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The Year Remembered
Thanks for all the efforts made by so many in 2018.
It was a pretty good year all in all.
Let’s keep Jim Edmonston in your thoughts. His
wife Eileen says he is worn out and improvement is
slower than hoped for.
Very good turnout for the streetcar trip on a cold,
rainy day. There will be more of these get together moments in 2019. (See photos on page 4.)
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Cincinnati Railroad Club News
January 4, 2019

PROGRAMS AT FUTURE MEETINGS

February 7th

Passenger Trains of C.U.T., 1940s to 1972 – Jim Corbett

March 7th

Exotic Trains of India – Richard Stern

April 4th

The Cincinnati Railroad Club - A Long Look Back – Roy Hord

EVENTS & TRIPS
February 9th

In a continuing effort to “edit” the Club’s collection of artifacts, we are going to have an
event to Auction and Remove Cincinnati Union Terminal concourse track indicator
lights and track boards from our warehouse space. Up to seven track light indicators
will be sold as is (some have broken glass components etc.) for a starting price of $125
each. Track boards, measuring about 4x7 feet, will be available to remove. Bidders and
interested parties must bring cash (or check?) and have arrangements to take items the
same day. Bidders will gather at the rear loading dock area at 10 a.m. Saturday, Feb. 9 of
the warehouse at 1455 Dalton Avenue, Cincinnati, Ohio 45214 (just north of CUT).
Photos of the track indicator lights are available on request; please send a message to the
Club’s email account if you would like them sent to you: cincinnatirrclub@gmail.com.

Throughout 2019

We are exploring the following trip possibilities:
- Amtrak’s Cardinal to the Greenbrier Resort for Lunch & Bunker Tour
- Cincinnati Dinner Train
- Cuyahoga Valley Railroad (or similar experience)
- Amtrak’s Cardinal to Chicago for an Architectural Tour
- An Ohio Rail Experience trip
- Cincinnati Streetcar Ride & Lunch
- Other Local Destinations

MEMBER NOTES
Club Member Jim Edmonston, who has been recovering from a severe infection, had a very difficult month in
December. He is doing better now. Please keep both Jim and his wife, Eileen, in your thoughts.
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President’s Comments
By Randy Krumm

Happy New Year! In case you are not aware of it, I am the Club’s new President for 2019. I would like to
start off by thanking Mike Weber for his leadership as President during a rather “turbulent” year for the Club
during which things did not to go as expected (to say the least!).
We started the year by continuing rather “tense” conversations about the best approach for improving Tower A, moved forward by meeting with GBBN Architects, and were then blindsided in June by a proposed Tower A Lease with rental terms way outside our expectations (and the realm of what the Club could afford on a
long-term basis). Subsequent discussion with Museum Center management made it clear that there would/
could be no flexibility on the terms, so your Club’s Board voted to reject the lease. This was a great disappointment to the Board, many of you, and several of the Museum Center volunteers who had devoted their
time to Tower A over the years.
In an effort to secure an alternate RR Club presence within the Museum Center, I sent a letter (via email) to
their President & CEO in late October outlining the Club’s desire to rent specific areas within Tower A
(Library and former Archive Room), along with the Newsreel Theatre for our 1st Thursday meetings and Tower A as a “gathering spot” on other Thursday evenings. I also asked for the opportunity to engage in a conversation about possible partnerships between the CRRC and the Museum Center with respect to Tower A, envisioning a scenario where the space was operated by the CMC but supported by the Club in some manner. The
letter was sent again in mid November, and a 3rd copy was hand-delivered to the Museum Center in December
by Mike Weber. During this time a conversation also took place between one of our Club members and the
CMC’s Volunteer Coordinator, during which this letter was mentioned and the desire to meet was reiterated.
As of our January 3rd meeting I had not received a response from Ms. Pierce; the Board asked me to reach out
to her one more time.
This has all been rather disappointing, particularly in light of the 80 year association between the CRRC
and CUT (and our 25 year history with the CMC), and it may indicate the need to move on as a Club and seek
a new home where we can meet, re-establish our Library and display a portion of our extensive artifact collection. The Board will pursue this topic next month.
In the meantime, our Club remains strong with respect to both membership (approximately 230 members)
and financial assets (substantial funds under the control of the Club’s Foundation). We are not so strong when
it comes to active participation: only about 35 members attend our monthly meetings, and a smaller number
participate in our trips and events. In my opinion, the biggest opportunity to strengthen the Club and insure its existence for another 80 years is to “convert” Club Members from passive to active members.
So, if you have never attended one of our meetings, or haven’t attended in years (or perhaps since our move
out of Tower A), I ask you to kindly consider doing so. I myself was a “passive member” for at least ten
years, not attending a meeting until “strongly encouraged” by Mike Weber 8-10 years ago. If you are currently a “passive member”, please consider this my personal invitation to attend our February 7th meeting, meet
your fellow Club members and enjoy the evening’s program. We start at 7:30 pm, and try to end no later than
9:15. I hope to see you there, and thank you in advance for attending!
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DUES NOTICE
Ladies and gentlemen, 2019 dues are now due; please see the following about the amounts due:

