switchback in 1972. Photo by author. 

But now that there was a new owner, and-now that 

the connection to Wells River was broken, the Central 

Vermont became amenable to a deal. Samuel Pinsley 

agreed to purchase the track of the Central Vermont's 

Barre Branch, from Mo;,tpelier to Barre village, plus 

the Montpelier depot, for $:i52,ooo. At a later date he 

was also able to purchase the 2 miles of track from 

Montpelier village out to the connection with the Cen

tral Vermont main line at Montpelier Juncti<?n. 

On April 30, 1958, the Central Vermont made its 

final freight run over its Barre Branch, with engineer 

William Martin at the controls. Central Vermont Gen

eral Agent George Murtagh closed hls freight office; 

he had been there since 1932· The Central Vermont 

had (in 1939) already discontinued passenger service 

over the Central Vermont Barre Branch, a short line 

that once supported as many as seven or eight regular 

passenger trains daily be~een Montpelier and Barre. 
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Then on May 1, 1958, the Montpelier and Barre 

Railroad finalized the purchase it obvi~usly needed to 

remain extant; the company took over the former Cen

tral Vermont track l)lld was able to. remove the dupli

cate tracks. In order to eliminate a difficult 2.4 percent 

grade on one end of the old Barre and Chelsea tracks, 

the Montpelier and Barre used the old Central Ver

mont tracks from Montpelier Junction to Dodge's 
' Bridge on Rt. 302 and then the old B.ap-e and Chelsea 

trackage into Barre City. The remaining rails were 

pulled up. 

Larger locomotives were soon seen along the Mo1:1t

pelier and Barre Railroad as Pinsley replaced the 70-

ton diesels with some elderly 100-ton mlits acquired 

from the Boston and Maine Railroad. But despite the 

measures to economize, operating revenues declined. 

Cost~ were rising, and markets for rqilroad traffic were 

shrinking. 



The Montpelier and Barre acquired a half dozen elderly diesel units from th~ Boston & Maine Railroad. No. 25 was a 
105~ton engine, seen here traveling light between Montpelier village and Montpelier Junction in 1972 on the track that 
was acquired from the Central Ve1mont Railroad. Photo by author. 

While Vermont granite had once been a pre.r;n.ier 

building material used for large structures, prestressed 

concrete slabs were now specified for reasons of econ

omy. The decrease iu granite traffic was further aggra

vated by the construction of the interstate highways to 

expedite truck traffic. 

The year r971 was apparently the last year that the 

railroad provided any profit for the Pinsley owner

ship; a net income of $10043 was realized. By then, 

inbound traffic accounted for 85 percent of the busi

ness and, strangely enough, this included various 

colored granite shipments from such distant locations 

as North Dakota, Virginia, Canada, and Europe for 

finishing in the local sheds. 

Track maintenance also continued to suffer and 

plague railroad operations as the share of track traffic 

constantly grew, both with granite coming off of the 

hill to the sheds below and witl1 finished goods 

shipped from the sheds. Ironically, one of the major 

trucking firms at this time was a Piusley-owned com

pany known as Granite Center Delivery. 
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In the· early r97os there were only about ten men 

left on the Montpelier and Barre Railroad payroll; 

there had been twenty-two employees at the formation 

of the c01poration in rg57. They were flllning only 

one engine. By the latter r97os the engine was dis

patched up the Hill only on request. 

The result was inevitable. By December r978, the 

S. M. Pinsley Company canie to the same point of 

defeat that previous owners had suffered; it filed an 

application to the Interstate Commerce Commission 

for abandomnent of the Montpelier and Barre Rail

road. A strong wave of concern swept through the 

offices of the state and regional ;~bnomic develop

ment groups because of the threat .of curtailing eco

nomic growth. The transportation service provided 

by the Montpelier and Barre Railroad was not a large 

factor of support for local industries, but for a small 

number of them it was important. The State of Ver

mont thus stepped directly into the picture, and after 

2 years of negotiations with the Pinsley faniily, a suc

cessful ownership transfer was worked out. 



On September 19, 1980, the Pinsley Company 

agreed to sell the railroad property to the State of 

Vermont for $140,000, excluding the Barre depot at 

Depot Square and the adjoining parking areas. There 

had been considerable consternation in the hallowed 

offices of the Montpelier legislators because the st;tte 

had already become owner of three other railroads 

with only mixed success. But saving the Montpelier 

and Barre was deemed to be advantageous for eco

n~rnic growth, especially in view of Ver1nont's effort 

to persuade-.Bombardier, Inc., to locate a new light

weight rail vehicle assembly plant on the Hill in Barre. 

Prior to the state's actual purchase of the railroad, a 

new compauy had been for.med to operate the rail-

Track maintenance suffered as revenues vanished. 

road, prm~ded that the state became the owner of the 

physical property. Early in i980 the Washington 

County Railroad .Company was put together with 

stock purchased by thirty of the Montpelier and Barre 

Railroad's largest customers. The combine vvas cre

ated by the efforts of Berti! Agell, executive director of 

the Central Vermont Economic Development Corpo

ration, and Agell became the first president of the 

Washington County Railroad. In September ig8o the 

State of Ve1mont entered into an agreement for a io

year lease of the property to the Washington County 

Railroad. 

The new Washington County Railroad went into 

operation in December 1980 with three employees 

·~1 
t":\{~ 
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The logical and inevitable competition given by the trucking indust1y had been a growing bane for many years. The City of 
Barre is viewed from the railroad crossing on Gi'aniteville roa.d in 1972. Photo by author. 

and a single locomotive leased from the Lamoille Val

ley Railroad. Other than the new Bombardier plant, 

however, which was built in 1981, there.appeared to be 

very little on which to bnild a new customer base. 

Over the next 18 years the Washington County 

Railroad stmggled along under the mantle of two or 

three different corporations with successive leases to 

operate on the state-owned track: Then in September 

1999 the Washington County Railroad was taken over 

by Vermont Rail Systems, Inc., a small-line railroad 

management system founded by Jay Wolfson in 1963. 

Wolfson was a pioneer in providing a model regard

ing the establishment of a working relationship be

tween state-owned railroad properties and a private 

operator. His son) David Wolfson, is. now ·managing 

the conglomerate of various Wolfson enterprises. The 

Wolfsons' Vermont Rail System is presently operating 

five different railroads in Vermon.t on state-owned 

trackage. In fact, there is only one other railroad oper

ating in Vermont that is not under the Wolfson 

umbrella; the New England Central, operating on the 

former rail system of the Central Vermont Railroad. 

The Washington County Railroad has managed to 

stay alive, but just barely. A single engine, a GPg, is 
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kept in a shed at Barre, and a two-man crew travels to 

Barre once or twice a week from the Burlington head

quarters to take care of what little business company 

management can acquire. In fact, there are only two 

customers at this point in 2003, Sprague Energy and 

Allen Lumber Co., but Vermont Rail Systems is said 

to be aggressively seeking new customers. Ironically, 

the product on which the Sky Route came into exis

tence, granite, is now practically nonexistent as a 

freight item. 

The backbone of support for the Washington 

Couuty Railroad ever since its inception in 1980 had 

been the rail car plant bnilt by Bombardier on Barre's 

Millstone Hill. For 21 years the n~wly constructed 

commuter cars were hauled off the I{_ill by the Wash

ington Couuty Railroad, but in 2002 the large plant 

was permanently closed down. The steep grade up 

the Hill lay idle; the future of Barre's railroad is again 

in serious jeopardy. 

