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A & G Price Ltd. (Thames, New Zealand) A & G Price was the largest private New Zealand railway locomotive manufacturer, both in 
terms of output and in terms of supply of rolling stock to the New Zealand Government 
Railways (NZGR or NZR) and other firms.

A-train (Denton, TX ) 21 The A-train is a 21 miles (34 km) commuter rail line in Denton County, Texas, United States 
that parallels Interstate 35E and acts as an extension with the Dallas Area Rapid Transit 
Green Line at Trinity Mills Station in Carrollton. It is operated by the Denton County 
Transportation Authority (DCTA) and serves Denton County. It opened June 20, 2011. 
 

A. C. Gilbert Company) The A. C. Gilbert Company was an American toy company, once one of the largest in the 
world. It is best known as the manufacturer of the Erector Set, which it originated, and the 
American Flyer toy trains.

ABC Rail Products, Inc. (Chicago Heights, IL ) ABC Rail Products Corporation manufactures specialty trackwork, such as switches, turnouts, 
and rail crossings, metal brake shoes, and wheels for locomotives and rail cars. During the 
mid-1990s, ABC Rail operated ten manufacturing facilities in the United States and ranked as 
the largest manufacturer of specialty trackwork in North America, the second-largest 
manufacturer of freight railcar and locomotive wheels in North America. Locomotive wheel 
manufacturing represented about 45% of its total volume in the 1990's. 

Acela Express (Washington, DC ) 453
ACF Industries (St. Charles, MO ) ACF is one of this country's largest tank car operators, next to GATX.
Adams & Westlake Manufacturing Company (Chicago, IL ) Leading manufacturer of Switch Lamps, Headlights, Railway Lanterns, and other lighting 

equipment..Adams Express Company (Richmond, VA ) 34,862 Predecessor of the Railway Express Agency, or REA. Held a very large and dominant position 
in the express business in the 19th Century. In the 19th Century, its Express business was 
greater than any single railroad in the country.

Adolph Coors Refrigerator Line (Golden, CO ) Major Private car owner. The first Coors brewery location in Golden, Colorado is the largest 
single brewing facility operating in the world. The brewery generates about two 50 car trains a 
day for the BNSF Railroad.

Agence Métropolitaine de Transport (Montreal, QC Canada) 159 The Agence métropolitaine de transport (AMT; English: Metropolitan Transportation Agency) 
(reporting mark AMT) is the umbrella organization that plans, integrates, and coordinates 
public transportation services across Canada's Greater Montreal Region, including the Island 
of Montreal, Laval (Île Jésus), and communities along both the North Shore of the Rivière des 
Mille-Îles and the South Shore of the St. Lawrence River. It was created on December 15, 
1995 by the Loi sur l'Agence métropolitaine de transport (English: AMT Act) and took over 
from the STCUM's commuter rail service on January 1, 1996. The AMT operates Montreal's 
commuter rail and express bus services. 
 
AMT's territory spans 63 municipalities and one native reserve, 13 regional county 
municipalities, and 21 transit authorities. It serves a population of approximately 3.8 million 
people who make more than 750,000 trips daily in the 4,258.97 km2 (1,644.40 sq mi) area 
radiating from Montreal. 
 
AMT's mandate includes the management of reserved bus lanes as well as HOVs on the A-15 
north of the A-40, metropolitan terminuses, park-and-ride lots, and a budget of $163 million, 
which is shared amongst the transit corporations and inter-municipal public transit 
organizations. Apart from these essential services, AMT is also responsible for Montreal's 
commuter rail service, which links the downtown core with communities as far west as 
Hudson, as far east as Mont-Saint-Hilaire, and as far north as Saint-Jérôme. 
 
In 2011, the AMT ranked first among commuter rail agencies in North America with a 
punctuality rate of 97.1%, trailed by Chicago's Metra, Los Angeles' Metrolink and Toronto's 
GO Transit.

Air-Line Railroad of South Carolina (Atlanta, GA ) 250 This Atlanta & Richmond Air-Line route runs from Atlanta, near Anderson, thence to Greenville 
& Spartanburg, South Carolina and then to Charlotte, North Carolina, with the objective of 
connecting the Piedmont Line (Richmond & Danvillle/Southern Railway) between New 
Orleans, Mobile and Montgomery, with Richmond, Washington and the north.  The Air-Line 
Railroad of South Carolina formed the trackage in South Carolina.

Akron, Bedford & Cleveland Railroad (Akron, OH ) 36 The Akron, Bedford & Cleveland was known as the Alphabet Route, and operated between 
1895 and 1932. It was the longest electric interurban line of its type in the country, when 
opened in 1895.  

Akron, Canton & Youngstown Railroad (Delphos, OH ) 171 The The Akron, Canton & Youngstown Railway was originally built as a 7 mile short line 
railroad to connect the rubber manufacturing plants at Akron with a mainline railroad 
connection. The original route that was opened in 1912 ran east from Akron to Mogadore. In 
1920, it gained control over the Northern Ohio Railway (Akron-Delphos, OH) from the Lake 
Erie & Western. The new route gave the AC&Y a highly profitable business transporting 
rubber tires and inner tubes manufactured in Akron by Goodyear and others to the automobile 
manufacturers in Detroit, using a connection with the Detroit, Toledo & Ironton Railroad 
(owned by Henry Ford) at Columbus Grove, OH. 

Alabama & Florida Railroad (Montgomery, AL ) 116 The Alabama & Florida was the first railroad built west of Tallahassee. It was part of a chain of 
railroads that gave the Louisville & Nashville access to Pensacola. The railroads were 
organized to connect the large cotton growing areas near Montgomery, Alabama with 
Pensacola, Florida, where they could be exported by ship. [4] The entire line was completed 
in May 1861.

Alabama & Florida Railroad (Georgiana, AL ) 100 The Alabama & Florida Railroad of 1898 was organized by the Louisville & Nashville to build a 
line from Georgiana to Geneva, AL. The line was partially opened in 1899, and then 
completed the line between Georgiana and Andalusia onJanuary 1, 1900; the line was then 
leased for 20 years to the Louisville & Nashville on January 19, 1900. The line was extended 
23 miles from Geneva, AL (near the Florida state line) to Graceville,  FL in 1902.  This line is 
owned by the L&N.

Alabama & Gulf Coast Railway, LLC (Pensacola, FL ) 339 The Alabama & Gulf Coast Railway provides a through route between Columbus, MS and 
Pensacola, FL. Its line was constructed by the St. Louis-San Francisco Railroad between 
Amory, MS and Pensacola in 1928. [3] The railroad also serves the Port of Mobile, Alabama.

Alabama & Vicksburg Railway (Meridian, MS ) 143 The Alabama & Vicksburg Railway was an important railroad connecting Meridian, MS, a 
major railroad junction, with Vicksburg on the Mississippi River, where ferry boats transferred 
passengers to Louisiana. The Alabama & Vicksburg Railway owned the river frontage at 
Vicksburg, used for the transfer across the Mississippi River  between Vicksburg, MS and 
Delta, LA and one-half of the capital stock of the Louisiana & Mississippi Railroad Transfer 
Company (later the Mississippi Transfer Co), owner of the transfer boat, the Vicksburg, 
Shreveport & Pacific Railroad, owning the other half. 

Alabama Byproducts Corporation (Tarrant City, AL ) Alabama Byproducts Corporation (also called ABC Coke) in Tarrant City is the United States' 
largest producer of foundry coke. It was founded in 1920 to mine coal and to produce coke.Alabama Great Southern Railroad (Chattanooga, TN ) 1,209 The Alabama Great Southern Railroad was part of the Southern Railway's "Queen & Crescent 
Route" between Cincinnati & New Orleans from 1884 to 1917. It's route ran between 
Chattanooga, Tennessee and Meridian, Mississippi.

Alabama Great Southern Railway Co. Limited (London, UK England) 1,209 The Alabama Great Southern Railway Co. Limited, an English corporation, was chartered 
September 20, 1877 and registered in London September 20, 1877 to acquire and operate 
the Alabama Great Southern Railroad, and the Alabama Great Southern Railroad Company 
(an American organization) representing the Company in America, in order to comply with the 
local state law.   

Alabama Mineral Railroad (Attalla, AL ) 134 The Alabama Mineral Railroad shipped much of the iron ore and coal from mines in the area 
around Birmingham to iron and steel mills in Attalla, Gadsden, Anniston, Talladega and 
Shelby. [2] These cities were between central Alabama and Birmingham. 

Alabama, Tennessee & Northern Railroad (Mobile, AL ) 224 The Carrollton Short Line Ry. was chartered on July 7, 1897  and constructed a 21 mile line 
between Reform, AL, where it connected with the Mobile & Ohio to Aliceville, AL. In 1906, the 
name was changed to the  Alabama, Tennessee & Northern Railroad, which continued 
constructing a line south, reaching Calvert, AL in 1920, where a connection with the Southern 
Railway gave access to Mobile. Construction continued, and in 1928, the AT&N reached 
Mobile, AL. In the same year that it reached Mobile, it came to an agreement with the St. 
Louis-San Francisco Railway that provided for joint through traffic between the Frisco and the 
AT&N from Aliceville, where the connection with the Frisco Railway was made to Mobile. The 
agreement also gave the AT&N access to the Frisco rail network which primarily connected 
Kansas City, St. Louis, Memphis, and Pensacola. The AT&N was reorganized in October of 
1944. The Frisco then purchased 97% of the AT&N's stock on December 28, 1948, and began 
unified operation of the two railroads. The AT&N was not officially merged into the Frisco until 
January 1, 1971, however.

Alamogordo & Sacramento Mountain Railway (Alamogordo 
Junction, NM )

30 9,600 12.0% The Alamogordo & Sacramento Mountain Railway operated the steepest adhesion railroad 
grade in history-rising from 4,300' to 9,600' in 30 miles of track.  Alamogordo Lumber Company (Alamogordo, NM ) 14 8,668 The Alamogordo Lumber Company (ALCo) was organized by the same interests as the El 
Paso & Northeastern and the Alamogordo & Sacramento Mountain railroads for the purpose 
of operating a lumbering industry in the Sacramento Mountains. Incorporation took place on 
May 19, 1898, in New Jersey. The major investors were the same as for the two railroads, and 
F. L. Peck of Scranton, Pennsylvania, was the first president of the company. The firm's 
capital was initially set at $200,000, later increased to $400,000 (Neal 1966:53; N. M. Corp. 
Comm. 1912).   
 
Although not stated explicitly, it appears that the Alamogordo Lumber Company built its own 
"laterals" (branches from the Alamogordo & Sacramento Mountain line) and operated its 
logging trains over the Alamogordo & Sacramento Mountain line to reach the Alamogordo 
Lumber Company lumber mill in Alamogordo.  During 1899 the ALCo build up its own plant. A 
mill site was selected in Alamogordo, on the west side of the railroad yards. On October 5, the 
new sawmill began operation. The mill was equipped with the usual collection of support 
shops and outbuildings, including a two-story 40 room boarding house (Alamogordo News 
1899d, 1901f).   
 
Out in the woods, the lumber company was loading logs at Toboggan, where a short spur may 
have extended into the timber. A steam loader was on hand later in 1899. Two Shay gear-
driven logging locomotives arrived during 1899, followed by a third at the beginning of 1900. 
During June and July 1899, ALCo constructed its first logging spur out of Toboggan. It 
appears likely that this spur line up into Bailey's Canyon became the first two miles or so of 
the Cloudcroft extension of the A&SM a few months later (Alamogordo News 1899a, 1899b). 
At the point where the A&SM line curved back across Bailey's Canyon, two ALCo spurs 
continued up the increasingly steep canyon. There was also a logging camp built in this 
vicinity. The shorter of the spurs ran a third of mile or so to the north, while the other extended 
a mile or more to the northeast to upper La Luz Canyon. There is a possibility that this line ran 
further into La Luz Canyon.  
 
Around 1920, long after ALCo had departed, J. A. Work had a sawmill in Bailey's Canyon near 
the railroad (Alamogordo News 1899a).  As soon as the A&SM reached the head of Cox 
Canyon in June 1900, work began on the next set of logging spurs. One line took off eastward 
down Pumphouse (Hawkins) Canyon and another ran southeast down Cox Canyon (Neal 
1966:55) (Figure 8).  The line down Pumphouse Canyon dropped downgrade to James 
Canyon. Here a logging camp was built, including a four-track engine-house and a crude 
elevated water tank (Figure 9). Spur lines continued up and down James Canyon. The 
western spur extended about 1-1/2 miles. The eastern line ran 1-1/2 miles and split with spurs 
going into Orr Canyon and Young Canyon. The Cox Canyon line extended about 2 miles from 
the junction with the A&SM, and included a short spur up Pierce Canyon (Alamogordo News 
1901a, 1901d).   
 
The Alamogordo mill shut down in late 1907 and all logging operations ceased (Alamogordo 
News 1907d, 1907e, 1911, 1913).  
 
During April 1909 the railroad tracks in Russia Canyon were removed, and the steel was 
salvaged. Immediately afterward, the tracks in Cox Canyon were taken up, leaving only the 
stub of the Penasco line (Alamogordo News 1909).  The Sacramento Mountain Lumber 
Company took over the half-dismantled mill and part of the timber holdings of the Alamogordo 
Lumber Company that had ceased operation in 1907. The latter firm continued to function, but 
only as a landowner and holder of timber rights on a mixture of National Forest and state 
lands. The logging railroads, locomotives and Loaders went to the new company as well (N. 
M. Corp. Comm. 1916) (Figure 14). 

