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W 
hat is it that quickens the 
pulse when a train passes? 
If you have ever stood near " 
a high-speed train (but not .~ 

too close!), you know of the roar of engines, ~ 
the blurring of colors, the shaking of the J 
ground. The experience is all the more :;; 
moving if a steam locomotive is pulling the : 
train. The smells of coal smoke and hot oil. ;,;; o; 

The shriek of the whistle. The clanking of ~ 
the rods. The rapid-fire sound of the ~ 

c 
exhaust. It is no wonder that a large corn- 15 

:.:J 

m unity of fans follows these steel monsters. ;g' 
Magazines are printed. Books are pub- ; 

lished. Videos, computer games, and simu- ~ 

lations are produced. Miniature railroad s 
empires grow in basements! I understand l c 
that fans exist for all modes of transporta- e 
tion. But airplanes are too high to see en 6 

"­route. Neither trucks nor buses have the size o 
and majesty of a train. Ships spend most of 
their time on the high seas. Perhaps antique 
automobiles come closest to trains m 
inspiring aficionados. 

It's not just the railfan who has an 
interest. Almost everyone follows the trials 
and tribulations of the U.S. railroad pas­
senger service. Though they may not ride 
trains, they are sorry to see them decline, 
because they know they are such an impor­
tant part of U.S. history. They also have a 
vague, and quite correct, feeling that pas­
senger trains should be making their travels 
easier if only they worked. Anyone who has 
traveled the European railroad systems 
knows that U.S. policy toward rail trans­
port is seriously lacking. 

I know that you are interested in trains 
or you wouldn't be holding this book in 
your hands. The basic thread of the text, 
presented in five chapters, is a short history 
of U.S. railroads from their very beginnings 
to the present. Scattered among those chap­
ters are dozens upon dozens of sidebars 
covering everything from Circus and 
Carnival Trains to Snow Plows. If you are 
not up to reading every word, you might 

The Delaware & Hudson had the distinction of operating the first steam locomotive on a 

commercial Ameri can railroad. Its 3-mile run so damaged the track- not designed for 

heavy 7-ton locomotives-th at neither it nor its three sister locomotives were ever used. 

page through the book and chose sidebars of interest to you. You might 
enjoy topics of general interest such as Streamliners or Steam Locomotives. 
Or, consider reading the captions of photos you find compelling. Many tell 
short, interesting stories about the image they describe. 

The history of U.S. and Canadian railroads would fill volumes. This 
short volume is an abbreviated look at U.S. and Canadian railroads. I hope 
you find the time to visit a preserved railway or railroad museum-some 
are listed in Appendix B-and experience how railroads once impacted the 
daily life of Americans. Many such railroads and museums have gift shops 
that feature a variety of additional books and videos on railroad subjects. 
Model railroad hobby shops and bookstores (physical or Web-based) are 
additional resources. Buy a few railroad magazines just to scan the adver­
tisements. You'll find tour companies ready to send you riding trains in 
Colorado or China! 

Wave at a train. The engineer will almost surely wave back. There is a 
long tradition of friendly communication between train watchers and rail­
road employees. Compare those friendly waves to the kinds of hand ges­
tures sometimes exchanged between automobile drivers! For those of you 
who remember railroads in their prime, I hope this book brings back happy 
memories. For younger readers, who know railroads only as coal trains 
blocking their automobiles, you will find this book a pleasant surprise as 
you discover the many facets of railroading. 



The "Lightning Express" Trains: "Leaving the junction." Currier & Ives. 
Voyageur Press collection 
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R 
ailroads built America and America built rail­
roads. Politically, the railroads unified both the 
United States and Canada. The Industrial 
Revolution would have not taken root in the vast­

ness of the North American continent without railways. 

ENTER THE RAILROADS 
Men had pushed and animals had pulled carts on wooden 
rails for hundreds of years. But on February 21, 1804, the 
world's first steam locomotive trundled along the rails at a 
mine in Cornwall, England. The world's first public railway, 
the Stockton & Darlington, opened in 1825. The real break­
through, however, was made in 1828 when the Liverpool 
and Manchester Railway, also in England, sponsored a cash 
prize for the best steam locomotive design. At the Rainhill 
Trials, George and Robert Stephenson's Rocket revolution­
ized locomotive design. More importantly to America, a 
number of American observers attended the Rainhill trials 
and returned to the United States enthusiastic to launch the 
railroad age on this side of the Atlantic. Railroads in the Old 
and New Worlds would be quite different, both in technol­
ogy and in social consequences. In densely populated 
Europe, railroads eased travel between existing population 
centers. In sparsely populated America, they were the driv­
ing force that created new population centers. 

AMERICA BEFORE THE IRON HORSE 
In the first half of the nineteenth century, Americans 
thought of"The West" as the land between the Appalachian 
Mountains and the Mississippi River. Because water pro­
vided the easiest transportation, American settlements were 
located on or near bodies of water. But rivers did not always 
flow where they were needed. Agriculture, mining, and log­
ging spread far from rivers. Animals strained to haul freight 
wagons and passenger stagecoaches over primitive roads. 
Since water transport was already a developed technology, 
its obvious extension was the building of canals to locations 
not served by natural watercourses. Eventually, thousands 
of miles of canals were built. Although inexpensive to oper­
ate, canals were expensive to build. 

Canal traffic was slow. Speed was limited by that of the 
animals that pulled the canal boats at about 3 miles per 
hour. Locks and ramps, needed to ascend and descend hills, 
slowed traffic even more. Except in the most temperate 
regions, canals suffered the same problem as rivers in the 
winter-ice completely halted traffic for months at a time. 

The marvel of all U.S. canals was the Erie Canal, con­
necting Albany, New York, on the Hudson River with 
Buffalo, New York, on Lake Erie. Completed in November 
1825, this 364-mile-long ditch provided a route from the 
port of New York City to the Great Lakes and, thus, to 
the resources and markets of the West. Ironically, this 
masterpiece of canal construction sowed the seeds of the 

extinction of its species. The prospect of a monopoly for 
the port of New York City so unnerved other ports that they 
made their own plans for access to the West. Pennsylvania 
and Washington, D.C., chose canals while Boston and 
Baltimore chose to hitch their future to the iron horse and 
build railroads. 

FIRST AMERICAN RAILS 
It is difficult to identify the first American railroads with cer­
tainty, but three railroads are usually chronicled as the first. 

In 1826, horses of the Granite Railway of Massachusetts 
started hauling stone 3 miles from a quarry in Quincy, 
Massachusetts, to a wharf on the Neponset River from 
which it would be transported on water to the construction 
site of Bunker Hill Monument. The railroad sported 
wooden rails mounted on individual stone foundations 
called sleepers. A ramp, called an inclined plane, allowed 
cars to be hauled up or let down on an endless chain. 

In 1827, coal was transported down a gravity railroad at 
Mauch Chunk in Pennsylvania. Mules hauled the empty 
cars back uphill to the mines and, loaded into one car, rode 
back down the hill with the coal. To save time, the mules 
were fed on the downhill ride. The speed did not agree with 
their digestive process, however, and the ride was slowed for 
their comfort-and probably also for the comfort of the 
men who worked around them! The single track could only 
be used in one direction at a time, limiting the railroad's 
capacity. A second track, the "back track;' was constructed 
to return empties to the mine via cable-hauled, inclined 
planes, creating a large number of unemployed mules. As 
steam locomotives opened up access to coal mines, the 
gravity railroad evolved into a purely recreational attraction 
renamed the Switch Back Railroad. Sightseers rode the line 
up and coasted back down, no doubt drawn by the exhila­
ration of the 65-mile-per-hour top speed of the downhill 
trip! Operation ceased in 1933 and the rails were sold for 
scrap in 1937. 

In 1823, the Delaware & Hudson Canal Company was 
chartered to build a canal from Honesdale, Pennsylvania, to 
Roundout on the shore of the Hudson River in New York. 
Coal would travel from Pennsylvania to the substantial 
market of New York City and beyond. The mines were con­
nected to the head of the canal by a gravity railroad; loaded 
cars were hauled back to mines by cable. One of four steam 
locomotives imported from England in 1829, the 
Stourbridge Lion had the distinction of being the first com­
mercial steam locomotive operated in America. Horatio 
Allen, one of the Americans that observed the Rainhill Trial, 
was at the controls as the locomotive rumbled 3 miles up 
the track. The 7-ton weight of this iron monster so 
deformed the track's wood supports that neither the Lion 
nor its three sister engines were ever run again. Allen's name 
appears often in early American railroad history. 
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FROM WATER TO WATER 
Like the Erie Canal, the objective of early American rail­
roads was to connect bodies of water and provide the miss­
ing links between existing water routes. Four of these primal 
railroads were especially important because of their geo­
graphic scope. Two were designed to connect the East with 
the Great Lakes; two to connect the East with the Ohio 
River. Thus, they were the long-distance trunk lines that 
provided a continuous transportation system between 
Atlantic ports and the economies to the West. Eventually, all 
four railroads built past their original watercourse destina­
tions and rendered water transportation, if not completely 
obsolete, at least much less important. Those four railroads 
were the Baltimore & Ohio, the Erie, the Pennsylvania, and 
the New York Central. 

BALTIMORE & OHIO RAILROAD 
Projected to connect Baltimore with Wheeling, West 
Virginia, on the Ohio River, the Baltimore & Ohio's mission 

.......... .................... 

·¥'········· 
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In 1825, at the age of 76, John Stevens designed and constructed a 
small steam locomotive-the first to operate in America-which ran 
around a circle of track on his estate in Hoboken, New Jersey. The 
locomotive was propelled by a gear that meshed w ith a toothed rail 
in the center of the track. Early inventors were not sure that friction 
between the locomotive's wheels and the track wou ld be sufficient to 
prevent slipping. 
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was formulated by adventurous visionaries who foresaw an 
almost-400-mile-long rail line when the prototype 
Stockton & Darlington Railroad measured only 27 miles 
end to end. Construction on the first common carrier rail­
road in the United States began on July 4, 1828. A common 
carrier railroad transports all passengers and freight need­
ing passage, not just the freight and employees of the com­
pany that owns the railroad. 

Horses hauled the Baltimore & Ohio's trains until1831, 
when the tracks extended barely 60 miles. It was clear, at 
least to some, that horses would not be a practical solution 
on a 400-mile transportation artery. Peter Cooper designed 
and constructed a tiny 1-ton experimental steam locomo­
tive, the Tom Thumb, at his own expense. In August 1830, 
the diminutive Tom Thumb made a 26-mile round trip on 
the Baltimore & Ohio at the unheard of speed of 18 miles 
per hour. 

After an almost-quarter-century construction ordeal, 
the Baltimore & Ohio reached Wheeling on January 1, 

1853. Success only whetted appetites, and the rails reached 
St. Louis just four years later in 1857, thus opening the great 
Mississippi River to Baltimore's economy. Baltimore's 
business community clearly chose well in selecting the 
technology of railroads . 

ERIE RAILROAD 
The New York & Erie Railroad was the first of the four great 
trunk lines to reach western waters, but it did so at great 
cost. Opened from Piermont on the Hudson River to 
Dunkirk on Lake Erie on May 17, 1851, the Erie Railroad 
was a gift to southern New York State, a consolation prize in 
return for their support of the Erie Canal farther north. 
Serving an area lacking sufficient traffic and burdened with 
inexperienced management, the Erie found itself in bank­
ruptcy in 1859. Its business model of "build a railroad and 
commerce will follow" was eventually used successfully by 
the great transcontinental railways in settling the far West. 
Future railroads would also emulate its pioneering bank­
ruptcy all too frequently. 

PENNSYLVANIA RAILROAD 
The Pennsylvania Railroad was everything that the Erie was 
not. The Pennsylvania was so well constructed, well man­
aged, and efficiently operated, it became know as the 
"Standard Railway of the World." The story of the 
Pennsylvania clearly demonstrates the superiority of rail­
roads over canals. 

The chief competitor of this privately financed railroad 
was the publicly financed Main Line of Public Works, an 
incredible Rube Goldberg combination of 3 canals, 2 cable­
hauled railroads, 177 canal locks, 49 aqueducts, 11 inclined 
planes, and a 1,000-foot tunnel-all to connect 
Philadelphia to Pittsburgh, and then only when its water-



ways weren't frozen in the winter. 
The costly Main Line showed 
what could be done using yester­
day's technology to build tomor­
row's transportation system. Not 
only was it expensive to con­
struct, it was slow to traverse. 

Construction of the Pennsyl­
vania Railroad began in 1847, 
and chief engineer J. Edgar 
Thomson's well-thought-out route 
concentrated the railroad's steep­
est grades in a single mountain­
ous area. The Pennsylvania 
Railroad was completed from 
Philadelphia to Pittsburgh by 
November 1852, putting the 
Main Line on the sideline forever. 
To try to protect its archaic 
investment, the state of Pennsyl­
vania included in its charter a tax 
on traffic moved by the railroad. 

America's first commercial railway was built at this site in Massachusetts. Three miles of track were 
laid to convey stone to the construction site of the Bunker Hill Monument in 1826. 

Yet the railroad's efficiencies were such that even this 
desperate ploy could not save the old Main Line. 

NEW YORK CENTRAL RAILROAD 
The easternmost section of the Erie Canal was exceptionally 
slow, with several locks and a pair of inclined planes. Early 
in the canal's history, a stagecoach company began service 
on a 17 -mile route that bypassed 40 miles of canal travel. A 
year after the canal was completed, the Mohawk & Hudson 
Rail Road was incorporated to replace these stages. In a 
not-so-subtle comparison, the railroad's first locomotive 
was named the DeWitt Clinton after the man who pro­
moted the construction of the Erie Canal. The Mohawk & 
Hudson was the third U.S. railroad to power its trains with 
steam locomotives. 

It would have been logical to parallel the entire canal 
with a railroad, but vested interests-including the State of 
New York, which paid for the canal-did their best to pre­
vent this with restrictive legislation. The result was a jumble 
of railroads paralleling segments of the canal. The railroads 
cooperated with each other, and travel from Albany to 
Buffalo declined from days via canal boat, to hours via rail­
road coach. In 1851, the little railroads were consolidated 
under the name New York Central Railroad, which would 
give the mighty Pennsylvania a run for its money. 

BUILDING THE IRON TRAIL 
Railroads were among the first truly big businesses. They 
dominated the stock markets in which their equities traded. 
They dominated the employment market with a large number 
of jobs, some of the best in the nation. And they dominated 

the political landscape by controlling so much wealth and 
employment. Small investors-as well as some wealthy cap­
italists-lost a great deal of money, as there was little regula­
tion and most railroads went bankrupt at least once. Many 
railroads were built, deliberately or not, on business models 
that simply could never have resulted in profitability. 

Also, management of huge railroad enterprises was a 
new science. Only the world's armies were of comparable 
size and the railroads were quick to adopt the layered 
management structure of the military. The military also 
provided key managers and construction engineers for 
early railroads. 

Imagine the difficulty of choosing a route for a pioneer 
railroad. A surveyor would be sent into the mountains hav­
ing heard only rumors about the lay of the land. In the very 
earliest years, little was known about how steeply a railroad 
should climb or how sharp its track should curve. There 
were scores of questions to be asked just ahead of the next 
rise in the land. What would be the best balance between the 
cost of constructing and the cost of operating the railroad? 
What lay up this canyon-a dead end? Should the tracks go 
this way or that? Should the track be laid on the ground or 
on a trestle above it? Should the rails be wood with iron 
straps or made entirely of iron? How far apart should the 
rails be spaced? How many wheels should a locomotive 
have? A passenger coach? A freight car? How long should 
they be? All these questions and more were answered by 
experiment. Some decisions were disastrously incorrect and 
some wonderfully successful. The knowledge accumulated 
from this experimentation created standards for railroads 
that have remained remarkably robust for over 175 years. 
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THE WAY WEST 
The prototype railroads connected navigable bodies of water. 
Mines, timberlands, farms, ranches, and sources of traffic 
were not always near bodies of water, so smaller branch rail­
roads were built to connect with the main trunk lines. 
Railroads began to bump into each other, creating a network 
of rail lines. Commodities came down the branches, onto the 
trunks, and then to market in major cities. Manufactured 
goods from those cities traveled up the trunk lines and out 
the branch lines to loggers, miners, and farmers. 

People and goods could be moved from anyplace on the 
network to anyplace else on the network. In the United 
States, everyplace came to be on the railroad network-the 
world had never seen the fires of an economic engine 
stoked so fiercely. Growth fed off growth. In 1830, there 
were 23 miles of railroad track in the United States. By 1840, 
that total had risen to 2,800-more miles than in all of 
Europe. By 1850, the United States had 9,000 miles, half the 
world's total. By 1860, the U.S. total had risen to 30,000 
miles. Railroad fever swept North America. Visionaries and 
crooks swarmed the country looking for opportunities. 

CIVIL WAR 
At the outset of the U.S. Civil War, most of the North's rails 
were British standard gauge, or 4 feet 8 1/2 inches apart, 
while the South's rails were spaced an even 5 feet. Two­
thirds of the railroad mileage in the United States was in the 
North, much of it in the form of efficient trunk railroads. 
The South's haphazard railroad lines did not possess this 
strength of purpose. Most of the manufacturers of locomo­
tives, cars, and rail were located in the North. In September 
1863, 30 trains of 20 cars each 
moved 20,000 northern soldiers a 
distance of 1,200 miles in only 11 
1/2 days. War would never be the 
same again. 

railroads that served great industrial centers prospered with 
wartime traffic, as did manufacturers of all kinds. 

EARLY CANADIAN RAILROADS 
Canadian railroad development lagged behind that in the 
United States. In 1851, the United States could boast 10,500 
miles of railroad track compared to the British province of 
Canada's 90 miles. Canada had yet to coalesce into the 
country it is today, and included only the area that now 
comprises the provinces of Quebec and Ontario. 

Canada's population was smaller and lived, almost 
entirely, along navigable water. Not surprisingly, Canada's 
first railroad was a portage railway-a railroad between two 
waterways. The Champ lain & St. Lawrence Railroad opened 
in 1836 as a link in a system to connect Montreal and St. 
Lawrence River traffic with the United States. The railroad 
began at La Prairie, across the St. Lawrence River from 
Montreal, and ran to St-Jean-sur-Richelieu. There, steam­
boats carried freight and passengers south to the United 
States on the Richelieu River. 

The first Canadian trunk line linked Montreal with 
Portland, Maine, and was soon purchased by the Grand 
Trunk Railway, one of several important players in Canada's 
railroad history. By 1860, the Grand Trunk was 800 miles 
long, at the time the longest railroad under one manage­
ment, and Canada's rail mileage had increased to 2,138 
miles. Besides the railroads in the Province of Canada, this 
total included railroads in the British provinces of New 
Brunswick and Nova Scotia, where railroads had been built 
by the governments there as public works. By comparison, 
U.S. rail mileage had increased to 30,000 miles. 

Switch Back Railroad showing return track 
at five mile tree. Mauch Chunk, Pa. 

Rapidly restoring train service 
in the wake of the enemy's destruc­
tion of railroads became para­
mount, and Herman Haupt of the 
U.S. Military Railroad excelled in 
devising systems to do so. Destruc­
tion of train service, on the other 
hand, was the specialty of General 
William Tecumseh Sherman. In his 
famous "March to the Sea;' 
Sherman's army swept across 
Georgia, rebuilding railroads in 
front of it, but destroying them in its 
wake. Although the war devastated 
southern railroads, it gave birth to 
the great era of railroad expansion 
in the rest of the country. Northern 

The second commercial railroad in America originally transported coal by gravity at Mauch Chunk in 

Pennsylvania . it was a tourist railway before its demise. 
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In 1867, the Dominion of Canada was formed from 
New Brunswick, Nova Scotia, and the old province of 
Canada. In this restructuring, the province of Canada was 
divided into the provinces of Quebec and Ontario. The 
country of Canada was born and the government-built rail­
roads in New Brunswick and Nova Scotia were transferred 

to the new national government on the condition that they 
would be extended to join all the provinces by rail. This 
promise was fulfilled by 1876 with the Intercolonial 
Railway, which would later form the nucleus of Canadian 
National Railways. 

Voyageur Press collection, courtesy of Bionik Media Photo lab, bion ikmedia .com 

This huge mortar, nicknamed the " Dictator," bombarded Petersburg, Virginia, with federal projectiles weighing 200 pounds. This image was also 

the basis for a comedic scene in the Buster Keaton movie The General. 
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T he 25-year construction of the Baltimore & Ohio's 
main line from Baltimore to the Ohio River may seem 

glacially slow in retrospect, but the railroad was busy 
experimenting. It learned that the vast distances of the 
United States and the uncertain markets of the wilder­
ness required that railroads be built quickly and inexpen­
sively, and upgraded only when traffic justified addi­
tional expenditures. Its network of rails reached Lake 
Erie at Cleveland and Toledo; Lake Michigan at Chicago; 

Locomotive Lafayette hauls a string of ~~'11:.-:iir--.:...~ 
I m lay coaches down the tracks of the 

Baltimore & Ohio in 1837. 
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the Mississippi River at St. Louis; and the Ohio River at 
both Cincinnati and Louisville. At its largest extent in 
1936, the B&O operated 6,396 route miles. In 1960, the 
Chesapeake & Ohio Railway began to acquire B&O stock, 
and in 1967 the two railroads jointly took control of the 
Western Maryland. The three railroads became sub­
sidiaries of the Chessie System in 1973. The B&O and 
C&O merged in 1987 and, a few months later, became 
part of CSX Transportation. 

Voyageur Press collection 
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W HEN Peter Cooper 
soucht to convince the 

directors of the Baltimore 
and Ohio that stum was the 
only locic.al power for their 
new line. he desicned and 
built the tiny Tom Thumb 
which ran in the winter of 
1829·30 and completely dem· 
onstratcd the feasibility of 
the locomotive for the road. 

Visitors to the Fair of the Iron Horse in 1927 cou ld purchase a packet 
of 15 postcards for 15 cents. The cards chronicled the history of 

Baltimore & Ohio locomotive technology from the tiny 1829 Tom 
Thumb, the first demonstration of steam locomotion on the B&O, to 

the magnificent President Washington, a modern 90-m ile-per-hour 

passenger locomotive in a str iking green and gold livery. 

This April 1940 cover of Railroad Magazine features a hand­

tinted photograph of passengers of a special excursion on the 

Ba ltimore & Ohio in either 1857 or 1858. As with many old 

photos, several descriptions ex ist. The most interesting is that it 

is a specia l train from Baltimore to Wheeling for journalists, 

artists, and photographers. 
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The reverse side of this 

postcard states, "CARILLON 

PARK, DAYTON OHIO. The 

John Quincy Adams is the 
oldest origina l Baltimore 
& Ohio locomotive in 

existence. it is of the 

'grasshopper' type, was built in 

1835, and saw active service 

for more than 50 years." 

Railroad 
Avenue 

A Present-Day 
Nove/et hy 

EO SAMPLES 
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T he Andover & Wilmington Railroad started operation 
in Maine in 1836 and crossed into New Hampshire in 

1840 to pioneer the route that merged into the Boston & 
Maine Railroad in 1842, taking the name of the New 
Hampshire railroad chartered in 1835. The B&M would 
absorb other railroads until its rails stretched north to 
Sherbrooke, Quebec; northeast to Portland, Maine; west to 
the Hudson River at Mechanicsville, New York; and south 
to New Haven, Connecticut. In 1900, the B&M acquired 

The Boston & Maine 

published this 20-

page booklet in the 

w inter of 1929 

exto lling the virtues 
of a w inter vacation 

in New England. 

Information includes 

winter resorts and 

sports, advice on 

what to wear 

(severa I pairs of 

socks), and special 
w inter tourist fares. 
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the Fitchburg Railroad, which owned the 4.75-mile Hoosac 
Tunnel in northwestern Massachusetts. The B&M was pur­
chased by Guilford Transportation Industries in 1983. 

The B&M operated the Flying Yankee, the nation's third 
diesel streamliner. Routed over the tracks of both the B&M 
and Maine Central Railroad, the Yankee could carry 140 
passengers between Bangor, Maine, and Boston, with a stop 
in Maine's capital city, Portland. 
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Steam locomotive Marlboro chugs 

through Massachusetts' Berksh ire Hills 

about the t ime of the Civil War. 

Below: These two postca rd views of the west portal of the Hoosac Tunnel 

show it before and after electrification. The tunnel was first proposed as a 
cana l tunnel in 1819 and was finally completed as a rail tunnel in 1875, 

becom ing part of the Boston & Maine in 1900. Electrifi cation of the tunnel 

was completed by 1911. 
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One remnant of the steam era that cou ld be 
reused was the roundhouse. In 1970, a 

Boston & Maine Alco RS3 diesel goes for a 

spin on a turntable previous ly reserved for 

steam locomotives. 
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I n 1828, the Delaware & Hudson Canal Company opened 
a 108-mile canal from Honesdale, Pennsylvania, to New 

York's Hudson River. 
An Erie Railroad branch reached the D&H coal 

mines in 1868. In 1871, the canal company continued 
this track north to ensure its coal had access to Albany. 
The canal company continued to build railroads, reach­
ing Scranton, Pennsylvania, in 1871, and Montreal by 
1875. The canal was last operated in 1891. After a name 
change to the Delaware & Hudson Railroad, came a new 
mission. With oil replacing coal for heating, the railroad 
evolved from plodding coal trains to racing merchandise 

trains on the shortest and fastest line to New England 
and Montreal. 

Trackage rights to Buffalo, Newark, Philadelphia, and 
Washington, D.C.-compensation for the formation of 
Conrail-could not stem the inevitable red ink, however. 
In 1984 Guilford Transportation Industries purchased 
D&H, intending to consolidate its operations with the 
Maine Central and Boston & Maine. Unsuccessful, D&H 
went bankrupt and was purchased by CP Rail in 1991. 
Today, Canadian Pacific trains have access deep into the 
U.S. eastern seaboard on those same tracks D&H obtained 
during the formation of Conrail. 

Delaware & Hudson locomotive No. 708, a GE U33C, waits a ca ll to duty at Mechanicsville, New York, in March 1970. 
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A Delaware & Hudson coa l train rumbl es past as an Erie train flies 

overhead on the massive Starrucca Viaduct. The year is 1947, and w ith coal 

a diminishing commodity, the cover wonders about the 
Delaware & Hudson's future. 

The Laurentian 
was the Delaware 

& Hudson's crack 

passenger train 
between Montreal 

and New York City. 

This sma ll booklet 

details the route w ith 
full-color strip maps 

and descriptions of 

some of the sights 
along the way. 

THE ADIRONDACKS • LAKE GEORGE 
LAKE CHAMPLAIN • SARATOGA SPRINGS 

This attractive map of the Delaware & Hudson highlights 

the summer vacation potential of the rai lroad's route. 
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Lackawanna locomot ives burned 
anth rac ite coal , which produces little 
soot to rain down on passengers. 
Advertis ing underscored cleanliness 
through M iss Phoebe Snow, an 
imaginary woman in a wh ite gown 
whose journeys were chronic led 
in advertising jingles: "Says Phoebe 
Snow/About to go/Upon a trip/ 
To Buffalo/'My gown stays wh ite/ 
From morn till night/Upon the 
Road of Anthrac ite."' This sma ll 
brochure was issued after 
the merger of the Erie and the 
Lackawanna to exp lain the origin 
of the name of the stream lined 
passenger train ca lled the 
Phoebe Snow. 

Voyageur Press collection 
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T o gain support for the Erie Canal, politicians 
promised a transportation artery to serve cities 

on New York's southern border. Thus, the New York 
& Lake Erie Railroad was chartered in 1832. 

The original 1851 route from Dunkirk on Lake 
Erie to Piedmont on the Hudson River was soon 
revised to connect Buffalo with New York City. The 
Erie's trains arrived in Ohio in the 1870s, and 1880 
proved pivotal as the railroad was narrowed to stan­
dard gauge and extended to Chicago. 

Cooperation between the Erie and the Delaware, 
Lackawanna & Western Railroad evolved into a 1960 
merger. Bankruptcy was at hand when the road suf­
fered heavy damage from Hurricane Agnes in 1972. 
The Erie Lackawanna became a constituent of 
Conrail in 1976. 



The Erie's great Starrucca Viaduct was built in Pennsy lvania when 

American ra il roads still emulated the European practice of erecting 
monumental engineering works built to last the ages. Such practices 
were not unreasonable in the eastern United States where railroad 

traffi c was fairly certai n, espec ially on the first ra ilroads to be buil t. 

lt wasn't long before a crossing such as this would be made on an 

inexpensive wooden trestle or eliminated completely w ith switchback 

tracks to the va lley fl oor. 
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This 1950 Lackawanna timetable lists passenger tra in schedules 

in New York, New jersey, and Pennsy lvania, but also includes 

connections as fa r west as Chicago and St. Louis on other ra il roads. 

Streamlined and diesel-powered trains are specifica lly identif ied. 

Above: Wi th a train of hopper cars in tow, Erie locomotive 3376, a 2-8-4, smokes it up near Hackensack, New jersey, in 195 1. 

Opposite: The Erie celebrated the opening of America's longest ra il line in 185 1 with a 427-mile party. Guests included President 

M ill ard Fillmore and Secretary of State Daniel Webster. The 69-year-old Webster ins isted on rid ing outs ide on a flatcar to better 

observe the sights. Webster was ahead of his time, as anyone who has ridden in an open car on a preserved railway w ill te ll you it is 
the best experience of rail travel. 
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Congress passed the Land Grant Act in 1850. In return 
for land, the federal government was guaranteed 

reduced transportation rates from railroads. The Illinois 
Central Railroad would receive 2.6 million acres of land 
and fulfill a congressional desire for a railroad connecting 
Chicago with the Gulf of Mexico. 

The Illinois Central's initial route stretched from the 
confluence of the Mississippi and Ohio Rivers to the city of 
Galena, Illinois. This main line and a branch to Chicago 
were completed by 1856. 

Illinois Central tracks would saturate a broad corridor 
from Chicago to New Orleans, with side excursions crossing 

Iowa to reach Omaha and Sioux Falls, and serving 
Indianapolis, Louisville, and Birmingham to the east 
and south. 

The Illinois Central merged with the Gulf, Mobile & 
Ohio Railroad in 1972. Disposing of unwanted routes, the 
newly named Illinois Central Gulf gave birth to 6 regional 
railroads and 11 short lines, and sold other routes to three 
Class 1 railroads. Having divested itself of almost all 
GM&O track, the Illinois Central Gulf was renamed the 
Illinois Central in 1988. A decade later, the Illinois Central 
became part of the Canadian National Railway. 

An Illinois Central Mountain-type locomotive with a 4-8-2 wheel arrangement passes through Homewood, Illinois, in 1955. Railroad 
photographers would describe this image of No. 2604 as a "glint shot." 
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;UJnoi• c;enrral Pa 
I 

CroiiSiJ>Q JCentucky [)al%1 • 
... nqer Tra n 

Compan ies that built stream lined passenger cars for railroads also 

advertised their customers' services. This ad boasted of a 29 1/2-hour 

schedu le between Ch icago and Miami. Departures, however, were every 

third day. 

Another Great Streamliner for The Illinois Central 

CITY OF MIAMI 
BUILT BY PULLMAN-STANDARD 
THE WO RlD' S lARGEST BUl l OUS Or RAILROAD AND TRANSIT fQU IPMU T 

Welltern J(entuci<Y 

An Illinois Central 

passenger train crosses 
Tennessee Valley 

Authority's concrete 

blockage of the 

Tennessee River that 

created 184-mile-long 

Kentucky Lake. The 

dam was completed 
in 1944 after six years 

of construction. 

Voyageur Press collection 
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Besides the named trains on its 

cover, numerous minor passenger trains undeserving 

of a fancy name are listed inside this timetable. By 1958, 

cracks were beginning to show in passenger service. 

Some trains no longer ran daily and timetables listed 

alternate bus services. A fair amount of this t imetable is 

devoted to freight service, including piggyback routes. 
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Ground was broken for the 5-foot, 6-inch-gauge 
Pacific Railroad in 1851 and the line between St. 

Louis and Kansas City was completed in 1865. It was 
standard-gauged in 1869 and its name changed to the 
Missouri Pacific Railroad in 1870. Merger of the St. 
Louis, Iron Mountain & Southern in 1917 extended 
the Missouri Pacific across Arkansas to the Texas bor­
der and added Memphis to its destinations. The 
Missouri Pacific bought the New Orleans, Texas & 
Mexico in 1924, obtaining its line from New Orleans 
through Houston to Brownsville, Texas. The 
NOT&M purchased the International-Great 
Northern that same year and its line from Longview 
to Laredo, Texas, with access to Mexico. 

By 1967, the Missouri Pacific-sometimes 
called the MoPac-had accessed Chicago through 
control of the Chicago & Eastern Illinois, which it 
merged in 1976. Also in that year, it added the 
Texas & Pacific with its trunk line from New 
Orleans through Dallas to far western Texas at El 
Paso. The Missouri Pacific now occupied a corri­
dor southwest from Chicago to the Mexican bor­
der. In 1982 it was merged into the Union Pacific. 

If this ten-wheeler 

looks a li ttle ti red, 

perhaps it is 

because it was bui lt 

by Rogers 
Locomotive & 

Mach ine Works in 

1898. Rogers could 

trace its origins to 

183 1 and was 

purchased by Alco 

in 1905. Its 

erecting shop is 
now a museum in 

Paterson, New 

Jersey. Perhaps, the 

most famous 

locomotive that 

Rogers constructed 

was the General of 

Civil War fame. 
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This 1960 timetable li sts a round-tr ip 
fare from St. Louis to San Anton io of $34.79 and a round-trip to Denver for 

$53.50. Both fares included sleeping accommodations. 



The Missouri Pacific's first 

locomotive is unloaded 
from a river boat in 1852 

and w ill be the first to run 

west of the Mississippi 
River. When that ri ver was 

bridged, the railroad had 

second thoughts about its 

wide gauge and converted 
to standard gauge in 1869 

to allow interchange with 

ra i I roads in the eastern 

United States. 

A giant-size car wash cleans a Missouri Pacific streamlined locomotive at Choteau Yard in St. Louis in 1970. 
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The Philadelphia and Reading Rail Road was 
chartered in 1833, but the cost of acquiring 

anthracite coal deposits forced bankruptcy in 1880. 
A new strategy of controlling coal transport by 
leasing railroads-the Lehigh Valley, the Central 
Railroad of New Jersey, and others-ended in 
another bankruptcy, and after separation of coal 
operations, the railroad became the Reading 
Company in 1924. 

Its physical size was modest-it served south­
eastern Pennsylvania, New Jersey, and touched 
Delaware at Wilmington. Excess passenger 
capacity from Philadelphia to Atlantic City was 
addressed in 1933 when the Reading Company 
and Pennsylvania Railroad consolidated opera­
tions between those points under the name 
Pennsylvania-Reading Seashore Lines. 

As the use of coal for domestic heating 
ended, the Reading developed bridge traffic 
between the Midwest and the Northeast. This 
bridge route, between Shippensburg and 
Allentown, Pennsylvania, was comparatively 
tiny as the age of mega-railroads dawned. 
Because they were classified as commuter 
trains, the Reading's money-losing passenger 
routes did not go to Amtrak in 1971. The 
railroad entered bankruptcy for the final 
time in 1971 and became part of Conrail 
in 1976. 

of READING COMPANY 
• lt\OTIVE POWER 

26 CHAPTER ONE 

The Reading published th is 

60-page booklet in 1958 to celebrate 125 years. 

Read ing's streamlined Crusader leads a parade of steam 

locomotives. Pub lished in 1941 , the 1 OS-page book 

inc ludes exquisite photographs of Read ing locomotives. 



READING COMPANY NO. 178 
4·6-2 SEMI·STREAMLINED PASSENGER LOCOMOTIVE 

PHILADELPHIA, PA. 
1940 

READING COMPANY NO. 348 DRIVERS 90" ·BOILER PRESSURE 200 LB. 
4-4-2 PASS. LOCO.-ATLANTIC TYP E A VER·Y FAST ENGINE-

All three of these locomotives show Reading's characteristic wide firebox at the back of the boiler, which 

allowed anthracite coal to be burned efficiently. 
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The Chicago & Rock Island Rail Road was incor­
porated in 1851 and trains were running between 

its namesake cities by 1852, connecting Lake 
Michigan with the Mississippi River, which was 
bridged in 1856. A more ambitious, never-realized 
goal was announced with an 1866 name change to 
Chicago, Rock Island & Pacific, whose rails would 
reach as far west as Colorado and New Mexico. 

The Rock Island, as it was popularly known, 
was the quintessential agricultural railroad, with its 
tracks stitching together the agricultural heartland 
from Illinois to Colorado and Minnesota to 
Louisiana. A dozen indecisive years of delaying 
western railroad mergers exemplified the failure of 
the Interstate Commerce Commission to reason­
ably regulate the nation's railroads. One conse­
quence was the final bankruptcy of"The Rock" in 
1975. Operated temporarily by other railroads, 
train service on Rock Island tracks ended in 
1980. Over 7,000 miles of railroad fell silent­
the nation had never seen anything like it. 
Although the Rock disappeared, its infrastruc­
ture was too important to the nation and most 
of its routes were incorporated in other railroads. 

ROCKY MOUNTAIN ROCKET 
At th foot of famous Pik s P ak 

The Rock Island's Rocky Mountain Rocket arri ved at the foot of Pikes Peak in Colorado Springs but never 

climbed into the pine-clad foothi ll s as shown in this postcard. The Rock Island came close to purchasing 

the Colorado Midland Railway and, if it had, a scene like this wou ld have actually been possible. 
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Above: The 1948 Rock Island 
timetable still includes a large 

number of passenger routes. An 
ad encourages the traveler to 

visit the railroad 's exhibit at the 

Chicago Railroad Fair. Name 
trains included the Golden State 
from Chicago to Los Angeles 
(v ia the Southern Pacific from 

New Mexico west), the Rocky 
Mountain Rocket from Chicago 

to Colorado Springs and Denver 

(the train split at Limon, 

Colorado), the Corn Belt Rocket 
between Chicago and Omaha, 

6 and several others. 
~ 
8 
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Above: The United States' entry into World War 11 and the railroad traffic it wou ld bring 

was a year in the future as this Rock Island Northern-type locomotive passes Silvis, Illinois. 

Left: A 1955 Rock Island ad from Railway Age. 

A Rock Island stream liner passes through joliet, Illinois. The EMD ES locomotive is fo llowed by a baggage car and a dome observation car 

hauled "backward" in the consist. 
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The twisted steel locomotive and splintered wooden coach of this Illinois Central 1909 mishap at Farmer City, Illinois, is a remarkable demonstration 

of a moving train's energy. lt is no wonder the publi c finally demanded that the railroads incorporate the telegraph and other safety measures. 

W hen a second locomotive was added to a railway's 
roster, that railway was faced with the problem of 

preventing the two locomotives from colliding. The earliest 
solution was to give each train written orders based on a 
timetable. Besides the risk of error in devising and inter­
preting such orders, trains were often obliged to wait for 
hours, delaying passengers and freight. Even so, train 
orders were not foolproof and collisions could and did 
occur due to unforeseen circumstances-there was no 
communication method faster than the trains themselves. 
That changed with the invention of the electric telegraph 
and its instantaneous communication. 

Although Samuel Morse telegraphed the message 
"What had God wrought" on May 24, 1844, the first tele­
graphic train order was not sent until September 22, 1851. 
Charles Minot, superintendent of the New York & Erie, was 
faced with holding a westbound train for hours at Turner's 
station when the eastbound train failed to show up. 
Telegraph wires paralleled the railroad but were not used to 
control trains. Minot telegraphed the operator at the next 
station to the west, Goshen, inquiring about the where­
abouts of the eastbound train. Upon receiving a reply that 
the eastbound train was nowhere in sight, Minot acted. A 
surprised operator copied Minot's Morse code message to 
hold the eastbound train at Goshen should it arrive. Minot 
then asked the westbound train's conductor to tell the engi­
neer, Isaac Lewis, to proceed to Goshen. Lewis refused, 
believing he was obligated by the timetable to wait for the 
eastbound train. Minot operated the locomotive himself for 
this first-of-a-kind run to Goshen. Showing his confidence 
in the telegraph. Lewis retreated to the last row of the last 
car to wait for the inevitable collision that never happened. 

Minot's telegraphic dispatching of trains was so obvi­
ously effective that railroads everywhere should have 
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adopted the procedure. It wasn't until a half-century later, 
however, that public outrage over avoidable fatalities in 
train wrecks finally convinced railroads to use telegraphs to 
coordinate train movements. 

Operators hooped up orders to 
the locomotive and caboose while the train 

continued moving. Train orders frequentl y depended on the 

correct time, and the regularl y checked accuracy of railroad 

watches was criti ca l. 



iL----------

Left: When the station agent needed to stop a train, 
he lowered the ball on its rope. The engineer knew 
to stop to pick up an order or for some other 
purpose. If the ball were high on the mast, the 
engineer ca lled out " highball," the fireman 
confirmed the signal by repeating "highball," and 
they rolled through the station without stopping. 

Below: Modern tra in dispatching integrates 
functions that once required many men stationed 

at remote locations along the railroad. 

Bottom left: This World War 11-era New York 
Central ad touted the rai I road's state-of-the-art 
signal ing system and the railroad's role in the 
war effort. 

Norfolk Southern Corp. 
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I t is a remarkable experience to watch a steam locomotive 
given life by the lighting of a fire. Slowly, steam begins to 

escape from this pipe or that. As the pressure builds, steam 
gushes up the stack, creating a draft that makes the fire hot­
ter, faster. Finally, the locomotive moves itself and thou­
sands of tons of train cars behind it-all from a simple fire, 
the first energy source harnessed by mankind. 

Early American locomotives followed British patterns 
and, in fact, around 100 were imported from England. It 
soon became clear that American locomotives had to be 
special. American track was lighter and more uneven, for 
New World financiers had to stretch their meager funds to 
North America's larger dimensions. Better suspension sys­
tems would keep American locos from derailing on uneven 
track. Extra front wheels guided engines around sharp 
curves. America's tracks were not fenced so the pilot-also 
called the cowcatcher-was invented to brush obstructions 
from the tracks, though it was none too successful with 
cows! Night trains on unfenced rights-of-way required a 
headlight. (The first headlight was a flatcar, pushed ahead 
of the locomotive, upon which a bonfire was lit.) By the 
1850s, American locomotives' wooden cabs protected 
crews from the elements. The rear of the cab was left open 
for the next 70 years so the fireman could shovel coal from 
the tender to the boiler's firebox. Canadians finally devel­
oped enclosed cabs to protect crews from subzero temper­
atures. Other early additions included bells and whistles for 
signaling crewmembers and for warning the public. 

By 1850, there were over three dozen U.S. locomotive 
manufacturers. Designers and the craftsmen who con­
structed them took great pride in creating these technological 
marvels. Attention was paid to creating pleasing proportions. 
Shiny multihued paint schemes were augmented by brightly 
polished brass and ornamental scrollwork. Artists painted 
pictures on the sides of headlights and cabs. An engineer was 
assigned his own locomotive and almost always customized 
its appearance to his own tastes. Locomotives were named 
and not just numbered. Names implied speed or size, hon­
ored important men or mythological figures, or identified 
someone's girlfriend! By the 1890s, all locomotives were 
black, ornamentation had disappeared, and engineers were 
no longer assigned a personal locomotive. 

Locomotive manufacturers coalesced into larger and 
larger firms. In the United States, three manufacturers 
emerged: Baldwin, Alco, and Lima. Jeweler Matthias 
Baldwin started building locomotives in 1831, became the 
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largest U.S. locomotive builder, and exported steamers of 
all gauges to the entire world. To compete with massive 
Baldwin, Alco (American Locomotive Company) was 
formed in 1901 from eight smaller builders. Two more 
builders joined in 1905, including Canada's Montreal 
Locomotive Works. Lima was a smaller builder that, 
nonetheless, had a big impact on steam locomotive technol­
ogy. Not only did it build the geared Shay-type locomo­
tives essential to railroad logging, it created the concept of 
superpower locomotives in 1925. Superpower locomotives 
incorporated a number of technologies that allowed them 
to travel faster and pull heavier trains at lower costs. 

Smaller manufacturers built specialized steam locomo­
tives. Porter and Davenport, for example, built very 
small locomotives for industrial applications such as 
road construction and rock quarrying. Larger railroads 
built their own-or at least some of their own-steam 
locomotives. The Pennsylvania Railroad and the Norfolk 

A December morning in 1942 finds Chicago & North Western steam 
locomotives positioned over the ash pit in Chicago. Coal was loaded 

from the large tipple in the background and ashes from the burned 

coal eventually had to be dumped in a pit located between the rails. 



Claude Wiatrowski photo 

This angled steam locomotive was designed to climb the steep 

grades of the cog railroad that travels up Colorado's Pikes Peak. In 
addition to propelling itself via a gear that meshes with a toothed 

rail, this unusual locomotive is also a "Vauclain compound," 

meaning it uses the steam twice to extract as much energy as 

possible before exhausting it up the stack. 

. ? 
. the freight locomota'le . Which one ts 

This American Locomotive Company advertisement asks, 

"Which one is the freight locomotive?" In 1948, average 

Americans still cared enough about steam locomotive technology 
to be impressed by a single design that could race along with a 

passenger train in tow or pull thousands of tons of freight. 

Detroit Publishing Co., LC-USZ62-76127, library of Congress, Prints and Photographs Division 

This rare 1906 exposure shows an early prototype of the Shay geared 

locomotive on a logging railroad in Michigan. Invented of necessity by a 
local mechanical genius, the locomotive was eventually mass-produced 

by the Lima Locomotive Works in Lima, Ohio. Snappily dressed ladies and 

gentlemen attest to this train being used for a short holiday excursion into 

the woods. 

They keep a SiRV/(£ SfA1/0N 
SIIPER far New York Central Locomotives 
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Required after every run, the considerable routine 

servicing of steam locomotives was performed in a 

roundhouse. There were many roundhouses across 

America but few survive. Light repa irs also were 

completed here. Major maintenance and heavy repairs 

were completed in a "back shop." 

c 
.Q 

] 
8 

THE RIGHT STUFF 33 



and Western were notable in this regard. N&W con­
structed the last new steam locomotive for a major railroad 
in the United States. 

Around 1900, Frederic Whyte devised a system to cate­
gorize steam locomotives by their wheel arrangements. A 

Whyte System Pilot Wheels Driving Wheels 

string of digits represents the number of wheels starting 
with the front of the locomotive. Perhaps six-dozen wheel 
arrangements were tried with only a dozen or so gaining 
significant success. Locomotive types were also given nick­
names. Here are some examples: 

Driving Wheels Trailing Wheels Nickname(s) 

4-4-0 4 4 0 American 
Exceptionally well-adapted to American railroad conditions (hence the name), tens of thousands were built starting in 1837. In the 1870s, 85 percent 
of all U.S.locomotives were Americans. By 1900, they were obsolete in the United States. 

2-8-0 2 8 0 Consolidation 
Built in 1865, the first of this type was named the Consolidation. Replicated in large numbers, they replaced Americans, especially in freight service. 

4-8-4 4 8 4 Northern 
Pocono 
Dixie 

Niagara 
Potomac 

Most call this locomotive a Northern because the first of its kind was produced for the Northern Pacific in 1927. Eastern and southern railways did 
not appreciate its nickname, however, and devised many others. It was popular until the demise of steam locomotives. Union Pacific Northern No. 844 
is the only U.S. steam locomotive never retired by a Class 1 railroad and still operates on special trains. 

4-8-8-4 4 8 8 4 Big Boy 
A second set of driving wheels requires another number in the Whyte system. Twenty-five Union Pacific Big Boys were the largest locomotives 
built. The front set of eight driving wheels had to swivel to go around curves, making these locomotives part of a class of locomotives called artic­
ulateds. 