The once proud and prosperous little railroad that 

had conquered the steep grades to reach the quarries 

and that had saved the granite industry from an early 

death in the 188os is now but a little-lmown bit of the 

past. The Sky Route to the Quarries, once such a vital 



link for the residents on the Hill and the quarry work

ers and stone craftsmen of the village, has been dying 

a lingering demise. Unfortunately, the Washington 

County Railroad, still functioning as a modern-day 

ren1nant of the once proud Barre Railroad, is now just 

a heavy hauler vvay past its prime. 

The Sk)' Route ls Falling 97 
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ltih; J1J;;tmst "'-~·~ tcG.I """" "' pmJkHl'eJ"" !ho li>·OI 11.,, ~f!IJ>Ullor

&rro ~J Jro:u:1 Oo ... tne ... ha<t. I I J(;-i.1 J-or Or! ~1-0:'l t:J-t.v,n tJrllnfttd ohnn"l.!~nt 

h'Gt!.tl"J~ ~tm 1 lr:oK·' m!J fi{i IO'ni_;('."r b>.'J f-f'Of r tJ!~t1· O~'>Jr'il1t.•J <l!\J {' Ir~ f",i)t In 

tho rr.srtc•o:r. ~nif;?m-~t ~-0 ~~6f'4f"i? 1t"':l t::_r-tr~1tJi;;-n ;''.Jf a IG'"l~. Air:'°• Jf' 

aii'~~ts t~~ro J~ ™'' l'it~r~t it'.f:J:n.J.~-1 to ~11.n_fnln lhl~ rorr~dor lni.net fr • 

~ ..,~,. -t~.an ;'l r~~! trnsd. - . 

1-~ ar;rru--ch ~.P'_,J ~o -.\'llt."t! 1~ r,<;,.JJ ostafiJ, ran,J 1l...'l1d bul ldlnq9_ Ill 

tbto- •An1~tJ;;-nte~ U~ f.!,f' t.ku)lc;f;.t'}>:r,t f.1.-Jf~.-~-"'. i'ttl~ ~1lh-~t:iJ J;ti_JI rt-._,:;.uJt tn 

~ o~'ti~t~ cf 1-tlil .oo:t •f?f1h -'>'Jf n-f'~ rc:.':Jr r;c-Jtatq of10r lile-t1).f"?} for-- unn-ttfOabl~ 

l'~I~, tl"'1 Jo ~pl! !dl:J,rn,,,l !""'!~•}, ~Olllng QO'.>fo ood pr\>flf lrnl'tl 

~ d--b"t.1ut:1t:'fil f~ -ti.to g1v-1>-~ 'l!ltlcJt,...lt.~ ~,_,Ju-J. 

~~ <"""!Ji--i1~Ji:--d c"t"'IJ~'tf' \jt.iruo 4'f h-~J'11n'jjt(1 frtl-il!'l 11 ~lo~ -><li'nl brRJg~~a) I~ 

!!il'!l<>d 'l,i;t !l;;> ""'t "'Tfo .of !Ji'° d,~)j ool.<:ifP. lto]l) 0\:!0lth:m J~ IM~<l h~ 1!1\ll,;,,t,, 

'tM 101.a~ ~>:1Je21-tc~ 1'~J~ .. t!;'\ ot vf ! '.~-~ ''~.:;-< tlITfP:-:4'l1 l!!~i>t. .. h ·1h~ A~~\~ r-~y r.:urt~aAn .. 

A tt"}::~~ ~q tftr,-t'f":"lih~_ij't(l: .fnt' :f11n'.i ~}·f:".S"':~·tri ~n Dtt:Jltl~n I~ tM t~l ~t~f-~;.-:·lJi

utt~.a 'SQ ~'i~ ~rllh:intl~ ;;1 1.fal'3 fti'~:.~tj !!~ 



11' Is ostJoolod lh"f tna hl!)hQ•I am! b"nf 111u <ii 1hls r11flroa!l COrt'l!ior 

1<!!'1" stahr~ ol le{l~I obandonro"t In for llquldotlott or dl~po1l'>I by nun~ 

tmcnu~o tho 1 lno C4fi no lcngor f.t.J profli.:il1ly C-jh:tr~itcd -.lDJ If i'il n,;:1t l'M 

the rn;•b1Jc"~ lntoro$t to CCllfJnuo ltn. opur-i'Jtfan i:rt n lo~s .. Al~. 11' 

uses othvr thon o rollrood. 

TM oppn;ii!ch unod lo valuo 11m ranl eilfoto0, lrrml Md bulltllm1~. fq 

fl1C1 ""Ant·le.Jpotnd Uto or Oe\tclo~nt Mnl~t1'•. lhi~ f"".tJ1tTQtf ttl I.I ro-i:..-ul·t lrt 

an o~ll...,ln of II><> Ml •crfh of lhn mal on~illo alter 1""'1on; k~ ~lilDblo 

~arcolG, ti""' lo toll (rfl~eount f<lhlor), ~ollJna msfo '1nd profit htivo 

been :!;;ducted ff'f;;<'l 11\e 9ros~ nn!lclµolml "1Jlo~. 

Tho oirtl,,.,1fod ~nlvao<l v~luo of harJ>1arl! !ml Is, ~le~ onJ brl~!'.!1>$1 fa 

lidded to 111<1 ooi.1«1rtl1 ol 11.., r<>al ru;ll11n, Thi~ ndUIHoo h llUdn to Jji•!lc:,,t-.. 

""' tol,,1 .:islln>t<id 11~luo of .,, I nl tho rrvr•wly ><hkii ·thll ll.!Ju'1C)' ..ay·.p9fl:JllllioJ 

A cppy ol too 0Dllru1u for 1111• r-•"t'lrty, h1 ~ddlH<m 1<1 1M rn111 ,,21~.,tit;Jr 

~rlo<:lk'1a lo fll<J 1fdde<>"'• <JI thl~ ,.,w1•1, 



Gr01m Antlclpat" S•l<i:!i 

Tim uroso ontlolpotod ~alfl• oro dl)vol"JN<i In lihl bro•kc:.>"11 for sub-

1>pptn"I"'"'" tho ""'"""r nnd l<><:allon of $"'>.Jlvl!fod parr:oln end Ii lndh::al«>ll 
• 

prrr-1 Ions e;:iy n.tw:Or <J.ol t : .~··tho fore5CQ...lb lo f u1uro... ror ""t'r ·a reason a dltd~ 

1Jan of J~ f~ ftt'-l qro<J'$ antlcfllnrod r,;alno I'd t"~lli-1 tn ~$1'.Jt· rn tm oa:-tir,QtcU: 

adjo~tod grt>'ls ""'"" or $773,200. 

Oloo;unl for Tio:~ lo S..11 

lh<> Hm r<>'JUl!l:ld lo tol I or dl~r<'so ol ar I ol 1hil auhd v.(dc<H,an:<rl.i. 

J CJ ®ff~ttP1 fo bu o IY yc4iM or- ft f·fetn rnr--tc i:~ "yu• yr:JJr. lJ[f-fl ·"1'9"!\f&.0113. 

b<! am~orv.:1llv.i I" vi rrd ol 111., llr<!M•1f mnlly Nrl..,.t ccndlf 

ary prm;gun»s. l~o~ .• ni:c""""'ll' ,,,.,.dJI lon9 aru <;<"i~l<lll!'Qd 

at· thlG tl"'1 arnl IT Iv l)nl·loJJll.ilod ~- tlllqroo of ~ll!blllfy 

Subs«>qu<>nlly lMlatlpn l)ll~.·lnltor·~~)•'l)t~if,••~~I~: / < 



,1 
-l 
! 