Alaska Central Railroad (Seward, AK ) 50 The Alaska Central was the first railroad to operate in Alaska. 
Alaska Engineering Commission (Seward, AK ) 370 The Alaska Engineering Commission (Railroad) was organized by an act of Congress to 

acquire the assets of the Alaska Northern, and to complete construction of the line from 
Seward to Fairbanks. The completed railroad became the Alaska Railroad. The completion of 
the this railroad was an important factor opening  the interior of Alaska to economic 
development.

Alaska Pacific Express Company (Portland, OR ) 7,550 The Alaska Pacific Express Company, originally known as the Northern Pacific Express 
Company) was organized at the beginning of the  Klondike Gold Rush to provide express 
service, and mail forwarding service from Portland [1] and Seattle to Skagway, where the 
company maintained an office. The company also shipped gold dust and sold railroad, 
steamship tickets and owned a steamship (Alaska Pacific Steamship Co.). Shipments would 
either be delivered locally in Skagway, or would be forwarded to remote locations in the 
Klondike. This company began business in Febuary 1896, two years before the White Pass & 
Yukon Ry began construction at Skagway. The WP&Y was completed in 1900, and the end of 
the Klondike Gold Rush.

Alaska Railroad (Seward, AK ) 498 3.0% The Alaska Railroad made a significant economic impact in Alaska, connecting the ports of 
Alaska with remote communities not well served by other transport modes.  It also provides 
important tourist and recreation access using its own passenger cars and cruise line owned 
passenger cars. [8] The state of Alaska and the Alaska railroad were strategically important 
during World War II. As a result, the railroad was under the control of the U.S. Armed forces 
from 1943-1945.[9]

Albany & Hudson Railroad (Albany, NY ) 37 Largest Third Rail System in the early 1900's.
Albion Mines Railway (Stellarton, NS Canada) 6 The Albion Mines Railway was the first railroad to operate in Quebec Province, Canada.
Albula Railway (Thusis, Switzerland) 38 5,820 The Albula Railway is a single track metre gauge railway line forming part of the so-called 

core network of the Rhaetian Railway (RhB), in the Canton of Graubünden, Switzerland. It 
links Thusis on the Hinterrhein (697 m (2,287 ft) above sea level) with the spa resort of St. 
Moritz in Engadine (1,774 m (5,820 ft) above sea level). 
 
Construction of the Albula Railway was begun in September 1898, the opening took place on 
1 July 1903, and the extension to St. Moritz commenced operations on 10 July 1904. With its 
55 bridges and 39 tunnels, the 61.67-kilometre long (38.32 mi) line is one of the most 
spectacular narrow gauge railways in the world. 
 
On 7 July 2008, the Albula Railway and the Bernina Railway, which also forms part of the 
RhB, were jointly recorded in the list of UNESCO World Heritage Sites, under the name 
Rhaetian Railway in the Albula / Bernina Landscapes. 
 
The best known trains operating on the Albula Railway are the Glacier Express and the 
Bernina Express. 
 
Up until 1890, the south east of Switzerland was extremely poorly served by railways. Alpine 
transit traffic was drawn to the Gotthard Railway, so that the construction of transcontinental 
railways in Graubünden appeared not to be economically viable. Only the success of the 
Landquart-Davos-Bahn (LD) led to a turning point. In 1895, the LD changed its name to 
Rhaetian Railway (RhB). Two years later, the people of Graubünden decided, in a 
referendum, that the RhB would come under state ownership. These two changes created 
suitable conditions for a rapid construction of further RhB lines, which were intended to open 
up large parts of the Canton. 
 
In 1890, the Davos hotelier Willem-Jan Holsboer proposed the construction of a rail link from 
Chur via Davos, and through a tunnel under the Scaletta Pass, to St Moritz, and then onwards 
via the Maloja Pass, to Chiavenna in Italy. Holsboer later had to abandon this planned 
Scalettabahn, in favour of a route through what was to become the Albula Tunnel. In 1895, the 
Zurich railway pioneer Adolf Guyer-Zeller presented the idea of an Engadine-Orient-Railway, 
which would have connected Chur, via Thusis and Engadine, and over the Fuorn Pass, with 
the Vinschgau and Trieste. Zeller planned this proposed route as a standard gauge line. It 
would have passed under the Albula Alps through a 12 km long tunnel from the mouth of the 
Val Tisch to the Inn Valley below Bever. As the Ofenbergbahn, the Engadine-Orient-Railway 
would also have cut a connection through to the Val Müstair. It was only on 30 June 1898 that 
the Federal Assembly in Bern finally decided on the construction of the Albula Railway. The 
Federal Assembly thereby also decided against another standard gauge transit railway, and a 
similarly contemplated railway over the Julier Pass. 
 
In 1896, there were only 20 km of standard gauge railway line in Graubünden - and 90 km of 
narrow gauge railways. (Incidentally, the length of the standard gauge line has remained 
unchanged to this day, apart from the construction of a new industrial spur line from Chur to 
Domat / Ems.) Priority was given to the construction of a rail connection to the spa at St 
Moritz, which at that time was a 14 hour stage coach ride distant from Chur, the terminus of 
the standard gauge line. 
 
After Thusis was reached from Chur, the construction of the Albula Railway began on 15 
October 1898. Unlike the Bernina Railway, which was opened a good ten years later, and 
operated in fully electrified form right from the start, the Albula Railway was still a steam 
railway at its conception. Moreover (and again unlike the Bernina Railway), it was intended to 
be universally available, particularly for the transport of goods. As the steam locomotives of 
the time were still not particularly powerful, and in order to permit the highest possible speeds, 
the maximum gradients were restricted to 3.5%, and the minimum curve radius was also 
generously defined. Thus, the Albula Railway, in the interests of maximising its effectiveness, 
did not test the technical bounds of an adhesion railway. However, such an architectural style 
required a variety of engineering structures. So, for example, the viaducts were exclusively 
solidly constructed. Especially problematical was the ascent of the valley between Bergün/
Bravuogn and Preda, where, in a distance of 5 km as the crow flies, a difference in altitude of 
over 400 m needed to be overcome. To stay within the maximum gradient parameters, the 
project supervisor, Friedrich Hennings, devised an intricate alignment, which lengthened the 
line's formation by 12 km. Two curved tunnels, three spiral tunnels, and a number of bridges 
overcame the engineering problem, by winding the track around like the thread of a screw. On 
this part of the line, the construction of the 660 m long Rugnux Spiral Tunnels in particular led 
to problems, because the 4 °C cold mountain water hampered the activities of the workers. 
 
Beyond Preda emerged the centrepiece of the line, the 5866 m long Albula Tunnel, which 
passes under the watershed between the Rhine and the Danube a few kilometres west of the 
Albula Pass. With its maximum elevation of 1,820 m (5,970 ft) above sea level, the tunnel is, 
after the Furka Tunnel, the second highest alpine tunnel in Switzerland. The creation of the 
tunnel was hampered by unusual problems caused by outflowing water, and these led to the 
bankruptcy of the building contractor. A total of 1,316 people were involved in the construction 
of the Albula Tunnel. Overall, there were 16 fatal accidents involving workers. At 03:00 hours 
on 29 May 1902, the breakthrough of the two tunnel leads was achieved, at a point 3,030.5 m 
(9,943 ft) from the north portal, and 2,835 m (9,301 ft), from the south portal. 
 
On 1 July 1903, the opening of the section between Thusis and Celerina could be celebrated. 
As the RhB and the St Moritz municipality were still yet to reach agreement over the site of the 
St. Moritz station, the inauguration of the 3 km long remaining section had to be delayed to 10 
July 1904. 
 
Shortages of coal during World War I prompted the RhB to grapple with the task of 
electrification. On 20 April 1919, the first section of the line to be electrified, the link between 
Bever and Filisur, was energised with the 11 kV 16 2/3 Hz alternating current system used on 
the Engadine line. On 15 October 1919, the extension to Thusis followed. 
 
Since 1930, the Glacier Express has followed the route of the Albula Railway. The Bernina 
Express was added after World War II. Both of these trains have since operated as 
spearheads of the Rhaetian Railway's legendary reputation as a railway company amongst 
rail fans from around the world. 
 
Since the line was equipped with a block safety system in 1969, remote monitoring of train 
traffic at most stations on the line has been possible. In 2005, the Rail Control Center in 
Landquart assumed the former tasks of the remote monitoring station at Filisur. 
The Bever substation was modernised in 1973. Successive extensions to the passing loops at 
the stations has lengthened them to over 260 m (850 ft), the equivalent of an express train 
with 13 carriages. Since the end of the 1990s, the RhB has installed three short double track 
sections - at Thusis, at Filisur and below Preda - to make the hourly train crossings flow more 
smoothly. The remaining parts of the line are single track as before, and are still largely in their 
original configuration from 1904. 
 
Description of the Railway 
 
The Albula Railway begins in Thusis, where it connects with the Landquart - Chur railway, built 
in 1896. Behind Thusis station, the line crosses the Hinterrhein, as well as the A 13 Autobahn, 
and enters the Albula Valley, which, east of Thusis, is known as the Schinschlucht. Even at 
this early stage, it passes many bridges and tunnels. After Solis station, 8 km (5.0 mi) from 
Thusis, the line crosses the Albula for the first time, on the 89 m (292 ft) high Solis Viaduct, 
which is both the highest bridge on the Rhaetian Railway, and the broadest span viaduct on 
the Albula Railway. 
 
Some of the new Panorama cars, introduced in 2006, on the Landwasser Viaduct near Filisur 
Between Tiefencastel und Filisur, the train crosses the 35 m (115 ft) m high and 137 m (449 ft) 
long Schmittentobel Viaduct. Shortly before Filisur, it reaches one of the trademarks of the 
Albula Railway - and often also the Rhaetian Railway in general - the 65 m (213 ft) high 
Landwasser Viaduct, which in a curve of only 100 m (330 ft) radius leads directly into a tunnel 
through the cliff face at the opposite end. 
 
At Filisur station is the junction between the Albula Railway and the branch line from Davos 
Platz. Between Filisur and Bergün, the train ascends 292 m (958 ft), and runs through the first 
spiral tunnel. The next section, between Bergün and Preda, is the most demanding example 
of rail technology on the Albula Railway: in order to overcome the height difference of 417 m 
(1,368 ft) between Bergün and Preda – in only 6.5 km (4.0 mi) as the crow flies – without 
requiring excessive slopes or radii, the route is extended by 12 km (7.5 mi) by various 
engineering structures (including three spiral tunnels, two curved tunnels and four valley 
crossing viaducts). Soon after departure from Bergün station, where an RhB Crocodile stands 
as a locomotive monument, the train climbs once again at a rate of 3.5%. By means of the 
various structures just identified, the line crosses over itself twice. Rail fans can also view the 
Bergün-Preda section from a rail history nature trail adjacent to the line. 
 
At the hamlet of Naz, near Preda, the line crosses a brief plateau, where, for several years 
now, there has been a double track section about 1 km (0.62 mi) long. Soon after the Preda 
station, which, at 1,789 m (5,869 ft) above sea level, is the highest stopping point on the 
Albula Railway, is the north portal of the Albula Tunnel. After passing through the tunnel, and 
the Spinas station at the southern portal, the train descends at a slope of up to 3.2%, to arrive 
in the Oberengadine at Bever, in the Val Bever. Here there is a junction with the Engadine 
Railway from Scuol-Tarasp. At the next station, Samedan, the line to Pontresina branches off. 
The Bernina Express takes this branch, which connects the Albula Railway with the Bernina 
Railway to Tirano. On the other hand, the Glacier Express follows the main line, via Celerina, 
to the terminus of the Albula Railway at St. Moritz. 
 
Originally, it was planned to extend the Albula Railway via the Maloja Pass, to Chiavenna in 
Italy. At the terminus of the extension, there was to have been a connection with the Italian 
railway line that runs along Lake Como to Milan. In light of those plans, the St Moritz station 
was, and still is, laid out as a through station. Whereas on the Swiss side plans for a line 
through the Bergell reached an advanced stage, there were, on the Italian side, only vague 
statements of intent, for a line proceeding onwards from the border at Castasegna. World War 
I, and the subsequent economic recession, prevented any implementation of the plans. Today, 
the Majola Pass route is served by a cross border post bus line. 
 
Train traffic 
 
On the Preda-Bergün section, a downhill bound train leaves the Toua curved tunnel, shortly 
after crossing the Albula Viaduct III. 
Between Chur and St Moritz, there are fast trains every day at regular hourly intervals. These 
trains have been officially known as RegioExpress services since December 2004. For the 
section Thusis - St Moritz, the fast trains require 1 hour 34 minutes, and therefore travel at an 
average speed of 39 km/h (24 mph). Only the so-called fast train stations are served by these 
trains. At the other stations, trains have no longer stopped since the 1990s. In Surava and 
Alvaneu, only some trains still stop, and only then in off peak times. In the high summer 
season, there are also special tourist oriented express trains with panorama cars, for which 
reservations and supplements are required. These trains are the Glacier Express from 
Zermatt to St Moritz, and the Bernina Express from Chur via Samedan and Pontresina to 
Tirano. In addition, there are year round regular fast trains with direct through coaches 
between Zermatt and Tirano. 
 
The most frequently used motive power on the Albula Railway is the modern Ge 4/4 III class 
of electric locomotive, which is also in service on the Vereina line. The Albula Railway was 
once the main stamping ground of the Rhaetian Crocodile (the Ge 6/6 I). The two remaining 
locos of this class, and the similarly historic Ge 4/6, still operate today at the head of not 
uncommon special trains. In contrast, the newer RhB locomotives have not achieved the 
popularity of the Crocodiles. However, they are in everyday use, and the operational 
difficulties they face can hardly be compared with those to be found on other railways of this 
magnitude and gauge, due to the nature of the route, and the density of the traffic. Additionally 
there is, for a narrow gauge railway, unusually dense goods traffic, which in mountainous 
terrain takes over much of what would otherwise be carried by road traffic. Almost all of the 
stations on the line are served with goods trains; the larger stations are equipped with (at 
least) one shunting locomotive of their own. The most important goods transiting the line are 
timber, cement and other building materials, mineral oil products and foodstuffs. 
 
