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" Your all-in-one

railroading reference guide!

THE
RAILROADING
HANDBOOK

Facts, figures, history, and operations
of North American railroads
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GET YOUR QUESTIONS ABOUT RAILROADS AND
RAILROADING ANSWERED in this all-in-one refer-
ence guide! Railroading is a complex industry that
can be difficult to understand, and this book ex-
plains and examines its many areas in an
easy-to-understand format.

While exploring the complex railroading industry,
this book features:

B Railroad history and operations

B Locomotives: Including how they work, components,
and how they evolved

B Rolling stock: Photos and descriptions of all the basic
types of freight and passenger cars

M Right of way: Trackside details, how turnouts work,
signs, and more!

Whether you're trying to figure out what
the data on the side of a boxcar means
or how many miles of railroad are in
operation today compared to the steam
era, you'll be able to find it in this book.

Order your copy today at
STORE KalmbachHobbyStore.com/RRHandbook

Sales tax and retail delivery fee where applicable.
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t's a safe bet one of

the biggest railroad

preservation news
stories in 2023 will be the re-
vitalization of Pennsylvania's
East Broad Top Railroad.

Production Editor Nastas-
sia Putz, Video Producer Kev-
in Gilliam, and | paid a visit to
the former coal-hauling nar-
row gauge in early November
following the Trains Magazine
photo charter with 2-6-6-2 No.
1309 on the Western Mary-
land Scenic (see page 43).
Knowing of EBT's amazing

level of historic preservation, |
expected to step into the past
and | wasn't disappointed.
What | didn't expect was a
beehive of activity. The main
line is being lengthened and a
steam locomotive is nearing
its return to service. The East
Broad Top is back — and it's
better than ever!
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Congressional action set to impose
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House acts quickly after Biden calls for legislation to enact tentative agreement

A Heated with coal and diesel
fuel, and pounded by a sledge
hammer, a hot rail is worked into
place by maintenance workers at
a curve crossing Straight Creek
on Norfolk Southern’s Clearfork
Branch in Clairfield, Tenn., on
March 17, 2015. Maintenance
workers are among those who
rejected a tentative contract
deal. Brent A. Harrison
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THE POSSIBILITY of a national
rail strike, which loomed
through much of the fall, was
fading as this issue of Trains
reached deadline. The U.S.
House of Representatives had
passed a resolution imposing a
labor agreement between rail-
roads and unions. The Senate
was likely to follow suit, al-
though its timeline was uncer-
tain. Senators from both parties
were expressing reservations.

President Joe Biden, who
called for Congress to act, was
certain to sign the legislation
when it reached his desk.

Far less certain was the fate
of a second resolution to give
workers seven days of paid sick
leave. That was also passed by
the House on Nov. 30, the same
day it imposed the terms of a
tentative agreement reached by
the two sides on Sept. 15.

The sick-day provision was
sought by House Democrats
unhappy about intervening in
the bargaining process. It was
willingly accepted by unions,
although they continued to call

for more attention to working
conditions and reforms targeted
at rail management they por-
trayed as “modern day robber
barons”” It was strongly opposed
by railroads and business inter-
ests, with Association of Ameri-
can Railroads CEO Ian Jefferies
saying it “usurps longstanding
bargaining procedures” and the
U.S. Chamber of Commerce
calling it “an unworkable, one-
sided modification”

But in making the sick-leave
provision a separate resolution,
the House left the Senate room
to impose the other terms of
the agreement without agreeing
to the addition of sick time.

The House voted a day after
Biden asked Congress to act,
saying a national rail shutdown
“would devastate our economy.”

Biden said that as “a proud
pro-labor president,” he was re-
luctant to override the ratifica-
tion process, but decided it was
necessary because “the eco-
nomic impact of a shutdown
would hurt millions of other
working people and families”

The deal to be imposed was
largely shaped by the Presiden-
tial Emergency Board appoint-
ed by Biden during the sum-
mer. It included a 24% pay
increase over its five-year term
ending in 2024; $5,000 in bo-
nuses; and provisions limiting
increases in medical costs. The
agreement based on the board’s
recommendations was subse-
quently ratified by eight unions
and voted down by four others.

Unions that rejected the
deal said they were concerned
about working conditions —
which the PEB did not address
— while two, SMART-TD and
the Brotherhood of Mainte-
nance of Way Employes Divi-
sion — sought paid sick time.

The SMART-TD union,
representing about 28,000
conductors, brakemen, and
other workers, was the largest to
reject the deal, and did so by the
narrowest of margins. Some
50.87% of those casting ballots
voted against the deal in results
released on Nov. 21. — David
Lassen and Bill Stephens
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Union Pacific,
BLET try crew
scheduling
experiment

Program aims to provide
more predictability for
engineer work schedules

UNION PACIFIC HAS LAUNCHED a small pilot
program in Kansas that aims to bring more
predictability to engineer schedules.

The experiment comes as railroads have
experienced trouble retaining train crews
and hiring new conductors at many loca-
tions across their systems — due in part to
the unpredictable nature of the jobs.

Ongoing crew shortages at UP, BNSF
Railway, CSX Transportation, and Norfolk
Southern have created widespread service
problems that have drawn the ire of ship-
pers and the attention of regulators.

Eric Gehringer, UP’s executive vice
president of operations, says about 40% of
the railroads train crews — primarily those
working in yard and local service — have
scheduled jobs.

The remaining 60% of UP’s train and
engine jobs are unscheduled. To provide
more predictability in road freight service,
UP is working with the Brotherhood of Lo-
comotive Engineers and Trainmen on the
pilot program that lets engineers know
when they’ll work every 15 days.

Under the “11 and four” schedule, en-
gineers know which 11 days they’ll work
and which four days they’ll be off during
every 15-day period, Gehringer told an
investor conference.

“It's something we have to do through
the collective bargaining agreement. We
can't just instantly put that across the sys-
tem,” Gehringer says. The pilot program
was slated to conclude at the end of 2022.

The goal is to see how UP could expand
the work-rest scheduling system.

“Union Pacific understands how impor-
tant it is to address quality-of-life concerns
raised by our TE&Y employees. We started
a pilot project Nov. 1 to test a work-rest
cycle that includes scheduled days oft for
employees in jobs that have been tradition-

tried a program in Kansas giving engineers more predictable work schedules. Steve Smedley

ally unassigned,” railroad spokeswoman
Robynn Tysver says. “We are working
closely with union leaders on this project,
which is in its infancy, and hope to gather a
better understanding of how to best imple-
ment a work-rest balance more broadly
throughout our system, while acknowledg-
ing there may not be a one-
size-fits-all approach”
Representatives of the
BLET and the SMART-TD
union, which represents con-
ductors, did not respond to
Trains requests for comment.
Through national collec-
tive bargaining, labor leaders
sought to improve working
conditions after the imple-
mentation of Precision
Scheduled Railroading and
its related layoffs resulted in
remaining employees work-
ing longer hours, being re-

“WE ARE WORKING
CLOSELY WITH
UNION LEADERS ON
THIS PROJECT ...
AND HOPE TO
GATHER A BETTER
UNDERSTANDING
OF HOW T0 BEST
IMPLEMENT A
WORK-REST
BALANCE MORE
BROADLY”

was offering hiring bonuses of $10,000 to
$25,000 to new conductors at some loca-
tions, including Cheyenne and Green Riv-
er, Wyo,; Salt Lake City and Helper, Utah;
Portland, Ore.; and Seattle.

“We still have those pockets where we
are constrained,” Gehringer says. Getting
back to full strength on train
crew staffing levels will im-
prove service and help UP
be more resilient when ex-
treme weather or other
events hit the railroad, UP
executives say.

If the economy softens
and freight demand drops,
UP will use furloughs as a
last resort so that it has
enough crews to handle a
rebound, Gehringer says.
“That’s not a tool that we
employ without thinking
very carefully through that,

quired to be available to — ROBYNN TYSVER, because what we want to be

work more often, and having UNION PACIFIC most prepared for is when

difficulty scheduling time oft. the demand shifts. We want
The Presidential Emer- SPOKESWOMAN to be able to capture that

gency Board, convened last

summer after unions and the railroads
failed to reach a contract deal, recommend-
ed that these issues be negotiated locally.

As of late 2022, UP was nearing its goal
of hiring 1,400 train and engine employees
this year, Gehringer said, with two-thirds
of the new hires in active service and one-
third in training. But the railroad remained
short of crews across its northern tier and

READ THE LATEST RAIL NEWS. VISIT TRAINS.COM

without missing a beat,”
Gehringer said.

UP may be able to offset a freight down-
turn in 2023 thanks to strong bulk traffic
demand and new business wins, including
the Schneider National and Knight-Swift
intermodal contracts from BNSF as well as
new renewable energy and steel traffic, says
Jennifer Hamann, the railroad’s chief finan-

cial officer. — Bill Stephens
Trains.com H
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NEWS BRIEFS

Norfolk Southern to pay
$1.6 billion to buy line
from Cincinnati

NORFOLK SOUTHERN has reached agree-
ment with the CITY OF CINCINNATI to buy
the CINCINNATI SOUTHERN RAILWAY, the
nation’s only municipally owned inter-
state rail line, for $1.6 billion. A subsidiary
now owned by NS has leased and oper-
ated the 336-mile route from Cincinnati
to Chattanooga, Tenn,, since 1881. The
sale must be approved by Cincinnati
voters and the Surface Transportation
Board, and will require legislative action
by the Ohio General Assembly.

The COLORADO PACIFIC RAILROAD, a short
line in the southeastern part of the state
owned by billionaire Stefan Soloviey,
made a late bid for $10.7 million to win a
bankruptcy auction for the SAN LUIS &
RID GRANDE RAILROAD. Colorado rail
holding company OMNITRAX had previ-
ously been set to purchase the 155-mile
railroad — a former IDWA PACIFIC prop-
erty in bankruptcy for three years — for a
reported $5.75 million. Colorado Pacific
operates a 156-mile route from Towner,
Colo,, near the Kansas state line, to a
junction near Pueblo, and also made an
effort to force UNION PACIFIC to sell it the
mothballed Tennessee Pass line in 2021.

MONTANA RAIL LINK began the regulato-
ry process involved in turning its lines
back over to BNSF RAILWAY, asking the
SURFACE TRANSPORTATION BOARD in a
Nov. 18 filing for permission to discontin-
ue service over 656.47 miles of track in
Montana and Idaho, as part of the early
termination of its lease with BNSF. The
lease had been slated to run through
2047. The process is expected to take
four or five months, with an STB deci-
sion expected in the second quarter of
2023. MRL:s filing with the STB came
after BNSF reached agreements with
the nine unions that represent Montana
Rail Link employees.

Bill Sheffield, who as governor led the
state purchase of the ALASKA RAILRDAD
from the federal government, saving the
line from being shut down, died Nov. 4
at age 94. Sheffield was a driving force
behind the 1982 purchase of the railroad
for $22 million. Sheffield went on to
serve as the railroad's president, CEO,
and board chairman, and at the time of
his death was board chair emeritus.
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The station in Pascagoula, Miss., last served by Amtrak prior to Hurricane Katrina in 2005, will

again see passenger trains thanks to a November deal on Gulf Coast service. Bob Johnston

Mediation leads to deal in
STB’s Amtrak Gulf Coast case

Parties offer no details on 11th-hour agreement,
indicate it will take months to finalize details

SOME 20 MONTHS AFTER the matter first
came to the Surface Transportation Board,
Amtrak, CSX Transportation, Norfolk
Southern, and the Alabama State Port
Authority say they have an agreement to
allow the launch of passenger service
between New Orleans and Mobile, Ala.

All details, however — including such
basics as when that service might begin —
remain unavailable.

In a brief statement Nov. 22, the parties
said they “collectively reached an agreement
to support passenger and freight service in
the Gulf Coast Corridor. ... Due to the con-
fidential nature of the settlement agree-
ment, the parties are not able to provide
further comment on its terms at this time.”

The parties asked the STB to hold the
matter in abeyance while the deal was com-
pleted, saying in a joint filing this would
take “several months,” but that after several
conditions are met, it will “completely re-
solve this dispute.

“Some of these conditions are not en-
tirely within the Parties’ control, however”
[Apparently, this refers to the pursuit of
federal grants to fund infrastructure im-
provements.] “Therefore, each Party has re-
served its right to reinstate this proceeding
in the event certain of those conditions are
not met” The parties will provide the board
with a progress report by June 30, 2023, if
the deal is not completed by then.

The board issued a decision later the
same day agreeing to delay further action,
canceling the final hearings slated for Nov.
30 and Dec. 1 and its voting conference set

for Dec. 7 to determine an outcome.

In a statement, STB Chairman Martin J.
Oberman said he wanted to acknowledge
“the significant progress that has been
made in achieving a settlement under the
new leadership of CSX and NS, which I ex-
pect brought a fresh constructive approach
to resolving the matter” Alan Shaw became
Norfolk Southern CEO in March, while Joe
Hinrichs took over at CSX in September.
The statement also noted the board’s pref-
erence for parties to solve disputes on their
own whenever possible.

Oberman said the agreement would
bring “a substantial public benefit” with a
positive impact on the region’s economy. “I
look forward to the parties informing us of
the specific infrastructure improvements
that will be made to the rail network as a
result of the settlement,” he said.

Amtrak went to the board with its effort
to start two daily round trips on the New
Orleans-Mobile route in March 2021, with
the goal of beginning service in 2022. That
date fell by the wayside as the sides argued
in a series of filings, as well as 11 days of
hearings, whether the Amtrak trains would
cause “unreasonable impairment” of freight
operations, which is prohibited by statute.
They also had sharply differing views of the
infrastructure upgrades that might be need-
ed to address such impairment.

Throughout the process, the board was
mindful a decision could be precedent set-
ting for future Amtrak efforts to add ser-
vice. The settlement avoids establishment
of such a precedent. — David Lassen



CP’s hydrogen
locomotive
makes first
revenue run

Experimental fuel-cell
unit, converted SD40-2F,
makes freight-hauling
debut in Alberta

CANADIAN PACIFIC’S EXPERIMENTAL hydro-
gen fuel-cell locomotive made its maiden
run in late October 2022 in Calgary, Alber-
ta, taking the first step in determining
whether the technology could one day re-
place diesel-electric locomotives.

“Tll tell you, the excitement around it,
the potential of it, is real,” CEO Keith Creel
told the RailTrends conference in Novem-
ber. “And to see it two weeks ago, running
down the main line at mainline speed pull-
ing a load behind it, I mean it made the
hairs on my arm stand up, because I would
have told you two years ago it’s a pipe
dream. ... Well, it’s not a pipe dream. It's a
reality. Still a lot of work left to do, but it’s
super, super exciting”

Home-built unit No. 1001, a converted
SD40-2E, is dubbed H2 OEL for “hydrogen
zero-emissions locomotive” The Oct. 28
revenue test run was the second mainline
foray for the unit this year, which uses
hydrogen fuel cells and batteries to power
its electric traction motors.