5<>11 Ing Cost 

A $al I Ing co;ot of .150a per fH:trieol Jn al lo-~o~J for tHibdlVl!Jion por-!!'!ll t\Iil" 

nurvcy <:<>51 1 lcnol '""'· nfc. ·' [ 
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S~....')ry of Dnfo: Aron • 127~5 Aero~. r-oro or fn~~ 

f5.t l11.1ttlll P,Jrcul'l:i 90 

>:sil.,.1foti Soll Ina Tl"" • 6 Y""'" !Aug, 3 yrn.l 

[Hritli-'1Jnl Hato - l2~ 

t.!ifJnJ)1o of 'iDf!lf': 

Olticnunt factor ff~r J y.:_iffr!i ... 0. 711760 

11n·--tft"-,,111t~ r~1r~•"I·• .. Ill~ f.~.:·L.1r 

Profll - 2!if, 

finn:.u Anrh:lrmr~rJ !i1lofD 

l!!Lfh'~'o;:ibl~ parc(!f-;. fd~duct 1oi1 

MJu~rod Gro~n Salos 

Dl!Zco-unied .tc'\dJu:.-1ud Oros'"~ :.,-1fu':'.i 

;11~.2ao x o.1111eo 

l.~ti!i P"'?r r-orc:o-J suf I Irv; f.:-·~jt 

ito )I_ ssnti 

ltn15 profit et5f 

~kit Fr,;~cn1- is-Orth of ne21f [~tattl' 

Plus [~1fC':4lfcd 5alv.:)11n V:1t·1r, r;f ff.Jr"".....,~'r-o 

(Rllfn, 11~~. Orld9~~) 

[~fh,<>tcd l'llltro of Pml";rfy 

5H~IJ. IOO 

B!i,?OO 

!iJJ,200 

d5,00il 

,~,,350 

126, .'40 

$'.!79,010 

079,000 

1128,!-00 

st-01,300 

!!!!17,000 



111.t,;\f'iOOliN r fl'l ~IJOOIVl~IO!l or OJ/j]!'~Urn-f',•,'lilf MH!!OAD FlE/ll £5TAT1' 

TllACfi F.STIUATED 
Pi\RCtL l!lf'ITIFll:AT 1011 HAP 5Jl[ ACRr ESJ'l~TEJl 

PIO. Vl\LUt: VAfJJJ:' 

S1ptn l I quor lfllr~1~oH~o lo I'll noos!d V-M 
River. St·;'Jtlonf.l }ll-73 -r-- 4, 18 W,l)!)O BJ,500 

To\•for S-1ro-ot to Uorlh EnJ11-ch \'•Bi\ 

sr"t '"" s;>-e7 St 2 o.c.1 40,0C-0 24,400 

3 H:if· f.'l lJFilh(:h to P-taln ~t ''("!Jf V-DA 
St"tl_-an 09-ql «,( -_,, 

' 
j_, ~ n- ... Pl)-\lflfi l, fi.:."lti 

""'" Strco1 to U lt10 $(',;ii Storu V-l-L\ 
Stn! Ion 12-94 sf. 2 D.05 ~o.ooo j,IJOO 

Cl'"' 5Qol Sfar-0 to 97•~0 1/-tlA 
SJ.ll 11 t.'i!l ~J--97* 50 SI. 2 0.1 ~ .lQ,QQ(l 6,!100 

fi-14 97•5() - '.1nf1 'h<>d ''rct:i V-M 
Sr~! Ion 97•50 - 105 5l2 O.d 1J F!or-11an tn J,600 

<ltWll !!ach 

r !I £t1 I I !':h.ed To Gran I 1 O s' . 'J-BA 
SIMI en 105-120 s( 2 .1 ~~1 10,00;) ~4.UOO 

JO Grcrrt I Jo SlrcM ro uo V·BA 
$fJ:Jt·Jon l<O-Ll-0 r-- 7 ,(l 10,000 20,!lllO 

17 Httrr'Q SJ roo1 -·to iilnootU P. l \'Q.F \'-fl!\ 
Sta; Jan Jj()-1 $? r- J.14 5,000 3,400 

I (I ~JP".'-Q:'Ol<f .fll 'd''f' '" r'lcni':i r '\I ~ V•Bh 
Stal loo IJZ•l!ll ,- I.~ 10,0110 14,000 . 

HI !'lcnc;,r i;t ~ E' ly o I V ·lfi l.fJFn 1 ll al v-~.A 

SI~. 101~ ~t11tro.11 191 ... 1Lii -1- 1.1 s ;:o,ot'.IO 23,000 

20 Fr"'" "' ty ot VM Uam'n ti I (ii! lo V-M 
CrO!t$.-m.'o '11 Slol fm1 I 6:?· 172 -;;- I. I~ 2.000 2',·100 

u Ohl!lf~""111 1 r:1 IQ lfll'l005Jll lllv~r 

Sfoffon 1.72~ la!I 



'·' 

22 

:1.5 

26 

29 

30 

lllflll I Fl CAT IOU 

Ulnoa~kf River to nouto 2 ut 
Rim;irv., A,.,,.., v 
Sla!lon IB6'75 • IBB!!)Q 

US Rto~ :! - Hori In Town liflt .... ~f 
Wlnoosld Rlvor 
5!ol Ton l?•J..2QB 

E::orl ln Tm.rn tfno to: S1•~tihcn•~ 
.2rMnc.ll 111 To•or r-to~t. :. Htn. 3.02 
c.v~st11tf011 2oa. ~-t.D .. 5fo. tJ1 

US P.tn. JD? ro ~..i:~G~ n1~n1 
ShtfJon Z7f .. 215 

Sc~-or Pinnt fo R.O~h'. tor 
FJ2fi..l(6) project Slfl. 27~·,53 

tf5 Rto .. J.cr1 of" f.\::n1g(!'~ Cfl'A'.;l!'ilnq 
to E·nrl I n-Jl.:lrro Clfy ti M 
r..tB Stntlon 9U~f~6 

!!Orlln-ll>rr<i Cl !y Uno •o 16~ 
rJorre:.. Orori,.Jl-!3 S1ii .. J l.6-165 

Jono~ Hro:'J.~ to t81 
1-!l 51a!lcm 1(,5-181 

!Ill ·ill ""'' ''"''' ga S~ot 1tm 131-11'0 

UI I toy St, tv :f;-c~i;lr.i t;t. 
tlB s hi,,"" 19ll-2(l f 

nw;1: 
IW' 
tro. 

V-SA 
~ 

al~o \15:?.2 
--r-

V-fll\ 
!r"' 

ESTl!.!AmD 
Silt PCRE E5Tlt!Al'Ul 

VALLIE Vlll.ll!i 

IJ. 3 

$,()00 13,ttOtl 

J5 .. B I, 000 25,BOO 

O.Q 20,00ll ra,ooo 

3.0 I ,, 5-UrJ 4,500 

13. 750 

1,000 J,20D 

:o,ooo 40,000 

1.0 1,cma • 

1.6 •IO,ono /l.1,000 



T, ,_t;t; ESTll~T£D I' AFC El JOEllT lflCAllDll l!o\P SIZE Atilt ESTIW.T£D 
1¥J. VAWE VAUJE -

40 Rto. 62 - Grn11lto Sl. \' 5 :s 
S.t ~ 

«I $-0 V·Sll 
~ 2.Q tv~cao 59.0QO ' 