Regular members
Headlights & Markers by E-mail

$25.00

Headlights & Markers by mail

$37.00

Senior members (65 and older)
Headlights & Markers by E-email

$20.00

Headlights & Markers by mail

$32.00

Associate members (those outside the Greater Cincinnati area)
Headlights & Markers by E-mail

$15.00

Headlights & Markers by mail

$27.00

Send your dues to: Bob Kessling; 1740 Neeb Rd.; Cincinnati, OH 45233
You can also pay your dues to Bob at the next club meeting. Thanks to those that have already paid their dues.
Jack Haap, Treasurer - CRRC

Pictures From The December 15, 2018 Streetcar Ride

December 2018

4

Where Has The Time Gone?
By Charles H. Bogart

A

ccording to Mary Ann, on 22 June 1968, she did the
dumbest thing any woman could possibly do and on
that same day Charles Bogart did the smartest thing any man
could ever do. In June 2018, to honor this historic event, I cast
high and low to determine what Mary Ann and I should do on 22
June 2018 to fully reflect our life together. My solution was that
we needed to spend a few days railfanning in Eastern Kentucky.
For those who have not heard, CSXT has all of its former C&O
and L&N track in this area listed for sale. I planned our trip so
that we would stay in a cabin at Jenny Wiley State Park. To add
some romance to the outing, Mary Ann would be able to cook a
steak meal on the cabin’s outdoor grill. This steak we could
thereupon eat outside under the stars, just the two of us, while we
sipped beer and looked out over the moonlit Lake Dewey. I am
just a romantic at heart.

50-years of married railfanning
and counting.

Begrudgingly, Mary Ann bought into the idea of recreating part
of our dating scene. We left Frankfort early in the morning for
Jenny Wiley State Park and a tour of CSXT’s Big Sandy Valley
and Coal Run Subdivisions. Along the way we viewed the Slade
Depot at Clay City and the Stanton Depot in its hometown. Visits