CP is using solar power to produce

P e ,gr

Hydrogen locomotive No. 1001, designated as an H2 OEL, and SD70ACU No. 7010 bring seven-
car train CH2-28 into Calgary’s Alyth Yard on Oct. 28, 2022. Josh Soles

hydrogen at its Calgary headquarters. It
also has a separate hydrogen production
facility in Edmonton. CP is partnering with
the Alberta provincial government to build
a DC-traction version as well as another
AC-traction unit.

By the end of 2023, CP expects to have
the three locomotives switching customers
in Calgary, Edmonton, and Vancouver.

“The next step is scalability;” Creel says,
through partnering with a customer to
build enough road locomotives to prove
the technology on the rugged CP main line
in the Canadian Rockies west of Calgary.

“It’s the perfect test bed. If you can op-
erate there — heavy haul, cold tempera-
tures, the most challenging operational
conditions I've ever experienced in my ca-
reer ... it will work anywhere,” Creel says.

SANTA RETURNS After being sidelined for two years by
the COVID-19 pandemic, the CSX Santa Train returned
on Nov. 19, celebrating its 80th anniversary by distrib-
uting 16,000 toys and backpacks in Kentucky, Virginia,
and Tennessee. CSX's three F40s, with their Baltimore
& Ohio heritage scheme, powered the train. Above,
Santa greets the crowd at Marrowbone, Ky. Left, Ely
Carter-Williamson; above, Ron Flanary

If the tests are successful, fuel-cell loco-
motives would likely be deployed in local
service until the railway can create a hydro-
gen fueling network and build tenders to
extend the locomotives’ range.

Creel emphasized that the hydrogen
project is very much an experiment and CP
is not betting the farm on its effort to create
a green locomotive.

Alberta is aiming to transition to a hy-
drogen-based economy as part of a push
toward cleaner energy supplies. CP would
haul hydrogen from Alberta to customers
across its system, as well as to its own fuel-
ing facilities.

Creel spoke at the RailTrends confer-
ence sponsored by trade publication Pro-
gressive Railroading and independent ana-
lyst Anthony B. Hatch. — Bill Stephens
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COMMENTARY

The shortsighted
view of long trains

Why ‘no-fitters’ make no sense

ailroads are attracted to extremely long trains like

moths to a flame. And sometimes they get burned

from this unhealthy obsession.

A case in point: In October, CSX Transportation

ran two overlength merchandise trains at each other
on its single-track main line between Savannah and Augusta, Ga.
The plan was to do a double saw-by — a maneuver as complicated
and time-consuming as you can imagine — to get the no-fitters
past each other. But that plan went out the window when the
12,000-footer tripped a hot box detector. While the conductor hit
the ground to find the problem, the crew of the 11,000-footer was
instructed to leave half of its train in a siding, then proceed to the
next siding to await the 12,000-footer. Once it passed, the 11,000-
footer had to retrace its steps and put its train back together before
heading back in the right direction.

The idea behind long trains is as simple as it is old. Move your
tonnage on fewer but longer trains and you save crew, locomotive,
and fuel costs.

The savings can be illusory, though, if you take the concept to
the extreme. In the CSX example, both manifest trains had to be
recrewed. So did two locals caught up in the mess. Amtrak’s Silver
Star was delayed 45 minutes. And, most importantly, the custom-
ers freight was delayed almost 5 hours.

Is this any way to run a railroad?

Canadian Pacific CEO Keith Creel would say no. During hear-
ings on the CP-Kansas City Southern merger, Creel lamented the
fact that Union Pacific’s long trains frequently block the main
tracks around Englewood Yard in Houston, impeding KCS trains

- .ﬂh : T g . 12 ey LT
Union Pacific SD70AH, the Spirit of the Union Pacific unit, leads a long

Denver-to-Grand Junction manifest through Lacy, Colo., on Oct. 3,
2020. UP averages the longest trains in the nation. Matt Krause
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bybillstephens@gmail.com
¥ @bybillstephens
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that run through the terminal via trackage rights on UP. Engle-
wood’s receiving and departure tracks are a steam-era 7,000 feet,
which is not uncommon. But since 2018, UP’s average train length
has grown 30% to an industry-leading 9,483 feet, requiring longer
trains to double or even triple their way in or out of Englewood.

Surface Transportation Board Chairman Martin J. Oberman
asked the obvious: Should UP be running shorter trains or build-
ing longer tracks?

Creel said he understands UP’s desire to run longer trains. “But
you can't let your ambitions get ahead of your physical plant;” he
said. “You have to match yard capacity with mainline capacity, size
of trains”

When CP wanted to run 10,000-footers in and out of the Twin
Cities, it first extended the receiving and departure tracks at its St.
Paul, Minn., yard to 10,000 feet so trains wouldn't tie up the main.
UP could do the same at Englewood’s west end, where Creel says
there’s room after the railroad shifted its intermodal operations to
nearby Settegast Yard. UP plans to lengthen Englewood’s receiving
and departure tracks are on hold due to concerns over soil con-
tamination on the site. To UP’s credit, it has completed 80 siding
projects to support the operation of 15,000-foot trains. Yet there
are still places where it'’s more than 60 miles between long sidings.

Railroads continue to push the limits of common sense with
megatrains. On subdivisions where long sidings are few and far
between, the no-fitter trains extend meet delays. Even double-track
mains aren't immune. Monster trains can bog down the double
iron by taking longer to enter and exit permanent and temporary
speed restrictions. Megatrains also encounter more frequent me-
chanical problems: The law of averages says that the more cars in a
train, the more likely there’s a bad apple in the bunch.

Given all this collateral damage, why would some Class I rail-
roads continue their love affair with trains that don't fit their physi-
cal plants? It's because they care more about the operating ratio
and investors than they do about providing reliable service.

The service-design veterans I spoke with agreed: It’s bad rail-
roading to run no-fitter trains in both directions in single-track
territory. It’s also not a good idea to run lumbering behemoths
that turn a fast double-track corridor into molasses. The toll on
service simply isn’t worth it. And the supposed operational sav-
ings are all too often offset by the unpredictability of recrewing
trains en route.

Last year, as part of its back-to-the-basics operations makeover,
Canadian National stopped running trains over siding length.
CEO Tracy Robinson says it's among the interrelated reasons why
CN’s on-time performance is up sharply, the railway is running
faster than it has in six years, and unplanned recrews fell by 38%
last fall. Doesn't that sound like a winning formula? I
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COMMENTARY

Irish lessons in
train travel

Clean, frequent, and comfortable trains

equal great ridership

ris and I were married in September. The day be-
fore the wedding, Conway Scenic Railroad provid-
ed our family and friends with former New Haven
Railroad Budd RDC1 Millie. I ran the car as an
extra to Conway and return. We stopped for photos
along the way. After the wedding, Kris and I traveled to Boston by
Concord Coach and flew Delta Airlines direct to Dublin. During
our stay in Ireland, we traveled around the country by train. While
this was not a new experience for me, it provided an opportunity
to reflect on rail travel from the perspective of a paying passenger.
It provoked serious thought as to what worked well and how we
can make traveling by train more appealing to the general public.

Irish Rail ticks the boxes for today’s traveler, and its model
should be studied by American passenger providers. It is a mod-
ern, functional railway that offers convenient, comfortable, and
affordable passenger transportation using fleets of self-propelled
diesel railcars, diesel push-pull passenger trains, plus overhead
electric suburban service marketed as the “DART” (Dublin Area
Rapid Transit). As a passenger, I was impressed by the InterCity
services. Tickets were easily purchased on line and enabled us to
select our seats during the purchase process.

Most Irish Rail services operate on a regular interval timetable
which aids in planning. The interior of trains are functional and
clean with large windows that line up with seats that, for most
part, were arranged in pairs facing tables and provided handy
USB ports. Most of the trains we traveled operated within 5 min-
utes of the advertised. WiFi is available for free on all trains. The
Irish Rail mobile-app allows riders to call up real-time arrival and
departure boards for most stations, follow their train’s progress
on an interactive map that shows if a train is running behind, and
offers PDFs of train schedules largely organized by routes. Each
train features lit destination boards at the front and sides. There is
noteworthy consistency in the information provided by the vari-
ous type of media.

Although Irish Rail had suffered a precipitous drop in intercity
ridership during the COVID pandemic, the network appears to
have recovered: we found many trains well-patronized. In terms of
comfort, the finest service was the cross-border Enterprise that
connects Dublin and Belfast operating jointly with NI Railways
and was celebrating its 75th year of service during our rides. These
trains have distinctive décor, offer comfortable seating, and in First
Class a snack service is provided by an attendant who takes orders
shortly after the train departs main stations and delivers food and
drinks to passengers for a reasonable charge.

Main stations are well-staffed and feature ticket windows as
well as kiosks where you can procure information and buy tickets
or collect prepurchased tickets. Stations at Dublin, Cork, and Bel-
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fast featured cafes and convenience stores where you can get light
meals, drinks, and snacks, as well as newspapers, books, and mag-
azines. In Dublin and Cork, the ticket kiosks also allow you to buy
and top-up ‘Leap’ cards. These are plastic cards that store a balance
and are used to pay for travel on public transit, including local rail
services, and save the hassle of having to procure coins or local
currency. They also allow you to transfer between modes of transit
and different service providers. I paid for all my ticket purchases
with my Visa card (American Express is not accepted). In Belfast,
the Enterprise ticket allows passengers limited travel on buses and
NI Railways’ local trains to within the city center.

Our rail trips provided valuable lessons for improving rail ser-
vice in the U.S. Successful intercity rail service is more than just
connecting the dots on a map. Providing reliable advance planning
information in conjunction with straightforward ticketing, supple-
mented by good information throughout the travel process, en-
courages rail travel. The availability of food and other commercial
services at stations for reasonable cost makes traveling more pleas-
ant. These conditions, combined with clean, safe, and comfortable
trains operating on competitive schedules in medium-distance
corridors (150-300 miles) contribute to making intercity rail an af-
fordable and practical travel option for a great many people. The
proof is in the ridership.

Ironically, we found that the most difficult part of our whole
trip were challenges in getting to and from airports in both Boston
and Dublin, neither of which have effective rail connections. But
that’s a lesson for another day. 1

Irish Rail transformed Victorian-era routes and infrastructure into a
well-traveled modern national passenger network. Diesel railcars
pause at Kent Station in Cork on Oct. 5, 2022. Brian Solomon
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OWNEY

the Railway Mail Service

DOG

Mascot racked up 143,000 miles aboard Post Office mail cars

By Carl Swanson

Owney the Post Office
dog, the official mascot
of the Railway Mail
Service, was one of

the most famous —

and widely traveled —
animals of all time.
Images courtesy of the
National Postal Museum,
Smithsonian Institution




IN 1895, a globe-trotting mixed-breed mutt
named Owney paid a brief call on Milwau-
kee. As was his custom, the dog arrived
aboard a mail car on one train and depart-
ed a few hours later by another. His home
was anywhere U.S. mail traveled by railroad
— and in the 1890s that was everywhere.

“A wanderer upon the face of the globe,
if ever there was one, appeared in the office
of Chief Clerk Frank P. Smith of the Rail-
way Mail Service this morning;” reported
the Milwaukee Journal in its May 11, 1895
issue. “Post Office Owney is a dog, but he is
no ordinary dog. He is the property of
7,000 railway clerks”

Seven years earlier, in 1888, Owney was
a scrufty stray puppy when he appeared at
the Albany, N.Y., Post Office. Adopted by
the clerks, the Post Office became his home
thanks to a kind-hearted supervisor willing
to overlook regulations. Heeding the call of
the open road, Owney soon started riding
mail wagons and then Railway Mail Service
train cars.

These specially designed cars were
coupled to passenger trains. As the
train moved along, postal clerks in the
car would sort the mail for destinations
along the line. At places where the train
didn’t stop for passengers, a clever con-
traption allowed bags of mail to be taken

“aboard from trackside hooks “on the fly”

At the same time, clerks would heave

sacks of mail destined for that town off
. the moving train.
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The nationwide network
of cars became Owney’s
home for the remainder of
his life. He would hop off
one postal car at a station
and climb into another and
curl up on a pile of empty
mailbags knowing wherever
he went the mail clerks
would take care of him.

The National Postal
Museum notes, “Railway
mail clerks considered the
dog a good luck charm. At a
time when train wrecks were
all too common, no train
Owney rode was ever in a
wreck. The railway mail
clerks adopted Owney as
their unofficial mascot,
marking his travels by placing medals and
tags on his collar”

The tags, usually metal luggage claims
stamped with a city name, attracted the at-
tention of the Milwaukee Journal reporter.
“A huge collar, from which dangled a half-
hundred or more tags from almost every
conceivable corner of the country ... is
fixed firmly around his neck. These tags
collect so rapidly that it becomes necessary
to remove them at times and clerks along
the line take them off and send them to
‘Owney, Albany, N.Y., where they are care-
fully stored away in a room provided for
this purpose in the Albany Post Office”

Concerned the tags were becoming a
burden for the dog, Postmaster General
John Wanamaker had a
custom harness made for
Owney and named him
the official mascot of the
Railway Mail Service.

In 1895, Owney made
an around-the-world trip.
Starting from Tacoma,
Wash., in August, he trav-
eled with mail bags
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Wearing his custom-made
harness with some of the
brass tags collected on
his travels, Owney is a
popular exhibit at the
National Postal Museum
in Washington, D.C.

In 2011, Owney appeared on a
U.S. postage stamp.

throughout Asia, North
Africa, the Middle East,

and across Europe, before
returning to New York City
on Dec. 23 and, finally, to his
Post Office friends in Albany.

Although famous, Owney
was not much to look at. The
Milwaukee Journal reporter
wrote, “He is a scotch terrier,
somewhat larger than the or-
dinary specimen of that kind
of dog. He has had many a
knock in his time and he
looks it. One eye has ceased
to serve its original purpose”

Owney’s death was a sad
one. In June 1897, he hopped
off a train in Toledo, Ohio. A
mail clerk chained Owney to
a post while waiting for a newspaper re-
porter to arrive. Not used to this sort of
treatment, ailing, and possibly becoming ill-
tempered in his older years, Owney bit the
clerk’s hand. The local postmaster ordered
Owney put down. A Toledo police officer
led the dog into an alley and shot him.

His death sparked nationwide anger.
The Chicago Tribune termed Owney’s death
“an execution” Mail clerks around the
country donated funds to have the dogs re-
mains preserved. He was placed on public
display in the Post Office Department’s
headquarters in Washington, D.C. In 1911,
Owney became the property of the Smith-
sonian Institution.