2-8-8-2 2 8 8 2 Y6b 
Built by the Norfolk and Western, these articulated locomotives used the same steam twice, first for the rear set of driving wheels and again for the 
front. Such locomotives are called Mallets, after a French designer. The terms Mallet and articulated were interchangeable in the United States, 
though they described different technologies. 
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This odd-looking locomotive, sometimes called a 

Camelback or a Mother Hubbard, was developed to 
allow the boiler's firebox, to the left of the cab, to be as 

wide as possible, a necessity for burning anthracite coal. 

The fireman actually stood outside between the tender 

and firebox to shovel that coal, while the engineer 

sweltered in the cab atop the boiler. Eventually, a suitable 
mechanical arrangement allowed the cab to be placed in 

its customary position even on locomotives that burned 

anthracite coal. 

From 1909 to 1943 Southern Pacific 

purchased 256 articulated steam 

locomotives with the cab in front of 

the boiler. Improved visibility was 

certainly a benefit of these "cab­

forwards," but the primary reason for 
the design was to keep crews from 

being asphyxiated by exhaust gases 
in the 38 miles of snowsheds that 

sheltered the railroad in the Sierra 

Mountains. The only other railroad to 

use the design was California's North 

Pacific Coast, which built a tiny 
cab-forward in 1901. 



HOW STEAM LOCOMOTIVES WORK 
Fuel is burned in the firebox of a boiler that turns water 
into steam. In a modern locomotive that steam is passed 
through superheater pipes exposed to the fire's hot exhaust 
gases, increasing the steam's temperature and the energy in 
it. Steam is then piped to a cylinder on each side of the 
locomotive. Its pressure pushes pistons back and forth in 
the cylinders. A main rod connects each piston to one driv­
ing wheel, converting reciprocating motion to rotary 
motion. Side rods transfer the motion to other driving 
wheels. 

The valve gear-a second mechanical system-starts 
and stops steam flow into the cylinders at the correct times. 
A "Johnson bar" in the locomotive's cab controls the length 
of time steam is admitted to the cylinders (as well as the 
direction of the locomotive). For starting a train, steam is 
admitted for most of the cylinder's stroke to provide max­
imum force. As the train's speed increases, steam is admit­
ted for a shorter time and natural expansion continues to 
power the cylinders. Without this function, a steam loco­
motive would use too much water and fuel to be useful. 

Cylinder exhaust steam is directed up the same smoke­
stack through which the fire's exhaust gases are expelled. If 
the locomotive works harder, more steam exits the stack, 
pulling more exhaust gases from the firebox, creating suc­
tion that pulls more air through the fire, making it burn 
hotter. This feedback system is critical for practical opera­
tion. The harder the locomotive works, the hotter its fire 
and the more steam it generates. 

Water and fuel is carried in a tender behind the loco­
motive. A modern locomotive tender might carry tens of 
thousands of gallons of water and tens of tons of coal. 

Steam locomotives run on anything that will burn. In the 
United States, early locomotives burned wood. Coal, with a 
much higher energy density, replaced wood and on some 
railroads oil replaced coal. Even the lowest quality, least 
expensive oil could be burned, and was easier to transport 
than coal and created less smoke. 

A fireman hoses down the boiler of a helper locomotive that has just 

assisted the regular passenger train up Cumbres Pass from Chama, 
New Mexico, in July 2001. The fireman is responsible for the 

mechanical well-being of machinery from the boiler up while the 

engineer cares for everyth ing below. 

Steam locomotive driving wheels have steel tires. Just like rubber tires, these need to be replaced when worn . A circular gas-fi red burner heats a 

steel tire in the Santa Fe shops at Shopton, Iowa, in 1943. The tire expands and can be slipped over the driving wheel. As the tire cools, it 

contracts to secure itself to the wheel. 
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T he Western Maryland Railway's history begins in 1852 
with a charter to build west from Baltimore. Its early 

construction was marred by the Civil War. Jay Gould's 1902 
purchase of the line began many improvements, including 
the construction of Port Covington, a major marine termi­
nal at Baltimore. Coal-laden trains ran from Durbin, West 
Virginia, to Baltimore. Lines from Shippensburg, 
Pennsylvania, to Hagerstown and Cumberland in 
Maryland and back across the Pennsylvania border to 

l (J 5:L 19']2 

Connellsville were important links in the Alphabet Route, 
an amalgam of smaller railways cooperating to compete 
with the large carriers. 

Eventually, the Western Maryland came under the con­
trol of John D. Rockefeller, and in 1921 the Baltimore & 
Ohio bought Rockefeller's share. As larger railroads coa­
lesced around it, the relatively small (about 1,200 miles) 
Western Maryland found a home in the Chessie System in 
1973 and eventually CSX Transportation. 

fott one hundred years, Western Maryland 
has oucceufully 1•arecl Its service to the 
ever-changing requirement• of lndut try ancl 

Voyageur Press co llection 

l!~~t£5:;Ji71=-r~------------------'ommerw . . . attaining a atanclard of 
I~ partatlan excellence which ranks lt ao ono 
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of the nation's outotanclln1 frol1ht carrion. 
With o praucl backworcl 1lance the Wootem 

MarylaftCI reaches toward ttew vi1taa of 
• achievement with onclurln1 faith In Amorlco'o 

futuro. 
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Western Maryland locomotive No. 3579, an EMD GP35, stands ready at 

Hagerstown, Maryland, in 1969. Most photographers preferred this color 
scheme to Western Maryland black. 

This is one side of a brochure titled Western Maryland Railway in Miniature. 
Extended, the flyer measures 2 1/2 inches x 3 1/2 feet. The brochure's cover 
is at left. 
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In 1952, the New York Central celebrated the 50th 

anniversary of the 20th Century Limited with this recreation 

of famous passengers who rode the train in 1902. From left 

to right are actors representing William Jennings Bryan, 

Booth Tarkington, Theodore Roosevelt, Lillian Russell , j. P. 

Morgan, Mme. Schumann-Heink, and " Uncle joe" Cannon. 

ROBBER BARON 
BOOM 



A 
fter the Civil War, the railroad's effect on 
American life was nothing short of revolutionary. 
When animals and wind -driven watercraft pro­
vided painfully slow methods of transportation 

in a large nation, one's sphere of experience was limited to 
places within a day's travel. After the iron horse made its 
high-speed appearance, America became more unified and 
Americans less provincial. Newspapers, carried by train, 
delivered the news to small towns when it still was news. 
Instead of weeks or months, mail was delivered in days. The 
telegraph wires that followed the rails delivered information 
literally at the speed of light. 

Pleasure travel, previously nonexistent, now gave rise to 
entire secondary industries providing lodging, meals, and 
travel information. Travel for business became efficient, as 
did the delivery of goods ordered from traveling salesmen. 
Sears, Roebuck and Company, would deliver merchandise 
from their catalog to any house near a railroad track in days. 
If you had no house, they would deliver a kit of parts so you 
could build one. 

Perishable foods moved quickly and fresh foods, vegeta­
bles, and meats were added to Americans' diets, no matter 
where those Americans lived. Cost-effective transportation 
allowed large factories to produce goods that were sold any­
where near those steel threads across the continent. Former 
luxuries now became necessities. The impact on the day-to­
day lives of Americans, especially on rural residents and 
especially on women, was immeasurable. 

SONG OF THE ERA: 
A VERSE OF STANDARDIZATION 
The maturation of the railroad system required standardi­
zation. Perhaps, the most critical stan-

to coordinate their schedules, so time itself was standard­
ized when the railroads adopted a system of time zones 
(four across the continental United States). 

Railroad cars from different railroads would have to be 
coupled together to run and brake together to stop. Eli 
Janney patented an automatic coupler in 1873 to save the 
fingers of brakemen who coupled those cars; George 
Westinghouse developed the automatic air brake in the 
1860s to relieve those same brakemen from the task of run­
ning from car top to car top to manually set brakes. 

Finally, because railroad cars could wander all across 
America, a system was devised by which a railroad using the 
car of another would pay a daily fee to the owning railroad. 

SONG OF THE ERA: A CHORUS OF GROWTH 
Given the innovations on America's railroads, it is no sur­
prise that growth was substantial. Not quite 31,000 miles of 
track in 1860 became 93,000 in 1880. Ninety-three thou­
sand miles became 193,000 miles by 1900. U.S. railroads 
reached their peak in 1916 with enough track, about 
254,000 miles, to reach the moon. The peak rate of con­
struction of new railroad track occurred in 1886 and 1887. 

The railroads were keys to the development of natural 
resources, to the success of the Industrial Revolution, to the 
development of management techniques, to never-before­
seen methods of finance, to the growth of agriculture, to the 
new practice of labor relations, and to the rise of urban cen­
ters. Yet, there was a dark side. The railroads dominated the 
American economy and the men who financed them domi­
nated America. By 1906, two-thirds of railroad miles were in 
the hands of just seven syndicates controlled by a small num­
ber of entrepreneurs. Depending on one's vision of the past, 

dard was the distance between the rails, 
called the gauge. Railroads must have the 
same gauge if cars of one railroad are to 
travel over the tracks of another. Before 
the Civil War, there were several popular 
gauges in North America, including 6 feet 
(the Erie), 5 feet (in the South) and 4 feet 
8 1/2 inches (in the North). Legislation 
enabling the construction of the first 
transcontinental railroad required that it 
be built with a gauge of 4 feet 8 1/2 
inches-partly to freeze the South's 5-
foot gauge railroads out of the picture. 
Following the war and the completion of 
the first railroad to the Pacific, almost all 
railroads standardized on the gauge of 4 
feet 8 1/2 inches, now known simply as 
standard gauge. 

If trains could now operate across 
multiple railroads, railroads would have 

This cartoon illustrates the struggle between jim Fisk and Cornelius Vanderbilt for control of 

the Erie Railroad. lfVanderbilt could add the Erie to his New York Central & Hudson River 

Railroad, he would have a monopoly on much of the traffic within and through New York State. 
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A steam locomotive of the Fremont & Elkhorn Valley Railroad poses in front of the grain elevator at Hooper, Nebraska. Farmers led the rebellion 

against the excesses of the robber baron rai I roads. 

these entrepreneurs were either railroad barons or robber 
barons. The truth is that a few played each role and many 
both. Railroad barons raised money, built track, and operated 
railroads that benefited Americans. Robber barons manipu­
lated stocks to enhance their personal wealth and power 
regardless of the negative effects on the railroad or its con­
stituents. Greed sowed the seeds of government regulation, 
which eventually strangled the once all-powerful railroads 
almost to their demise. 

"COME, YE SINNERS, POOR AND NEEDY" 
"Come, Ye Sinners, Poor and Needy" was said to be 
Cornelius Vanderbilt's favorite hymn. Some certainly clas­
sify Vanderbilt as a sinner; others say he had little interest in 
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the poor and needy. The life of this prototype railroad 
baron was more complex. Vanderbilt made his first fortune 
as a ferry boat operator and was thereafter called 
Commodore Vanderbilt. Starting at age 69 with the New 
York & Harlem Railroad, he became a collector of railroads. 
Through large investments and high performance stan­
dards, Vanderbilt's railroad collection became the great New 
York Central Railroad from New York City to Chicago, with 
eventual service to Boston, Cincinnati, and St. Louis. 

Although Vanderbilt was certainly a wily manipulator 
of railroad securities when necessary, he at least created real 
value in profitable railroads. Others had no interest at all in 
running railroads, only in manipulating their stock price. 
Daniel Drew, Jay Gould, and Jim Fisk all fell into that latter 



category. They operated under the principle that good press 
releases and political contributions were more effective at 
fortune-building than running trains on time. The three par­
ticipated in such fortune-building using Erie Railroad stock. 

The Big Four-Charles Crocker, Mark Hopkins, Leland 
Stanford, and Collis Huntington-built the Central Pacific 
Railroad, the western end of the nation's first transcontinen­
tal railroad. Their political friends declared that the Sierra 
Nevada foothills began on the flatlands near Sacramento, 
California, thus qualifying for more federal construction aid. 

The eastern end of the first transcontinental was the 
Union Pacific Railroad. After particularly scandalous affairs of 
graft and corruption during construction, the Union Pacific 
was purchased by Edward Harriman in 1897. Harriman 
already owned the Illinois Central and added the Southern 
Pacific (formerly the Central Pacific) to his empire in 1901. 
Like Vanderbilt, Harriman spent much effort creating effi­
cient railroads that would be profitable and useful businesses. 

James J. Hill built the Great Northern Railway, another 
transcontinental railroad. His railroad portfolio would also 
include the Burlington and Northern Pacific, and it was 
instrumental in the development of the 
Pacific Northwest. 

The shenanigans of these and other 
robber barons have filled volumes that 
only accountants could love. Railroad 
magnate and banker J. Pierpont 
Morgan consolidated railroads into 
what would become the Southern 
Railway, instrumental in the develop­
ment of the United States Southeast. 
Morgan's own words, "I owe the public 
nothing," summed up the era of the 
robber barons. 

Morgan turned out to be disas­
trously wrong about owing the public 
nothing. He and his contemporary rail­
road entrepreneurs made a critical 
error while they were intoxicated with 
the wealth flowing from the cornu­
copia of the nation's railroad boom: at 
least four constituencies-investors, 
workers, customers, and voters­
believed they were owed something. 

This flower-covered locomotive is decorated 
to pull President Teddy Roosevelt's train in 

1903 at Santa Cruz, California. 

INVESTORS 
The robber barons looked upon railroad treasuries as their 
own personal piggy-banks. Construction companies­
owned by corporate insiders-would profit handsomely 
from a railroad's construction even while the railroad itself 
went bankrupt and its stockholders lost everything. (A never­
completed tunnel west of Denver was to be a link in a 
transcontinental railroad. If any investor had stood at the 
tunnel mouth, as has the author of this book, they would 
have realized that the only way a train could get to the tunnel 
was to fly through the air!) Nevertheless, it took the collapse 
of the stock market in 1929 to bring about the establishment 
of the Securities and Exchange Commission in an effort to 
regulate abuses against public stockholders. 

WORKERS 
After struggling to coax a reluctant train over a snow-cov­
ered landscape for days, crews might get a couple hours of 
rest before being called for a return train. Refusal meant loss 
of their jobs. Railroad accidents were frequent as dog-tired 
workers stumbled over heavy equipment bereft of the most 
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basic safety appliances. A slip meant death and a token pay­
ment to a railroader's widow. If there was money enough 
for the grandest mansions, surely there was money enough 
to pay for train brakes. 

Railroads were the stage for the world's first industrial 
unions. Organizations such as the Brotherhood of 
Locomotive Engineers began as insurance pools because 
railroaders could not otherwise obtain insurance in their 
dangerous occupations. It was inevitable that such unions 
would attempt to improve working conditions and wages. 
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The first railroad strike in the United States occurred in 
1877. At the end of the nineteenth century, federal troops 
took the side of the railroad's owners. At the beginning of 
the twentieth, government regulations increasingly pro­
tected the rights of railroad workers. 

CUSTOMERS 
Did railroads exist only to maximize owners' profits, or did 
they have an obligation to the public good? If railroads had 
not become indispensable to America, this question would 

never have been voiced. The first serious 
insurrection against railroads came not 
from wild-eyed radicals but from 
Midwestern farmers. With railroads free 
to collude to fix rates and to discriminate 
against individual shippers who hap­
pened to rub them the wrong way, it is no 
wonder that huge shipments of grain 
became the catalyst for change. The vehi­
cle for that change was the National 
Grange, an association of farmers. 
Grangers were the first to lobby for fed­
eral legislation to control railroad 
freight rates. 

Because of the railroads' political 
power, the first federal attempt at regu­
lation-the creation of the Interstate 
Commerce Commission in 1887-
was a dismal failure. The ICC was a 
toothless tiger until Congress started 
expanding its powers in 1903. 
Eventually, the ICC would wield 
much greater regulatory power 
against railroads than ever imposed 
on any other industry. 

VOTERS 
By the end of the Civil War, 
Jefferson's vision of a rural nation 
of small farms and businesses was 

World War I saw the nationalization 

of U.S. railroads. Little promotional 

material appeared partly because of 

the nationalization and partly because 

U.S. involvement in the war was 

much shorter than in World War 11. 



quickly disappearing. Americans reveled in stories of railroad 
entrepreneurs whose hard work, cunning, and ability pro­
pelled them from obscurity to wealth and power. At the same 
time, voters were increasingly alarmed by these same men 
who had more power than their elected government. With a 
tradition of freedom from government intervention, how 
was America to deal with entrepreneurs who exercised 
unlimited power? Could America remain a democracy under 
such circumstances? It was Vanderbilt himself who said, 
"Law! What do I care about law? Hain't I got the power?" This 
arrogant attitude eventually gave rise to anti-trust laws 
limiting anticompetitive behaviors of big business, and 
laws taxing the income of the wealthiest Americans. 

WORLD WAR I 
The performance of the nation's railroads was less than stel­
lar during World War I. The United States entered the war in 
April 1917 and legislation to nationalize the railroads was 
passed on December 26 after a little more than eight months 
of unacceptable performance. U.S. railroads were brought 
almost to a standstill by congestion that some blamed on the 
railroads' incompetence and others attributed to factors 
beyond the railroads' control. Whatever the reason, the 
United States Railroad Administration would temporarily 
operate the railroads until hostilities ended. Germany sur­
rendered on November 11, 1918, but the railroads were not 
returned to their owners for another 16 months, and then 
not until the Interstate Commerce Commission was 
strengthened in anticipation of their return. Railroads were so 
disliked and distrusted that consideration was given to 
keeping them in the government's hands. 

A GLIMPSE OF THE FUTURE 
As the twentieth century dawned, growth of the railroad 
network slowed. It had been that breathtaking growth that 
had motivated the robber barons. Even before James J. 
Hill-the last of his kind-died in 1916, swashbuckling 
entrepreneurs were being replaced by professional man­
agers. The Colorado Midland Railway closed in 1917, and in 
1921, unfamiliar scenes of this major railroad being dis­
mantled were a precursor to events that would become all 
too familiar. The failure of the Colorado Midland was often 
blamed on the nationalization of the railroads in World 
War I. While this was the immediate cause, the Colorado 
Midland would have eventually fallen, as did many other 
railroads, to technological change and regulatory excess. 

CANADA IN THE ROBBER BARON AGE 
At first glance, Canada's railroad history may look similar to 
that of the United States but it is actually quite different. 
Great distances and few residents meant that the Canadian 

government either built or financed many of its railroads 
and thus exerted more control over them than in the United 
States. Although the United States eventually came to view 
its railroads as quasi-public works and control them by reg­
ulation, Canada had this view of railways from the start and 
believed in using them to affect social policy. 

In 1871, British Columbia was induced to become part 
of Canada on the promise of a Pacific railway-to be con­
structed in 10 years-that would connect this far-west 
province with Canada's eastern provinces. However, the 
Canadian government found itself pressed for funds; it had 
also committed to build another railroad, the Intercolonial 
Railway, binding its eastern provinces together. In 1880, just 
one year before the promised completion date of the Pacific 
railway, the Canadian government struck a deal with private 
entrepreneurs to construct that line-to be called the 
Canadian Pacific Railway. The agreement specified that the 
Pacific railroad be completed by 1891, 10 years past the date 
originally promised to British Columbia. The privately 
financed Canadian Pacific was completed in 1885 and 
began service in 1886-five years ahead of its second 
promised completion date. 

In the 1890s, a small local railroad-the Canadian 
Northern-began to expand both east and west from its 
origins in western Manitoba, which had become a province 
in 1870. Both the Grand Trunk Railway and the Canadian 
Northern had ambitions to become Canada's second 
transcontinental railroad. After unsuccessfully trying to 
broker a partnership between these two railroads, the 
Canadian government decided to back the transcontinental 
aspirations of the Grand Trunk by constructing the eastern 
portion of the new line as far as Winnipeg. The govern­
ment-built portion was to be called the National 
Transcontinental Railway. The Grand Trunk would build 
the western portion, called the Grand Trunk Pacific, from 
Winnipeg to a new Pacific port named Prince Rupert. Both 
railroads were constructed but the Grand Trunk had 
exhausted its funds and was unable to lease and operate the 
National Transcontinental as it had promised. As a result, 
Canadian Government Railways-successor to the 
Intercolonial Railway-was given the task of operating the 
National Transcontinental. 

Meanwhile, the Canadian Northern also completed its 
Pacific extension to Vancouver. After the start of World War 
I in 1914, the Canadian Northern went bankrupt and was 
absorbed by the federal government. In 1918, all railroads 
of the Canadian government were consolidated under the 
name Canadian National Railways. 

By the end of 1914, Canada's railroad network had 
mushroomed to 30,000 miles. By way of comparison, U.S. 
railway mileage reached its peak of 254,000 miles in 1916. 
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F. J. Bandholtz, LC-USZ62-71771 and LC-USZ62-71772, Library of Congress, Prints and Photographs Division 

The Burlington's yard in Keokuk, Iowa, bustled w ith activity in 1907. Milk cans are unloaded from the baggage section of the passenger train's 

combine and transferred to horse-drawn wagons. Beyond the passenger train is a carload of Fa I staff beer. A sternwheeler is tied up on the bank of 

the mighty Mississippi River, no doubt engaged in intermodal transport. At far left, a switch engine waits for its next ca ll to action . 

I n 1850, the Aurora Branch Railroad was opened from 
Aurora, Illinois, to a connection with the Galena & 

Chicago Union Railroad. With its name changed to the 
Chicago, Burlington & Quincy Railroad, its tracks would 
bridge both the Mississippi and the Missouri. Its trains 
would call on Kansas City, Denver, and St. Paul; traverse 
Wyoming's coal fields to reach Billings, Montana; and chug 
through South Dakota's Black Hills on narrow gauge tracks. 

In 1901, James J. Hill, who had had built the Great 
Northern and acquired the Northern Pacific, added the 
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Burlington to his empire. The Burlington gained access to 
Dallas and connections to the Gulf of Mexico after it purchased 
the Colorado & Southern in 1908. By 1934, the Moffat 
Tunnel and the Dotsero cutoff gave the Burlington a direct 
connection to the Pacific from Denver. 

The Great Northern, Northern Pacific, and Burlington 
were merged in 1970 to form the Burlington Northern. The 
Burlington Northern and the Santa Fe Railway would 
become BNSF Railway. 

(\aude W\atrowski collection 

During the last decades of the 

nineteenth century, there was little 

securities regulation. Stockholders 
small and large lost fortunes in 

railroad bankruptcies while 

insiders amassed great wea lth 

through devious means. 



Though the Burlington was a pioneer of 
diesel streamliners, it had streamlined 

steam locomotives as well. No. 4000, the 

Aeolus, awa its its next ass ignment in West 

Burlington, Iowa, on August 8, 1937. 

In 1925, six daily passenger trains traveled along the 

Burlington's Mississippi River Scenic Line between Savanna, 

Illinois, and Minneapolis. Most were passing through 

Savanna, either starting or ending their journeys in Chicago. 

This 16-page tour guide describes the river's 1539 discovery 
by explorer De Soto and the sights to be seen along the 300 

5 miles of river paralleled by the railroad. 
·~ 

8 

General Electric U28B near Pueblo, Colorado, leads a Burlington freight train in July 1971. 
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I n 1859, the Chicago, St. Paul & Fond du Lac was reor­
ganized as the Chicago & North Western Railroad. In 

1865, C&NW merged with the Galena & Chicago Union, 
which had operated Chicago's first train in 1848. In 1866, 
C&NW leased-and later bought-the Chicago & 
Milwaukee Railway running between its namesake cities. 
C&NW now included lines running north, northwest, and 
west from Chicago. 

By 1884, C&NW trains ran to Council Bluffs, 
Nebraska, and continued to the Pacific via the Union 
Pacific and Southern Pacific. Westward progress was halted 
in Wyoming by an agreement with the Union Pacific, 
which faced being bypassed completely by this C&NW 
line. The North Western continued expansion in the 
Midwest. 

The C&NW had been the Union Pacific's most impor­
tant eastern connection at Omaha, and in 1995, the Union 
Pacific merged the C&NW into itself. 
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Above: The cover of this booklet 

lists the diverse destinations of the 
Chicago & North Western in 1908. 

The booklet is mostly blank paper 

with a light-b lue grid . Several 

pages of this copy include 

penciled entries of names and 
amounts. There is also a list of 

Chicago & North Western agencies 

in cities served by the railroad 

and the agent's names, and a 
locomotive speed schedule 

converts the elapsed time between 
mileposts and the speed at wh ich 

the tra in is traveling. The table 

starts at 12 miles per hour and 

ends at 120 miles per hour. 

Left: Ch icago & Galena Union's 

Pioneer has just arrived w ith a 

load of agricu ltural products to 

be transferred to a ship waiting on 

Lake Michigan. Pioneer, the first 

locomotive to operate in Chicago, is 

displayed at the Chicago Historical 

Society's museum. The Chicago & 

Galena Union was a predecessor 
of the Ch icago & North Western . 



LC-USZ62-93759, l ibrary of Congress, Prints and Photographs Division 
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A Chicago Great Western passenger train rumbles over a trestle ·--eyRe'~ lloura Oft 
·~00, ha E!\Mous 

near Harlan, Iowa, in 1910. Its lines bound this railroad's routes 

to Chicago, Omaha, Kansas City, and Minneapolis. lt was merged 

into the Chicago & North Western in 1968. 

- - Streamline;; 
The Chicago & North Western 's 

1957 t imetable featured both diesel-powered freight and 

passenger trains on its cover. Listings incl uded not only passenger 

trains but freight-onl y and mixed (freight and passenger) tra in schedules. 

In December 1942 at least 19 steam locomotives are visible in a Chicago & North Western yard in Chicago. At left are four switch engines ready 
for ass ignments in front of a line of 11 road locomotives wa iting their turn . These counts do not include locomotives obscured or identified by 

w isps of steam on this frosty morning. 
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Ernst von Siemens demonstrated the first electric loco­
motive at the Berlin Industrial Exposition of 1879. The 

history of electric locomotives is the history of the individ­
ual railroads that used them. 

In 1895, the Baltimore & Ohio Railroad electrified 3 
miles of its main line through the Howard Street Tunnel 
that served its namesake city of Baltimore. The city had 
granted its approval for the tunnel on the condition that 
smoke from trains would not annoy its citizens. 

Smoke was also the reason for the Great Northern's 
1909 electrification of its Cascade Tunnel in the state of 
Washington. As traffic grew on this transcontinental rail­
road, hot, poisonous locomotive exhaust gases left engine 
crews unconscious; electric locomotives produced no 
exhaust at all. 

The only other major main-line electrification in west­
ern North America was that of the Milwaukee Road. In 
1916, 440 miles were electrified in Montana and Idaho. 
Next, 207 miles followed in Washington State in 1920. The 
Milwaukee's electrification was atypical for two reasons. 
First, it powered its trains with direct current and at a rela­
tively low 3,000 volts, somewhat unusual for a long moun­
tainous railroad. Second, it purchased 12 of 20 locomotives 
built for Russia as World War II was ending. Never deliv­
ered as the Cold War developed, these were the most pow­
erful electric locomotives built. 

Eastern railroads also had problems with tunnels and 
mountains. The Norfolk and Western electrified 40 miles 
of its coal-hauling line over the Appalachian Mountains in 
1915. The Virginian Railway was built primarily to haul 
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The bright new "McGinnis" calor scheme couldn 't help the New 
Haven survive, though it did sell a lot of Lionel toy locomotives with 
the same-though cleaner-colors. 

coal over those same mountains, and it electrified 134 
miles of track by 1926. Eventually, the Great Northern, 
Milwaukee, Norfolk and Western, and Virginian electrifica­
tions succumbed to the onslaught of diesel locomotives. 

The extraordinary costs of erecting and maintaining 
the wires of electrification are exceeded by economies of 
operation only where there is a great deal of traffic to haul. 
On this criterion, the Pennsylvania Railroad placed 2,800 
miles of track under wire, including 800 miles of main-line 
routes starting in 1928. The Depression simplified the task 
of erecting the wires as fewer trains interfered with con­
struction. Everything needed-from wages to copper 
wire-was less expensive. By 1937, electric trains roamed 
the Pennsylvania from New York City to Washington, D. C., 
and as far west as Harrisburg, Pennsylvania. 

In an era when most electric locomotives looked like 
shoe boxes on wheels, the Pennsylvania's model GG 1 was 
astonishing for its beautiful streamlining. The first GG 1 
was delivered in 1934 and 139 units would be built. The 
Pennsylvania's electrification survives to this day and elec­
trically powered trains race between New York City and 
Washington on Amtrak's most traveled route. 

] s COMMUTER RAILROADS 
£ In 1897 and 1898, electrical engineer F. J. Sprague con­
~ verted Chicago's South Side elevated trains from steam to 
I electric propulsion. Electric trains are especially suited to 



Perhaps, the most famous and beautiful American electric locomotives 

were the Pennsylvania Railroad's GG1 s, this one shown in 1969. One 

hundred thirty-nine were built during the 1930s and some operated 
until 1983. 

the frequent stops and starts of commuter railroads. They 
can start a heavy train quickly but also pull it at high 
speed-a perfect combination for getting commuters to 
and from work expeditiously. Sprague went one step fur­
ther: he put electric motors under every car in a commuter 
train. No matter how long the train, it could accelerate at 
the same rate and travel at the same top speed. Sprague had 
invented the technology that made interurban railroads a 
roanng success. 

HOW ELECTRIC LOCOMOTIVES WORK 
Power for the electric locomotive's motors comes from a 
generator in a stationary power plant. A huge stationary 
power plant can be made more efficient and have fewer 
emissions than a small mobile diesel engine. 

Power from the stationary power plant can be trans­
mitted to the moving locomotive in two ways. Both use the 
two steel rails upon which the train operates as one electri­
cal conductor. A third rail is the second electrical conduc­
tor for urban railways such as subways and elevated lines 
where people and animals are unlikely to 
touch-and be electrocuted by-this third 
rail. Where accidental contact is a concern, an 
overhead wire, the catenary, is the second 
electrical conductor. 

The motors of an electric locomotive 
generate electricity when coasting downhill. 
This electrical energy can be sent back into 
the overhead wire, thus slowing the locomo­
tive's descent. These regenerative brakes can 
actually power another locomotive that is 
going uphill somewhere else on the railroad! 

The Illinois Terminal was an interurban with substantial 
freight service. This unusual electri c freight locomotive 

wa its for a train at Springfield, Illinois, in 1960. 

Chicago, North Shore & Milwaukee "steeple-cab" locomotive 452 sits 

alone in Highwood, Illinois, in 1960. The North Shore was famous for 

its high-speed interurban service from Chicago to Milwaukee, 
although freights trundled along behind locomotives like this. 

The Milwaukee Road and the South Shore Railroad both acqu ired 

locomotives built for Russia when the U.S. government prohibited 
export to the Soviet Union. These huge locomotives were built to the 

Russian standard gauge of 5 feet and had to be re-gauged to run on 

U. S. standard gauge track. The South Shore was an interurban 

railroad- it must have been quite a sight to see one of these monsters 

creeping down a street! 
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T o celebrate the centenary of its founding in 1927, the 
Baltimore & Ohio held the Fair of the Iron Horse. 

Created on 1,000 acres at Halethorpe, a suburb of 
Baltimore, the fair was on the B&O's main line to 
Washington. Trains-as well as automobiles-carried rev­
elers to the fair, which would entertain 1.3 million visitors 
in a scant 23 days! 

Exhibits were plentiful but the fair's pageant, with the 
uninspiring name of the Pageant of Inland Transportation, 
was its roaring success. A grandstand faced an 800-foot-long 
stage-actually three traffic lanes. One was a railroad track 
upon which full-sized trains and railroad-wheeled floats 
performed. Another carried motor vehicles, while a third 
was reserved for pedestrians and horsedrawn vehicles. Two 
bands played for the pageant's 67 scenes, while actor Charles 
Coburn narrated, a feat possible only because a high-tech, 
public-address system made him audible to 12,000 people. 
No one had ever seen railroad locomotives perform as part 
of a drama before and the addition of music proved a stroke 
of genius. Planned for only four days a week, the pageant 
was rescheduled as a daily event after an incredible response 
to its first performance. When a third week was later added 
to the fair, the pageant was performed twice daily but 
still could not accommodate the crowds. 

Staging full-size trains required a mile-long loop of 
track and 2 miles of sidings and service tracks. In an era 
when locomotives still excited the masses, the fair over-

N EWEST of Baltimore and Ohio locomotives are the 
P residents-4·6·2, which made their appearance in this 

centenary year , 1927 . These engines , with their 80·inch 
drivers , are distinguished not alone by their rare beauty but 

flowed with iron dragons. The pageant's climax saw an 
enormous modern steam locomotive, the President 
Washington, haul the six-car Capitol Limited on stage. The 
crowd went wild. 

This was the celebration of the very first public railway 
in the North America so it was not surprising that other 
railroads sent locomotives to perform, including the New 
York Central's DeWitt Clinton and the Pennsylvania's John 
Bull, both built in 1831. The longest journey of all was that 
of the Great Western Railway's King George V, which trav­
eled across the Atlantic Ocean for the celebration. 

Many of the B&O's rare old locomotives that partici­
pated in its 1927 centennial celebration later formed the 
basis for the Baltimore & Ohio Railroad Museum. That 
museum, located in Baltimore, planned on celebrating 
with its own fair in 2003. The museum's collection was 
housed in its centerpiece building, an 1884 covered round­
house complete with interior turntable. But at the height of 
a February 2003 storm, snow and wind combined to bring 
down a large portion of the building, which collapsed onto 
the historic railroad locomotives and cars it sheltered. The 
resources required for the monumental effort to restore 
both the roundhouse and the artifacts on which it col­
lapsed forced the museum to cancel its celebration. The 
roundhouse was reopened in November 2004 and work 
continues on restoring damaged railroad equipment. 

Visitors to the Fair of the Iron Horse in 1927 could purchase a packet of 15 postcards for 15 cents. The cards chronicled the history of Baltimore & 
Ohio locomotive technology from the tiny 1829 Tom Thumb, the first demonstration of steam locomotion on the B&O, to the magnificent 
President Washington, a modern 90-mile-per-hour passenger locomotive in a striking green and gold livery. 
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The pageant's program cover features a scene that 
shows how stagecoach construction influenced 

ear ly railroad passenger cars. 

An aerial photo of the Fair of the Iron Horse shows its immense size. 

An Ind ian vi llage is at the lower right. Above the vi llage are severa l 

display tracks. The one closest to the building supports six t iny antique 
locomotives. At upper right are four tracks of the Baltimore & Oh io's 

main line between Washington, D.C., and Baltimore. Below the main 

I ine is a queue of 1 0 large steam locomotives "backstage" before 
entering the pageant area. A rail-mounted float parades past the 

pageant grandstand at upper left. 
Voyageur Press col lecti on 
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After Fred Harvey's 1850 arrival from London and a 
less-than-successful start in the restaurant business, 

he became a Burlington freight agent in 1876. While work­
ing there, he operated three restaurants along the Kansas 
Pacific Railway. His proposal to operate restaurants along 
the Burlington was rejected but they suggested he present a 
similar proposal to the Santa Fe Railway, which was inter­
ested and placed Harvey in charge of its Topeka eating 
house. The restaurant began serving 5,000 meals daily. 

Soon, Harvey was operating a chain of restaurants, 
one every 100 miles, along the Santa Fe's track west of 
Kansas City. The Santa Fe operated dining cars east of 
Kansas City, but trains heading west stopped at eating 
houses for meals. Harvey's formula was hard to beat. The 
ambiance of the establishments was above average and the 
food was first-rate. Service was efficient and became the 
province of attractive, young unmarried women. Harvey 
even coordinated menus so travelers would not be forced 
to eat the same dish twice on an extended journey. 

Fred Harvey's tours did much to promote local artists and familiarize 

Americans with Native American and Spanish cultures. 

The Santa Fe gave Harvey an exclusive contract to oper­
ate restaurants, lunch counters and even hotels along its 
route. Santa Fe advertising boasted of "Meals by Fred 

Harvey:' Harvey kept all the profit and the Santa Fe agreed to 
haul his employees, supplies, and equipment for free. The 
railroad also supplied coal, water, and ice at no charge. 

Reservations were taken on the moving passenger cars 
and wired ahead at the station stop just before arrival at 

This highly romanticized illustration graced the cover of the 1952 Fred 

Harvey menu at the Chicago Union Station Building Restaurant. it's doubtful 

that passengers of the era portrayed were the happy travelers shown here, 
even when confronted by a 30-minute respite at a Harvey House. The gong 

player was historically accurate, as every restaurant near a depot was apt to 

send a gong virtuoso to attract passengers. 

52 CHAPTER TWO 

the eatery. The wailing of the train's whistle warned that 
the diners were close, and the first course was on the 
tables before a single passenger walked in the door! Full 
meals were served and eaten in 25 minutes. With a 
string of Harvey hotels in the Southwest, travelers were 
encouraged to break their trips and spend a few days 
exploring the nearby natural and cultural wonders. 

Harvey made an accidental discovery in 1883 that 
would change the American West forever. After firing a 
group of waiters at Raton, New Mexico, for fighting, he 
hired young women to replace them. You can imagine 
the response of mostly male passengers in a land where 
most women were "ladies of the evening:' So successful 
was this experiment that Harvey began recruiting 
young women to work at his establishments. 

Wanted: Young women 18-30 years of age, good char­
acter, attractive and intelligent, as waitresses in Harvey 

Eating Houses. Good wages with room and board furnished. 
Here was the chance of a lifetime: experience the 

adventure of the American West, make great money, 
and get married. Get married? Harvey Girls had to 
sign a contract that required them to remain single 
for one year. It must have been a failure since Fred 



himself would congratulate any girl who was still single 
after six months! Harvey Girls were an important part of 
civilizing the American frontier. 

Eventually, dining cars began operating west of Kansas 
City and faster trains made "breaking the trip" with a hotel 
stay less important. It seemed that the Harvey operations 
were doomed. Fred responded with an innovative plan to 

A lHl 

build elegant destination hotels. Starting in 1900, he built 
the La Fonda in Santa Fe and El Tovar at the Grand 
Canyon. These hotels, and others, still shelter travelers 
today! Other former Harvey buildings now harbor muse­
ums, art galleries, bus stations, railroad offices, and storage 
buildings. Coming full circle, still others are used as new 
hotels and new restaurants. 

• N lE 1El JR. A -··-··-'··-··-··-··-··-··-··-·· • 
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FIGURES INDICATE DISTANCES 
BETWEEN CITIES 
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Harvey Girls pose in front of the Chanute, Kansas, Harvey House about 1900. The substantial building contained the Santa Fe's depot as well as 

the eating house. 
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I n an age when few traveled outside the county in which 
they were born, the most glamorous jobs belonged to 

train crews. Here were men (and almost all were men) who 
traveled a hundred miles every day! 

Working for the railroad was a lifelong occupation. You 
started in a lowly job and spent your entire life working up 
the ladder. Most executives, including railroad presidents, 
started their careers this way. Railroading jobs frequently 
exceeded one lifetime, for fathers passed the calling to their 
sons, who often passed it to their sons. 

Engineers were the idol of every young boy. When most 
people traveled a few miles an hour by horse, whistle-blow­
ing, rod-clanking, steam-spouting locomotives roared 
through town at 10 times that speed-and the engineer 
controlled it all. Sometimes, hoggers-an old slang term for 
steam locomotive is "hog" -even stepped down onto the 
ground at small towns to mysteriously oil the machinery 
and clank away at it with a small hammer, listening for the 
telltale sound of a hidden crack. 

Firemen were a necessary step away from becoming 
engineers. The tallow pot-named for the archaic task of 

Fathers often passed their railroad calling to their sons, who often 

passed it to their sons. just such a famil y is pictured outside the 

Milwaukee Road roundhouse in Minneapolis in the 1930s. From left to 
right are AI , Phillip, and Tom Bowler. 
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lubricating a locomotive with tallow-was responsible for 
the proper operation of the boiler as it made steam. He 
shoveled more than 2 tons of coal an hour into its fire­
box-before federal law mandated mechanical stokers on 
all large locomotives-and made sure that there was 
enough water in the boiler to keep it from exploding. 
Skilled and experienced, he had to anticipate the load 
placed on the locomotive to ensure its efficient operation. 

Conductors were the captains of the train. The conduc­
tor, not the engineer, had the final word. Ideally, conductor 
and engineer consulted with each other about important 
issues such as the meaning of a train order. On passenger 
trains, conductors also collected tickets and hollered "All 
aboard!" as the train departed the depot. On freight trains, 
they spent their time at a desk in the caboose tending to the 
waybills, the paperwork for the shipments in their charge. 

Brakemen had the most difficult and dangerous job on 
the train. Before automatic train brakes, the brakeman set 
the brakes individually on each car. They walked across the 
top of each rocking car along a slim wooden strip and 
jumped from car to car, in the dark, with ice covering 

The Brotherhood of Locomotive Engineers 
published this journal. The content of this issue included everything 

from wedding anniversaries and obituaries to railroad history, and from 

technica l issues and union administration to railroad fi ction . 



A locomotive engineer oils around the running gear of his 

locomotive. He was responsible for its mechanical care, for its safe 
and efficient operation, and for the safety of everyone on his train 

and other trains it might meet. In an era where most emp loyees 

were closely supervised, train crews were on their own. lt is no 

wonder that railroads were run like military units and many early 

railroad managers were former military officers. 

A S 

everything, in the howling wind. Before automatic cou­
plers, a brakeman also stood between cars and guided the 
coupling mechanism with his hand. If things went wrong, 
a few fingers might be left behind. 

CASEY )ONES 
Surely the most famous railroad hero is Casey Jones. By age 
15, he was an apprentice telegrapher for the Mobile & Ohio 
and was a fireman on the same road at age 18. Just short of 
his 24th birthday, he signed on as a fireman with the 
Illinois Central and passed the exam to become an engi­
neer at the ripe old age of 26. His career as an engineer was 
launched running fast freights between Jackson, Tennessee, 
and Water Valley, Mississippi. 

Casey was offered the job of running the most presti­
gious of the Illinois Central's passenger trains: Nos. 1 and 
2, the Chicago-New Orleans Cannonball. Casey moved to 
Memphis on January 1, 1900, when he was assigned to the 
Memphis-Canton segment of the run, and began what 
would be a short career on the IC's crack passenger trains. 

Then on April 30, 1900 at 12:50 a.m., running 95 min­
utes behind schedule, Casey and Simm Webb, his fireman, 
eased locomotive 382 out of Memphis southbound with 
six cars of train No. 1 in tow. Casey's orders were to make 
up all 95 minutes by the time he reached Canton, 190 miles 
to the south. Two southbound trains were ahead of Casey's 
train and three trains were headed north, including north-

The June 1932 issue of 

Railroad Magazine honors 
the conductor. They had the 

f inal authority in the 

operation of the trai n. 

When a train stopped 

unexpectedly, the 

conductor or a brakeman 
had to wa lk back to 

protect the rear of the 

tra in . Before radio 
commun ications, there 

was no other way to 

warn fo llowing trains. 

In May 1980, 
a retired 

conductor in his 

origina l uniform 
welcomed 

Man itou & Pikes 

Peak passengers 
aboard a rare 

steam train 

excursion. 

A fireman releases 

thousands of gallons of 
water into the tender of 

his locomotive. He also 

loaded coal or fuel oil 

into the tender and 
was responsible fo r 

the operation and 

well-being of the 
boiler, a complex 

task. Occasional 

proposals stil l surface 

for designing and 

building new steam 
locomotives w ith 

the boiler contro lled 

by microcomputers 

instead of a fireman. 
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9407. Y. M C. A. Buildinr. C orada Sprinrs. Colo. 

PEHNSYL VAHIA RAilROAD 
YOUNG MEN'S CHRimAH ASSOciATION 

Of GIEARR NEW YORK 

Train crews cou ld be called on a moment's notice, 

and they cou ld be away from home for days at a time, 

.. ..... .. 
~ 

staying in a fleabag boarding house or just bunking down in 

some straw in a boxcar. In this environment, alcoho lism, 

prostitution, and other vices flour ished, w ith consequent 
disruptions to family life and to productivity of the employees. 

William H. Vanderbilt, the Commodore's son, establ ished the 
first Railroad Young Men's Christian Association (YMCA) facilities 

to provide a who lesome alternative for men away from home. 
Voyageur Press col lection 

bound No. 2. Most of them would pass each other at 
Vaughan, Mississippi, which had few sidetracks, but a delay 
in the complex switching procedure left a caboose and four 
freight cars on the main line when Casey's train was due. A 
flagman walked back to warn Casey with a lantern. He also 
fastened a torpedo, an explosive signaling device, to the 
track. Casey roared by the flagman at 70 miles per hour 
and hit the torpedo. At the sound of the explosion, his train 
began to slow. Its speed was estimated at 50 miles per hour 
when Simm jumped-and lived to tell about it. Casey 
stayed with his train, still attempting to stop it when it 
slammed into the caboose. Legend has it that Casey's body 
was found in the wreck with one hand gripping the whistle 
cord and the other on the brake. 

Why has Casey become an icon of the heroic railroad 
worker? Wallace Saunders, an African-American round­
house worker at Canton, had known Casey and cared for his 
locomotive. Soon after the crash, he composed the words 
and lyrics to a song honoring Casey as the "brave engineer" 
(many felt that by staying with the train and trying to stop it 
he had helped save his passengers' lives). The song was tran­
scribed by another IC engineer 
and adapted by others. In 1903, 
T. Lawrence Siebert further 
adapted the lyrics and Eddie 
Newton the music in a version 
that is still sung today and which 
has been recorded by dozens of 
musicians. Millions of copies have 
been sold, helping to enshrine 
Casey in railroad history. 

KATE SHELLEY 

River on July 6, 1881. Usually tranquil Honey Creek over­
flowed its banks as it roared past the home where Kate 
Shelley and her mother remained awake. The Shelleys were 
no strangers to danger-Kate's father, a railroad worker, 
had been killed just three years prior. 

A lone Chicago & North Western locomotive ventured 
out into the storm from Moingona, Iowa, with four men 
anxiously peering out to inspect the track for washouts­
an eastbound passenger train was due shortly. The loco­
motive crawled across the huge wooden trestle straddling 
the Des Moines River without incident, but as it crossed 
little Honey Creek Bridge, the timbers gave way. The 
Shelleys knew exactly what had happened when they 
heard the crash. Fifteen-year old Kate could not be 
restrained from venturing out into the storm to try to help 
the men on the locomotive. 

She found that only two of the four men had survived 
and were clinging to trees in the flood. Unable to help 
them, she struggled westward to warn the oncoming pas­
senger train, which was due to stop at Moingona before 
continuing east over Honey Creek. With only a makeshift 

lantern, she crawled across the dam­
aged bridge in the rain and the dark 
and arrived at Moingona, to the 
surprise of the railroad personnel. 
The signal was set to stop the pas­
senger train arriving from the west 
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everyone in town to help rescue the 
two men at Honey Creek. 

A great storm bore down on 
the valley of the Des Moines 

Casey jones poses in the cab of his favorite locomotive, 

Illinois Central No. 638. 

As the sun rose on the days fol­
lowing Kate's heroic deed, newspa­
permen showed up at her door and 
accounts of her bravery appeared all 
over the country. 
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In 1950 the U.S. Postal service issued a stamp 

commemorating Casey jones. 

Of the many engineers who died heroica lly in train wrecks, 
Casey Jones stands out perhaps because of the song wr itten 

about him by an African-American engine w iper, Wallace 

Saunders, who was Casey's fr iend. lt was performed and 
modified by others. When finally published in 1902, the sheet 

music li sted T. Lawrence Seibert as the lyr icist and Eddie Newton 

as the composer. No mention is made of Saunders. Millions of 
copies were sold and Casey became an American folk hero. 