were made to CSXT yards in Winchester, Paintsville, Martin, Coal Run, Shelby, and Elkhorn City. Side trips
were made to the location of where the coal loadouts at David and Pride used to be located. We had hoped to
visit the CAM Mining Company’s coal mine and loadout at Myra on the Sandy Valley & Eastern (SV&E)
Subdivision, however, I could not get all the necessary permission. In 2018, this is the only active coal mine
within the former Chesapeake & Ohio Railway’s Eastern Kentucky Coal Fields. We should have had Everett
Young make the arrangements.
The next morning after a breakfast, we started back for Frankfort. We came home following CSXT’s Elkhorn
& Beaver Valley, Rockhouse, and EK Subdivisions. Visits were made to the Martin, Hazard, Jackson, Ravenna, and Winchester Yards; the Beattyville Depot was viewed; Heidelberg was inspected; and tours taken of the
coal loadout at Deane and the Arch Coal Company’s closed coal mine and loadout at Kite. We were back
home to Frankfort as the sun began to set. What a great way to celebrate 54 years of togetherness and 50 years
of marriage.
Now a trip report. The Slade Depot is located on the grounds of the Red River Museum in Clay City. It is open
on the weekends and other odd days. It contains a nice but unorganized display of local railroad artifacts. The
Stanton Depot, for the last 50 years, was used as an office by a lumber company. A few years ago, it was sold
to the city for conversion into office space. The building, while in good shape, was vacant at the time of our
visit.
As for the railyards: Patio Yard at Winchester had a train of empty coal cars being readied to head south. There
was another set of power in the yard being used to make up a train. The yard was full of covered hoppers and
tank cars. Paintsville Yard had a Loran rail grinding train being serviced before heading north, a cut of some
40 empty CSXT coal hoppers, and a set of shut down power, CSXT 2314 and CSXT 6905. A Burro crane and
a gondola car sat in one side track and a MoW boxcar in another side track. Martin Yard contained five bad
order coal hoppers, one CSXT, one NYC and the other three TILX. There was also a Conrail MW gondola in
(Continued on Page 6)
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a side track. The B&O tractor trailer still sits at the entrance to the yard and is used for tool storage. Coal Run
Yard was empty and the mine critter that always sat outside across the track coal loadout was not in evidence.
It looked like they were preparing to demolish some of the structures in the loadout area. We saw no rail activity on the Coal Run Subdivision. Shelby Yard was reached in rain. The yard had a coal train with four locomotives, CSXT 3449, CSXT 305, CSXT 3329, and CSXT 3319 on the head end waiting to go south. A string of
100 or so empty SCWX coal hoppers sat in the yard. Elkhorn City Yard was full of empty coal hoppers seeking work. The local railroad museum was closed and in need of some TLC. The Paintsville Depot was still being used by CSXT MoW workers. The Ivel coal loadout was closed and one would never know that at one time
David and Pride were the sites of coal companies model coal towns. We saw one coal train during that day’s
outing. It was a loaded coal train swinging north off the E&BV to run north over the Big Sandy for Russell.
We were out of position to photograph or chase this train.
On our trip home we again stopped at Martin Yard and found it holding the same equipment as the day before.
The Hazard Yard was full of empty CSXT coal hoppers and had two CSXT locomotives, CSXT 3303 and
CSXT 282, sitting idling. Jackson Yard was empty except for the long abandoned mine switcher and two boxcars. The switcher had been stripped of all saleable parts. It is supposed to belong to R J Corman Corporation,
having been bought by Mr. Corman. However, the corporation can find no title to the switcher, so it just sits
there. Ravenna Yard’s three storage tracks were full of CSXT covered hoppers. No power was visible and no
train has run through Ravenna for over a month. Sitting east of Ravenna Yard, just beyond Chenowee Tunnel,
is a string of heavily damaged CSXT boxcars, one in Chessie B&O reporting marks! Someone did not check to
see if high cube boxcars would fit through Chenowee Tunnel. Patio Yard at Winchester was closed when we
reached there. A set of locomotives, CSXT 6107 and CSXT 6045, sat in the yard waiting to go to work the
next day. The yard was full of cars.
Some comments about Ravenna Yard: The only track remaining is a single track mainline and three storage
tracks. All other track has been taken up. Part of the yard has been sold to Estill County for use by the county
road department and, as this is being written, a contract is pending for the sale of the east end of the yard to
Kentucky Steam Heritage Corporation (KSHC). This group plans to return C&O 2716 to steam by the year
2024. KSHS is in the process of purchasing the former CSXT car repair shop and L&N office building. Bluegrass Railroad Museum some years ago tried to purchase the car repair shop from CSXT, but Jacksonville said
they had already sold it. It turned out it was not part of the section of land sold to Estill County, thus Jacksonville was surprised to learn that they owned an abandoned car repair shop at Ravenna.
The Arch Coal Company’s mine and coal loadout at Kite closed in 2012 putting 259 people out of work. The
mine was reopened in 2014 by Quest Energy but closed again in 2016. Today some 100 SCWX coal hoppers
still sit on site ready for loading but no coal is being mined. Locals here remain hopeful that the mine will reopen, but for this to happen much rebuilding of equipment will have to take place. Thieves have stripped the
site of all its copper fittings. Our guide took us completely around the site, and if we had not been told of the
copper theft, the facility looked like it could be up and running within a few weeks. We were taken around the
site in Mary Ann’s Tahoe; black mud covered the exterior of the car from front bumper to rear bumper. I
thought our 50-year marriage was at an end. However, as we left Kite, clouds burst open above us and rain began to fall, washing the car semi-clean.
Next, we visited Deane only to find out that the coal loadout is basically closed. Escorted by one of the remaining employees, we followed his truck and drove through the site on dirt roads covered in mud. All pictures
were taken from inside the car while the car was in four-wheel drive during the visit. Needless to say, once
again Mary Ann’s car was coated in mud, a mixture of Kite mud and Deane mud. In pre CSXT days, Deane
was served by L&N from the west and C&O from the east. However, the track of the two railroads did not
meet, stopping short of each other. Once CSXT came into existence, the track of the two railroads was connected and coal began to flow from the EK to the Big Sandy and down the Clinchfield to power plants in South
(Continued on Page 7)
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Carolina. This connecting track leads to an oddity in current CSXT operations. The only active coal mine on
the EK is near Hazard. CSXT, however, instead of routing coal trains from this mine west to Ravenna and onto
Winchester, routes them east to Martin, then north to Russell, then west to Queensgate, and then south to Winchester before dispatching them on to the customer in Georgia.
All the Kite mud that had been washed off since leaving Kite was now replaced by a layer of Deane mud.
Once again, our marriage was at risk, but again God thankfully directed a thunderstorm to swing by and wash
the car. Upon returning to Frankfort, before going home, I took the car to a carwash. Apparently, the car wash
was not thorough since Mary Ann claims there still is Deane and Kite mud on the Tahoe.
We stopped along the way to visit the Beattyville Depot as CSXT had stated they
were going to tear it down later this year. However, after talking to the CSXT
MoW workers at Ravenna, currently located in the former L&N office building,
we learned that the depot is not to be torn down as they are to relocate to the
Beattyville Depot when the pending sale of the building to KSHC is finalized.
Our drive through Heidelberg was to compare a 1905 photo of the town we had
been given with what is there today. The Heidelberg of 1905 is no more; today
the site of the town with its depot, freight station, and stock pen is but a wide spot
in the road. The town’s last business, a garage, has closed.

The young lady who said
“yes” when she meant to
say “no” and has been paying for that mistake ever
since.