A century later, in 2011, Owney
appeared on a U.S. postage
stamp. Today he occupies
a central place in the atri-
um of the National Postal
Museum, wearing his fa-
mous harness and sur-
rounded by a few of the
roughly 1,000 tags he ac-
cumulated in his 143,000
miles of mail car travel. 1
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WORKING FROM HOME
FOR 71 YEARS




l Today's diesel locomotives commonly operate in revenue
service for more than 40 years, and it can be difficult to follow
how many railroads a particular locomotive might serve during its
lifetime. That's not the case with Green Mountain Railroad RS1
No. 405. This Alco, built at Schenectady, N.., for the Rutland Rail-
road in 1951, has spent the past 71 years toiling in Vermont, New
Hampshire, and New York. Rutland shut down in 1961, but the Alco
didn't leave the property. In 1965, the late F. Nelson Blount bought
the still-young 1,000-hp locomotive to handle freight over 52 miles
of leased, state-owned former Rutland trackage between Bellows
Falls and Rutland. Additional used Alcos came and went on the
Green Mountain until No. 405 was the last. Meanwhile, the princi-
pals of the Vermont Railway purchased a controlling interest in
Green Mountain in 1997, and since then, the commonly owned rail-
roads have been marketed as the Vermont Rail System. By the new
millennium, No. 405 was semi-retired, mainly handling short pas-
senger excursions during warmer months. Retired VRS operations
and mechanical employee Scott J. Whitney, who ran and main-

tained the No. 405 throughout his 37-year career, believes the
veteran Alco may be the most published diesel locomotive in the
world. In addition to thousands of riders’ pictures tucked away in
family scrapbooks and on computer hard drives, photographs of
the green engine have appeared in books, magazines, newspapers,
calendars, and tourist brochures for six decades. Whitney might just
be right. In late summer 2022, VVermont Rail System was power-
short and needed to put No. 405 to work switching freight at Bel-
lows Falls. It's seen here picking up interchange cars from the New
England Central Railroad and is about to cross Vermont Rail Sys-
tem’s onetime Rutland tracks. As might be expected, fans descend-
ed on the area to record the action, and undoubtedly some of their
photographs will give No. 405 more exposure to the world. Al-
though Vermont Rail System has adopted a common bright red
paint scheme for its five railroads, the company has no plans to cov-
er over the Rutland-inspired green and yellow on its only Alco. Well
into its eighth decade of revenue service, the Schenectady product
shows no signs of slowing down. — Scott A. Hartley




Call it a staff meeting or a gathering of the board of directors, either way
this is the three generations behind the Central Indiana & Western. At
left is Ron Brown, grandfather. Mark Brown, Ron's son, is on the right.
That's Wiley Brown, Mark’s son in the middle. Terrie Purdy, Wendy Brown

of railroading
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How the Central Indiana
& Western Railroad
thrives under the
Brown family

by Michael C. Connor

RAILROAD HISTORY IS FILLED WITH STORIES
of ambitious dreams exemplified by desti-
nation names that were reached only in
the exaggerated aspirations of the found-
ers. This history is also filled by routes that
started in a small locality, wandered over
the map through other similar sized com-
munities and arrived at an end point no
larger than where it started from, without
ever going through a major metropolitan
area. In either case, such lines did not sur-
vive long or are not in existence today. The
Central Indiana & Western Railroad is an

exception to both obstacles. The railroad
also tells the saga of three generations of
railroaders. Not only has the family and
the line endured, but they are innovative
when it comes to customer service and
dedicated to maintaining current business
while expanding earnings with additional
railroad-related revenue.

Back in 1875, the first CI&W predeces-
sor, the Anderson, Lebanon & St. Louis
Railroad, was chartered. This line, as with
many of its successors, had grand ambi-
tions designated by its name, but fell far
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With a string of covered
hoppers pulled from the
Brockway Glass plant,
CI&W No. 3534 rolls past
the former Big Four station
in Anderson, Ind. Bruce Stahl

1)
SimEl

- —

: CI&W Transload Facility\ Anderson

INDIANA

INDIANAPOLIS ]
o

CSX Yard

o"".
Owens- _
lllinois Glass 0 Scale 3 miles

@ To Marion,

Ohio
—

Muncie

The CIGW O | o

l..
New Ross o°*®
o..

o Lzﬁioga N4
B INDIANAPOLIS (7o)
O Judson
mmm CI&W  The Central Indiana & Western
{74) 1928 abandoned
© Bridgeton

sseess 1943 abandoned
seeeee 1986 abandoned

1o

. {65 m—— (SX  CSXTransportation
0 Scale 25 miles .
Not all lines shown

To Paris,

© 2023 Kalmbach Media Co,, TRAINS: Roen Kelly

—«—To St. Louis



short of expectations. The next iteration
was known as the Cleveland, Indiana &

St. Louis Railway. It must be noted that
track never extended beyond the Indiana
state line under any of the various owners.
Constantly troubled financially, the line
was reorganized again in 1885 as the Mid-
land Railway Co. As this group took con-
trol, the rails ran from Anderson to No-
blesville, Ind., but eventually continued the
bypass concept around Indianapolis by
reaching Waveland, Ind. Although the
original destination lay across the state line
in Paris, Ill., coal discoveries near Brazil,
Ind., changed the goal and a series of ac-
quisitions, extensions and trackage rights
finished the task. Later in 1899, the Ander-
son to Muncie, Ind., connection was made
as well, completing what would be the full
length of the road. It must be noted that
even today, none of the towns listed nor
any of the areas the line passed through
had a population even close to 100,000.

Almost immediately after the line was
in operation, contraction set in. Rivals
Pennsylvania Railroad and New York Cen-
tral jointly acquired and ran the newly
formed Central Indiana Railroad, but evi-
dently, they were not sure what to do with
it. A post-purchase analysis recommended
abandonment (and this was in the early
1900s when rail transportation still ruled).
To their credit, investments were made in
the operation. In 1928, the first of many
truncations occurred with the Muncie to
Anderson line pulled up and everything
west of Lagoda shut down, as well. Other
shrinkages reduced the Anderson line to
Lebanon by 1943. By 1986, the only re-
maining section under Conrail was the part
from Lapel to Anderson.

At this point, Conrail was going to close
the remnant, but offered to sell it to anyone
interested. Into the breach stepped the first
two generations of the Brown family plus a
partner. Grandfather Ronald Brown and fa-
ther Mark Brown, along with Jim Lawyer,
acquired the line, which was, quite frankly,
in bad shape due to lack of maintenance.
However, the Browns had access to re-
sources most new railroad buyers didn't
have. Ronald owned and operated a busi-
ness called ANNEX Railroad Builders,
which built and repaired railroad track.
Consequently, a supply of rails, ties, and
ballast was available for the new venture.
The materials were quickly used to rehabili-
tate the line, and operations commenced
again. Conditions and demands on their
time were such that it was necessary to sell
ANNEX to Railworks in 1998.

The Browns bought out their partner in
1998, and Mark acquired sole ownership in
2001. Grandson Wiley joined the firm in
2011 and is now in the process of buying
the line from his dad. The Central Indiana

A DAY ALONG THE CI&W

THE CENTRAL INDIANA & WESTERN work day gets rolling at the Owens-lllinois Brockway
Glass plant in Lapel, Ind. Today, Jan. 6, 2012, ex-Chicago & North Western GP7 No. 4295 is
on the point for the run to Anderson, Ind. The first task is switching the glass plant (top).
With outbound cars gathered, the train heads out for a straight, flat run to Anderson, Ind.,
and the interchange with CSX Transportation at their local yard (middle). This is pure,
hardworking, grassroots railroading in America’s heartland. Seven photos, Garth McMains

BROCKWAY GLASS, LAPEL

ROAD 852, EAST OF LAPEL

Like most towns of any significant size, there has been expansion in the recent decades.
As CI&W No. 4295 approaches Anderson, the farm fields give way to the paved streets
and new suburban homes. When No. 4295 rumbled through in 2012 it was already 60
years old and provided a stark contrast of the old railroad versus the new suburbia.
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& Western has benefited from having one
consistent, reliable customer as the basis of
its business over the years. The Owens-Illi-
nois glass operation in Lapel is one of the
fundamental companies in town and re-
quires sufficient loads to service its needs.

Covered hoppers are the primary means
of transporting the inbound freight, which
is silica sand, recycled glass, soda ash, and
the mineral nepheline. The CI&W runs on
either a two-day schedule of Monday and
Thursday or Tuesday and Friday, or once a
week depending on customer requirements
and CSX deliveries to the interchange in
Anderson. On an annual basis, about 1,300
carloads are handled. There are two major
grain elevators in Lapel as well. Outbound
loads were generated by the elevators until
shippers began diverting loads to trucks for
the ethanol facilities. Those same ethanol
plants have been a source of income for the
railroad in another way.

Although the glass business was a reli-
able source of revenue, the Brown family
realized the railroad needed to grow in or-
der to stay in operation. Expansion to the
west was not feasible as the track was gone.
More tracks in Anderson were not an op-
tion either. There are no additional com-
munities between the two cities. The only
expansion path was to offer additional ser-
vices. In 2020 an effort was made to in-
crease business by erecting one of the few
transloading sites on a Class III railroad in
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the U.S. Wiley stated they’re capable of
transferring any type of load imaginable
short of intermodal containers. The facility
has a loading pit for moving loose material
and a 50,000-square-foot warehouse with
four bays to handle boxcar loads. Custom-
ers who have their own fluid transfer
equipment mounted on trucks can pump
directly from the trucks into the railcars.

Development of the transload facility
had a futuristic twist. Recycled Polymer
Solutions began using a part of the site first.
RPS was planning to grow and eventually
need rail services. The Browns struck up a
solid relationship with RPS and its parent,
BBS Charities of Indiana. The relationship
grew to a point where CI&W leased the un-
used portion of the RPS site for the trans-
load facility. When making track improve-
ments for the new facility, CI&W laid
enough rail so that RPS would be able to re-
ceive rail shipments when they’re ready.

Those grain elevators CI&W was servic-
ing, along with others, are now making use
of the ethanol processors to deliver prod-
uct. In the manufacturing process waste
liquids are created and delivered to the
transload site, then loaded into tank cars
for shipment.

A typical day on the CI&W starts at
the Owens-Illinois facility in Lapel around
7 a.m. Usually an hour is consumed in re-
arranging the customer’s cars already
there for the rest of the week’s production

It may look like a hand-me-down locomotive
to most folks, but ex-Norfolk Southern
SD40-2 No. 3534 is easily the pride of the
CI&W fleet. For this practical, tough, gritty lit-
tle short line, it's more about improved ser-
vices, innovation and exceeding expectations
than flashy paint schemes. Bruce Stahl

needs and getting the empties situated for
the interchange with CSX at Anderson.
Indiana is blessed with county roads
spaced about a mile apart. There are lots
of opportunities to see the railroad in
action at the numerous grade crossings.
After collecting the empties from Owens-
Mlinois, the crew makes the run to Ander-
son, passing through mostly rural, flat
territory. As the train approaches Ander-
son, a stop is made at the transload facility
to pick up any cars headed to CSX. Clear-
ance is obtained from the dispatcher in
Jacksonville, Fla., to move onto the CSX
main line and then into the yard. Empties
from the glass factory and any consign-
ments from the transloading area are left
for CSX and any loads to the glass factory
along with inbounds to the CI&W facility
in Anderson are picked up.

Fans of EMD units are in for a treat
as the railroads four locomotives are all
La Grange products. Until recently, the
CI&W was exclusively GP territory as well,
with a SD40-2 from Norfolk Southern being
the latest acquisition. The original engine for
the line, CI&W No. 88, was New York Cen-



tral No. 8853, built as an SW7 in 1950. It is
still owned by Indiana Boxcar Corp. and
leased to a grain operator in Scircleville,
Ind., using the same number. The CI&W
No. 4295, a GP7, is the former Chicago &
North Western No. 1578 that was built in
1952. The other two locomotives are the
CI&W No. 8307, a GP10 from the Paducah
& Louisville that started life in 1951 as GP7
No. 585 painted in Frisco colors, and an ex-
GP38 that wore NS colors.

The SD40-2 is now the railroad’s main
power. The unit was recently overhauled
and now “runs really smoothly” according
to Wiley Brown.

Again, obtaining clearance from the
CSX dispatcher, the return trip clears the
yard and sets off for home in Lapel. If nec-
essary, a stop is made to drop off transload
cars. Arriving in Lapel, the customer cars go
past the grain elevators and two pieces of
varnish stored on the siding. One is an ex-
Amtrak baggage car purchased as a future
line-side office. The other is a passenger car
owned by a private collector. The day ends
with delivery and sorting of the customer
cars. Care must be exercised for two rea-
sons. One is that the factory shift change
can occur at the same time and workers
from there must cross the tracks to access
the parking lot. The other reason is a bit in-
teresting. Although the line has very little
grade along the main path, there is a 1.5%
downbhill slope toward the end of the line.
One of the engines has graphite brakes and
the weight of the cars has been known to
nudge that engine even when brakes are set.

There is a small, but dedicated crew that
operates the line. Jake Garvey and Wiley
Brown are the only full-time employees. Jay
Harmon is a part-time engineer with 30
years of experience at the former Indiana
Transportation Museum. Andrew Johnson
helps with maintenance on a part-time basis.

Roughly 10 miles long, the Central
Indiana & Western is not a big operation,
nor does it pass through any dramatic
scenery. The ownership is focused on
servicing the existing customer base and
fostering new business through its recent
and continuing improvements. Three gen-
erations of the Brown family have worked
to keep a small portion of a rail line, which
has existed for almost 150 years, serving
smaller Indiana communities. This tradi-
tion of running a railroad in an area with
no large, urban complex is an honorable
one and one to be appreciated. 1

MIKE CONNOR is a long-time contributor
to Classic Toy Trains, a sister publication.
He is retired and living in Greensburg, Ind.,
with his wife Maryellen. His other interests
include Indy car racing — having attended
around 60 Indianapolis 500s — and soccer
at all levels. This is his first Trains byline.
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After rattling a few windows on track-side homes and cutting diagonally across a number
of streets on the west side of Anderson — (top two photos) — the CI&W passes what is
now its transload facility along West 18th Street (third photo). For the final leg of the trip,
CI&W runs on CSX tracks that curve south through town to the CSX yard (bottom photo).
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WHEN LITTLE

TRAINS MADE

Huge volumes of southwest Virginia coal forced Southern Railway to innovate

Story and photos by Ron Flanary

he weather on Jan. 2, 1966 was

miserable, but it was the day when

all the calculations, technological

hardware, and basic railroading
experience would be tested on Southern
Railway’s Appalachia District. So far, so
good: Extra No. 3003 East was rolling along
without problems as it approached the top
of the first long grade after departing the
cramped yard at Andover, Va.

The enormous coal train groaned by
with three new SD35s and a single SD24 on
the point running near full throttle. A pro-
cession of loaded coal hoppers followed —
with reporting marks for the Southern,
Interstate, Norfolk & Western, and Chesa-
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peake & Ohio — all brimming with various
blends of Appalachian bituminous headed
for consignees all over the Southeast.