Tlte Knte Slaelle 
SAGA y 

"THE liGHT THAT LIVED" 
15th Annlvers 

of a tone llirl's heroic fl ary 
~verUnt a train disast:::,/: 

0011 swotten river •nd 1,_ 
washed ouc railroad bridte 

1881 • July 6th • 195S 

Kate Shelley crawls across a stormy 

Des Moines River bridge to save a passenger train from almost certain 

destruction. Women did appear in earl y railroad history but it is on ly 
recently that the number of women in railroading, especially on tra in 

crews, has begun to slowly increase. The International Society for the 
Preservation of Women in Rai lroad ing collects and distributes 

information about women in railroading. 

Si m Webb, Casey's fireman, and his widow, janie Brady jones, were 

guests of the St. Francois Railroad Club in October 1949 when this 

photo was taken at Bonne Terre, Missouri. The whistle is from Casey's 

locomotive and a model of that locomotive sits next to the whistle. 
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I n 1855, the Lehigh Valley Railroad completed a line from 
Mauch Chunk's coal mines to the Delaware River at 

Easton, Pennsylvania. Trains connected with the Erie 
Railroad at Waverly, New York. After the Lehigh Valley paid 
to lay a third rail in 1876, its standard gauge cars could 
travel to Buffalo on the wide gauge Erie. 

As eastern connections were devoured by competitors, 
the Lehigh Valley was forced to build through New Jersey, 
arriving in Perth Amboy in 1875 and in Jersey City, across 
from New York City, in 1899. Under a new name, Lehigh 
Valley Rail Way, the road completed its own iron artery to 
Buffalo in 1892. 

But highways captured business, oil replaced coal, and 
a huge explosion devastated Jersey City. The government 
forced the Lehigh Valley to divest its Great Lakes shipping 
line and its coal mines. The Great Depression struck and 
after bobbing to the surface in World War II, the LV again 
began to sink. In an act both prophetic and practical, the 
New York State Thru Way usurped the Lehigh Valley's 
right-of-way to Buffalo. In 1976, the LV was added to the 
stew that became Conrail. 
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This Lehigh Valley Ten-wheeler is a "camelback" locomotive with its cab astride the boiler, allowing the firebox to extend the full width of the 

locomotive for efficient combustion of the anthracite or hard coal that it burned. The fireman had the job of shoveling coal under the miniscule 

sheltering roof between locomotive and tender. 
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White was not the best choice for a locomotive, but these Lehigh Valley locomotives are clean and bright near Waverly, New York, in 1972. 

Three Lehigh Valley diesel locomotives display three different calor schemes. 
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T he Louisville & Nashville Railroad sprang from the 
concern of Louisville merchants that their city would 

be bypassed. Its main line was completed in 1859 and the 
Civil War struck the railroad with all its fury. Kentucky was 
a northern state, while Tennessee's allegiance was to the 
South-the L&N's main line connected the two. 

Recovering from the war, L&N arrived at the gulf ports 
of Mobile and Pensacola. St. Louis and Cincinnati were 
added to the timetable, and the line to Atlanta included a 
spiral of track that crossed over itself called the Hiwassee 
Loop. Under J. P. Morgan's direction, the Atlantic Coast 

T HE - SYSTEM 
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Line obtained control of L&N, which, jointly with the 
Southern Railway, would purchase the Monon. 

After World War 11, L&N accessed Chicago by buying 
part of the Chicago & Eastern Illinois. The Monon was 
merged in 1971, but in 1982, L&N disappeared in a merger 
with the Seaboard Coast Line that created the Seaboard 
System Railroad. Well, it almost disappeared. Advertising 
called the combination "The Family Lines" and frequently 
listed all constituent railroads. In 1980, the holding corn­
pany of the Seaboard Coast Line merged with the Chessie 
System to form CSX Corporation. 

The Louisville & Nashville published 

this booklet to celebrate 100 years of existence. 

Louisville & Nashville's 1950 system map. 



Loui sv ille & Nashville 

M-1 Class 2-8-4 No. 

1954 sta rts an Atlanta­

bound fast fre ight from 

DeCoursey Ya rd near 
Cincinnati in 1956. 

Crews referred to the 

M-1 s as "B ig Emmas." 

Voyageur Press collection 

The Tippecanoe crosses the Tippecanoe River at Montice llo, Indiana. 

Until 1959, thi s streamliner made a da ily journey between Chicago 

and lndianapolis on the Monon Ra ilroad. The Monon's offic ial name 

was the Chicago, lndianapolis & Lou isville. Its four tentacles of track 

reached Chicago, M ichigan City in Indiana, lnd ianapolis, and 
Louisville. All four converged at the town of Monon, Ind iana, from 

which the railroad derived its co lloquial name. 

Two A Ieo RS3 locomotives pull a train of auto racks through Covington, Kentucky. Hopper cars of coa l define the primary industry of this region. 

Rail roads still carry new automob iles but in covered ra il road cars to protect them from vandal ism. 
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T he Maine Central Railroad was created in 1862 to 
combine two existing 5-foot 6-inch gauge rail lines 

that provided service from Portland to Bangor. It narrowed 
these lines to standard gauge in 1871. 

Thereafter, Maine Central began a long period of 
growth fueled by its leases of existing railroads. The 1888 
lease of the Portland & Ogdensburg provided an impor­
tant connection with the Canadian Pacific at St. 
Johnsbury, Vermont. The line became the mountain divi­
sion of the MC as it assaulted New Hampshire's White 

In 1899, a short documentary film showed a train crossing 

Frankenstein Trestle in New Hampshire's White Mountains. 

Although Maine Central trains no longer tread these rails, you can 

sti ll ride across the 500-foot-long and 80-foot-high trestle on the 
Crawford Notch train of the Conway Scenic Railroad. 

Mountains. Two unusual acqms1t1ons were the 2-foot 
gauge Sandy River & Rangeley Lakes and the Bridgton & 

Saco River. 
After World War I, the MC started to contract and by 

the 1980s was left with a main line from Portland, through 
Bangor, to Mattawamkeag, where it connected with the 
Canadian Pacific; and with its mountain division from 
Portland to St. Johnsbury. The railroad's routes were not 
much different than they had been in 1888! Guilford 
Transportation Industries purchased the MC in 1981. 

~6UA'!LI:J~ 
~S.eioj-~ 

left and below: In a joint effort with the Boston & Maine, the Maine Central introduced new 
streamlined passenger service between Boston, Massachusetts, and Bangor, Maine. A total of 

24 cars were purchased (thus the "twelve sets of Twins" referenced on the brochure's cover). 

This is part of a 38- inch- long brochure about the new cars. Individual headrests allowed 

passengers to sleep in their reclining seats on air-conditioned cars. Special sound insulation 

made sleep easier. Meals and drinks were served in the restaurant-lounge cars, and glass­
enclosed smoking sections were part of each coach. New England workmen built the cars at 

a total cost of $2 million. 
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A Maine Centra l EMD GP7 idles in South Portland, 

Maine, in February 1972. 

G. V. "Jerry" ( arson photo 

Above: In 1935, the Maine Central 

Railroad timetable listed every 

transportation mode except ship. The 

government's concern about rail roads 

monopolizing passenger transportation 
delayed the development of integrated 

transportation systems in the United 

States for decades. 

Left: Maine Centra l locomotive 

No. 702 leads a double-headed 

freight train out of town. 
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T he distance between the inside edges of the rails is 
called the gauge. In North America, standard gauge is 

4 feet 8 1/2 inches, adopted from the English who approxi­
mated the distance between the ruts of Roman roads, 
enough room for two horses abreast. The Ohio legislature 
mandated 4 feet 10 inches, but this gauge was forbidden in 
Pennsylvania. The New York legislature required the Erie 
Railroad be laid with 6 feet between its rails. Canada 
required 5 feet 6 inches. In the United States, 23 different 
gauges were in use in 1871, from 3 feet to 6 feet. Within 15 
years, two more gauges were added. Two-foot gauge rail­
roads were constructed in Maine. The longest, the Sandy 
River & Rangely Lakes, operated more than 120 miles of 
main line. An Oregon logging line was laid with an 
astounding 8 feet between the rails. 

Above: As traffic and costs increased, larger 

narrow gauge locomotives were built to 
operate trains more econom ically. One 

common technique was to build locomotives 

w ith frames outside their wheels, allowing 
w ider locomotives with bigger boilers. Without 

close inspection, outside-frame locomotives 

seem to have no driving wheels, with only 

counterweights and rods visible as shown here. 

Right: Three-foot-gauge Denver & Rio Grande 

locomotive No. 496 was constructed from an 

old standard gauge locomotive. lt wa its in 
Salida, Colorado, on three-rail track that 

allows both standard and narrow gauge trains 

to travel the same track. 
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Congress fixed the gauge of the first transcontinental 
railroad at 4 feet 8 1/2 inches to exclude the rebellious 
South, most of which was laid with 5-foot gauge. In a few 
days in mid-1886, 13,000 miles of 5-foot gauge track was 
narrowed by 3 1/2 inches, and 4 feet 8 1/2 inches would 
forever be standard gauge in North America. 

Immediately after the Civil War, the notion circulated 
that a railroad could be profitably constructed almost any­
where. If traffic could not justify constructing a standard 
gauge line, then a narrow gauge track could be built less 
expensively. Much less dirt would have to be excavated. 
Bridges would require less material. Locomotives and cars 
would be built smaller and less expensively. Grades could 
be steeper and curves sharper, further reducing the amount 
of earth to be excavated, especially in mountainous terrain. 

As routes for profitable standard gauge railroads were 
l already occupied, the narrow gauge message was irre­
"' sistible to would-be railroad entrepreneurs. In 1876, the 
~ United States had 81 narrow gauge railroads in 26 states 
! and the boom was just getting started. Pennsylvania had 11 
~ narrow gauge railways. Colorado peaked at about 1,800 

miles of narrow gauge track. As late as 1942, the nation still 
had 1,400 miles of narrow track, of which 900 miles were 
in Colorado. In the end, some lines were widened to stan­
dard gauge and others abandoned as the cost and incon­
venience of transfers between trains of different gauge 
became too burdensome. 

Courtesy M il ton A. Davis collect ion 



Oedmans photo, courtesy White Pass & Yukon Route 

Narrow gauge railroads were irresist ib le in mounta inous, remote 

terra ins serving a natura l resource market whose longevity was in 

question. The W hite Pass & Yukon was completed in 1900 to serve the 

Kl ondi ke gold rush in Canada. Trains st ill travel through Tunnel 
Mountain, w ith its adjacent trestle. Soon after the railroad opened in 

1900, it became an intermoda l carrier providing steamship service 

from Seattle to Skagway, train transport from Skagway to W hitehorse, 

and sternwheeler transport on the Yukon River from W hitehorse to 

Dawson, the hub of the Klondike go ld rush. 

Wheeler, LC-USZ62-121970, Library of Congress, Prints and Photographs Division 

A substantial network of narrow gauge railroads f lowered near Name, 

Alaska. Collective ly, they have become known as the W ild Goose 

Railroad. Traffic had declined considerab ly when this photo was taken in 

1912 and loca ls were using "pupmobiles" to trave l on the tracks of the 

Seward Peninsula Railroad. Many remnants of these rail roads, incl uding 

steam locomotives, dot the tundra of the Seward Pen insula because of 
the extreme difficul ty of sc rapping a railroad in this remote location. 

The Tanana Va lley Railroad in Alaska was buil t to 3-foot gauge to serve mines near 

Fai rbanks. The U.S. government purchased it and converted a portion to standard gauge 

to complete the Alaska Ra il road from Seward th rough Anchorage to Fairbanks. 

A locomotive of the Durango & Sil verton Narrow Gauge 

Ra ilroad wa its at Silverton fo r its return tri p to Durango. 

The rocky crags are Colorado's San juan Mountains. 
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I n 1861, a lease initiated in 1847 brought the rails 
between Philadelphia and Pittsburgh under the manage­

ment of the Pennsylvania Railroad. Expansion blanketed 
its namesake state, and Pennsy train whistles could be 
heard as far away as St. Louis. Its red passenger cars also 
reached Buffalo, Baltimore, Washington, Wilmington, and 
Atlantic City. Pennsy rails served the industrial heartland: 
Chicago, Indianapolis, Cleveland, and Detroit. 

Pennsylvania Station broke the New York Central's 
Manhattan monopoly in 1910. Its Hell Gate Bridge over 
the East River carried the first direct passenger rail service 
from New York to Boston in 1917. In an industry where 

0 E 
UN RE 
YEARS 

investors frequently lost everything, the Pennsy paid divi­
dends for a century and became the largest U.S. railroad in 
revenue and traffic. 

It aggressively pursued the economies of standardiza­
tion. Hundreds of passenger cars, freight locomotives, 
passenger locomotives, and switching locomotives were 
built to the same plans, as were thousands of boxcars. Its 
most heavily used main lines were electrified. 

Perhaps the conservative, methodical management that 
served the Pennsy so well in good times was slow to react in 
hard times. In 1968 it merged with the New York Central to 
create the Penn Central, which went bankrupt in 1970. 

c g 
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The Pennsylvania Railroad celebrated its centenary in 1946. The image shows its modern diesel, steam, and electric locomotives. In 1946, 

the railroad operated 3,170 daily freight trains and 1,340 daily passenger trains. 
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A 1903 photo of the Pennsylvania Railroad's shop at Altoona, 

Pennsylvania, shows why steam locomotives were expensive to 

maintain. In 1903, there was no practical alternative motive 

power. Altoona wou ld grow to enormous size and build as wel l 
as maintain the Pennsylvania's fleet of steamers. 

RAI ~,.o~,D 
35 CENTS 

This 1907 photo shows all four tracks of the Pennsylvania 

Railroad's main line occupied. The rightmost tra in is a work tra in 

most likely hauling rock from the embankment on wh ich the men 

are working. The first car of this train carries the men to and from 

work. The third tra in is pulled by two steam locomotives, whi le the 

fourth and leftmost train demonstrates one of many reasons why 

brakemen's jobs were the most dangerous. As two men walk 

across the tops of the cars, each of the four stacks of semaphore 
blades controls tra in movements on the track below it. 

Pennsylvania Railroad locomotive Tiger crosses the 

Upper Juniata Cana l, a mode of transportation it 
wou ld soon replace. The Tiger, an American-type 

locomotive built at Baldwin in 1857, shows brightly 

painted colors in an era before the predominant 

calor of steam locomotives was black. 
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• . . THIS GREAT All - WEATHER FLEET GOES THROUGH 
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A Pennsylvania Railroad 

adverti sement on the inside 

cover of the January 12, 

194 1 issue of Time stressed 

the reliability of railroads in 
all weather. Today, railroad 

technology still provides the 

most reliable transportation 
in bad weather. 

In 1945, the Pennsylvania 

featured an articulated steam 
locomotive and its 26,000-

mile railroad system­
serving half the U.S. 

population- in an ad that 

emphas ized the railroad's 
importance to the 

transportation of war fre ight. 

The Pennsy lvania was one 
of a few railroads that built 

articulated locomotives that 

had different numbers of 

driving w heels in each 

engine. The locomotive 
shown here has a 4-4-6-4 

w heel arrangement w ith 

four drivers in the lead 

engine assembly and six 
in the second. 



f. ORM 1 

The Liberty Limited speeds between 
Washington, D.C., and Chicago. Its name 
is clearly inspired by the Allied victory in 

World War 11, which ended eight years 

before this ad ran. 

0Ep£NoASL£ 

Liberty 
Limited 

Voyageur Press collection 

WAa.,, No To N- aA '< l .. o ~ c. 
Cf11CAGo 

This 1952 timetable featured an image of 

Horseshoe Curve with passenger trains pulled 
by streamlined diesel locomotives. Inside was 
a jo int schedule with the California Zephyr 
that allowed travelers to venture from 
New York to San Francisco. 

! r www.archivesofadvertising.com - A streamlined GG1 electric locomotive 
leaves Washington, D. C., for a trip to 
New York City that might well exceed 
100 miles per hour. These locomotives 
were built decades prior to this 1952 
advertisement. Wh en electric 

locomotives were simply boxes on 
wheels, the Pennsylvania chose a 
Raymond Loewy design featuring 
futuristic compound curves that 
remained "modem" for the 
li fe of the locomotives. 
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Chartered in 1859 and renamed the Atchison, Topeka & 

Santa Fe in 1863, this railroad's construction com­
menced at Topeka, Kansas, in 1868. Only a branch line 
would reach Santa Fe, New Mexico, the second oldest 
European city in the United States. The railroad reached 
the Colorado border in 1872 and was instrumental in 
recruiting Mennonite colonists from Russia to settle west­
ern Kansas. Santa Fe trains would also serve Colorado's 

Front Range nt1es of Pueblo, Colorado Springs, and 
Denver. Its rails crossed Raton Pass into New Mexico and 
sliced through Albuquerque to Deming, where they joined 
with Southern Pacific rails in 1881. 

The Santa Fe and Frisco jointly built west from 
Albuquerque through the vehicle of the Atlantic & Pacific 
Railroad. Eventually coming under sole ownership of the 
Santa Fe, this line provided its trains access to the Pacific at 

San Diego, Los Angeles, and San Francisco. 
Its lines reached Galveston, Texas, in 1887 
and Chicago in 1888. The Santa Fe became a 
component of the Burlington Northern 
Santa Fe in 1995. 

The Santa Fe was one of a few rail roads that used the Prairie-type steam locomotive w ith 

its 2-6-2 wheel arrangement. One wonders about the economics of this passenger train 
with one "combine" car, half devoted to passengers and half to baggage and express. 

Image Archives 
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Above: The Santa Fe 

emphasized the cultural 

history along its 

southwestern route. 

Here, passengers imagine 
Francisco Coronado on his 

fruitless search for the seven 

lost c ities of Cibola. 

Left: Four diesel 

locomotives sporting Santa 
Fe's famous warbonnet 

paint scheme head up the 

westbound Super Chief at 

Winslow, Ari zona, in the 

1960s. This stop was 

scheduled for 8:35 p.m. 

for a crew change 
and inspection. 



Clouds of steam testify to Chicago's bitter cold as 

a Santa Fe freight train prepares to leave Corwith 

Yard at the height of World War 11 in 1943. 

Santa Fe's early diesel locomotives were painted 

blue and yellow for freight service instead of the 

red, yellow, and silver of its passenger locomotives. 

Instead of a historic image of the Santa Fe, this EMD 

ad art featured a Currier & Ives print of a train near jersey City. 

ei{/O!f a 
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The Super Chief was 

Santa Fe's most famous 
luxury train. From the 

warbonnet calor 

scheme of the 
locomotive to the 

Turquoise Room 

lounge car, it was an 

icon of the greatest in 
American passenger 

railroading. Passengers 

were pampered with 

an ultra-smooth ride, 

dining provided by 

Fred Harvey, 
comfortable beds, 

and pushbutton radios 

in every room to lull 

you to sleep w ith 
relaxing music. 

Voyageur Press collection 
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West Coast Art Co., LC-USZ62-62772, Library of Congress, Prints and Photographs Division 

El Paso & Southwestern Railroad emp loyees pose by the 14-stall roundhouse and shop buildings in Douglas, Arizona, in 1909. The El Paso & 

Southwestern was a little-known railroad connecting El Paso w ith Tucson. Built by the Phelps Dodge Corporation to facilitate their copper-mining 
business and later merged into Southern Pacific, most of its tracks are now gone. Beautiful depots remain in Tucson and Douglas. 

T heodore Judah found backing for his transcontinen­
tal route from Sacramenta merchants Collis 

Huntington, Mark Hopkins, Charles Crocker, and Leland 
Stanford. Remarkably, these local merchants, who would 
become known as the "Big Four;' undertook construction 
of the Central Pacific Railroad, the western portion of the 
first U.S. transcontinental. Starting in 1863, the line was 
constructed over the rugged Sierras by 10,000 Chinese 
laborers. So deep were the winter snows that the track 
was eventually covered with wooden snowsheds for 
much of its length. The last spike holding the rail con­
necting the Central Pacific with the eastern transconti­
nental, the Union Pacific, was driven home on May 10, 
1869 in Utah. 

By 1870, the Big Four also controlled the Southern 
Pacific, projected to connect California with New 
Orleans. In the 1880s, the Southern Pacific leased the 
Central Pacific, formalizing their joint control. The 
Union Pacific purchased control of the Southern 
Pacific in 1900 but was later forced to sell its stake 
due to federal antitrust concerns. 

The physical extent of the Southern Pacific was 
remarkable. Lines it controlled were bounded by 
Portland, Oregon, Los Angeles, New Orleans, and 
Chicago. The Denver & Rio Grande purchased the 
Southern Pacific in 1988 but the combined railroad 
retained the Southern Pacific name. In 1996, the 

~ Southern Pacific name disappeared when Union 
~ Pacific again purchased the Southern Pacific. 
~ 
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These three views of passenger trains on the Southern Pac ific's Shasta 

Route from San Francisco to Seattle exp lain its popularity w ith tourists. 

Below: The Sunset Limited crosses through the cotton fields on its 

way from Los Angeles to New O rleans. The locomotive col or scheme 

is similar to that used on the Southern Pacific's Daylight steam 

locomotives. In the postwar optimism about passenger trai n travel, 
the Southern Pacific purchased five tra in sets fo r the Sunset at a tota l 

cost of $15 million. The trip was scheduled for 42 hours, a number 

that shows why airlines were unbeatab le competitors for long-distance 

passenger travel in the 1950s. 
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7180. Overland J.lm{Uici Crnuinc GNat Salt I.&ke, Utah. at BwaMt. 

In 1904, the Southern Pacific completed a 12-mile trestle across the 

Great Salt Lake. Thi s Lucin Cutoff was eventually replaced w ith 

earthen fill. The original trestle's wood, pickled in the lake's sa lty 

mineral-laden water, is pri zed for its va ried co lors and has been 

sa lvaged and used as paneling in new construction. 

Passengers arrive at Shasta Springs in 1905. In Ca li fornia's fa r north, 

the resort was one of several that were popular summer destinations 

for overheated Ca lifornians. Naturally ca rbonated spring water was 

bottled and shipped to markets over the railroad's Shasta Route from 
San Francisco to Portland and Seatt le. 
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Southern Pac if ic passengers enjoy spring-time w ild fl owers of the 

Ca lifornia desert. 



The City of San Francisco has just departed its namesake 

western terminus for a direct trip to Chicago via Southern 

Pacific, Union Pac ific, and Chicago & North Western ra ils. 
The trip featured a daylight crossing of Donner Pass high in 

the Sierra Nevada Mounta ins. In 1939, the City of San 

Francisco was w recked in Nevada w ith the suspected cause 
being sabotage of the rails. In 1952, 226 people, cold, 

hungry and miserable, were stranded on the train in 12-foot 

snows on Donner Pass. That same storm saw one SP engineer 

killed and four of its fi ve rotary snowplows immovably 

buried in the w hite powder. The fifth and oldest rotary 

plow finally rescued the stranded train after three days. 

Claude W iatrowski photo 

Modern diesel locomotives 
of the rail roads that fo rmed 

America's first transcontinenta l 

stand side by side at 

Ca liforni a's Portola Railroad 

M useum. The Southern Pac ific 
absorbed the Central Pacif ic, 

the western portion of that 

transcontinental rail road route, 
and is now part of the Union 

Pac ific, the eastern portion of 

the f irst transcontinenta l. 
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T here are hundreds of tourist railways in North 
America today. These are discussed in this book under 

the heading of"Preserved Railways and Museums" (see page 
174). Tourist railways are not a new phenomenon and 
many railways were built for the purpose-sometimes the 
sole purpose-of carrying tourists. Frequent destinations 

Manitou & Pikes Peak trains reached the 
summit of Colorado's Pikes Peak in 1891 

and sti ll travel this route pioneered solely 

for transporting tourists to the top of 

"America's Mountain." At Mountain View, 

an antique diesel streamliner wa its for a 
regularly scheduled passenger tra in . 

Pikes Peak is visib le above the trains. 

Two incline (cable-hau led) railways were 

built up Chattanooga's Lookout Mountain. 

The first brought patrons to a hotel at the 

summit; the second provided genera l 

transportation to anyone who wanted to 

view the va lley 1,600 feet below. The 

second incline was opened in 1895 and 

sti 11 operates today. 

were the tops of mountains, amusement parks, picnic 
groves, and resort hotels. Some tourist railways were just 
slightly above the category of carnival rides, while others 
were clearly major railroad projects. A few continue to 
operate but most succumbed to the automobile. 

S~'EN!l O ... 'E\'I.RSI. "K .\\Ol NTAI. ', RI': 01 (j, I' A. 
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Someone has dotted the route of the Neversink Mountain Railway on this old 

postcard. Opened on June 30, 1890, Pennsylvania's Neversink was the third 

electr ic railroad in the United States. lt closed in 1917. 



Above and right: The Mt. Lowe Rai lway inc luded several segments. Near Los 

Angeles, a Pac ific Electri c trolley snaked up Ru bio Canyon, where an incline 

railway climbed the hillside to the Alpine Division, pictured here. A tavern, 

hotel, and casino were some of the attractions along the rail lines. The railroad 
ceased operat ion in 1937. 

6«!7 Circular Brid~re, 400ft. aoove lower track., Mt. Lowe Railway, 
Call!ornia 

"On' the Road ol a Thousand Wonders" 

The Denver & Rio Grande routinely added an outdoor 

observation car to its regular passenger trains traveling 

through the Royal Gorge. The Roya l Gorge Route now 

operates tourist trains, incl uding an open-air car, through 

the gorge. 

1417. Snow B&llka on Con.dnutat Dl•ldo, Ahhudo lt,MO Feel. Deanr, Bwtbwut41n 6 Pac£11, 
'" Tbo Xol'at Road," Coto. 

Summer stops in the snow 

were popular w ith tourists on 

any ra il road that reached high 

into the mountains. The Moffat 

was not a tou rist rail road, but 

plenty of tourists rode its line 
over Roll ins Pass before it was 

bypassed by the Moffat Tunnel. 
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I n 1850, California became the 31st state. In 1859, 
Oregon became the 33rd. Their isolation was the moti­

vation for a transcontinental railroad. The Pacific Railroad 
Act of 1862 chartered the Union Pacific Railroad to build 
west from Omaha, Nebraska, to meet the Central 
Pacific, which would build east from Sacramenta, 
California. 

On May 10, 1869 at Promontory, Utah, two last 
spikes were driven, celebrating completion of the 
transcontinental route. From Ogden, Utah, Union Pacific 
trains reached the copper mines of Butte, Montana, and 
the Pacific Ocean at Portland and Los Angeles. 

In 1897, E. H. Harriman purchased the Union 
Pacific at public auction. He controlled and made 
improvements to the Union Pacific, the Southern 
Pacific (successor to the Central Pacific), the Illinois 
Central, and the Chicago & Alton. In 1912, federal 
regulators required that the Union Pacific sell its 
ownership in the Southern Pacific. 

In the 1980s, merger with the Western Pacific gave the 
Union Pacific a third Pacific terminus at Oakland. Merger 
with the Missouri Pacific added Texas and Chicago. The 

Missouri-Kansas-Texas Railroad joined in 1988. In 1995, 
the Chicago & North Western was folded into the Union 
Pacific with its straight-line route from Omaha to Chicago. 
Coming full-circle, the Southern Pacific again became part 

of the Union Pacific in 1996. 

Streamlined diesels generating 
u ..... 

5,400 horsepower rocket the City of Los Angeles 

across the flower-carpeted desert after the end of World War 11. 

Sherman Hill is the Union Pacific's original crossing of the Continenta l Divide. Although the line has been relocated and add itional tracks added, 

the route still crosses the divide between Cheyenne and Laram ie, Wyoming. 
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Library of Congress, Prints and Photographs Division 

Probably the most famous 

scene in American 
railroading is the 

ceremony at wh ich the 
first transcontinental 

railroad was comp leted. 

Centra l Pac ific locomotive 

Jupiter is at left wh ile 

Union Pacific's No. 119 is 

at right. Many 

photographic copies and 

this artist's rendition were 

altered from the original 

image. In the or iginal 

photograph, the two men 
reaching toward each 

other from the 

locomotives hold whiskey 

bottles. The National Park 

Service regularly recreates 

the scene at this 

very spot in Utah. 
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The magic liquid that knits 
a nation together 
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In any season, for many reasons 
all signs favor ... 

UNION PACIFIC 

~ 
Serving eleven western states with the finest In 
travel comfort and dependable freight service 

Above left: The Union Pacific's City of Portland meanders 

down Oregon's Columbia River Gorge. 

Above right: A postwar Union Pacific ad draws a parallel 

between its passenger services and the seasons of the year, 

via the signs of the zodiac. 

Although the Union Pacific Big Boy- a 

locomotive with 4-8-8-4 wheel arrangement­

was the world's largest, it was more than a tool 
to enhance operational efficiency. Union Pacific 

advertising stressed that this 600-ton behemoth 

sped the shipper's freight to its destination. 



October 30, 19SS 

UNION 
PACIFIC 

RAILROAD 

Claude W iatrowski photo 

Above: "We can handle it" underscores this scene as Union Pacific 's last two operationa l steam 

locomotives, 8444 and 3985, thunder past a Wyoming billboard in May 1981. "Thunder" is an 

understatement for a pair of steam locomotives weighing about 1,000 tons and running at 70 
miles per hour. 

Left: This 1955 Union Pacific timetable listed passenger service from 

named high-speed streamlined trains down through self-propelled 

motorcars, ending with, remarkably, mixed fre ight and passenger trains. 

Claude Wiatrowski photo 

This 1979 photo of a leased Union Pacific locomotive at Martin, Utah, predicted the future. The Union Pacific now owns the track that passes 
Martin , and its ye llow tra ins climb past this spot regularly. 
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Anyone who has seen lithographs of very old American 
steam locomotives or has ridden preserved steam 

locomotives in England knows that locomotives were a 
kaleidoscope of bright colors and ornate decoration. Early 
American railroads would assign a locomotive to a single 
engineer who frequently augmented the already ornate 
iron steed. Additions such as deer antlers over the headlight 
were not uncommon. 

Sometime after 1875, Commodore Vanderbilt began a trend 
among American railroads by requiring all his locomotives 

Georgetown Loop Railroad No. 40 

illustrates the all-black look. The polished 

bell and white striping provide some 

ornamentation. Not all railroads adopted 

the all-black look, especia lly for steam 

locomotives used on passenger trains. 

The diesel-era brought exciting color 
schemes back to the railroads. 
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be painted black and that ornamentation be removed. 
Both moves saved money-when railroads switched from 
wood to coal as primary fuel, soot from the coal was diffi­
cult to clean from the locomotives. Under protest from his 
crews, Vanderbilt relented somewhat but the pattern had 
been set, and with few exceptions, modern steam locomo­
tives were all black. Fortunately, that pattern did not 
continue into the diesel age, when brightly painted loco­
motives advertised brand awareness to the viewer waiting 
for a train to clear a road crossing. 

Resting by the depot in Silverton, Colorado, 

locomotive Eureka shows some of the 

colorful and ornate detail common to steam 

locomotives before the all-black era. 

Claude W iat rowski photo 



Chicago's Columbian Exposition hosted 27 million 
visitors in 1893. It featured a fast, smoke-free electric 

railway to transport guests who gawked at displays of 
locomotives and included soon-to-be railroad legend 
Casey Jones, whom the Illinois Central had assigned the 

temporary duty of running shuttle trains to the fair­
grounds. Jones found Illinois Central locomotive 638 on 
display at the expo and had it assigned to him on his return 
to Water Valley, Mississippi. 

j. E. France photo, Bruce Gurner co llection, Water Valley Casey ]ones Railroad Museum 

Illinois Centra l No. 638 was displayed at the 1893 Columbian Exposition in Ch icago where Casey Jones was assigned to run shuttle trains carry ing 

visitors to the fair. Casey was so impressed with locomotive No. 638 that he managed to have it assigned to him in Water Valley, Mississippi. He 

even convinced management to al low him to run the locomotive al l the way from Chicago to Water Valley across five divisions of the rai lroad. 

Normally, an engineer assigned to each division wou ld have piloted the locomotive across that division. In this photo, Casey relaxes in the cab 
just north of Water Valley in 1898. 
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The Depression brought a steep decline in orders for new locomotives, with rail roads making worn-out locomotives last. 

With the coming of huge transportation demands in World War 11, the railroads were caught in an exceptionally difficult 

position. Here, the Chicago & North Western repairs a steam locomotive in 1942 at its Proviso Yard shops in Chicago. 

FADED GLORY 



A 
s the nation's primary mode of 
transportation, railroads rode the 
wave of prosperity following World 
War I. While railroad traffic and 

profits increased, ownership of private auto­
mobiles increased as well. Automobile owners 
complained about the poor state of the roads 
and the government embarked on its never­
ending program to build, maintain, and 
improve them. Better roads and improved 
vehicle technology increased commercial 
trucking. Trunk railroads welcomed trucks, 
which served just like branch-line railroads, 
feeding goods to the main-line trains. They 
never dreamed that trucks would compete 
with long-haul freight railroading. As markets 
grew, all carriers prospered even as the rail­
road's market share began to decline, ever so 
slowly at first. 

BLACK THURSDAY 
October 24, 1929-Black Thursday-is gener­
ally acknowledged as the start of the Great 
Depression. By 1932, 25 percent of the American 
workforce-13 million-was unemployed. A 
year later saw an additional 2 million without 
work. At the Depression's low point, 50 percent of 
the adult males in Canada were without work. 

The economy's reliance on trains made the rail-
roads especially vulnerable to dislocations of that econ­
omy. Railroad passenger service showed its first annual 
loss in 1930. It got worse. In the decade from 1928 to 
1938, railroad employment was nearly halved from 1.7 mil­
lion to a little more than 900,000. The still-employed rail­
wader worked fewer hours and those low on the seniority 
list might get a few hours of work a week-if that. This 
monster fed on itself. Unemployed and underemployed 
railroaders couldn't afford to purchase goods that the rail­
roads carried or to ride passenger trains. The economy 
swirled into an ever-deepening whirlpool. Elimination of 
money-losing train services and redundant railroad facili­
ties was made difficult by the regulations of the Interstate 
Commerce Commission. Even the Emergency Railroad 
Transportation Act of 1933, essentially a three-year relax­
ation of these regulations, did little to help. 

Passenger traffic in 1932 was only 61 percent of what it 
had been in 1929. The Great Depression marked the end of 
the golden era of railroad passenger service. In 1929, 20,000 

This railroad yard holds the 75 trains- passenger and freight- that 
were required to move a single armored division of 12,000 men 

during World War 11. it is no wonder that the war gave the 
railroads a temporary reprieve from their long-term decline. 

\ 

ROttiNG 
Tf) 

YICTOf<Y 
IN MILL •. ON RAIL! 

Voyageur Press col lection 

Steel was an essential component of winning 
World War 11. Aluminum aircraft, radar, and 
even television-guided bombs made their first 
appearance in this war, but steel was still the 
foundation of victory. 

What it lakes 
to .move a dlvlsioa 

Voyageur Press collecti on 
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Uncle Sam pitches 
in to help the 

wartime activities 

of the Pennsylvania 

Rai lroad and the 
industries it served. 



passenger trains polished the steel rails each day. In 2005, 
U.S. airlines operated 27,000 daily flights. In 1929, one daily 
passenger train ran for every 600 Americans. In 1995, one 
daily airline flight operated for every 1,100 Americans. By 
these measures, transportation services in 1929 were almost 
double those in 1995. In addition, those 20,000 trains in 
1929 served numerous small, rural towns. Today, most air­
line flights operate between hub airports in large cities. 
Rural America, especially, lost out when passenger trains 
started to slide toward oblivion. 

In the United States, 1932 freight tonnage was less than 
half of what it had been in 1929. Canada fared worse. 
Canadian grain shipments in 1935 were an eighth of what they 
had been in 1928. Recovery had been almost nonexistent when 
another economic decline in 1937 and 1938 must have con­
vinced Americans that the world was coming to an end. By 
1939, a full third ofU.S. railroad trackage was in the hands of 
court -appointed trustees of bankrupt railroads. 

The excesses of the robber barons motivated 
government regulations that limited the railroads' 
ability to respond to the changing conditions of 
the Depression. Although railroads may have done 
better had they been allowed to adapt, it would 
have been impossible for them to have done well. 
The North American economy had collapsed and 
the railroads were intimately intertwined with 
that economy. Stock manipulations begun in the 
days of the robber barons reached their zenith in 
the 1920s. The Great Depression motivated the 
establishment of the Securities and Exchange 
Commission and the first attempts at regulating 
the securities industry. 

None of this had any substantial immedi­
ate effect on ending the Great Depression. 
Entry into World War II and the enormous 
demands the war made on the economy put 
Americans back to work and the railroads 
on the right track. But time would prove 
that the war was only a temporary respite 
from more basic structural causes for the 
railroads' woes. 

WORLD WAR 11 
Railroads proved themselves the primary domestic trans­
portation mode in World War II. Gone were the missteps of 
World War I. The railroads moved freight and passengers as 
never before: over 80 percent of all freight traffic during the 
war years and close to a billion passengers in 1944. What 
makes this record all the more remarkable is that the rail­
roads' capital resources were spent. Through over a decade 
of Depression, the railroads had limped along with old 
locomotives, old cars, deferred maintenance, and inade­
quate infrastructure. With the outbreak of war, the coun­
try's resources were stretched to the breaking point and the 
railroads delivered magnificent service with the resources 
they had. With young men away at war, old-timers were 
brought out of retirement and for the first time women 
played a substantial role in railroad operations. Wooden 
railroad cars emerged from what had been expected to be 

Women are doing a big job on the Penns . 
M., • .,,,, 48 000 . . y/vama Railroad 

During World War 11 , the Pennsylvania Railroad 

lost 48,000 male employees to the armed forces 

while it gained 23,000 women to help run the 
railroad. War's end spelled dissatisfaction for 

many women who wanted to continue in 

careers. Molly Pitcher was a Revolutionary 
War heroine and became associated with the 

women who went to work during World War 11. 
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A 1945 advertisement by the American Locomotive Company illustrates the key decision to be made by the nation's rail roads at the time: steam or 

diesel or both? Alco manufactured both and the ad illustrates some of the company's most successful products. 

permanent retirement and antique locomotives chugged 
down the rails. 

THE GREAT MOTIVE POWER DEBATE 
By the war's end in 1945, the American locomotive fleet was 
worn out. Most locomotives had been built in the 1920s prior 
to the Great Depression and they were at the end of their use­
fullives. After the war, railroads saw a dramatic drop in busi­
ness even as their labor costs remained high. Solutions were 
limited by constraints imposed by the Interstate Commerce 
Commission and union labor agreements. This set the stage 
for an important decision about technology. Should the new 
locomotives be steam-powered or diesel-powered? 

One important player on that stage was the Electro­
Motive Division of General Motors (EMD). Formerly the 
Electro-Motive Corporation (EMC) and a pioneer manu­
facturer of diesel locomotives, the company was purchased 
by GM in 1930 and became EMD. (In 2005, the company 

was purchased yet again but retained its EMD initials when 
it was rechristened Electro-Motive Diesel. This book will 
use the letters EMD to refer to this company.) 

The purchase of a new fleet of steam locomotives 
seemed virtually guaranteed. At war's end, U.S. railroads 
operated 40,000 steam locomotives and only 3,000 diesels. 
The railroads had massive investments in steam locomo­
tive infrastructure. Perhaps most importantly, a steam 
locomotive cost half as much as a diesel locomotive with 
the same horsepower. On the other side of the equation, 
many more men were required to service and maintain 
steam locomotives. 

DIESELS AND STANDARDIZATION 
Each railroad had different operating conditions to which 
steam locomotives were custom-designed. Diesels were 
much more adaptable than steam locomotives and one 
design would work as well amid the grain elevators of the 
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flat Midwest as it would on the steep climb through the 
western mountains. 

An unexpected consequence of standardized diesel 
designs was ease of financing. Since steam locomotives were 
unique to a specific railroad, banks knew that they would be 
difficult to sell and were loath to use the locomotives as col­
lateral for loans. Diesel locomotives were standardized and 
easy to sell to another railroad if a purchaser defaulted on a 
loan. Much like an automobile loan today, approval was 
almost automatic since the loan financed the purchase of 
the very item that would act as collateral. 

DIESELS AND PASSENGERS 
As servicemen returned from the war, the railroads saw an 
expanding market for passenger business and were deter­
mined to get their share. The automobile had already 
become formidable competition and commercial aviation 
would soon be unstoppable. With their sleek, modern, col­
orful styling, and fast, smooth rides, streamlined diesel 
locomotives caught travelers' imaginations. In a reversal of 
Henry Ford's philosophy of delivering Model T autos in any 
color as long as it was black, EMD delivered the flashiest 
color schemes but only on standardized diesel locomotives. 

Setting the MODERN 
PACE . 

in truck-rai\ service 

DIESELS AND THE UNIONS 
In 1937, railroads agreed to station a fireman in the cabs of 
diesel locomotives, even though these locomotives had no 
boiler for the fireman to tend. Management's decision to 
include a fireman was made primarily for labor peace. It 
was not until a 1963 U.S. Supreme Court decision that fire­
men gradually started to disappear. 

When the modern freight diesel, EMD's model FT, 
arrived just before World War 11, those locomotives could 
be connected together to form one multiple-unit (MU) 
locomotive, all of which could be controlled by a single 
engineer in the first unit. Unions demanded a second engi­
neer on multiple-unit diesels. The railroad resisted and 
strikes ensued. 

THE UNIMAGINABLE 
The considerations that governed the selection of the tech­
nology for the next generation of railroad locomotives were 
compelling: 

• New diesel servicing facilities would have to be built, but 
old steam facilities would have to have been upgraded. 

• Employees would have to be trained in diesel maintenance 
and operations but only a fraction of the current steam­
knowledgeable employees would be required for a 
dieselized railroad. 

• Although diesels were expensive, financing was easy and 
the savings from operations and maintenance would 
quickly make up the difference. 

• Diesels spent much less time being serviced than did 
steam locomotives so they could spend more time 
pulling trains. Also, fewer diesels would be required. 

• Maintaining both technologies simultaneously would be 
prohibitively expensive. 

It was clear that not only was the future in diesel loco­
motives, but that the best course of action was to convert as 
quickly as possible. Change swept the railroad yards like 
wildfire. Steam had almost disappeared by 1958. That post­
war fleet of 40,000 steam locomotives was completely 
replaced by 27,000 diesel units. The last large U.S. railroad 
to use steam locomotives was the Norfolk and Western, a 
major coal-hauling railroad. Even on this railroad, steam 
lasted only a few years more until1963. Major Canadian 
railroads used steam locomotives as late as 1962. 

NO MORE PASSENGERS 
During the war, a surplus of Depression labor became a 
shortage of war labor. As a consequence, wages increased. 
Gas was rationed and automobile production halted. New 
highways were not constructed and maintenance of exist­
ing roads was minimal. Is it any wonder that when the 

This 1957 

advertisement 

prophetically 
predicted that 

w ithin a few 

decades 

containers and 
trailers on 

flatcars wou ld 

become the 

fastest growing 

segments of 
railroad revenue. Voyageur Press collection War ended railroads Carried more freight and passengerS 
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than ever? Railroads invested heavily in diesel-hauled 
streamlined trains, and dome cars gave vacationing families 
spectacular views of western America. 

As the standard of living rode the tide of postwar pros­
perity, Americans wanted the convenience of a personal 
automobile. Politicians scrambled to build and improve 
highways. The Interstate Highway System was begun in 
1956 and gasoline was inexpensive. World War 11 had pro­
duced great strides in aircraft technology that was now 
transferred to civilian use. Plane trips were not just for the 
wealthy adventurer anymore. 

By 1960, it was clear that passenger train travel in the 
United States was doomed and that the railroads' massive 
postwar investments had been a waste. 

ANOTHER TEAR IN THE FABRIC OF RURAL LIFE 
Though the demise of steam locomotives and passenger 
service occurred for very different reasons, they both had 
consequences that were especially difficult for small-town 
America, where steam locomotives no longer stopped to 
quench their thirst. The roundhouse was deserted and rail­
road employees' salaries no longer contributed to the local 
economy. Outside of agriculture, mining, or logging, the 
main source of wealth for many small towns was the salaries 
of railroad workers. Their departure left holes in the social 
and economic fabrics of towns. 

Without the passenger train, it was a long drive to 
Grandma's house or to the nearest big city to board an air­
plane. The town didn't seem as connected to the outside 
world without its passenger train. It was more isolated and 
more of its younger residents moved to the nearest metropolis. 

END OF AN ERA, BEGINNING OF ANOTHER 
By 1962, railroad freight traffic dropped to its lowest level 
since the Great Depression. On newly improved highways, 
truckers more easily competed with railroads not just over 
short and medium distances but on long-distance hauls as 
well. These changes have been recorded by historians as 

both good and bad. They have been attributed to the suc­
cess of the free market system and to the failure of the gov­
ernment's biased intervention in that system. It seems that 
conclusions are in the eye of the investigator. One thing that 
was certain: The railroad age-central to the development 
of America from the 1840s-was over. The railroads were 
no longer central to the economic, political, social, and cul­
tural life of the nation. As the story unfolded, railroads 
would retain their importance but in a different and more 
invisible role. 

TOUGH TIMES IN CANADA 
By 1919, the Canadian government controlled the Grand 
Trunk Pacific, and it took control of the Grand Truck 
Western in 1920. Both were integrated into Canadian 
National Railways in 1923. Now there were only two major 
railways in Canada: one-Canadian Pacific-was owned by 
private investors, and the other-Canadian National-was 
government -owned. 

Both spent much of the 1920s-perhaps too much­
expanding connecting lines, especially in the prairie 
provinces. Rail also reached northern waterways in 1929 at 
Churchill, Manitoba, and in 1932 at Moosonee, Ontario. 
Though there was much less railroad track in Canada than 
the United States, Canada's rail system had more excess 
capacity for the m eager amount of traffic available. In many 
ways, Canada was hit harder by the Great Depression than 
was the United States. Canadian Pacific actually proposed 
integration and management of Canadian National, a pro­
posal that was politically unacceptable even though logical. 
By a 1933 agreement, the two railroads did manage to elim­
inate some parallel lines and share some duplicate facilities, 
efficiency-enhancing moves that would be implemented by 
mergers in U.S. railroading in the 1960s and 1970s. 

Newfoundland was added to Canada in 1949 and 
brought with it a government-owned network of 700 miles 
of narrow gauge (3 feet 6 inches) track that became part of 
Canadian National Railways. 
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Each group of travelers enjoys a different view from the dome car of Santa Fe's San Francisco Chief. From left to right: Cattle roam the Texas 
panhandle; the red rocks of New Mexico and Arizona brighten the landscape; the San Francisco Peaks, the highest in Arizona, crest at 12,000 feet; 

and the Oakland Bay Bridge signals imminent arrival in San Francisco. 
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I n the 1840s, a converted boxcar at the end of the train 
became an office for the conductor to complete paper­

work. That last car, called a caboose, became a logical place 
for an extra set of brakes to augment the locomotive's 
brakes. An observation post, the cupola, was built on the 
top of the caboose. Stoves were added for warmth, and 
facilities for eating and sleeping were crowded into the 
cramped little car. Crews personalized their caboose, mak­
ing the days they sometimes spent getting their trains 
across the road more comfortable. Although the caboose 
was a warm place away from the storm, one of the train 
crew's favorite nicknames for it was "crummy;' indicating 
another opinion about this car. 

Second only to the locomotive, the caboose symbol­
ized the romance of railroading. Normally, the conductor 

lost but not Least ... 
the CABOOSE 
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and rear brakeman were stationed in the caboose and a 
friendly wave from a child would always bring a wave 
in return. 

Improvements in technology, changes in work rules 
requiring fewer crewmembers, and the cost of maintaining 
and operating cabooses led to the demise of this famous 
bright-red car. It was displaced by the decidedly less 
romantic end-of-train device, also called a "flashing rear 
end device" or FRED. 

Except in railroad museums or at preserved railways, 
the caboose is rarely seen on trains. With the end of its use, 
thousands of cabooses became surplus, and many are used 
today as restaurants, gift shops, motels, summer cabins, 
and even lawn ornaments! 