~I Grdfl I h.1 SI. '" Pro~nuct !:i L. v-sn 
2 

!) l ~-.(J \' SS 

2 buJ 11..Ho;!:i 
:f .. 1-:- ; \ ~ ~-.,. f..;1.0(l'tl f 1l611 flUO 

$0,0(lO 

42 l'm:pccl St. lo s:~ .. •bin 5 t • ·~r,..5~' 

s .L. "• ~ 0 ll'.' :-o ,arm JU, 400 

43•52 r. ~!11 In ~ !·. '" Ayr1r1 St re-of v 5) JO rc~ntn -
!i. l ~ : j ,._22 (]$! ,000 ua;o J0,000 

53.,9 Ayor"t; St. '" o,,,.rry St· .. V1V1 
-3-

j .. ;J 3.nnn 91 GOO 
I p ... l• t rl"'i 

!i!i-71 OuJ.'irr-y 5;" to "' ly ,~Jrt(l ol Vl'/f 
f ll!lf' Park!l f d(J dnv-.)faf!~n; ~ -:; "Q-01) 
;; t " 11 IJtl Zl-J9 3.J IJ JHJf'COI~ 6,1!00 

72 r,.,,,, 5tt!tlun J~ U1rcmgt1 11HJ v l'tf 
w5lll tc:h !lY...k" '" Qu;1rry 11111 TT.t 
CrO!I$lMf1 16.7 500 B,3!i0 

7J..1tl Q(J.!.1rr-;< HI If ~o Jry-.,.~ HI 11t1.fi/l\' P~i;i \'l\'T 1, n-oo 
~ 1.0 J 

pJln::(! '" 1,900 

17 TH -~J to Hr fre>n lr1d1JnJrlol Polrl.i v1 vr 
at ~fili'Ja1i 46 T""' ·I.<) ~no 1,200 

7/J 
kfl '""" 

lrn1uolrl111 l'"rh t!!! Slolloo M,..61 •!ID 4 J.? ,,ooo 14,5o0 

19 Iii.Ill,,., Park to lwor li"ho!!Jrvl llc V!VT I llo.1111!1 ihtn lll>!1 II ""V- 1.6 3,000 4,®il 
' 

. ; ~r li'!)l!Ut~rvJU11 flood '" '1M 
< 1(1'i':l,f/il!'l 'i;Joo ~I !!!)!if11J'IP<1. 82 

_.- .,,, __ :--.;:;_ .. ·_.' - - ----.-- --,._ . .,,._, __ - ' . 



TP.AC~ f$T 11\1\t[!l PAkC£L lllE!ITI F ICA1 f011 r.IAJ' SIZE l\Ol[ EfilfWITED tID. \'AWE l'llLU!! 

B1 p.(nln Lin-co 12 to Vt. Grool lo Co, Vl'ff 
lEM of Porcti I Bl ~ 10.D 900 5,DOQ 

Fnn OM of Parcot u on VIVT/5 \f 1VT 
·to t:nd "' O-iinor-5hlp 7;\ 8 e.e 500 4,400 

TOTAL(; 
l 27 ~·16 B,9, roe 



$W,!'Wff Of IWll:rT SIU!'. OAT,\ £'()1JSWrnm 

Mr.A 
MAllTEE 1nomrui DAT( ~ r&· FT. Pl!IDr 

R. ! M, Molon>, Inc-~ Men IT>O 11 H Juno 1?79 1.0 I !JO'.) 

Sluto al Vc"""n1 ~~rmtpt;!J fer .h1ly 1975 4.0 10,0IJO 

Rlct.ard G. Hulch I no itt-"Jfl t p•:o l l e-r r ... h ~ 1979 I . 11 5,000 

~bntpol l~r Pnoportluo 1-!.onffifJI fl,r 0-(<C. '"'~ o •. 13 ::. 500 

J.,,,.,s ~- &rroll l.\:ln 1 Jl<l f I u r Uc;;. 1975 5. !1 47,000 

c;:,., L~"oln9 Corp. P-erl rn A~lil. J ll1"'i :". 1 ·1:-' .flOO 

Sch•nr h- eurlln nov. 11)78 2"0 42,500 

H. ~=. 'flcb1.1 tor Srotu!l tk .. ::.~ trrc 1 I 1JF Apr-• 1 r.r1.~ n.j 20,000 

J. & D. I ndu~ r-r i o-s !·!on t P<J I for flov. 1977 LO J6,000 

Pnckard t-\.1ri tno 11 er Ou.::~ 1970 I .0 51J,MO 

Stuto of '/ormn 1 '-bnt.nnt {Qr Sup1.1970 I. fl2 I IV,lltlO 

A.ndcr~cn-r.rJburg. lne. .OcJr-r,_- Ma~ • 1974 0.12 :mo 

Bl lc:d.oa~-oarro .. fnc. IJ,1rtn ff.'dJ. J 'lll.J n. "\ '• l , 1)0() 

l:O. B<!)r-ro Gran I t1,.1 ~ Inc. H:1rro Auq, 191(! U~5 1,500 

8. ". & o. J. Seot + f.!,::;rru D-t~ .. 1976 87~ aoo 
[rl 1-l.;rt In f!r1rro Jon. 1~79 J~l5fJ }7!) 

r. ~ f, flub lo n~rr•.t Oct .. 1971) !.trtjQ 650 

Coul llord He•Jtlng Oii~ C!Jrro r®. 1978 765() Z,001 

E. c. l•-.-ula t\:-if'r'Q 1lov. mu, ?)~0 2,0QO 

~~UfMU f·l:'Jt"f1Jn~•'iJJ f r,r. t!:i,..,,.., Hn'l;'" H>JJ 1800 !i!lO 

)J, I , l (l, c. MtU'rtJt [l:1rrlf1. .ltHi~ 191lJ o.n 4,500 

c .. fl. fro~t f.t:Jrr-o luly 1919 0.12 1,800 

ll. llll II I ancourl [.l}rro JuoQ 1?7U l'J!}S 1,000 

Ch~rlo~ rnra>l100, Sr. U-arrtJ fi:h. f~lJ(j o~ ~~· 6, 100 



AtiU\ 
GWITEE LOCllTIQ!l DMC ~ so. FT. PillCE 

R.:iulollu Granlto Co. Ekirn1 /hJq~ 197Ei Z.07 $45,000 

Bu-tnc!} " Olo.nchonl &rm ~t1y 1979 0.·19 ~ J ',ooo 
RnttJcul:ti liranttc1 Co~ !forru 

J "'" 
f97? O~ I? ~.ooo 

J "'"' 
~.. C'.-crdnn _B.!irro .hlly f 97!! 'l3J 1,aoo 

Ill! l-!t1rtln Corp. &rro fl.:ir. !97d ~01 1,000 

"'' '"" Ol~e~ Co •• lne. f!i'IN'"lt r.,b, 197<> 0.2~J ·19.,000 



PARCEL HO. 
DA.Tl! TAkEllJ 
BY.1 - • 
DIRECTION1 
IDElfrll'ICATr~, 

P~Cl!LHO, 
DATI! TAKEHJ 
GY: 
OlllECTI001 
IDEllTJFJCI. TI0/(1 

;tpr11 11, liJ~~ 

f·_~!:i)riJ l. IJ>'h"'Ht-n 
'.ioiJtJ1e1;;::,1n!'lt> flfa~r;_ :'.';"':'.:erlJf 01·1 .. 'l1~ 
irac:tt_-;; PFO-r:r.,;:·-1Jin;] 5Durt1t::•ni"itorl1' fr-c~""' ,·-11 Ir</ Sr~ '!:f'OS[;.ltij1 tc:.::arti 
1i~ .• lf!1n.dfl H:•-1l('CfL1r. 