The difference between this train and
others soon appeared: radio-controlled
mid-train units (another trio of SD35s and
an SD24) plus radio receiver car No. 5955:
basically a box built on the frame and
trucks of retired Fairbanks-Morse H16-44
No. 2149. The “radio car” received FM
transmissions from the lead locomotive
and relayed them through conventional
m.u. connections to the four mid-train
units. The radio equipment itself took up
little space in the car. A huge block of
concrete inside provided ballast.

As the caboose finally came into sight,
and the train tipped over the summit using
dynamic braking, a sum of 117 loads total-
ing approximately 11,500 tons had passed.
That’s certainly not an impressive number
given the size of 21st century trains, but at
the time and on this rail route, it was epic.

MORE POWER, BETTER HANDLING
Many years before “DPU” became part

of the American railroading lexicon, for-
ward-thinking transportation and mechan-
ical department managers with Southern
Railway were tinkering with the concept of
distributing motive power mid-way in a
train to not only move more tonnage but

THAT'S CERTAINLY NOT AN IMPRESSIVE NUMBER GIVEN THE SIZE OF




reton, Va,, on Jan. 2, 1966.
‘hoppers on this route.

TRAINS

also improve overall train handling. Initial
deployments of this technology were on
Southern’s Washington-Atlanta main line.
A mid-train receiver car was preferred,
rather than dedicated units with the neces-
sary equipment, to allow flexibility. Any
motive power with MU capability could be
used in mid-train service. The lead unit,
obviously, required the radio equipment to
transmit signals to the receiver car.

Southern’s coal-rich Appalachia District
(which included the coal-hauling Interstate
Railroad, merged into the big road in 1961)
generated huge tonnage at the time, and the
future held significant promise as major util-
ity companies in the Carolinas were build-
ing new coal-fired generating plants to meet
the growing demand for electricity. The unit
train wasn't a new concept, though, and in
fact Southern had been operating one in Al-
abama since 1960, cycling between a mine
and a utility.

In the hills and hollows of central Appa-
lachia, however, the railroad routes were
obliged to conform to the constraints of
ancient geography. On the 87 miles of main
line between Andover and Appalachia to
Bulls Gap, Tenn., where the Leadvale Cut-
off formed a junction with Southern’s
Knoxville-Asheville main and the Bristol-
Knoxville line, the gradient was particular-
ly demanding over the first 33 miles. At the
apex of the steam era, Southern employed
both compound and simple 2-8-8-2s to
move coal over this line. The best the artic-
ulated locomotives could do was a measly
1,800 tons — just 25 loaded 50-ton hop-
pers. The first diesels (a four-unit set of F3s
with lower gearing and extra ballast) raised
that to 4,000 tons, or 55 loads.

The age-old pattern of moving coal
eastward (by railroad timetable direction)
required a relay team of trains. The three
major hills in the first 33 miles all featured

21ST CENTURY TRAINS, BUT AT THE TIME AND ON THIS ROUTE, IT WAS EPIC.

several miles of 1.8% to 2% gradient, with
the last one exacerbated by a twisting
stretch near the top called the “Goose
Neck” The last mile of the ascent was nor-
mally littered with broken knuckles and
draw heads in sufficient quantity to war-
rant an occasional work train with a crane
and magnet to pick up the scrap.

As loaded hoppers accumulated at
Appalachia, a “turn” would drag whatever
tonnage it could manage to a holding yard
just past the top of the last major grade at
Daniel Boone, Va. After turning the loco-
motive on the wye, taking on coal and wa-
ter, the crew returned with whatever empty
hoppers might be there — or “cab lite” if
there was none to be moved. This was fol-
lowed by a second “turn” doing the same
process. The third train in the cycle was
known as a “C” train (for “Consolidation”).
When it reached Daniel Boone, the cars
from the first two turns were added and
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Previously employed by Southern Railway,
the author captured the Belmont unit train
being made up at Appalachia, Va., on July 7,
1969. Head brakeman Billy Lawson talks the
engineer back to couple the mid-train units
and “radio car” to the rear of the train.

the through train departed for the last 54
miles to Bulls Gap. The mostly down-river
line had two short grades of .5%, but given
the demands of the first 33 miles, these
were small potatoes to engine crewmen,
who regularly whipped their mounts to
make a swing over the top aided by mo-
mentum. In 1960 a newer and larger ton-
nage building yard was constructed at
Yuma, Va., 44 miles from Appalachia. The
three-train cycle continued as before.
Extra No. 3003 East was merely one im-
portant test for a whole new approach to
shipping coal from southwestern Virginia.
Until that time, it was a loose-car system
from multiple mines to multiple destina-
tions. Mine runs on both the Interstate and
Southern’s St. Charles Branch served nearly
30 different tipples in a two-county area of
the state. All these “commercial” loads had
to be dropped one at a time over track
scales at Andover and weighed before a
waybill would be typed by yard clerks. As
Yuma Turns and “C” trains headed east
from Appalachia, the conductor’s “wheel”
report for 50 or 60 cars would include that
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The Interstate Railroad’s fourth mine run has arrived at the Roda, Va., load-out on April 12,

3

1985, with a string of empty hoppers. A swap will ensue between a like number of loaded “yel-
low ball” 50-and 70-ton hoppers in captive service between mines and transloader.

many waybills and almost that many con-
signees. That pattern was changing, howev-
er, as the traditional customers for south-
western Virginia coal began to seek other
sources of energy or, in many cases, just
closed. The Carolinas used to be dotted
with textile mills and other small manufac-

turing firms, for example, but increasingly
these coal customers were in decline, par-
ticularly as production moved offshore.
On the other hand, the development of
coal-fired power plants brought new op-
portunities for both the coal industry and
the railroads. Increasingly, large blocks of

ON THE OTHER HAND, THE DEVELOPMENT OF COAL-FIRED POWER PLANTS



loaded hoppers were routed to these

power plants. This situation called for high-
volume shipments from multiple mines to
a single consignee, aka the unit train.

On Sept. 15, 1965, the old Southern
yard at Appalachia was unceremoniously
shuttered, with all operations moved to
the Interstate yard at Andover. For a time,
it was a chaotic operation with too many
locomotives, too many cars, and too many
train crews vying for limited space in the
narrow valley along Callahan Creek just
north of Appalachia.

Work began almost immediately to re-
cast the operational model of moving coal
tonnage by rail. Most of the facilities at the
old Southern yard were razed (except for
the old car shop) and earth movers and
other heavy construction equipment rolled
in to prepare a knoll that stood between
the old load and empty yards for a trans-
loading facility. Construction of the first of
three huge 70-foot diameter, 180-foot-tall
concrete coal silos was underway in early
1966 as the big facility began to take shape.
A rotary car dumper was installed along
with a network of conveyor belts to link all
the pieces. And, of course, a flood-loader
was installed to load unit trains. This proj-
ect was implemented by the largest coal
producer in the region, Westmoreland.

Many of the local mines were Westmo-
reland operations, but just as many were
contractor operations working on leases,
and mining coal for Westmoreland cus-
tomers. Rather than have Southern or
Interstate crews handle the unloading of
hoppers or loading the unit trains, three
(and a fourth soon thereafter) Alco S2s
from Southern’s CNO&TP subsidiary were
delivered, in fresh Southern “tuxedo” paint,
but lettered “General Coal” — the coal
marketing arm for Westmoreland.

While the many mine runs of the
Southern and Interstate continued to work
the tipples by placing empties and pulling
loads for “commercial” customers (the rail-
road’s term for single-car shipments to
smaller consignees), most would handle
shuttles of old 50-and 70-ton steel hoppers
with solid bearings between the mines and
the new transloader. Initially, the pool of
older hoppers included 400 cars, all sten-
ciled with a solid yellow ball denoting “Lo-
cal Service Only” Not surprisingly, these
cars were soon nicknamed “Yellow Balls”
The inbound loads were tagged by mine,
dumped, blended, and reloaded into unit
trains from the storage silos.

On Sept. 19, 1966 — a year after the
old Southern yard was closed for conver-
sion to the transloader site — the first unit
coal train departed the new facility bound
for North Carolina. Over the next three
decades, the transloader dispatched 93-car
trains to Duke’s Plant Allen at Belmont,

Looking back from the head SD45, the Belmont train on July 29, 1969 cruises at 45 mph on the

last few miles before the crew change point at Bulls Gap, Tenn. The next day this same 93-car
unit train will be gingerly easing down famed Saluda Mountain.

N.C,, and 60-car trains to Plant Marshall at
Catawba, N.C. The trains usually alternated
each day, reducing the turnaround time be-
tween mine and power plant from seven
and half days to two. Each train had a sin-
gle waybill, with the cars listed and total
tonnage calculated on car capacity rather
than actual weight.

THEENDTOANERA

This delivery system of taking “small
trains” and turning them into “big trains”
lasted nearly three decades. Along the way
the Southern had to tweak the operation.

A 1968 derailment at Glenita, Va., [“Calam-
ity at Glenita,” Spring 2016, Classic Trains],
was caused when a loaded Silverside gon-
dola ahead of the mid-train units reached
its resonant frequency (aka “rock and roll”)
on the still-jointed rail. The 39-foot rail
joints were nearly identical to the distance
between truck centers. The swiveling front
truck spread the high side rail on a 10-de-
gree curve, causing derailment.

As a result, the entire 750-car fleet of Sil-
versides had center plate extension pads in-
stalled plus snubbers for the spring nests in
their trucks to minimize the “rock and roll”
phenomenon. More welded rail and speed
limit adjustments followed.

For many years, Southern’s R-1 track ge-
ometry car was attached to the rear of either
the Catawba or Belmont train to test the
entire route to ensure all was in order. The
Belmont trains were obliged to snake down
the nearly 5% grade of Saluda Mountain,
while the Catawba trains descended the
same escarpment on the Blue Ridge Loops
between Ridgecrest and Old Fort, N.C.

As coal shipments from central Appala-
chian mines to southeastern utilities grew

BROUGHT NEW OPPORTUNITIES FOR BOTH THE COAL INDUSTRY AND THE RAILROADS.

from the 1970s to 1990s, three additional
coal silos were constructed at the trans-
loader. Additional unit trains for other
utilities were later loaded at the transload-
er, particularly for Georgia Power. Coal
mined from lower quality seams had to be
“washed,” so a preparation plant was added
to the transloader. Coal from the mines
was “run-of-mine,” requiring a process

to remove rock, middlings, minerals, and
other contamination (e.g., small machine
parts used in the actual mining). A supple-
mental deep mine, named Bullitt, opened
in 1969, feeding additional coal directly
into the transloader.

Of course, none of this would last forev-
er. In August 1995 Westmoreland chose to
close all its Virginia operations. The trans-
loader and Bullitt Mine were immediately
shuttered and would never operate again.
Other former Westmoreland facilities were
leased by smaller companies and continued
to produce for a few more years.

It was the end of an era of when “little
trains made big trains” While the two
power plants are still in operation, the
remaining coal units use bituminous
from other sources, and are routed there
via former N&W lines. The Appalachia
transloader was demolished a few years
ago, leaving the 30-acre site vacant. The
route via Asheville has been downgraded
by NS, and the famed Saluda grade was
mothballed in late 2001. The unit trains
from Appalachia to the Carolinas are re-
membered for their early innovations in
moving large volumes of coal.

Before PSR and widespread use of dis-
tributed power, Alphonse Karr’s quote
rang true: “The more things change the
more they stay the same.” 1
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A farewell to SD40Es
in helper service

Story and photos by Eric Williams

Having climbed the Allegheny
Front, a set of light SD40E
locomotives — rulers of helper
service on Norfolk Southern’s
route between Altoona and
Johnstown, Pa. — approach the
summit at dawn on Nov. 30, 2013.
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A Helpers move in and out of
their base at Altoona’s Rose Yard
in a steady rain on Feb. 12, 2017.
On the helper track, a fresh crew
prepares to leave, while in the
distance another helper set
approaches. On the adjacent
yard track, another helper crew
is cutting off after bringing a coal
train down the mountain.

PENNSYLVANIA

¢ Altoona

Johnstown

East Conemaugh yard,
western helper crew base

They ruled The Mountain
for a dozen years. Tailor-made,
powerful, and reliable, the
SD40E was a helper engine
par excellence. Custom built by
Norfolk Southern, these loco-
motives performed superbly on
the former Pennsylvania Rail-
road main line over the Allegh-
eny Mountains. But like previ-
ous generations of helper
locomotives, they were silently
deposed by a new king of the
mountain. The reign of the
SDA40E helper has ended, but I
was able to witness and photo-
graph them during their zenith.
The Mountain, as it is often
called by the railroaders who
work this line, stretches 40
miles from Altoona to John-
stown, Pa., and then on to Pitts-
burgh. It's 114 miles of continu-

Mineral Point iy, »
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ous grade that climbs up and
over the summit of the Eastern
Continental Divide and then
across the rugged Allegheny
Plateau. Most trains require
assistance over The Mountain:
a rear-end pusher, a head-end
helper, or both, to aid in train
control. Multiple routes con-
verge at both endpoints of this
passage, funneling traffic onto a
three-track main line crossing
the summit. It is among the
busiest lines in the Norfolk
Southern system, necessitating
the largest bastion of helper
locomotives in North America.
Too often, the entire line is
simply shorthanded to Horse-
shoe Curve, its most famous
feature. Perhaps the Pennsylva-
nia Railroad should be faulted
for this oversimplification. It
was rightfully proud of conquer-
ing the Alleghenies in 1854 and

#Saltlick Reservoir

eagerly promoted the line to
potential customers. When its
marketing department sought
an element that would resonate
with the public, what feature
captured the achievement’s
engineering and scenic wonder
more eloquently than Horse-
shoe Curve? Heavily promoted
by the PRR until the advent of
Amtrak and easily accessible,
the curve became the landmark
that has drawn visitors by the
hundreds of thousands.

As viewed from the visitor
center in the middle of Horse-
shoe Curve, nature and man
have partnered to create a dra-

Lake Wilmore
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matic amphitheater of mountain
railroading. Surrounded on
three sides by individual moun-
tains, the railroad cuts into all
three, and uses their fill to build
a right-of-way that steadily
climbs the grade. This sensorial
experience is made whole by the
sounds of trains fighting gravity.
But our senses can only give us
a hint of the operational chal-
lenges inherent in mountain
railroading, especially a line this
busy. With 50 to 70 trains each

day, varying from light and fast
intermodals to heavy coal drags,
keeping the line fluid is the key
to smooth operations. That is
the role of the helpers.

Norfolk Southern gained
ownership of the line as part of
the Conrail purchase negotiated
with CSX in 1999. An unex-
pected dividend for the new
owner were the keys to the
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Juniata Locomotive Shop, the
capable and versatile repair
facility founded by the Pennsyl-
vania Railroad in Altoona. The
shop was established soon after
PRR arrived in Altoona in the
1850s, and by the 1920s it em-
ployed 16,000 workers across
its 218-acre expanse. It quickly
established itself as one of the
largest railroad-owned locomo-
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Pushing an intermodal train
through Horseshoe Curve, a two-
unit set of helpers greets the
morning sun on April 9, 2017. The
SD40Es married SD40-2 prime
movers to SD50 frames.