A closing comment: Back when Mary Ann and I first visited both the C&O and
L&N’s rail operations in Eastern Kentucky, the railyards were full of trains being
made up and departing. I lived in Paintsville in 1967 and during this time the wail
of train horns was a constant sound both day and night. During the period 1965 to
2000, when one traveled into Eastern Kentucky, one or more coal trains was encountered, either loaded with coal or going to a mine to be loaded. During our
two days along the CSXT track in Eastern Kentucky, we saw only one train moving over these rails. One train in two days! If you wonder why Kentucky is in
economic difficulties, visit the coal fields of Eastern Kentucky.

Stanton Depot
(Continued on Page 8)
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Paintsville Yard

(Continued on Page 9)
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These three photos are of the
Arch Coal Mine and Plant at
Kite, Kentucky

(Continued on page 10)
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Silver Solarium-main area of car

The Beattyville Depot saved from the wrecking ball.

A view into Ravenna Yard
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Railfan’s Diary
Two Trips to New England
Or
“Channeling the Ambassador and the Colonial”
By Jim Mixter
May and July, 2018 brought two opportunities to ride today’s Amtrak along routes I traveled in 1964 on Amtrak’s predecessors in the New England area. Trip 1: My college reunion in Amherst, MA, would be on the same train from Washington, the Vermonter, but on a different route north of Springfield versus five years ago, when poor ex-Boston & Maine
trackage had necessitated its re-route over the former Boston and Albany as far as Palmer, MA, and then north on the exGrand Trunk now New England Central.
The Vermonter has a shorter consist than the typical 8- or 9-car sets of Amtrak’s Northeast Regionals. Today’s version
was comprised of an ACS-64 “Cities Sprinter” motor, five 82000-series Amcoaches, and a 48000-series former Amdinette/
club with its former first-class 2 and 1 leather seating in Business Class service. The train has a time slot between the about
hourly Regionals, and it caters to passengers going north of Springfield, hence the shorter consist. With ex-B&M trackage
now improved for future commuter service north of Springfield, the train has returned to its original route, with good and
bad news for me. The good news was not having to ride backward for a period, which had necessitated having half of the
train’s seats face each way (requiring some riders to ride backwards); the bad news was that I would not be able to ride directly into Amherst, with just a short walk up the hill to college, a great convenience five years ago.
Amtrak has added a new staff member to most of its Regional trains, an “Enroute Cleaner.” This uniformed person goes
through the train as it travels, collecting trash from passengers (a la an airline flight attendant) which would otherwise be
left in/under seats or result in end-of-car trash slots being filled to overflowing. Restrooms are also checked, with the result
that they are more presentable during the trip. Nearly all cars of the Regionals have received new leather-looking seating,
which lightens up the car interiors and seems to stay cleaner; it is amazing how quickly this conversion was accomplished—I heard this was all done at Sunnyside Yard where many cars lay over between trips.
The ride from Washington to New Haven was routine. One of the nature features I point out when I am a Park Service
Trains and Rails guide on this route is the Osprey nest on a channel marker in the Bush River. Though the train passes at
about 100 MPH, the nest is easily visible from the train, and today I noted two recently hatched young birds, their parents
probably out fishing for the next meal. On a trip a year earlier, I saw an adult carrying a fairly large fish in its talons spiraling down for a landing. We passed a short NS intermodal waiting to be passed by a southbound MARC commuter train,
and later a southbound NS coal train. Most of the line in this area is triple track, but the three long river bridges are only
two, requiring freight trains to be juggled around the frequent passenger trains.
At Philadelphia the train filled to capacity; I was joined by a classmate who lives there, and a couple also headed to Amherst’s reunion sat in front of us. We caught up on a lot of things, but after the switch from electric to diesel at New Haven,
I focused my attention outside on the changes being made to upgrade the line to Springfield which is about to handle additional state-subsidized commuter service to Hartford, Springfield, and north into Massachusetts. Double track is being reinstalled (it was removed by Penn Central in the 1970’s), stations are being rebuilt, and new high-level platforms are being
installed. We ran on the left in double track sections, as most platform work was being done on the right side. Our train
headed into the Springfield station, and after passenger work, we backed out in order to wye onto the ex-B&M trackage.
On the ex-B&M, I was now channeling my ride in 1964 on the NH/B&M/CN “Ambassador,” the day train on the route
of the overnight “Montrealer.” Amazingly, with parental approval, I had ridden Boston-New Haven on the NH “Colonial,”
New Haven-White River Junction-New York (Grand Central) on the Ambassador, and New York-Boston on the overnight
NH “Owl.” A great trip, and I have Instamatic photos documenting it.
As the Vermonter clicked off the few remaining miles toward Northampton, I recalled two occasions featuring this line.
In college, when I was dating Lolly, at the end of a date we would often head down U.S. Route 5 and park at a secluded
grade crossing to await the northbound Montrealer; when it passed, we would pace it, with Lolly writing down car numbers
for me while I admired newly refurbished Amtrak cars of various heritages. One night, as we went along 30 feet or so from
a sleeping car, we noted a couple in bed, with room lights on and all clothing off! And another night, at the crossing I spotted a billboard, which inexplicably said simply, “Hey there, I love you!” Lolly didn’t notice it. A week later, I had her get
out of the car with her eyes closed, I turned her toward the sign, and after she opened her eyes, I told her for the first time
that I loved her. We celebrated our 44th anniversary last June!!