A further area of responsibility of the railway is the transport of cars through the mountainous 
terrain, together with their passengers. The alpine weather conditions make it impossible to 
use the alpine passes all year round, whereas with the help of the Albula Railway, the 
mountain barrier can be overcome without any problems. The Rhaetian Railway therefore 
offers road users the option of loading their own cars in Thusis onto special car carriers, for 
transport to Samedan. 
 
On the Bergün-Preda section, there are also so-called sledding trains operating in winter. 
These are shuttle services, which carry sledders and tobogganers from Bergün to Preda. At 
Preda, the sledders and tobogganers connect with the Albula Pass road, which is closed for 
traffic in winter, and used as a toboggan track to Bergün.

Alco Locomotives Canada (Capreol, ON Canada)
ALCO-GE Partnership) The American Locomotive Company and General Electric cooperated on a number of diesel 

locomotive projects (not including the ALCO-GE-Ingersoll Rand partnership. (Ref 1) 
 
The American Locomotive Company and General Electric Company formed a partnership in 
1940 in order to allow both companies to compete more effectively against EMD (Electro 
Motive Division of GM) which had dominated the market for high performance diesel 
locomotives used by railroads since the founding on EMD in the 1930's.  Under this 
arrangement, Alco produced the locomotive body and prime mover, and GE supplied the 
electrical gear and traction motors Alco management could see that the market for steam 
locomotives would soon vanish, and General Electric was interested in getting into the 
lucrative diesel locomotive market.  Notable locomotives produced by Alco-GE were the RS-1 
road switcher, which became highly successful selling several thousand units, and UP 50, a 
prototype gas turbine-electric locomotive.   
 
The ALCO-GE partnership was formed at the beginning of World War II, when demand for 
locomotives was rising rapidly. GM's Electro-Motive Division (EMD) had begun manufacturing 
its own line of diesel locomotives, which were more expensive, but proved to be more reliable-
a big factor affecting railroad utilization. In 1946, ALCO-GE had 40% of the diesel locomotive 
market (EMD had the bulk of the remaining market, with Fairbanks-Morse trailing). However, 
the next 7 years saw rapidly falling ALCO market share, with ALCO-GE having only 15% of 
the market by 1953. EMD had won the hearts and minds of most of the nation's railroads for 
many years afterwards. [3] 
 
GE later dissolved the partnership and decided to build their own locomotives. Alco still 
received electrical gear from GE, but was no longer GE's sole customer for such parts. The 
first diesel road locomotives GE built were two A-B sets, later called the UM20. GE's first 
production domestic road locomotive was the U25. 
 
Background 
 
In 1921, General Electric and Ingersoll Rand formed a partnership to produce the fist diesel 
powered locomotives in the U.S., with the partnership being known as GEIR. In 1924, ALCO 
entered the partnership, with it becoming known as AGEIR, which delivered its first 
demonstrator 60 Ton Box Cab Diesel Electric Locomotive in July of 1925. Ingersoll Rand 
provided the Diesel engine (a modified Rathbun design), while General Electric provided the 
electrical controls, and traction motors. ALCO provided the remainder of the locomotive frame 
and body. These early engines were referred to as "Oil Electrics", in order to emphasize the 
Ingersoll Rand developed oil injection (fuel injection) system rather than the air injection 
designs that were popular at the time.  
 
General Electric ended its relationship with ALCO in 1927, and began producing its own 
locomotives using Ingersoll Rand engines (Ref 3). Alco then began to design and manufacture 
its own line of diesel locomotives, with GE supplying the electrical components. 
 

ALCO-General Electric-Ingersoll Rand) ALCO, General Electric and Ingersoll Rand teamed up to produce the first small diesel 
powered switcher locomotives (Boxcab design) in the U.S. in 1924,  with the partnership being 
known as AGEIR. Their locomotives were know as "oil electrics in order to emphasize the 
Ingersoll Rand developed oil injection (fuel injection) system rather than the air injection 
designs that were popular at the time.

Alco-Westinghouse) Westinghouse formed its Railway Engineering Department in 1926 to build a line of diesel 
electric locomotives, using their own engine. In addition to the diesel locomotive line, it 
produced a small number of electric locomotives in partnership with Alco for the Virgininian 
Railway in 1926. 

Algoma Central Railway (Sault Ste. Marie, ON Canada) 323 The Algoma Central Railway was founded by Francis H. Clergue, who required a railway to 
haul resources from the interior of the Algoma District to Clergue's industries in Sault Ste. 
Marie; specifically, to transport logs to his pulp mill and iron ore from the Helen Mine, near 
Wawa, to a proposed steel mill (which was later named Algoma Steel). The railway's charters 
gave it authority to build north from Sault Ste. Marie to a junction with the Canadian Pacific 
Railway's main line, as well as a branch line to Michipicoten Harbour, on Lake Superior near 
Wawa.

Alishan Forest Railway (Alishan, Taiwan) 6.3% The Alishan Forest Railway is an 86 km network of 2 ft 6 in (762 mm) narrow gauge railways 
running up to and throughout the popular mountain resort of Alishan in Chiayi County, Taiwan. 
The railway, originally constructed for logging, is itself a tourist attraction with unique Z-shaped 
switchbacks, 50 tunnels, and over 77 wooden bridges. 
 
History 
 
The narrow gauge lines were originally constructed by the Japanese Colonial Government in 
1912 to facilitate the logging of cypress and Taiwania wood, however today the line caters 
mostly to tourists. Passenger carriages were first added to the trains in 1918. The first motive 
power was a Shay locomotive purchased second hand from the Kiso Forest Railway in Japan. 
Eventually the railway acquired 20 Shay locomotives. 
 
Eventually, diesel railcars supplemented the steam engines on the passenger services. In the 
1980s, 10 Hitachi-built diesel-hydraulic locomotives were delivered and replaced the railcars 
and remaining steam engines. 
 
The completion of the Alishan Highway in 1982 led to the loss of many rail passengers to 
faster and cheaper buses and the rail became primarily a tourist attraction. 
 
Accidents on the line have resulted in a number of fatalities over the years. On 24 April 1981, 
a collapsed tunnel resulted in nine deaths and 13 injuries. On 1 March 2003, 17 people were 
killed and 156 injured when a train derailed near Alishan Railway Station. On 27 April 2011, 
five tourists, including three from mainland China, were killed and 113 people injured in a 
derailment. 
 
The railway line was severely damaged by rains associated with 2009's Typhoon Morakot 
and, as of 2014, services are only running between Chiayi and Fenchihu (approximately the 
halfway point). 
 
Operation 
 
Unlike the national rail system administered by the Taiwan Railway Administration (TRA), the 
Alishan Forest Railway is managed by the Council of Agriculture's (COA) Forestry Bureau. It 
was privatized through a build-operate-transfer (BOT) in June 2008[4] and maintained by the 
Hungtu Alishan International Development Corporation. 
 
However, the Forestry Bureau terminated the contract with Hungtu after damage to the 
railway caused by Typhoon Morakot in 2009 was not repaired to satisfaction. As of January 
2011, the Forestry Bureau and Hungtu were still engaged in lawsuits over the issue to 
determine who has the right to manage the railway. In May 2011, the COA announce that it 
intended to transfer control of the railway to the TRA before the end of the year. 
 
The system is currently operated using diesel locomotives, although there are occasional 
special public runs using the old steam powered Shay locomotives. 
 
Taiwan's government has listed the forest railway as a potential World Heritage Site. However, 
Taiwan's exclusion from the United Nations means it is unlikely to be formally recognized as a 
WHS in the near future. 
 
Lines 
 
The main line runs from the city of Chiayi (elevation 30 m), to the final station of Alishan 
(elevation 2,216 m). The vegetation along the way changes from tropical to temperate and 
finally alpine. The line features many switchbacks on the way up the mountain. 
 
Main Line (Alishan Line 
 
Chiayi - Alishan 
Includes several steep gradients (max. 6.26%), a spiral and four switchbacks; longest line with 
most dramatic climate change. 
Reopened between Chiayi and Fenchihu (approx the halfway point) following typhoon 
damage repairs as of January 2014. 
Alishan - Shenmu Runs frequently all day, a short (5 minute) ride downhill to Shenmu station, 
a location used as one of the switchbacks for main line services 
 
Zhushan Line 
 
Alishan - Zhushan Early morning trains, popular for viewing the sunrise over Jade Mountain 
Alishan - Chaoping Runs frequently all day, a short (5 minute) ride uphill to Chaoping station 
 
Mianyue Line 
 
Alishan - The Stone Monkey Closed indefinitely due to earthquake damage 

All Aboard Florida (Miami, FL ) 240 All Aboard Florida is a high speed passenger rail project that will connect Miami and Orlando 
using high speed express intercity trains operating at 125 miles per hour. The company is also 
building new passenger stations along the route. A wholly owned subsidiary of Florida East 
Coast Industries (FECI),  the project will include stations located in downtown Fort Lauderdale 
and West Palm Beach.  
 
All Aboard Florida will be the first time a privately owned company in the US has developed 
and operated express passenger rail system in over 100 years. The rail line will use the 
existing FEC corridor between Miami and Cocoa, while also building a new 40-mile (64 km) 
stretch of tracks along the State Road 528 corridor between Cocoa and the Orlando 
International Airport. 
 
The railroad is targeting a market that is less costly and more convenient than driving or flying. 
 
2017 Status: The railroad operations between West Palm Beach opened in the summer, 
operating at speeds of 79 mph. An extension to Miami is expected to begin operating in the 
fall. The company plans to extend the system north to Orlando in 2019. Eventually, the service 
could reach Tampa and Jacksonville. 
 
In Florida, population centers have grown along the historic railroad corridor. Approximately 
50% of the state’s population — over 9 million people — currently live near the existing 
corridor.. Because many people depend on rail transit and the improvement of its service, 
cities, interest groups, politicians and supporters are the reason the All Aboard Florida project 
has become a beneficial product for the state. Investment in corridor infrastructure will benefit 
the inhabitants of the region as well as visitors. 
The cost of all construction is projected at $1.5 billion. In March 2013, All Aboard Florida 
applied for a $1.6 billion Railroad Rehabilitation and Improvement Financing (RRIF) loan, 
which is administered by the Federal Railroad Administration. In late 2014, the company 
announced it had applied for a $1.75 billion private activity bond allocation, with proceeds 
from the bond sale substantially reducing or replacing entirely the amount of the RRIF loan 
request. 
 
The company received a Finding of No Significant Impact from the Federal Railroad 
Administration in January 2013, effectively clearing way for work to begin between Miami and 
West Palm Beach.[6] As of the start of 2015, the company has started site work at the Miami, 
Fort Lauderdale and West Palm Beach stations, plus right of way improvements along 
stretches of the corridor. 
The Draft Environmental Impact Statement for the full build-out service was released in 
September 2014, and a series of public comment meetings followed. The final report is 
scheduled to be released sometime in 2015. 
 
Service is projected to begin between Miami and West Palm Beach in late 2016, followed by 
service to Orlando in 2017. 
 
Corridor Upgrades 
 
The project calls for more than $1.5 billion in upgrades to the rail corridor between Miami and 
Cocoa. The company is double tracking the corridor, improving signaling systems, and 
upgrading every grade crossing to meet the highest applicable safety standards set by the 
Florida Department of Transportation and Federal Railroad Administration. 
 
Miami to Cocoa 
 
In Jan. 2013, the Federal Railroad Authority issued a Finding Of No Significant Impact (also 
known as a FONSI) for the Miami to Cocoa phase of the project, effectively clearing the way 
for work to begin.[19] FECI still owns the former site of its downtown Miami station (FECI has 
since purchased approximately seven acres of land in downtown Fort Lauderdale and two 
acres in downtown West Palm Beach to build stations in those cities). The nine-acre parcel 
adjacent to Government Center had been used for years as surface parking and is now under 
construction. The site is zoned for 2,500,000 sq ft (232,258 m2) of development.[20] Here the 
system would also connect with the existing Metrorail and Metromover systems. The 
downtown Miami station is called MiamiCentral[21] Site work on the Fort Lauderdale and 
West Palm Beach station sites began at the end of 2014. 
 
Cocoa to Orlando 
 
The segment of the route between Cocoa and Orlando is the only segment that does not have 
existing track or right of way owned by the FEC. Originally, the Orlando-Orange County 
Expressway Authority (OOCEA) believed it could accommodate building new tracks for the 
project within the BeachLine Expressway's 300 ft-wide right of way. However, it has since 
been determined that the right of way was too narrow to accommodate the tracks, additional 
utility lines, and any future roadway expansions. The Deseret Ranch owns the land just south 
of the BeachLine and talks have been underway to purchase an additional 200 ft for the 
corridor. As of a pact made on July 16, 2013, the Expressway Authority said it would pay $12 
million for an extra 200 ft along the 22-mile BeachLine stretch from Cocoa to near the Orlando 
International Airport.  In early October 2013, the Expressway Authority and All Aboard Florida 
reached a purchase agreement for the land required for the right-of-way. Although 
construction was slated to originally begin in early 2015, this date has been pushed back until 
the FRA releases the project's final Environmental Impact Statement. 
 
Also in October, the Greater Orlando Aviation Authority Board approved development of a 
station and maintenance facility on Orlando International Airport property, as well as an 
easement to build track between the station and the mainline to the coast. 
 