Above: A dingy Denver & Rio Grande caboose brings up the rear of 
a limestone train amid the autumnal colors on Colorado's Monarch 

Pass. This track was removed in the 1980s. 

Left: The World War 11-era New York Central ad puts the 

caboose's fun ction in layman 's terms. 



ERN I 

Claude Wiatrowski photo 

Above: When increasing freight car heights made the roof-mounted cupola 

useless as an observation post, some railroads built bay-window cabooses such 
as this one at the Carbon County Railway in Utah. 

left: As freight car heights increased, some railroads widened the cupola to 

improve sight lines. This "extended vision" caboose is displayed at the Col lis P. 
Huntington Railroad Historical Society museum in Huntington, West Virginia. 

The Nevada Northern's cabooses were painted bright ye llow, which was more visible than traditional red against the rock backgrounds in the 

copper mining area. 

FADED GLOR.Y 93 



I n seasons of roughly five months each, the Chicago 
World's Fair hosted 22 million visitors in 1933 and 1934. 

The Wings of a Century Pageant of Transportation cele­
brated not only railroads but automobiles, boats, and air­
planes. One hundred and fifty performers aided by 10 
trains-in addition to the boats, autos, and a model of the 
Wright brothers' airplane-mesmerized the audience. 

On May 26, 1934, the Burlington's Pioneer Zephyr 
broke the world's long-distance nonstop speed record, 
traveling from Denver to Chicago, averaging 77.6 miles per 
hour and reaching a top speed of 112.5 miles per hour. A 
half hour after it came to a halt in Chicago, it appeared on 
stage at the Wings of a Century pageant. It was a remark­
able experience even as the country was mired in the 
depths of the Great Depression. 

The Burlington's exhibits in the Centu ry of Progress Travel and 

Transportation building included dioramas of Colorado's Front Range and 

the Black Hills of South Dakota. Outside was a six-car modern passenger 

train. This brochure invited fairgoers to "use the six cars as headquarters ... 

and relax and rest in comfortab le soft-cushioned seats." Headed by 
locomotive No. 3000, a 4-6-4, the display train consisted of a Railway Post 

Office car, a chair car, a dining car, a Pullman (half sleeper and half 

lounge), a standard 14-section Pullman, and a lounge car. The Burlington 's 

Pioneer Zephyr was also exhibited at the 1934 season of the fair. 

The Baltimore & Ohio's Century of Progress exh ibits featured interior sections of 

three passenger cars, includ ing an 1890 coach. The other two cars were 
replicated outside the building as full-size passenger cars, part of the Capitol 

Limited headed by steam locomotive President Cleveland. Of the many antique 

locomotives displayed there, the original 1832 Atlantic and a train of I m lay 

coaches also starred in the pageant at the 1948 Chicago Railroad Fair and are 

pictured on that fair's program. 

94 CHAPTER THREE 

Much importance was attached to the ai r cond itioning of trains, and B&O 
was a pioneer in that technology. The dining ca r Martha Washington was air 

cond itioned in 1930 and was the first railroad ca r to be mechanically 

refr igerated. By 1931, B&O had its enti re St. Loui s-New York City train air 
conditioned. By 1932, severa l more trains were also equ ipped. 

Additionally the public cou ld order "at cost" ch ina celebrating B&O's 

centenary for later delivery. 



This aerial view of Ch icago's A Century of Progress, from about 13th Street 

on the right to 31st Street on the left, shows the Sky Ride d ividing the north 

and south lagoons. The round building c losest to the bottom of the photo is 

the Ad ler Planetarium. The stadium at right is Soldier Field. The substantia l 
railroad yards of the Illinois Centra l are easily seen just above the fairgrounds 

passing from upper left to lower right. The dark cy lindrical shape at the far 

left of the fairgrounds is the rear of the Travel and Transport Bu ilding. 

The Illinois Central's main lines and heavily used electric suburban 
service were adjacent to the Chicago Railroad Fair. Fair-bound 

passengers arriving on through trains detrained at the Illinois Central 
station near the Roosevelt Road fa ir entrance. Locals visiting the fair 

arr ived at one of five suburban service platforms, each adjacent to one 

of the f ive fair entrances. This sty lized cover shows numerous Illino is 

Central suburban trains and their stations at every fair entrance. 

The heights of the fair buildings are greatly exaggerated. 
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Introduced in 1933, the Chesapeake & Ohio's new crack passenger 

train, the Ceorge Washington, featured mechanical refrigeration 

instead of using ice as a coolant. Ads for the cool sleeping cars 

soon included the words "Sleeping Like a Kitten " and an image 
of a cat named Chessie. So successfu l was the adverti sement 

that Chessie remained the railroad's adverti sing spokescat for 

decades. She even found time to acqu ire a husband and give 

birth to kittens. Millions of ca lendars were printed with her 
likeness, as well as countless advertisements. In this ad, a 

chorus sings Chessie to sleep to the tune of a popular song 
" Let Me Call You Sweetheart." 

Chessie's kittens watch The Chessie roar past while Chessie 

herself chooses to sleep through the passage of the train 

named for her. To kick off the railroad's postwar passenger 

revival , the Chesapeake & Ohio ordered a steam-turbine­

powered Vista Dome stream liner named The Chessie for 

daylight service between Washington, D.C., and Cinc innati. 
Even before the train arrived, the railroad had discovered 

there was no market for the planned service. As with other 

rail roads, passengers never returned. After ordering almost 
300 new passenger cars (in addition to The Chessie) the 

C&O sold off new passenger cars after delivery and 

canceled orders for those not yet delivered. 
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T he Chesapeake & Ohio Railroad was formed from a 
merger of the Virginia Central and Covington & Ohio 

in 1868. Bankrupt by 1869, it was acquired by C. P. 
Huntington, who saw it as a link in a transcontinental con­
necting the Atlantic with the Pacific. Huntington lost own­
ership when the road was reorganized in 1875. 

By 1882, the railroad did reach the Atlantic at Newport 
News, Virginia. Reorganized yet again in 1888, it was 
acquired by the Vanderbilts. Soon, C&O trains were 
whistling into Louisville and the nation's capital. 
Acquisitions brought the railroad to the shores of Lake Erie 
at Toledo in 1903 and to Lake Michigan at Chicago in 1910. 
Like its competitors, the C&O would profit from hauling 
coal across the Appalachian Mountains to the Midwest. 

In 1960 C&O began to purchase the Baltimore & Ohio, 
which owned half of the Western Maryland, which con­
trolled the Reading, which controlled the Central Railroad 

9 of New Jersey, all of which became part of the Chessie 
] 
8 System in 1973. By 1987, the C&O, Baltimore & Ohio, 
£ Western Maryland, Seaboard Air Line, Atlantic Coast 
~ Line, and Louisville & Nashville had all become part of 
g CSX Transportation. 
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A 1943 wartime ad shows tanks loaded on flatcars behind 

an Allegheny-type locomotive w ith a 2-6-6-6 wheel 

arrangement, a new innovation fi rst built in 1942. 

Company executives are urged to request a booklet 
describing the advantages of locating their manufacturing 

plant along the Chesapeake & Ohio. 

c g 

] Chesapeake & O hio extended into Michigan w hen it 
8 
~ merged the Pere Marquette. The "wonder train " in this 
~ 
~ ad cut 40 minutes off the trip from Detroit to Grand 

~ Rapids. lt featured a lounge-like environment in every 

5 coach, a novel dining car, and seats designed by a 
university to max imize comfort. 

Though Chessie the Cat had retired by 1973, she was ca lled back to acti ve duty by the railroad as a stylized image that appeared, among other 
places, on Chessie System locomotives. Chessie adorns a diesel locomotive while a Kentucky Central steam locomotive prepares to depart w ith a 

spec ial passenger trai n fo r the Tourist Railway Association. 
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NlW UNION STATION, CHICAGO 

#201 ILL INOIS CENTRAL STA T ION . CHICACO 
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Chicago was the railroad hub or the nation and 

nowhere was that more evident to the average 

cit izen than in the many monumental railroad 

stations that served the city. Chicago was a sma ll 

grain port on Lake Mich igan when railroad 
tracks of the Ga lena & Chicago Union were 

spiked down westward in 1848. By 1850, 

Ch icago was home to 29,000 souls. A brief 

decade later, 109,000 resided here, w ith its 

economy stoked by the fires of steam 

locomotives pu ll ing 70 daily trains on 11 
railways. This railroad center of the nation would 

host 1.7 million residents by the c lose of the 

nineteenth centu ry, an incredible 75 percent of 

w hom had emigrated from other countr ies, 

frequently responding to railroad promotions 

to sett le and prosper in the American West. 

S tltO S EYC V I W 8 USINI.S8 D t Tft iCT Of' CHICA(10 

Na:..-~ P'A•st,..oc .. T._,.,..,,..-,L No~~tTH W t:• Ttn•H Rv ,.,. ,.o,. .. G,.ouND 
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DD 

Union Station 
Canal 6't. and Jaclt&U'Il Blvd. 
Pennsylvania R. R. 
Hurling-ton Rout~ 
Gulf Mobile & Ohip 
Milwa4}tee Road 

2· 
Central St:>tion 

Roosevelt Road neaf' 
Michi.uan 4.1'6· • 

1-6/1 Oml. fromUn. Sta. 
Big Four Route 
Illinois Central Sys. 
Michigan Central 
South Shore Line 

3 
C. & N. W. Terminal 

Madi8on and Canal St8. 
1/s mile from Un. Sta. 
ChL & North Western 

4 
Dearborn Station 

Dearborn and Polk Sta. 
1 mile from Un. Sta. 
Chi. & East. Ill~ 
Erie 
Grand Trunk 
Monon Route 
Santa Fe 
Wabash 

5 
Grand Central Station . 

Harrison and Wella Sts. 
If2 mile from Un. Sta. 
Baltimore & Ohio 
Chesaoeake & Ohio 
Chi. Great Western 
Soo Line 

6 
La Salle Street Station 

la 8alle and Van Buren St11. 
6/10 ml. from Un. Sta 
New York Central 
Nickel Plate Road 
Rock Island Lines · 

7 
Englewood Union Station 

C31'd St. nea1' State St. 
Pennsylvania R. R. 
New York Central 
Nickel Plate Road 
Rock Island Lines 
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I magine that you are 12 years old again and you are wait­
ing by the railroad track in 1925 to watch the technolog­

ical centerpiece of the age rumble past. You know the 
schedule of every train through town, so the sound of an 
unexpected whistle starts your blood pumping. You hear 
the chugging of a steam locomotive before it comes close 
enough for you to see its white flags signaling that it is an 
"extra" or unscheduled train. That would be exciting 
enough, but instead of the usual dark-green passenger cars 
or dull-red boxcars, the locomotive is chased by a parade of 
brightly painted circus cars. Gold. Red. White. Blue. The 
rainbow train passes in review. Flatcars shoulder gaudily 
painted circus wagons. Passenger coaches shelter clowns, 
acrobats, and lion tamers. Stock cars hold horses, ele­
phants, lions, tigers, and bears. Such was the pageant as the 
circus train passed, and it was no accident: the train was an 
advertisement for the performances to follow. 

If you lived in the town at which the circus would per­
form, you could rise early in the morning and go down to 

watch the unloading. With only a single day in each town, 
unloading started early and proceeded rapidly. Horses, 
sometimes elephants, and later tractors unloaded one cir­
cus wagon after another. No opportunity for advertising 
was wasted. All the wagons and animals crossed town to 
reach the circus grounds, and this explosion of color was 
always routed down Main Street. 

As soon as the parade reached the circus grounds, tent 
poles, canvas, stakes, seats, flooring, rope, and everything 
needed to set up the circus tent was removed from those 
wagons and the canvas arena hurriedly assembled. 
Excursion trains from nearby hamlets began to arrive at 
the depot. Never before had so many passenger trains 
paused here at one time. 

Even as the show was enthralling the audience, much of 
the menagerie had served its purpose and was loaded back 
on the train along with anything else that was now super­
fluous to the actual performance. As the last reveler left the 
grounds, the tent was being struck and reloaded into the 

.-:/?. /.-.'!Jln ,•w "m tf,-,wtJ 6~ach 
;/,·,_ lr-y /. 7 P 

The year of this lithograph, 1872, indicates it is a representation of the first true railroad ci rcus organ ized by Coup, Castello and Barnum. Not all 

advance cars included elaborate murals but they all were rolling billboards advertisi ng the circus. Advance cars were loaded w ith adverti sing bills, 

posters, and everyth ing needed to custom ize them and paste them up. Men cal led "b illers" worked out of the ca r and slept in it at night. The 

biggest shows had two, three, or even four such cars. Since a circus played most towns for just one day, the advance cars did their work in one 

day too. Sometimes, 5,000 or even 10,000 sheets could be posted in a single day. Billers also traveled to nearby towns on regular passenger trains 

to post bills, and an excursion agent operating out of an advance car arranged for the rail roads to run special trains to bring patrons from nearby 

towns. He sent small advertising bills and large advertising posters to nearby station agents to be posted " in the interest of the railroad." Two free 

tickets to the circus accompan ied the advertising posters just to be sure the agent complied. 
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wagons for transport back to 
the railyard. It was late. Tired 
performers removed their 
costumes and climbed into 
their sleeping-car bunks as 
the train whistled off for the 
next town and the next day's 
performance. 

Dan Castello had moved 
his circus west in 1868 and 
1869 on the first transconti­
nental railway, almost on the 
heels of the construction 
trains. His experience, com­
bined with that of showman 
William Coup and legendary 
impresario P. T. Barnum, cre­
ated the first modern rail­
road circus in 1872. Coup 
developed the system of 
advance agents who peppered the town with advertising 
bills pasted on all available surfaces. Advance agents con­
vinced railroads to run special excursion trains on the day 
of the performance to increase the size of the area from 
which the circus could draw customers, allowing railroad 
circuses to skip small towns and play only larger cities. By 
September of that first 1872 season, circus advertising 
emphasized for the first time that this was a railroad circus. 

The railroad network was starting its golden years of 
expansion, and opportunities 
for showmen were unparal­
leled. Railroad circuses 
reached their zenith at the 
beginning of the twentieth 
century when 32 such shows 
rode the rails. Giant Ringling 
Bros. and Barnum & Bailey 
rolled along in a train that 
peaked at 100 cars in the 
mid-1920s. 

two independent units of the same circus. Each unit travels 
in a circus train of 40 cars. 

OTHER SHOW TRAINS 
Circuses weren't the only entertainment ventures that used 
the railroads. Minstrel shows, Wild West shows, orchestras, 
Chautauquas, theater companies, traveling museums, and 
ice shows all have moved by train. One kind of train stands 
out as being different, however, and that is the carnival train. 

· ~ 

••o-.....-c • ..-.. ... c... ::::1 

The Great Depression 
spelled trouble. By 1939, only 
two railroad shows remained. 
By the 1950s, circuses moved 
by truck as tents disappeared 
in favor of performances in 
arenas. Ringling Bros. and 
Barnum & Bailey called a halt 
to both tents and trains in 
1956. By 1960, it was back on 
the rails, and in 1968 the 
Ringling family sold the cir­
cus to lrvin Feld, who created ·THE WORLD'S LARGEST. GRANDEST: BEST A~USEMENT INSTITUTION. 

g', 

~ 
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Carnivals are conglomerates of shows, concessions, 
and rides. Shows might include a movie theater, a side 
show, or even a small circus. Concessions supply food and 
entertain with games. Rides were few at first but became 
more numerous in the 1920s. 

Traveling carnivals appeared before the turn of the 
nineteenth century and soon were traveling by rail. Rail 
transport made the traveling carnival practical since carni­
vals carry a large amount of equipment. 

Superficially, a carnival train looked a lot like a circus 
train. Both were brightly painted to attract attention. 
However, carnival trains were mostly flatcars of wagons 
loaded with equipment. Sleeping cars were not included 
since carnivals moved once a week or less. Circuses moved 
daily and employees had to sleep while traveling to a new 
destination. Circus trains included stock cars for animals, 
while a carnival train most often did not. 

As roads and truck technology improved, carnivals 
abandoned trains. In 1981, Royal American Shows-which 
once operated a 90-car carnival train-switched to trucks, 
leaving only one carnival operator, James E. Strates Shows, 
using a train. 
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The cover of this 

magazine dated July 1946 depicts an elephant loading circus 
wagons onto a train to be moved by the New Haven Railroad. 



~- ~-- - :._ -

Carni va l wagons are unloaded w ith a tractor in the 1960s. 
Courtesy Bob Goldsack 

James E. Strates Shows operates the last carniva l train, shown here at its w inter quarters in Taft, Florida, in 1994. 
Courtesy Bob Goldsack 
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I n 1870, the Denver & Rio 
Grande Railroad built south 

from Denver with rails laid 3 feet 
apart as a cost-saving measure. 
Projected to cross the Rio Grande 
River on Mexico's border, the line 
would connect Denver with 
Mexico City. But the Santa Fe 
blocked its route over Raton Pass 
and its trains never arrived in 
Mexico City. Instead, its web of 
narrow gauge tracks would cover 
the Colorado Rockies and even 
reach Salt Lake City. Competition 
from the standard gauge Colorado 
Midland forced the Denver & Rio Grande to widen its 
most important routes; narrow gauge backwaters struggled 
on until1968. 

In 1934, the renamed Denver & Rio Grande Western 
Railroad built 40 miles of track connecting its own main 
line with that of the Denver & Salt Lake. This allowed "Rio 
Grande" trains to travel through the recently completed 6-
mile Moffat Tunnel, shortening their trip between Denver 
and Salt Lake City by 200 miles. The Denver & Rio Grande 
merged the Denver & Salt Lake in 1947. 

The Rio Grande purchased the Southern Pacific in 
1988 but retained the name Southern Pacific. In 1996, the 
Southern Pacific would be merged into the Union Pacific. 

3$1 We• Portal ol tbe Notfot hnneJ or the Foot ot Berlhocrd Pou In Middle Pent. Colorado 

This is the west portal of the Moffat Tunnel. Its 6-mile plunge under the 
Continental Divide is still an important part of the national railroad system­

trains of the Union Pacific use this shortcut through the mountains. 
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The Denver & Rio Grande's Scenic Limited pauses at Pueblo 

Union Station in 1935 . Today, the station has been beautifully 

restored as part of Pueblo's historic downtown. A railroad 
museum displays its coll ection next to the building. 

c 
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This 1953 

timetable 

features both 

the Moffat 

Tunnel and 

Roya l Gorge 
routes. The two 

tracks merged 

at Dotsero, 

Colorado, and 

continued west 

to Salt Lake City. 
This timetable 

still listed many 

narrow gauge 

freight services 

but onl y narrow 

gauge passenger 
service on the 

Silverton Branch. 



In this art from a GM Electro-Motive 

Division ad, two narrow gauge 
locomotives struggle w ith a short 

passenger train over Veta Pass between 

Wa lsenburg and Alamosa in Colorado. 

In 2006, the Rio Grande Scenic 

Railroad began carrying passenger 
over Veta Pass from Alamosa. 

THE CURTAIN 

LIFTS ON 
' TOMORROWS 

RAILROADING 

As the Rio Grande's narrow gauge lines contracted, there 

were fewer places such as Salida, shown here, where three­

rail track could accommodate trains of either w idth. The 

locomotive is a Challenger type w ith a 4-6-6-4 wheel 
arrangement. Large arti culated, standard gauge locomotives 

were necessary to running a mounta in railroad. 

Voyageur Press col/ . 
ect1on 

Converted from narrow gauge steam 
to standard gauge diese l operation in 

the mid-1950s, Colorado's Monarch 
Pass branch passed into ob liv ion in 

the 1980s. Here, a Denver & Ri o 

Grande train ca rri es limestone from 
the quarry for w hich the line was 

buil t to Sa lida and then Pueblo, 

w here the limestone was used in 

the steelmaking process. 
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T he first successful uses of internal combustion engines 
on railroads were in self-propelled, gasoline-powered 

passenger cars. The Erie Works of General Electric even 
constructed a gas-electric locomotive in 1913. Although 
gasoline engines would have limited use as power sources 
for railroads, GE's pioneering transfer of power to the 
wheels by electricity would become key to future diesel 
locomotive technology. 

By 1924, a diesel-electric switching locomotive was dis­
tributing cars in a railyard of the Central Railroad of New 
Jersey. In 1933, internal combustion engines were power­
ing the first streamlined passenger trains. By 1936, almost 
200 switchers were pottering around railyards in the 
United States and Canada. 

In 1923, a small entrepreneurial company named 
Electro-Motive Corporation introduced its first gas-electric 
motorcar. That company became the Electro-Motive 
Division of General Motors in 1930. In 1939, EMD's first 
diesel freight locomotive, model FT, began a two-year 
demonstration tour, operating on 21 railroads in 37 states. 
Each of its four units generated 1,350 horsepower from a 
16-cylinder diesel engine. Coupled together, all 5,400 
horses could be controlled by a single engineer. 
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After World War 11, EMD routinely 5 

advertised the benefits of traveling in trains hauled by their diesel 

locomotives. In the case of the legendary California Zephyr, the ad 

featured the three rail roads that cooperated to run the train: the 

Burlington, the Denver & Rio Grande, and the Western Pacific. 

Norfolk Southern locomotive 9807 glides through the dusk. General Electric built their model C40-9W, common ly ca lled a Dash 9 series 

locomot ive. The two low-mounted lights are called "d itch lights" and their purpose is to illuminate the ground just ahead of the locomotive. 
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Though diesel locomotives did not generate as much smoke as steam 

locomotives, their exhaust was still dangerous in the confined space of 
a tunnel, requiring mechanical ventilation. A string of Denver & Rio 

Grande freight diesels leaves the 6-mile-long Moffat Tunnel. 

Unquestionably 
the most unusual 

postwar diesel 

experiment was the 

General Motors 

Aerotrain. 
Although their 

appearance was 
spectacular, their 

performance 
was not. 

Diesels required fewer crewmembers and fewer skills to 
operate, and ran hundreds of miles without servicing. 
Diesel locomotives also reduced track-maintenance costs 
by eliminating the pounding forces of the heavy recipro­
cating rods that drove steam locomotive wheels. 

Diesel locomotives are more energy-efficient than 
steam locomotives, their efficiency and power output con­
stant over a wide range of speeds. Steam locomotives were 
designed for maximum output and efficiency in a very 
narrow range of speeds, so railroads needed many different 
kinds of steam locomotives designed for different uses. 

Repairs and maintenance required that an entire steam 
locomotive be taken out of service and parts custom made 
by experienced craftsmen. Diesels are assembled from inter­
changeable parts. Mechanics remove a damaged assembly, 
replace it with an identical premade assembly, and send the 
original to a specialized shop to be repaired or rebuilt for 
later use. 

Today, only two major U.S. diesel locomotive manufac­
turers are left. They are also the two most important pioneers 

In a peacock display of calor, these four locomotives are displayed at 

the Illinois Railway Museum, along with many others. From right to 

left, they are painted for the Santa Fe, the Columbus & Greenville, the 

Green Bay & Western, and the Union Pacific. 

Claude Wiatrowski photo 

----~-...-

The Verde Canyon Railroad moves freight from Clarkdale, Arizona, 
w ith the EMD model GP7 locomotive at right. it also carries 

passengers w ith the EMD FP7 on the left. The railroad owns two of 

these rare streamlined passenger locomotives, w hich feature a 

spectacular illustration of an eagle on their sides. 

of diesel-electric technology: General Electric Company and 
Electro-Motive Diesel, formerly the Electro-Motive Division of 
General Motors. 

HOW DIESEL LOCOMOTIVES WORK 
Diesel engines are called internal combustion because fuel 
is burned-really exploded-inside their cylinders, forcing 
their pistons to move. Power must be transmitted from the 
engine to the wheels. This transmission can be mechanical, 
hydraulic, or electrical. Most modern locomotives have elec­
trical transmissions and are called diesel-electrics. The diesel 
engine rotates a generator that creates electricity, which 
powers electric motors in the locomotive's axles. 
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Brakes controlled by pressurized air take skill to oper­
ate. Air brakes use the frictional force between brake shoe 
and steel wheel to slow the train. Wheel and shoe wear 
away and need to be replaced. In addition to standard air 
brakes, some diesel-electric locomotives incorporate a 
dynamic brake system that does not use friction but instead 
dissipates braking energy as heat in electrical resistors to 
slow the locomotive, greatly reducing wear on wheels and 
brakes shoes. 

RAIL MOTORCARS 
Although they look like ordinary passenger cars, rail 
motorcars can move themselves with engines concealed 
inside or underneath the car. Only one crewmember is 
required and they are very economical to operate when 
only light traffic is expected on a railroad route. 

The first rail motorcar was powered by steam-the only 
technology available-and ran in 1851. The economic advan­
tage of a motorcar was magnified with the advent of the internal 

c 
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Both of these Iowa Interstate locomotives are var iations of EMD's GP38. No. 603 is a GP38, while No. 700 is a GP38-2. 

Tw in Canadian National locomotives stand side by side at Symington 

Yard in Winnipeg, Manitoba. GE built them as model C44-9W. 
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Claude Wiatrowski photo 

This self-propelled car was built by the Edwards Railway Motor Car 

Company for the Butte, Anaconda & Pacific in 1925. lt last served on 
the Butte, Montana, tourist railroad Neversweat & Washoe. Since that 

railroad ceased operation, the car is seldom displayed. 



combustion engine. The two most important early manufac­
turers were McKeen Motor Car and General Electric. Neither 
company resumed production after World War I. 

The Edward G. Budd Company pioneered construc­
tion of stainless-steel streamlined passenger trains. In 1949, 
it introduced a phenomenally successful line of stream­
lined diesel-electric rail motorcars, called RDCs (Rail 
Diesel Cars). In an era when passenger rail travel was 
declining, Budd sold 398 cars. Perhaps, it was because rail 
passenger travel was declining that railroads sought a more 
economic alternative for smaller numbers of passengers. 
The last great RDC route ran from Vancouver to Prince 
George in British Columbia and the last RDC made this 
journey for BC Rail in 2002. Five models of the RDC 
included combinations of passenger, baggage, and Railway 
Post Office compartments. They could be connected 
together and controlled by a single engineer when needed. 

Budd tried to introduce a replacement, the SPV2000, 
but was unsuccessful. Colorado Railcar Manufacturing, a 
builder of luxurious passenger cars, currently builds a rail 
motorcar, the DMU (Diesel Multiple Unit). Available as 
both single- and double-decked models, they are marketed 
to commuter railroads. 

- ·-,. ' 

Budd RDC cars successfully competed 

with air lines on shorter routes such as the Los Angeles­
San Diego route to which these cars were assigned. 

Self-propelled railcars were not restricted to standard gauge rai lroads. Narrow gauge Galloping Goose No. 5 crosses the Animas River on a 
special excursion on the Durango & Silverton Narrow Gauge Railroad. Several of these vehicles were constructed by the long-abandoned 

Rio Grande Southern to carry both freight and passengers. Their economy of operation was said to have delayed bankruptcy of the Rio Grande 

Southern for decades. 
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T here may be no better memory from the era of great 
passenger trains than eating dinner while rolling 

through the countryside. Those memories start with the 
mellow sound of chimes calling passengers to the dining 
car and continue with a multi-course repast on par with 
dinners in the best restaurants. 

Early railroads did not concern themselves with their 
passengers' need to eat, but as railroads got longer, passen­
gers got hungrier. Even on short trips, delayed trains would 
disgorge famished riders. The knowledgeable traveler 
brought lunch. It wasn't long before entrepreneurs met 
trains at brief station stops and sold food to their passen­
gers. In the 1840s, "news butchers" began roaming the 
aisles of passenger cars selling not only food but also 
books, newspapers, and medicines-any item that a traveler 
might need. 

In addition, restaurants opened near depots. Travelers 
would step out onto the station platform to have their ears 

Frank Leslie's illustrated newspaper, LC-USZ62-14133, library of Congress, Prints and Photographs Div ision 

A dining car of 1870 features gas lamps and inlaid wood paneling. 

Otherwise, it is not too different from a modern dining car. 
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assaulted by the sound of gongs rung to attract attention to 
these dining establishments. Twenty minutes of bedlam 
ensued as passengers rushed to devour a meal. Eventually, 
railroads built their own eating facilities. A small country 
depot would incorporate a correspondingly small lunch 
counter. A large city might merit a railroad-built hotel with 
a dining room for hundreds. Although an improvement 
over the news butcher or platform vendor, eating stops 
were still too short for the passengers and too long for the 
railroads. As train speeds increased, pauses for meals 
became an increasing burden on schedules. 

The first attempts at feeding people on a moving train 
were made in the 1830s with food brought on board from 
trackside restaurants. The first mobile kitchens appeared 
on Civil War hospital trains to prepare meals for wounded 
soldiers. In 1867, George Pullman constructed a hotel car 
that combined sleeping accommodations with facilities for 

A classic scene in a post- World War 11 dining car. 

The china featured the railroad's own custom 

design. The tablecloths and napkins were linen, 
and the waiters wore white. China has become 

one of the most treasured railroad collectibles. 



This cartoon, titled " Five Seconds 
for Dinner," shows the chaos 

typical of a meal stop in the 

early days of railroading. 

The "news butcher" roamed 

trains, selling everyth ing from 

food to magazines. Several 

tourist railroads maintain 

this tradition by selling 
souvenir items in this 

manner. 

A "LIMITED EXPRE Ss :· 
"Five seconds for Refreshments "! 

preparing and serving food. Pullman went on to build the 
restaurant car Delmonico, exclusively for preparing and 
serving food. The Chicago & Alton Railroad operated it. 
Woe to the railroad that was unwilling to lose money serv­
ing superb meals. Passengers would ride another railroad 
that served better food. 

The term "dining car" came into widespread use in the 
last decades of the nineteenth century, although such cars 
were limited to railroads' best first-class passenger trains. 
In the first decades of the twentieth century, food-service 
cars became ubiquitous, and in 1930 over 1,700 dining cars 
catered to famished travelers. 

As soon as a meal was completed, the dining car was 
uncoupled from the train. Not only was it a 100-ton 
anchor on the train's progress but its 10-person crew was 
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UNION PACII=IC RAILROAD 

The logistics of feed ing railroad passengers fresh food was 

staggering. All necessities had to be on the train-a quick trip 

to the local super market was out of the question. Menu item 
preferences were known but food had to be overstocked to 

account for variations in passenger preferences. it's is no 

wonder that food services on trains have always lost money 

and ex isted to attract passengers to the trains. 
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being paid. A dining car might be uncoupled after dinner 
by a westbound train to be picked up before breakfast by 
an eastbound train. Even so, diners were notoriously 
underutilized since they only could be used at the conver­
gence of the railroad's train schedule and the passengers' 
stomach schedule. 

On May 1, 1971, Amtrak became the operator of most U.S. 
passenger trains. Since then, Amtrak food services have run 
the gamut from great to poor to nonexistent. Congressional 
mandates have required Amtrak to not lose money on feed­
ing passengers, despite the fact that privately run passenger 
trains almost always lost money on food service. 

Union Pacific served diners in dome cars on the City of Los Angeles and 

City of Portland. No other railroad offered dining service in a dome car. 

SRtAKfAST 

The Illinois Central's Panama Limited 

dinner, breakfast and drink menus had 

a familial resemblance. The train 

operated between Chicago and New 
Orleans, an impressionistic image of 

wh ich is featured on the drink menu. 
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Ou.r""Clf'ft'efhMiollolf\ln. 

tH"-towaveateveryone, 

But jult b bop and rw .. M ...... 

H• ~and moat fnend!y ~V& 

\\" th.nk tl'!. fireman '• ,ob • .._a_ 

He taw:t. lhe fiN. nnp the bell. 

And ~ the wtnsde mnrily 

To dear the u.ck for J'Ot.l and me. 

ConductoR at_..,. wony 110 

W~wneYa- tr..~nt are n~nnmc Mow 

But th• conductor ..ruSts. Why ~, 

Our tta.n1 are alwa,. an the dol. 

O ur JOllY chef .. ruc:e to 'lu..OW. 
Ho cooks the beSt that ranners crow. 
Col~ it rrom near and tar 
Tot«W you in mechnlf'ICear· 

ut. r.nner Jona. ""wotkf an day 

trnPfO"U'' cr-. and pteh.t~C. baY· 

And ma1unl: quit& a lOt d. fuSI 

SOhecan-.Uh•foodwu• 

A nd ~·ne rncht'! haf!C:IY MW 

1l su• fanntf JOMI. (#11. 

Few ..,..- -.noe we came that way 
She ki'KI"''o'l her rniDl must be G~ A... 

T t.. Pullman porUf"a work • hcht. 

He uted lO poblh ahoet all nachL 

But 01" our a.r-cond..ooned t.noe 

He can' t find dust on .t.od to lhltle. 

T he tnbman wdh h• i\.lcl and bilh~ 

1$ QU•W the f'unniMI oi5Chts. 

ForC!Oiftinl up the aiM. you see 

He k1oka Just like a Chn~rmu tmr. 

A nd men tha waat.rl' mm and ~L 

Who bntlp debaous lood ID eat 

And look' tW balancn ekb m.l 

A• jaunty u a arcut. ldL 

~ct,lt-OU~t. .. says~ blfL, • •• 

"Her* (:OI'nd th:lt nti!rald tn&tl .pan. 

And men thef lit and pop thtU" eyes 

PrcJdu.CU'Iepsolc\IJ'liUf. 

SpiNACH 

The spnach plant& :aD ceWdta 

W~ we se*' a cnte. 

Fe. even tp~nach ta&ta mu<:h fine~ 
When-~ ;nan S. p ()ll'ltf. 

A nd to you ~ g~,~r food oompard 

W 1lh th:nc- pc-pared fof mi1lionairel. 

But hef'f: 1fa soervcd SI }HI v,pense 

To future QueeN and ~ts. 

Voyageur Press collection 

Left and below: The New York 

Central die-cut an espec ially 
attractive ch ildren's menu in the 

shape of its streamlined locomotives. 

Now JUSl bdofe you eat. please look 

A t all the pk:t:ure~ in thiS book. 

lt only takes one httJe mmute 

To mlrOduce the people 1n 1t. 

Left and above: A Southern Pacific ch ildren's 

menu also included job descriptions of the train 

crew and the virtues of spinach. 
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I n 1876, the bankrupt Atlantic & Pacific Railroad's main 
line from St. Louis to the Missouri-Oklahoma bor­

der was sold to the newly incorporated St. Louis & San 
Francisco Railway. A&P would continue to exist west 
of Missouri. 

The St. Louis & San Francisco, known as the Frisco, was 
centered on Springfield, Missouri. Besides its St. Louis 
route, its tracks would reach Wichita and Kansas City to 
the northwest, and Memphis, Birmingham, and Florida 
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tidewater at Pensacola to the southeast. Rails would radiate 
southwest to Tulsa, Oklahoma City, Dallas, and Fort Worth. 

Jointly constructed by the Frisco and the Santa Fe 
Railway, the A&P's line west from Albuquerque was com­
pleted in 1883 to a connection with the Southern Pacific at 
Needles, California. In 1896, the newly reorganized Frisco 
purchased A&P's lines in Oklahoma while the Santa Fe 
bought the A&P line from Albuquerque to Needles. The 
Frisco was merged into the Burlington Northern in 1980. 

In 1947, the diesel­

powered streamlined 

Texas Special was yet 

to come and the 

Frisco, as did all 

railroads, retained 

high hopes that 

passengers would 

return to the rai Is 

after World War 11. 



S lP 

The Frisco's route map appears on a notepad distributed to shippers. 

In 1937, a Frisco Atlantic-type locomotive rests in St. 

Louis. This semi-streamlined look had a skirt below 

the locomotive's running boards (walkways for 
maintenance). The skirt's lines were continued in the 

paint scheme on the tender. 

In 1940, the Frisco's 

all-streamlined, steam­

powered Firefly enters 

the outskirts of Kansas 

City after a run from 

Tulsa, Oklahoma. 

Voyageur Press col lection 
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"Most men who have really lived have had, 
in some shape, their great adventure. 

This railway is mine." 

--JannesJ.liUU, 1912 

James J. Hill began acquiring railroads in 1878. By the end 
of 1890, the Great Northern was operating over 3,000 

miles of Midwestern railroad. The railroad's Pacific Coast 
extension was begun that year and completed in 1893. 

The railroad crossed the Rocky Mountains over the 
undemanding Marias Pass. It would not be so lucky cross­
ing the Cascade Mountains, where switchbacks were later 
bypassed by a 2.6 mile-long tunnel; in 1929, a new Cascade 
Tunnel replaced the old. Trains reached Duluth, 
Minnesota, and nearby iron mines; Sioux City in Iowa; 
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The Great Northern's 

postwar stream lined 

Empire Builder shot from 

Chicago to Seattle in 

a mere 45 hours. The 

railroad's advertisements 

were chock fu 11 of 
adjectives, including 

refreshing, spacious, 

cheerful, gay, and 
charming, to 

describe this train. 

and Billings in Montana, as well as the copper mines of 
Butte. Trains would also reach Oregon and California, 
although extensions into Canada would not last. 

In 1901, the Great Northern and Northern Pacific pur­
chased the Burlington to ensure access to Chicago. 
Regulators refused merger until 1970 when the three rail­
roads and the Spokane, Portland & Seattle became the 
Burlington Northern. 

www .cabincreekcds.com 

A Great Northern 2-10-2 locomotive hisses gently 
at Portland, Oregon, in the autumn of 1949. lt is 

autumn for all steam locomotives, w ith only 

about five years left before steam operations will 
cease on main-line railroads. Since steam 

locomotive driving wheels were fastened to a 

rigid frame, 1 0-drivered locomotives put great 
stress on track structures as they rounded curves. 

A few 12 -drivered locomotives were built for use 
in the United States, but articu lated locomotives 

were more common when more than eight 

driving wheels were needed. To negotiate curves, 
an articu lated steam locomotive's front set of 

driving wheels swivels separately from the rigidly 

attached rear set of driving wheels. 



An EMD F7 streamlined locomotive idles at the Seattle roundhouse 

in February 1970. 

11lott DOME St4U 
11lott SCENIC 1TI.if.a 

In complioM• w~fol ~rol law 
SJonda,d Tlmo k ~OWft In oil wheduM 

lt is 1960 and the clock is ticking on the end 

of privately run rail passenger service in the 

United States. The Western Star duplicated the 

route of the Empire Builder but stopped at many 
more towns and thus had a slower schedule 

from Chicago to the West Coast. 

A double-headed O riental Limited is about to enter Horseshoe 

Tunnel in the Cascade Mountains of Washington. james ). Hill 

understood that the success of hi s railways depended not only 

on colonization of the sparse ly settled lands along his routes, 
but also on the prosperi ty of the settlers who relocated to those 

lands. Thus, he and his railroads were intimately involved in the 

development of farming and ranching. He introduced the f irst 

threshing machine to Minnesota, advocated crop rotation, and 

imported purebred cattle. The Great Northern carried the first 

shipment of M innesota wheat to market. 

Voyageur Press collection 

WAS H INGTON. 
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A n industrial railway carries only the freight and pas­
sengers of its owner. As early as the sixteenth century, 

men were pushing wooden carts on wooden rails in 
German mines. Modern industrial railways might carry 
minerals, agricultural harvests, wood products, or manu­
factured goods: limestone to cement plants, clay to brick­
works, and coal to power plants, for example. Although 
industrial railways frequently have been short in length and 
narrow in gauge, some were and are monumental enter­
prises. Before trucks were suitably large and durable, 
industrial railways were used to construct everything from 
dams to highways. 

Baldwin, Porter, Lima, and other locomotive manufac­
turers built specialized locomotives for various industrial 
uses. Geared locomotives were built to haul trains of logs. 
Fireless steam locomotives were inexpensive to maintain 
and operate, as they were simply periodically filled with 
steam from an industrial plant's stationary boilers. 
Flameproof diesels prevented combustible gases-such as 
the methane in a coal mine-from igniting. Many indus­
trial railways met their demise because locomotives were 
easily replaced by conveyor belts, pipelines, or trucks. 

Classic industrial railways hauled dirt. Here a steam shovel loads that 

commod ity into dump cars that w ill be hauled away by a "dinky," a 

slang term for a very sma ll steam locomotive. 

Not all industrial locomotives were sma ll. Here, a huge Indiana Hill & Iron Range 0-8-0 switcher hauls coa l from sh ips on Lake Michigan to an 

industrial plant in Hammond, Indiana, in 1955. A conveyer wou ld handle the short run today. 
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A year after the Union Pacific, Southern Branch (no 
relation to the Union Pacific) began construction in 

1869 from Junction City, Kansas, to New Orleans, the rail­
road assumed the name Missouri, Kansas & Texas Railway, 
which would be popularly contracted to "Katy." It later 
extended to St. Louis, Kansas City, Topeka, and Omaha. It 
reached Dallas in 1881, Houston in 1893, San Antonio in 
1900, and eventually Tulsa, Oklahoma City, Abilene, 
Galveston, Shreveport, and more. 

Perhaps haphazard expansion-almost 4,000 miles by 
1915-was responsible for the Katy's financial woes. It was 
reorganized as the Missouri-Kansas-Texas Railroad in 
1923. Prosperity was mirrored in its bright yellow cabooses 
during World War II. 

Galvanized by losses from 1957 to 1971, two new pres­
idents abandoned unprofitable lines, rebuilt profitable 
ones, and saved enough cash to purchase new equipment. 
Seventy percent of the railroad's traffic had become bridge 
shipments of unit trains loaded with grain and coal, and 
the line was understandably concerned when mergers 
threatened to reroute these trains off its tracks. The Union 
Pacific absorbed the Katy in 1988. 

This is the cover of a 1950 pocket calendar issued by 

GM's Electro-Motive Division and featuring the Katy. 

The Katy's San Antonio depot was patterned after the 

string of mission churches in the city. lt may have been 

the most beautiful railroad station in the southern 

United States. Sadly, the building was not preserved. 

The Opening of the 
GREAT SOUTH\VEST 

I llm•l f{,,,nr, o( tlw Onf! i" "'"' lh•r i'IOJIIIII'III of t/11• 

MISSOURI-KANSAS-TEXAS RAILROAD 
IIFTTt 11 k. '0\\' \~ TIIF 

KATY 
The Missouri-Kansas-Texas Railroad Better Known As The KATY 
chronicled the history of that railroad in celebration of its centenary. 
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European colonists of North America built log cabins 
for shelter and burned firewood for warmth, but log­

ging companies replaced do-it-yourself harvest of trees. 
Early on, trees were cut near a river and dragged to its banks 
by teams of oxen. Made into rafts, the logs were floated to 
market. In the 1880s, steam "donkey engines" pulled logs 
through the woods by cable. As trunk railroads built farther 
from rivers, loggers found new sources of timber. It was an 
obvious step to replace oxen with locomotives. 

Some early logging railroads made their rails from 
wood. Grades were steep and curves sharp. Trains were 
slow and as soon as the nearby timber was harvested, the 
track was torn up and moved to another stand of trees. 
Since logging railroads usually did not interchange cars 
with common-carrier railroads, their gauge was deter­
mined by whatever used rolling stock could be purchased, 
or by the whim of the owner. Either castoff antiques or 
geared locomotives designed specially for logging service 
pulled flatcars loaded with logs from the woods. 

Three main types of geared steam locomotives were 
produced: the Shay, the Climax, and the Heisler. Each powered 
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all the wheels on their four-wheel trucks with geared shafts, 
eliminating the heavy rods and large driving wheels that 
transmitted power to the rails in conventional locomotives. 
Geared locomotives were slow but powerful. Without large 
drive wheels fixed to the frame, they could negotiate the 
most irregular track. Later, disconnects replaced flatcars. 
These were single, four-wheel trucks and logs were sus­
pended between a pair. The logs themselves became the 
railroad car so that any length logs could be hauled. 

As nearby stands of timber were harvested, new timber 
required still-longer hauls. Large railroad logging opera­
tions developed main-line routes to transport logs from 
the woods and lumber from sawmills. Locomotive builders 
responded to the longer routes. Large articulated Mallet 
locomotives capable of pulling 1 00-car trains were built 
especially for logging companies. 

The last true logging railroad-one that hauled logs 
from the woods-ceased operation in 1957. After that, 
logs were loaded onto diesel trucks and driven to the 
main-line portions of logging railroads. 

Claude Wiatrowski photo 

The first geared locomotive was 

invented by Ephraim Shay, a 

northern Michigan logger. Shay 

locomotives were built by the 
Lima Locomotive Works in Ohio 

and were the most popular type 
of geared locomotives, w ith close 

to 3,000 constructed between 

1880 and 1945. The vertical 

cy linders on one side of the boil er 

drove a crankshaft that was part 
of a line shaft, which powered 

every axle of the locomotive. Slip 

joints and universal joints gave 
the locomotive's trucks complete 

freedom of motion. In order to 
balance the weight of the offset 

three-cylinder engine, the boiler is 

mounted to one side, giving Shays 
a distinct asymmetric appearance. 

The Shay locomotive in the lead 

in this photo is followed by a 
Heister on the Mt. Rainier Scenic 

Railroad in Washington. 



Above: A log train is an excuse for an outing in the Cascade 
Mountains. The well-built wooden trestle indicates this line was 
intended to last a little longer than the average woods line. 

Above right: The first Climax locomotive had a vertica l boiler and a 
gauge of 6 feet w ith concave wheels for operat ion on a "pole road" (a 
railroad using round logs for its rail s). A small vertica l-cy linder engine 
and a line shaft were centered on the locomotive. The verti ca l boilers 
soon gave way to larger horizontal boilers, and the sma ll vertica l­
cy linder engine gave way to more conventionally mounted cylinders, 
parallel to the ax is of the boiler but inclined, as shown here on the 
Mt. Rainier Scenic Railroad. These cylinders drive a cross shaft that is 
geared to a line shaft under the boiler. 

Right: A Heisler geared locomotive has two cy linders arranged in 
a V th at directly power a crankshaft incorporated into a line shaft 
centrally located underneath the locomotive. The 3-foot-gauge 
Sumpter Valley Railway included an SO-mile main line west from 
Baker, Oregon. Two of its locomotives were mammoth arti culated 
types, purchased used from Colorado's Uintah Railway. This wood­
burning Heisler carri es passengers along a restored portion of the 
Sumpter Valley. 

C. L. Wasson, LC-USZ62-101045, library of Congress, Prints and Photographs Division 

Logging locomotives were frequently anted iluvian relics purchased from other rail roads. Not only were they inexpensive, they were small and 
light, perfect fo r operat ion on the undulating track of logging lines. At least one source for this photo identifies this single train of logs as having 
been cut from a single redwood tree. 
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On August 22 , 1911 , the Red jacket concrete road bridge was dedicated near Mankato, Minnesota. A Milwaukee Road passenger train that would 

eventually be replaced by automobiles crossing bridges like this attended the celebration. A classic American-type 4-4-0 locomotive powers this train. 

T he LaCrosse & Milwaukee Railroad was reorganized as 
the Milwaukee & St. Paul Railway in 1863. In 1873, it 

memorialized arrival in Chicago by changing its name to 
the Chicago, Milwaukee & St. Paul Railway. 

By 1901, it had grown to over 6,500 miles, and in 1905 
it began construction of its Pacific Extension. Actual con­
struction cost totaled $235 million when completed in three 
years-an inexcusable quadruple of the original estimate of 
$60 million! An additional $22 million was spent electrify­
ing two sections of the extension, an expense justifiable only 
if many trains ran, but the Milwaukee overestimated traffic. 

In 1928, the railroad was reorganized as the Chicago, 
Milwaukee, St. Paul & Pacific. Bankruptcy followed in 1935 
and later in 1977. The Pacific Extension was abandoned. 