(Continued on Page 12)
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(Railfan’s Diary….Continued from Page 11)
Three days later, my classmate and I were dropped off at the Northampton station, and a crowd of 100 soon gathered
for Sunday’s version of the Vermonter to take us south. Train Riders Northeast had a volunteer giving assistance at this
unmanned station. It is the group that was instrumental in getting efforts to restore train service north of Springfield and
on the Downeaster line from Boston into Maine, and it has volunteers ride trains and help passengers at stations. I believe this is the group that sponsored a demonstration I attended while at college, where instead of signs, we were asked
to bring suitcases and be photographed waiting for a train at the then-moribund B&M Northampton station. Our protest
over a lack of train service, and a lot of lobbying, got results, with Amtrak restoring the Montrealer some years after the
Boston and Maine discontinued it. Today, the station is a restaurant, and adjacent is a new, short, high-level boarding
platform recently added for the coming commuter service. Our crowd completely filled the platform, with a line snaking
down the ramps into the parking lot. Our train arrived about 20 minutes late.
The ride south was a bit of a repeat of the ride north, using the same trainset. There is a wonderful but derelict stone
and brick B&M station in Holyoke which would make a GREAT restoration project. The area is reviving…maybe some
day that will happen….. In Springfield we saw one of the two-car shuttle trains which connect with Regionals in New
Haven; they consist of a diesel, an 82000-series Amcoach, and a depowered ex-Metroliner cab control car for push-pull
service. We made up some lost time on 90+ MPH territory before going under wires and switching to an electric at New
Haven. I noted stations with gauntlet tracks for passenger trains not stopping and freights to have more clearance as they
pass high level platforms. Unlike my 1964 trip, when the Ambassador terminated at Grand Central Station in New York,
this train from ex-B&M territory would use Penn Station and travel through to Washington, as the overnight Washingtonian/Montrealer did until both trains’ discontinuance in the mid-1960’s.
I said farewell to my classmate and traveling companion at Philadelphia. He is not a railroad buff but agreed that the
train had been THE way to get to our reunion. I relaxed as the final miles zinged away at up to 125 MPH. I’m planning
a repeat of this in five years for our 50th Reunion!!
Trip 2: A quick family get-together for a memorial service saw me using another Amtrak route into New England
which would include ex-Boston & Maine trackage. The first leg on Thursday, July 12, was Regional Train 86, from
Richmond to Boston, which I boarded in Washington Union Station. It featured the usual corridor consist of an ACS-64
motor, 4 82000-series Amcoaches, an Amcafe, two more 82000’s, and an 81000-series Business Class Amcoach, business class cars have about 10 fewer seats than the regular coaches. All of the coaches on my trains this trip would have
the new, upgraded leather-imitation seat covering, and it appears to be holding up well in these heavily-patronized trains.
This is one of Richard Anderson’s initiatives as Amtrak President which appear to be an improvement for passengers!
The café car was a 28000-series car designed for use on non-corridor long-haul trains. It had one (rather than two) vestibules, a conductor’s office, and a café layout more conducive to more extensive meal offerings than are offered in Northeast café cars; the service attendant had to improvise in laying out his inventory. Our boarding had been delayed by late
arrival from the south, and we left 30 minutes late. As we zoomed over the Gunpowder River, I noted the one young
Osprey in the nest had gotten bigger, and the other perhaps was out learning how to fish.
The train filled to near capacity by Wilmington, and the ride to New York was routine and recovered ten minutes of
time, even needing to wait for time at Trenton. As our train unloaded and loaded, the day’s Silver Meteor from Miami
departed for servicing at Sunnyside Yard, its consist including a new Viewliner diner “Columbus” and three sleepers. It
is interesting that Amtrak named one of its new diners for a city none of its trains serve!
I enjoyed the ride out of Penn Station and over the Hell Gate Bridge, with the New York skyline filling the view to the
west. The train had exchanged most of its passengers in New York but was still very full. With higher regional population, interstate highway congestion, and faster trains, the New-York Boston route may be more heavily traveled now than
it was in the early 1960’s—both it and the New York-Washington route are impressive success stories for Amtrak.
I hadn’t been too concerned with timekeeping for this trip—my connection in Boston was scheduled at 1 hour 43
minutes, plenty of time, even though Northeast Corridor trains use South Station and the Downeaster North Station. To
reduce the complexity of the transfer, I would get off at Back Bay, from which only one subway line would be needed,
rather than two from South Station. And my experience in the Corridor is that trains can be a bit late, but major delays
are rare. The first hint of trouble came south of Bridgeport, when the conductor advised that there was trackwork backing trains up, and he hadn’t been told when we would be allowed to proceed. We lost more north of New Haven, where
trackage is double rather than three or four. This time the conductor said there was single tracking due to maintenance.
By this time, we were over an hour late.