This segment of the proposed line will operate at speeds of up to 125 miles per hour (201 km/
h). This segment will almost meet the United States Code's definition of high-speed rail, which 
includes rail services that are "reasonably expected to reach sustained speeds of more than 
125 miles per hour". The Congressional Research Service also uses the term "higher" speed 
rail for top speeds up to 150 miles per hour (241 km/h).  
 
In Orlando, the service would connect to the new SunRail commuter rail system at the 
Orlando International Airport Intermodal Facility, if an airport connection is to be built by 
SunRail. 
 
Rolling stock 
 
Siemens Charger locomotives similar to those that will be used for All Aboard Florida. The 
project has not finalized designs yet for its locomotives or passenger coaches 
 
In September 2014, All Aboard Florida announced an order of five Siemens trainsets. Each 
train set will initially consist of five passenger coaches, with a Siemens Charger diesel 
locomotive on each end. The coaches will feature ergonomic seating, wi-fi, level boarding, 
and meet ADA compliance standards. The entire trainset, including passenger cars, will be 
manufactured by Siemens in its solar-powered plant in Sacramento, California. Once the 
route to Orlando is in operation, the trainsets will be expanded to seven coaches, and five 
more complete trainsets will be purchased. 

Allegheny Portage Inclined Plane (Johnstown, PA ) 36 The Allegheny Portage Railroad Inclined Planes were a series of 10 inclines ("Inclined 
Planes") that were used as a portage railroad, connecting with the Pennsylvania Canal, lifting 
boats and barges up the Allegheny Front. The latter was a mountain range that separated the 
eastern U.S. from the midwest. The Portage Railroad was an important advance in 
transportation technology for its time, connecting Philadelphia with Pittsburgh and the Ohio 
River at Pittsburgh. The Ohio River passed through important cities such as Cincinnati, 
Evansville, and Cairo, IL before joining the Mississippi River at Cairo.

Allegheny Portage Railroad (Johnstown, PA ) 32 2,322 9.9% The completion of the Allegheny Portage Railroad was the first link in a series of railroads 
connecting Philadelphia and Pittsburgh. From 1834 until 1854, the Allegheny Portage Railroad 
made continuous boat traffic possible over the Allegheny Mountains between the Juniata and 
Western Division Canals.

Alsace-Lorraine Railways (Strasbourg, France) 1,423 The Alsace-Lorraine Railways connected with the Eastern Railway (France) along the 
Germany border. Strasbourg and Basle were two of the major cities served by the railway. It 
was formed after the end of World War I, when the The Kaiserliche Generaldirektion der 
Eisenbahnen in Elsaß-Lothringen or EL (General Directorate of the Imperial Railways in 
Alsace-Lorraine)  was sold to France by Germany.

Alta Velocidad Española (Madrid, Spain) 1,900 Alta Velocidad Española (AVE) is a high-speed rail oerator in Spain operated by Renfe, the 
Spanish national railway company, As of June 2013, the Spanish AVE system is the longest 
HSR network in Europe and the second in the world, after China's. 

Altamont Commuter Express Rail Authority (San Jose, CA ) 86 The Altamont Commuter Express operates over 82 miles of track owned by the Union Paific 
Railroad betweem Stockton and San Jose, and 4 miles of track owned by Caltrain between 
Santa Clara and San Jose. 
 
The Altamont Corridor Express (reporting mark HTSX) was formerly the Altamont Commuter 
Express, also known as ACE, pronounced "ace") is a commuter rail service in California 
connecting Stockton and San Jose. The Altamont Corridor Express name was adopted in 
October 2013, to recognize the 15th anniversary of the commencement of commuter service 
over Altamont Pass.  
 
It is named for the Altamont Pass, through which it runs. The service began October 19, 1998, 
with two trains each way, weekdays only. In November 2009 three trains a day each way 
began, and four trains a day in September 2012. There are ten stops along the 86 miles 
(138 km) route; travel time is about 2 hours and 10 minutes end-to-end. The tracks are owned 
by Union Pacific. ACE uses Bombardier BiLevel Coaches and MPI F40PH-3C locomotives. 
Service is managed by the San Joaquin Regional Rail Commission and operations are 
contracted to Herzog Transit Services, using AAR assigned reporting marks HTSX. 
 
As of 2008, average weekday ridership is 3,700.  ACE has explored the possibility of 
expanding on two lines—a Modesto-Sacramento line, and a Stockton-Pittsburg line. 
 
 
 
History 
 
The Altamont Commuter Express (the original name) was established for San Joaquin County 
residents traveling to work in Santa Clara County. ACE trains are presently limited to morning 
departures from Stockton and return departures from San Jose in the afternoon. The trains 
were popular at first, then had to survive a severe drop in ridership due to the dot-com 
recession of 2002. Struggles with freight traffic interference and track reconstruction 
prevented the addition of a fourth train until September 2012. The operation is funded by local 
sales taxes, with support from state and federal sources. 
 
ACE annual ridership 
 
Service began under the governance of the San Joaquin Regional Rail Commission Joint 
Powers Authority formed in 1997 by Alameda, San Joaquin, and Santa Clara counties. The 
present Rail Commission has of one member each from the San Joaquin and Alameda county 
boards of supervisors, one BART representative, and representatives of five cities. 

Alton & Sangamon Railroad (Alton, IL ) 80 The Alton & Sangamon was the first part of a rail connection between St. Louis, Chicago, and 
the eastern United States. After the railroad was purchased by the Chicago & Mississippi, the 
line was extended to Joliet, IL, about 40 miles southwest of Chicago.

Alton & Southern Railroad (East St. Louis, IL ) 151 The Alton & Southern Railroad Company was established in 1910 by the Aluminium Company 
of East St. Louis, to provide improved, lower cost transportation service of raw materials and 
coal to its aluminum plant in East St. Louis. 

Alton Railroad (Chicago, IL ) 959 Built as the Chicago & Alton, renamed the Alton Railroad in 1931 after the Chicago & Alton 
was acquired by the B&O. The Alton was then acquired by the GM&O in 1947.  The mainline 
ran from Chicago, Illinois to St. Louis, Missouri, via Springfield, IL; and from Springfield, Illinois 
to Kansas City, Missouri. The line was ultimately purchased by the Chicago, Missouri & 
Western  on April 28th, 1987 (Joliet-St. Louis and Kansas City). On April 1st, 1988, the 
bankrupt Chicago, Missouri & Western Railway filed for Chapter 11 reorganization under U.S. 
bankruptcy laws. In 1989, the Chicago, Missouri & Western sold its trackage from Jackson 
Street in Joliet south to St. Louis to the Southern Pacific Railroad, which was then purchased 
and merged into the Union Pacific Railroad in 1996.

Alton Railway & Illuminating Co. (Alton, IL ) 9 The Alton Railway & Illuminating Company was the first electric traction line in Alton. 
Alton, Granite & St. Louis Traction Company (East St. Louis, IL ) 58 The Alton, Granite & St. Louis Traction Company opened an electric railway line over the 

Eads Bridge between St. Louis and East St. Louis in 1896. The following year, it opened the 
first electric railway line from East St. Louis to Belleville.

Altoona & Logan Valley Electric Railway (Altoona, PA ) 19 The Altoona and Logan Valley Electric Railway was important to the city of Altoona, and the 
Pennsylvania's Altoona Shops, transporting workers from home to the city and to the shops/Altoona Shops - Pennsylvania Railroad (Altoona, PA ) Built by the PRR-was the largest railroad shop complex in the world for many years.

Amador Central Railroad (Martell, CA ) 12 4.0% The Amador Central Railroad was the smallest of the Sierra foothill lines, and ran twelve miles 
from Ione to Martell over 100 curves, 12 bridges and 4% grades. Amalgamated Association of Street and Electric Railway Employees of 

America)
Today, the ATU is the largest labor organization representing transit workers in the United 
States and Canada, with over 190,000 members in 270 local unions spread across 46 states 
and nine provinces. 

Amalgamated Transit Union (Indianapolis, IN ) The Amalgamated Transit Union was the first national labor union representing the interests of 
street railway workers.  American Car & Foundry (St. Charles, MO ) American Car & Foundry built the first all-steel passenger car in the world in 1904 at the 
former  Jackson & Woodin plant in Pennsylvania. The car was built for the Interborough Rapid 
Transit system of New York City.

American Car & Foundry-Berwick (Berwick, PA ) The Berwick plant was a large plant in 1900, employing 2,500 men. 
 
The origins of the AC&F in Berwick began in 1840 with the formation of the Jackson & Woodin 
Manufacturing Company. Jackson & Woodin Manufacturing Company merged with 12 other 
railcar builders in 1881 to form the American Car and Foundry. 
 
Berwick Forge & Fabricating was formed to buy the Berwick assets of the former American 
Car & Foundry Berwick plant, which had been closed in November of 1961. In 1983, the 
company was renamed Berwick Freight Car Company (a subsidiary of Chicago West Pullman 
Heavy Industries) and operations continued into the 1990's. 

American Car & Foundry-Huntington (Huntington, WV ) ACF's Huntington, West Virginia facility can produce new railcars, railcar components, welded 
sub-assemblies and car parts. Along with all this Huntington has a AAR approved Wheel 
Shop, which is currently cutting, turning, mounting, pressing, axles, wheels and bearings for 
our current customers. 

American Car & Foundry-Milton (Milton, PA ) 7 ACF's Milton, Pennsylvania facility was capable of manufacturing new railcars, pressure 
vessels, railcar components, welding sub-assemblies and all related parts and components. 
The plant covers forty-eight (48) acres and has 500,000 square feet of covered work area and 
seven (7) miles of railroad storage track. manufacture and fabricate numerous components.

American Car Company (St. Louis, MO ) Amercian Car Company was the largest builder of Birney streetcars in the country.
American Commercial Barge Lines (Jeffersonville, IN ) With a fleet of approximately 4,500 barges, powered by 195 towboats, ACBL is one America's 

largest liquid cargo and dry cargo barge lines. 
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American Express Company (New York, NY ) 42,361 The American Express Company operated the largest express business in this country in the 
late 1800's and early 1900's. In 1910, it supplied its services over 54,000 route miles, and 
generated $36 million in revenues. 

American Fork Railroad (Lehi (American Fork), UT ) 16 5.5% The American Fork Railroad  was used for transporting ore and bullion from the Miller Mine, at 
the head of the American Fork Canon to Lehi, on the Utah Southern Railroad. The canyon 
was steep and narrow, and sheer, grey cliffs slowed progress. The American Fork River was 
unpredictable and meandered often, requiring sixteen bridges in the first five miles! [4]

American Hoist & Derrick Company (St. Paul, MN ) American Hoist & Derrick Company designed and built the first "Steam Powered" locomotive 
cranes.  In 1928 they built the first locomotive crane that used an internal combustion engine 
and then in 1941 they developed the first "Diesel Electric" powered locomotive crane.  

American Locomotive Company (Schenectady, NY ) ALCO was the second largest builder of steam locomotives in the U.S. Baldwin was the 
largest. During the period 1901 to 1969, it produced ove 75,000 steam, diesel, and electric 
locomotives.

American Lumber Co. (Thoreau, NM ) 55 8,600 The American Lumber Company built a large sawmill in Albuquerque. The company built a 
standard gauge logging railroad from a junction with the Santa Fe Pacific (AT&SF) at Thoreau 
to its timber tract in the Zuni Mountains. The railroad assumed the old (original) name of the 
Zuni Mountain Railway (ZM). Work on this line must have begun during the late spring or early 
summer of 1903, after the snow melted in the mountain valleys. When construction of the Zuni 
Mountain rail line was completed, the logs were cut in the Zuni Mountains and were then 
shipped 125 miles by rail over the Santa Fe Pacific to the company's sawmill at Albuquerque. 
Thoreau is 100 highway miles west of Albuquerque about a mile north of Interstate 40. 
 
The railroad was built southwest from Thoreau into the Las Tuces Valley and beyond into 
Cottonwood Canyon. The initial length of the railroad was approximately 14 miles, with 
several miles of spur lines feeding the main line. Total trackage was about 21 miles . When 
the railroad opened, the company had 1,5000 men at work. By 1905, the company was 
working locomotives and 130 log cars. In 1906 the company ordered a new 50-ton Climax-
type gear drive locomotive from the Climax Manufacturing Company, Carry, Pennsylvania 
(Railway Age.  
 
The company noted in its Annual Report for the year ending June 30, 1906, included a 
detailed report from the American Lumber Company: "We have built and are operating, 
approximately, 35 miles of logging railroad into this tract, the road branching from the 
Atchison, Topeka and Santa Fe Railway right of way at Thoreau. The equipment of this 
railway consists of 4 locomotives and 200 logging cars..." 
 
Early in the 1907 the American Lumber Company entered into an agreement with the AT&SF 
and A. B. McGaffey for a large number of new crossties. The American Lumber Company 
contracted to provide the timber and to transport it via the ZM line to Thoreau; McGaffey was 
to cut the ties and deliver them to the ZM track for conveyance to the AT&SF. 
 
In 1907 they ordered two brand new locomotives. The first to arrive was Number 10, a big 70-
ton, 3-truck Shay geared locomotive (Figure 12). Its cost was $17,000. This locomotive, in 
spite of being substantially heavier than its ancient predecessors, was a much better woods 
locomotive. 
 
In 1908, the ZM reported that it was sending between 30 and 40 carloads of pine logs to the 
mill every day. The railroad had 55 miles of track, 6 locomotives and 160 logging cars. A 
"round-house" and machine shop were located at Kettner for the maintenance of the 
locomotives. The 55 miles of ZM track included numerous loading spurs and, in addition, a 
long main line running southeast along the Aqua Fria Valley to Paxton Springs. At this time, 
the company was running three logging camps in addition to Kettner, the headquarters camp, 
and over 500 men were employed in the woods. 
 