Altoona Railroaders
Memorial Museum
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A At the Horseshoe Curve
visitors center, two Amish teen-
age boys watch a set of SD40Es
push a train up the mountain on
July 13, 2019. The Mountain is far
more than the famous curve,
landmark though it is.
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tive construction and repair
shops in the world.

While its reputation was
establishing through building
and repairing in-house-de-
signed steam locomotives, it
transitioned in the 1950s to be-
come a premier diesel locomo-
tive repair shop and rebuilder.
When Norfolk Southern took
ownership, Wick Moorman, its
CEO at the time, told investors,
“When we acquired Juniata, we
weren't quite sure what we were
getting. It has turned out to be
one of the crown jewels of the
Conrail acquisition. Juniata is
doing groundbreaking work
that we think gives us a com-
petitive advantage”

That advantage is economic
and in expertise. Not only is it
cost effective to rebuild worn,
but still capable, locomotives to
like-new condition, but this
skilled labor force can also use
its years of field knowledge to
design and engineer for specific
operational conditions and
needs. Today, computer
engineering is just as vital as
mechanical ability, as digital
processors can bring out the
last ounce of a locomotive’s
horsepower and tractive effort.
With Juniata standing literally
across the tracks from the Rose
Yard crew base, trainmen and
design engineers can readily
exchange information, and
then test their concepts in the

real-world lab just outside the
shop doors.

For The Mountain, they
custom designed and built a
locomotive from the ground
up. The SD40Es are built on
the frames of retired SD50s,
with the proven and reliable
prime mover from retired
SD40-2s, new microprocessor
controls, cab signals to lead a
train, and Helperlink technolo-
gy to allow units to cut off on
the fly after they complete their
shove. Norfolk Southern desig-
nates these reimagined and re-
built locomotives with an E,
signifying “enhanced”

While I can fully appreciate
the technical specifications that
make this locomotive model
unique, ultimately, it’s the styl-
ing that strikes a chord with me.
From the utilitarian Spartan
Cab design established with the
introduction of the GP35, the
EMD styling department rolled
out road locomotives that fol-
lowed this basic template for the
next 35 years. These locomo-
tives are what I saw trackside
during my formative years, and
they continue to paint my boy-
hood memories with nostalgia.
While there are plenty of other
locomotives that I like, none
engages my emotions like these
do. The signature element of
these locomotives is the angular
cab, common throughout the
EMD 35-to-70-series. The last

Spartan Cab locomotive rolled
out of EMD nearly 30 years ago,
so seeing the SD40E rebuilt
with this signature element
sealed my affection.

Visiting The Mountain had
been on my bucket list for
years, but there were always
other, and closer, places to
explore. What finally drew me
there was that fleet of rebuilt
EMD helper units — with
those standard, utilitarian cabs.
In 2013, when I made an initial
visit, change was sweeping the
railroad industry, and I started
to wonder how it might affect
mountain operations. Between
Precision Scheduled Railroad-
ing, the federal positive train
control mandate, increased
Distributed Power Unit usage,



A A four-pack o

f helpers add
their regenerative braking power
to the rear of a heavy coal train
heading down the mountain and
through Horseshoe Curve on Jan.
26, 2019. The SD40E'’s role as the
line's primary helper developed
in the wake of a rebuilding pro-
gram between 2008 and 2013.

< Two sets SD40E helper loco-
motives pass MG Tower on the
former Pennsylvania Railroad’s
storied East Slope on Dec. 30,
2016. Reflecting railroading’s
constant change, the helpers
have given way to newer models,
the PRR-era signals have been
replaced by PTC-equipped signal
towers, and the future of the
long-closed tower is uncertain.
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A Fall colors are on display as a
pair of SD40Es push a westbound
intermodal train through
Greenough Curve on Oct. 25, 2016.
While most intermodal trains have
sufficient power to traverse the
mountain, helpers ensure the run
will happen in an operationally
safe and efficient matter.

> A set of light helpers charge
up the hill as they swing through
Cold Curve on April 24, 2016. This
crew came on duty at Rose Yard
and is bound for Conemaugh, on
the western end of the helper
district. They will wait there for
an eastbound that needs help
into Altoona.
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and constant upgrades in
locomotive technology, would
manned helper operations over
the Alleghenies change or even
be eliminated before I had a
chance to witness it?

When I finally got there,
I found the experience exceed-
ed expectations. The mountain
landscape was grand, there
was constant activity, and the
SD40Es seemed to be running
the show. Documenting these
helpers in the landscape was to
become my railfanning passion
and priority for a few years.

By autumn 2019, the chang-

es that I'd feared a few years
earlier had caught up to The
Mountain. During that period,
I observed preparations by the

railroad to replace the remain-
ing steam-era Pennsy signal
bridges with their 1920s-era
position-light signals with alu-
minum PTC-equipped towers
and “Darth Vader”-style
Safetran signals. Not only was
the physical plant changing, but
PTC necessitated locomotive
equipment upgrades, leading to

uncertainty if the SD40Es
would be able to lead trains. An
era was closing, leading me to
increase the frequency of my
trips until February 2020.

By then, not only had all the
remaining PRR-era signals
been replaced, but change had
come to the helper locomotive
pool, as well. Many trains now
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A From the hillside over
Brandimarte Curve, a four-pack
of light helpers heads downhill
to Altoona on May 7, 2017. These
double sets are usually called to
help loaded coal and oil trains
over the mountain.

Trains.com £



» Passing under a former
Pennsylvania Railroad signal
bridge on Dec. 16, 2017, two
helper units assist an intermodal
train upgrade, while an east-
bound stack train descends. This
intermediate signal between
Allegrippus and Cold Curve has
since been removed.

V In an atypical case of assigning
four helpers to something other
than a coal or oil train, a long,
heavy auto rack train has two sets
of SD40Es tied to its rear with
their dynamic brakes engaged on
Dec. 16, 2016. The 1.86% grade is
visible from atop the rock cut at
the Allegrippus Curve.




had Juniata’s newest rebuilt
locomotives, the SD70ACU
model, in helper service. With-
in a few months, these locomo-
tives became the new kings of
the mountain, and the SD40Es
were dethroned, displaced to
other, lower-priority assign-
ments around the system.

In reality, the transition took
months, but emotionally it felt
like a blink of an eye. I had no
proper closure, which I suppose
is inevitable with any change for
which we are not ready. Just
weeks after that last February
trip, the COVID-19 pandemic
would flare up and push much
of the country into a lengthy
business closure and personal
self-quarantine. I haven’t been
back since, partially due to life-
style changes brought on by the
pandemic, and partially because
of a loss of enthusiasm. Not only
are the SD40Es gone from The
Mountain, but their passing
most likely marks the end of the
standard-cab helper unit era
there. The last new Spartan Cab
unit rolled out of EMD in 1994,
and with Norfolk Southern
owning thousands of newer
models, it’s highly doubtful that
we'll see anything other than a
modern wide-cab unit roaming
the mountain again in this spe-
cialized service.

While this change happened
relatively recently, compared to
some 167 years of railroad oper-
ations on The Mountain,
enough time has passed to look
back. In hindsight, time was on

my side — I achieved my objec-
tives of documenting a locomo-
tive class within a landscape that
resonated with me deeply. It's
easy to romanticize what has
been lost, but change is con-
stant. The era of the SD40Es

<« Just yards from the crest of the
Alleghenies on the west side of
the New Portage Tunnel at
Gallitzin, this helper set is transi-
tioning from pushing up the
mountain to a braking role as it
helps an eastbound intermodal
over the summit on Jan. 26, 2019.

V Pushing through Cassandra,
Pa., two helpers assist an inter-
modal train down the West Slope
on Dec. 26, 2018.

drove my railfanning passion
for more than a few years, but
with its passing, other discover-
ies have presented themselves.
It’s time to move on. The
SD40E helper is dead. Long live

the SD40E. 1
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~ME A VALUABLE

Watch the signals, even if you are sitting on them

by Douglas F. Kydd

DURING SPRING 1979, I was working for
the Boston & Maine Railroad as a fireman
on commuter trains out of Boston’s South
Station. My daily assignment consisted

of three trips, all on different main lines
and branches.

My third trip of the day was from
Boston to Attleboro, Mass., a total of 32
miles out and back. My mentor engineer
was Oscar A. Spear, an elderly and some-
times unintentionally comical character,

-] FEBRUARY 2023

who treasured the generation gap between
him and those under 35. He pretended to
resent the age differences and knew how to
use it to elevate himself to an air of superior-
ity. Oscar lived in Wakefield, Mass., adjacent
to my hometown of Reading, Mass. This
was his second time working for the B&M.

THE B&M: ROUND ONE
The son of a Pullman conductor,
who died when Oscar’s age was in the
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)SCAR SPEAR TEACHES
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Sitting high in the cab of an FP10, Iike the one
shown here in Boston's South Station, you
cannot see the dwarf starter signal directly
below. Not climbing down to take a look
became an error of epic proportion for our
young engineer. Brian Schmidt collection

single digits, he originally hired out on
the B&M as a Portland Division passenger
trainman in the late 1930s or early 1940s.
During his short tenure on the B&M, he
spent nearly all his time in baggage cars
and saw nothing but newspapers and suit-
cases. He wasn’t happy in this position.
Eventually, he was able to bid a flagman’s
position, at which time he purchased, at
his own expense, a new uniform. Shortly
afterwards, he was flagging the rear of an




eastbound passenger train near Wells
Beach, Maine. The train departed without
him, and he was left standing alone in the
pouring rain. His new uniform was ru-
ined. Disgusted, Oscar left the B&M and
found employment in the New Haven
Railroad’s dining car department, presum-
ably working behind the scenes aboard
their legendary grille cars.

It would be nearly 40 years before Os-
car saw another paycheck from the B&M.

SHORT TRACKS & DWARF SIGNALS

The station tracks at Boston’s South
Station were relatively short. And some-
times, train consists were adjusted to
snugly fit the length of these short tracks.

This presented a potential hazard, familiar
to Oscar, but not familiar to me. I never
operated an engine for Oscar, instead
occupying the fireman’s seat, as he verbally
toted the superiority of “his” generation as
opposed to the unwashed baby boomers.
There was a method to Oscar’s teaching
methods, however.

If the length of the passenger train was
precisely at the utmost limit of the South
Station track, the engineer’s cab would be
directly above the first dwarf interlocking
signal, entering territory of Boston’s Tower
One. The problem was that if the dwarf sig-
nal was directly underneath the engineer’s
right hand (and fanny), it was invisible to
him. With eyes focused on the next signal,

on a signal bridge several hundred feet
ahead, the engineer could easily overlook
this very essential starter signal.

Oscar let me ride the fireman’s seat of
his engine for several weeks, like an unes-
sential drain on the economy of society’s
economic machine. As was planned weeks
in advance, he waited until that nasty trap
was set up. On a July 1979 day, we were set
to leave for Attleboro with EMD FP10
No. 1153 in the lead. He told me this was
the day I would take the train from Boston
to Attleboro. Elated, I took a position in the
engineer’s seat.

The conductor’s signal received, I
promptly released the independent brake
valve (without checking the starting signal,
directly beneath my fanny) and switched
the engine bell on.

The ever alert Oscar promptly slapped
the independent brake valve into the “ap-
plied” position and tooted, “Get out of the
seat! Get out of the seat! Get out of the seat!
Get out of the seat! Get out of the seat! Get
out of the seat! Get out of the seat! Did you
check the starter signal?”

I hadn't. I promptly dismounted the
locomotive, checked the signal, and noted
that it was red, at “stop” indication!

Oscar barked: “If you hadda gone by
that red signal, it woulda been my job!”

Oscar ran the engine from there to At-
tleboro and return. It was a very dry-
mouthed trip for me, but I learned a valu-
able lesson. After that craftily taught
lesson about the starter signals at South
Station, I was never asked to sit in the en-
gineer seat of Oscar’s locomotive again.
However, he continued to “teach” me long
after I had stopped firing for him and even
after he retired in 1983.

OLD, BOLD, LUCKY ENGINEERS

In retirement, I visited him at his
residence a couple of times and he
continued to sternly lecture me, sometimes
about things not related to railroading. One
such lecture involved the unpredictability
of rail-wheel adhesion, particularly in
deep-freeze, winter conditions where crys-
tallized snow powder is blown onto the
tracks by fast moving trains passing on ad-
jacent tracks. His lesson that a light brake
application begun three miles from the in-
tended stopping point is much better than
a heavy brake application made at the last
minute, closer to the intended stopping
point. His advice, at the time, seemed a lit-
tle over cautious.

With the humility that accompanies ex-
perience, I came around to doing things his
way. There are “old” engineers. There are
“bold” engineers. There are relatively few
“old bold” engineers.

Those that are “old” and “bold” are just

plain lucky. 1
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NEVADA NORTHERN
THROWS A PARTY

The steam-powered
landmark railway
celebrates 35 years

Story and photos by
Carl Swanson

1| FEBRUARY 2023

NEVADA NORTHERN RAILWAY CELEBRATED
35 years of operating passenger trains
behind historic steam locomotives by
bringing back its Iron Horse Symposium,
an event last held before the outbreak of
the COVID pandemic.

The weekend-long sympo-
sium in late September includ-
ed steam- and diesel-powered
train rides, special presenta-
tions on the railway’s history,
and behind-the-scenes tours of
the East Ely, Nev., shop facili-
ties. The event concluded with
working demonstrations of his-
toric equipment, including two
steam locomotives, 2-8-0s Nos.

Mark Bassett

81 and 93, along with Alco RS2 and Alco
RS3 diesels, and the railway’s restored
Baldwin VO1000 diesel switcher, which
returned to operation in 2022 after sitting
idle for 39 years.

Nevada Northern’s steam-powered
wrecking crane — the oldest
operating crane on any U.S. rail-
road — demonstrated its lifting
power for symposium attend-
ees. In addition, historic rolling
stock normally stored indoors
was pulled out for display.

While the event marked 35
years of museum operations,
Nevada Northern’s roots go
back more than a century. The
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Alco RS2 No. 105 and RS3 No. 109 put on a smoky show for symposium attendees. The loco-
motives are pulling a third Kennecott Alco, RSD4 No. 201, which is currently in the process of
being restored. Kennecott Corp. purchased all three of the locomotives new, the No. 105 in
1949, No. 109 in 1950, and No. 201 in 1951.