(Continued on Page 13)
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The ride through Connecticut and Rhode Island was enjoyable under a clear summer sky; I always ride on the east
side of the train here, and there are great views of Long Island Sound, marshes, beaches, and marinas full of boats. But I
was now worried about missing my 6:15PM Downeaster, with four hours before the next one. At this point, the Chinese
Water Torture sequence of not making up time, losing a little more, and just having no luck set in. We made up a bit of
time in the 125 MPH stretches before and after Providence, but then we seemed to crawl the last several miles into Back
Bay. To cut down the dash from Amtrak to the Orange Line of Boston’s “T,” I positioned myself in the rear vestibule
and was first off the train. I bought my “Charlie Card” at a machine and didn’t have to wait long for a train. At this
point I was pinning my hopes on a quick ride and maybe the Downeaster leaving several minutes late. Of all things, a
child had gotten separated from a parent, and at one of stops a “T” staff member went door to door along the entire train
looking for the child. Hopefully, the child was found; the train finally moved out. At North Station I stepped briskly in
a big crowd crossing the street and entering the station in a long plywood tunnel through construction. I got to the train
gates at 6:21PM, and my train had departed on time at 6:15. Rats.
Prior to arrival in Boston, I had tried to research bus options on my laptop, but Amtrak’s slow Wi-Fi (a downside of a
full train is that there are so many users, the service is VERY SLOW), made that difficult. I finally reached a Greyhound
call center, probably in Asia, and the agent was not very fluent in English. I had to spell out Boston and Wells (ME) and
both states. She told me today’s busses were sold out and asked could I travel the next day? I was really bummed. I
called my sister to go over options. I knew there was another bus line going north out of Boston, but I had really wanted
to savor some clam chowder on the Downeaster rather than ride a bus. She asked if I could get to Newburyport MA, and
sure enough, there was an MBTA commuter rail train going there leaving in 20 minutes. I grabbed a slice of pizza and
boarded the first car, a bilevel, and got a seat up high. Not first class, but not a bus, either. My sister met me an hour or
so later, and my traveling was done, at least for a day.
Saturday, July 14, had me making a second try to ride a Downeaster, from Wells (ME) to Boston, where I would connect with an Amtrak Regional for home. Train 692 was on time into Wells at 8:59AM, and its consist (“Cabbage”
90213, a café car with a 2-1 seating business class section, four Amcoaches, and a P-boat pushing) was nearly full. The
conductors had marked open seats with pink seat checks and asked boarders only to sit where there were pink checks,
since many riders were in the café car getting breakfast. The dozen or so who got on filled the train to capacity—
business is good on the Downeaster! It is a pretty ride south, and I enjoyed tasty Dunkin Donuts coffee and a breakfast
sandwich. While I was ticketed on Regional 135 with a generous connecting time, I was hopeful of making Regional
163 two hours earlier; I would just need to get from North Station to Back Bay in 43 minutes-- do-able if the Downeaster
stayed on time and if all went well on the subway.
Unfortunately, bad luck would strike again; the Downeaster had some slow running and was about 25 minutes late
into Boston. My Orange line ride went smoothly, but as my subway train pulled into Back Bay, I saw that my intended
Amtrak Regional 163 was already in the station; I dashed up one set of stairs and down another just in time to see the
door of the closest coach closing in front of me. Foiled by another on-time departure! I now had two hours to cool my
heels, so I did what any normal railfan would do—I headed to a pub for a beer and some time catching up on reading.
I returned to Back Bay to watch the Boston section of the Lakeshore Limited pass through—while summer repairs at
Penn Station in New York were going on, the train’s Boston section was running with all of the cars which would normally operate west of Albany. It arrived on time at 12:57PM, leading me to wonder why trains which didn’t matter to
my trip seemed to be on time, while those that did matter were late. As noted in a railfan mag, this version of the
Lakeshore had a consist very like New York Central’s New England states before NYC downsized its long distance service in 1967: Two P-boats, Viewliner baggage, four coaches, café car, Viewliner diner, and two Viewliner sleepers.
Finally, 1:40PM rolled around, and so did Regional 135, with a Cities Sprinter motor, five coaches, a café, another
coach, and a business class coach. The ride south was routine but enjoyable—New London’s boardwalk was crowded
with tourists, some taking various ferries. The views of Long Island Sound were nice as always. I realized my train was
channeling the New Haven’s Yankee Clipper, which for most of its life had a similar afternoon schedule from Boston to
New York. Our train would do the distance in four hours and fourteen minutes, with nine intermediate stops versus the
Clipper’s one minute longer carding and just six stops, though one was an engine change at New Haven.
I didn’t have to worry about a connection, so of course my train held to its schedule, and all too soon my second New