t"ru~f j~f I'' -1 
1.a"'-'-"tJ t~ ~,,,.,1-.~-t'-"rr 
f~,Jr t fy13~,,_:, I {> f i 'l 

r.tJfr! -~1~ r.·r.-y~'.;)p._·1 ;tr. \/lt~ill~-:·.! frr.....,, e·H;t-~r-f"r of t,1rl"':-'t!r Ori~ot f!oifd'lnn 
;f. r~_nft;nJ fr-·~ 

· 1i 

I 
-~ 

'~ 

,, ,, 



PARCl!L. HO. 
DATI! TAKl!lfi 
DY1 
DlRl!CTIOlfi 
WEHTll'IC/\ TJOrlJ 

;ffDROl$1!1 i'- ~, - - ' ' 

...._ __ .,,. al s.i.1..,1 p_.,. 
l'lo•laottplu ol S..h[ttl P .. ,,.rlf Pharoefft1 

.Phot~· 

Ari.r l I 11 _. I JS-'J 
[r!"'l:"~.f'1j l. ~h·r~ilJ~n 
Sou t he.::a'.l t (i:r f ·r 

l'Drlh;m of Fopalr '"°" ''"rl yard •llh vlc·o of rrnch a" Inc.,. P'UCMd ~(r;J1lrd Grilrdto Srr-.-K-ii In t~onttt:·i ft:<r. 

/\prl I 11, l'.li!!l 
t'.t!..:tfrd l .. Nr-.in1t11 
fo~t~~·J~ 

Orado 1;r.0~5:lt::q >'.lf tr~~:. Rc!JfO J02 In Ur~rl In~ 



PARCEL NO. 
DATE TAKEN; 
BY1 - • 
DIRECTION1 
IDEHTIFICl TICJL 

PAllCl!l. JJO, 
DATI! TAKIUli 
llY• 

. OIRECTIOff1 
IDl!HTIFICA T mu, 

Aprl I II, 19BO 
l:rtwc'ird l .. .'i\'h.::i::t1~ri 
lbrthiil•J.5 ti;;·r ly 
.f1-,,d ft.Hnq9 (inrJ li.1nd h, B:~r-r-l' Cf ty af- Ot•;;ot 5t::Uilto. 

A.prf' ~ f • I Ji!D 
t~l,,,.-1)r-d l. .. 111<.f.ti>j<f-.ti 
$n'.10tt<U':', t f'!i' I 'I 
(i:r\·_1°Jr1 Cl"'tr~.'1lrF} ,,-1 r~~ l!.Jl•' '."".-t~ ;_,-, 5·1rt\J CltyR 



April If, 1?8il 
Er.htQrd l ~ f1'ftc~vrn 
ti'~'i'}f(Jl'ly 

iii lw_n ln11,1:~frJui f'<lr.k !1r°"ilJJ('I Cl"OfJnlr...g in l;!.,,,1~-F..,. T~n. 

• .,.., .. -'O 

Pfwi.t!ff!•plt'1 

A;-:t"~.l ~tlJl !~'~} 
!:'d'"'"<!I t. 11,tic·c:wn 
:fi'.tt1ti-:-~fl"1.\lffy.;0 _, 

~~flt;:ti Vf f_ra~'~ .{'.'J',f'·f'Jrt:Jf an [t)rFo 'fulff! ;!)~ vlo.--cd fn.,,.'t;- t;'r'O~\llfli} 
(ff D1_,, f.1J-vl!'t.!i-~1_r'f.i. ~·-h 'iir·~t-{•$" -"~"·'J-flf-1'ctv:fliJ., 

-~x. A.".·" .. •-"-'.ll'" • -•U.!--;~_.J-i 



~t-.,. 

., 11·· '' ·~ ... 
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STATE OF VERMONT 

TRANSPORTATJON BOARD 

133 State Street, Montpelier, V~rmont 05602 

Re: Montpelier and Barre Railrpad 
Company, Inc. 

November 12, 1980 

CONDEMNATION ORDER OF STATE TRANSPORTATION BOARD FIXING COMPENSATION 
TO BE PAID FOR THE TAKING OF LAND AND RIGHTS THEREIN IN THE 

CITY OF MONTPELIER, CITY OF BARRE, TOWN OF BERLIN AND TOWN OF BARRE 

In accordance with Chapters 5 of Title 19, Ve1J11ont Statutes i\nnotntc'd, 
and Chapter 55 of Title 3, Vermont ·statutes Annotated, and in accordance with 
the Notice of Hearing dated October 29, 1980, after.hearing duly held at 
Montpelier, on November 10, 1980 the State Transportation Board at the time 
and place of hearing examined the premises, heard the parties interested in 
the land therein described regarding compensation, and has fixed the compen
sation to be awarded as follows: 

All occupied structures located on the Jand and premises referred to 
below are to be vacated, and possession given up to the State Transportation 
Board, or or before the expiration of ninety days from the date of filing of 
this order with the City or Town Clerk of the City or TOlvn in which said land 

t-· and premises are 1ocated, unless prior to that time the property owners execute 
a lease agreement for continued occup;rncy 1is a tcnnnt with the St:itc /\g0ncy of' 
Transportation. The balance of the lane! ancl premises acqu.irecl by this orde1· 
must be vacated and possession given up. to the State Transportation Board on 
the date of filing of this order with the City or Town Clerk of the City or 
Town in .which said land and premises are located. 

Any owner or interested person, affected by this order, who is dissatisfied 
with the amount .. \lJ. . .cilll!l.'!g§.5-.J!wardeci by the State Transportation Board as set 
forth in tnis.ordor may, within. 11i.nety days after the date this order is filed 
with the City or Town Clerk, institute an appeal by a Petition in writing to 
the Washington Superior Court and will be entitled to a hearing or a trial by 
jury if desired. 

For further information of premises and rights acquired by· this order 
reference is hereby made to plans entitled "Montpelier Barre R.R. Co. Inc." 
as filed on the 28th day of October, A.O., 1980, in the offices of the Clerks 
of the City of Montpelier, City of Barre, Town of Berlin and Town of Barre 
or any revisions thereto subsequently filed therein. 
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Property Owner: 

Montpelier and Barre Railroad Company, Inc. 
Marjorie P. Silver, President 

Montpelier· and Barre Railroad Company, Inc. 
c/o Benedict S. Slaboda, 
Vice-President, Engineering 

Mortgagee: 

Boston and Maine Railroad 

Tenants, Lessees, and Other Interested Parties: 

Richard ·E. Davis, Esq. 

Central Vermont Economic Development Corporation 
Bertil Agell, Executive Director 

State of Vermont 
Agency of Administration 
Division of State Buildings 

Irving Bates, Director 

State of Vermont 
Department of Liquor Control 
Jean Hickey, Director 

Green Mountain Power Corporation 
Bernard Brault, Vice-President 

City of Montpelier 
Chairman, Board of School Directors 

Capital City Gas Company 
Donald Rowan, Agent 

New England Telephone and Telegraph Company 
David Usher, District Plant Manager 

H. K. Webster Company Stores of Vt.; Inc. 
Wallace K. Patterson, Agent 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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150 Causeway Street 
Boston, MA 02114 

Depot Square 
Barre, VT 05641 

150 Causeway Street 
Boston, MA 02114 

P.O. Box 666 
Barre, VT 05641 

43 State Street 
Montpelier, VT 05602 

2 Western Avenue 
Montpelier, VT 05602 

Green Mountain Drive 
·Montpelier, VT 05602 

Green Mountain Drive 
Montpelier , VT 05602 

Montpelier, VT 05602 

Box 748 
Montpelier, VT 05602 

Box 449 
Burlington, VT 05401 

Richford, VT 05476 
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Tenants, Lessees, and Other Interested Parties, contd.: 