Nevada Northern 2-8-0 Consolidation No. 93
rolls an ore-car consist past the railway's

landmark coal tower and water tank during a e 3 - - ARt e
recent symposium marking 35 years of pre- Nevada Northern Steam Wrecking Crane “A" lifts a locomotive plow. It is the oldest working
serving Nevada's copper mine railroad era. crane on any U.S. railroad and was recipient of a Trains Magazine preservation award in 2000.
railroad was built to support copper min- on the original line powered by century- as a kitten and adopted by shop workers, is
ing activities in the area. When Kennecott old steam engines original to the area. the railroad’s official mascot and enjoys an
Copper decided to end local operations in The late William Withuhn, former international following thanks to a series of
the 1980s, civic leaders persuaded the com-  transportation curator of the Smithsonian  widely shared social media posts. Dirt is
pany to donate its buildings, right of way, National Museum of American History, named for his fur coat permanently stained
and rolling stock to the community and its ~ called the Nevada Northern, “a living by a lifetime amid the soot and grease of
non-profit museum foundation. American treasure” noting its the 114-year-old steam engine-
“It really is one heck of an underdog original depot, office, engine servicing facility, and he makes
story,” says Mark Bassett, NN’s president. house, machine shop, freight a point of greeting visitors to
“Who could imagine a community that just ~ shed, and coal and water tow- the shop building.
had the major employer shut down shop ers, plus its three original steam The Nevada Northern’s Iron
would get a railroad donated to them and locomotives, ex-Kennecott die- Horse Symposium is a gathering
actually operate it for 35 years?” sels, five rare wooden passenger to discuss and learn railroad his-
The Nevada Northern, a National His- cars, and 60 early freight cars. tory, and take part in tours and
toric Landmark, is considered by many the The railroad is also widely demonstrations. The next sym-
best preserved standard gauge steam-era known for a more whimsical posium is scheduled for Sept. 28
American railroad facility. Trains operate reason. Dirt the Cat, abandoned  Dirt the Cat through Oct. 1, 2023. 1
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A The damage to Strasburg Rail
Road’s No. 475 looked worse
than it was after its collision with
a trackhoe on Nov. 2. The smoke-
box door bears evidence of
repairs executed in only five
days by the railroad’s mechani-
cal department. The braze marks
on the door were not ground
down, leaving a visible reminder
of the incident. Dan Cupper

“MISTAKES
ARE INEVITABLE
AND [THE POINT IS
THAT| WE LEARN
FROM THAT. WE
STAND BEHIND
OUR EMPLOYEES
AND THE
CONTRIBUTIONS
THEY MAKE”

— BRENDAN ZEIGLER,
VICE PRESIDENT, CMO

W FEBRUARY 2023

ON NOV. 2, STRASBURG RAIL
ROAD’S 4-8-0 No. 475 collided
with a piece of track mainte-
nance equipment. On Nov. 7,
the locomotive was back in
service after an overtime repair
effort by the railroad’s mechani-
cal department.

The locomotive suffered
damage to its smokebox front
and door, headlight, and other
parts in the collision with a
“trackhoe,” or tracked excavator,
after running through a mis-
aligned switch onto a spur
where the maintenance machine
was parked [see “Strasburg Rail
Road steam engine hits excava-
tor ..., “Preservation,” January
2023]. No one was injured.

The accident was captured by

a Virtual Railfan streaming
camera; video from that camera
was widely shared online.

The Federal Railroad Ad-
ministration has investigated
the incident. The railroad coop-
erated with the FRA to isolate
and clarify conditions that
contributed to the incident.
Among the contributing factors
were a track switch left open by
a maintenance crew, and en-
gine-crew inattention to the
position of the switch points.

“Mistakes are inevitable, and
[the point is that] we learn
from that,” says Brendan Zei-

surgs 475 back in se

gler, vice president and chief
mechanical officer of the rail-
road. “We stand behind our
employees and the contribu-
tions they make”

In a Trains News Wire inter-
view on Nov. 8, Zeigler indicat-
ed the damage was largely con-
fined to No. 475’s cast-iron
smokebox front and door, with
minor damage inside the
smokebox to the cinder screen
netting and supporting parts.

The major visible repair
work was threefold, as the exca-
vator’s boom punched a hole in
the smokebox front and door,
both of which shattered into
pieces, and damaged the head-
light beyond repair.

The Strasburg Rail Road Me-
chanical Services team replaced
the smokebox front with three-
quarter-inch-thick steel plate,
using the damaged item as a
template. The smokebox door
— the hinged round center of
the smokebox front — likewise
broke into shards, and Zeigler
said, “We elected to braze-weld
that. We put a reinforcing steel
ring inside to hold it together”

The result is a door with vis-
ible spiderweb-like scars where
the sections were rejoined. Zei-
gler addressed the question of
why those braze marks weren't
ground down to restore a

smooth appearance: “I elected
not to have them do that,” he
said, “to leave it as a ‘witness
mark to remind our crews of
the need for vigilance”

Finally, although the head-
light bracket was undamaged,
the headlight itself was too far
gone, so the railroad installed a
replacement that it had on hand.

Strasburg General Manager
Jim Hager added that the “dedi-
cated and talented” mechanical
staff got the engine running
again within a 96-hour win-
dow. “They went above and
beyond [and] turned the loco-
motive around quickly so that
the shop crew could get back to
contract work that needs to get
done;” he said.

Strasburg’s shop, which is
one of the best-equipped steam
facilities in the nation, routinely
maintains not only its own fleet
of steam and diesel locomotives
and cars but also fabricates and
repairs railroad equipment for
museums, other tourist roads,
and amusement parks. Current
clients include East Broad Top
and Black River & Western.

As the only operating 4-8-0
in the U.S., No. 475 was built by
Baldwin in June 1906 and
operated on Norfolk & Western
until 1962. It has been at Stras-
burg since 1991. — Dan Cupper

rvice |

Repair work on former Norfolk & Western 4-8-0 is completed in only five days
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New Jersey
commuter
locomotive to
operate again

U34CH was at the roots
of today’s Jersey-style
commuter trains

ERIE LACKAWANNA GE U34CH NO. 3372 is
part of a pioneering group of locomotives.
Now it is the last of its kind and will be re-
stored to operation by the United Railroad
Historical Society of New Jersey and FMW
Solutions.

The U34CH represents a passenger train
landmark. During the late 1960s and early
1970s, as passenger trains declined, the chal-
lenges of old equipment reached Erie Lacka-
wanna commuter trains. The railroad was
dealing with fleet of coaches and MU’s dat-
ing to the late teens and 1920s.

While the EL was the largest commuter
line in New Jersey, it was short on cash to
modernize its fleet. By the 1970s, the state of
New Jersey had committed $90 million to
updating the commuter service on several
foundering railroads. Rather than refurbish-
ing old equipment, the state opted for newly
designed coaches and locomotives.

The result was an order of Pullman-
Standard “Comet I” coaches, and 32 GE
U34CH locomotives. This was the first time
in the evolution of modern passenger equip-
ment that locomotives and cars were or-

New Jersey Department of Transportation took
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U34CH No. 3372 powers a trip in push mode with Pullman-Standard “Comet I” coaches. This loco-

e

motive-coach combination was a commuter train design pioneer. Tom Kelcec, Steve Helper collection

dered together to work in tandem. The new
coaches would be powered by electricity
delivered from a new type of generator in
the U34CH. The drive shaft from the loco-
motives 16-cylinder motor would go
through its main generator, which powered
its six traction motors, and continue into a
generator used exclusively for powering the
train. This meant, to power the cars, the en-
gine always ran at 960 rpm, or full power,
making a locomotive that was not only
powerful and efficient, but distinctive, with
a consistent roar both stopped and at speed.
NJ Transit inherited the U34CH fleet in
1983 and ran it until 1994. All units, except
No. 3372, were scrapped or exported to
South America; those are presumed to be
scrapped too. NJ Transit donated No. 3372
to URHS after the URHS-sponsored fare-
well excursion. After its retirement, No.

32 for operation by the Erie Lackawanna. The last one went to the New York MTA. Peter Klapper

3372 was leased to New York & Green-
wood Lake Railway in Passaic, N.J. During
this time, vandals damaged the traction
motors and high-voltage wiring. In 2014,
URHS raised funds to move the unit to
Boonton, N.J. There, volunteers stabilized
the unit and stored it awaiting restoration.

Now URHS, working with FMW Solu-
tions, has begun the restoration with a
$10,000 matching donation from Tri-State
Railway Historical Society.

“There are so few preserved locomo-
tives that are uniquely Jersey, and this is
one of them,” says Kevin Phalon, URHS
president. “There are thousands of people
who still remember riding behind, working
on, and running these locomotives. No.
3372 holds a lot of meaning for a whole lot
of people, so it was imperative that we start
this project off right — with funding and
professional experience”

During the summer of 2022, URHS
contracted FMW Solutions, a railroad
consulting and restoration firm, to perform
an evaluation of the locomotive. That in-
spection indicated the prime mover shows
signs of wear, but is otherwise in good con-
dition. Overall, the locomotive’s main com-
ponents show nothing that would rule out
operation. There is extensive damage to
portions of the wiring due to vandalism
and weather, all of which can be repaired.

“URHS has a great vision for preserving
New Jersey’s railroad industry and our die-
sel-electric experts are looking forward to
being a part of it,” says Shane Meador,
FMW Solutions vice president-mechanical.
“Our inspection of 3372 was promising,
and it shows that locomotives from this era
can make good candidates for restoration”

If you would like to help with the
restoration or view the locomotive’s
mechanical assessment, please visit the
URHS website: URHS.org — Trains staff
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PRESERVATION

AIRS group
has big plans
for a little
steam engine

Operational restoration of
1913 Baldwin underway

WHILE BIG OPERATING STEAM LOCOMOTIVES
ARE EXCITING and grab considerable atten-
tion, there is room for small steam
locomotives in today’s restoration world.
What these diminutive steamers lack in
girth, they more than make up for with the
roll they played in American railroading.

The American Industrial Railroad Soci-
ety is working to shed light on the small
locomotive story. The group, based in
Davenport, Iowa, has acquired Indiana
Northern Railroad No. 4, an 0-4-0, tender-
type locomotive built by the Baldwin Loco-
motive Works in January 1913. The loco-
motive was purchased by AIRS in 2020 and
relocated to a restoration site in Davenport,
where volunteers are working to return the
dismantled engine to operational status in
its as-built appearance.

AIRS was established in 2020 with a
mission to preserve, restore, and interpret
equipment, artifacts, and documents related
to U.S. industrial railroading. Partnered
with the Davenport Industrial Railroad and
the Youngstown Steel Heritage Foundation,
the group plans to travel to various muse-
ums and railroads across the country with
No. 4 once it’s operational.

The locomotive operated for the Indi-
ana Northern in South Bend, Ind., until
1948, and served numerous customers on
the 2-mile-long railroad, including the Oli-
ver Chilled Plow Works, and the Studebak-

The AIRS crew with No. 4's boiler. Work has begun to assess the vessel. The AIRS group is
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Into the early 1960s, No. 4 was the switch engine for a gravel pit o
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utside St. Louis. The

locomotive is seen at work in 1955 shoving a string of hopper cars. Bob Barcus collection

Named Oliver by the Indiana Northern Railroad, No. 4 is seen in virtually as-built condition in

this colorized photograph. AIRS plans to return the locomotive to this state. AIRS collection

er Automobile Co. The engine was then
purchased by a gravel pit outside St. Louis,
Mo., where it switched carloads of gravel
until the late 1950s or early 1960s. The dis-
used engine languished in the abandoned
pit for years until it was recovered and later
dismantled in an unsuccessful restoration
attempt. AIRS purchased the locomotive
from the estate of the previous owner.

“No. 4 is representative of the thou-
sands of switching locomotives that
helped turn the gears of industry in the
U.S. for decades” says Sam Aufmuth,

comprised of volunteers younger than you might expect for steam-engine work. AIRS
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AIRS president. “It’s a perfect fit within
the mission of AIRS, and by restoring the
engine to operation, we aim to bring to
light the vital and often overlooked role
that the industrial railroads and railroad-
ers played as the last-mile connections to
the country’s economy”

One of the most daunting tasks thus far
has been cataloging parts and determining
what is missing. The previous restoration
attempt left the locomotive in pieces with
parts from other railroad equipment mixed
in. When the locomotive arrived in Daven-
port, the team realized a complete inventory
was needed. Time has been devoted to sort-
ing, organizing, and cataloging No. 4s parts.
It’s estimated that about 80% to 85% of the
locomotive has been recovered. Most of
what is missing are the engine’s appliances,
such as headlights, dynamo, air compressor,
and brake stand. Additionally, the wooden
tender frame rotted away before AIRS ac-
quired No. 4. Most of these items are re-
placeable, so their absence has not disquali-
fied the engine from operational restoration.

At present, work is focused on inspect-
ing the boiler and reconstructing the cab.

If you would like to help with No. 4s
restoration, please visit the AIRS website:
www.industrialrails.org.




PRESERVATION PHOTOS

IN NOVEMBER, TRAINS PHOTO
EXCURSIODNS visited the Western
Maryland Scenic Railroad for a
trip with 2-6-6-2 No. 1309, and the
Wisconsin & Southern Railroad
to see Soo Line No. 1003. On the
WMSR, No. 1309 ran for both day-
light and night photo sessions, as
seen at left emerging at Brush
Tunnel west of Cumberland, Md.
The excursion with No. 1003
featured nearly a dozen photo
locations through south-central
Wisconsin. One site, above, saw
No. 1003 and its period freight
train passing under the former
Chicago & North Western
Railway bridge west of Randolph,
Wis. The bridge now carries the
Union Pacific. Want to join the
fun? Watch the pages of Trains
for future photo excursions. Two
photos, Carl Swanson; No. 1309 lighting:
Michael Summers, Casey Thomason
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TRAIN-WATCHING
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Unique diamond arrangement offers interesting viewing of CSX, Norfolk Southern

A On May 27, 2019, a CSX auto
rack train, with GE C40-8W

No. 7862 leading, approaches the
Norfolk Southern diamond near
Walnut Street. The train is head-
ing for Avon Yard outside

of Indianapolis. The NS New
Castle District parallels the CSX
Indianapolis Line Subdivision to
the north. Two photos, Arthur Bradley
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IT’S NOT THE BIGGEST TOWN IN
THE STATE, but it plays host to
some good railroad action. The
ex-Conrail, now CSX, Bee Line
along with the main lines of
Norfolk Southern’s New Castle
and Frankfort districts meet in
Muncie, Ind. The CSX and NS
New Castle mains cross just
east of Walnut Street. The
Frankfort District line splits
from the New Castle District
northeast of the diamond.

A connection west of Walnut
Street creates a wye for NS, al-
lowing trains on the Frankfort
District to continue south
onto the New Castle District.
NS handles local switching

at East Yard, located about

a mile east of the diamond.
Rounding out the Muncie

rail scene is Progress Rail’s
740,000-square-foot locomo-
tive manufacturing facility.

. LOCATION: Muncie, locat-
ed 50 miles northeast of
Indianapolis, is a central loca-
tion for all lines. If you are
coming from Indianapolis,
take Interstate 69 north about
40 miles to the State Route 32
exit. Proceed east another 11
miles to Muncie. Continue to
Walnut Street, turn right, and
proceed south to the track.

The diamonds are on the east
side of Walnut Street.

Norfolk Southern traffic
includes manifest, intermodal,
and Triple Crown RoadRailer
service. Locals also mix in
with the mainline action on
both lines. Run-through pow-
er is not uncommon, making
it possible to view locomotives
from BNSE, UP, KCS, and CN.