In less favorable country, constructing the logging spur tracks required more complex 
techniques. One method of quickly and cheaply building a temporary railroad was to use 
timber cribbing to cross streams, drainages, and minor depressions. As used in the Zuni 
Mountains, cribwork structures served not only as trestles over streams but as fills across side 
valleys and low spots in the desired grades. 
 
Cribwork structures, sometimes called "pigpen trestles," have the advantage of using readily 
available local materials and of being easily built by unskilled labor. The alternatives were 
laboriously hand-built stone and earth fills or framed timber trestles. Although used on the 
main line of the ZM, both types of structure were far too expensive for the short life and light 
trains of the logging spurs.  
 
An interesting example of the ZM practices lies in a valley tributary to Bluewater Creek 
running north and west toward Rice Park. Probably built in the later years of operation, circa 
1910-1913, the spur line railroad running up the valley included multiple cribwork crossings of 
the main stream and side valleys. Approximately 20 such log structures were built in a two 
mile section of the line. 
 
The nature of the railroad spur appears to have been to carry the timber logged in the area 
east of Rice Park and below the prominent rim to the north. (Logging north of the rim is 
described in the section entitled George E. Breece Lumber Company.) Logs were apparently 
skidded down several valleys to points along the railroad spur for loading. The longest 
distance the logs were skidded was just over a mile. The railroad itself followed the stream 
bed, with a grade that averaged about three percent in favor of the loads. This was a relatively 
easy grade for the powerful gear-driven locomotives of the ZM. 
 
Kettner remained a rough and ready, temporary kind of a place. In addition to the railroad 
facilities, there was a hotel and a commissary. And there were numerous little houses and 
cabins for the married men. 
 
During the summer months of 1909, the main camp was moved from Kettner to a site named 
Sawyer, several miles further down the main track of the ZM. Sawyer was an attractive place 
in the heart of the pine forests. It soon grew to include some of the amenities of civilized life, 
notably a general store operated by the McGaffey Company, and a small school. 
 
Early in 1910, another new logging locomotive was ordered to complete the modernization of 
the railroad motive power. The new locomotive, delivered in May 1910, was a 70-ton, 3-truck 
Shay, identical to Number 10. For some reason, it was assigned Number 3, breaking their 
long standing practice of using only even numbers on the locomotives. With this purchase, the 
ZM locomotive stock stood as follows: 
 
No. 4, used for construction (Figure 27) 
No. 6, used for construction and as a relief locomotive for No. 12 (Figure 28) 
No. 12, main line locomotive, used between Sawyer and Thoreau (Figure 29) 
Nos. 3. 8, 10, used as woods locomotives on steeply graded spurs 
 
In September of 1913, the company had ceased all operations, and on January 1, 1914, the 
American Lumber Company failed to make the payment due on its first mortgage bonds.  
 
The receivership was confirmed in a final court decree on July 16, 1915, which ordered that 
the property at the American Lumber Company be sold to cover the bonded indebtedness of 
$546,250 plus interest and costs. On November 11, 1916, property was sold. The purchaser 
was Otis and Company, which had been the bondholder's agent from the beginning fpr the 
McKinley Land and Lumber Company 1916). 
 
The primary role in reviving the company was played by the McKinley Land and Lumber 
Company (McKL&L) which was incorporated in New Mexico on November 13, 1916. At this 
time, the property consisted of the 115-acre Albuquerque mill site, factories, and equipment, 
lands, the Zuni Mountain Railway and 242,000 acres of timber in the Zuni Mountains. On 
January 15, 1917, the McKinley Land & Lumber Company took possession of the property 
and real estate. The backers of McKL&L were George E. Breece and the West Virginia Timber 
Company (WVT). The West Virginia Timber Company, at the time of the sale, held most of the 
stock of McKL&L, and Breece was president of WVT.  
 
World War I delayed the reopening of the timber cutting and its railroad. It was planned to 
have the sawmill and plant facilities in operation on September 1, 1919.  
 
In 1918, McKL&L purchased several additional timber tracts from the State of New Mexico. 
With the state lands in its possession, McKL&L owned an estimated 550 million board feet of 
timber on its own lands, as well as rights to timber on state lands amounting to 450 million 
board feet. The company agreed to pay $2.15 per thousand board feet for the state timber 
when cut. Refurbishing the railroad and sawmill and purchasing more lands did not come 
cheaply, and McKL&L was accumulating debts in the process.  
 
During October 1920, the AT&SF announced an increase in its freight rate for the log haul 
from $2.50 to $3.12-1/2 per thousand board feet. The main logging camp was moved from 
Sawyer to Breece during 1920 or 1921. Breece was located in the Las Tuces Valley to the 
east of the earlier cutting areas. Breece served a network of steeply graded logging railroads 
in the slopes facing the Las Tuces Valley. 
 
The new logging district was generally to the north of the areas cut earlier. The topography 
was steeper and more broken, resulting in logging railroad spurs with more curves and 
generally steeper grades. The three geared locomotives were in their element, and continued 
to play on important role in the logging operations. On the "main line" side of Breece Camp, 
several rod locomotives pulled log trains to Thoreau. The former Colorado Midland 4-6-0 was 
one, and the others were probably survivors from the American Lumber Company. All of these 
locomotives were obsolete, but they were well suited to the light rails and uneven track of the 
logging railroad. 
 
All of the McKL&L locomotives were well worn by this time. The decision was made to 
purchase new locomotives as replacements rather than rebuild the older, outdated machines. 
The new locomotive purchased in August 1922 was unlike any other locomotive on the 
railroad. It was neither on obsolete main line type nor a complex gear drive locomotive. The 
new locomotive was a heavy rod type locomotive built by the H. K. Porter Company of 
Pittsburgh, Pennsylvania. It combined small 44-inch diameter drive wheels with large 
cylinders to create a very powerful locomotive. The locomotive also carried its fuel and water 
in tanks on the main frame, thus eliminating the separate tender. The new Number 6 
locomotive with the 2-6-2 wheel arrangement was at home both on the steep woods spurs 
and on the main line. 
 
During the period from 1922 to 1924, the following locomotives were being used by the 
McKL&L: 
 
Number 3 a 3-truck, 70-ton Shay 
Number 6 a 2-6-2T, H. K. Porter 
Number 7 a 2-6-2T, H. K. Porter 
Number 8 a 2-truck, 50-ton Climax, retired 1923 
Number 8 a 2-8-0 from CS&CCD, purchased 1923 
Number 9 a 4-6-0 from CM, retired ca. 1923 
Number 10 a 3-truck, 70-ton Shay 
 
Although their lumbering business continued to prosper, McKL&L was troubled by their 
vulnerability to freight rate increases by the AT&SF, and by some complex problems with 
timber contracts with the State of New Mexico. Each of these problems was resolved in a 
different way. 
 
One way to reduce freight rates charged by the AT&SF was to reduce the length of the log 
haul. The first tangible sign of an effort by McKL&L came at the Board of Directors' Meeting 
held on December 26, 1922. During this meeting, it was agreed that the company would set 
aside $250,000 from surplus earnings for the purpose of building a new railroad from Grants, 
New Mexico, into the company's timber lands. The new railroad, anticipated to be about 50 
miles in length, was considered as "being presently necessary to the continued successful 
operation of this company." By moving the rail connection with the AT&SF from Thoreau to 
Grants, the log haul aver the big carrier could be shortened by 29.2 miles. The Directors 
further indicated that their new railroad could, if deemed advisable, be independently 
incorporated and be called the "Grant and Southeastern Railroad." (Note: The town, now 
universally known as Grants, New Mexico, was often called Grant, New Mexico, after its 
founders, the Grant brothers. For years. the local paper, for example, was the Grant Review.) 
Although setting money aside for the new railroad clearly revealed the intentions of McKL&L, 
it was to be several years before further action took place. 
 
It was also during 1923 that the problems growing from logging on state land came to a head. 
During May 1922, and again in February 1923, the incumbent Land Commissioner had 
refused to accept payment from McKL&L for timber cut on state lands under the contract of 
1904. This contract, originally between American Lumber Company and the Territory of New 
Mexico, had been extended on July 19, 1913, and was due to expire on June 1, 1923. 
Numerous questions surrounded the issue involving the old land lawsuits of 1907, fair prices, 
bidding methods, and the like. Finally, on September 1, 1923, the attorney general advised 
the land commissioner to accept the checks from McKL&L. The contracts and extensions 
were thus validated. 
 
During the next year, George E. Breece made some substantial changes in his business 
structure, consolidating his holdings into one corporation, the new George E. Breece Lumber 
Company. 
 
Kettner is 32 miles west of Grants, in the Zunit Mountains. Location name changed to Sawyer, 
NM around 1909.

American Railcar Industries (St. Charles, MO ) Successor to ACF Industries. A leading mfg of railcars, and railcar maintenance services.
American Railroads Corporation) The  Gulf, Colorado & San Saba Railway generated the largest share of this company's 

revenues.American Railway Express Agency) American Railway Express was the largest express company in the country, prior to the 
formation of the Railway Express Agency. It's routes covered 71,280 miles of railroad lines, 
and had 10,000 offices, with over 30,000 employees.

American Railway Union (Chicago, IL ) The American Railway Union became the nation's largest organized union.
American Refrigerator Transit Co (St. Louis, MO ) American Refrigerator Transit  was founded by Jay Gould in 1881 to serve all his railroads of 

that day, including the Wabash, Missouri Kansas and Texas, and particularly Missouri Pacific 
and subsidiaries. After 1925, Denver & Rio Grande Western was added. [3]

American Steel Foundries (Hammond, IN ) American Steel Foundries (formerly American Steel Casting) was one of America's largest 
steel casting companies, AMTRAK (Washington, DC ) 26,354 Amtrak is the largest passenger only railroad in the world, in terms of route miles operated. 
The National Railroad Passenger Corporation (NRPC), known to the public as Amtrak, was 
founded to take over the rail passenger service that remained operating in the United States 
on May 1, 1971. Prior to the Amtrak takeover, the number of passenger trains operated by 
railroads had declined dramatically. The reasons for the declines were many; but in particular 
the rising cost of operations during the 1960's and declining ridership were the primary factors 
that caused the loss of passenger train service.   

Amtrak Keystone Service (Philadelphia, PA ) 195 Amtrak's 195-mile (314 km) Keystone Service provides frequent regional passenger train 
service between the Harrisburg Transportation Center in Harrisburg, Pennsylvania and 30th 
Street Station in Philadelphia, running along the Philadelphia to Harrisburg Main Line. Most 
trains continue along the Northeast Corridor (NEC) to Pennsylvania Station in New York. 
 
It is Amtrak's fifth-busiest route, and the railroad's third-busiest in the NEC. In fiscal year 2016, 
the service carried 1.47 million passengers, an increase of 7.9% over FY2015. Total revenue 
in FY2016 was $41,123,787, an increase of 7.5% over FY2015. 
 
The Keystone Service is the successor of numerous services running along the Philadelphia 
to Harrisburg Main Line dating from 1857, when the Pennsylvania Railroad (PRR) bought the 
Philadelphia and Columbia Railroad, enabling service between Philadelphia and Harrisburg.

Anaconda Copper Company Railroad (Anaconda, MT ) 63 From 1892 through 1903, the Anaconda mine was the largest copper-producing mine in the 
world. It produced more than $300 billion worth of metal in its lifetime. In 1922 it bought mining 
operations in Mexico and Chile; the latter was the largest mine in the world and yielded two-
thirds of the company's profits. In 1960 its operations still had 37,000 employees in North 
America and Chile.

Angel's Flight Railway Company (Los Angeles, CA ) 1 33.0% This inclined cable railway was built in 1901 by Col. J.W. Eddy to give Bunker Hill residents a 
public access up the steep hill from Third and Hill to Third and Olive streets. It began 
operations on December 30, 1901 and was in continuous operation for over 60 years. It was 
dismantled temporarily in 1969, much to the dismay of many LA residents, to make way for 
the redevelopment project on Bunker Hill. Service was finally restored in February 1996.

Angels Flight (Los Angeles, CA ) 33.0% Angels Flight (or Angel's Flight) is a landmark funicular railway in the Bunker Hill district of 
Downtown Los Angeles, California. It has two funicular cars, Sinai and Olivet .  The funicular 
has operated on two different sites, using the same cars and iconic station elements. The 
original Angels Flight location, with tracks connecting Hill Street and Olive Street, operated 
from 1901 until it was closed in 1969, when its site was cleared for redevelopment. The 
second Angels Flight location opened nearby to the south in 1996, with tracks connecting Hill 
Street and California Plaza. It was re-closed in 2001, after a fatal accident, and took nine 
years to commence operations again, on March 15, 2010.  It had been running safely since, 
except for another closure from June 10, 2011 to July 5, 2011, with 25 cents the cost of a one-
way ride.   
 