Twin State Sand and Gravel Co., Inc. 
Attention: President 

International Salt Company 
Attention: Vice-President, 
Highway and Chemical Division 

Allen Lumber Company 
Robert Allen, Agent 

Hospital Mortgage Group, Inc. 
Morris Wiener and Lee Gray, Trustees 
of Trasco Realty and Trust 

C. T. Corporation Systems 

Hutch Concrete 
c/o Richard Hutchins 

Berlin Fire District No. 1 
c/o William Keaton 

Young and Emslie Water System 
c/ o Dean Hedges 

Jones Brothers Company 
c/o Maurice L. Kelley 

Hartford Oil Co., Inc. 
c/o Alfred Guarino 

Conrad and Ruth Belanger 

Arthur and JoAnn Belanger· 

D. M. Mil es Coal Co., Inc. 
c/o Vincent Sassone 

Hill-Martin Company 
Booth Martin, Agent 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc.· 
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Box 276A 
West Lebanon, NH 03784 

Clarks Summit, PA 18411 

Box 470 
Barre, VT 05641 

2701 S. Bayshore Drive 
Coconut Grove, FL 33133 

192 College Street 
Burlington, VT 05401 

East Montpelier, VT 05651 

MR #1 
Barre, VT 05641 

Box 833 
Montpelier, VT 05602 

102 North Main Street 
Barre, VT 05641 

Box 350 
White River Junction, .VT 05001 

7 Pinewood Road 
Montpelier, VT 05602 

7 Pinewood Road 
Montpelier, VT 05602 

Box 387 
Barre, VT 05641 

450 North Main Street 
Barre, VT 05641 
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Tenants, Lessees, and Other Interested Parties, contd.: 

Calder & Richardson, Inc. 
Allan 1. Merrill, Agent 

Granite Center Delivery, Inc. 
Richard E. Davis, Esq., Agent 

Rouleau Granite Co., Inc. 
Bertrand Rouleau, Agent 

R. 1. Clark Store, Inc. 
Rupert M. George, Agent 

Bonacorsi & Sons, Inc. 
Alice Bonacorsi, Agent 

Calmont Beverage Co., Inc. 
Silvio Semprebon, Agent 

Barre Guild Consolidation Service, Inc. 
Glenn Sulham, Agent 

S.outh Barre Granite Company 
Georgianne Abbiati, Agent 

Paul R. and Hugette S. Savard 
d/b/a Alexander Milne Granite Co. 

Barre Area ·Development, Inc. 
·Peter A: Foote, Agent 

Empire Gas of Barre, Inc. 
Norman Cohen, Agent 

Rinaldo N. and Lorraine E. Conti 

Rock of Ages 
George Anderson, Agent 

lV e 11 s and Lams on Quarry, Co . 
Maurice L. Kelley, Agent 

Northwood AMC Corporation 
M. Rouleau or R. Rouleau 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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Box 344 
Barre, VT OS64 l 

3 William Lane 
Barre, VT OS641 

Box S67 
Barre, VT OS641 

SO Prospect Street 
Barre, VT OS641 

16 Prospect Street 
Barre , VT OS 641 

21 South Main Street 
Barre, VT 05641 

51 Church Street 
Barre, VT 05641 

Box 485 
Barre, VT 05641 

.J 63 Circle Street 
Barre, VT 05641 

P.O. Box 336 
Barre, VT 05641 

18 South Main Street 
Rutland, VT 05701 

Box 7 
Websterville, VT 05678 

Box 482 
Barre, VT 05641 

102 North Main Street 
Barre, VT 05641 

·304 North Main Street 
Barre, VT 05641 
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Tenants, Lessees, and Other Interested Parties, contd. 

American Legion Post #10 
c/o Daniel L. Brochu, Agent 

Granite Savings Bank 
J. Dente, Treasurer 

Granite Industries of Vermont 
Silvio Nativi 

Lawson Granite Company 
Albert G. Gherardi 

Mahlon Gragen 

Gas Co. of Vermont, Inc. 

Barre Area Bicentennial Committee, Inc. 
Karl ·A. Rinker, Agent 

Farrell Distributing Corporation 

Pomerleau Real Estate Co. 
c/o Antonio Pomerleau 

S. L. Garand, Inc. 
Richard. Garand, Agent 

Samuel Hoare 

Antonio & Angeles Aja 
_, ... ---"";;> Angeles A. Zorzi, Trustee 

Montpelier Lodge of Elks No. 924 

Valz Granite Co. 
Richard E. Davis, Agent 

Railroad Granite Co. 
R. LaPerle, Agent 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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RD #2 
Barre, VT 05641 

North Main Street 
Barre, VT 05641 

27 1/2 Flint Place 
Barre, VT 05641 

Quarry Street 
Barre, VT 05641 

61 \Vest Street 
Barre, VT 05641 

205 North Main Street 
Barre, VT 05641 

SouthMain Street 
Barre, VT 05641 

110 East Spring Street 
Winooski, VT 05404 

117 Deforest Hts. 
Burlington, VT 05401 

Pioneer Street 
Montpelier., VT 05602 

. '-";··-

East Montp.elier. Road 
Montpelier, VT 05602 

369 Barre Street 
Montpelier, VT· 05602 

Drawer E. Country Club ·Road 
Montpelier, VT 05602 

36 Vanetti Place 
Barre, VT 05641 

Railroad Street 
Barre, VT 05641 



( 

Tenants, Lessees, and Other Interested Parties, contd.: 

Washington El_ectric Co-Operative, Inc. 
John Rohr, Manager 

City Clerk 
City of Montpelier 

Chairman, Board of Alderman 
City of Montpelier 

Chairman, Board of Assessors 
City of Montpelier 

City Manager 
City of Montpelier 

Town Clerk 
·Town of Berlin 

Chairman, Board of S_electmen . 
Town of Berlin 

Chairman, Board of Listers 
Town of Berlin 

City Clerk 
.City of Barre 

Chairman, Board of Aldermen 
City of Barre 

Chairman, Board of Assessors 
City of Barre 

City Manager 
City of Bane 

Town Clei:k 
Town of Barre 

Chairman, Board of Selectmen 
Town of Barre 

Chairman, Board of Listers 
Town of Barre 

Town Manager 
Town of Barre 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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East Montpelier, VT 05651 

Main Street 
Montpelier, VT 

Hain Street 
Montpelier, VT 

Main Street 
Montpelier, VT 

Main Street 
Montpelier, VT 

RD #4 
Montpelier, VT 

RD #4 
Montpeiier, VT 

RD #4 
Montpelier, VT 

P.O. Box 418 
Barre, VT 05641 

P.O .. Box 418 
Barre, VT 05641 

P.O. Box 418 
Barre, VT 05641 

P.O. Box 418 
Barre, VT 05641 

05602 

. 05602 

05602 

05602 

05602 

05602 

05602 

Municipal Building 
Websterville, VT· 05678 

Municipal Building 
Websterville, VT 05678 

Municipal Building 
Websterville, VT 05678 

Municipal Building 
Websterville, VT 05678 
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Section of land and rights required from Montpelier and Barre Railroad Company, Inc.: 

City of Montpelier: 

Being all and the same land and premises conveyed to Montpelier and Barre 
Railroad Company, Inc., by the following instruments: 

1. Quit-Claim Deed from Central Vermont Railway Inc., dated May l, 1958, and 
recorded in Book 87, Page 194; 

Quit-Claim Deed from Barre and Chelsea Railroad Company, dated November 15, 
1956, and recorded in Book 87, Page 77; 

3. IVarranty Deed from Montpelier and IVells River Railroad, dated December 29, 
1944, and recorded in Book 58, Page 404; 

all of the City of Montpelier Land Records, and being more particularly 
described as follows: 

( 

Being land and rights therein, as shown on plans of Montpelier and 
Railroad Company, Inc., as filed on the. 28th day of October 
1980, in the office of the Clerk of the City of Montpelier. 