If you followed State Route
32 into Muncie, you most likely
saw signs for Anderson, Ind., as
you exited I-69. Anderson is
about 18 miles west of Muncie.
It is home to the Central Indi-
ana & Western short line, run-
ning from Anderson to Lapel,

Ind. If you are seeking some
grassroots, Midwestern railroad
photos, make the trip back to
Anderson. The CI&W is pro-
filed in this issue (see page 16).

ﬁ RADIO FREQUENCIES:
= CSX: 160.800; NS:
160.440

m TRAIN-WATCHING: The
@ CSX double track sees
approximately 25 trains per day,
with a mix of manifest, intermo-
dal, and seasonal unit grain
shipments. CSX activity tends to
favor more trains in the morn-
ing and late afternoon. Norfolk
Southern adds 15 to 20 trains a

Union Pacific No. 7203, a GE AC4400CW, hauls a auto rack-intermodal
train through fresh snow on March 14, 2020. Union Pacific locomo-
tives and other foreign power are common in Muncie. Bryson Sleppy



To

Fort Wayne, f 2
Ind. 2= i
INDIANA = S\
n = Z|= 2| Frankfort
Ande,s“g,‘:g%e 0 Scale 2 mile s BN ®NChe T District
=] = d
P ©2023 Kalmbach Media Co. s NS East
Indianapolis TRAINS: Bill Metzger 4 Yard
and Rick Johnson NS New,Castle
i District /
\‘;\\-\\u To Lima,
W, Main St Ohio
W. Jackson St. @
To Frankfort, Ind. ion, Ohi
—_—
1 NSFrankfort W, Powers St W. Victor St. S*\“d\a“a\)o %
District O3 e Suo Yo :9,,,//)7
><——Freight house Gtop
. i —S. Liberty St. W. Willard St.
To Indianapolis S. Hoyt Ave.
-
NS Nlew °
M Ind
Progress Rail plant District llllIlClleI n ®
NS
—— NS Norfolk Southern
15 miles o —— CSX  CSXTransportation ’.
l Progress Rail plant

day on the New Castle District and another
four to six trains on the Frankfort District.

BEST VIEWING: The eastern diamond

is easily viewed from a parking lot
on the north side of the tracks. The for-
mer Big Four (Cleveland, Cincinnati, Chi-
cago & St. Louis Railway) freight house is
still standing west of the diamonds and
can be an interesting industrial photo-
graphic backdrop. The building is now an

automotive-repair facility, and parking
there is not recommended.

The CSX line parallels State Route 32
west of Muncie, which opens up addition-
al opportunities for photography outside
of town. The NS line to Fort Wayne cross-
es the White River at three locations in
Muncie. The bridges for each of these
crossings are easily accessed. It is recom-
mended to do your train-watching in
Muncie during daylight hours.

As the sun sets on Dec. 22, 2021, a Norfolk
Southern GE C40-9W leads a northbound
intermodal train across the eastern diamond,
crossing CSX, on its way to Fort Wayne, Ind.

FOR THE FAMILY: Muncie is home to

Ball State University. Its campus
provides an opportunity to explore a sce-
nic Midwestern college. Be sure to visit
Minnetrista Museum and Gardens, which
is set on 40 acres along the White River.
At Minnetrista you can visit the studio of
public-television painter Bob Ross, and
Oakhurst, the home of George Ball. Ball
was one of five brothers that launched a
manufacturing company, which among
other products, became famous for their
canning jars. When planning your trip
visit minnetrista.net — Trains staff

New England
Fall Colors
Rail Tour 2023

Join Trains Magazine

for an all-private-train
tour of the historic
railroads of New England

Sept: 29-Oct. 6, 2023
Highifiﬁhts include:

= Private cars or fully private charters
for every train

= Ste arter on the Mount Washington
Cog Railway
= Main

ow gauge steam train
WIthmﬁlnby

= EXTRA! Visit Maine's breathtaking
Aca ia National Park

Detalls 721-330-7738 or
www.SpeciallnterestTours.com
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DWas EMD’s BL2 model used

A The intention of EMD'’s BL2
model was to address branchline
power needs. The features built
into the locomotive — improved
rear-facing visibility, platforms
and running boards at each end
for switching, and improved
forward vision — were designed
for freight work. Passenger
trains traveled branch lines

too, and railroads, like the
Chesapeake & Ohio, did use

the BL2s for such work. Here a
C&O train heading for Muskegon,
Mich,, in September 1949 is pow-
ered by a BL2. Richard Pedler

ﬁ FEBRUARY 2023

for freight, passenger, or both"

— Dan Sladovich, Washington Township, N.J.

N The BL2 was to be the solu-
tion to branch line power chal-
lenges. The name even said so.
“BL” stands for “Branch Line”
By the late 1930s to early 1940s,
railroads found that the EMD
F3 was not ideal for branchline
switching work. There were no
end platforms for brakemen
and no easy rear view for the
engineer. Maintenance inside
the F carbody was complicated
by the body structure.
Although Alco, Baldwin,
and Fairbanks-Morse offered
road-switcher diesel locomo-
tives as early as 1941, EMD
was reluctant to offer one.
EMD’s eventual answer was
the BL2 — a cross between an
F unit and the future GP7s and
GP9s. The model did not ap-
pear in the EMD catalog until
1948. Both freight and passen-
ger versions were offered. Only
60 units were built, with the
Chesapeake & Ohio taking the
largest number at 14. The Bos-

ton & Maine, C&O, and the
Rock Island ordered the pas-
senger model with a steam
generator. — Bob Lettenberger

[*] When did the various
lengths (40 feet, 50 feet, 60
feet, etc.) of boxcars come into
use on Class I railroads? —
Rick Parker, Granville, Ohio

N We can trace the first box-
car to 1833 on the Mohawk &
Hudson Railroad in New York.
M&H shippers needed extra
protection from the weather for
goods being shipped in what
amounted to a high-sided,
wooden gondola. The railroad
covered a few 25-foot gondolas,
and the boxcar was born, albeit
in a rudimentary form.

By the end of the 1830s,
the Baltimore & Ohio Railroad
fielded a car looking like the
boxcar we know. It was 30 feet
long, fully enclosed with side
doors, with a 10-ton capacity.

The boxcar grew again
in 1896. Improvements had
continued. Steel construction
began replacing wood, car
length ranged from 36 to 40
feet, and capacity ranged be-
tween 40 and 50 tons.

Entering the 20th century,
the 40-foot boxcar was posi-
tioned to become the standard
and dominate U.S. rail freight
conveyance.

Boxcar development was
not over. The early 1930s saw
the introduction of the 50-foot
boxcar with capacity ticking up
into the over 70-ton range. The
40-foot car, however, remained
popular into the 1950s.

Following World War II,
the boxcar experienced another
growth spurt — this time, verti-
cally. The hi-cube boxcar was
introduced in the mid-1960s as
a vehicle that could haul more
lightweight freight in a space
that was taller as opposed to
longer or wider. Translated: cus-
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Texas & Pacific No. 40632, a 40-foot Pullman-Standard PS1 boxcar, is
representative of the standard U.S. boxcar. This size remained popu-
lar into the 1950s, when larger sizes took over. Three photos, Tom Kline
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In the 1960s the boxcar grew in two dimensions — length and height.
The length grew to 60 feet, while the interior height expanded from a
standard 10 feet, 11 inches to a new hi-cube height of 13 feet.

tomers, like appliance manufac-
turers, had factories with rail-
loading doors spaced for 40-foot
cars. The choice was a major
factory remodeling to respace
the loading doors or increase
shipping capacity with a taller
boxcar. When factory remodel-
ing did take place, it gave rise to
the 60-foot, hi-cube boxcar,
yielding even greater capacity.
A final size iteration we'll
mention here came about in the
early 1960s. One driving factor
in boxcar expansion was the
desire to move greater tonnage.
Another significant consider-
ation was providing room for
what was being shipped. Auto-
mobiles and auto parts have
been shipped by rail since be-
fore World War II. Over the
decades, cars and their parts
have grown significantly. To
accommodate larger parts and
more of them, 86-and-89-foot-
long boxcars were introduced.
We still see boxcars of vary-
ing sizes on U.S. railroads to-

day. The standardization of
container shipping has cur-
tailed the size growth of box-
cars and knocked them from
their once-dominant position.
For some goods, though, the
boxcar is still the preferred way
to travel. — Bob Lettenberger

On a curve, whether ascending, descending, or level, steel wheels on steel rails can emit a squealing
sound. One will often hear such sounds from trains on Norfolk Southern’s Horseshoe Curve. Nolan Majcher

Ll g i s s L, ."‘-- "
The 40-foot boxcar grew to 50-feet long in the early 1930s. Car doors
became larger affording more convenient loading and unloading. The
added length increased capacity to 70 tons. LE. Raby, Tom Kline collection
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Measuring 86 feet long, Penn Central No. 293936 represents the larger
boxcars introduced in the early 1960s. With nearly 10,000 cubic feet of
space, these rolling barns are ideal for auto parts.

[*] while visiting Horseshoe
Curve near Altoona, Pa., I
noticed a high-pitched steel
“squealing” from what I sus-
pect was a brake application.
The train was ascending the
mountain. Was this the brakes
or did something else cause the

noise? — Tom Ciavarella, Penn-
sylvania Furnace, Pa.

A Heading up the mountain
around Horseshoe Curve it’s
doubtful that the squealing was
generated by a brake applica-
tion. A more likely possibility is

Trains.com H



the flanges of the wheels on the
outside of the curve being
forced against the steel rail. As
a train moves up or down a hill
on a curve, there will be side-
to-side movement depending
on in-train forces, how the car
is loaded, and the condition of
the track. Consider also, when
you make a turn with a road
vehicle, the front wheels aren’t
mounted on a solid axle and
turn in the direction indicated
by the steering wheel. On a
freight car the wheels remain in
a fixed position in relation to
the axle carrying them. The
entire truck turns, not the indi-
vidual wheels. Combined with
side-to-side movement, this
unaligned contact will cause
the steel-on-steel squealing.

— Trains staff

Q] Virtually all road diesels
run in multiple-unit lash-ups
with all locomotives identi-
cally configured with cabs.
What are the trade-offs
between commonality of
design and production versus
possible savings from creating
“B unit” configurations that
omit the cab subsystems? —
Henry Anderson, Cornelius, N.C.

N The trade-off is conve-
nience. Yes, production costs
are reduced when considering a
“B” or cabless locomotive. Elim-
inated are: the in-cab control
stand, crew seating and comfort
facilities, mandated FRA win-
dow glazing, heating and air
conditioning, and the cab struc-
ture, itself. Also eliminated is
the cost of maintaining the vari-
ous appliances and cleaning the
cab. While reducing such costs
add up to a savings, there is an
overriding factor — to be use-
ful, the locomotive must be
controlled. This requires a cab
with control facilities.

When all sides of the cabless
debate are considered, the con-
venience of having a cab with
controls versus not having one
looms large. Contemporary lo-
comotive consists can be divid-
ed in just about any manner. If
B units are involved, a cab
needs to accompany them.

There is a design consider-
ation at play as well. EMD is
credited with developing the

ﬁ FEBRUARY 2023
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Santa Fe EMD F7A No. 43C heads an A-B-B-B-A consist on the San Francisco Chief at Dalies, N.M., in
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February 1967. EMD developed the B unit giving railroads the ability to add more power as needed. Tom Otoski

B unit. When introduced in
1939, the FT generated 1,350
hp. By mating the cab unit with
a cabless B unit, EMD sold a lo-
comotive rated at 2,700 hp. The
cabbed A unit and B unit were
semi-permanently coupled with
a drawbar, similar to what con-
nects a steam locomotive to its
tender. EMD also promoted the
idea that two FT locomotives —
an A-B-B-A configuration —
would generate 5,400 hp. Unlike
today, the EMD concept was
that A and B units would be
constantly mated to generate
desired horsepower output. As
diesel locomotive technology
advanced and horsepower per
unit increased, the need to
semi-permanently couple units
went away.

The 1930s through the
1950s were the heyday of
B units. Alco, Baldwin, EMD,
and Fairbanks-Morse all of-
fered locomotive models with
both A-and-B-unit variations.

There are examples of
B units in the 1960s and be-
yond, but the ranks are thin. A
number of railroads, especially
the Burlington Northern and
the Santa Fe, built B units from
wrecked cab locomotives. Alco
and EMD, to satisfy the Union
Pacific’s desire for a 15,000 hp,
three-unit freight locomotive,
developed high-horsepower
B units in the early 1960s. EMD
produced the DD35 in 1963.
The idea was to sandwich two
5,000-hp B units between two
standard GP35s. The DD35 was

L T} - it S R =
First, EMD built the cabless DD35, second in this consist. Union Pacific
asked for an cabbed version, as well. Here DD35A No. 84 leads its train
up Wyoming's Sherman Hill on May 12, 1968. Steve Patterson

Santa Fe No. 5517, a SD45-2B, helps lift a train over California’s
Tehachapi Pass. The home-built unit is one of eight that Santa Fe
constructed from other SD45-2s. It's March 1992. Steve Schmollinger

two GP35s on one frame. In
1964, Alco offered the A-B-A
combination of a C855 and
C855B, a three-unit, 16,500-hp
monster. Only one set was built.

The final request for regular-
ly manufactured B units came
from the Santa Fe in 1991. The
order was for the EMD GP60B.
— Bob Lettenberger



Majestic

Switzerland
by rail 2023

Europe’s railroad wonderland

Experience the magnificent beauty
of Switzerland by train including:

= Travel the narrow gauge Bernina Express —
an unforgettable ride on the highest
railroad across the Alps.

= Ride the world's steepest cogwheel railroad
through striking rock formations on the Pilatus
Cogwheel Railway.

= Journey through the mountains on the Furka
Steam Train — including a tour of the railway’s shops.

SPECIALINTEREST
Reserve your spot to tour this TOAURS m
breathtaking region today! Details: 727-330-7738

Sept. 14-25, 2023 Info@SpeciallnterestTours.com

BOOKS FOR TRAIN ENTHUSIASTS

From locomotive history to train-themed tourist sites, these information
packed books are fun to read and easy to reference.

o
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NORTH AMERICAN
LOCOMOTIVES

CLASSIC
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KALMBACH Buy now from your local hobby shop or order online at
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RAILROAD
ATTRACTION
DIRECTORY

STEP BACK IN TIME to experience
the golden age of railroading. North
Americas railroad museums and tourist
lines provide affordable fun for the whole
family! Plan your complete vacation with
visits to these leading attractions. For
information on advertising in this section,

call Tom Vorel at 630-248-2299.

CALIFORNIA Campo

PACIFIC SOUTHWEST RAILWAY MUSEUM
750 Depot Street

Located 60 minutes east of San Diego

Ride on the San Diego & Arizona Railway: the last
trans-con link, completed in 1919 and built by sugar-magnate,
John D. Spreckels.