The original Angels Flight  Built in 1901 with financing from Colonel J.W. Eddy, as the Los 
Angeles Incline Railway, Angels Flight began at the west corner of Hill Street at Third and ran 
for two blocks uphill (northwestward) to its Olive Street terminus. Angels Flight consisted of 
two vermillion "boarding stations" and two cars, named Sinai and Olivet, pulled up the steep 
incline by metal cables powered by engines at the upper Olive Street station. As one car 
ascended, the other descended, carried down by gravity. An archway labeled "Angels Flight" 
greeted passengers on the Hill Street entrance, and this name became the official name of 
the railway in 1912 when the Funding Company of California purchased the railway from its 
founders.  The original Angels Flight was a conventional funicular, with both cars connected to 
the same haulage cable. Unlike most more modern funiculars it did not have track brakes for 
use in the event of cable breakage, but it did have a separate safety cable which would come 
into play in case of breakage of the main cable. It operated for 68 years with a good safety 
record.  The only fatality that involved the original Angels Flight occurred in the autumn of 
1943, when a sailor attempting to walk up the track was crushed beneath one of the cars.  In 
November 1952, the Beverly Hills Parlor of the Native Daughters of the Golden West erected 
a plaque to commemorate fifty years of service by the railway.  The plaque reads:      — Built 
in 1901 by Colonel J.W. Eddy, lawyer, engineer and friend of President Abraham Lincoln, 
Angels Flight is said to be the world's shortest incorporated railway. The counterbalanced 
cars, controlled by cables, travel a 33 percent grade for 315 feet. It is estimated that Angels 
Flight has carried more passengers per mile than any other railway in the world, over a 
hundred million in its first fifty years. This incline railway is a public utility operating under a 
franchise granted by the City of Los Angeles. —   In 1962, at its first meeting, the city's new 
Cultural Heritage Board designated Angels Flight a Los Angeles Historic-Cultural Monument 
(No. 4), along with four other locations. Los Angeles was early in enacting preservation laws, 
and the first sites chosen each were "considered threatened to some extent," according to the 
history of the board, now the Cultural Heritage Commission.  Dismantling  The railway was 
closed in 1969 when the Bunker Hill area underwent a controversial total redevelopment 
which destroyed and displaced a community of almost 22,000 working-class families renting 
rooms in architecturally significant but run-down buildings, to a modern mixed-use district of 
high-rise commercial buildings and modern apartment and condominium complexes. All the 
components of Angels Flight were placed in storage in anticipation of the railway's restoration 
and reopening.  Reconstruction  After 27 years in storage, the funicular was rebuilt and 
reopened on February 24, 1996 a half block south of the original site. Although the original 
cars, Sinai and Olivet, were used, a new track and haulage system was designed and built, a 
redesign which had unfortunate consequences five years later. As rebuilt, the funicular was 91 
meters (298 feet) long on an approximately 33-percent grade. Car movement was controlled 
by an operator inside the upper station house, who was responsible for visually determining 
that the track and vehicles were clear for movement, closing the platform gates, starting the 
cars moving, monitoring the operation of the funicular cars, observing car stops at both 
stations, and collecting fares from passengers. The cars themselves did not carry any staff 
members. Angels Flight was added to the National Register of Historic Places on October 13, 
2000.  Reopening and Temporary Closing  Angels Flight reopened to the public for riding on 
March 15, 2010. The local media covered the event with positive interest. Only a month after 
re-opening, Angels' Flight had had over 59,000 riders. Today it connects the Historic Core and 
Broadway Avenue district with the hilltop Bunker Hill California Plaza urban park and the 
Museum of Contemporary Art - MOCA. The cost of a one-way ride is currently 25 cents.  On 
June 10, 2011, the California Public Utilities Commission ordered Angels Flight to immediately 
cease operations due to wear on the steel wheels on the two cars. Inspectors determined that 
their 15-year-old wheels needed replacing. It reopened on July 5, 2011 after eight new 
custom-made steel wheels were installed on the two cars. 

Angels Flight (Los Angeles, CA ) Angels Flight (or Angel's Flight) is a landmark funicular railway in the Bunker Hill district of 
Downtown Los Angeles, California. It has two funicular cars, Sinai and Olivet .  The funicular 
has operated on two different sites, using the same cars and iconic station elements. The 
original Angels Flight location, with tracks connecting Hill Street and Olive Street, operated 
from 1901 until it was closed in 1969, when its site was cleared for redevelopment. 

Anglo-Chilean Nitrate & Railway (Tocopilla, Chile) 141 4,770 4.1% In 1899 the Anglo-Chilean Nitrate & Railway transported 215,000 tons of cargo and 20,000 
passengers, increasing to 308,000 tons and 450,000 in 1909. In 1902 the value of the railway 
was almost half the total value of the parent company.The María-Elena - Tocopilla line was the 
last operating nitrate railway in Chile, and last operating section of a railway system that 
moved caliche ore to processing plants and nitrate to the port of Tocopilla. It was a magnet for 
rail fans before closing in August 2015 after severe rainfall damaged the tracks to the extent 
that the owner decided it was beyond economic repair. Its history was influenced primarily by 
two factors: the rise and fall of the Chilean nitrate industry in particular SQM and its 
predecessors, and the evolution of railway traction technology from steam to electric and 
diesel motive power. 

Ann Arbor Railroad (Toledo, OH ) 278 The Ann Arbor Railroad provided a direct connection between Toledo and Frankfort, MI, where 
railroad cars would be transferred to ferry boats for shipment across Lake Michigan. The 
railroad operated six ferry routes across Lake Michigan out of Frankfort: One ran north to 
Manistique, another to Escanaba and Gladstone, a third to Sturgeon Bay, WI and Marinette, 
WI/Peshtigo Harbor, WI; another to Kewaunee. WI, and the last to Manitowoc, WI. Its main 
yard was located in Ann Arbor, MI, 40 miles west of Detroit.

Appenzell–St. Gallen–Trogen railway (Appenzell Innerrhoden, 
Switzerland)

18 8.0% The Appenzell–St. Gallen–Trogen railway, also known as the Durchmesserlinie (diameter 
line), is a metre gauge overland tramway in the Swiss cantons of Appenzell Innerrhoden and 
Ausserrhoden and the city of St. Gallen. It is the steepest adhesion railway in Switzerland with 
a gradient of up to 8.0% and forms part of the network of the Appenzell Railways (AB) and the 
St. Gallen S-Bahn. The line's two branches were completed in sections between 1889 and 
1904 by the St. Gallen-Gais-Appenzell-Altstätten Railway and the Trogen Railway. The two 
lines were connected by the AB with a cross-city route in 2018. 
 

Aransas Harbor Terminal Railway  (Aransas Harbor, TX ) 10 This railroad was an important railroad in Aransas Harbor, owning considerable water frontage 
suitable for terminals, wharves, warehouses, etc, at Aransas Pass, Texas. Arapahoe, Jefferson and South Park Railroad (CO ) 0 The Arapahoe, Jefferson and South Park Railroad was the first narrow gauge railroad in 
Colorado. Archer-Daniels Linseed Co. (Minneapolis, MN )

Argentine & Grays Peak Railway (Silver Plume, CO ) 16 13,117 6.6% The Argentine & Gray's Peak Railway operated at the highest elevation (13,117 ft) of any 
adhesion railway in the United States. The line had many sharp curves, and required six 
switchbacks to reach the summit. 

Argentine Central Railway (Silver Plume, CO ) 16 13,117 6.0% The Argentine Central was the highest railroad in North America. The Argentine Central was 
built to service the Argentine Mining District in the Waldorf area, reaching the summit of Mt. 
McClellan in 1906. The railroad used Shay (or geared) locomotives to climb from Silver Plume 
to Mt. McClellan, a distance of almost sixteen miles and a gain of 3,941 feet in elevation. The 
railway operated until 1918 and was completely scrapped in 1920.  

Argentine Government Railway (Argentina) 12,000
Argentine Transandine Railway (Valparaíso, Chile) 154 10,420 8.0% The Transandine was part of a 1,408 kilometres (875 mi) network of rail lines, linking the 

Argentine capital of Buenos Aires with the Chilean port of Valparaiso, and provided the first 
South American rail route linking the Pacific and Atlantic Oceans.  

Argo Mining, Drainage, Transportation and Tunnel Company (Idaho 
Springs, CO )

4 The Argo Tunnel the largest mining project in the world and when completed would be the 
longest tunnel in the world. (Ref 2)Arica–La Paz railway (Arica, Chile) 273 14,108 The Arica–La Paz railway or Ferrocarril de Arica–La Paz (FCALP) was built by the Chilean 
government under the Treaty of Peace and Friendship of 1904 between Chile and Bolivia. The 
railway line was inaugurated on 13 May 1913 and is the shortest line from the Pacific Coast to 
Bolivia. It is 440 km (273 mi) long, of which 233 km (145 mi) is in Bolivian territory. The 
Railway is meter gauged. However, until 1968, it was rack worked over a 43 km section, on 
the Chilean side, between Central and Puquios. he line reaches a height of 4257 meters 
above sea level at General Lagos. 

Arizona Eastern Railroad (Bowie, AZ ) 359 The line was built by the Gila Valley, Globe & Northern Railway, chartered on January 5, 1895, 
chartered to build from Bowie to Miami, AZ. During construction, the company came under 
control of the (first) Arizona Eastern in 1899. The line was completed in January 1899. 
Southern Pacific gained control of Arizona Eastern on March 1, 1904.  On February 1, 1910, 
the Arizona Eastern Railroad consolidated with the Gila Valley, Globe & Northern Railway, 
Maricopa & Phoenix Railroad, Arizona & Colorado Railroad, Arizona & Colorado Railroad of 
Mexico, Arizona & Eastern Railroad of Mexico. Southern Pacific merged the Arizona Eastern 
into its system in 1924.   The line was purchased by Kyle Railways on October 11, 1988. Kyle 
was purchased by shortline holding company StatesRail in 1995. StatesRail and its 
subsidiaries were then purchased by RailAmerica in 2001. RailAmerica sold AZER to Permian 
Basin Railways in December 2004.  The SP built a branch line from Phoenix to the mining 
town of Kelvin that roughly paralleled the Santa Fe, Prescott & Phoenix branch line from 
Phoenix to Kelvin. The SP branch was sold to the Southern Pacific on March 14, 1907 shortly 
after the Santa Fe, Prescott & Phoenix completed its line to Kelvin. The Phoenix & Eastern 
became a core part of the SP's Arizona Eastern.   2011-The railroad currently operates from 
Miami and Globe to Bowie, AZ, where it connects with the former Sunset/SP line (now UP). It 
also operates the former Southern Pacific Clifton Branch (Clifton, AZ to Lordsburg, NM), and 
has trackage rights between Lordsburg and Bowie to connect the two lines.

Arizona Eastern Railway (Clifton, AZ ) 265 5.0% The grade outside Morenci, AZ is one the nation's steepest; it is called "the Saluda of the 
West".  The mainline connects the Morenci Copper mines at Clifton with Miami and trackage 
rights over the Union Pacific Railroad between Lordsburg, New Mexico, and Bowie, Arizona. 
The railroad primarily serves the copper mining region of Arizona. Primary commodities are 
sulfuric acid, copper concentrate, copper anode and cathode, and copper rod and other 
copper processing materials. 

Arizona Southern Railroad  (Red Rock, AZ ) 21 3.4% The Arizona Southern Railroad was organized to provide a more efficient and less costly 
menas of transporting copper and silver ores from the Silver Bell mining district, located 35 
miles northwest of Tucson to the Copper Queen smelter at Douglas, Arizona.  The railroad 
connected with the Southern Pacific at Red Rock.

Armour Car Line (Chicago, IL ) In 1875, Philip D. Armour moved his Milwaukee based meat packing business to the Chicago 
Stock Yards, and began using a fleet of specially designed refrigerator cars to ship fresh meat 
across the country. In 1857, Swift & Co became the first large meat packer to ship its meat in 
refrigerator cars for long distances. By 1919, however, the Federal Trade Commission ruled 
that Armour's trade practices resulted in unfair competition, and required that the company be 
dissolved. As a result of that ruling, the Fruit Growers Express company was incorporated. 
Armour & Co railroad cars were acquired by GATX in 1932.

Armour Refrigerator Line) In 1875, Philip D. Armour moved his Milwaukee based meat packing business to the Chicago 
Stock Yards, and began using a fleet of specially designed refrigerator cars to ship fresh meat 
across the country. In 1857, Swift & Co became the first large meat packer to ship its meat in 
refrigerator cars for long distances.  
 
The National Packing Company was formed in 1902 by the merger of Armour & Company, 
Swift & Company and Morris & Company. The newly formed company then purchased a 
number of smaller packing companies, including G. H. Hammond, and Fowler. The company 
eventually owned 23 stockyards and owned 2,800 refrigerator cars, and controlled about 10% 
of the U.S. meat production. It. became known as the “American Beef Trust”. Beginning in 
1905, the U.S. Government began an anti-trust investigation under the powers of the Elkins 
Act. 
 
By 1919, however, the Federal Trade Commission ruled that Armour's trade practices resulted 
in unfair competition, and required that the company be dissolved. As a result of that ruling, 
the Fruit Growers Express company was incorporated. Armour & Co railroad cars were 
acquired by GATX in 1932.

Arnold Jung Lokomotivfabrik (Kirchen, Rheinland-Pfalz, Germany) Jung was a large, well known locomotive builder. It built more than 12,000 locomotives.
Arrowhead Incline Waterman Canyon (Lake Arrowhead, CA ) 1 42.0% The Arrowhead Incline was built by the Arrowhead Reservoir Company as a freight only 

incline, used to transport construction materials up the steep slope of Waterman Canyon. 
 
Construction of the Reservoir followed the completion earlier in 1907 of the "Arrowhead Line" 
street railway between San Bernardino, Waterman Canyon, and the Arrowhead Springs Hotel 
 
The line was abandoned before 1911 upon completion of the construction project.

Arth–Rigi Railway (Arth, Switzerland) 4 5,748 20.0% Reaching a height of 1,752 metres above sea level, the Arth–Rigi Railway is the highest 
standard gauge railway in Europe. Arthur Iron Mining Company (Calumet, MN ) The Arthur Iron Mining Company, a subsidiary of the Great Northern Railway, was organized 
by James J. Hill to develop the iron ore deposits at the Hill Annex Mine. Asheville & Spartanburg Railroad (Spartanburg, SC ) 70 4.7% This line included the famous "Saluda Grade", 11 miles south of Hendersonville, NC. The 
grade is about a mile south of US Route 74.Ashley Planes (Ashley, PA ) 2 1,600 15.0% The Ashley Planes were the largest and most sophisticated of any inclined plane built to date.