The Milwaukee Road was a railroad in the wrong cen­
tury. Its Midwestern routes were a maze of agricultural 
branches, vulnerable to competition from trucks. A single 
daily freight train rumbled over its expensive Pacific 
Extension. Only its double-track main line between Chicago 
and Minneapolis-St. Paul was a modern railroad. Its route 
map continued to be pruned and in 1986 the Soo Line 
merged what was left of the once great Milwaukee Road. 
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An 1851 locomotive struggles 

across the Wisconsin prairie, a far 

~--~~--~~~~----~------~~~ Q 

cry from the EMD-built diesel locomotives 

that served the railroad's 225-mile Mountain 

Divi sion from Avery, Idaho, to Othello, 

Washington, during World War 11. 
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This photo of a construction train in Idaho's Bitter Root Mountains 

includes two fl atcars of workers leaning on their shovels, one car in 

front of the locomotives and one at the end of the short train. 



Voyageur Press col lection 

0,. IH[ CHICAGO MllWAUk[( tr. SJ PAUL RAIL WA Y 

The line through Washington's Cascade Mountains was one of two electrified 
segments on the Milwaukee Road where passengers sitting on the rear 
observation platform could stay free from the soot and cinders of a steam 

locomotive. 

Claude W iatrows ki co llection 

ON lHt CHICAGO N IL W.AU KH 6 SJ PAUl ~AILWAY 

N ll..ll l't G DIS TR ICT N INN£~POliS Mll't 

During the Industrial Revolution, the M inneapolis M illing District was the subject 
of a postcard in a booklet of sights to be seen along the M ilwaukee Road. 

Voyageur Press co llection 

Built by General Electric, the M ilwaukee Road's Bi-Po lar locomoti ves were 
huge, powerful monsters generating 4,000 horsepower and measuring 76 
feet long. In one public ity stunt, a single Bi-Polar easily won a tug of war 

w ith two large steam locomotives. Frequently pulling heavy trains up steep 

grades at 25 miles per hour, Bi-Polars could run as fast as 70 miles per hou r. 

Claude W iatrowski co llect ion 

· ON lH( CHICAGO Nl l WAUKtt 6 ST P'AUl RAilWAY 

A steam-powered Olympian crosses between M inneapolis and St. Pa ul. 

F. A. Miller, LC-USZ62-1323 17, Library of Congress, Prints and Photographs Division 

A 1 0-car M ilwaukee Road passenger train crosses an unidentified steel bridge in 1914. 
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Voyageur Press collection 

In 1935, Milwaukee Road 

locomotive No. 1 was an Atlantic­

type w ith a 4-4-2 wheel 

arrangement. Underneath the Otto 

Kuhler-designed sheet-metal cover, 
she looked and worked like any 

steam locomotive. The streamlined 

covers may have helped sell 

passenger tickets, but they made 
maintenance much more difficult. 

This image appeared in an ad quoting the personal 
attention the train's steward gave to a mother and 

her infant on a trip from Tacoma, Washington, to 

Chicago aboard the Olympian. 

~ crrr If s•• fUIICisco 
cnr ., tos •••nn • crrr Of '"'UU · cnr Of .,.,11 
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Because the vastly superior view from the classic dome cars was coveted 

by all passengers, full-l ength dome cars like that shown on the right followed. 
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Sex so ld in 1948, just as it does today, although in a more subdued way. The 

Milwaukee Road built Skytop Lounge observation cars that gave the passenger 
an experience similar to sitting on the open observation platform on the rear car 

of older passenger trains. 

A diesel-powered 

freight is stopped at a 

semaphore signal in the 

shadow of Idaho's Mount 
Baldy. The white flags 

designate the train as an 

unscheduled "extra," 

li ke ly operated just to 

take this photograph. 
The horizontal position 

of the semaphore blades 

signals the train to stop. 

The Olympian Hiawatha on this 1947 cover of 

Railroad Magazine is a sign of postwar 
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D uring their early years, railroads were idolized by the 
public. Music about them was similarly positive. The 

1859 "North Western Railway Polka" praised the corporate 
officers of the Chicago & North Western, a far cry from 
today's perception of corporate officers. In the late nine­
teenth century, songs criticized robber barons and their 
activities. Corruption, safety, and high transportation rates 
all were subjects of songs. 

Railroad songs began to be recorded in the 1920s, 
mostly in the categories of hillbilly and race records, with 
instruments such as slide guitars, harmonicas, and fiddles 
used to approximate the sounds of trains. The former 
evolved into country and western music, while the latter 
included African-American blues musicians. The blues in 
particular were a superb vehicle for railroad stories. Songs 
such as "Dixie Flyer Blues," "Railroad Blues," "Casey Jones 
Blues," and "John Henry" were recorded. Who can forget 
the Blues Brothers' 1981 rendition of "She Caught the 
Katy" written by Taj Mahal and Yank Rachell? It was first 
recorded by Albert King in 1971. 

Hillbilly music's railroad spokesman was Jimmie 
Rodgers, "The Singing Brakeman." Rodgers dominated the 
industry from 1927 to 1933 with such hits as "Ben 
Dewberry's Final Run." Subsequently in the country genre, 
The Carter Family and Roy Acuff released versions of the 
"Wabash Cannonball." Johnny Cash sang "Rock Island 
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Line." Steve Goodman's 1970 "City of New Orleans" 
became a modern classic as it told of the end of passenger 
rail in America. In 1974, "Choo Choo Ch'Boogie" was 
Asleep at the Wheel's first hit single. These are just a sam­
pling of the hundreds of "train songs" that populate the 
annals of American popular music. 

Other genres are also represented. Johann Strauss 
wrote "Eisenbahn-Lust-Walzer" (translated as "Railway 
Delight Waltz") in 1836. lrving Berlin penned the show 
tune "When that Midnight Choo Choo leaves for Alabam'," 
And Glen Miller recorded the 1941 swing classic 
"Chattanooga Choo Choo," the first gold record of all time 
with over a million copies sold. Jazz is represented with 
Duke Ellington's "Happy Go Lucky Local" from 1946 and 
Buddy Morrow's 1952 recording of "Night Train." Bernie 
Witkowski's Orchestra recorded "Choo Choo Polka." 

Many train songs were written or adapted for children. 
"Down by the Depot" is a traditional song that this author 
remembers being sung to him by his mother. "Big Rock 
Candy Mountain" was first recorded in 1928 by Harry 
McClintock and later made famous by Burl Ives in 1940. A 
song about hobos, its words were sanitized even for the 
first recording in 1928. Cigarette trees were replaced by 
peppermint trees, streams were running full of lemonade 
and not alcohol "trickling down the rocks;' And twin lakes 
of gin and whiskey gave way to a single basin of soda pop! 

Far left: " I've Been Working on the 

Railroad" is certainly one of the 

most famous songs of the rails. This 

1936 sheet music includes notation 
for Hawaiian guitar as well as 

ukulele and piano. 

left: lrving Berlin 's classic, "When 

That Midnight Choo Choo leaves 

for Alabam'," was published in 
1912, long before railroad songs 

were first popularl y recorded in the 

1920s. it has been recorded 

countless times since. 



Top left: Other than thi s cover image, this 

song's only connection w ith rail roads is a 

father's stated desire to obtain a ticket to 

Tennessee to see his newborn . The lyri cs don't 

even explicitl y mention a ra ilroad ti cket, for 
train travel was the logical choice in 192 1. 

Top right: The 1930 song "Sleepy Town 

Express" is an analogy between ra il road 

operat ions and a child being put to bed. 

Like most songs, thi s one did not survive 

as a classic. 

Right: Sponsored by the Association of 
Ameri can Railroads, "The Railroad Hour" 

presented musica l comedies to Ameri can 

radio audiences from 1948 to 1954. The 

show was hosted by singer and actor 
Cordon MacRae. 

4 aoJ4a nu.ru, of 
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Top left: The Merrill Jay Singers entertain 

w ith 15 railroad songs, including "Big Rock 

Candy Mountain," a hobo's idea of 

paradise. it was first recorded in 1928 by 

"Haywire Mac" Harry McCiintock. Over 
the years, the song became a eh i ldren's 

classic as the original lyri cs, which spoke 

of cigarette trees and lakes of whiskey, 

were changed to peppermint trees and 

soda pop lakes. 

Top right: This album of railroad songs 

includes children's classics such as "Down 

by the Station" and folksongs such as 

"John Henry." 

< 1~ Bottom left: Railroads inspired all types 
of popular music, from country and 

western to big band jazz. Here, Buddy 

Morrow's Big Band plays the classic song 

"N ight Train ." The track is the only 

rail road-themed song on the album of 
the same name. 

Bottom right: Railroad themes have long 

been important to country music and 

legend Johnny Cash recorded many 

railroad songs. This album includes "The 
Wreck of O ld 97" and "Rock Island Line," 

among others. 

All Voyageur Press co llection, except lower ri ght, courtesy Sun Entertainment Corporat ion 
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T he Northern Pacific Railway was the first of the north­
ern U.S. transcontinentals.lts goal was to connect nav­

igation on Lake Superior with that on Puget Sound. 
Chartered in 1864, it had reached only as far as Bismarck, 
Dakota Territory, when the financial panic of 1873 halted 
construction. In 1881, construction resumed under new 
owner Henry Villard and the last spike was driven at Gold 
Creek, Montana, in 1883. Trains detoured over the tracks 
of the Oregon Railway and Navigation Company from 
Pasco, Washington, to Portland, Oregon, until 1887, when 
the Northern Pacific opened its own line to Tacoma, 
Washington, on Puget Sound via temporary switchbacks 

over Stampede Pass. Stampede Tunnel was completed the 
following year. 

In 1896, reorganization put James J. Hill and banker J. 
P. Morgan in control of the Northern Pacific. Hill com­
pleted the Spokane, Portland & Seattle Railway's line on the 
north bank of the Columbia River from Pasco to Portland 
in 1908, again giving his trains access to Portland. 

Attempts at merging the Northern Pacific and 
Spokane, Portland & Seattle with the Great Northern and 
Burlington were thwarted until 1970 when the Burlington 
Northern was created from these roads. 

The attention to detail on the North Coast Limited included ca lor-coord inating train attendants' uniforms w ith the shades of green on the Vista 

Dome passenger cars. The red and black symbol, part of Northern Pacific's logo, is a Chinese representation of the duality of nature, of balance 

between the forces of yin and yang. 

128 CHAPTER THREE 



Challenger-type locomotive 
No. 5133 spouts steam from every 

pore. These 4-6-6-4 locomotives were 
built during World War 11 by Alco and 

weighed 644,000 pounds in working 

order and carried 25,000 gallons of 
water and 27 tons of coal. They were 

the last steam locomotives built for 

Northern Pacific. 

In 1962, streamlined diesel 6701A 
waits to leave Seattle. 

A Northern Pacific motorcar 

with its wind-splitting nose 

and porthole windows must 
have been a symbol of 

modernity in 191 0. The photo 

was probably taken near 

Roslyn, Washington . 
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Three passenger trains meet a ship at the Flavel, Oregon, terminal of the Great Northern Steamship Company in 1915. The Great Northern formed 

the company in 1900. Some of its destinations were in Japan. 

Early passenger cars resembled stagecoaches, with riders 
sitting both inside and on top. Now, in addition to rain 

and snow, hot cinders and soot were hazards for those rid­
ing outside. Passenger cars evolved into boxes with undi­
vided interiors and seats arranged on each side of a central 
aisle. Passengers could walk the length of the car or train, 
use the toilet, or engage in conversations with strangers, a 
social interaction common in the United States that would 
have been scandalous in Europe. 

By the 1840s, the first examples of dining cars, parlor 
cars, sleeping cars, and women-only cars appeared. 
Darkness was relieved by gas lamps that evolved into elec­
tric lights. Coal stoves, which roasted some passengers even 

American Express Train . Currier & Ives. 
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as others froze, were replaced with steam heat provided by 
the locomotive's boiler. 

Railroads also began to name their trains. Initially, the 
name simply described the train's function (e.g., Mail 
Train, Up Train, and Night Express), the train's performance 
(e.g., Cannonball, Fast Mail, and Midnight Flyer), and 
sometimes the destination (e.g., Boat Train and Capitol 
Limited). Even individual passenger cars were named, fre­
quently with geographic names (e.g., Lake Zurich, East 
Youngstown, and Durango). Both cars and trains were 
named for people (e.g., General Palmer and George 
Washington); Commodore Vanderbilt modestly named his 
private car Vanderbilt. 



At first, the popular color for passenger cars was yellow. 
Passenger cars of the Durango & Silverton are still painted 
yellow, although the official name is "Rio Grande Gold." 
New York Central's passenger trains were crimson but 
changed around 1890 to a dark olive green with gold strip­
ing. Archrival Pennsylvania Railroad chose "Tuscan Red" to 
differentiate their trains from the Central's. The name of the 
Baltimore & Ohio's Royal Blue inspired its dark blue finish. 

Somewhere in the Midwest, train passengers must have thought they 

had gone to sea in 1907. Steam locomotives could traverse deep flood 

waters while the traction motors near the wheels of diesel locomotives 
would short-circuit. A steam locomotive fireman once told the author 

that oil-fired steam locomotives would run in even deeper torrents, as 

the oil would float and burn on the surface of the flood water in the 

firebox of the boiler. 

Industrial designers were charged with the task of mak­
ing trains beautiful. In the 1930s, Henry Dreyfuss redesigned 
the New York Central's Twentieth Century Limited and 
Raymond Loewy did the same for the Pennsylvania's com­
peting Broadway Limited. Appearance was considered so key 
to attracting passengers that designers styled the insides and 
outsides of the cars, the locomotives, napkins, dinnerware, 
and nearly everything the train carried. 

Voyageur Press co llection 

Although bunks were a great improvement over sleeping in a seat, 

travelers were sometime stacked three high. On some lines, strangers 

shared the same narrow bunk. An unconfirmed story is that one reason 
General William Palmer decided to build the Denver & Rio Grande to 

a narrow gauge is that the uncivilized practice of sharing a bed with a 

c stranger would be impossible in the narrow cars. 
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Mixed trains offer the economy of running only one train for both 
passengers and freight. In 1916, two mixed trains meet at Fox Station 

along the narrow gauge Tanana Valley Railroad in Alaska. Alternate 

transportation-sled dogs-rest on the snow in the foreground. 
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The dome car was conceived in the mountains and this image shows why. Soon, every passenger wanted to sit in 

dome cars, and full-length domes like this one on the Great Northern's Empire Builder began to appear. 

The copy on the back of this postcard distributed on 
the Chicago & North Western's 400 stream liner 

providing service between Chicago and the Tw in 
Cities stated, "Comfort to the point of luxury! Latest 

type seats-with plenty of room between. Solex 

glassware glass, draftless air-conditioning, Stewardess 

Service, Smoking and Powder Rooms." 
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The copy on the back of this postcard read, "Cozy 
Lounge chairs, card tables, a magaz ine table w ith 

current periodicals, radio, bar, speedometer, and 
all features of the beautiful Observation Lounge 

Car on North Western's Twin Cities 400 

Stream liner between Chicago and 

St. Pau i- Minneapolis." 
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EXTR,. BEDS TO M"KE IN W"RTIME 
1n pcaCC (lme, muhiplc-bctth Bedrooms. 
Compouuncnts, Onwing Rooms w«C often 

~~.~;.;'';!'~.c:.:Jt;'!~.:,-;· :-:~t~~··;::~ 

S,.FETY FIRST, l,.ST, ,.lW,.YS I 
Air brakti uc inspected and fl.llly tested twice at 
the y-,rd • • • and a.,sain at the sution before the 
tn.in Stf.ttS its run. No shonsse of m•npawet in· 
ccrfcrd with that suict New Y01k Unud and 
Interstate Commerce Commiuion rule. 

accommodations to s&ve .., .. , . .-iul tn.in spJCC". 

THEY M"KE ... ClE"N SWEEP 
··untury"' Ot&'Win& Rooms, Sed rooms. 
Compare menu and Roomt:ttcs src 
ncuumiz.cd and thoroughly clc.,ncd 
daily in addition to ~iOdic washmg 
of ru;s and uphobtCIJ· 

WOMEN "T WORK 
With 2~,600 Nt'W' York Vntrd cncnnow in 
uniform, thou»nds of pauiotic women arc 

';;i'~~.~;:p,;~~. ~r~:.~ .. ,~r,.:ri:f; 
whciC tnorc •omen arc nudcd ••"'· Th' IS New York Central 

advertisement stresses 

the difficulty of preparing 

passenger cars for their 

next assignment In . 

1 
· wart1me 

944, 800 New York Central 

passenger tra ins ran each 

day, even w ith a national 

campa ign to curb 

unnecessary travel. 
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A lthough the U.S. Postal Department had a monopoly 
on carrying letters, until1913 it was forbidden to carry 

packages. Entrepreneurs started express companies to 
carry packages via railroads and waterways. The railroads 
themselves also carried packages, but initially shipment 
was slow, handling rough, and security uncertain. 

Large express companies bought small ones. Offices 
were erected in big cities. Small towns relied on railroad 
station agents as express company representatives. Fleets of 
horse-drawn wagons prowled the streets, dropping off and 
picking up express packages. Where a small trunk was once 
sufficient, express companies now had their own railroad 
cars. Since the express companies were the only viable 
alternatives for the movement of money, jewelry, and 
other valuables, train robbers most often blasted open the 
express car first-the primary reason for the holdup. 

In 1913, the Postal Department introduced parcel 
post. Express businesses continued, although wounded by 
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• No standlnc In line. A phone cnll 
to your local Railway EsprNlll 
Acent le ALL you need to do. 
W e clve you a receipt-and ta ke 
a receipt on delivery. Your p:~ ck ­
a"e t ravela at pa~~~~encPr tr:.ln 
IIJ>eed . Shlpplnr har~tes Include 
Collection and Delivery <without 
extra charge) In pr1ncl I ties 
and towns. also liability u 
ror 100 lbR. or less. Swift. "" 
dep •ndnble ser\"lce. 

government competition. When the government national­
ized the railroads in World War I, it also merged the major 
express companies-Adams, Southern, American, and 
Wells Fargo-into American Railway Express. In 1929, the 
86 railroads on which express service was conducted 
purchased this collective express firm, which was renamed 
the Railway Express Agency. 

In 1940, 57,000 Railway Express Agency employees 
worked in 23,000 offices providing service on 12,000 daily 
passenger trains that covered 213,000 route miles! 
Although REA operated water, air, and eventually truck 
routes, it depended on passenger trains as the central ele­
ment of its business model. As passenger trains declined 
after World War II, so did REA. Service was terminated in 
November 1975. That same year, United Parcel Service 
began service to every address in the 48 contiguous United 
States. In an interesting twist, today, UPS trailers are often 
carried piggyback on railroad flatcars. 

Not unlike today's express 

compan ies, REA provided labels 

for specialized shipments. Unlike 

today's advertisi ng, however, ads 

on ink blotters like the one at left 
became obsolete w ith the advent 

of the ballpoint pen. 



Railway Express trucks were familiar sights in most U.S. towns 
for decades. 

Eventually, Railway Express shipped by every transportation mode. 

Nevertheless, it was unable to survive the end of the passenger train 

on w hich it shipped most packages. 

HATCHING EGGS 
HANDLE WITH EXTREME CARE 

DO NOT DROP 
KEEP FROM EXTREME HEAT AND COLD 

Although 23,000 

citi es were served by 
Railway Express, this 

booklet mentions 

limits on pick-up 

and delivery 

services. The cover 

depicts a traveler 

arranging for the 

store at w hich she 

shopped to ship 
her purchase 

home via 

6 Railway Express. 
] 
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Railway Express Agency carts were a familiar sight on depot 

platforms across America. This scene is recreated at the Colorado 
Railroad Museum. 
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H istory has not recorded the name of the first man to 
whittle a wooden likeness of a train for his children. 

Early toy trains were made of wood and cast metal. They 
were pulled or pushed along the floor or down a track. By 
1856, clockwork motors could power tiny trains a few 
times around a loop of track before their spring ran down. 
By the 1870s, even steam was powering some tiny locomo­
tives. All these propulsion technologies still exist today. The 
children of the wealthy played with trains and five com­
mon track gauges varied from almost 5 inches (bigger was 
better) to a mere 1 inch or so (for the poorer of the 
wealthy). Size was of little consequence in a mansion that 
sat on an estate, but as toy trains were marketed to the 
masses, smaller sizes became more common. Size did mat­
ter in a small home or apartment. 

The idea that exploded the toy train market was elec­
tricity. Not only would electric trains run as long as desired, 
but they were remote-controlled so little tots (or Dad) 
could pretend to be real engineers. Isolated instances of 
small electrically powered trains appeared in the 1890s, but 
Joshua Lionel Cowen is credited with giving birth to the 

The 1954 Lionel 

cata log cover 

stressed the 
relationship 

between father 

and son in 

constructing and 

operating a 
Lionel train 

layout. 
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electric train industry. His first product was a simple flatcar 
that looped around store windows to attract customers who 
marveled at an animated display. Soon, customers were ask­
ing to buy the little cars and track. It was a never-ending 
market. Cars, locomotives, stations, roundhouses, tunnels, 
and bridges gave way to animated cars that unloaded milk 
cans or load tiny plastic cattle, all automatically powered by 
electricity. Loops of track encircling Christmas trees 
became elaborate year-round, tabletop layouts. 

Other competitors sprang up but, in the end, only 
Lionel and American Flyer held the American market. 
Lionel trains ran on 0 gauge track, 1 1/4 inches in width. 
American Flyer trains were smaller and ran on S gauge 
track. Proportions of American Flyer trains were more 
like the prototype trains they represented, but Lionel's 
less realistic proportions allowed sharper curves so larger 
layouts with bigger trains could be built in smaller 
spaces. Lionel's combination clearly beat American Flyer 
in sales. Children interested in more accurate replicas of 
trains would grow into adults who practiced scale-model 
railroading. 
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The 1957 American Flyer catalog stressed the rea lism of its trains. 

Bes ides being more rea listic than Lionel trains, American Flyer trains 
were smaller, allowing more railroad to be built in a sma ller space. 

Cardboard tra ins did not cease to ex ist in 

the twentieth century as evidenced by 

this model of a Santa Fe streamlined 

locomotive, shown w ith it's packaging. 

The intergenerational relationships promoted by Lionel advertising 

didn't end w ith Dad but extended to Grandpa, as well. Like Lionel 

trains themselves, these relationships mirrored reality, as multiple 

generations were often employed by the same railroad! 
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Before streetcars, city dwellers lived within walking dis­
tance of their workplace, a grocery store, and their chil­

dren's school. Traveling farther than you could easily walk 
was an inconvenience without renting some form of horse­
drawn transportation. With new technology, however, you 
could shop, work, or attend school anywhere streetcars ran, 
not just in your own neighborhood. Streetcars ran to 
amusement parks in the country (frequently built by the 
streetcar company). They ran to cemeteries, and special 
cars were even outfitted to conduct funerals. Streetcars rad­
ically changed American city life. 

To move urbanites down streets ankle-deep in mud, 
horses pulled small wooden coaches along steel railroad 
tracks. But horses are high-maintenance. In some cities, 
underground cables pulled along cable cars, but the length 
of such lines was limited by the weight of the long cable, 
and all the cars ran at the same speed. Some cities had 
steam dummies, small steam locomotives hidden inside 
wooden coverings that looked like horse cars, a ruse to 
avoid scaring horses. But steam locomotives were also 
expensive to maintain and they rained down cinders and 
soot. The development of electric motors provided the per­
fect form of propulsion for street railways. Nicknamed trol­
leys after the trolley pole that conducted electricity from an 
overhead wire, electric cars were quiet, quick, and pollu­
tion-free. America's first successful trolley system was ener­
gized in Richmond, Virginia, in 1887. 

Starting in New York City in 1867, railroad cars were 
forced onto steel structures elevated above the congested 
street beneath. These steel supports amplified the noise of 
the train, shaded the street from what little sunlight was 
left in the polluted city, and were unsightly. Starting in New 
York City in 1904, street railroads went underground. 
Called subways in the United States, underground railways 
better preserved the quality of life but were much more 
expensive to construct. 

The advent of passenger railways allowed the wealthy 
to commute from their rural estates to offices in city cen­
ters. It wasn't long before electric trolleys were venturing 
beyond city borders to neighboring cities to provide simi­
lar services to the less affluent. Over short distances, the 
electric cars were competitive-even superior-to the 
steam cars. These electric interurban railroads came into 
vogue as the twentieth century began. Some systems grew 
to hundreds of miles. Cities that now long for high-speed 
public transportation once were blanketed with speedy 
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Horse cars were the 

earliest solution to rail transit on the muddy streets 
of American cities. The horse hau led the car uphill and then rode the 

platform as the car coasted back downhill. 

Many cit ies combine new li ght-rai l systems with historic tro lleys, 

attracting both tourists and locals. One such city is Memphis, Tennessee, 

where severa l brightly painted cars provide transportation through 

downtown and along the Mississippi River. The system is being 
expanded to serve the medical center and may cont inue to the airport. 



SIGHT SEEING CAR. OUE8 [C 

Voyageur Press collection 

railcars. Most interurban railways traveled on 
private traffic-free rights-of-way whenever pos­
sible. Where not possible, the railcars shared 
the public streets with automobiles. Longer dis­
tances and their own rights-of-way encouraged 
interurbans to use larger railroad equipment, 
more like the steam railways than trolleys. 
Many lines added freight service, sometimes 
substantial, to increase their revenues. In truth, 
the distinction among trolley lines, interur­
bans, and steam railways (which also operated 
electric propulsion) blurred except in the 
minds of government regulators. 

True or not, one intrepid traveler was sto­
ried to have ventured from Maine to Wisconsin 
using only trolleys and interurbans. The legend 
does not mention the condition of the traveler 
after what must have been days of locomotion. 

A hand-tinted 1900 photo of a New York City elevated train at 11 Oth 

Street shows that steam locomotives once hauled these tra ins. Drip 
pans prevented grease, oi l, and water from soiling unlucky pedestrians 

under the tracks. 

Tiered sight-seeing tro lleys were an enjoyable way to see 
Montreal, Quebec, in Canada's summer months. The 11 -m ile tour 

was 1 hour long and the cars ran every 15 minutes. Note the 

electric lights arranged on the arches above the passengers. 

This small four-wheeled streetcar is a rolling billboard 
of destinations as it travels down New York Avenue in 

Washington, D.C., circa 1890. 

Voyageur Press collecti on, courtesy of BionikMedia Photo l ab, bionikmedia.com 

A Chicago, North Shore & Milwaukee Electroliner wa its at Milwaukee 
to begin its SO-m ile-per-hour run to Ch icago in 1962, one year before 

its last run. An Electroliner is preserved at the Illinois Railway Museum. 
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By the 1939 and 1940 New York World's Fair, the world's 
economies were mending and 44 million people 

attended to experience marvels that included television 
broadcasts. A month before the first season closed, 
Germany invaded Poland. The tension of another world 
conflict must have subdued the merriment during the sec­
ond season. 

extension of the little train running around their 
Christmas trees. Full-size locomotives included the General 

of the Civil War's great locomotive chase. A veteran of 
Nevada silver mining, locomotive Genoa masqueraded as 
the Central Pacific's Jupiter, and the Burlington's No. 35 
was altered to look like Union Pacific No. 119. Together, the 
disguised locomotives reprised the golden spike ceremony 
that had celebrated completion of the first transcontinental 
railroad in 1869. 

Nevertheless, excited children witnessed the Pennsyl­
vania Railroad's huge model railroad-a fantastic 

Voyageur Press collection 
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Twenty-seven eastern railroads jointly sponsored a model railroad layout at the 1939 
New York World's Fair. Decades ahead of its time, the railroad was automated and 

included locomotive sounds. A "performance" began in simulated pre-sunrise 

darkness and ended at dusk. There were 7,000 individual trees, 1,000 buildings, and 

280,000 minuscule railroad spikes that held down 3,500 feet of 0 gauge railroad 

track upon w hich ran 50 locomotives and more than 400 cars. Trackside signals 

utilized 500 red, amber, and green miniature light bulbs, wh ile the lights on each 
train were powered by batteries so they wou ld remain illuminated even when the 

train stopped running. Lakes and rivers contained 7,000 ga llons of rea l water. So 

much wear was expected on the wheels that they were equ ipped with ball bearings 

so they cou ld operate for the duration of the fair. 
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Left and below: In a tradition begun at the Ba ltimore & O hio 

Rail road's 1927 Fair of the Iron Horse, this fl yer depicts scenes 

from the Railroads on Parade Pageant, a theatrica l production 
featuring full-size trains as actors. 
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The East Tennessee & Western North Carolina had abandoned its narrow gauge operations by 1960, when this photo 

was taken, but it still ran standard gauge steam locomotives. 

G. V. "Jerry" Carson photo 

OLD PROBLEMS, 
NEW SOLUTIONS 
142 



T 
he nail in the coffin for long-distance passenger 
trains was the federal government's 1956 decision 
to build the Interstate Highway System. Slow, dan­
gerous, confusing highways were soon replaced by 

safe, high-speed, easy-to-follow Interstates. 
If automobiles and the Interstate Highway System 

started the decline of the long-distance passenger train, 
then surely passenger jet aircraft presided at its final demise. 
The same technological advances that produced postwar 
automobiles also produced trucks that were faster and had 
increased capacity. That same Interstate system gave those 
trucks the smooth, fast routes on which to operate. 
Railroads had once thought that trucks would only be 
short-distance feeders for long-distance freight trains. With 
impediments removed, trucks competed with railroads and 
won freight traffic away from them. 

The outcome was predictable. With declining revenue, 
railroad maintenance and service suffered, causing further 
declines in traffic and revenue. Regulation prevented the 
usual free-market response. Railroads could not reduce rates 
or change routes without permission from the tortoise-like 
Interstate Commerce Commission. A competitive response 
might require a quotation in days-even hours or min­
utes-but the ICC could take years to approve a change. 

Railroad employment had dropped from 1.4 million 
workers in 1946 to a mere 700,000 by 1962. Some of this 
decline can be attributed to the death of steam-powered 
locomotives and the consequent redundancy of the people 
that serviced, maintained, and repaired them. However, this 
steep decline in railroad employment was also a clear sign 
of ill-health of the industry. With fewer employees, the rail­
road now had less political power and less influence on 
everything in America. 

It's not that railroads didn't try to solve their problems, 
but the only avenues open to them were those of reducing 
costs and, even in these areas, they faced regulatory scrutiny. 

THE 100-MILE DAY 
Technology had changed in the diesel age, as had the rail­
roads' operating practices. Hard-won early-twentieth-cen­
tury work rules seemed unreasonable in the mid-twentieth 
century. Railroads argued that the fireman should be 
dropped from train crews, since his main function of tend­
ing a steam boiler had disappeared with the steam locomo­
tives. The unions argued that he served as a backup engi­
neer, enhancing train safety. Trains no longer crept along at 
30 miles per hour and some ran long distances without 
switching cars in or out. Yet, every train stopped at lOO-mile 
intervals to change crews, with every crew receiving a full 
day's pay, even if they worked only two or three hours. 
Some trains still spent considerable time switching cars and 
work days of eight or more hours were still common, 
countered the unions. The railroads argued that crew 

assignments should be flexible; fewer crewmembers should 
be assigned to trains that did no switching and those 
crewmembers should travel farther for their day's pay. Both 
sides had good points. The solution lay in a formula for just 
compensation and safe and reasonable working conditions 
that was compatible with the economic and operational 
realities of the 1950s and 1960s. 

THE URGE TO MERGE 
The earliest railroads were often connected end-to-end, 
forming a longer trunk. But then, railroads began to paral­
lel each other. Why hand over traffic to another railroad 
when your railroad could build a new track all the way to 
the final destination and keep all the revenue? Each railroad 
would, of course, need separate facilities in every city they 
served. Although passenger terminals were often Union 
Stations, shared by multiple railroads, other facilities were 
not shared. Each railroad had its own freight terminal, its 
own yard tracks, its own engine service facility, and its own 
repair shop. As railroad traffic dwindled after the war, par­
allel main-line tracks spent more of their time idle. Yard 
tracks sat empty. Employees didn't have enough work to 
make a full day. Nevertheless, railroads still paid property 
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As World War 11 was ending in 1945, Union Pac ific ran a series of 

" Your America" ads about the states it served. 
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taxes on these facilities that produced much less revenue 
than they once did. 

If two parallel railroads merged, only one main-line track 
would be needed and it would be busier, carrying the com­
bined traffic of both railroads. Only one freight terminal, one 
set of yard tracks, and one locomotive servicing facility were 
needed. There could also be a reduction in managers and 
other employees. The reality was, of course, far more complex. 
The eastern half of the United States was a spaghetti-like bowl 
of routes. Some were busy. Some were not. Shortages of facil­
ities existed in some places, surpluses in others. 

The most memorable merger was that of the nation's 
two most legendary railroads: the Pennsylvania and the 
New York Central. These railroads served the same territory 
and were heavily laden with surplus facilities and employ­
ees. The merger-consummated in 1968-gave birth to 
Penn Central Railroad. In only two years, Penn Central 
went bankrupt, the largest bankruptcy in U.S. history up to 
that time. 

Already wary of a sinking railroad industry, the Penn 
Central bankruptcy sent investors into full retreat. If merger 
of these two railroads caused their downfall, how could 
other lesser railroads-merged or otherwise-be good 
investments? Capital dried up and more railroads filed for 
bankruptcy. 

The human toll was incredible. The early 1950s saw 
reductions in employment as steam locomotives gave way 
to diesel locomotives. This was quickly followed by a gen­
eral decline in traffic that made even more employees 
redundant. Finally, great railroads started going bankrupt 
and legions of railroaders found themselves out of work. 
Workers whose fathers-and their fathers-worked for the 

Courtesy Milton A. Oav is co llection 

This image from a 

1947 ad run by 

the Chesapeake 
& Ohio almost 

had it right. 
lt preached • 

modernization 

to fellow 

railroads but 
modernization 

of their own 

passenger 
services would 

prove to be a 

dead end. 

Voyageur Press collection 

railroad found no hope of ever returning to the iron trail. A 
way of life had disappeared. 

The first discussion of nationalizing the railroads, dur­
ing World War I, was motivated by profitable railroads that 
were too powerful and allegedly uninterested in the welfare 
of the nation that created their wealth. The second discus­
sion, in the 1960s, was motivated by bankrupt railroads that 
had become too weak to assist a nation that needed them. 
Times had indeed changed. 

AMTRAK: THE PASSENGER SOLUTION 
Congress created the National Railroad Passenger 
Corporation-Amtrak-in 1971. Railroads that would 
normally have had to go through a lengthy and uncertain 

passenger train abandonment procedure with the ICC 
were allowed to discontinue all their passenger trains if 
they allowed Amtrak to run trains over their tracks for 
a fee. This arrangement was so compelling that all rail­
roads, except for the Denver & Rio Grande and the 
Southern, agreed to it. Eventually so would the hold­
outs. The railroads were relieved of the burden of 
unprofitable passenger trains and Amtrak paid them a 
fee for rights to use their tracks. Who could resist? 

This New York, Ontario & Western steam locomotive was a Consolidation-type 

with a 2-8-0 wheel arrangement. The railroad was the first major railroad to 

suffer complete abandonment in the post-World War 11 era, with its last train 

operating in 1957. 

Amtrak began its life with insufficient, dilapi­
dated equipment prone to breakdown. Owning none 
of its own track, it paid for the privilege of having its 
passenger trains delayed by host railroads' freight 
trains. It is no wonder it became a national joke. The 
importance of railroads being a network, discussed in 
Chapter 1, came into play. Amtrak had only 200 pas­
senger trains compared to the tens of thousands that 
roamed the rails at the peak of railroad passenger 
service. Through the 1950s, this all-inclusive network 
made railroad passenger service so important to 
America. It was the lack of this network that limited 
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Amtrak's success. Imagine an Internet that allowed only 
200 messages a day, messages that only could be sent at spe­
cific times on a route slowed down by other messages. 
Imagine an Internet with only 500 Web sites (depots). It is a 
tribute to Amtrak that it does as well as it does, given the 
limitations it faces. 

CON RAIL: THE FREIGHT SOLUTION 
In response to the worsening condition of Northeast rail­
roads and their great economic importance to the country, 
Congress created the Consolidated Rail Corporation­
Conrail-in 1974. While technically a private company, 
most of its stock was owned by the federal government. 
Conrail owned and operated six bankrupt railroads. Besides 
the doomed Penn Central, it inherited the Central Railroad 
of New Jersey, the Erie Lackawanna, the Lehigh & Hudson 
River, the Lehigh Valley, and the Reading. It began opera­
tions in 1976. The federal government provided capital 
investment to rebuild track and repair locomotives and 
freight cars. During its formation, the new railroad was 
allowed to abandon or sell money-losing track, something 
its bankrupt predecessors would have found difficult to 
accomplish under the heavy hand of the I CC. 

The Staggers Act in 1980 greatly reduced the regulation 
of all railroads and thus also contributed to the success of ~ 

Q. 

Conrail. By 1981, Conrail's revenue had increased to the ~ 

point where federal monies were no longer required. In fact, ~ 
in 1987 Conrail held the largest initial public stock offering ' 

> 
to that time, repaid its obligations to the federal govern- 0 

ment from the proceeds of that stock offering, and became 
a corporation owned by private shareholders. 

Congress certainly learned a lesson from this period of 
railroad history. Once it was forced to own and 
operate railroads, it began to lift the burden of 
unreasonable regulation on all railroads. The coun­
try learned that railroads, despite being less and less 
visible, were still vital to the well-being of the econ­
omy. Lessons learned about passenger rail service 
are still unclear and that lack of clarity will continue 
through the next chapter-and probably beyond. 

CANADA: A DIFFERENT STORY 
Canada's economy has always been heavily depend­
ent on natural resources, and the expansion of its 
railroads in the 1950s and 1960s was driven by natu­
ral resource industries. While track mileage was e. 
declining in the United States, more track was laid in ~ 
Canada, with the total mileage of Canadian railroads i 
rising to 46,000 miles by 1973 from 41,630 in 1933. ~ 

of the National Transportation Act in 1967, subsidized the 
railroads for most of their losses on passenger operations. 

In 1978, Parliament enacted the Capital Revision Act to 
relieve Canadian National Railways of most of its debt to 
the national government, thus reducing the annual interest 
burden associated with that debt. In return, Canadian 
National was expected to become profitable and pay divi­
dends to the government. Future capital would be bor­
rowed from commercial markets. 

Six years after Amtrak was formed, Canada's passenger 
train services were consolidated into VIA Rail Canada, a 
government-owned company. 

Railroad mergers are graphically illustrated in this line of 

cabooses. All have yet to be painted for their new single owner, 

the Burlington Northern. 

Canadian freight traffic exploded to record lev- £ 
els in the 1960s while passenger traffic plunged. Yet, 
the Canadian government chose to retain passenger 
trains for the common good and, with the passage 

The federal government formed Conrail from bankrupt rail roads of the 

Northeast, an action taken to prevent the collapse of essential railroad services. 
Eventually, Norfolk Southern and CSX jointly purchased Conrail. 
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Canadian Pacific Railway was Canada's first transconti­
nental railroad, cresting three mountain passes: 

Kicking Horse Pass through the Rockies, Rogers Pass 
through the Selkirk Mountains, and Eagle Pass through the 
Gold Range. The last spike was driven at Craigellachie, 
British Columbia, on November 7, 1885. 

The railroad's financial condition improved markedly 
when the government reorganized its debt and provided 
additional funding in response to its assistance in quelling 
the 1885 North-West Rebellion in what is now 
Saskatchewan. The Canadian Pacific reached the Atlantic 
Ocean at St. John, New Brunswick, in 1889, becoming 
the first true transcontinental linking the oceans defin­
ing the North American continent. 

Under a new name, CP Rail acquired full control of 
the Soo Line in 1990, giving CP Rail access to Chicago. In 
1991, CP Rail arrived in New York City by purchasing the 
Delaware & Hudson from Guilford Transportation 
Industries, and in 2001 CP Rail was spun off from its holding 
company and again uses the name Canadian Pacific Railway. 
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The Canadian was a luxury diesel-hauled 

passenger service between Montreal and Vancouver inaugurated on 

Apri l 24, 1955. In 1978, Canadian Pacific transferred all its passenger 

services to VIA Rail, a federal government corporation. 

Locomotive 2238, a 4-6-2 

Pacific, hauled the Canad ian 

Pacific's most glamorous 

passenger trains after its 

construction in 1914. 
Shown here in June 1955, 

its status had sunk to 

hau I i ng a one-car 

freight train through the 

countryside. The white 
flags indicate an "extra" 

unscheduled train, most 

likely because this one­

boxcar train ran only 

when needed. Thirty-n ine 

Class G1 Pacifies were 
constructed, w ith 2238 

being the newest. The 

railroad found the Pac ific 

wheel arrangement very 

useful and built a total of 
498 of them in six classes. 



Switch engine 6968, an 0-8-0, rests with passenger locomotive 127 4, a 4-6-2 Pacific, in the Winnipeg, Manitoba, engine-service fac ility in July 1957. 

A happy couple is about to enjoy a meal traveling on a train along 

Canada's East Coast. 

Twenty-two pages of color photos and text emphasize vacation 
opportunities from the Atlantic to the Pacific. Inside, under the 

headline "Canadian Pacific Spans the World," a listing of its 

enterprises includes railways, steamships, airlines, hotels, 

communications, and express (packages) . 
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T he Chicago Railroad Fair marked the 100th anniversary 
of the arrival of Chicago's first railroad, the Galena & 

Chicago Union. Five and a half million visitors strolled 
down a mile-long exhibit area. The fair ran for two seasons 
of three months each in the summers of 1948 and 1949. 
With this kind of response, it is no wonder that railroads 
believed they could reclaim long-distance passenger travel. 

Exhibits whetted the public's appetite for rail travel. 
The Chicago & Eastern Illinois Railroad created a strip of 
Atlantic Ocean coastline, allegedly near Miami, on the 
shore of Lake Michigan. The Illinois Central built a facsim­
ile of New Orleans' French Quarter. The Rock Island 
staffed an old western dancehall with instructors in the fine 
art of country and western dancing. The Burlington, Great 

Northern, and Northern Pacific staged a rodeo at a dude 
ranch. The Union Pacific's exhibit showcased sights to be 
seen in 11 western states. A joint exhibit by nine eastern 
railroads included a mammoth model railroad and a five­
screen theater. The first season, Denver & Rio Grande 
showed motion pictures in a modern railroad coach; for 
the second season, the motion pictures were moved inside 
a replica of Colorado's Moffat Tunnel, probably because 
the coach could not han­
dle the crowds. 

The largest collection 
of historic steam loco­
motives ever brought 
together was displayed 
on 3 miles of track. 
Many historic locomo­
tives were operated on 
the Wheels A-Rolling 
stage, yet another incar­
nation of the railroad 
musical (see Fair of 
the Iron Horse)! 

WHE~ ... ~~:tmG 
woRDS by BELEN pURCELL MAXWELL 

Above: The Milwaukee Road's 

Ch icago Railroad Fair brochure 

highlighted an aerial view of the 

fairgrounds on its back cover. The 

3 miles of railroad display track 
are visib le at center right in the 

photograph . Above the display 
tracks is the 5,000-seat Wheels 

A-Rolling grandstand facing 

The cover of the Chicago Railroad Fair guidebook for 

1948-the first year of the exhibition-stresses the 

long history of railroading. A streamlined diesel is 

paired w ith a very old wood-burn ing steam 
locomotive, the Galena & Chicago Union Railroad's 

Pioneer. The fair commemorates the 1 OOth 

anniversary of Pioneers first run into Ch icago, the 

first steam locomotive to enter the city that wou ld 

become the nation's railroad hub. The Chicago & 

North Western displayed the Pioneer and a historic 

coach next to a replica of Chicago's first railroad 

station. Pioneer now rests at the Ch icago Historical 

Society museum. 
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the shore of Lake Michigan. 

The pageant was performed 

as many as four times a day. 

Left: As have all rai lroad 

pageants since the pioneering 
1927 Pageant of Inland 

Transportation, the Wheels 

A-Rolling Pageant featured 

music as an important 

element of entertainment. 

This sheet music appears to 

be signed by its composers. 



Railroads have long been associated with Christmas, 
almost surely because the importance of railroads in 

daily life was magnified during this holiday. Trains brought 
Christmas visitors: grandparents, a daughter from college, or 
a son on leave from the war. Sweethearts reunited and a 
long-lost uncle showed up at your door. The railroad 
also brought Christmas presents, and a mailbag dropped 
from that speeding train was full of Christmas cards. 

their pajamas to board the train. As the old passenger cars 
ramble through the countryside, someone will read from 
The Polar Express, while the little ones warm themselves 
with hot cocoa. Perhaps Santa will make an appearance. 

One gift, in particular, embodied the railroads' 
importance to Christmas. Train toys appeared soon 
after the first railroads. Children were thrilled to partic­
ipate in the technology of the age, even if only through 
a folded paper likeness. Many a happy child pushed a 
cast-iron train across the floor. There were train puz­
zles and paint books. Trains were emblazoned on 
building blocks and toys of all kinds. Parents read The 
Little Engine That Could to the smallest railroaders. 
Older children thrilled to reading their own railroad 
adventures in Ralph on the Midnight Flyer. In 1902, 
electric trains were added to Christmas lists. 

Families still lay a circle of track under the 
Christmas tree, and many preserved railroads operate 
Christmas trains. Children show up at the depot in 

A very old train-themed Christmas postcard includes silvered-embossed borders. 

Courtesy Kansas City Southern. Photo by Mike Brunner, Ben Weddle & Associates 

Above: Several rai lroads run Christmas trains for charitable causes. 
Decorated with 10,000 I ights, Kansas City Southern's Holiday Express is a 

volunteer project of employees, vendors, and friends of the railroad whose 

purpose is to enterta in and provide warm clothing for children in need. 

Rudy, the pretend steam locomotive, is shown here. In 2005, the train 

visited 22 towns in eight states. Visitors can tour intri cate train displays in 

three cars of the six-car train and vis it w ith Santa 

Left: This 1950 New York Central ad is ahead of its time with an HO sca le 

train under the tree and not Lionel or American Flyer. 
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T he St. Louis Southwestern Railway was created in 1891 
from the bankrupt St. Louis, Arkansas & Texas. The 

latter railway was born of the 1886 reorganization and sub­
sequent conversion to standard gauge of the Tyler Tap 
Railroad whose narrow gauge cars had carried cotton from 
the fields of Texas to the looms of St. Louis since 1882. 
Nicknamed the Cotton Belt, its trains also served Dallas, Ft. 
Worth, Little Rock, and Memphis. In the 1920s, the Cotton 
Belt was repeatedly sold, first to the Rock Island, then to 
the Kansas City Southern, and finally to the Southern 

Pacific. Not only did the Southern Pacific want the Cotton 
Belt's St. Louis access, it also needed an independent rail­
road to circumvent a 1923 agreement with the Union 
Pacific. As a condition of the Southern Pacific's merger of 
the Central Pacific, it was required to solicit all transconti­
nental traffic for its Ogden, Utah, connection with the Union 
Pacific instead of soliciting traffic for its own line across 
Texas. As an independent railroad, the Cotton Belt could 
solicit transcontinental traffic to be interchanged with the 
Texas lines of the Southern Pacific. 

After the decision to widen the Cotton Belt's gauge, replacement ties were made long enough to accommodate standard gauge track, standard 

gauge locomotives and cars were stockpiled, and an outside sp ike was driven into the longer ties to save time on the day the gauge was to be 
changed. And it was a day. North ofTexas in 1886, 419 miles of 3-foot gauge track were widened to standard gauge in 24 hours. The Texas lines 

would fo llow in earl y 1887. 
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This beautifully produced booklet was published to commemorate the 

Cotton Belt's 75th ann iversary. 