Trains depart from the historic 1917 Campo Depot every
Saturday and Sunday. Check our website for train schedules
and tickets.

www.psrm.org 619-465-7776

COLORADO

LEADVILLE RAILROAD
326 East 7th
Opening May 29th through January 15, 2022. NEW this year:
operating Winter runs for the 2021-22 season and daily Summer
runs from May 29-beginning of October. Check out the website
for updates on schedules, restrictions, and fun in the Rockies!

Leadville

www.leadvillerailroad.com 1-866-386-3936

ILLINOIS Mendota

UNION DEPOT RAILROAD MUSEUM
783 Main St., Mendota, IL 61342

Open 12-4, Saturday & Sunday,
March thru Dec., located in re-
stored 1888 depot building along
busy BNSF mainline, large operat-
ing HO model of 1940 Mendota,
historic railroad photos, operating
telegraph office, large collection of
HO brass engines, and Lionel cars;
restored rail cars including 1923
CB&Q Mikado steam locomotive,
1911 wood waycar, 1938 Milwau-
kee combine car, 1949 Pullman SP
dining car, and 1937 lllinois Central
mail car. Motor car rides and Am-
trak waiting room available.

www.mendotamuseums.org 815-538-3800

INDIANA Connersville

WHITEWATER VALLEY RAILROAD
5th and Grand )

Travel through time on Indiana’s most scenic railroad.
33-mile round trip to Metamora, May through Oct.
Special events Feb through Dec. Vintage diesels:
1951 Lima-Ham 750HP SW, 1954 EMD/Milw. SD10,
1948 Alco S1. Gift Shop.

www.whitewatervalleyrr.org 765-825-2054

PENNSYLVANIA Marysville

BRIDGEVIEW BED & BREAKFAST
810 S. Main St.

At The Bridgeview B&B
The action comes to you!
Freight Trains are rolling
in and out of Enola Yard
right past our front porch. From the spacious decks and
sitting room, you can watch the Susquehanna River, Blue
Mountains and trains crossing World Famous Rockville Bridge,
all in one spectacular panoramic view! Relax, in a comfortable,
“home away from home” atmosphere at The Bridgeview,
where we feature 10 clean, cozy rooms, all with private baths,
A/C, WiFi, plus a freshly prepared breakfast to start your day!
Visit Harrisburg, Hershey, Gettysburg, Adamstown and PA Dutch
Country. See our website for more information, and give us a call.
Come experience The Bridgeview Bed & Breakfast, where
you never know, what, you might see next!!

www.bridgeviewbnb.com

BRIOGEVIEW

717-957-2438

FLORIDA MILTON

WEST FLORIDA RAILROAD MUSEUM
5003 Henry Street

H_‘-" -

The Museum occupies the L&N Milton combination
freight and passenger depot that was built in 1907-09
on the site of the original 1882 P&A depot. Unique to
this museum is the relocated bridge tender’s home, and
the Globe Coffeehouse, one of the only Louisville
and Nashville diners remaining. The Museum is open
Wednesday to Saturday from 10:00 a.m. to 3:00 p.m. and
other times by appointment for group tours.

www.wfrm.org (850) 623-3645

FEBRUARY 2023

PENNSYLVANIA Strasburg

RAILROAD MUSEUM OF PENNSYLVANIA
300 Gap Road
. ¢

Real Trains. Experience our fascinating, world-class
collection of 100 historic locomotives and railroad cars
in the climate-controlled Rolling Stock Hall. Real History.
Climb aboard a caboose, take the throttle in an authentic
locomotive cab, inspect a 62-ton engine from underneath
and stroll back in time through the 1915-era Main Street.
Real Excitement. Try out hands-on activities in Stewart
Junction railway education center and interactive exhibits
throughout the Museum. Visit during a family-friendly special
event. Features a working restoration shop, vast research
library and archives, tours and virtual tours, orientation video
in Steinman Station passenger depot and the Whistle Stop
Shop museum store. Open year-round, free on-site parking.

WWW.rrmuseumpa.org 717-687-8628

TEXAS Rosenberg
ROSENBERG RAILROAD MUSEUM
1921 Avenue F, Rosenberg, TX 77471
The Rosenberg Railroad Museum is dedicated to preservtion
and education of railroading history and its impact on Fort
Bend County. Exhibits Include 1970’s Caboose, 1903 Tower 17,
1879 passenger car, Garden Railroad, model train layouts, and
more! Open Wed-Fri. 10-3pm, Sat. 10-4pm, & Sunday 1-4 pm.
www.RosenbergRRMuseum.org  (281)633-2846

WISCONSIN Osceola

OSCEOLA & ST. CROIX VALLEY RAILWAY
114 Depot Road, Osceola, WI 54020

Join us for a scenic and memorable trip through the St.
Croix Valley. Come for the 1920’s-1950’s passenger rail
experience, the awesome scenery, or special events
such as pizza trains or our annual Fireworks & Pumpkin
Express trains. Individual, family and group tickets available.
And visit the Minnesota Transportation Museum in Saint Paul
to experience railroading history.

www.trainride.org 651-228-0263

In the March issue

What's ahead for
VIA Rail Canada?

New rolling stock, new challenges, and a
worrying lack of political support make
for uncertain times for CANADA'S
PASSENGER CARRIER. Dedicated volun-
teers bring Louisville & Nashville's “Old
Reliable” 0-8-0 No. 2132 back HOME TO
KENTUCKY. Inside a steel rerolling mill
that turns OLD RAILS into new products.
Plus News, reader Photo Gallery,
Preservation, Ask Trains, and more!

On sale February 14, 2023



CLASSIFIEDS

Word Rate: per issue: 1 insertion — $1.57 per word, 6
insertions — $1.47 per word, 12 insertions — $1.37 per word.
$35.00 MINIMUM per ad. Payment must accompany ad. To
receive the discount you must order and prepay for all ads at
one time. Count all initials, single numbers, groups of
numbers, names, address number, street number or name,
city, state, zip, phone numbers each as one word. Example:
Paul P. Potter, 2102 Pacific St., Waukesha, WI 53202 would
count as 9 words.

All Copy: Set in standard 6 point type. First several words
only set in bold face. If possible, ads should be sent
typewritten and categorized to ensure accuracy.

CLOSING DATES: April 2023 closes January 25,
May closes Feb. 22, June closes Mar. 22, July closes Apr.
26, Aug closes May 23, Sep closes June 19.

For TRAINS' private records, please furnish: a telephone
number and when using a P.O. Box in your ad, a street
address.

Send your ads to: Trains magazine — Classified Advertising
21027 Crossroads Circle, P.O. Box 1612 Waukesha, WI
53187-1612 Toll-free (888) 558-1544 Ext. 551

Fax: (262) 796-0126 E-mail: classads@kalmbach.com

RAIL SHOWS AND EVENTS

APRIL 1-2, 2023: Rocky Mountain Train Show. National
Western Complex, 4655 Humboldt St., Denver, 80216.
Saturday, 9:00am-5:00pm, Sunday 9:00am-4:00pm. 3 acres
of model trains, all scales, 30 layouts, 700 sales tables,
clinics and more. Admission $13.00, under 12/scouts in
uniform FREE. Free Parking. 303-364-0274

All listed events were confirmed as active at the
time of press. Please contact event sponsor for
current status of the event.

LODGING

“QUINN"TESSENTIAL RAILFAN ACCOMMODATION on
Airbnb. Private Guest house, close walking distance to
tracks and Tehachapi Loop. Located next to tunnel 10.
Railroad Memorabilia on property. A Railfan Hidden Gem!

INN ON THE RIVER: Book your stay for a relaxing getaway
overlooking the beautiful Mississippi! Guests are minutes
from quaint restaurants, stores and many outdoor opportuni-
ties. Each room has a private balcony for stunning views of
the Mi ippi River and the Burlington Northern-Santa fe

JANUARY 28, 2023: The 31st Annual Great Tri-State Rail
Sale. La Crosse Center, 2nd & Pearl Streets, La Crosse,
WI.  9:00am-3:00pm.  $5.00, under 12 free. Model,
Toy & Antique Trains & Memorabilia, Sale & Swap Meet.
608-781-9383, www.4000foundation.com

Rail Line. Reservations: 608-534-7784 www.innontheriverwi.com
or email: innontheriverwi@gmail.com

BOOKS AND MAGAZINES

MISCELLANEQOUS

RAILROAD PATCHES: Engineer caps with insignia. 1,000
designs. Catalog $5.00. Patch King, Box 145, York Harbor,
ME 03911.

WANTED

ARE YOU GETTING THE BEST PRICE FOR YOUR TRAIN
COLLECTION? Our list of discriminating buyers grows each
day. They want bigger and better train collections to choose
from! We specialize in O Gauge trains- Lionel, MTH, K-Line,
Williams, Weaver, 3rd Rail, etc. as well as better trains in
all scales. We also purchase store inventories. Plus, we
can auction your trains with rates starting as low as 15%.
We travel extensively all over the US. Give us a call today!
Send us your list or contact us for more information at
www.trainz.com/sell Trainz, 2740 Faith Industrial Dr.,
Buford, GA 30518, 866-285-5840, Scott@trainz.com
Fax: 866-935-9504

LOOKING TO PURCHASE 1947 FREEDOM TRAIN:
Collections, Photos, Scrapbooks, Pins, Footage and
Pennants, Slides, Toys. G.R. Barker, 2191 Cook Rd.,
Ballston Lake, NY 12019 or E-mail: freedomtrain47@hotmail.com

ORIGINAL SLIDE COLLECTIONS,
Negative Collections, any railroads, any
sales@morningsunbooks.com

PRR LW PULLMAN CAR Cast-iron door nameplates,
1938-1950. J.H. STEVENSON, Rocky River, OH
440-333-1092 jhstevenson8445@gmail.com

Ba&W
subjects.

FEBRUARY 4-5, 2023: Monticello 2023 Train Show.
Saturday 10am-5pm and Sunday 9am-1pm. Berndes
Center, 766 N. Maple St., Monticello, IA 52310.
Tables $30. Admission: $5, children under 12 free w/paid
adult. Monticello RR Club, PO Box 169, Monticello IA 52310
or email Ron Ackermann: rack611@gmail.com

FEBRUARY 24-25, 2023: Asheville Train Show. Western
North Carolina Agricultural Center. Friday noon-7:00pm
and Saturday 9:00am-5:00pm. Admission  $6.00,
under 10 free. All scales, all gauges, collectibles,
artifacts, operating layouts, hundreds of vendor tables.
More: www.Asheville-Trainshow.com

MARCH 4-5, 2023: 27th Annual Train Show. New Bern
Riverfront Convention Center, 203 S. Front St., New
Bern, NC 28560. Saturday 9:00am-5:00pm; Sunday
10:00am-4:00pm. Admission $8.00, under 12 free w/adult.
Operating layouts, over 90 vendor tables, food concession.
George Creathorne, 201-213-6907

DONATING railroad timetables (150+ some Guide pages),
railroad books (100+). All or each group separately.
No individual items. Lists available. Pay only freight.
shradyt@verizon.net

COLLECTIBLES

TOP DOLLAR PAID for steam/diesel or electric builder
plates. mr_slides@hotmail.com Telephone: 216-321-8446

PHOTOS, PRINTS AND
SLIDES

TOP DOLLAR PAID: for 35mm slide collections
especially pre-1980. Mr. Slides, mr_slides@hotmail.com
Telephone: 216-321-8446

AUCTIONS

AMERICA'S PREMIER RAILROAD AUCTIONS: Consign
your quality items. One piece to an entire collection. Large
8-1/2 X 11" auction catalogs contain full descriptions and
hundreds of photographs. Auctions are jointly sponsored
by the Depot Attic and Golden Spike Enterprises. The
combined knowledge and experience of America's largest
railroadiana firms will earn you “top dollar”. Mail and fax bids
are accepted. Information: Railroad Auction, PO Box 985,
Land O Lakes, FL 34639. Phone: 813-949-7197.

For more Trains

visit Trains.com

ADVERTISERS

The Advertiser Index is provided as a service to TRAINS magazine readers. The magazine is not responsible for omissions or for typographical errors in names

or page numbers.
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Heading
for home

The warm autumn after-
noon of Oct. 8, 2020, finds
a Kansas City Southern
grain shuttle at Firth, Neb.,
on BNSF’s Saint Joseph
Subdivision. KCS No. 4623,
a GE AC4400CVW, is head-
ing the train back to the
railroad’s namesake city.
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BNSF's Aurora Local, with

GP38AC No. 2128 on the A pair of BNSF ET44C4s,

point, jumps out from the Nos. 3728 and 3864, paral-

shadow of a parked coal lel Interstate 76 in eastern

load on the rolling plains Colorado as they race

near Tamora, Neb., on along with the daily

Nov. 13, 2018. This is a Z-CHIDEN. It's July 17, 2021.

power buffet with coal, oil,

and wind represented.
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The blade
runner

With foreign power up front
in the form of Canadian
National GE ET44AC No.
3227, train U-CNIONL, the
final load of wind turbine
blades bound for O'Neill,
Neb., crosses the Missouri
River into the Cornhusker
State on BNSF's Creston
Subdivision on May 10, 2022.
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GALLERY

An Easter

Two Grinstein green and

rum-

cream BNSF SD70MACs

Nos. 9653 and 9702

Neb.,

-NAMMON

ble into Pleasant Dale,

with coal load C

bound for Louisiana on an

unseasonably warm Easter
Sunday 2021. The colors,

Burlington Northern left-

overs, are named for Gerald

Grinstein,

BN president.
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Long time
running

A pair of ex-Penn Central
SD40s power the Nebraska
Central Railroad’s Hordville
(Neb.) turn over the Platte
River south of Central City,
Neb., on a sunny May 19,
2020. It's been decades
since these units left the
erecting bay in La Grange.

A golden day

BNSF's Beatrice (Neb.) local
has just picked up fertilizer
loads at the Koch plant in
Hoag, Neb., and is ready to
head north to Crete, Neb.
This was March 2, 2020 —
the 50th anniversary of the
Burlington Northern. GP40M
No. 3020 can trace its roots
to BN predecessor Chicago,
Burlington & Quincy.

August VanCleave is a 24-year-old rail enthusiast and graphic design major in his senior year at the University of
Nebraska-Lincoln. His grandfather, Kevin Piper, is also an enthusiast and has kindled August'’s passion for railroad art
and photography. Piper retired after a 35-year career as a locomotive engineer for five railroads. In April 2022, August
presented his work and philosophy at the Center for Railroad Photography & Art's Conversations as one of two docent
attendees. If this is not enough railroad hobby, he also models BNSF's southeast Nebraska operations in HO scale.
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With a single Boeing P-8
Poseidon fuselage up front,
BNSF’'s H-KCKLAU snakes
along the banks of the
Platte River near Louisville,
Neb., on June 14, 2020.
That's GE C44-9W No. 4175
in the lead.
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Visit us online at: trains.com/membership
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