Town of Berlin: 

Barre ) 

Being ai"l and the same land and premises conveyed to Montpelier and Barre 
Railroad Company, Inc., by the following instruments: 

1. Quit-Claim Deed from Central Vermont Railway, Inc., dated February 8, 1967, 
and recorded in Book 37, Page 113; 

2. Quit-Claim Deed from Central Vermont.Railway Inc:, dated May l, 1958 and 
recorded in Book 36, Page 580; 

both of the Land Records of the Town of Berlin; in connection with said premises 
reference is made to the Quit-Claim Deed, dated November 15, 1956, from Barre 
and Chelsea Railroad Company to Montpelier and Barre Railroad Company, Inc., 
and recorded in Book 69, Page 457 of the City of Barre Land Records. 

3. Warranty Deed from Montpelier and Wells River Railroad· dated December· 29, 
1944. and recorded in Book 29, .Page 229; 

all of the Town of Berlin Land Records, and being more particularly described 
as follows: 

Being land and rights 
Railroad Company, Inc. , as 
1980, in the office of the 

therein, 
filed on 
Clerk.of 

Re: Notice of Compensation Hearing 

as shown on 
the 28th 
the Town of 

Montpelier and Barre Railroad Company; Inc. 

-7-

plan of 
day of 

Montpelier and Barre 
· October 

Berlin. ~~~~~~~~~~ 
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City of Barre:. 

Being part of the same land and premises conveyed to Montpelier and Barre Rail
road Company, Inc., by the following instruments: 

1. Quit-Claim Deed from Central Vermont Railway, Inc., dated May 1, 1958, and 
recorded in £ook 71, Page 463; 

2. Quit-Claim Deed from Barre and Chelsea Railroad Company, dated November 15, 
1956, and recorded in Book 69, Page 457; 

3. Deed of Conveyance from Montpelier and Wells River Railroad, dated 
December 29, 1944, and recorded in Book SS, Page J 7; 

all of the Town of Berlin Land Records, and being more particularly described 
as follows: 

Being land and rights 
Railroad Company, Inc., as 
1980, in the office oJ the 

Town of Barre: 

therein, as sho\m on 
filed on the 28th 
Clerk of the City of 

plans of 
.day of 

Barre .. 

Montpelier and Barre 
October ----------

Being all and the same land and premises conveyed to Montpelier and Barre Rail
road Company, Inc., by: the following instruments:· 

1. Quit-Claim Deed from Central Vermont Railway, Inc., dated May 1, 1958, and 
recorded in Book 71, Page 463; 

2. Quit-Claim Deed from Barre and Chelsea Railroad Company, dated November 15, 
1956, and recorded in Book 69, Page 457; 

both of the Land Records of the City of Barre. 

3. Deed of Conveyance from Montpelier and Wells River Railroad, dated 
December 29, 1944, and recorded in Book 11, Page 551; 

all of the Town of Barre Land Records, and being more particularly described as 
follows: 

Being land and rights therein, 
Railroad Company, Inc., as filed on 
1980, in the office of the Clerk of 

as shown on 
the 28th 
the Town of 

plans of Montpelier and Barre 
day of October 

Barre. ---~------' · 

Said land is further·described as follows: 

Re: ·Notice of. Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 

-8-



Section VI: 

I 
' 

Beginning at a point in the northeasterly·boundary of Barre Street, said 

point also being in the southerly boundary of the former Montpelier and Wells 

River Railroad right-of-way, 17 feet distant.southerly from approximate station 

56+85 of said Montpelier and Wells River Railroad centerline (hereinafter 

referred to as M&fVRRR CL); 

thence 130 feet, more or less, northwesterly and crossing said M&WRRR CL 

to a point in the northerly railroad boundary approximately 33 feet distant 

northerly from approximate station 55+67 of said M&WRRR CL; 

thence 2 ,460 feet, more or less, easterly and southeasterly along ·said 

northerly and northeasterly railroad boundary and parallel to said M&WRRR CL 

to a point approximately 33 feet distant northeasterly from approximate station 

80+27 of said M&WRRR CL; 

.thence 163 feet, more or less, southeasterly along said northeasterly 

railroad boundary to a point approximately SO feet distant northeasterly from 

approximate station 81+88 of said M&WRRR CL; 

thence 1,082 feet, more or less, southeasterly along said northeasterly 

railroad boundary and parallel to said M&WRRR CL to a point approximately 50 

feet distant northeasterly from approximate station 92+56 of said M&WRRR CL; 

thence 38 feet, more or less, southwesterly along said northeasterly 

railroad boundary to a point approximately 15 feet distant northeasterly from 

approximate station 92+40 of said M&WRRR CL; 

thence 162 feet, more or less, southeasterly along said northeasterly 

railroad boundary and parallel to said M&WRRR CL to a point approximately 15 

' feet distant northeasterly from approximate station 94+00 of said M&WRRR CL; 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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thence 18 feet, more or less, northeasterly along said northeasterly rail-

road boundary to a point approximately 33 feet distant northeasterly from 

approximate station 94+00 of said M&WRRR CL; 

thence 83 feet, more or less, southeasterly along. said northeasterly 

railroad boundary to a point approximately 66 feet distant northeasterly from 

approximate station 94+73 of said M&WRRR CL; 

thence 825 feet,· more or less, southeasterly along said northeasterly 

railroad boundary and parallel to said M&WRRR CL to a point approximately 66 

feet distant northeasterly from approximate station 102+60 of said M&WRRR CL; 

thence 33 feet, more or less, southwesterly along said northeasterly 

railroad boundary to a point approximately 33 feet distant northeasterly from 

approximate station 102+60 of said M&WRRR CL; 

thence 3, 220 ·feet, more or less, southeasterly along said northeaste'rly 

railroad boundary and parallel to said M&WRRR CL to a point in the northwesterly 

boundary of Gallison Hill Road approximately 33 feet distant northeasterly from 

approximate station 134+98 of said M&WRRR CL; 

thence 50 feet, more or less, southwesterly along said northwesterly 

boundary of Gallison Hill Road to a point approximately 5 feet distant north-

easterly from approximate station 134+56 of said M&WRRR CL; 

thence 313 feet, more or less, southwesterly along said northwesterly 

boundary of Gallison Hill Road and crossing said M&WRRR CL to a point in the 

southwesterly railroad boundary approximately 33 feet distant southwesterly from 

approximate station 131+45 of said M&WRRR CL; 

( Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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thence 1,079 feet, more or less, northwesterly along said southwesterly 

railroad boundary and parallel to said M&WRRR CL to a point approximately 33 

feet distant southwesterly from approximate station 120+67 of said M&WRRR CL; 

thence 126 feet, more or less, southwesterly along said southwesterly 

railroad boundary to a point in the northerly boundary of U.S. Route #2 

approximately 156 feet distant southwesterly from approximate station 120+38 

of said M&WRRR CL; 

thence 38 feet, more or less, southwesterly along said southwesterly 

railroad boundary and along the northerly ·boundary of U.S. Route #2 to a point 

approximately 164 feet distant southwesterly from approximate station 120+05 

of said M&WRRR CL; 

thence 214 feet, more or less, northwesterly along said southwesterly 

railroad boundary and along the northerly boundary of U.S. Route #2 to a point 

approximately 160 feet distant southwesterly from approximate station 118+22 

(-- of said M&WRRR CL; 

thence 198 feet, ·more or less, easterly along said southwe~terly railroad 
e 

boundary .and parallel to a crossover track to a point approximately 33 feet. 

distant southwesterly from approximate station 119+65 of said M&WRRR CL; 

thence 688 feet, more ·or less, northwesterly along said southwesterly 

railroad boundary and parallel to said M&WRRR CL to a point approximately 33 

feet distant southwesterly from approximate station 113+04 of said M&WRRR. CL; 

thence 338 feet, more or less, southerly along the easterly railroad 

boundary to a point approximately 230 feet distant southwesterly from approxi-

mate station 115+58 of said M&WRRR CL; 
I 

Re: Notice of Compensation Hearing 
:Montpelier and Barre Railroad Company, Inc. 