Above and left: Although effective ly a part of the Southern Pacific 

since February 1932, the Cotton Belt reta ined its corporate 

identity and in 1957 produced this substantial 98-page booklet on 

its history, with a cover listing its actua l name: the St. Louis 
Southwestern Railway. 
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Early American railroads were too 
pressed for funds to build shelters 

for passengers. Passengers might wait for 
a train in a nearby store, or better yet a 
tavern. Railroads weren't even sure what 
such structures should be called: depots 
(from a French word) or stations (from 
civil-engineering practice). Although 
station was used more frequently to 
describe a large, ornate structure and 
depot to refer to a petite, humble struc­
ture, the terms were interchangeable. 

Down by the station 
Early in the morning 

See the little pufferbellies 
All in a row. 

order. A crewmember on the locomotive 
reached out with his arm to snatch the 
order without stopping. You can imag­
ine the rush of adrenalin that came 
from standing a few feet from a 200-ton 
steam locomotive pounding through 
town at 60 miles per hour. This play was 
repeated twice for every train since a 
copy of the order had to be delivered to 
the conductor in the caboose as well. 

See the station master 
Turn the little handle 
Puft puft toot/ toot 

Off we go! 

Robber baron owners constructed monumental rail­
road stations after the Civil War. Railroad stations were to 
America as cathedrals were to Europe. Having an ornate 
station as the gateway to a community was a source of civic 
pride that can linger to this day. Many vintage railroad 
postcards are images of those grand railroad stations. New 
York City's Grand Central Station was opened in 1871 with 
a dozen tracks. By 1913, it had exploded to 123 passenger 
tracks on two levels. 

In small, remote towns, the station agent lived in the 
depot. In fact, in a small town, the station agents handled 
all the duties required of the railroad. They were ticket 
agent, baggage handler, and more, but their most impor­
tant duty was receiving telegraphic orders for trains and 
passing them on to train crews. Many orders could be 
"hooped up" without the train stopping. In a breathtaking 
act of bravery, the agent held out a small hoop on which 
was stretched a string to which was tied the written train 

E. M . "Mel" Mcfarl and co llection 
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Railroad depots, especially small-
town depots, were the Internet routers 

of the day, forwarding messages to their destinations. The 
railroads provided lines of communication not only by 
carrying newspapers and letters but also by operating pub­
lic telegraph lines. Telegraph operators provided instanta­
neous knowledge of important national and international 
events. Western Union telegraph operators manned offices 
in large cities, but it was the station agent who interpreted 
Western Union's dots and dashes in small-town America. 

Besides handling the railroad's affairs and conveying 
Western Union telegrams, small-town operators handled 
packages sent though the Railway Express Agency. Before 
the U.S. Postal Service was allowed to handle packages, 
rural America relied on express companies to deliver that 
fancy dress or high-performance plow from the Sears, 
Roebuck catalog. 

Or perhaps today's train brought only a salesman or 
the new schoolteacher. Friends and relatives arrived and 
departed. People hung out. Small boys relished in the activ­

ity and dreamed of becoming 
locomotive engineers. Mom 
and Dad waited for their chil-
dren to visit from the big city. 
Grandpa waited for that train 
that would deliver his new 
horseless carriage and everyone 
showed up to watch it pushed 

A lone Colorado Midland 
locomotive waits by the depot 
at Cardiff, Colorado. 



down the ramp from the flatcar on which it arrived from 
Henry Ford's plant in faraway Detroit. 

The activity that once centered on the railroad depot 
has moved elsewhere. With the exception of a few long-dis­
tance passenger trains operated by Amtrak, Americans are 
most likely to use a railroad station to commute from the 

Robert Craig photo, courtesy Image Archives 

Above: When this foggy photo was taken, this Santa 
Fe depot had been considerably modified from its 

original 1940s appearance and was woefully 

inadequate for Norman, Oklahoma's 1963 population. 

In 1995, its exterior was restored to its original 

appearance but the interior was modified into a 

community center. 

Top right: The Denver & Rio Grande's Glenwood 
Springs depot in Colorado houses a railroad museum 

maintained by the local chapter of the National 

Railroad Historical Society and also serves the Amtrak 

passenger train that follows the route of the original 

California Zephyr. 

Right: The Baltimore & Ohio's 1896 Mount Royal 
Station is now part of the Maryland Institute College of 

Art and houses an art gallery and related facilities. 

suburbs to a job downtown. Many depot buildings are still 
used by railroads as offices, maintenance centers, or for 
freight operations. Some are simply derelict with boarded­
up windows and graffiti spray-painted on their sides. Still 
others are reused as museums, private homes, restaurants, 
gift shops, or municipal offices. 

Claude W iatrowski photo 
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W hen railroads were the principal mode of trans­
portation, little boys first learned of railroading by 

standing trackside to watch the arrival of trains, the water­
ing of locomotives, and other railroad activities. It was not 
unusual for children to be invited into locomotive cabs­
sometimes even for a ride. Growing up in Chicago, the 
author managed a cab ride down the siding that served his 
aunt's coal yard. 

Ralph on the Midnight Flyer, and Ralph on the Mountain 
Division. The other series by the author, Allen Chapman, 
was The Radio Boys. The exciting technologies of the age 
were clearly radio and railroading. 

Before the wizardry of Harry Potter inspired young 
readers, Ralph of the Roundhouse mesmerized children with 
the magic of railroading. This series published in the late 
1920s included nine titles, including Ralph on the Engine, 

Today, railroad museums and some preserved railways 
produce teaching materials about trains and host fieldtrips 
for school groups. The National Railway Historical Society 
offers a summer camp for high school students. RailCamp 
introduces students to railroad history and to current rail­
road practices. The curriculum runs from the skills needed 
to restore antique steam locomotives to careers in modern 
railroading. 

TEACHER'S MANUAL 

In 1956 rai l roads were still visib le enough to society that the Association of American 
Rail roads published the seventh ed iti on of this teacher's kit. A great deal of research 

went into its production and it included: 

A book w ith lesson plans for lower, middle, and upper grades; a chronology of 
American railroad history; a list of the addresses of 115 principal U.S. railroads and a 

huge bibliography including reference materials, children's books, ch ildren's readers 
w ith railroad subjects categori zed by grade level, books of railroad poems and 

rhymes, sheet music and record ings of railroad songs; and sources for motion 

pictures, maps, and other visua l aids. 

56 photographs of railroad activities that cou ld be posted on classroom wa lls. 

A book w ith lengthy explanations of the activities depicted in the 56 

photographs. 
A copy of the booklet " Rail roads at Work" for each student in the class. 

The Association of American Rail roads st ill provides educational materials 

through its website www.ra ilfanc lub.org. 
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The Association of American Railroads produced this comic 
book on the role of railroads in the American Civil War. 

If you are small enough, a rail is just the right height for a seat. 

For many years, a child's only close association with railroads has 

been a visit to a preserved railroad or museum. The author's son, 
Kevin, was just two years old when he sat on a rail at the ghost 

town of Osier along the Cumbres & Toltec Scenic Railroad 

in 1978. 

The Boys Scouts of America still 

offer a merit badge in railroading. lt was earned by 

163,062 scouts between 1911 and 2004. 

This coloring book tells the story of Dick and Sue's transcontinental 
train trip from the East Coast to visit their grandmother in California 

in 1937. 
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S ince the nineteenth century, railroads have transported 
fish for many purposes. As with many food items, rail­

roads have allowed iced fresh fish to be transported longer 
distances. Construction of Alaska's Yakutat & Southern 
Railroad started in 1899. Roughly 10 miles long, it carried 
salmon from a wharf to a cannery. The railroad ceased 
operation sometime in the 1960s and some of its equip­
ment, including its locomotives, are on display in the iso­
lated village ofYakutat. 

Once, hatcheries could only release fish into nearby 
waterways since there was no effective way of transporting 
live fish long distances. The U.S. Fish Commission-which 
became part of the U.S. Fish & Wildlife Service-first 
transported live fish by train in 1874. The commission fur­
ther developed technology to transport live fish and pur­
chased their first railroad car solely for that purpose in 
1881. The tenth and last fish car entered service in 1929. 

State-run hatcheries used fish cars as well. Unlike the 
U.S. government's bureaucratic numbering system, the 
states named their fish cars. Wisconsin's car was the Badger, 
Kansas had the Angler, Michigan had the Attikumain 
(whitefish), and Montana the Thymallus (a genus within 
the salmon family). 

In 1927, construction of the John G. Shedd Aquarium 
began in Chicago's Grant Park and included the first salt­
water exhibits in an inland aquarium. The problem of 
transporting live fish from oceans to the shores of Lake 
Michigan was solved with the construction of the aquar­
ium's own fish car, the Nautilus. A new car, Nautilus II, 
remained in service until1972 when it was replaced by air 
transport. It is now on display at the Monticello Railway 
Museum in Monticello, Illinois. 

Yakutat & Southern 's mightiest locomotive pushes three gondolas of 

salmon up a steep track behind a cannery. 

Fish car Nautilus 11 is displayed at the Monticello Railroad Museum in Illinois. 
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T he Gulf, Mobile & Ohio Railroad was created in 1940 
from the Mobile & Ohio and the Gulf, Mobile & 

Northern. The GM&N connected two gulf ports-Mobile 
and New Orleans-with Paducah, Kentucky. The M&O had 
a roughly parallel route except it continued northwest to St. 
Louis. Close on the heels of World War II, the Alton Railroad 
was added to the mix, connecting St. Louis with both 
Chicago and Kansas City. In 1972, the Illinois Central 
merged with GM&O, creating the Illinois Central Gulf. 

The attractive colors of the 

Alton Route show through 

the grime as a 1 0-car 

passenger train leaves 
St. Louis, Missouri. 

The oldest of GM&O's constituent railroads was the 
Mobile & Ohio, which, in 1850, was sensibly projected to 
connect the port of Mobile, Alabama, with the confluence 
of the Ohio and Mississippi Rivers at Cairo, Illinois. One 
can scarcely imagine more unfortunate timing, since the 
Civil War began just days after the railroad's completion. 
Traffic was indeed scarce on a railroad that connected the 
warring parties! 

Geo. R. Law rence, LC-USZ62-5 1255, library of Congress, Prints and Photographs Division 

Above: Cavalry pose w ith a Ch icago & Alton locomotive identified as 

the world 's largest in 1907. The Alton wou ld be merged into the Gulf, 

Mobile & Ohio in 1945. 

Left: In 1951, a rubber stamp app lied to the front of this timetable 

indicates the Board ofTrade Building was then the highest in Ch icago. 

Passenger services listed inside were somewhat meager. 
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A s early as 1831, the Post Office Department used trains 
to ship mail to towns along the trains' routes. As rail­

roads established a network, the post office began shipping 
mail for forwarding on connecting rail lines. Letters bound 
for the West were forwarded by stagecoach from the rail­
head at St. Joseph, Missouri. W. A. Davis suggested that 
westbound mail could be expedited by sorting the mail on 
the train before it arrived at St. Joseph. The first railroad car 
for sorting mail made its inaugural run on July 28, 1862. 

Two years later, George Armstrong, assistant postmas­
ter in Chicago, suggested widespread adoption of a system 
for sorting mail in railcars. Armstrong drew up plans for a 
Railway Post Office (RPO) car and convinced the Chicago 

Stopping and restarting a fast train made it a slower train, so 

this heart-stopp ing technology was developed to pick up mail 

on the fly. This 1939 cover of Railroad Magazine depicts a 

station agent positioning a mail bag on a mail crane. A 
catcher arm on the side of a Railway Post Office car w ill 

snatch the bag as the tra in passes. 
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& North Western to test his plan between Chicago and 
Clinton, Iowa. On August 28, 1864, the first official U.S. 
Railroad Post Office route was established. 

George Bangs replaced Armstrong upon his death in 
1871. Bangs developed the concept of the "fast mail"-a 
mail-only train with priority over all other trains-and 
convinced the New York Central to begin such a service 
between New York City and Chicago. The Pennsylvania 
Railroad followed with a high-speed mail-only train 
between Philadelphia and Chicago. 

By 1930, over 10,000 trains were carrying the mail in 
the United States. Despite "fast mail" trains, railway mail 
service was largely dependent on the passenger trains in 
which its RPO cars moved. As passenger service declined 
after World War 11, so vanished the mail service. The last 
RPO car made its final run between New York City and 
Washington, D.C., on June 30, 1977. 

Until 1869, U.S. postage stamps featured the images of America's leaders. In 

1869, the Postal Department issued a dozen stamps w ith other images, one of 

which was a railroad image. In 1998, a sheet of 20 stamps was issued 

honoring five of America's famous streamlined trains: the Southern Pacific's 

Daylight trains, the New York Central's 20th Century Limited, the Santa Fe's 
Super Chief, the Pennsylvania Railroad's Congressional, and the Milwaukee 

Road's Hiawatha. 
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The black-and-white postcard is clear ly a photograph wh ile the color 

postcard is a drawing of that photo, including the man standing on 

the boxcar roof. Color photography had yet to be invented and this 

was the on ly means of producing a color postcard. 

H w 3 billion pieces of 
wC:.rtime mail a year 
speed o"er the 
Water l e, el Route 

During World War 11, the New York 

Centra l carried 3 billion letters annually. 

Here, some of that mail is sorted in a 

Railway Post Office (RPO) car equ ipped 
with compartments into which clerks 

place mail for var ious destinations. 

The catcher arm and a mail crane 

are shown, as well as a mailbox slot. 
When RPO cars did stop at stations, 

a slot in the side of the car allowed 

anyone to deposit mail. Part of this car 
is a RPO, wh ile part is used to carry 

the bags of passengers and packages 
forwarded by Railway Express. 
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Railroads are especially efficient transporters of com­
modities wrestled from the earth. Many mines were 

located in remote, inaccessible, spectacular, and often 
mountainous locations. Railroads carried miners and their 
equipment into the wilderness and carried back out the 
wealth they wrested from the earth. 

RAILS TO CARRY IRON 
Perhaps no industry had as much synergy with railroads as 
did the steel industry. The railroads needed steel for rail 
and for locomotives. In order to make that steel, the mills 
needed iron ore and coal-all of which were delivered by 
railroads-requiring yet more rail and locomotives. Steel 
production exploded from 2,600 tons in 1867 to 930,000 
tons in 1879. Although iron mines existed elsewhere, the 
heaviest concentration was around Lake Superior. The 
world's heaviest trains discharged their cargo into ships 
that carted the iron to steel mills also located near the 
Great Lakes. 

RAILS TO CARRY COAL 
Coal was once the chief source of all energy, not just the 
energy source of railroads. Coal-fueled stationary steam 
engines pumped water. Coal-fueled steamships navi­
gated oceans and rivers. Coal provided warmth. Much 
of that coal was wrestled out of the Appalachian 
Mountains and transported by fleets of powerful steam 
locomotives. Wherever coal was mined, railroads were 
essential to moving it to market economically. 
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RAILS TO CARRY COPPER 
Edison's 1879 invention of the electric light bulb marked 
the beginning of the electrical age. In 1895, the first large, 
alternating current power plant was opened at Niagara 
Falls, New York. Alternating current made it possible to 
generate electricity in large, efficient power plants and dis­
tribute it through copper wires to customers thousands of 
miles distant. 

Discovery of low-grade copper deposits in the 
American Southwest was essential to wiring America. 
Development of these deposits required industrial 
processes to extract copper metal from low-grade ore and 
railroads capable of moving the mountains of ore to feed 
those insatiable processes. Steam train after steam train spi­
raled up from just one of many open-pit mines, annually 

Locomotive No. 3 of the Duluth & Iron 
Range Railroad hauled iron ore for 30 years before it 

was retired to display at Two Harbors, Minnesota. 

The Lake Country Historical Society still displays this 

locomotive, along w ith a huge modern articulated 

steam locomotive that hauled iron ore for the 
Duluth, Missabe & Iron Range Railway. 

In June 1979, antique Alco diesel locomotives cross 
Cordon Creek Bridge w ith a load of coal from the 

mines along the Utah Railway. 



disgorging 40 million pounds of ore that would be 
processed into 400,000 pounds of copper metal. 

RAILS TO CARRY GOLD AND SILVER 
It isn't coal, iron, or copper that quicken the pulse, but 
the precious metals of gold and silver. No effort was 
spared driving railroads to the mines that harbored 
these two precious metals. Colorado is the case study. 
Thousands of miles of track-both standard and nar­
row gauge-threaded precipitous snowbound moun­
tain passes, all in the service of precious-metal extrac­
tion. Three railroads served 10,000-foot- high 
Leadville, which first had a gold rush followed by a sil­
ver rush. Silverton-at over 9,000 feet-was served by 
four railroads. One of these lines crested 11,113 feet, 
served champagne in its dining car, and distributed rail­
road passes made not of paper but of gold-good for free 
transportation along its 18 miles! The Cripple Creek 
Mining District included three railroads and two interur­
ban lines connecting the various cities of this 2-mile-high 
metropolis. The local depot could sell you a ticket to Paris, 
France, including the steamship coupons! 

OULUfM. IIDAaA 6 lttOW ltAMOe: RAILWAY CO, DOCK, 
DULUTN, IIIMII.---ea 

Trains of the Duluth, Missabe & Iron Range Railway transferred 
loads of heavy iron ore to ships here at Duluth, from which it was 
transported to steel mills, including those near Chicago and Detroit. 

This photo makes it clear that the Kentucky & Tennessee used the same commodity to power its locomotives as it transported with them. 
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A pair of locomotives on the preserved Virginia & 

Truckee passes a tipple w here gold ore was once 

loaded into railroad cars. 
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Left: The March 1946 cover of Railroad Magazine showed coa l being loaded 

from a mine into wa iting hopper cars. 

Below: A Utah Railway locomotive shares the mounta in scenery w ith a 

leased Union Pac ific locomotive in 1979 at the railroad's yard at Martin , 

Utah. Incorporated in 1912, the Utah Railway, now part of Genesee & 

Wyoming, hauls 60,000 carloads of coal annually. 



A sampler is a mill that processes 

batches of ore from many small mines. 

The Eagle Sampler was in the gold­

mining district of Cripple Creek, 

Co lorado. it was served by three 

railroads, one of which was narrow 

gauge, as you can see by the three-rail 

track in the foreground. 

Above: The scope of coa l-moving operations is evident in thi s 

Norfolk Southern yard full of loaded hopper cars wa iting to be 

emptied into the holds of ships. 

Left: Two Nevada Northern diesels switch ro les as they continue 
the cycle of ta king empty cars into the mine and returning w ith 

cars of copper ore for the mill. 

E. M. "M el" Mcfarl and co llection 
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Electrically powered HO scale trains were introduced to 
the public at the 1933 Chicago World's Fair as accurate 

models of railroads in lieu of the caricatures that toy trains 
represented. HO stands for "Half Oh;' or roughly half the 
size of Lionel 0 gauge toy trains. With a scant 16.5 milli­
meters between rails, smaller HO scale layouts, and the 
locomotives and cars that populated them, could be built 
to more realistic proportions and still fit in average-size 
basements and garages. 

The practice of building breathtakingly accurate repre­
sentations of real trains also began in larger scales like 0 
and in smaller scales like N. In North America, HO and N 
scale model railroads are the most popular. Scale refers to 
the ratio between dimensions of the full-size train and of 
the model. HO scale uses a ratio of 1:87 while N scale is 
1:160. Scale remains constant but gauge may change with 
tabletop model trains. HOn3 trains are replicated at the 
same scale of 1:87 but run on 10.5 millimeter track repre­
senting the 3-foot gauge of actual narrow gauge railroads. 

Hi Rail is a very popular hybrid of accurate scale of 
model railroading and Lionel's three-rail track. Less easily 
derailed wheels and more reliable couplers emphasize ease 

of operation and construction over absolute adherence to 
perfect miniaturization. Proportions of locomotives, cars, 
scenery, and buildings follow the more accurate represen­
tation of traditional model railroads. 

Model trains need not be confined to your basement. G 
gauge trains, sometimes called garden railways, usually 
inhabit an elaborately landscaped area in a yard. With a 
gauge of 45 millimeters, they are roughly 40 percent larger 
than 0 gauge trains, enabling them to cope with flowers, 
rocks, insects, cats, dogs, and even snow blocking their way 
down the rails. Unlike tabletop models, G gauge remains 
constant but scale changes to model different kinds of 
trains. A scale of 1:29 is correct to model a standard gauge 
(4 feet 8 1/2 inches) train on G gauge track, while 1:32 is 
correct to model a 3-foot gauge prototype train. 

Estate railways-also called "live steam" or "grand 
scales"-are constructed by enthusiasts and are most com­
monly laid to gauges of 7 1/2 or 15 inches. Locomotives may 
actually be powered by steam. Gauge is constant and scale 
varies to match the prototype train being modeled. A model 
of a 3-foot gauge train built to run on 15-inch gauge track 
has a scale of 1:2.4. That model train would be 41 percent the 

The relative sizes of different modeling scales are show n, represented by the same standard gauge prototype locomotive. From left to right are Z, 

N, HO, S, and 0 sca le locomotives, followed by the largest, a G gauge diesel locomotive. 
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size of the real train and could certainly do useful work 
hauling ore from a mine! Whatever the scale, actual miles 
of track sometimes enhance the experience of running 
such trains. Some hobbyists work in gauges as wide as 24 
inches, blurring the line between model and real trains. 

Park trains transport people around zoos, carnivals, 
city parks, and other locations, especially where children 
congregate for enjoyment. A few still use real steam loco­
motives-the only choice when park trains first appeared 
in the nineteenth century-but now most are gasoline­
powered. Steam locomotives still operate at Lakeside 
Amusement Park in Denver, Colorado. They are really not 
model trains, since their designers stress cost, reliability, 
capacity, and ease of maintenance over creating an accu-

An HO scale 

Chesapeake & Ohio 

diesel struggles with an 

M KT covered hopper. 
One can guess from their 

green calor that the 

tractors being delivered 
to a miniature farm are 

John Deere products. 

iD ..... ~---...;;. 

rate model of a full-size train. Gauges as small as 10 inches 
were once used, but 15-, 18-, 24-, and even 36-inch gauge 
trains are more common today. The zoo railways in 
Omaha, Nebraska, and Portland, Oregon, are particularly 
impressive, as are the rail systems at Disneyland and 
Disney World. 

MASTER MODEL RAILROADER 
Paul Scoles has been modeling railroads since he was a 
teenager. He has published nearly 70 articles for model 
railroad magazines and has 23 magazine cover photos 
to his credit . In 2004, he was awarded the Master 
Model Railroader certificate by the National Model 
Railroad Association. 

A Monon streamlined diesel 

crosses a creek as a couple 

observes from the rowboat 

beyond the bridge. The 

fishermen in the foreground 

remain intent on their task. 

Hopefully, the train isn't 

bothering the fish! 
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The Pennsylvania Railroad's famous four-track main line is reproduced on Bob Barticek's hi-rail layout. Note the operating signals on the signal 

bridge, one for each of the four tracks. The track itself is three-rail to accommodate a Lionel-sty le electri ca l and w heel system, but there are many 

more ties in an attempt is made to disguise the center rail, and the profil e of the rail itse lf is more like that of an actual railroad rail. 

G gauge (G stands for "Garden") makes larger sca les and larger layouts 

possible. Even landscaping w ith rea l miniature trees becomes a 

component of the ga rden railroad hobby. 

N ick Edwards mans the throttle of hi s E6 Atlantic on the 

7.5-inch gauge Wimberley, Blanco & Southern . 
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Park trains are not a new development. This photo may have been taken at Dreamland on Coney Island more than a century ago. 

Steam locomotive No. 13 is 15-inch gauge and was built by Ken 

Kukuk. Here it is seen taking on water at the Hillcrest & Wahtoke 
Railroad in Reed ley, Ca lifornia. 

Paul Scoles, Modeling & Photography 

11 
~ 
-g 
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"' ~ § Locomotive No. 2 crosses Caliente Bridge, wh ich spans Ca liente Inlet, 

o' an arm of the Pacific Ocean. The Pelican Bay Railway & Navigation 

t Company fi lls most of a 22x46-foot basement with 450 feet of Sn3 

~ track. The designation "n3" means that the train is modeled as if it were 

~ running on narrow 3-foot gauge track. The "S" stands for the railroad's 

"' sca le, "S" being a ratio of 1:64. This scale is the province of master 

builders since little is avai lable from commercia l manufacturers and 
most everything has to be constructed from scratch . Note details such 

as the rivets holding the bridge together, the cut-stone bridge abutments, 

and the detailed needles on the trees of the evergreen forest. 

Train time at Klamath Station bustles 

with activity. The passenger train 
wa its at the platform wh ile 

locomotive No. 9 switches a 

gondola car on the track beyond. 

Klamath is named after an actual 
town in northern Cali fornia. The 

mythical Pelican Bay Railway & 

Navigation Company is set in 
coastal Northern Ca lifornia to 

provide an authentic feeling to 

the modeling. 
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T he first movie featuring a railroad plot, The Great Train 
Robbery, was filmed by Edison's New Jersey studio. 

When film production moved to California's sunny climate, 
railroad scenes were filmed on lines serving Los Angeles. 
Contemporary steam locomotives were made to look old 
by changing their headlights and smokestacks, and by 
dumping firewood on top of their tenders. The studios 
bought their own trains, rented locomotives and cars, and 
even rented entire railroads. 

The Sierra Railroad was built to carry lumber from 
Tuolumne in the Sierra Mountains. Close to Los Angeles 
with varied scenery and railroad equipment of all ages, the 
line was filmed hundreds of times. It was a Sierra diesel that 
smashed that DeLorean automobile in Back to the Future III. 

Shortline Enterprises is headquartered close to the pro­
duction industry at California's Fillmore & Western 
Railway and has provided equipment for television, 
motion pictures, commercials, and more. The 2003 movie 
Seabiscuit was filmed there. 

Old equipment and mountain scenery led many film 
companies to Colorado. Even after the Rio Grande spun off 
its narrow gauge lines, those railroads continued to host 
movies. The Cumbres & Toltec Scenic was the setting for 
the film Indiana !ones and the Last Crusade. 

Today, many preserved railroads solicit filming to aug­
ment meager budgets and the railroad you see in a film 
may be anywhere in the country. 
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Legendary comed ian Buster Keaton starred in the 1927 silent film 
named after the locomotive General that participated in the daring 

but unsuccessful Civi l War railroad raid. 

:g 
a. This purple coach named The jersey Lily starred, along with Paul 1 Newman, in The Life and Times of judge Roy Bean (1972). This photo 

~ was taken on Arizona's White Mountain Scenic Railroad, wh ich 

-g ceased to exist decades ago. You can still ride in the car at the Yuma 

D Valley Railway in Yuma, Arizona. 



In 1903, the Edison 

Manufacturing Company 

produced The Great Train 

Robbery. Some credit this 

12-minute movie as the fi rst 

motion picture with a plot 

rather than just a co llection 

of interesting scenes 

Voyageur Press col lection 

Cec ille B. DeMille directed the epic motion picture Union Pacific about the building of America's first transcontinenta l. This image is the movie's 

recreation of the golden spike ceremony in w hich rails from the East met those from the West. The movie's 1939 world premier was held in 

Omaha, the headquarters of the Un ion Pac ific Railroad. lt drew 250,000 peop le and required that the Nationa l Guard be ca lled out to keep order. 

The movie featured pu rchased or leased Virginia & Truckee Railroad locomotives and cars. This railroad retained a large co llection of espec ially 

o ld locomotives and cars that have appeared in many movies. 
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b
·,ab'est mileage and utmost safety at bigb speeds 

To assure ., , 

"Nlcke\ P\ate Road' uses 
U·S·S MU l\PlE-WUR 

WROUGHl SlEEl 
WHEElS 

T he New York, Chicago & St. Louis Railway was 
founded in 1881 to connect Buffalo with Chicago. It 

was built with cash, perhaps the only major railroad 
financed by this novel method. The origin of its nickname, 
The Nickel Plate Road, may be an 1881 newspaper article 
that referred to the "great New York and St. Louis double 
track, nickel plated railroad." One wonders why nickel and 
not gold or silver! Vanderbilt purchased the railroad, most 
likely to blunt competition with his own New York Central. 
It was sold to the Van Sweringen brothers-Cleveland real­
estate tycoons-in 1916. Acquisitions would extend the 
Nickel Plate as far southwest as St. Louis and give its trains 
entrance to additional destinations in Illinois, Indiana, 
Ohio, and West Virginia. Other mergers were rejected by 
the Interstate Commerce Commission or shareholders. In 
1964, it became part of the Norfolk and Western. 

G. V. "Jerry" Carson photo 

A Nickel Plate passenger train led by a classic pair of Alco PA 1 streamlined diesels races through the Midwestern countrys ide. 
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Berkshire No. 754 roars through Hessville, 

Indiana, w ith a train of perishables in refrigerator 

ca rs. lt is December 1957 and photos li ke this 

w ill soon be impossib le as steam locomotion is 

phased out on major ra il roads. 

Nickel Plate's giant 2-8-4 locomotive No. 756 

meets another of its spec ies in East Chicago, 
Indiana, in 1957. Th is wheel arrangement was 

nicknamed the Berkshire type locomotive and 
the Nickel Plate eventually purchased 80 of 

them. No. 759 was buil t on the same order as 

756 in the mid-1940s and today is preserved at 

the Steamtown National Historic Site in 

Scranton, Pennsy lvania. 

G. V. "jerry" Carson photo 
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T he Norfolk and Western Railway was formed from 
other lines in 1881, though its earliest predecessor was 

the 1838 City Point Railway. Eastbound N&W trains dis­
gorged coal into ships at Lambert's Point near Norfolk, 
Virginia. Westbound, its lines pressed into the coal-mining 
regions of West Virginia and transported "black diamonds" 
to the Midwest via Cincinnati and Columbus. Its trains 
called on Hagerstown, Maryland, and on Winston-Salem 
and Durham in North Carolina. 

Although it electrified 56 miles of its coal-lugging main 
line starting in 1915, its Roanoke shops designed and built 

exceptional steam locomotives and in the early 1960s, 
N&W would be the last major railroad to use steam. 

In the 1950s, most coal started traveling east to the 
Atlantic instead of west to the Midwest and in 1959 the 
N&W merged the Virginian Railway to utilize its easy 
downhill route to the ocean. In the early 1960s, N&W 
began to amalgamate railways, including the Nickel Plate 
and Wabash. The new N &W now included a corridor of 
lines stretching from Buffalo to Kansas City. In 1982, N&W 
and the Southern Railway were combined into Norfolk 
Southern. 
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"Calling all industrialists ... ca lling all factory planners ... " began the copy 
on thi s advertisement to induce companies to locate their plants along the 
Norfolk and Western . 
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When freight trains have to be broken up, ca rs sorted, and new trains put 

together by destination, considerable delays are possible. The Norfolk and 

Western adverti sement above explains that its c lassification yards are fast. 

Procedures are well thought out and there are enough tracks and switch 

engines. Here in Roanoke Yard, switch lists are Teletyped (a n antique 

mechanical device that is a terminal in a primitive data network), and radios 
allow instant communication. 

\ 

Norfolk and Western Class LCl electri c locomotives 

were permanently coupled pairs, weighed 300 tons, 

and generated 3,200 horsepower. 

Many rail roads gave away attractively decorative ink 

blotters to rem ind the user to ship by that railroad. 

A postwar ad trumpets Norfolk and 

Western's crack passenger services, the Pocahontas and the 

Powhatan Arrow. 
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"She came at me in sections, 
more curves than a scenic railway." 

- Fred Astaire in the movie The Band Wagon 

A lthough efforts had been made earlier, North 
America's railway preservation movement began in 

earnest after World War II, when inexpensive old steamers, 
an abandoned branch line, and a dedicated group of vol­
unteers could be combined to start a new preserved rail­
road. Inevitably, private for-profit operators entered the 
arena. Preserved railroads and museums became entertain­
ing and educational tourist destinations. Ironically, this 
tourism was booming, thanks to private automobiles. 
Today, interest in our history has a name, "heritage 
tourism;' and has grown 50 percent from 1995 to 2005. 

The first directory of historic railroad sites was pub­
lished in 1966 with just over 50 listings. The 2005 directory 
lists over 500 in the United States and Canada, including 
preserved railways, trips on main-line railways using his-
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toric equipment, small railroad museums in old depots, 
large museum complexes on acres of land, dinner trains, 
model train layouts, and much more. All have goals of pre­
serving and interpreting railroad history. Visitors experi­
ence railroading as it once was and learn why railway his­
tory is important. 

Keeping antediluvian railroad equipment in good 
repair is a challenge. If a locomotive is beyond repair, it 
may have to be completely reconstructed. Sometimes, a 
very historic artifact is merely stabilized to prevent further 
deterioration. On rare occasions, replicas are constructed 
and run so the original artifact may be preserved without 
further wear. These issues extend not only to locomotives 
and cars, but also to track, bridges, tunnels, depots, round­
houses, water tanks, coal tipples, and more. 

Michael Anderson photo, courtesy White Pass & Yukon Route 

Above: A White Pass & Yukon passenger train crawls along the shelf at 

Slippery Rock w ith the Sawtooth Mountains in the distance. The 

narrow gauge tourist carr ier was completed in 1900 to carry gold 

-;;; seekers to the Yukon for the Klondike gold rush . 
0 

"' 
~ left: The ambiance of the small-town depot can still be experienced at 

f many preserved railways. Here, a Strasburg Rail Road train arr ives at 

~ Strasburg, Pennsylvania, at dusk. 



The Mid-Continent Railway Museum 

A self-propelled railcar 

circles the grounds of the 

Nevada State Railroad 

Museum at (arson City in 
1992. The structure at left is a 

gallows turntable, so named 

for its resemblance to the 

instrument of execution by 

hanging. This motorcar has 

since been returned to its 

original railroad name and 

number: Tucson, Cornelia & 

Gila Bend No. 40 1 built in 
1926. The museum owns 

about 70 pieces of rolling 

stock, many from Nevada 

rail roads, including the 
legendary Virginia & Truckee. 

in North Freedom, Wisconsin, offers a 

turn-of-the-century ambiance. Vo lunteers are particularl y 

expert at the restoration of wooden passenger cars. 

One of the earli est tourist railways in the United States was an 
acc ident. In the 1950s, the Denver & Rio Grande continued to carry 

passengers on its narrow gauge branch-line train from Durango to 
Silverton, Colorado-initially just a few rail fans in the caboose of a 

freight train . Word spread of thi s unique experience and soon the 

railroad had to add a coach, then severa l coaches, then a separate 

passenger train, and then several passenger trains! The Rio Grande so ld 

the line to the Durango & Sil verton Narrow Gauge Railroad, which 

continues to operate it. 
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G eorge Pullman began building the sleeping car Pioneer 
in 1864. Railroads did not queue up to operate this 

heavy, oversized car, but after President Lincoln's assassina­
tion, Mrs. Lincoln asked that it be part of the funeral train. 
For 13 somber days, the train proceeded from Washington, 
D. C., to Springfield, Illinois, with Pioneer in the public eye. 

Pullman sold all kinds of railroad cars but he pro­
vided sleeping cars as a service. Cars were completely fur­
nished, equipped, and staffed by his company. Pullman 
received a surcharge for each passenger and the cost of 
operating and maintaining the car. The division that 
operated cars ultimately was separated from the division 
that constructed them. 

By 1872, more than 500 Pullmans were in operation, 
more than 2,000 by 1893. At the peak of the business in the 
1920s, more than 100,000 tired Americans rested their 
heads on Pullman pillows each night. 

The decline of passenger trains signaled the final years 
of the operating company, which continued until1969 . In 
1987, the manufacturing company was sold to 
Bombardier, a Canadian manufacturer of aircraft and 
railroad cars. 

PULLMAN TECHNOLOGY 
Half of all Pullmans constructed had 12 sections. 
Sections consisted of two seats facing each other for 
daytime travel. At night, the seats were folded together 
to create one bed. A second bed folded down from the 
ceiling, where bed linens were stored. Heavy curtains 
provided privacy. Luggage fit under the seats. 

Later, private rooms were added. Some cars com­
bined sleeping with other facilities-usually a seating 
area where drinks and food were served. 
Combinations of modular components, while still 
standardized, could be assembled to customize a car 
for a particular railroad's needs. Procedures manuals 
instructed employees on everything from folding 
linen to serving beer. 

PULLMAN AND SOCIAL PROGRESS 

but failed to cut rents. After rent was deducted from wages, 
employees returned home with a few pennies for a month's 
work. The union offered to negotiate but Pullman refused. 
Even his fellow industrialists were appalled by his behavior. 
A strike began in 1894 and railroads ground to a halt. The 
strike was broken by federal troops but Pullman's reputa­
tion was ruined. 

Pullman sleeping-car attendants enjoyed the best pay 
and security-and the most adventure-available to 
African Americans in an era when there was little opportu­
nity for those with a different colored skin. 

In 1880, south of Chicago, Pullman began con-

struction of his greatest plant. There, he built :~~=--.;:::.:z::;:~~~~-==s=5~~~:::::J 
homes, churches, libraries, hotels-an entire community 
named Pullman. He rented homes to his employees, sold 
them utilities, and even tried to lease the church. Reacting 
to the financial panic of 1873, he cut wages by 30 percent 
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World War 11 was barely over when 

Pull man-Standard began advertising the streamlined cars it was 

constructing for the Santa Fe's luxurious new passenger services. 



A Burlington & Missouri River Railroad passenger train poses 

for a photo near Custer, South Dakota, in 1891. Here, in the 

w ilds of the Black Hill s, the last car is a Pullman sleeping ca r. 

This railroad was part of the Chicago, Burlington & Quincy. 

Sleeping car accommodations in 1905 were upper and 

lower berths w ith curtains providing some privacy. For 
decades, one of the best careers ava il able to African 

Americans was Pullman porter. 
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THE GEORGE M. PULLMAN 

BE EATH the dome in the 
Travel and Transport Build­

ing at A Century of Progress 
stands the first all-aluminum 
Pullman car. Its name, appro­
priately,is George M. Pullman. 

This latest achievement 
represents three years of 
scientific research and design. 
Engineers, metallurgists, archi­
tects, and artists put their 
ideas into a common melting 
pot, and construction on 

the George M. Pullman was 
begun. 

A steel sleeper weighs t8o,ooo 
pounds. The George M. Pull­
man, with air-conditioning 
equipment, extra large gener­
ator, heavy batteries, and its 
water supply, tips the scales at 
96,980 pounds. Slightly more 
than half the weight, but with 
strength equivalent to all­
steel construction! The two 
trucks of the latest steel Pull-

OLD NUM BER 9 

Using short fo ldout descri ptions, this old Pull man 

brochure details each type of accommodation available. 

..America's girst c.A/1-A/uminum ~leeping Car 

man alone weigh 47,500 Thermostatic control regu­
pounds, or 10,000 pounds more lates the air-conditioning of the 
than the entire first Pullman entire car, cooling it in summer, 
sleeper. warming it in winter, and filter-

"Contemporary," rather than ing the air at all times so that it 
the much abused and loosely is fresh and pure. Each room 
used term of"Modern," defines has its own thermostat. 
the striking design and finish of There are scores of structural 
the George M. Pullman. The improvements throughout the 
car has a modified streamline George M. Pullman. 1ost of 
effect, differing in several fea- them are hidden from view, but 
tures from the standard Pull- all are vital to that supreme 
man. travelluxury- Pullman Service . 

.America's g ;rst Pullman ~leepi11g Car 

This ill ustration is from a brochure distri buted at the 1934 Chicago Worl d's Fair to celebrate Pu llman's 75 th anniversary. 
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"'s~ ~ .,~ "'~ • • • d aelow Are PrOVI • 
d . 1 Illustrate 

the Accommo atoon Double aedroom Cars 
6 Roomette, 4 

The cutaway illustrations in this postwar 

Pullman ad helped the reader visualize some 

of the company's various accommodations. 

The Pullman division that operated 

sleeping cars was separate from the 
division that built them, the latter 

becoming the Pullman-Standard Car 

Manufacturing Company in 1930. In 

much the same way that EMD ran ads 

encouraging consumers to ride trains 

drawn by its stream lined diesels, 

Pu llman-Standard ran ads promoting 

its cars to the traveling public. 
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Railroad resorts were not limited to the West or to 
major railroads. 
Nestled in the Allegheny Mountains, White Sulphur 

Springs was attracting visitors to its curative waters before 
the Civil War. In 1910, the Chesapeake & Ohio purchased 
the property. West Virginia's elegant Greenbrier Hotel 
would develop there and include, of course, its own rail­
road station on the Chesapeake & Ohio. 

When Henry Flagler decided to extend his Florida East 
Coast Railway to the wilderness of southern Florida, he 
had little choice but to build the hotels that his railroad 

would serve in Palm Beach and other destinations. His 
trains reached Key West on a monumental system of 
bridges now traversed by automobiles. 

In 1899, the 30-mile-long Alamogordo and Sacramenta 
Mountain Railroad reached its terminus in the mountains 
of southern New Mexico. A summer resort community, 
Cloudcroft was created along with the Lodge at Cloudcroft. 
The original lodge burned but its 1909 replacement still 
welcomes visitors who want to try their hand at golf at 
9,000 feet above sea level. 

A Chesapeake & Ohio stream liner streaks by the Greenbrier Hotel. The hotel was owned and 

developed by the C&O, whose trains stopped at a station on its grounds. The world-c lass luxury hotel, 
no longer owned by the railroad, gained notoriety when it was discovered that a secret underground 

bunker had been built there to shelter U.S. government officials in case of nuclear war. 
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ALAMOGORDO, N. MEX. Reverse Curve 
Alamogordo lo Cloudcrofl. 

The Alamogordo & Sacramenta Mountain Railroad connected 

Alamogordo, New Mexico, w ith Cloudcroft in the mountains 

via a particularly convoluted track that included this scen ic 

S cu rve, a switchback, and incredible 6.4 percent grades. Its 
destinations were a mountain resort and a connection w ith 

logging railroads. 
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This is the second Lodge at Cloudcroft built 
in 1911 by the Alamogordo & Sacramenta Mountain Railroad 

after a less ostentatious 1899 lodge burned. Still operated as a 

lodge, it outlasted the railroad that built it. 

Daytrips were popular 

w ith both railroads and 

passengers. Destinations 
could be amusement 

parks, sports venues, 
picnic grounds, or a 

circus performance. In 

July 1887, 500 members 

of the First Methodist 

Church of Colorado 

Springs chartered the 

first w ildflower 

excursion on the 

Colorado Mid land. 

The excursions became 

a major source of 
revenue. Here a 1905 

trip poses for a photo 
at ldlewild in 

Colorado's mountains. 
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Motor tours through 
the Indian Country 
planned for Santa Fe 
Railway patrons 

Travelers started and ended their one- to three­

day excursions at the Fred Harvey La Fonda 
hotel in Santa Fe, New Mexico. One trip 

included the cliff dwellings in Frijoles Canyon, 

now part of Bandelier National Monument. 
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left and below: it was not uncommon to send 

Mom and the kids to the mountains to escape 

the hot summers. Vacations and daytrips added 
to the visitors who traveled by train . A Colorado 

Midland trainload of passengers has just arrived 
at Green Mountain Falls along a string of resort 

towns that lined Colorado's Ute Pass from 

Manitou Springs to Cascade to Green Mountain 
Falls to Woodland Park. The Ramona Hotel 

graced the hillside of nearby Cascade. 

TO CANADA 
JmericaJ p/ayyround 

CANADIAN NATIONAl 
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The Canadian National had 23,000 miles of track reaching 

throughout Canada when this advertisement ran between the 

world wars. The ad assures travelers that "Canada is unique because 
it offers modern luxury and primeval adventure side by side." This theme 

of luxury in the wilderness was common in railroad advertising. The Union 

Pacific emphasized the same experience for travelers to Yosemite National Park. 



THE PERFECT VACATIONLAND left: The Burlington's tracks just skimmed the 

eastern edge of Colorado's mountains, but the 
railroad heavily promoted mountain vacations. 

This 54-page booklet encourages mountain 

excursions by rented automobi les and makes 

only brief mention of other railroads' lines into 

the mountains. lt lists hotels, resorts, children's 

summer camps, dude and guest ranches, 
national parks, national monuments, and 

outdoor activities. 

owruo .. Hn O~' l c""uo n 
ll tUON r AC: U IC f AIU.O" O 

Above: In the midst of the Great Depression, the Union 
Pacific purchased 4,300 acres near Ketchum, Idaho, and spent 

$3 million to create Sun Valley, the first self-contained 

destination ski resort in the United States. 

Right: The lzaak Walton Inn was constructed by the Great 

Northern Railway on Marias Pass close to Glac ier Nationa l 

Park. lt is sti ll a flagstop for Amtrak passenger trains. 

Voyageur Press collection 

Below: With no infrastructure on wh ich to draw, 
railroads were forced to build hotels that served 

the great national parks and other attractions 
they promoted. This 32-page Canad ian Pacific 

booklet lists rates and amenities in numerous 

railroad-owned resorts. An interior map includes 
steamship connections to England, Australia, 
and New Zealand. 
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This remarkable photo of the Southern Railway depot at Charlottesville, Virginia, was taken prior to 1916. Passengers- men in suits and ties, 
women in long dresses- gaze down the track, hoping for the prompt arrival of their train. 

T he Southern Railway was chartered in 1894 to consoli­
date railroads operating 4,400 miles of track, which, 

themselves, had a rich history of acquisitions. The new rail­
road's oldest constituent was the South Carolina Canal & 

Rail Road Company, chartered 66 years earlier. With the 
acquisition of a line to New Orleans just before World War 
I, the Southern grew to an 8,000-mile mesh of tracks that 
covered much of the American South. Anchored in several 
Atlantic and Gulf Coast ports, its rail stretched to 
Washington, D.C., Cincinnati, St. Louis, and Memphis. 

also one of two railroads that did not initially join Amtrak 
in 1971 and continued to operate its Southern Crescent pas­
senger train from Washington, D.C., to New Orleans until 
1979. In 1982, along with the Norfolk and Western, it 
became part of Norfolk Southern. Their combined routes 
and trackage rights allow Norfolk Southern trains to prowl 
a region from Miami to Dallas and from Chicago to 
Waterville, Maine. 

In 1953, the Southern became the first large U.S. rail­
road to convert completely to diesel locomotives. It was 
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left: Green was the 

calor of Southern 

Railway trains and 
timetables. In 1960, 

14 of its trains were 

suffi ciently important 

to the railroad to have 
their own names. The 

most important was 
the Crescent, which 

connected Boston 

and New Orleans. 

it traveled over 
Southern Railway 

tracks between 

Washington, D.C., 
and Atlanta, 

Georgia, w hile 
other railroads 

hauled the train 

east and west 
of those cities. 

Voyageur Press collection 
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J in Southwestern Virqinio 
8·2 NaturoJ Tunnc • 

The South Atlantic & O hio built a railroad track through a natu ra l tunnel in 
southwestern Virginia in 1890, which became part of the Southern Railway 
in 1906. This postcard (left) shows a steam locomotive emerging from the 

tunnel and is postmarked 1940. The Southern became pa rt of Norfolk 

Southern and its locomotive No. 9803 (below) is shown traversing Natural 
Tunnel. The surrounding area is now Virginia's Natural Tunnel State Park. 

Norfolk Southern Corp 
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Y ounger Americans identify the golden age of railroad 
travel with the streamliner. The mid-twentieth-century 

competition to attract passengers resulted in many curva­
ceous tube-like trains of perfectly matched cars and locomo­
tives. Splashy color schemes replaced the dark greens and 
reds of clunky old passenger cars. Interiors were smooth 
and modern-the image was of the future, not the past. 

The Union Pacific was first when its three-car alu­
minum streamliner, the M -10000, set sail in February 1934. 
Powered by a gasoline engine, it shot down the track at 110 
miles per hour on a promotional tour. It eventually saw 
service in Kansas as the City of Salina. The Union Pacific 
would build and operate a fleet of these trains, each named 
for a city it served. 