England trip of the year had ended before 10 PM in Washington. And so it goes on Amtrak’s Northeast Corridor and its
New England connections.
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Steam Locomotive Moving...Steam locomotive No. 576, a 4-8-4, was built for the Nashville, Chattanooga & St. Louis
Railway in 1942 by the American Locomotive Company. The locomotive arrived just in time for the war effort and
hauled troops and supply trains throughout the southeast . No. 576 operated in revenue service for ten years and was
then donated to the people of Nashville. The locomotive was dedicated in Centennial Park on September 30, 1953 and
has called the park home ever since. "Following its donation to Nashville, No. 576 continued with a new purpose, giving
our young visitors a senseof history and seasoned visitors a sense of nostalgia," explained Metro Parks Director and
Nashville Steam advisor Monique Odom. "We are excited to see the progress made by the Nashville Steam Preservation
Society over the past few years, and we look forward to the day, sometimes soon, when Nashvillians and tourists alike
can board trains behind No. 576. "The locomotive's anticipated move from Centennial Park and back to live rails will be
on Sunday January 13, 2019. This effort is the culmination of more than two years of fundraising and volunteer labor,
and it will be accomplished by hauling the locomotive and tender nearly two miles down some of the busiest streets
in Nashville. Specially equipped, multi-wheeled trailers will be used. The move of No. 576 will enable NSPS to undertake an in depth, multi-year overhaul to return the locomotive to operational condition. After which point, it will pull
excursion trains for the general public on the Nashville & Eastern Railroad between Nashville and easterly communities,
including Lebanon, Watertown and Cookeville. In just over two years, NSPS has raised more than $500,000 to cover
the cost of moving the locomotive from Centennial Park to the restoration facility and kick start the mechanical restoration. An additional $1.5 to $2 million will be required to finalize the restoration and cover initial operating costs of the
locomotive. To coincide with this move, NSPS is excited to announce receipt of a $200,000 Challenge Grant from the
Candelaria Fund, kicking off "Climb Aboard 576!"For more information about the restoration of the 576 or to donate, go
to www.nashvillesteam.org/donate. (Thanks to Darrel Cason)
Future New Mexico Steam...For the first time since the 1950s, old Santa Fe 2926 was letting off some steam. In late
August, about 100 people gathered in the early morning to watch as, for the first time in decades, the boiler of the old
locomotive was fired up in the 8th Street work yard of the New Mexico Steam Locomotive &Railroad Historical Society. Plumes of dark, hazy smoke climbed out of the locomotive's smokestack, signaling a landmark moment in
a renovation project that has been underway for more than sixteen years. "We have a little
more steam testing to do and then we'll put the pistons on it," an elated Michael Hartshorne, society president said. He
also stated that the organization's goal continues to be to get No. 2926 up and running on the rails again, perhaps making
excursions to the Grand Canyon or to the old New Mexico town of Las Vegas. Santa Fe 2926, a 4-8-4, was built for the
Atchison, Topeka & Santa Fe Railway. She made her last run on Christmas Eve 1953. She was donated to
the city of Albuquerque in 1956 and placed in Coronado Park. It stayed in the park savaged by the elements and used by
the homeless until the Steam Locomotive & Railroad Society, organized specifically to rescue No. 2926 bought it for $1
and moved it. In 2002, the locomotive moved to its present home at 1833 Eight NW and from 2002 up to now, society
members have put in 178,000 volunteer hours and taken in $3.1 million, almost all of it donations, to restore the locomotive to the wonder it was in the 1940s and early 50s. Now there's smoke in the stack, fire in the belly of the beast and
light at the end of the tunnel. "We are a bunch of guys and gals who have dumped a lot of time and effort into this and
suffered a lot of frustrations, "Hartshorne said. "It feels great when you see it actually works."(Thanks to Ollie Reed Jr.
Albuquerque Journal)
White Pass & Yukon 61 News...Did you know that an engine abandoned in a river for forty years can be rebuilt to service? The Stockton Locomotive Works is in the process of doing just that with White Pass & Yukon No. 61, a 1900 built
2-8-0 that was rolled into the Skagway River in 1947. Recovered in the late 1980s, work is ongoing to bring this engine
back to steam. Some restoration items to note: Flanging work has continued on running gear with another drive wheel
set almost ready to come out of the lathe. Journals are currently rough turned and after some polishing, it will be ready
for crank pin turning and quartering. The thin section of the front tube sheet has been removed and a patch was made to
repair it. Prep work in the firebox is also underway for the new side sheets. Work continues on the crank pins. Truing
and maintaining quarter on locomotive crank pins is critical to long lasting rod brasses and a smooth running engine.
Most of the boiler tubes have been removed. All restoration work is being done at
Stockton Locomotive Work's shop in Antonito, Colorado.