Association of American Railroads (Washington, DC ) The Association of American Railroads was formed to represent the major freight railroads of 
the United States, Canada, and Mexico. The AAR advises, recommends, and determines 
railroad policy, research, standard setting, and technology that focuses on the safety and 
productivity of the U.S. freight rail industry. The AAR is best known for  assigning "Reporting 
Marks", or "AAR Marks", which identify the owner of every railroad car and truck trailer in the 
U.S., Canada and Mexico. In addition, AAR sets standards for maximum weight, load 
capacity, dimensions, and maintenance of railroad cars.

Atchison & Nebraska Rail Road (Atchison, KS ) 145 This line provided an important connection for the Burlington for traffic originating in Kansas 
City and St. Joseph, MO. Atchison is located on the west side of the Missouri River, directly 
opposite to St. Joseph, MO, and therefore became a natural traffic route. The Atchison & 
Nebraska line followed the Missouri River northward, and then west to Lincoln.  

Atchison, Colorado & Pacific Railroad (Waterville, KS ) 252 The Atchison, Colorado & Pacific Railroad was chartered on June 23, 1879 to consolidate the 
Waterville & Washington Railroad, the Republican Valley Railway (Greenleaf to Concordia, 
KS), the Atchison, Solomon Valley & Denver Railway (Concordia to Cawker City, KS), and the 
Atchison, Republican Valley & Pacific Railway Railway (Buffalo Junction to Scandia, KS) 
. As a result of the merger, the Atchison, Colorado & Pacific became the largest part of the 
Central Branch of the Union Pacific Railroad. This was a non-operating railroad, created soley 
to hold the ownership of the merged lines.    
 
The Atchison, Colorado & Pacific mainline eventually ran directly west from Waterville to 
Lenora, 192 miles; branches ran from Greenleaf to Washington, 7 miles; Downs to Bull's City, 
24 miles; and Yuma to Talmage, 30 miles.   
 
Waterville is about 12 rail miles south of Marysville, KS, which later became part of the Union 
Pacific.  
 
The Central Branch, Missouri Pacific Railway was the first railroad to enter Marshall County, 
KS, and was completed through the southern part, in the winter of 1867, to Waterville. After 
reaching Waterville, all railroad building stopped, nothing more being done until 1876, when 
the road was extended under the name of the Atchison, Colorado & Pacific Railway, to points 
farther west.  Leased to Central Branch Union Pacific Railroad for 25 Years from 1879. Union 
Pacific Railway has a Proprietary Interest. Consolidated with Central Branch Railroad July 7, 
1899.    
 
Waterville to Lenora, Kansas, Greenleaf to Washington, Yuma to Warwick, Downs to Alton, 
Kansas. 

Atchison, Topeka & Santa Fe Railway (Chicago, IL ) 13,568 7,835 6.0% In 1894, the Santa Fe was the longest RR in the North America with 7,481 miles of track. It 
was the first railroad to connect the midwest with California, and was the only transcontinental 
railroad to connect Chicago with Southern California.  The Missouri Pacific Railroad and the 
Atchison, Topeka & Santa Fe Railways were the two largest railroads serving the 
southwestern part of the U.S. The Santa Fe was known for its first class passenger train 
service.

Atlanta & Richmond Air-Line Railway Company (Atlanta, GA ) 250 This Atlanta & Richmond Air-Line route runs from Atlanta, near Anderson, thence to Greenville 
& Spartanburg, South Carolina and then to Charlotte, North Carolina, with the objective of 
connecting the Piedmont Line (Richmond & Danvillle/Southern Railway) between New 
Orleans, Mobile and Montgomery, with Richmond, Washington and the north.  The line was 
opened for business on September 28, 1873, and quickly fell into the hands of a receiver, 
November 25, 1874. It was sold under foreclosure, December 5, 1876, and was then 
reorganized as the Atlanta & Charlotte Air-Line Railway on Feb 27, 1877.

Atlanta & West Point Railroad (Atlanta, GA ) 226 The Atlanta & West Point, along with its partner, the Western Railway of Alabama, connects 
the eastern railroads with the lines to the south and southwest.  The Atlanta & West Point 
formed the east portion of the Atlanta-Selma route, and together with the Western Railway of 
Alabama are known as the West Point Route.  

Atlanta Northern Railroad (Atlanta, GA ) 18 The Atlanta/Marietta interurban was the largest system in the South, with an average annual 
passenger load of 800,000 and providing peak year passenger travel of 1,402,503 in 1920 
and 2,976,609 in 1945.

Atlanta Terminal Company (Atlanta, GA ) 5 The Atlanta Terminal Company, owned and operates a passenger station (Terminal Station) 
and appurtenant facilities in the city of Atlanta, Ga.  The carrier operates its property for the 
joint use of the following five tenant companies, it being jointly controlled by the three first 
named: Atlanta and West Point Rail Road Company, Central of Georgia Railway Company, 
Southern Railway Company, Atlanta, Birmingham & Atlantic Railway Company, and Seaboard 
Air Line Railway Company. 

Atlanta-Region Transit Link Authority (Atlanta, GA ) 48 The Atlanta's Transit Link Authority's rail system (known as MARTA) is the eighth-largest rapid 
transit system in the United States by ridership.Atlanta, Birmingham & Atlantic Railroad (Brunswick, GA ) 642 The Atlanta, Birmingham & Atlantic Railroad operated a single mainline from Brunswick to 
Manchester, GA, where the lines branched: one line going north to Atlanta, the other going 
northwest to Birmingham. The line to Atlanta was opened on June 10, 1908, and the line to 
Birmingham around the same time in 1908. 
 
The Atlanta, Birmingham & Atlantic Railroad Co. was organized April 21, 1905, under the laws 
of Georgia. The company was conceived and promoted by Boston and Atlanta capitalists. 
They contemplated the development of a harbor at Brunswick, Ga.. connecting the same with 
Atlanta, Ga., and Birmingham, Ala., to divert rail traffic from Savannah, Ga., to Brunswick, Ga., 
thereby shortening the route by 200 miles, and to operate a line of steamers between 
Brunswick, Ga., New York, and Boston. The project involved the acquisition of line of railway 
owned by the Atlantic & Birmingham Railway Co., the construction of terminal properties at 
Atlanta. Ga., Birmingham. Ala., and the acquisition steamers, along with the construction of 
the necessary piers and terminaling facilities for the steamships.  At the same time the 
company proceeded with its plans to extend the lines of the Atlantic & Birmingham Railway 
Co. west from Montezuma for a distance of about 322 miles. While construction work was 
proceeding, those in charge took active steps to acquire and develop terminal properties at 
Birmingham, Ala., and Atlanta, Ga. They also persuaded friendly interests to organize the 
Brunswick Steamship Co., which was to operate a line of steamers from Brunswick, Ga., to 
New York and Boston. Construction of the new line was undertaken by the Atlanta & 
Birmingham Construction Co. Construction proceeded quickly, reaching Birmingham in 1908.  
Most of the line in Alabama was built on the roadbed of the Macon & Birmingham Railway, 
which had not completed construction.  On April 12, 1906, it consolidated, the Atlantic & 
Birmingham Railroad, and the Eastern Railway of Alabama. On July 1, 1907, it purchased 
Alabama Northern Railroad.   The heavy indebtedness of the new company, combined with 
insufficient revenues and profits led to bankruptcy and on January 2,1909, receivers were 
appointed to take possession of the property of the Atlanta, Birmingham & Atlantic. Shortly 
thereafter receivers were also appointed to take possession of the properties of the terminal 
company and the Alabama Company. The properties of these two companies were operated 
by the receivers from 1909 to January 1, 1916. The reorganization plan, called for a reduction 
in the Indebtedness of the company and a corresponding reduction in  fixed charges. The plan 
further called for a consolidation of the properties owned by the Atlanta, Birmingham & Atlantic 
Railroad Co., the Georgia Terminal Co., and the Alabama Terminal Railroad into a reorganized 
Atlanta, Birmingham & Atlantic Railway.     See http://www.r2parks.net/ab&c.html for an 
excellent condensed timeline of the predecessors of the AB&A  History from http://
books.google.com/books?id=ZEkUAAAAYAAJ (History of Alabama, Vol 1)  ATLANTA, 
BIRMINGHAM AND ATLANTIC RAILWAY COMPANY. Chartered August 10, 1914, under the 
general laws of the State of Georgia, and represents the consolidation of several other 
railroad companies as noted below; mileage operated June 30, 1915—main track and 
branches, 642.22, side tracks, 177.56, total, 819.78; mileage operated in Alabama—main 
track and branches, 154.03; capital stock authorized and outstanding—$30,000,000; shares 
$100; voting power, one vote a share.—Annual Reports of Company to Ala. Public Service 
Commission, 1915 and 1916.  The Atlanta, Birmingham & Atlantic Railroad Co. was chartered 
April 20, 1905, in Georgia, for the purpose of building an extension of the Atlantic & 
Birmingham Railway from Montezuma, Ga., to Birmingham, Ala., about 261 miles. The road 
was completed as far as Talladega by October 1, 1907, and to Pelham, September 6, 1908, 
and on the same date trackage, passenger and freight terminal rights were leased from the 
Louisville & Nashville Railroad Co. (q. v.) between Pelham and Birmingham.  On April 12, 
1906, the Atlanta, Birmingham & Atlantic Railroad Co. consolidated, without change of name, 
with the Atlantic & Birmingham Railway Co., a Georgia corporation, and about the same time 
it acquired control of the Alabama Terminal Co. whose terminal facilities in the city of 
Birmingham it still uses. On July 1, the Eastern Railway of Alabama, extending from Stockdale 
to Pyrlton, 19.8 miles, was conveyed by deed to this company from the Louisville & Nashville 
Railroad Co. With this road, the A. B. & A. acquired the lease held by the Eastern Railway of 
Alabama on the Alabama Northern Railway, between Pyrlton and Ashland, 7.15 miles. On July 
1, 1907, the Alabama Northern Railway was purchased by the A. B. & A., payment being 
made in stock and bonds of the latter. On July 1, 1909, default was made on interest 
payments on the company's bonds, and H. M. Atkinson and P. S. Arkwright were appointed 
receivers on January 2, 1910. On March 19, S. F. Parjott was appointed coreceiver to 
succeed P. S. Arkwright, resigned. Because of Mr. Parrott's death, H. M. Atkinson was 
appointed sole receiver on September 28. Later S. L. Schoonmaker was appointed 
coreceiver. In 1913 E. T. Lamb was made sole receiver. The extension of the road from 
Pelham to Birmingham was completed and opened for traffic May 22, 1910. This completed 
the line from Brunswick, Ga., to the Birmingham district as originally planned, and the contract 
with the L. & N. Railroad Co. for trackage rights between Pelham and Birmingham and the 
use of its terminal facilities in Birmingham was thereupon terminated.  On July 5, 1913, Judge 
Don Pardee, of the Federal Court in Atlanta, Ga., upon petition of the Old Colony Trust Co., 
Boston, Mass., trustee of the first-mortgage bondholders, ordered foreclosure and sale of the 
property of the A. B. & A. Railroad Co., Georgia Terminal Co., and the Alabama Terminal Co. 
The sale was made on June 5 and 6, 1914, and the property of the three companies was bid 
in by Martin D. Wylly and Frederick Beltz— $4,641,000 for the A. B. & A. Railroad, $123,500 
for the Georgia Terminal, and $715,000 for the Alabama Terminal, the sale subject to all 
existing charges and obligations. The court reserved the right to resume possession of and 
resell the property if the terms of the sale were not complied with. The purchasers reorganized 
the company under the name of the Birmingham & Atlantic Railway Co. in August, 1914, but 
later notified the court that, on account of financial conditions, they were unable to complete 
the purchase. Accordingly, on December 1, Judge Pardee, again placed the property in the 
receivers' hands who operated it for the bondholders until December 30, 1915, when the 
purchasers finally complied with the terms of the sale, and the court ordered the delivery of all 
the properties of the three companies to the Atlanta, Birmingham & Atlantic Railway Co. at 
midnight, December 31, 1915. The combined properties have been operated by the 
reorganized company since the last-mentioned date.

Atlanta, Birmingham & Coast Railroad (Brunswick, GA ) 396 The Atlanta, Birmingham & Coast Railroad was incorporated by the Atlantic Coast Line 
Railroad to reorganize the Atlanta, Birmingham & Atlantic Railway. It provided an important 
connection between Birmingham, Atlanta & Brunswick. Brunswick, GA is located on the 
Atlantic Coast line, about half way between Savannah and Jacksonville. Brunswick was an 
important city because of its location. Likewise, Birmingham was at the center of an important 
Iron and steel industry. Both were important factors driving the success of the Atlanat, 
Birmingham & Coast Railway.