A mere six weeks after the Union Pacific's streamlined 
overture, the Burlington's three-car, stainless-steel, diesel­
powered, 112-mile-per-hour Zephyr arrived. After a 13-
hour, 5-minute nonstop sprint from Denver to Chicago, it 
rolled onto the stage of the railroad pageant at Chicago's 
1934 World's Fair! In September, it starred in the motion 
picture Silver Streak, and November saw it in regular serv­
ice, connecting Lincoln, Nebraska, with Omaha and Kansas 
City. As the Burlington added more such trains, this first 
train came to be known as the Pioneer Zephyr. 

The first M-10000 and the Zephyr both served short 
commercial routes where operational costs of steam trains 
had already become a burden. The new diesel streamlin­
ers-although expensive to purchase-were inexpensive to 

Passengers arrive at Alberta's Banff National Park on The Canadian. The Canad ian Pacific Railway adverti sed the train 's mountain crossing as the 

wor ld's longest scenic dome ride. 
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operate, fast, and reliable. Importantly, 
the public was infatuated with the 
speedy, smooth-riding, nonstop, flam­
boyant streamliners, so much so that 
other railroads-not yet ready or able to 
abandon steam locomotives-applied 
the same design principles to steam­
powered passenger trains. Steam was not 
as fast, clean, smooth, or operationally 
inexpensive, but the trains looked like the 
diesel streamliners. 

T H E D E N V E R 
DIESEL POWERED 

Z E P H Y R S 
STAINLESS STEEL 

c 

] The Burlington's choice of a diesel 
engine and stainless-steel car bodies 
became the standard. To this day, new 
rail-borne passenger carriages, whether 
for long-distance service or high-speed 
commuter lines, follow the streamlined 
principles first set down by industrial 
designers of the 1930s. 

OVERNIGHT EVERY NIGHT Wu tbound 1-:at lbound 8 
between 

CHICAGO ond DENVER 

5:30pm I Lv. Chicogo Ar. A 8:35 om ~ 

1:15om Lv.Omoho. Ar. 12:40om " 
1:10am Ar. Omoho . lv. l l2 :45 am J: 
2:1 2 om 1\r. Lincoln . lv. 11:45 pm >~ 
8:30 om T 1\r, Donvor . lv. 4:00pm 

On October 23, 1936, Burlington's Denver Zephyr set a new speed record for a long-d istance 

nonstop train by reaching Ch icago-1 ,017 miles distant-in 12 hours and 12 minutes for an 

average speed of 83.3 miles per hour. Its top speed exceeded 116 miles per hour. 

Voyageur Press collection 
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The Union Pacific's M-1 0000 was an arti cu lated train, meaning that the locomotive and all three cars were permanently coupled, w ith a single 

four-wheeled truck sharing the duty of supporting the ends of two cars. This reduced the weight of the train (trucks are heavy), but also eliminated 

the flexibility of adding and subtracting cars as needed. A Railway Post Office and a baggage compartment were in the power car just behind 
the cab, and one sleeping car was followed by two coaches. With no dining car, meals were prepared in a sma ll kitchen at the rear of the 

air-conditioned train and served in airline-style trays at passengers' seats. 

This brochure was distributed to those who toured the 

Union Pacific's M-1 0000 streamliner at Ch icago's 

Century of Progress Exhibition in 1934. The 

aluminum speedster was designed in the manner of 

airplanes, using wind-tunnel tests. lt reached a speed 
of 111 miles per hour. 

The Burlington's Twin Cities Zephyr condensed the time between 

Chicago and Minneapolis to a mere 6 1/2 hours. The articulated train 

shown here was one of two built by the Budd Company in 1936 and 
1937. Conventional coupled cars replaced the arti cu lated trains in 

1949 and service ended in 1970. 
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• tted rllbriot«< by Dudcl·• StOrvlu.D" ~ .•. ,..... ~tlrla """ 
~· rQf perforTaMW:e UMi popul1rity oo lhc linn ol tlM: Rode ltl1nd. 

A Roya l Gorge Route Railroad train 

emerges from the 1 ,000-foot-deep 
gorge of Co lorado's Arkansas River. 

The tourist railroad has since added 

dome cars to its trains and the food 
on its dinner train is excellent. A 

reservation and extra fa re w ill get 

you a pl ace in the locomotive cab 
with the engineer. 
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Right: Among the many accommodati ons celebrated in this ad fo r Denver & 

Rio Grande's Ca lifo rnia Zephyr passenger service, the views afforded by the 

train 's Vista Domes are fo remost. 

Below: The General Motors Aerotrain is demonstrated to the Pennsy lvania 
Railroad. The train's light-duty suspension doomed it to fa ilure. The few 

demonstration uni ts that were buil t ended up in commuter service on the Rock 

Island in Chicago. Several times a day, the author would see them streak past the 
campus of the Illinois Institute ofTechnology, where he received his 

undergraduate degree in 1968. 

New L11DUY Service 
for Coach -Fare Travel 
Chicago-Los Allge1es 

Goes into operatum in midsummor 
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A Kansas City Southern trains passes near Clark, Missouri. Courtesy Kansas City Southern. Photo by Mike Brunner, Ben Weddle & Associates 
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T 
he Staggers Act, passed by Congress in 1980, was a 
major milestone in the history of railroad trans­
portation in the United States. Although the 
Interstate Commerce Commission still regulated 

the process, the act authorized railroads and shippers to 
negotiate lower rates for volume shippers. Previously, all 
shippers, regardless of size, would have been quoted the 
rates in published tariffs for the goods to be transported. 
This seemingly simple and obvious concept-lower prices 
for larger customers-was all that it took to not only revi­
talize the railroad industry but also to change its basic char­
acter. Coal, grain, automobiles, and other commodities 
shipped in enormous quantities filled freight train after 
freight train. Gone was the once-ubiquitous boxcar carry­
ing many small shipments, which now went by truck. 

The Staggers Act did not completely deregulate the rail­
road industry and the railroads have continued to lobby for 
more deregulation. On the other hand, shippers have called 
for more regulation. Mergers have distilled the industry 
down to seven large freight railroads, decreasing competi­
tion. These seven are called Class 1 railroads and are BNSF, 
Canadian National, Canadian Pacific, CSX, Kansas City 
Southern, Norfolk Southern, and Union Pacific. Regulators 
must still approve mergers and often require that a newly 
merged railroad give trackage rights to its competitors 
(allow its competitors to use its tracks) . Increasingly 

important short-line and regional railroads sometimes 
provide competition to the largest railroads instead of 
merely augmenting their services. Nevertheless, some ship­
pers will probably always ship via a single track upon which 
the trains of only one railroad operate. It is these shippers 
that are likely to continue lobbying for increased regulation 
of rates. 

In 1995, the ICC Termination Act replaced the 
Interstate Commerce Commission with the Surface 
Transportation Board. As of early 2007, two primary enti­
ties regulate railroads in the United States at the national 
level. The Surface Transportation Board (STB) regulates 
economic matters, including rates and service disputes, as 
well as restructuring issues such as mergers, new railroad 
construction, and railroad abandonments. The Federal 
Railroad Administration (FRA) was created by Congress in 
1966 and is concerned primarily with safety issues. Its for­
mation also consolidated government support of rail trans­
portation into a single agency. 

Before the Staggers Act, railroads were in the business of 
carrying anything anywhere for anybody. After the Staggers 
Act, railroads found prosperity in the 1990s by doing what 
their technology does best: carrying commodities between 
specific terminals for large shippers. Unit trains move a sin­
gle commodity from one shipper to one destination. 
Increasingly, merchandise is carried in standardized con­
tainers or in trucks placed directly on railroad flatcars. 

In 2003,44 percent of the tonnage and 21 percent of the 
revenue of the seven Class 1 freight railroads was derived 
from the movement of coal alone! Other major commodi­
ties carried by railroads include chemicals, agricultural and 
food products, minerals and ores, petroleum, lumber and 
wood products, waste and scrap, metals, paper, containers, 
and motor vehicles including automobiles. 

GOODBYE CABOOSE 
It wasn't many years ago that the author's children were 
waving at the crew in the caboose bringing up the rear of 
every freight train. They always received a friendly wave 
back. Except in railroad museums, this simple pleasure is 
now gone. In the 1980s the superfluous caboose was 
replaced on virtually every train by the end-of-train device. 
The ETD comprises a strobe light to mark the rear of the 
train and a radio link to the locomotive's cab. The radio link 
tells the engineer if the end of the train is moving and the 
value of the air pressure in the brake line. Hardly as roman­
tic as the caboose, the ETD is much lighter than a caboose 
and requires much less maintenance. 

Norfolk Southern is a large exporter of coal via its Atlantic coastal 

facility at Lambert's Point in Norfolk, Virginia. lt operates close to 

22,000 miles of track in the eastern United States and Canada. 
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Led by five diesel locomotives, a Buffalo & Pittsburgh Railroad train becomes part of the autumn colors. The railroad operates 750 miles of track 

in Pennsylvania and New York. 

Crews on freight trains that run directly from one ter­
minal to another have been reduced down to three or even 
two. New locomotive cabs are designed to be more com­
fortable for crewmembers, all of whom now ride there. 

SHORT LINES AND REGIONALS 
With the Staggers Act, Congress hoped that a more rational 
process would relieve the railroads of the burden of unprof­
itable track and that smaller railroads would spring up to 
profitably operate track that the larger railroads could not. 

The railroad system has always included small rail­
roads, collectively termed short lines. Many fell by the 
wayside or were absorbed into larger railroads. The 
Staggers Act reversed the direction of that trend and more. 
Not only were "short" railroad tracks sold to new opera­
tors but longer networks of railroad track were sold, lead­
ing to a new descriptive term: the regional railroad. 
According to the definition used by the Association of 
American Railroads, regional freight railroads are those 
with at least 350 miles of main line and less than $40 mil­
lion dollars in annual revenue. In 2007, there are about 30 
regional railroads. Railroads smaller than this, as well as 
switching and terminal railroads, are colloquially called 
short lines and there are a little more than 500 railroads in 
this category. 
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Many industries along regional and short-line tracks 
could not continue to operate without railroad connec­
tions, trucks being either too expensive or technologically 
incapable of moving certain raw materials or products that 
are manufactured there. 

Entrepreneurs saw advantages of scale to owning multi­
ple short lines and regionals. Holding companies that own 
multiple railroads, sometimes in many countries, created 
yet a new type of railroad entity. RailAmerica operates 43 
railroads with 8,800 miles of track in the United States and 
Canada. Pioneer Railcorp operates 16 railroads in eight U.S. 
states. OmniTRAX has 11 railroads in six U.S. states and 
three Canadian provinces. Ohio Central has 10 railroads 
totaling 500 miles in two U.S. states. Gennesee & Wyoming 
operates 12 railroads in the United States, three in Canada, 
one in Mexico, three in Australia, and one in Bolivia. 
Railroad Development Corporation operates the 623-mile 
regional Iowa Interstate Railroad plus railroads in South 
America, Central America, Africa, and Europe! 

CONRAIL AND AMTRAK 
No examination of the current state of railroads can ignore 
the U.S. government's involvement in Conrail and Amtrak. 
The Conrail story has been finished. The railroad was suffi­
ciently successful that it was jointly purchased by Norfolk 



A calm day enhances the reflection of this Arkansas, Louisiana & Mississippi train between Monroe, Louisiana, and Fordyce, Arkansas. 

Southern and CSX Corporation in 1998, a continuation of 
the trend toward bigger but fewer railroads. Conrail still 
exists as a switching and terminal railroad that operates for 
the benefit of its new owners. 

Amtrak is another story. After Penn Central collapsed, 
Amtrak was given the important electrified line from New 
York City to Washington, D.C., a line once owned by the 
Pennsylvania Railroad. Its high-speed trains on this route 
successfully compete with airlines between these two cities. 
Amtrak has partnered with many states to provide critical 
and successful railroad service within those states. In 1992, 
its revenue covered 79 percent of its operating expenses, 
which was as good as any passenger railroad service in the 
world. Yet, it is an easy political target for proponents of pri­
vatization. The U.S. government has at best been indifferent 
and at worst hostile to Amtrak. Currently, there is a critical 
need to repair equipment that is broken beyond the point of 
usefulness and to purchase new rolling stock. Except for 
money from the states, there has never been any funding for 
network expansion, critical to the viability of passenger 
service. Amtrak's long-term success requires that Congress 
appropriate money for all these purposes and subsidize 
operating losses. 

FUTURE TECHNOLOGIES 
Development of railroad technology continues in North 
America. The satellite-based Global Positioning System is 
used to establish the location of trains. Equipment for 
the essential but difficult and expensive tasks of track 
maintenance is becoming more and more automated. 
Concrete replaces wood cross-ties on heavily used track. 
The Association of American Railroads operates the 
Transportation Test Center-a facility owned by the 
FRA-in Pueblo, Colorado. Much new railroad technology 
originates in the private sector, though. Among the newer 
developments from the private sector are low-emission 
diesel locomotives. 

MERGERS AND PRIVATIZATION IN CANADA 
As a counterpart to the Staggers Act in the United States, the 
Canadian National Transportation Act of 1987 introduced 
similar but not as far-reaching reforms. Both Canadian 
National and Canadian Pacific emphasized their railway 
roots by selling non-rail businesses and acquiring addi­
tional railroad track, much of it by purchasing U.S. rail­
roads. While the major Canadian railways were expanding 
into the United States, they were selling off unprofitable 
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Mobile gantry cranes load and unload containers from double-stack cars in a Norfolk Southern train. 

Canadian branch lines to new short lines. As in the United 
States, some Canadian lines would never be profitable, 
including the Canadian National's narrow gauge tracks in 
Newfoundland, which were dismantled in the 1980s. As 
Conrail was privatized in the United States in 1987, 
Canadian National was also privatized in 1995. In an inter­
esting twist, now-private Canadian National assumed oper­
ational control of provincially owned BC Rail in 2004. In 
some ways, Canadian railroad history has been similar to 
that of U.S. railroads but delayed in time. Although trends 
in Canada-as in the United States-have clearly been 
toward privatization, the Canadian view of its railroads is 
still different from that of the United States. 

SUCCESS AND THE INVISIBLE RAILROAD 
In 2003, railroads employed 154,000 people, a mere 8 1/2 
percent of their peak employment of 1.8 million in 1920. 
Yet in 2003, U.S. freight railroads moved four times the 
amount of freight (but only a fraction of the passengers) 
they moved in 1920. 

While reasonable profits are critical if railroads are to 
attract new investment capital, freight railroads have 
become invisible to most Americans. With so many fewer 
employers, you are unlikely to have a railroader as a neigh­
bar or customer. As rural track is abandoned and disman-

194 CHAPTER FIVE 

tled, rural America relies more on trucks. New track is still 
constructed, but for the purpose of increasing capacity 
along major trunk lines or serving new major traffic sources 
such as coal mines. Although most of us pay electric bills 
and purchase automobiles, we don't recognize that we pay 
less for electricity because railroads are efficient coal­
haulers or that we pay less for automobiles because rail­
roads move steel to automobile plants and move finished 
automobiles across the nation. The manufactured goods 
with which we most closely identify arrive at our local stores 
on trucks, but those goods may have traveled part way to 
their destination on trains 

So while railroads are still important to us, they have 
become invisible to most Americans. The author some­
times wonders how a 10,000-ton coal train can be invisible. 
A television reporter asked a man if he thought railroads 
were still important. The man replied that he didn't even 
know we still had railroads. They were standing next to the 
railroad track! 

Perhaps, it is this invisibility that has sparked our inter­
est in railroad history, with hundreds of preserved railroads 
and railroad museums in North America. Americans won­
der at the romance of the rails and the intimacy we once 
had with iron monsters on steel track hauling wooden cars 
to every town. 



A Great Western Railway train crosses the highway in the frosty Colorado darkness. 

A Canadian National train passes the Chicago skyline. The acquisition of the Illinois Central allowed Canadian National trains to 
pass through Chicago all the way to the Gulf Coast. Locomotive No. 5748 was built as an EMD 5075 in 1997. 
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I n North America, the earliest railroad paintings showed 
trains coexisting with idyllic scenery, a way to experi­

ence America's natural enormity. When the trains came to 
the fore, they were often sparkling parodies of reality. 
Starting in the 1920s, the railroads began to exploit the 
power of art in their advertising. Today's railroad art is 
most likely to be purchased by railroads, private collectors, 
and museums. 

There were and are so many great railroad artists, any 
list is bound to offend someone by omission. Otto Kuhler, 
Grif Teller, Gil Reid, Leslie Ragan, Bob Jensen, Mike 
Kotowski, Ted Blaylock, Larry Fisher, John Bromley, Ted 
Rose, Gil Bennet. One of the most prolific and expert of all 
railroad painters was Howard Fogg, whose paintings deco­
rate everything from playing cards to book covers. Perhaps 
he is best known, however, for works reproduced on 
Christmas cards published by Leanin' Tree. An entire room 
is devoted to Fogg's original paintings at the Leanin' Tree 
Museum of Western Art in Boulder, Colorado. 

John Hugh Coker. 

196 CHAPTER FIVE 

JOHN HUGH COKER 
A former steam locomotive engineer on both the Durango 
& Silverton and Cumbres & Toltec, John Coker has special 
insight into his subjects. Playing with his Lionel train set 
primed him to ask his mother to spend an unforgettable 
day riding the extensive Los Angeles trolley system just 
before it was abandoned. An excursion on the Southern 
Pacific's Sunset Limited was made more memorable by a 
porter who let him watch the desert pass from an open 
Dutch door. School in Denver included a summer job on 
the Cumbres & Toltec, and long mountain winters gave 
him the opportunity to hone his artistic skills. He has been 
a full-time artist since 1995, with a long list of book and 
magazine cover illustrations and private commissions to 
his credit. John lives on an 1890 homestead near Durango, 
Colorado, overlooking the New Mexican plateaus and 
counts this culturally and visually diverse location as a 
major inspiration to his work. While his first love is trains, 
his work has expanded to include landscapes and ghost 
towns. You can see more of his work at www.rrart.com. 



Southern Pacific No. 18 is turned at Laws, California, on September 1, 1952. 
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The co lorful 49er passes the depot at Echo, Utah, in about 1939. 
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Previous pages: The Rio Crande Zephyr is Denver-bound outside of Rollinsville, Colorado. 

610 East of Big Spring. 
Clinton M. Brown, Jr., col lection, original painting by John Winfield 
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JOHN WINFIELD 
In the 1950s, the largest, most modern, last-generation 
steam locomotives toiled next to the first-generation diesel 
locos. It is this transition that inspires John Winfield. Not 
only were technologies intermingled, but mergers had not 
yet eliminated much of the individuality of American rail­
wading. The lighting techniques that John developed while 
painting landscapes-starting as a hobby in 1988-became 
unique elements of his railroad paintings. Many of John's 
paintings are available as truly exceptional prints, since 
John is also a professional printer and owns his own com­
mercial printing company. He reproduces his own work 
with special techniques and, of course, under the direct 
supervision of the artist! His paintings have been pur­
chased by railroads as well as private collectors. You can 
view his work in public collections nationwide, on the covers 
of several books, and at www.WinfieldRailArt.com. 

SP SD-45X Locos near Verde, Nevada. 

Overleaf: Super C. 

John Winfield. 

Vern Simpson collection, origina l painting by John Winfield 
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Trains changed its name briefl y in the 1950s to attract 

riders and join the expected boom in railroad passenger 

service that never materialized. This spectacular cover 
shows Norfolk and Western compound arti culated 

2-8-8-2 helping push a coal train out of a tunnel near 

Welch, West Virginia. 
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Railroad unions published 

their own magazines. 
Articles in this issue 

were divided into nine 

categories: Technica l, 

Industrial, Brotherhood, 

Cooperation, Safety Fi rst, 
Health, Verse and Fiction, 

Miscellaneous, and 
Ladies' Soc iety. 

Railroad Magazine had already changed names tw ice by the time 

this January 1939 issue was published. it was formerl y Railroad 

Stories and Railroad Man's Magazine. it included nonfiction 

arti c les on railroad subjects, true stories of railroad adventures, and 
railroad-themed fi ction. Regular columns included book rev iews, 

model railroading features, and pieces about special excursions. 

The October 1954 issue of 
Model Railroader featured jack 

Alexander's railroad on its cover. 

The small amount of standard 

gauge track on the right ex ists 

only to provide an interchange 

to the majori ty of the model 

ra ilroad, which is based on 

a narrow gauge prototype. 
A "ga llows" turntab le is in 

the foreground, w hile a 

water tank can be seen in 

the background . Inside is an 
artic le titled "Narrow Gauge 

in Buffalo" about a cl ub that 

operated both standard and 

narrow gauge railroads in 

both HO and 0 sca le. 

Model Railroader is the 

pioneer magazine for 

modelers and today is read 

by more model railroaders 
than any other magazine 

on the subject. 



Grand Scales Quarterly is devoted to modeling in 

gauges of 12 inches and w ider. 

Even in 1954, full­

ca lor covers were 

rare on rail road 
magazines. Railroad 
Model Craftsman's 
decision was 

probably made to 

allow the back cover 

to be printed in ca lor 

as well. The back 

cover has artwork for 

an HO sca le old-time 
cafe that cou Id be 

cut out, pasted to a 
cardboard substrate, 

and glued together 

into a model 
building. 

TU:e your choice 

rwo.srou~ 

1'IIE mU: VIEW 1'RAJN 
... ... Pl9• 2 ! 

Unlike other magazines, Trains appeals to 

railroad workers, railroad management, railfans, supporters of passenger 

rail , rail shippers-virtually every constituency related to railroading. The 
electric locomotive on the cover makes it c lear that steam w ill soon va nish 