Future Northwest Steam...In 1902, the Northern Pacific purchased its last major group of ten-wheelers. Forty S4Vauclain compound engines were built by Baldwin. These locomotives were very efficient but a maintenance nightmare. In 1924 all S-4's were converted to simple engine cylinders. Five years later, superheaters were added. This made
these locomotives very successful and crews liked them because they were well suited to branch line service.
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They were smooth riding, powerful and easy to fire. Not much is known about Northern Pacific No. 1364 in
its early years. It did pull freight in the Yakima area between1902 and 1905. In 1913, it was stationed in the
Tacoma Division and was requested to do service in the Seattle Division. In 1947, No.1364 serviced the Yakima Valley in Washington State. Rumor has it that she came to the Toppenish area to replace other steam locomotives that needed servicing. Since the late 1930s bigger engines like the 4-6-6-4 challengers took over the
long mainline runs and the ten wheelers were relegated to short runs and switching duties. After the arrival of
diesels, No. 1364 still operated until 1954. After fifty-two years of dependable service, she was spared from
the cutting torch and instead donated to the city of Tacoma and proudly displayed at Point Defiance. Locomotive 1364 is currently under restoration to operating condition at the Northern Pacific Railway Museum at
Toppenish, Washington. As of December, 2018, workers are still patching leaks from the results of the hydro
tests. When satisfied with further testing, workers can then proceed to the next step of the restoration. Once
FRA certified, workers can then install the superheater tubes. To back up a bit, the operating pressure of 1364
is 200 psi. As a result, any boiler operating over 5 psi must be certified by a hydrostatic test. This involves filling the boiler with water, heating it to 100 degrees F, and adding 200 psi of air. This process is much safer
than steaming it to the same pressure. Once workers are convinced of no steam leaks, an independent inspector
will be called in and finally the Federal Railway Administration will be called to retest and certify the boiler.
(Thanks to the Northwest Railroad Museum)
Locomotive 1309 Update...The Western Maryland Scenic Railroad is currently restoring former Chesapeake
& Ohio 2-6-6-2 No. 1309. The 1309 was the last steam locomotive the Baldwin Locomotive Works produced
for domestic service in 1949. The railroad and restoration project has faced significant challenges, including
landslides, funding, employee theft of unique parts and others. The current status of the program consists of
final assembly. With two successful steam tests behind them, workers can move on to the next steps. The locomotive will soon be re-wheeled. Lagging and boiler jacketing installation is on-going. The railroad is currently
working on a new air brake system, spring rigging, brake rigging, rod brasses, frame bushing and a new lube
oil system. An additional $300,000 is needed to complete the full restoration. If funding is secured, the engine
could be operational for test runs by late February. It must be noted that
the locomotive was in very, very poor condition when the project was started. The locomotive was last used in
1957 and sat outside for sixty years in the elements. Once completed, No. 1309 will be used as often and as
much as possible based on economic sense. The railroad's goal is to keep it in regular and frequent service.
The engine will be lettered for the Western Maryland because that's what the company prefers. The locomotive is not Chesapeake & Ohio and it is not Western Maryland. It is a Western Maryland Scenic Railroad Locomotive. But they're still naming it Western Maryland and of course the locomotive could be re-lettered for
another road. (Thanks to General Manager of the WMSR John Garner and Jim Wrinn, Editor of Trains Magazine)
Chance to See The Skookum...A week of good shop work is worth everything for a locomotive that hasn't
run since 1955.That's the story behind 2-4-4-2 No. 7 Skookum at the Oregon Coast Scenic Railroad, where the
full shop crew concentrated on the famous articulated to diagnose and correct a timing issue that prevented the
locomotive from making a full debut during an October photo shoot. Parts that had been bent on the low pressure engineer side were straightened, machined and re-installed. The engine was towed in the yard to make
sure all running gear parts were moving freely. Then a fire was lit and Skookum's boiler brought up to the
working pressure of 200 psi. On Thursday December 6, all her running gear parts were back on and she was
ready to roll. Skookum was then put through her paces. There are still a few tickets left for the second and last
Trains Magazine-sponsored Skookum photo charter in March. If you miss snapping up one of these tickets,
you will regret it as this may be the last time to see and photograph Skookum in her natural environment along
the rivers and in the forests of the Pacific Northwest. Tickets are available by calling Oregon Coast Scenic at
503-842-7972. (Thanks to Martin Hansen)
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February 2019 Meeting Notice
The next regular meeting of the Cincinnati Railroad Club will be held at 7:30 pm on Thursday,
February 7 at Harmony Lodge, 646 E. Epworth Ave, Winton Place. The evening’s program, presented by Club member Jim Corbett, will be: Passenger Trains of CUT, 1940’s to 1972

Westbound 7620 near Aurora, IN in 1988. Chris Clock Photo
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