-24-
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thence 54 feet, more or less, northwesterly along the southerly railroad 

.boundary and crossing a crossover track to a point approximately 248 feet 

distant southwesterly from approximate station ll5+15· of said M&WRRR CL; 

thence 422 feet., more or less, northerly along the westerly railroad 

boundary to a point approximately 33 feet distant ·southwesterly from approxi-

mate station 111+88 of said M&WRRR CL; 

thence 740 feet, more or less, northwesterly and northerly along sa1d 

southwesterly and westerly railroad boundary and parallel to said M&WRRR CL 

to a point approximately 33 feet distant westerly from approximate station 

l 04+62 of said M&l'IRRR CL; 

thence 12 feet, more or less, easterly along said westerly railroad 

boundary.to a point approximately 21 feet distant westerly from approximate 

station 104+62 of said M&WRRR CL; 

thence 4,752·feet, more or less, northerly and northwesterly along said 

westerly and southwesterly railroad boundary and along a line believed to be 

an old highway right-of-way boundary to the point of beginning. 

Section VII: 

Beginning at a point in the southerly boundary of U.S. Route #2 and in 

the northwesterly railroad boundary 324 feet distant easterly from the afore-

said CVRR CL; 

thence 46 feet, more or less, southeasterly along said southerly boundary 

o.f U.S. Route #2 and crossing a former crossover track to a point in the 

·southeasterly railroad boundary approximately 366 feet distant easterly from· 

approximate.station 195+90 of said CVRR CL; 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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thence 990. feet, more or less, northeasterly and easterly along said 

northwesterly and northerly railroad boundary and parallel to said B&CRR CL to 

a point approximately 41.25 feet distant northerly from approximate station 

89+76 of said B&CRR CL; 

thence 156 feet, more or less, northwesterly along the southwesterly 

railroad boundary and parallel to said B&CRR CL (Main Line Track No. 1) to the 

point of beginning. 

In connection with the above-described lands the following rights and 

easements are conveyed: 

City of Montpelier: 

Stations 

1. CVRR 20+00 - 37+47 

2. ·CVRR 75+85 - 81 +35 

Rights and Easements 

Easement to Use Railroad Right-of-Way 
Land and Premises for Railroad Purposes 

Easement to Use Railroad Right-of-Way 
Land and Premises for Railroad Purposes 

3. CVRR 81+25 - 81+80 Easement to Cross Taylor Street 

4. CVRR 91+24 - 92+11 Easement to Cross Main Street 

5. CVRR 113+00 - 120+35 Right, Title, and Interest in and 
to Right-of-Way 

6. CVRR 120+32 - 120+90 Easement to Cross Granite Street 

7. CVRR 15.1+15 - 151+51 Easement to Cross Pioneer Street 

8. CVRR 188+30 - 192+50 Easement to Cross U.S. Route #2 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company, Inc. 
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City of Montpelier, contd.: 

Stations 

9. CVRR 195+30 Lt. - 195+90 Lt. 

10. CVRR 198+72 Lt. - 207+62 Lt. 

11. M&WRRR 54+00 - 57+00 

12. CVRR 92+04 - 97+40 

Town of Berlin: 

Stations 

1. CVRR 269+24 - 271+90 

2. M&WRRR 86+96 - 89+80 

City of Barre: 

Stations 

1, M&IVRRR 176+86 c 178+04 

2. M&WRRR 189+90-190+22 

3. M&WRRR 201+08 - 201+57 

4. M&WRRR 205+12 - 205+50 

5. M&WRRR 218+42 - 218+94 

6. M&BRR Trav. Line 9+24 -
M&WRRR 251+34 

7. M&WRRR 259+82 - 262+64 

8. M&IVRRR 270+03 271+06 

9. M&WRRR 274+92 - 275+47 

Re: Notice of Compensation Hearing 

Rights and Easements 

Easement to Cross U.S. Route #2 

Right, Title, and Interest in and 
to a Right-of-Way for Pedestrian 
and Vehicular Traffic 

Easement to Cross Barre Street 

Easement for Unloading, Loading, 
Delivering, and Picking up Freight 

Rights and Easements 

Easement to Cross U.S. Route #302 

Easement to Cross U.S. Route #302 

Rights and Easements 

Easement to Cross Jones Brothers ·Crossing 

Easement to Cross Willey Street 

Easement to Cross West Second Street 

Easement to Cross Berlin Street 

Easement to Cross Blackwell Street 

.Easement to Cross Prospect Street 

Easement to Cross South Main Street 

Easement·to Cross Hill Street 

Easement to Cross Ayer Street 

Montpelier and Barre Railroad Company, Inc. 
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City of Barre, contd. : 

Stations 

10. B&CRR 19~93 - 21+60 

11, M&WRRR 201+52 - 205+14 

12. M&BRR Trav. Line 5+75 - 7+05 

13. B&CRR SL 11+26 - B&CRR SL 4+10 

Town of Barre: 

Stations 

1. 'B&CRR 14+38 - 15+62 

2. B&CRR 71+35 - 74+92 

3. B&CRR 65+22 - 84+32 

3A. B&CRR 48+24 - 48+52 

B&CRR 56+86 57+12 

Re: Notice of Compensation Hearing 

Rights and Easements 

Easement to Cro·ss Quarry Street 

Easement to Remove Railroad Tracks, 
Ties, and Fixtures 

Right, Title, and Interest in and 
to a Right-of-Way 

Right, Title, and.Interest in and 
to all Railroad Right-of-way "South 
Track" (through Boynton Street) 

Rights and Easements 

Easement to Cross Town Highway #1 
(Quarry Hill Road) 

Easement to Cross Town Highway 112 
(Lower Websterville Road) 

Easement to Cross Town Highway 112 
(Lower Websterville Road) 

Easement to Cross Town Highway #186 

Easement to Cross Town Highway 11186 

Montpelier and Barre Railroad Company, Inc. 
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.Title to lands or rights therein vest in the State of Vermont as of the 

date the Transportation Board's Condemnation Order is filed with the Clerk of 

the Town in which the land is situated (Title 19, V.S.A., Sec. 236) and the 

State is entitled to full possession as of the date the award is tendered (Title 

19, V.S.A., Sec. 230) regardless of any appeal for a judicial determination 

of the amount of compensation. A special date for vacating the premises beyond 

the above date may be arranged in some instances at the discretion of the Board 

on a showing of hardship or other sufficient reason provided the interests of 

the State are not jeopardized. 

Dated at Montpelier, County of Washington and State of Vermont, this 

29th day of October , 19 80 
~--'-'-"-~ ~~~~~~~~~-

STATE 

By: 

Approved as to legal form: 

· Assistant Attorney General 

Re: Notice of Compensation Hearing 
Montpelier and Barre Railroad Company,. Inc. 
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