from the rai ls. Photos of steam locomotives inside the magazine are mostl y 

"where you can still find steam locos running," w hile diesel and electric 

locos are presented in arti c les about modern railroading. Two of the most 

interesting steam photos are one of the Denver & Rio Grande narrow gauge 

and the Southern Pac ific narrow gauge, documenting the end of two 

obsolete technologies. 

~~~GAZETTE 
Accurate lnfomraUon for Fine Mode/building - July/ Aug 2005 

$$.9$t~iled sr .. rn - I 1.9.J C.""""'- - $6.9J otMr cou .. tne. 

Na rrow Gauge & Short Line Gazette features arti c les 

for those who model prototype rail roads in the 

magazine's titl e. This often involves scratch-building 

models to the highest standards. This cover is a G 
gauge, 1 :20.3 scale model of a West Side Lumber 

Company, 3-foot-gauge Shay locomotive. 
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I n 1917, the Canadian government consolidated the 16 
railroads it operated under one name incorporated as 

the Canadian National Railway in 1919. By 1923, the 
Grand Trunk Pacific and Grand Trunk would be added to 
the puzzle. 

In 1995, private investors purchased the railway from 
the Canadian government, 
and in 1999 the Illinois 
Central was merged into 
Canadian National. The com­
bined railroads' routes would 
offer a three-pronged attack 
on major seaports connecting 
the Atlantic and Pacific Oceans 
with the Gulf of Mexico. 

In 2001, the Wisconsin 
Central was folded into 
Canadian National, and Great 
Lakes Transportation was 
added in 2004. Great Lakes 
Transportation included the 
venerable old railroad names 
of the Bessemer & Lake Erie 
Railroad and the Duluth, 
Missabe & Iron Range Railway, 
both intimately involved in 
steel production. 

G. V. "Je rry" (arson photo 
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In 2004, CN, the new name of Canadian National, pur­
chased the assets of BC Rail except for its track, which it 
leased from the province of British Columbia. Originally 
incorporated as the Pacific Great Eastern Railway in 1912, 
BC Rail comprises over 1,000 miles now operated by CN 
through the rugged mountains of British Columbia. 

Mt. Robson towers over a 

steam-drawn Canadian 

National passenger train 

in a 1948 ad . The 

advertisement I ists 1 0 great 

holiday trips on passenger 
trains finally relieved of the 

duty of moving troops. 

The end of steam is still a decade away in Canada as sister locomotives 

6048 and 6049, both Mountain types of a 4-8-2 wheel arrangement, rest 

between assignments at Winnipeg, Manitoba, in 1955. 



Right: By 1958, streamlined diesels had replaced streaml ined 

steamers on Canad ian National literature. In a country that needed 

passenger trains, this timetable totaled a huge 80 pages. 

Below: This large fold-out map sti ll features a streamlined steam 

locomotive on its cover, though it is 1951 and diesels are clearly 

on the horizon. The map consumes one side of the sheet whi le 

the other li sts the amenities at Canadian National hotels and the 

sights to be seen in each Canadian province. 

CAIADtAII IATtOMAL RA1l:A1S 

Canadian Nationa l diesel No. 2450 heads 

up a freight train near Henry House, Alberta, 
in the shadow of the Canadian Rockies. 

CN photo 
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The Colorado & Southern Railway, along with its sister, 
Fort Worth & Denver Railway encompassed an incred­

ible variety of railroad operations. The railroad ran trains 
of three different gauges-from the 2-mile-high altitude of 
Cripple Creek, Colorado, to sea-level at Galveston, Texas­
with steam, diesel, and electric locomotion. 

C&S was fashioned in 1898 from a number of bank­
rupt railroads. In 1900, it began to purchase Colorado 
mountain railroads to serve the mining industry. It bought 
the Trinity & Brazos Valley in 1905 to gain access to the 
Gulf of Mexico at Galveston. It purchased or constructed 
street and interurban railways in Cripple Creek, Fort 
Collins, Denver, and Boulder. 

In 1908, the Burlington purchased C&S. Electric 
interurbans and narrow gauge mining railroads were dis­
carded and the railroad essentially became part of the 
Burlington. 

C&S was merged into the Burlington Northern in 
1981, as was the Fort Worth & Denver a year later. Both are 
now part of BNSF Railway. Traffic on these rails-beer 
from Golden, Colorado, and coal from Wyoming-reflects 
the variety with which they were founded. 

Voyageur Press collection 
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The narrow gauge railroad from Denver to Leadville, Colorado, was 

abandoned except for the portion connecting the molybdenum mine 
at Climax w ith Leadville. This track was w idened to standard gauge to 

connect the mine w ith the Rio Grande's track at Leadv ille. Though the 

locomotive is Burlington Northern's, it rests on track far from any other 
BN-owned rails. ju st beyond the locomotive is the roundhouse that 

once sheltered locomotives of the Denver, South Park & Pacific 

Railway. The rails to Climax now belong to the Leadville, Colorado & 

Southern tourist railroad. 

H. 0 . Jones, LC-USZ6-1338, library of Congress, Prints and Photographs Division 

Above: A judge put together the Colorado & Southern from bankrupt railroads, 

including severa l Colorado narrow gauge lines. The severity of running trains 

at these elevations is evident from the snow almost enveloping the locomotive. 

Left: The Colorado & Southern was part of the Burlington system for many 

years before its 1981 merger into its parent railroad, by then the Burlington 

Northern. This 1948 passenger timetable lists integrated service with other 
rail roads that were part of this family, including the Fort Worth & Denver City, 

Burlington, Great Northern, Northern Pacific, and Spokane, Portland & Seattle. 

All of these rail roads would merge into the Burlington Northern. 



R ailfans probably existed the day of the first railroad trip. 
The novelty of this new technology was irresistible. 

When railroads permeated America, railfans blended into 
the millions that used the railroads daily. In some ways, 
everyone was a railroad enthusiast as everyone had an inter­
est-either practical or sentimental-in railroads. As rail­
roads began their march toward invisibility in American life, 
railfans became more obvious. They could be seen standing 
trackside, collectively clicking the shutters of their cameras 
as the last steam locomotive of its kind trundled past. They 
queued up 50 deep to ride the last run of a branch-line pas­
senger train that didn't see 50 passengers in a year! 

Railfans are interested in either the technology of rail­
roads, the history of railways, or both. Technology includes 
locomotives, cars, bridges, tunnels, signals, and anything else 
that is needed to run trains. Business, engineering, economic, 
and cultural history are all of interest to many railfans. 

For some railfans, collecting is the casual impulsive 
acquisition of a postcard. Others spend their lives creating 
museum-quality collections. Collections may be themed by 
a type of object such as postcards, or they may reflect the 
collector's interest in a particular railroad. Objects pro­
duced and used by the railroad are especially desired. Fans 
collect dinnerware, timetables, tickets, employee maga­
zines, lanterns, switch keys, station signs, and, most oddly, 
railroad spikes. With few exceptions, one railroad spike is 
like another. Yet, fans hike long-abandoned railroad grades 
to accumulate these rusty reminders of the past, carefully 
mark them with the location at which they were found, 
and store them away in 50-pound boxes! 

Chasing trains is the railfan activity most likely noticed 
by the general public and most likely to generate doubts 
about sanity. Fans race ahead of a train to find a location at 
which they can photograph it, acquire video of its passage, 
or record the sounds it makes. As soon as the train passes, 
the process is repeated. 

Riding trains is an activity that is becoming harder and 
harder to do. In the United States and Canada, riding is 
limited to commuter trains, a few long-distance trains 
operated by VIA Rail or Amtrak, and preserved railroads. 
Some fans own pop cars, small gasoline-powered rail vehi­
cles once used to transport maintenance crews to locations 
at which they worked. Pop car owners arrange special trips 
on which they operate their machines. 

Several mammoth main-line steam locomotives­
owned by railroads, independent operating companies, or 

Men predominate 

in railroad-related 

hobbies but there 

are, and always 

have been, women 

railfans, as depicted 
on the cover of 

this May 1939 
issue of Railroad 

Magazine. 

A " freight train" chugs past photographers on a spec ial trip on the 

Cumbres & Toltec Scenic Railroad. The fans are actually operators of 

other preserved railways visiting for a Tourist Railway Association 
Convention in Denver. 

museums-still run occasional excursions over main-line 
railroads. Since preserved railroads are frequently short 
and meandering, these main-line trips are the only oppor­
tunity to see a 400-ton steam locomotive or antique diesel 
roar through the countryside at 70 miles per hour. 

Most preserved railways were saved and restored to 
operation by interested railfans. The majority of preserved 
railroads are operated, in whole or part, by volunteers who 
run the locomotives, collect the tickets, serve as guides, and 
clean the restrooms! 
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The South Omaha stockyards must have been a busy location, judging by the three switch engines on duty in the substantial yard. There must have 

been a lull in activity when this photo was taken, as few rai lroad cars are visible. Most of the holding pens appear empty as well. 

Early freight cars were wooden and not specialized. 
Boxcars were predominant and remained so until the 

middle of the twentieth century. In 1867, a refrigerator car 
for meat and fruit was patented. Anheuser-Bush deployed 
one of the first fleets of refrigerator cars along with track­
side facilities to load ice into the cars. Horizontal tank cars 
made their first appearance in 1868, although the tanks 
were wood. Cars for hauling coal made the transition from 
wood to iron before the Civil War. 

North American railroads conducted their freight busi­
ness in the same way for 150 years or so. A locomotive 
would make a circuit of local industries, picking up loaded 
railroad cars and dropping off empty cars at many small 
shippers. Loaded cars were taken to a railroad yard where 
they were sorted to be taken by main-line trains to various 
destinations. Freight cars might have to be sorted again in 
some intermediate railyard to be carried by another main­
line train to the railyard closest to their final destination. 
Here, another locomotive would make a circuit of indus­
tries to drop off loaded cars. 

www.archivesofadvertising.com 

The local trains that dropped off and picked up cars 
were peddler freights and the main-line trains were appro­
priately named drag freights, for their speeds were quite 
slow; the average speed of a freight train was 11 miles per 
hour in 1921 and rose to a still-not-very-impressive 17 
miles per hour by the start of World War II. Scheduling was 
difficult since numerous high-speed passenger trains 
shared the rails with low-speed freights. 

UNIT TRAINS 
Unit trains are loaded with a single commodity, most 
commonly coal, from a single shipper. An entire train 
travels to a single destination where it is unloaded. The 
slow, inefficient, traditional process of assembling trains 
in classification yards is much more expensive than the 
operation of a unit train. Railroads would profit from 
offering lower rates to volume shippers that could load 
these large efficient trains, but not until federal regulations 
were repealed that prohibited railroads from offering 
discount transportation. 

Rail roads contribute to the variety of food we eat. At one time, perishable 

fruits and vegetables might have filled a car or two that had been added to 

a speedy passenger train. Traffic originating in Ca lifornia, Arizona, and 

Oregon grew quickly, and long trains of nothing but perishable foods 

became commonplace. Railroads helped promote the products they 

carried. To deal with the need for specialized refrigerator cars, Southern 
Pacific and Union Pacific jointly created Pacific Fruit Express to buy and 

maintain refrigerator cars and the industrial plants along the tracks that 

supplied ice to cool the interiors of railroad cars. Pacific Fruit Express 
entered business in 1907. Eventually, ice was replaced by mechanical 

refrigeration and the sight of large blocks of ice being loaded into rooftop 

hatches of railroad cars became a memory. 
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PIGGYBACK 
Truck trailers were first carried on railroad flatcars in the 
1920s. This service is called TOFC (trailer on flat car) or 
piggyback. Increased cooperation between railroads and 
truckers has resurrected a business model that railroads 
had anticipated decades ago, in which trucks replace rail­
road branch lines. A similar technology called Road-Railer 
dispenses with the railroad flatcar entirely and simply 
mounts the truck's trailer on railroad wheels-reducing 
weight and improving energy efficiency. 

CONTAINERS 
Intermodal shipments-containerized shipments moved 
by railroads, trucks, and ships-have become the most 
important new business source for railroads. Containers 
are simply rugged boxes of standard dimensions. They are 
loaded and sealed by the shipper; transported to their des­
tination by any combination of ship, railroad, and truck; 
and unloaded by the consignee. The ships, railcars, and 
trucks that move containers-as well as the equipment that 
transfers them-can be built to a standardized design. 
Because containers are loaded and then sealed, shipments 
are less likely to be damaged or lost as they are transferred 
from one transportation mode to another. Although con­
tainers can be used for almost anything, they were a boon 
to the movement of manufactured goods. Containers can 
be stacked two high on specially built flatcars that support 
them closer to the rails so the two-high formations clear 
obstructions such as tunnels. 

Claude Wiatrowski photo 

A Pennsylvania Railroad switch engine moves cars around 

a gra in elevator, and a main-line train roars past while a harvester is 

busy with its task. Railroads and the agricu ltural industry have had a 

love-hate relationsh ip. Trains were essential to estab lishing nationa l 

markets, but unfair and unequal rates infuriated farmers who 
lobbied for the first effective regulation of freight rates. 

The Southern Pacific constructed a boxcar 

with Plexiglas sides. The Telavue car was 
instrumented to record impact forces and 

used as an emp loyee training tool to 
improve load ing and sh ipping methods. 

Th is antique tank car, photographed at the 

Belton, Grandview and Kansas City Railroad in 
Belton, Missouri, has since been sold to the 

Illinois Railway Museum. The line at Belton still 

ex ists and carri es passengers through the 

Missouri countryside. 
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Trailers are loaded and unloaded in Norfolk Southern 's Bayview Yard in Ba ltimore, Maryland. 
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Left: In 1955, Southern Pacific 

had the largest fleet of 

piggyback truck equ ipment in 

the United States. 

Opposite top: Piggyback 
trailers on flatcars cast their 

reflections onto the water of the 
Colorado River in Glenwood 

Canyon, Colorado. This Denver 

& Rio Grande freight was 

photographed in 1979. 

Opposite bottom: Preserved 
railways frequently assemb le 

freight trains for photographers' 

specials. This Cumbres & Toltec 
Scenic Railroad train resembles 
the Denver & Rio Grande 

narrow gauge freight trains that 

passed this way between 1881 

and 1968. The water tank was 

~ constructed as part of a movie 

1 set nicknamed Weed City. 
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A route to carry Midwestern crops to the Gulf of Mexico 
would be much shorter than existing routes to the 

Atlantic. With this thought in mind, a railroad was started 
south from Kansas City along the Missouri-Kansas border. 
After considering Galveston, Texas, the railroad built its 
own gulf terminus, named Port Arthur after the railroad's 
founder, Arthur Stillwell. 

Construction had drained the railroad by its comple­
tion in 1897. With no source of funds, it was reorganized in 
1900 as the Kansas City Southern Railway. In 1901, the first 
"gusher" of the Spindletop oilfield blasted crude oil high 
into the air. Refineries were built, as were plants to manu­
facture plastic, rubber, and other products. KCS ran right 
through the heart of this industry and prospered. 

Southern Belle 

was the Kansas 

City Southern 

crack passenger 
train between 

Kansas City and 

New Orleans. 

Other trains listed 

in the 1953 
timetable (left) 

were the Flying 
Crow between 

Kansas City and 

Shreveport and 

the Shreveporter 

between St. Louis 

and Shreveport. 

A northbound Kansas City Southern train crosses 

th e International Bridge at Laredo, Texas. 
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KCS expanded into Dallas and New Orleans. It added 
the 1,200-mile Mid South Railroad in 1994. A 1997 pur­
chase of the Great Western Railway added St. Louis. In 
2005, it took control of the Texas Mexican Railway with 
access to Mexico and bought Transportaci6n Ferroviaria 
Mexicana, a 2,661-mile Mexican railroad. 

PANAMA CANAL RAILROAD 
What 143-year-old transcontinental railroad connecting 
the Atlantic and Pacific Oceans is only 48 miles long? The 
answer is the Panama Canal Railroad, a passenger and 
freight operation roughly paralleling the Panama Canal. 
First built in 1855, it was rebuilt in 1909 and again in 2001 
by the Kansas City Southern. 



Top and left: Two photos clearly 
show the evolution of steam 

locomotives. At left, a huge Kansas 

City Southern 2-10-4 blasts out of 

Kansas City in 1937. At top, 

a tiny 4-4-0 locomotive prepares to 
depart w ith a short passenger train . 

Below: This three-car passenger train 

of the Belton, Grandview and Kansas 

City preserves the attractive co lor 

scheme of Kansas City Southern 

streamliners. The observation ca r 

closest to the photographer was a 
KCS hosp itality car. 
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W ith the completion of transcontinental railways, the 
American West became a destination as appealing as 

was Europe. Soon after the Civil War, railroads encouraged 
elite travelers to experience wonders west of the Missouri 
River. The newly constructed railways needed both to gen­
erate passenger revenue and attract potential investors. As 
the end of the nineteenth century approached, railroads 
were already beginning to promote the West's scenery to a 
mass market. In the early twentieth century, railroads 
championed the protection of the most unique and spec­
tacular destinations through the establishment of National 
Parks, both in the United States and Canada. 

Yosemite was promoted by the Southern Pacific as an 
alternative to Switzerland. The Northern Pacific called 
itself the Yellowstone Park Line. Unlike Yosemite, 
Yellowstone was the epitome of the rough, rugged, and 
dangerous American West. Utah's Cedar City became the 
Union Pacific's gateway to the red rocks of Zion and Bryce. 
The Great Northern lobbied for creation of Glacier 
National Park, and the Santa Fe built a branch to take its 
trains to the edge of the Grand Canyon. Burlington's 
Colorado-bound vacationers could include a side trip to 
Rocky Mountain National Park, and its trains also traveled 
to the heart of South Dakota's Black Hills. The Canadian 

Detro it Publishing Co., LC-USZ62 -77352, library of Congress, Prints and Photographs Div ision 
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Pacific pressed for the establishment of Banff National 
Park, Canada's first. Just north of Banff, Jasper National 
Park was associated with the Grand Trunk Pacific, a prede­
cessor of Canadian National. 
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Union Pacific advertising 

claimed many of the West's most 

famous attractions as its own. 

The Northern Pacific station at 

Gardiner, Montana, was the railroad 's 

gateway to Yellowstone National Park. 



Santa Fe Railway 

tracks entered Grand 

Canyon National 

Park on a branch 
from its main line at 

Williams, Arizona . 

That branch is now 

operated by the 

Grand Canyon 

Railway. This ad 
art touted the 

route's scenery. 
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Above: As did U.S. rai lways, Canad ian railroads promoted the 

development of national parks along their routes. Jasper Nationa l Park 

was established in 1907 after the Grand Trunk Pac ific's rails were driven 

over Yellowhead Pass. The Grand Trunk Pacific became part of Canad ian 

National. 

Below left: The Burlington published this substantial 36-page booklet in 

1935 to attract passengers to its Denver trains. You could rent a car to 

tour Rocky Mountain National Park, or travel w ith a Burlington escorted 

tour that provided motor coach transportation into the mountains. 

Below: The Great Northern Railway lobbied for the establi shment of 

Montana's Glac ier National Park. 
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I n 1872, the New York, New Haven & Hartford Railroad 
was formed as a merger of two railroads providing serv­

ice from Springfield, Massachusetts, via Hartford and New 
Haven in Connecticut, to New York City. The railroad 
would eventually control virtually all of Connecticut, 
Rhode Island, and southeastern Massachusetts. 

The line from New Haven to New York City was elec­
trified with locomotives that could operate both on high­
voltage alternating current on New Haven tracks and on 
low-voltage direct current to gain access to New York City 
via the New York Central. But NewHaven's short distances 
were ripe for the picking by truck lines and after World 
War II, passengers preferred automobiles. The New Haven 
was absorbed into Penn Central on the last day of 1968. 
Though it was unwanted, the Interstate Commerce 
Commission ordered Penn Central to incorporate it! 
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What is left of the New Haven is fragmented among 
freight railroads, commuter railroads, and Amtrak. The 
New Haven's Boston-to-New York route is part of 
Amtrak's Northeast Corridor on which both high-speed 
Acela Express trains and commuter trains run. 

Above: Although the New Haven 

served a densely populated region, its 
short routes made it the idea l target for 

replacement by highways. 

Left: This New Haven passenger train 

had as many baggage, express, and mail 

cars as it had coaches. it graphically 

illustrates why the end of passenger 
service was so intertwined with the U.S. 

mail and package-delivery alternatives 

to the Railway Express Agency. 



By 1953, the New Haven had become the largest 

purchaser of the Budd Company's self-propelled RDC 
cars; they were perfect for New Haven's short 

passenger routes. Even in 1953, half the New Haven's 

income was from passenger service. Nevertheless, 
even these RDC cars couldn't compete w ith 

automobiles on modern highways. 

just after World War 11, the Budd Company advertised 
an artist's concept of New Haven's train of self-propelled 
RDC cars with a streamlined nose (opposite top). The 

rendering became rea lity, as shown in the photo below 

of RDC 140 at Davisville, New jersey, in 1968. 

G. V. "Jerry" (arson photo 
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I n 1914, the New York Central & Hudson River Railroad 
and the Lake Shore & Michigan Southern were com­

bined to create the New York Central. Its main line ran 
from New York City, paralleling the Hudson River north to 
Albany, the Erie Canal west to Buffalo, and along the south 
shore of Lake Erie to Cleveland before proceeding across 
Indiana to Chicago. Consequently, the New York Central 
advertised itself as "The Water Level Route" to differentiate 
its train service from the mountainous route of the 
Pennsylvania Railroad, its chief competitor. 

The Central included about 10,000 miles of railroad 
track and had several important connections. The Boston 
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& Albany provided access to Boston. The Ohio Central 
spread south through Ohio to coal mines in West Virginia. 
Michigan Central provided an alternate route from Buffalo 
to Chicago-ducking through Canada north of Lake 
Erie-as well as tracks north through Michigan's lower 
peninsula. Lease of the Cleveland, Cincinnati, Chicago and 
St. Louis Railway (nicknamed the Big Four) put the NYC 
into those cities. 

In 1968, a decade of preparation created the Penn 
Central from the merger of the New York Central with the 
Pennsylvania. Just two years later, the Penn Central became 
the nation's largest bankruptcy up to that time. 

A. P. Tates, LC-USZ62-71699, Library of Congress, Prints and Photographs D ivision 

Record-breaking locomotive No. 999 on the head of 
the original Empire State Express in 1894. 

To celebrate the 50th anniversary of its Empire 
State Express in 1941 , the New York Central 
introduced a new streamlined, steam-hauled 
Empire on a New York- Buffalo- Cieveland- Detroit 

route. On May 20, 1893, 4-4-0 locomotive 
No. 999 had reached a remarkable 112.5 miles 
per hour on part of the Empire's run. 



New York Centra l's observation locomotive No. 30, the 

Cleveland, origina lly was a Lake Shore & Mich igan 

Southern locomotive probab ly used by executives to 

inspect the rai lroad's condition. The New York Centra l 
& Hudson River owned an even more unusual but 

similar observation locomotive called the Ontario, 
which had a rare 2-4-0 wheel arrangement and a 

four-wheeled tender instead of the customary eight 

wheels. These two rail roads merged in 1914 to 

create the New York Centra l. 

On December 22, 1926, the author's grandfather 

purchased one share of stock in the New York 

Centra l Railroad Company. He spoke on ly Polish 

but knew that one of the country's great rail roads 

must be a gold-p lated investment. In 1926, no one 

cou ld predict that the Centra l wou ld, one day, 

dissolve in bankruptcy. 

LC-DIG-ggba in-04545, Library of Congress, Prints and Photographs Division 
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G. V. "Jerry" Carson photo 

Above: Smoke abatement laws were the impetus for converting to 
electric-powered locomotion in many large cities. Electric locomotives 
replaced steam locomotives before a train entered the city. Here is an 
example of that process, w ith a New York Central ES1 locomotive 
hauling a passenger train through The Bronx in July 1962. 

A New York Central ad starring one of Henry 
Dreyfuss' iconic shrouded Hudsons pu lling the 20th 
Century Limited promises a sound night's sleep 
among its many other amenities. 



The New York Centra l's signature 

locomotive was the Henry 

Dreyfuss-designed Hudson, 
w ith a 4-6-4 wheel arrangement. 

Streamlined locomotive No. 5450 

celebrates Independence Day on 

)uly4, 1941. 

G. V. "jerry" Carson photo 

New York Centra l E7 locomotives leave St. Louis with a streamlined train (save the two older baggage cars directly behind the locomotive). Passing 

in the opposite direction is a steam-hauled Missouri Pacific passenger train. 
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Built in 1875 by the Baldwin Locomotive Works, narrow 
gauge locomotive Eureka ended its career hauling lum­

ber, a dull vestige of its former glory. Sent for scrapping in 
1938, the locomotive was purchased in 1940 by Warner 
Bros. and appeared in numerous motion pictures and tele­
vision series. It has the distinction of being used in John 
Wayne's final movie, The Shootist. Sold for display in Las 
Vegas, Nevada, it slowly deteriorated until it was damaged 
in a fire in 1985. Still buried in the ruins of the fire-ravaged 
building, Eureka was recognized by Dan Markoff for the 

Claude W iatrowski photo 
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rare find it was. It was moved to Dan's home where, in the 
course of six difficult years, it was restored to its original 
glory. The Eureka travels again. It was an invited guest of 
the California State Railroad Museum for their Railfair '91 
and Railfair '99 celebrations. 

Today, narrow gauge main lines are scarce in the 
United States. The two longest 3-foot-gauge passenger rail­
ways are in Colorado and New Mexico. Restored Eureka 
has run on both the Durango & Silverton Narrow Gauge 
Railroad and the Cumbres & Toltec Scenic Railroad. 

Claude W iatrowski photo 

Eureka inches across the High Line above the Animas River. The 

locomotive is trucked from its home in Las Vegas, Nevada, to run here 

on the Durango & Silverton Narrow Gauge Railroad. 

Eureka was purchased from the Baldwin Locomotive Works in 1875 

by the Eureka & Palisade Railroad. She wou ld tramp between the 

silver and lead mines of Eureka in centra l Nevada and a connection 
with the Southern Pacific on the original transcontinental main line 

at Palisade, Nevada. 



Eureka crosses the high 
bridge across the Animas 

River on the Durango & 

Silverton. During her 

restoration she was 

converted to once aga in 

burn wood. Train passengers 

are asked to help "wood up" 

the locomotive's tender, a 
labor-intensive activity. 

Dan Markoff (leh) supervises 

work on Eureka, the 

locomotive he rescued and 

restored. Eureka is one of 

only three narrow gauge 
locomotives of the 

Ameri can-type 4-4-0 wheel 

arrangement leh in the 
United States. The other two 

reside in the Smithsonian 

Institu tion and the Ca li fornia 

State Railroad Museum . 
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I n the early days of railroading, glacially slow film speeds 
made photographing a moving train virtually impossi­

ble. In an era when chemicals had to be applied to huge 
glass plates and then developed immediately after expo­
sure, railroad photographers were sometimes given special 
trains just to carry their laboratories! Sometimes, labs 
were packed to remote locations on animals and, if no 
train was visible just then, a facsimile would be drawn into 
the photo later. 

Any list of great train photographers will offend by 
omission, but some of the most notable are Donald Duke, 
Richard Steinheimer, David Plowden, and Jim Shaughnessy. 
Surely, 0. Winston Link can be counted as one of the most 
visionary and unusual railroad photographers. As the tech­
nology of steam locomotion waned in the late 1950s, Link 
made thousands of images of the Norfolk and Western, the 
last major U.S. railroad to use steam locomotives. Many 
of his photos were made at night using complex arrays of 
numerous flash bulbs arranged to illuminate a moving 
train and its surroundings. Link's works can be viewed at 
the 0. Winston Link Museum, located in a restored N&W 
passenger station in Roanoke, Virginia. 

STEVE CRISE 
The interest, curiosity, and desire to record the railroad 
experience has always been inside Steve Crise. In 1968, 
while aboard the Santa Fe's El Capitan, he instinctively 
knew that it was important to record images of locomo­
tives and stations as they flew past, and so he clicked away 
with his parents' Brownie. Crise studied photography in 
college but found that he learned more as an assistant in 
high-pressure celebrity shoots in Hollywood. Starting his 
own photography business in 1987, he targeted subjects he 
enjoyed: railroads and heavy industry. Though his photos 
are sold commercially through stock photo agencies, he 
donates his services to nonprofit organizations that pre­
serve and promote railroad history and culture. Crise 
creates images that evoke the feeling or emotion of rail­
roading, and encourage viewers to fill in the blanks with 
their own imaginations . He considers some of the best 
railroad images ever created to be those that have utilized 
the human element in their composition, an element he tries 
to include in his own work. You can view some of Crise's 
work at www.scrise.com. 
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Steve Crise 



CORDON OSMUNDSON 
With a model railroad in the basement and access to his 
father's darkroom and cameras, it is no wonder Gordon 
Osmundson had a predisposition to railroads and photog­
raphy. He began shooting color slides of trains and dab­
bling in black-and-white while in the ninth grade. In 1973, 
inspired by the books of Ansel Adams, he took up large­
format photography, which soon developed into a lifelong 
avocation. Black-and-white landscapes were followed by 
monochrome close-ups of steam locomotives. 

Osmundson's work shows an appreciation for the 
dynamic forms of, and light reflections from, steam 

equipment. The quality of his photos is also due to his 
knowledge of both the technical and subjective aspects of 
black-and-white photography, something about which he 
has written expert articles. Beside railroads, he has created 
photographic series of grain elevators, vintage automo­
biles, and other subjects. His work has been spotlighted in 
numerous exhibitions and is part of many permanent 
public collections. Osmundson passes on his knowledge 
through workshops, including one that utilizes the Nevada 
Northern Railway as an exceptional source of railroad 
images. Learn more about Osmundson's work at www. 
ihpworkshops.com. 

Photographer Steve Crise explains: "Cold weather, damp air, and darkness make for great steam railroad pictures. All three were bestowed upon 
me on the morning of October 26, 2004. This was the day that the restored steam engine from the old Santa Fe Railway was to leave for a trip 
from Los Angeles to San Pedro, Ca lifornia, for a public display in that port city. The crew of the Santa Fe 3751 was 10 minutes into their 5 a.m. 
crew cal l at the Amtrak locomotive shops near downtown Los Angeles. it had been raining earlier that night and everyth ing was quite wet. I made 
a few pictures of just the engine's drivers glistening in the darkness. Meanwhile, crewmember Aaron Swain made an early morning inspection of 
the engine. Unknowingly, Aaron found himself in front of my camera. His presence in the compos ition seemed to be the missing element that 
turned an ordinary image into a great one. I asked him to point his flashlight at the drivers and hold as sti ll as he possibly cou ld. I waited for a bit 
of steam exhaust to bellow from the stack and across the frame before I made the fina l exposure." 
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Photographer Steve Cri se: "Every now and then I come across 

a place that has so much character and style of old classic 

railroading still left in it that it's better to preserve that character 

by not including a contemporary train in the photo at all. 
I found Clayburn junction in beautiful British Columbia to be 

one such place. I spent hours just wandering around the area 

documenting as many of the little details that Clayburn junction 

interlocking crossing had to offer w ithout caring if a train 

showed up or not. The lighting on the diamond was so perfectly 

shaded by the tall trees that surround the area that only the tops 

of the rails were illuminated by the blue sky above, which added 

drama to the sharply cross ing rails that lead into the bright sun lit 
fields and mountains in the background. The shaded foreground 

also helped hide some of the coarse detail of the ballast and ties 

and made the rail stand out even more so. In addition, all the 

old locks, semaphores, the weather-beaten shed that housed the 
levers and phone, and the dwarf signals made for a wonderful 
afternoon at this magica l location." 

Photographer Steve Crise: "A great deal of my work depends 
on a combination of interesting locat ions and unusual lighting 

conditions. I found both of these requirements at this location 

in Riverside, Ca lifornia. The site is situated where the Union 
Pacific and Burlington Northern Santa Fe jo in and race past 

the old Santa Fe station there in town . I tried the same type 

of shot w ith a BNSF train, but the orange and green paint 

scheme didn 't have the same impact as the bright-yellow 

Union Pacific engines. The yellow locomotive against the blue 

sky, along w ith the blurred red stripe on the locomotive, reall y 
made this image come alive. The palm trees reall y do lean 

that way, however an extreme w ide-angle 17-mm lens helped 

distort the image even more, especia lly on the outer edges. I 
believe the distortion of the lens really made the shot. 



Eccentric Crank, S.P. 4449. Sacramenta, Ca lifornia, 1975. 

Cordon Osmundson. 
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{ Crosshead, U.P. 8444. Denver, Colorado, 1973. 
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Rear Driver, AT&SF 3751. Parker, Ari zona, 2002 . 

O iled Rods, S.P. 2467. Golden Gate Railroad Museum, San Francisco, 

Ca liforn ia, 199 1. 
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T he Seaboard Air Line Railroad was formed in 1900 
from a number of constituent railways, the oldest 

chartered in 1832. It connected the state capitals of 
Richmond, Virginia; Raleigh, North Carolina; Charleston, 
South Carolina; and Atlanta, Georgia, with Atlantic ports. 
The words "Air Line" in its corporate title implied that the 
railroad's route was an absolutely straight line. This 
approximation was close enough for the marketing depart­
ment! Further expansion brought the Seaboard Air Line to 
Alabama's and Florida's capital cities, as well as points on 
the Atlantic Ocean and Gulf of Mexico. A Miami extension 
to profit from 1920s Florida land speculation was com­
pleted as the land market withered and the Great 
Depression began. By 1930, the Seaboard Air Line was in 
receivership and was reorganized in 1946. 

The Atlantic Coast Line's history also begins in the 
1830s, and the name Atlantic Coast Line Railroad also first 
appeared in 1900. It served many of the same cities in 
Virginia and the Carolinas as the Seaboard Air Line and, in 
some cases, with almost parallel routes. A 1902 purchase of 
The Plant System gave ACL destinations in Georgia, 
Alabama, and Florida. Also in 1902, ACL gained control of 
the Louisville & Nashville. The Atlantic Coast Line was 
financially sound and boasted of an excellent physical 
plant; it called itself the "Standard Railroad of the South;' a 
clear comparison to the Pennsylvania Railroad. 
Voyageur Press co llection 
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Eliminating parallel routes and duplicate facilities, the 
Seaboard Air Line and Atlantic Coast Line merged in 1967 
to form the Seaboard Coast Line Railroad. In 1982, the 
Seaboard Coast Line merged with the Louisville & 

Nashville, creating the Seaboard System Railroad. In 1980, 
the holding company of the Seaboard Coast Line merged 
with the Chessie System to form CSX Corporation. 

This postcard was mailed 

in 1953, the last year of 

operation for the Orange 
Blossom Special. This 
w inter-only train rushed 

impatient sun-seekers from 

New York to Florida start ing 

in 1925. A popular country 

song of the same name was 

written about this speedster 

in 1938. Service was 

suspended during the war 

years. Resu rrected as a 
diesel-powered streamliner 

in 1952, the train lasted 
only until1953. 



WRITING A NEW CHAPTER­
IN TRANSPORTATION 

Voyageur Press co llection 

An EMD ad bragging about the 

Seaboard's success w ith its diesel 
locomotives includes a smaller image 

of an earlier train w ith an Adams Express 

ca r. Express companies offered fast 

package delivery, w ith parcels placed in 

passenger and not freight trains. 

Above: The Seaboard 's 1958 

timetable still listed seven named 

trains and four minor passenger 

services. A lso listed were 

connecting air services to Havana, 

Nassau, and Mexico City. Not 
miss ing a transportation mode, ship 

schedules were included to Havana 

and Nassau. In 1958, you could 

enjoy a train trip from New York to 

Miami and six nights in an ocean­
front hote l for $89.81, including 

lodging and train fare. 

EMD also ran an adverti sement bragging about the At lantic 
Coast Line's use of its diesel locomotives. The image of the older 

train represents the railroad's first deluxe-vestibule Pullman train 

from New York City to jacksonville, Florida. 
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Canals may freeze in the winter, but railroad tracks are 
buried under feet of snow. When the rails reached the 

western mountains, avalanches deposited tons of snow, 
rocks, and trees on the rails-and sometimes on an 
unlucky train. The first plows merely pushed aside the 
snow with the brute force of multiple locomotives gallop­
ing along at full speed. Derailments and deaths resulted. 

Claude Wia trows ki collection 

Because such plows were virtually useless in very deep 
snow, rotary snowplows, much like modern snowblowers, 
cut through the snow and catapulted the white powder 100 
feet to the side of the track. The rocks and trees in ava­
lanches damaged rotaries, so snowsheds-timber struc­
tures covering the tracks-protected the rails in areas 
prone to these cascades of snow and debris. 

AMERICA'S FAMOUS SNOW PLOW. As the nineteenth century drew to 

a close, several inventors vied to 

develop an efficient railroad 

snowplow. The first Leslie Rotary 

Snow Plow, pictured here, was 
constructed in March 1885. In 

January 1890, two of the three 

lead ing contenders, the Leslie 

Rotary and the jull Excavator, 

were tested together on the Union 

Pacific's narrow gauge Alpine 
Tunnel line. jull lost the contest. In 

other tests at about the same time, 

the final contender, the Cyclone, 

proved too heavy for the track and 

the Lesl ie Rotary Snow Plow 
became the standard. Several are 

sti ll in operat ion, although most 
are diesel and not steam-powered. 

Between 1885 and 1950, 139 

Leslie Rotary Snow Plows were 

built. jull built 11, and only 1 
Cyclone was ever built. 

THE CHAMPION SNOW PLOW OF THE WORLD. 

Claude W iatrowski col lection 
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The Cumbres & Toltec 

Scenic Railroad has run 

spec ial snowplow trips for 

photographers. One special 

plow run was made for a 
Miller's beer commercial! 

The author rode the first and 

second spec ial plow trips. 

The first featured the 

railroad's oldest rotary plow; 

the second, shown here, 
starred the newest plow. 

Both narrow gauge plows 
are steam-operated and 

pushed by steam 

locomotives. 



This narrow gauge flanger is one of severa l preserved on the Cumbres & 
Toltec. A flanger has sma ll blades that are lowered to clear snow and ice 

from the areas just inside of both rails where the flanges of the train's 

wheels run. 

There is only one railroad in 

North America-Colorado's 

Manitou & Pikes Peak 

Railway-where you can 

see a cog rotary snowplow. 
Here, the old rotary chops 

through the snow at about 

13,000 feet above sea level, 
pushed by a first-generation 

Genera l Electric locomotive. 

This plow has since been 

replaced by a larger and 

more powerful self­
propelled machine. 

A Southern Pac ific wedge snowp low sits at Dalhart, Texas, 

awa iting a fierce prairie blizzard. Pushed by a locomotive, it 

simply drives its wedge-shaped bow through the drifts. Before 

rotary snowplows, multiple locomotives might have to drive a 

plow like this into the snow at full speed to make headway. The 

process was ca lled "bucking snow." If anything derailed, the 

plow and locomot ives became a tangled mess with injuries and 
death an all too frequent consequence. 
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T he Minneapolis, St. Paul & Sault Ste. Marie Railway was 
consolidated from older railways in 1888. These rail­

ways were constructed to transport flour through a connec­
tion with Canadian Pacific at Sault Ste. Marie, Michigan, 
avoiding exorbitant freight rates to Chicago. The Canadian 
Pacific soon acquired control of the Minneapolis, St. Paul & 
Sault Ste. Marie to prevent competitor Grand Trunk Railway 
from acquiring it as a stepping stone to western Canada. The 
Minneapolis, St. Paul & Sault Ste. Marie connected with the 
Canadian Pacific again in both Minnesota and North 
Dakota. Acquisitions provided new traffic sources in 
Wisconsin, Michigan's Upper Peninsula, and Chicago. 

In 1961, the Minneapolis, St. Paul & Sault Ste. Marie 
merged with other railroads, creating the Soo Line, a name 
long used by the railroad. (The French word Sault is pro­
nounced Soo in English.) 

Acquisitions continued. The moribund Milwaukee 
Road was merged in 1986. Soo trains now ran southeast 
to Louisville and southwest to Kansas City, but by 1987 
they no longer called on Sault Ste. Marie. The Soo van­
ished in 1992 when Canadian Pacific bought all it did not 
already own. Contraction continued under Canadian 
Pacific ownership. 

PO\'JJ:R IN 1888 wu ~loptd b)> thia l)'pial wood bumrr. C:*Mf...t ulhf,y 'Wft, thNf 
Q.rly ~onotnotl- bDd top...., • ..,. &G u.e Soo r.u.·. ~~ quntl tor.,... powff. A que~ 
that MW in ~De on theSoo Lirle tbefirlll Mlb6o tnoekleo!aotl..-. in 0. Unit«< S..ta . . . and 
-or the "- ot 0.. P..n& 11110 &oc.;.motivoe. 

Power tha t m akes the 
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This 1959 Soo Line 

timetable still lists 20 

passenger trains, only 

two of which are 
important enough 

to be named. The 

Winnipeger 

transports passengers 

between Winnipeg, 

Manitoba, and 
Minneapolis- St. 

Paul. The Laker runs 

between Chicago 
and Duluth, 

Minnesota. 



0 f the hundreds of preserved railways in North 
America, a few stand out because they maintain their 

original historical character and environment. They 
remain as if everyone left for lunch in 1925 and never 
returned. Some preserved railways work diligently to 
restore this ambiance to their railroads. Others prefer mod­
ern amusements added to the experience. A few lucky ones 
simply inherit an intact historic railroad with all its origi­
nal equipment. 

If you are interested in experiencing railroad history as 
it once was, there are three railroads you should visit. 
Prepare yourself for remote and rustic adventures-histor­
ical experience does not survive in proximity to golf 
courses, condos, or fast-food restaurants. The remoteness 
of these three lines saved them but also makes it difficult 
for them to attract visitors. All are constantly 
engaged in funding strategies to restore their 
rolling stock and infrastructure and to ensure their 
operation into perpetuity. All three of these rail­
roads use volunteers to restore historic artifacts 
ranging from buildings to railcars. On some, vol­
unteers help run the trains. On others, they ride 
along to explain the railroad's history to visitors. 
You might even decide to join these volunteers 
from all over the world. 

NEVADA NORTHERN 
The Nevada Northern Railway was completed in 
1906 to serve copper mines. Its 140-mile main line 
brought supplies to Ely, Nevada, from a connection 
with the Southern Pacific. Because the Liberty Pit 
mine was railroad-worked, numerous small steam 
locomotives spiraled out of the fissure with ore des­
tined for the concentrator at McGill. Trains also 
carried "blister copper" from the concentrator to be 
sent east for refining. After mining ended, 
Kennecott Copper Corporation donated 32 miles 
of track connecting the mining district at Ruth 
with the concentrator site at McGill, as well as the 

Nevada is a land of contrasts, proved by snowcapped 

mountains above the desert va lley in which nestles 

the tow n of Ely and its historic Nevada Northern 
Railway, which uses volunteers not only to restore 

its facilities but also to help run its trains. 

railroad's yards and shops at East Ely, three steam locomo­
tives, a stable of antique diesels, a steam crane, five wooden 
passenger cars, all the railroad's paper records and build­
ings, and more to the Nevada Northern Railroad Museum. 
Today, you can ride a diesel train from East Ely to McGill 
and a steam train from East Ely to Ruth. Don't miss the 
interesting tour of the historic shop facilities. Also, visitors 
are allowed to walk around the substantial railroad yards. 
The preserved railway purchased its original 140-mile 
main line in 2006. 

CUMBRES & TOLTEC SCENIC RAILROAD 
Denver & Rio Grande narrow gauge trains arrived in 
Chama, New Mexico, on New Year's Eve 1880 as tracks 
were being built westward to the booming mining district 
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of Silverton, Colorado. Eastbound trains carrying gold and 
silver would have to cross the steep track up 10,015-foot 
Cumbres Pass. Substantial railroad facilities were built at 
Chama to add helper locomotives to those trains. The rail­
road's 64-mile main line is a charm bracelet from which 
historic artifacts dangle: water tanks, stations, section 
houses, telephone booths, telegraph poles, and railyards 
stretch from one terminus to the other. Standing in the 
Chama yard, out of sight of the street, it is difficult to tell if 
it is 1900, 1920, or 1940! The Rio Grande's last major 
improvements to its narrow gauge system were made in the 
1920s. Since it was clear that narrow gauge trains were a 
dead-end technology, old equipment was made to serve 
until the railroad closed in 1968. The states of Colorado 
and New Mexico purchased the 64 miles of track over 
Cumbres Pass, along with freight cars, snowplows, steam 
locomotives, and all the historic railroad facilities at 
Chama and along the line to be preserved as a living his­
tory museum. The first tourist trips were made between 
Antonito, Colorado, and Chama, New Mexico, in 1971. 

EAST BROAD TOP RAILROAD 
The East Broad Top was completed in 1874 to carry coal 
from remote mines of south-central Pennsylvania to a con­
nection with the Pennsylvania Railroad at Mt. Union. Its 
narrow gauge locomotives lugged hopper cars of coal to 
market until1956. Its 33 miles of track, 7 steam locomotives, 
and 200 narrow gauge cars were sold to Kovalchick Salvage 
but not immediately dismantled. In 1960, Nick Kovalchick 
began operating passenger trains over 5 miles of track. Since 
the East Broad Top was the last common-carrier narrow 
gauge railroad in the East, it maintained its own substantial 
shop complex at Rockhill Furnace near Orbisonia. It's all still 
there! Besides rides on the train and tours of the shop com­
plex, there are other reminders of history all along the line, 
including a museum at the unused southern end of the rail­
road in the Robertsdale Depot. As a bonus to your visit, the 
Rockhill Trolley Museum is adjacent to the East Broad Top. 
Of these three railroads, the East Broad Top is the only one 
to have a turntable upon which steam locomotives are 
turned end for end. 

Nevada Northern locomotive No. 93 runs around the caboose of the train to which it will soon couple. The coal tipples and water tank are seen in 

the distance. The track into dow ntown Ely is also still in place, terminating in Ely's museum. The railroad sometimes runs shuttles from its yards in 

East Ely to the museum, in addition to its mine and mill passenger runs. 
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Sublette, New Mexico, is a beautifully preserved section town on the Cumbres & Toltec Scenic Railroad. Volunteers organ ized by the Friends of 

the Cumbres & Toltec Scenic Railroad have donated thousands of hours restoring Sublette and other locations all along the 64-mile railroad. The 

result is a 64-mi le museum representing narrow gauge railroading in its prime. 

A Cumbres & Toltec excursion train has just left Chama, New Mexico, to begin its arduous journey over the mountains to Antonito, Colorado. 
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The East Broad Top ran this coal train in 1993, 

simulating an image from years past when it was primarily 
a coal hauler. Photographers still charter such trains. 

Chama stabled helper locomotives for the steep 

climb eastward over Cumbres Pass . For that reason, 

all the facilities for servicing steam locomotives 

were built here. From left to right are a water tank, 

a coal tipple, and a sand house. At one time, there 
was so much activity here that the water tank was 

built with two spouts so a pair of locomotives 

could take water simultaneously. 



Voyageur Press co llection 

East Broad Top locomotive No. 12 takes a 
spin on the turntable. The railroad was the 
last narrow gauge common carrier in the 
eastern United States and chose to build 
extensive shop faci lities, giving it the 
capabil ity to build and repair anything it 
needed. The Friends of the East Broad Top 

help restore facilities that would otherwise 
not be needed for current operations. 

In late summer 1990, locomotive No. 12 slakes her thirst at Orbisonia on the East Broad Top. The engineer oi ls around his charge wh ile the 
fireman keeps on eye on the water in the tender's tank. 
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T he Union Pacific's 1900 purchase of the Southern 
Pacific siphoned all traffic from the Salt Lake City end 

of the Jay Gould-owned Denver & Rio Grande. 
Construction of the Western Pacific-roughly parallel to 
the Southern Pacific between Salt Lake City and 
Oakland-began in 1903. The Western Pacific's route 
through California's spectacular Feather River Canyon was 
much easier to operate than the Southern Pacific's snow­
encrusted route over Donner Pass. Completed in 1909, the 
Western Pacific was the last link in a chain of Gould family 
railroads stretching from ocean to ocean. Not particularly 

successful, the Western Pacific's 1915 bankruptcy funneled 
the Denver & Rio Grande, which had guaranteed Western 
Pacific's bonds, into the same hole. 

In 1931, the Western Pacific completed a second fork of 
its California main line north from Keddie to a connection 
with the Great Northern at Bieber. Together with the 
Santa's Fe's tracks in Southern California, this formed a 
route for north-south traffic through the Pacific Coast 
states. In 1982, the Western Pacific was merged into the 
Union Pacific. 
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California Zephyr passengers are treated to a daylight crossing of the Sierra Nevada Mountains from five dome cars. 
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Above: The Western Pacific's 

main line crossed the Great Salt 

Lake along its southern shore. This 

postcard states that 30 miles of track 

is laid on "white, solid salt." 

Above: Not only were California Zephyr passengers treated to a 

crossing of the Sierra Mountains, they were also plunged into the 

depths of California's Feather River Canyon. 

Below: The Western Pacific was one of the first major railroads to 

dieselize. Four 2-8-8-2 articulated locomotives, one shown here, 

and eight 4-6-6-4 articulateds were delivered in 1938, and the 

first diesel arrived in 1939. Only six more steam locomotives 

were purchased amid the war-year desperation of 1943. 
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DAWII PATROL 

A World War 11-era ad compares a 
New York Centra l section gang w ith 

the "dawn patrol" of fighter planes 
above them. The New York Central 

mainta ined 24,000 miles of track 

during the war. 

This Un ion Pacific construction train has 

paused for a portrait near Green River, 

Wyoming, in 1870. Other than the train 
itse lf, mechanization was limited to men, 

animals, and hand tools. 
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• 
A Yakutat & Southern track crew poses on a handcar. Alaska had a 

trad ition of Native American women repa iring railroad track . 

Savage & Ottinger, LC+DIG-stereo-1 s01276, library of Congress, Prints and Photographs Division 



left: When the Manitou & Pikes Peak Railway was 

constructed to the summit of Pikes Peak, men and 

mules did most of the work-the steep 25 percent 

grades of a cog railroad made it impossible to use 
much machinery. 

Below: Workmen finish a cy linder-casting for a sma ll 

steam locomotive in 1904. 

Bottom: Two trains appear to have crashed into 

each other in what railroaders darkly nicknamed a 

"cornfield meet." The nickname seems especially 
appropriate for this Illinois Central wreck at Farmer 

City, Illinois, in 1909. 

International Stereograph Co., LC-USZ62-127101 , library of Congress, Prints and Photographs Division 
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A rail-mounted crane clears a small 

mishap on the Southern Pacific in 1962 . 

www.archivesofadvertising.com 

Above: Dynamometer ca rs 

were coupled between 

locomotives and ca rs to 
measure perfo rmance in 

actual service. 

Right: Moving dirt was 

and is a common task fo r 

railroads. Here, a crawler­

equipped shovel, built 

by the Lima Locomotive 

Works Shovel & Crane 

Division, sits on a fl atca r 

244 

w hile load ing d irt 
into a gondola ca r. 
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G. V. "Jerry" (arson photo 

Voyageur Press collecti on 



A spreader has 

hydraulica lly 
operated "wings" 

that can extend a 

considerab le 
distance on either 

side to clear and 

contour dirt on the 
side of railroad 

tracks. Spreaders 

are also useful for 

w idening the snow­

free area after the 
rails are plowed. 

G. V. "Jerry" (arson photo 

A tank of water, a diesel pump, and hoses protected not on ly Southern Pacific snowsheds, but other structures and the forest itse lf. Fire danger was 

lessened in the transitions from wood to coa l to oil fuel for steam locomotives. Today, older diesel locomotives, overheated w heel bearings- ca lled 

"hot boxes"- and dragging equipment can al l start fires, so fire protection is sti ll an issue w ith modern railroads, which install automated hot box 

and dragging equ ipment detectors to signa l problems as trains run past. 
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APPENDIX A 
HISTORICAL SOCIETIES AND OTHER RAILROAD ORGANIZATIONS 

RAIL LINES AND TRADE ASSOCIATIONS 
American Short Line and Regional Railroad Association 
Association of American Railroads 
Amtrak 
BNSF Railway 
CN 
Canadian Pacific 
csx 
Kansas City Southern 
Norfolk Southern 
Union Pacific 

aslrra.org 
aar.org 
amtrak.com 
bnsf.com 
cn.ca 
cpr.ca 
csx.com 
kcsouthern.com 
www.nscorp.com 
up.com 

RAILROADING HISTORICAL SOCIETIES AND RELATED ORGANIZATIONS 
Amtrak Historical Society 
Anthracite Railroads Historical Society 
Atlantic Coast Line & Seaboard Air Line 
Baltimore & Ohio Railroad Historical Society 
Boston & Maine Railroad Historical Society 
Bridge Line Historical Society (Delaware & Hudson) 
Burlington Route Historical Society 
Chesapeake & Ohio Historical Society 
Chessie System Historical Society 
Chicago & North Western Historical Society 
Chicago North Shore and Milwaukee Railroad 
CN Lines Special Interest Group 
Electric Railway Historical Association of Southern California 
Erie Lackawanna Historical Society 
Friends of the Burlington Northern Railroad 
GM&O Historical Society 
Great Northern Railway Historical Society 
Illinois Central Historical Society 
Int'l. Society for the Preservation of Women in Railroading 
Kansas City Southern Historical Society 
Katy Railroad Historical Society 
Lehigh Valley Railroad Historical Society 
Louisville & Nashville Railroad Historical Society 
Milwaukee Road Historical Society 
Missouri Pacific Historical Society 
National Railway Historical Society 
New Haven Railroad Historical & Technical Association 
New York Central System Historical Society 
Nickel Plate Road Historical & Technical Society 
Norfolk & Southern Railway Company Historical Society 
Norfolk & Western Historical Society 
Northern Pacific Railway Historical Association 
Penn Central Railroad Online 
Pennsylvania Railroad Technical & Historical Society 
Railroad Station Historical Society 
Railway & Locomotive Historical Society 
Reading Company Technical & Historical Society 
Rio Gran de Modeling & Historical Society 
Rock Island Technical Society 
Santa Fe Railway Historical and Modeling Society 
Shortlines of Chicago Historical Society 
Soo Line Historical & Technical Society 
South Shore Interurban Historical Society 
Southern Pacific Historical & Technical Society 
Southern Railway Historical Association 
St. Louis & San Francisco Railroad Company 
St. Louis Southwestern Railway 
Union Pacific Historical Society 
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amtrakhistoricalsociety.com 
arhs.railfan.net 
aclsal.org 
borhs.org 
trainweb.org/bmrrhs 
bridge-line.org 
www.burlingtonroute.com 
cohs.org 
chessiesystem .org 
cnwhs.org 
northshoreline.com 
cnlines.ca 
erha.org 
erielackhs.org 
fobnr.org 
gmohs.org 
gnrhs.org 
icrrhistorical.org 
womeninrailroading.com 
kcshs.org 
katyrailroad.org 
lvrrhs.org 
rrhistorical-2.com!lnhs 
mrha.com 
mopac.org 
nrhs.com 
nhrhta.org 
nycshs.org 
nkphts.org 
norfolksouthernhs.org 
nwhs.org 
nprha.org 
pc.smellycat.com 
prrths.com 
rrshs.org 
rlhs.org 
readingrailroad.org 
drgw.org 
faculty.simpson.edu/RITS/www/ 
atsfrr.com 
dhke.com/schs 
sooline.org 
shore-line.org/ 
sphts.org 
srha.net 
frisco.org 
geocities.com/TheTropics/8199 
uphs.org 



Water Valley Casey ]ones Railroad Museum 
Western Maryland Historical Society 
Western Mining & Railroad Museum 
Western Pacific Railroad Historical Society 

RAILROAD CLUBS, PRESERVATION, AND DATABASES 
"470" Railroad Club 
American Association of Private Railroad Car Owners 
American Railway Caboose Historical Educational Society 
Association of Railway Museums 
Canadian Pacific Railway Archives 
Harvey Houses 
National Association of Railroad Passengers 
RailFanClub 
Railroad Club of Chicago 
Railway Preservation News 
Rocky Mountain Railroad Club 
SteamLocomotive.info 
Surviving Steam Locomotives Database 
Tourist Railway Association 
West Side Railway Narrow Gauge Preservation 

MODELING AND COLLECTING 
The Great Train Expo 
Key, Lock & Lantern 
Lionel Collectors Club of America 
National Model Railroad Association 
Train Collectors Association 
Toy Train Operating Society 
World's Greatest Hobby on Tour 

watervalley.net/users/caseyjones/home.htm 
moosevalley.org/wmrhs 
wmrrm.org 
wprrhs.org 

470rrclub.org 
aaprco.com 
arches.org 
railwaymuseums.org 
cprheritage.com 
harveyhouses.net 
narprail.org 
www.railfanclub.org 
railcc.org 
rypn.org 
rockymtnrrclub.org 
steamlocomotive.info 
steamlocomotive.com 
traininc.org 
wsrestoration.com 

gte.ciadvt.com 
klnl.org 
lionelcollectors.org 
www.nmra.org 
traincollectors.org 
ttos.org 
wghshow.com 
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APPENDIX B 
PRESERVED RAILWAYS, MUSEUMS, AND HISTORIC SITES 
This is just a sampling of hundreds of historic railroads and museums in North America. For more detailed 

information and changes to these listings, see the Web sites listed or telephone. 

ALABAMA 
Heart of Dixie Railroad Museum 

Museum; train ride. 
Calera,AL 
www.hodrrm.org 
(205) 668-3435 
(800) 943-4490 

ALASKA 
White Pass & Yukon Route 

Narrow gauge train trip on 
Klondike route to Canada. 

Skagway,AK 
www.whitepassrailroad.com 
(800) 343-7373 

Yakutat & Southern Railroad 
Exhibits in very remote location. 
Yakutat,AK 
www.yakutat-southern.org 
(907) 784-3482 

ARIZONA 
Grand Canyon Railway 

Railroad trip to Grand Canyon 
National Park; museum. 

Williams, AZ 
www. thetrain.com 
(800) 843-8724 

McCormick-Stillman Railroad Park 
Miniature, almost half-size, steam 

train trip; museum; model 
railroad. 

Scottsdale, AZ 
www. therailroadpark.com 
(480) 312-2312 

Verde Canyon Railroad 
Railroad trip through the 

spectacular Verde Canyon. 
Clarkdale, AZ 
www.verdecanyonrr.com 
(800) 320-0718 

ARKANSAS 
Eureka Springs & North Arkansas 

Railway 
Train ride; exhibits; dinner train. 
Eureka Springs, AR 
www.esnarailway.com 
( 479) 253-9623 

CALIFORNIA 
California State Railroad Museum 

Spectacular museum; train ride. 
Sacramento, CA 

248 APPENDIX B 

www.csrmf.org 
(916) 445-6645 24-hour information 
(916) 445-7387 business office 
(916) 323-9280 museum front desk 

Niles Canyon Railway 
Large museum; train ride. 
Sunol, CA 
www.ncry.org 
(925) 862-9063 

Pacific Southwest Railway Museum 
Large museum; train ride. 
Campo, CA 
www.psrm.org 
(619) 478-9937 Campo Depot 
(weekends) 
(619) 465-7776 business office 
(weekdays) 

Railtown 
1897 State Historic Park; historic 

roundhouse museum; train ride. 
Jamestown, CA 
www. csrmf. org/ rail town/ 
(209) 984-3953 business office 

Redwood Valley Railway 
Miniature, almost half-size, steam 

train trip. 
Berkeley, CA 
www.redwoodvalleyrailway.com 
(510) 548-6100 

Roaring Camp Railroads 
Narrow and standard gauge train 

rides. 
Felton, CA 
www.roaringcamp.com 
(831) 335-4484 

Travel Town Transportation Museum 
Large museum. 
Los Angeles, CA 
www.cityofla.org/rap/grifmet/tt/ 
(323) 662-5874 

COLORADO 
Colorado Railroad Museum 

Great railway museum; train rides; 
roundhouse. 

Golden, CO 
www.crrm.org 
(303) 279-4591 
(800) 365-6263 

Cumbres & Toltec Scenic Railroad 
Several narrow gauge train rides, 

64 miles over mountain pass; 
exhibits. 

Antonito, CO and Chama, NM 
www.cumbresandtoltec.com 
(888) 286-2737 

Durango & Silverton Narrow Gauge 
Railroad 
Narrow gauge train ride, 45 miles 

to Silverton mining town; 
roundhouse; depot museums. 
Durango, CO 
www.durangotrain.com 
(877) 872-4607 

Georgetown Loop Railroad 
Narrow gauge train ride; mine tour. 
Georgetown and Silver Plume, CO 
www.georgetownlooprr.com 
(888) 456-6777 

Leanin' Tree Museum and Sculpture 
Garden of Western Art 
Collection of Howard Fogg railroad 

paintings. 
Boulder, CO 
www.leanintreemuseum.com 
(800) 777-8716 

Manitou & Pikes Peak Railway 
Cog train ride to the summit of 

Pikes Peak, highest railroad in U. S. 
Manitou Springs, CO 
www.cograilway.com 
(719) 685-5401 

Rio Grande Scenic Railroad 
Train rides over Veta Pass to the 

town of La Veta and rides to 
Antonito, Colorado. 

Alamosa, CO 
www.alamosatrain.com 
(877) 726-7245 

Royal Gorge Route Railroad 
Streamlined train ride through 

1,000-foot-deep Royal Gorge; 
dinner train. 

Canon City, CO 
www.royalgorgeroute.com 
(888) 724-5748 

CONNECTICUT 
Essex Steam Train & Riverboat 

Combined train and boat ride; 
dinner train. 

Essex, CT 
www.essexsteamtrain.com 
(800) 377-3987 



DELAWARE 
Wilmington & Western Railroad 

Train rides; exhibits; dinner train. 
Wilmington, DE 
www.wwrr.com 
(302) 998-1930 

FLORIDA 
Gold Coast Railroad Museum 

Large museum; train ride. 
Miami, FL 
www.goldcoast-railroad.org 
(305) 253-0063 

GEORGIA 
Roundhouse Railroad Museum 

Museum in historic railroad shops 
and roundhouse. 
Savannah, GA 
www.chsgeorgia.org/roundhouse/ 
(912) 651-6823 

Southeastern Railway Museum 
Large museum; train ride. 
Duluth, GA 
srmduluth.org 
(770) 476-2013 

HAWAII 
Lahaina-Kaanapali and Pacific 

Railroad 
Narrow gauge train ride. 
Lahaina, Maui, HI 
www.sugarcanetrain.com 
(800) 499-2307 

ILLINOIS 
Illinois Railway Museum 

Large railroad museum; train and 
trolley rides. 

Union, IL 
www.irm.org 
( 800) 244-7245 

INDIANA 
Indiana Transportation Museum 

Several train rides; museum. 
Noblesville, IN 
www.itm.org 
(317) 773-6000 

Whitewater Valley Railroad 
Train Ride; museum. 
Connersville, IN 
www.whitewatervalleyrr.org 
(765) 825-2054 

IOWA 
Boo ne & Scenic Valley Railroad 

Train ride over high bridge; trolley 
ride; dinner train; museum. 
Boone, IA 
www.scenic-valleyrr.com 
(800) 626-0319 

KENTUCKY 
Big South Fork Scenic Railway 

Train ride to Blue Heron Mine in 
the Big South Fork National 
River & Recreation Area. 

Steams, KY 
www.bsfsry.com 
(800) 462-5664 

MAINE 
Maine Narrow Gauge Railroad Co. & 

Museum 
Two-foot-gauge train ride; large 

museum. 
Portland, ME 
www.mngrr.org 
(207) 828-0814 

Seashore Trolley Museum 
Large museum; trolley rides. 
Kennebunkport, ME 
www.trolleymuseum.org 
(207) 967-2712 

Wiscasset, Waterville & Farmington 
Railway Museum 
Two-foot-gauge train ride; 

museum. 
Alna,ME 
www.wwfry.org 
(207) 882-4193 

MARYLAND 
Baltimore & Ohio Railroad Museum 

Spectacular museum. 
Baltimore, MD 
www.borail.org 
(410) 752-2490 

Western Maryland Scenic Railroad 
Train trip; turntable at Frostburg. 
Cumberland, MD 
www.wmsr.com 
(800) 872-4650 

MICHIGAN 
Henry Ford Museum & Greenfield 

Village 
Large museum; train ride. 
Dearborn, MI 
www.hfmgv.org 
(313) 271-1620 24-hour information 
(800) 835-5237 

Huckleberry Railroad 
Historic village with narrow gauge 

train ride. 
Flint, MI 
www.geneseecountyparks.org/ 

huckleberry _railroad.htm 
(800) 648-7275 

MINNESOTA 
Lake Superior Railroad Museum 

Large museum; train ride. 

Duluth,MN 
www.lsrm.org 
(218) 722-1273 
(800) 423-1273 

Minnesota Transportation Museum 
(Jackson Street Roundhouse) 
Roundhouse museum; trolley rides 

at other sites in area; train ride 
in Wisconsin. 

St. Paul, MN 
www.mtmuseum.org 
( 651) 228-0263 

North Shore Scenic Railroad 
Train ride; museum adjacent. 
Duluth,MN 
www.northshorescenicrailroad.org 
(800) 423-1273 

MISSISSIPPI 
Water Valley Railroad Museum 

Museum. 
Water Valley, MS 
www.watervalley.net/users/ caseyjones/ 
home.htm 
( 662) 473-1154 

MISSOURI 
Bel ton, Grandview and Kansas City 

Railroad 
Train ride; museum. 
Belton, MO 
www.beltonrailroad.org 
(816) 331-0630 

Museum of Transportation 
Large museum; miniature train ride. 
St. Louis, MO 
www.museumoftransport.org 
(314) 965-7998 

MONTANA 
Izaak Walton Inn 

Historic Great Northern Railroad 
Hotel. 

Essex, MT 
www.izaakwaltoninn.com 
( 406) 888-5700 

NEVADA 
Nevada Northern Railway Museum 

Large historic railroad yard; two 
train rides. 

Ely,NV 
www.nevadanorthernrailway.net 
(866) 407-8326 

Nevada State Railroad Museum 
Museum; train ride; another 

location at Boulder City with 
train ride. 

Carson City, NV 
www.nevadaculture.org 
(775) 687-6953 
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Virginia & Truckee Railroad 
Train ride; major extension in 
progress. 
Virginia City, NV 
www.steamtrain.org 
(775) 847-0380 

NEW HAMPSHIRE 
Conway Scenic Railroad 

Two train rides; dining car; 
roundhouse, turntable, and 
spectacular depot. 

North Conway, NH 
www.conwayscenic.com 
(800) 232-5251 

Mount Washington Cog Railway 
Cog train trip to summit of Mount 
Washington; world's first cog 
railroad. 
Bretton Woods, NH 
www. thecog.com 
(800) 922-8825 

NEW MEXICO 
Cumbres & Toltec Scenic Railroad 

Several narrow gauge train rides, 
64 miles over mountain pass; 
large historic railyard. 

Chama, NM and Antonito, CO 
www.cumbresandtoltec.com 
(888) 286-2737 

Santa Fe Southern Railway 
Train ride on mixed (freight and 

passenger) train. 
Santa Fe, NM 
www.santafesouthernrailway.com 
(888) 989-8600 

NEW JERSEY 
Northlandz 

Large model railroad. 
Flemington, NJ 
www.northlandz.com 
(908) 782-4022 

NEW YORK 
Adirondack Scenic Railroad 

Multiple train rides. 
Utica, Thendara, and Lake Placid, NY 
www.adirondackrr.com 
(877) 508-6728 

New York Transit Museum 
Urban transport museum in historic 

subway station. 
Brooklyn Heights, NY 
www.mta.info/mta/museum 
(718) 694-1600 

NORTH CAROLINA 
Great Smoky Mountain Railway 

Several train trips; dinner train. 
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Train orders depended on the correct time, and the regularly checked accuracy 

of railroad watches was cr itica l. Not surprisingly watchmakers, in this case E. 

Howard Watch Company, targeted railroaders. This art appeared in an ad in 
Harper's Magazine. 

Bryson City and Dillsboro, NC 
www.gsmr.com 
(800) 872-4681 

North Carolina Transportation 
Museum (Historic Spencer Shops) 
Roundhouse museum; train and 

turntable rides; shop buildings. 
Spencer, NC 
www.nctrans.org 
(877) 628-6386 

OHIO 
Cuyahoga Valley Scenic Railroad 

Multiple train rides. 
Akron, Canton, Independence, and 
Peninsula, OH 
www.cvsr.com 
(800) 468-4070 

OREGON 
Mount Hood Railroad and Dinner 

Train 
Train ride; dinner train. 
Hood River, OR 
www.mthoodrr.com 
(800) 872-4661 

Oregon Coast Scenic Railroad 
Train ride. 
Garibaldi, OR 
www.ocsr.net 
(503) 842-7972 

Sumpter Valley Railway 
Narrow gauge train ride. 
Sumpter and McEwen, OR 
www.svry.com 
(866) 894-2268 

Willamette Shore Trolley 
Trolley ride; museum at Brooks, OR. 
Lake Oswego and Portland, OR 
www. trainweb.org/ oerhs/ 
(503) 697-7436 

PENNSYLVANIA 
East Broad Top Railroad 

Narrow gauge train ride; large 
historic railyard and shops; 
museum at Robertsdale. 

Rockhill Furnace, PA 
www.ebtrr.com 
(814) 447-3011 

National Toy Train Museum 
Toy train museum; five large train 

layouts. 
Strasburg, PA 
www.nttmuseum.org 
(717) 687-8976 

Middletown & Hummelstown Railroad 
Train ride. 
Middletown, PA 
www.mhrailroad.com 
(717) 944-4435 



New Hope & Ivyland Railroad 
Train ride. 
NewHope, PA 
www.newhoperailroad.com 
(215) 862-2332 

Railroad Museum of Pennsylvania 
Spectacular museum. 
Strasburg, PA 
www.rrmuseumpa.org 
717-687-8628 

Rockhill Trolley Museum 
Trolley ride; museum. 
Rockhill Furnace, PA 
www.rockhilltrolley.org 
(814) 447-9576 

Steamtown National Historic Site 
Museum; shop tour; train ride. 
Scranton, PA 
www.nps.gov/stea 
(888) 693-9391 

Strasburg Rail Road 
Train ride; dining car; exhibits; 

miniature-train ride; pump cars. 
Strasburg, PA 
www.strasburgrailroad.com 
(717) 687-7522 

SOUTH DAKOTA 
Black Hills Central Railroad 

Train ride; exhibits. 
Hill City and Keystone, SD 
www.1880train.com 
(605) 574-2222 

TENNESSEE 
Chattanooga Choo-Choo 

Hotel in restored depot; some train-
car hotel rooms; model railroad. 

Chattanooga, TN 
www.choochoo.com 
(800) 872-2529 

Tennessee Valley Railroad Museum 
Multiple train rides; turntable and 

shop tour; exhibits. 
Chattanooga, TN 
www. tvrail.com 
( 423) 894-8028 

TEXAS 
Austin Steam Train Association 

Multiple train rides. 
Cedar Park and Austin, TX 
www.austinsteamtrain.org 
(512) 477-8468 

Texas State Railroad State Park 
Train ride, details changing. 
Rusk and Palestine, TX 
www. texasstaterailroad.com 
(800) 442-8951 

UTAH 
Golden Spike National Historic Site 

Museum; programs; Golden Spike 
ceremony; auto tour. 

Brigham City, UT 
www.nps.gov/gosp 
(435) 471-2209 Ext. 29 

He her Valley Railroad 
Train ride; exhibits. 
Heber City, UT 
www.hebervalleyrr.org 
(435) 654-5601 

VIRGINIA 
0. Winston Link Museum 

0. Winston Link photograph exhibit 
in restored depot. 
Roanoke, VA 
www.linkm useum.org 
(540) 982-6956 

WASHINGTON 
Chelatchie Prairie Railroad 

Train ride; exhibits. 
Yacolt,WA 
www.bycx.org 
(360) 686-3559 

Mt. Rainer Scenic Railroad 
Train ride. 
Elbe, WA 
www.mrsr.com 
(888) 783-2611 

Northwest Railway Museum 
Train ride; museum. 
Snowqualmie and North Bend, WA 
www.trainmuseum.org 
( 425) 888-3030 

WEST VIRGINIA 
Cass Scenic Railroad State Park 

Train ride on switchback line; 
recreated logging experience. 
Cass, WV 
www.cassrailroad.com 
(800) 225-5982 

Durban & Greenbrier Valley Railroad 
Multiple trains rides from 

multiple cities. 
Durbin, WV 
www.mountainrail.com 
( 877) 686-7245 

Potomac Eagle Scenic Railroad 
Multiple train rides. 
Romney,WV 
www.potomaceagle.info 
(304) 424-0736 

WISCONSIN 
Mid-Continent Railway Historical 
Society 
Train ride; museum; authentic 

railyard and station. 
North Freedom, WI 
www.midcontinent.org 
(800) 930-1385 

National Railroad Museum 
Large museum; train ride; model 

railroad. 
Green Bay, WI 
www.nationalrrmuseum.org 
(920) 437-7623 Ext. 12 

BRITISH COLUMBIA 
Kamloops Heritage Railway 

Multiple train trips. 
Kamloops, BC 
www.kamrail.com 
(250) 374-2141 

Kettle Valley Steam Railway 
Train ride. 
Summerland, BC 
www.kettlevalleyrail.org 
(877) 494-8424 

West Coast Railway Heritage Park 
Museum; miniature train ride; 

Royal Hudson. 
Squamish, BC 
www.wcra.org/heritage/ 
(800) 722-1 233 

ONTARIO 
Algoma Central Railway 

Multiple train rides. 
Sault Ste. Marie, ON 
www.algomacentralrailway.com 
(800) 242-9287 

South Simcoe Railway 
Train ride. 
Tottenham, ON 
www.steamtrain.com 
(905) 936-5815 

QUEBEC 
Exporail: Canadian Railway Museum 

Large museum. 
Saint-Constant, QC 
www.exporail.org 
(450) 632-2410 

Hull-Chelsea-Wakefield Steam Train 
Train ride; dinner train. 
Gatineau, QC 
www.steamtrain.ca 
(800) 871-7246 
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