Atlantic & Great Western Railroad of New York (Jamestown, NY ) 387 The Atlantic & Great Western Railroad traced its origins to three separate railroads: the Erie & 
New York City Railroad based in Jamestown, New York; the Meadville Railroad based in 
Meadville, Pennsylvania (renamed A&GW in April 1858); and the Franklin & Warren Railroad 
based in Franklin Mills, Ohio (renamed A&GW in January 1853). Each of these railroads were 
then separately reincorporated under the Atlantic & Great Western title in the respective states 
of New York, Pennsylvania and Ohio.  The owners of the three railroads had been working 
closely together since an October 8, 1852 meeting in Cleveland to plan an expansion of the 
"Great Broad Route", the Erie Railroad, through their respective areas.  On March 12, 1862, 
general control of all three companies was placed under a central board made of two directors 
from each of the companies.   Construction reached Cleveland on November 18, 1863, where 
was connected to the Cincinnati, Hamilton and Dayton Railroad in Dayton on June 20, 1864; 
thus linking St. Louis with New York via a six-foot gauge line.  On August 19, 1865 an 
agreement was drafted to merge the three separate companies, each named Atlantic and 
Great Western Railroad in their respective states, into the Atlantic and Great Western Railway. 
On October 5 of that year the new company issued a $30 million mortgage to pay off the 
outstanding mortgages on various companies included in the merger.  The company went into 
the hands of a receiver, Robert B. Potter of New York, on April 1, 1867. Potter operated the 
railroad until December 1868 when it was leased for 12 years by the Erie Railroad. Jay Gould, 
then president of the Erie, arranged to have the company again placed into receivership, this 
time with Gould and W. A. O'Doherty as receivers. This receivership was transferred to 
Reuben Hitchcock of Cleveland in November 1869. In February 1870, the Erie again leased 
the company, pending foreclosure. The foreclosure took place and the property was 
purchased on July 26, 1871 by Gen. George B. McClellan, William Butler Duncan and Allen 
G. Thurman. A deed for the property was finalized on October 3, 1871. The new company was 
named the Atlantic and Great Western Railway, the same as the old, but on consolidation of 
the individual parts (one in each state) in November, the name was changed back to the 
Atlantic and Great Western Railroad.  In May 1874, the Atlantic and Great Western was again 
leased by the Erie, at terms very generous to the A&GW and its backer James McHenry. On 
December 10, 1874 the new president of the Erie, Hugh J. Jewett, repudiated the lease and 
the company went into the hands of a new receiver, J. H. Devereaux. This action lead to a 
series of lawsuits between McHenry and Jewett which brought shame to both companies. On 
January 10, 1880 the property was again sold at foreclosure and was reorganized as the New 
York, Pennsylvania and Ohio Railroad.

Atlantic & Great Western Railway (Salamanca, NY ) 501 The Atlantic & Great Western was organized by eastern U.S. and British investors who had 
financed the construction of the Erie Railroad. At the time, the Erie terminated in Salamanca, 
NY. The A&GW organizers hoped to build a network of lines that would extend the reach of 
the Erie into Ohio. Three earlier railroads formed the core of the Atlantic & Great Western 
system: the Erie & New York City Railroad, the Meadville Railroad, and the Franklin & Warren 
Railroad.  The organizers of these railroads met in Cleveland on October 8, 1852, to lay plans 
for the "Great Broad Route" that would extend the Erie's  broad gauge (6') railroad into 
western New York,  Pennsylvania and Ohio.  
 
Construction reached Cleveland on November 18, 1863, and was completed to Dayton, OH 
on June 20, 1864, where it connected with the Cincinnati, Hamilton & Dayton Railroad.  
 
Although the Cincinnati, Hamilton & Dayton was built as a standard gauge line, it constructed 
a dual gauge track between Dayton and Cincinnati, allowing the Atlantic & Great Western 
trains access to the important city of Cincinnati.   
 
In 1864, four broad gauge railroads provided a connecting service between St. Louis and 
Jersey City (via Ohio & Mississippi: St. Louis-Cincinnati; then via the CH&D from Cincinnati to 
Dayton; and thence to Salamanca, NY on the Atlantic & Great Western, and then on the Erie 
to Jersey City.   
 
The A&GW failed in April 1867, and was leased to the Erie for a short period. In 1880, the 
A&GW was sold under foreclosure and reorganized as the New York, Pennsylvania & Ohio 
Railroad. Also incorporated in PA (1857), and NY (1859).   
 
Chartered, 8/19/1865. Consolidation, 8/19/1865 of: Meadville Railroad (5/20/1857), later 
renamed Atlantic & Great Western Railway of Pennsylvania, 4/15/1858. Erie & New York City 
Railroad of New York (3/12/1852), later renamed Atlantic & Great Western Railway of New 
York, 12/9/1858. Franklin & Warren Railroad of Ohio (3/10/1851), later renamed Atlantic & 
Great Western Railway of Ohio, 10/17/1854.   Placed in receivership April 1, 1867, and 
operations transferred by lease to the Erie Railroad December 12, 1868. Placed in 
receivership again on April 9, 1869, and released to the Erie Railway January 1, 1870. and 
reorganized as the Atlantic & Great Western Railroad, November 10, 1871.    
 
Leased Lines:    
 
Cleveland & Mahoning Railroad and Branches (three rails), 80.18 miles.   
Cleveland & Mahoning Valley Railway, Cleveland, Ohio to State Line, Pennsylvania, 123.35 
miles.   
Cincinnati, Hamilton & Dayton Railroad, Dayton to Cincinnati, Ohio, 59.92 miles.   
Catawissa Railroad 12/1/1865.    
 
----- Detailed History   
 
The Atlantic & Great Western Railroad traced its origins to three separate railroads: the Erie & 
New York City Railroad based in Jamestown, New York; the Meadville Railroad based in 
Meadville, Pennsylvania (renamed A&GW in April 1858); and the Franklin & Warren Railroad 
based in Franklin Mills, Ohio (renamed A&GW in January 1853). Each of these railroads were 
then separately reincorporated under the Atlantic & Great Western title in the respective states 
of New York, Pennsylvania and Ohio.  The owners of the three railroads had been working 
closely together since an October 8, 1852 meeting in Cleveland to plan an expansion of the 
"Great Broad Route", the Erie Railroad, through their respective areas.  On March 12, 1862, 
general control of all three companies was placed under a central board made of two directors 
from each of the companies.   Construction reached Cleveland on November 18, 1863, where 
the railroad connected to the Cincinnati, Hamilton and Dayton Railroad in Dayton on June 20, 
1864; thus linking St. Louis with New York via a six-foot gauge line.  On August 19, 1865 an 
agreement was drafted to merge the three separate companies, each named Atlantic and 
Great Western Railroad in their respective states, into the Atlantic and Great Western Railway. 
On October 5 of that year the new company issued a $30 million mortgage to pay off the 
outstanding mortgages on various companies included in the merger.  The company went into 
the hands of a receiver, Robert B. Potter of New York, on April 1, 1867. Potter operated the 
railroad until December 1868 when it was leased for 12 years by the Erie Railroad. Jay Gould, 
then president of the Erie, arranged to have the company again placed into receivership, this 
time with Gould and W. A. O'Doherty as receivers. This receivership was transferred to 
Reuben Hitchcock of Cleveland in November 1869. In February 1870, the Erie again leased 
the company, pending foreclosure. The foreclosure took place and the property was 
purchased on July 26, 1871 by Gen. George B. McClellan, William Butler Duncan and Allen 
G. Thurman. A deed for the property was finalized on October 3, 1871. The new company was 
named the Atlantic and Great Western Railway, the same as the old, but on consolidation of 
the individual parts (one in each state) in November, the name was changed back to the 
Atlantic and Great Western Railroad.  In May 1874, the Atlantic and Great Western was again 
leased by the Erie, at terms very generous to the A&GW and its backer James McHenry. On 
December 10, 1874 the new president of the Erie, Hugh J. Jewett, repudiated the lease and 
the company went into the hands of a new receiver, J. H. Devereaux. This action lead to a 
series of lawsuits between McHenry and Jewett which brought shame to both companies. On 
January 10, 1880 the property was again sold at foreclosure and was reorganized as the New 
York, Pennsylvania and Ohio Railroad.

Atlantic & Gulf Railroad (Savannah, GA ) 350 Overview- See Ref 2 for details;  
 
Henry B. Plant bought the Atlantic & Gulf in 1879 at a foreclosure sale and consolidated the 
road with the Savannah, Albany & Gulf Railroad and then renamed it the Savannah, Florida, & 
Western Railway. The Savannah, Florida & Western formed the keystone for dozens of other 
railroads that were acquired by Plant. In 1902 the Atlantic Coast Line Railroad acquired the 
entire Plant System, connecting at Charleston, SC.    
 
Atlantic & Gulf History 
 
The Atlantic and Gulf Railroad was chartered in December 1856 to run west from Savannah, 
and to run south of Albany via Thomasville. Rather than build all the way to Savannah, it used 
the Savannah, Albany and Gulf's line.    
 
The Savannah and Albany Railroad was chartered December 25, 1847 to connect Savannah 
to Albany, Georgia. In 1853 it was renamed as the Savannah, Albany and Gulf Railroad, and it 
opened in 1858 from Savannah west to Screven, just west of Jesup. The line from Screven 
west to Blackshear was opened  in April 1859, to Homerville around October, Valdosta in July 
1860, and Thomasville soon after. Construction stopped then due to the American Civil War.  
 
The Atlantic & Gulf and the Savannah, Albany & Gulf companies merged in May 1863, 
forming the second Atlantic and Gulf Railroad from Savannah to Thomasville.  The Atlantic & 
Gulf Railway was reorganized on November 14, 1879, becoming the Savannah, Florida & 
Western.    
 
Corporate history-  The first Atlantic & Gulf Railroad was chartered in 1849, and apparently 
was rechartered as the Atlantic & Gulf Railway Company in 1856 to construct a 69 mile 
railroad from the terminus of the Savannah & Albany Railroad (became the Savannah, Albany 
& Gulf Railroad), at Savannah to the Gulf of Mexico, at Pensacola or Mobile. 200 miles of 
road was completed to Thomasville, GA in 1861.  
 
During the war 60 miles of the road were destroyed.   In May 1863, the Company reorganized, 
becoming the Atlantic & Gulf Railroad and consolidating the Savannah, Albany & Gulf 
Railroad (Savannah to Screven, Georgia) into this company at this time.  
 
The Live Oak branch to Georgia State Line was purchased from the Pensacola & Georgia 
Railroad in 1866.   In 1867 and 1868 the Florida Branch and the Extension to Bainbridge were 
completed. In 1869-70 the South Georgia & Florida Railroad (Thomasville to Albany), 58 miles 
in length, was absorbed, and became the property of the Atlantic & Gulf Railroad Company.  
 
The principal lines operated at this time were: Savannah to Bainbridge, Georgia, 237 miles. 
Branches: Dupont, Georgia to Live Oak, Florida, 48 miles,  Thomasville to Albany, Georgia, 58 
miles.    
 
The Atlantic & Gulf defaulted, January 1, 1877, and the road was sold at a foreclosure sale to 
Henry B. Plant on November 14, 1879, who formed the Savannah, Florida & Western 
Railroad to operate the property. The Savannah, Florida & Western was the largest 
component of what became known as the Plant System. When Plant died in 1899, the railroad 
was purchased by the Atlantic Coast Line Railroad in 1903. 

Atlantic & Pacific (Albuquerque (isleta), NM ) 730 7,529 The Western Division of the Atlantic & Pacific Railroad became the main line of the Santa Fe 
Railroad.Atlantic & Pacific Railroad (Springfield, MO ) 943 Construction of the Atlantic & Pacific Railroad formed an important part of the future mainlines 
of the Atchison, Topeka & Santa Fe and the St. Louis & San Francisco Railroads.Atlantic & St. Lawrence Railroad  (Portland, ME ) 165 The Atlantic & St. Lawrence was the third oldest railroad to be constructed in Maine, and, with 
the St. Lawrence & Atlantic Railroad, built the first railroad to connect Portland, ME and 
Montreal. The two railroads were the world's first international railway.

Atlantic & Superior Railway (Atlantic Mine (Houghton), MI ) 10 The Atlantic & Lake Superior Railway was one of the largest short line railroads in the Copper 
Country.Atlantic Coast Line Company (Richmond, VA ) 4,396 The Atlantic Coast Line Company was organized by William T. Walters of Baltimore, on May 
29, 1889 to own and control a 2,100 mile connected series of railroads extending from 
Richmond, Virginia and Norfolk, Virginia to Wilmington, North Carolina, Charleston and Port 
Royal, South Carolina, and Augusta, Georgia operated under the name of Atlantic Coast Line. 
The Railroads included in this system on June 30, 1899 were the Atlantic Coast Line Railroad 
of South Carolina, Central Railroad of South Carolina, Atlantic Coast Line Railroad of Virginia, 
Norfolk & Carolina Railroad, Charleston & Western Carolina Railway, Augusta Terminal 
Railway, Wilmington & Weldon Railroad, Wilmington Dummy Line, Northwestern Railroad of 
South Carolina.
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Atlantic Coast Line Railroad (Richmond, VA ) 6,060 The Atlantic Coast LIne Railroad and the Seaboard Airline Railroads were the two largest 
railroads operating between Washington, DC and Miami, FL. Eventually, they were merged.Atlantic Seaboard Despatch (Chicago, IL ) The Atlantic Seaboard Despatch was formed by Max Epstein, who was then employed in the 
Chicago Stockyards by the German-American Provision Company. In 1898 Epstein heard that 
the Duquesne Brewing Company of Pittsburgh was seeking to purchase 20 second hand 
refrigerator cars. Epstein was able to find a meat packer in the Stockyards that was getting 
ready to sell the 48 used cars. Epstein had one car cleaned and painted with the Duquesne 
Brewing Company logo on the exterior of the car. The brewing company liked the idea, and 
purchased the cars from Epstein. The packing company still needed to sell the remaining 28 
cars, which proved difficult, since the potential buyers did not have enough money to operate 
their own fleet of cars.  Epstein then formed the Atlantic Seaboard Despatch company to own 
and operate a fleet of refrigerator cars for various lessees. In 1917, Atlantic Seaboard 
operated refrigerated dairy cars, and a much larger number of Beer cars (w/o ice tanks). The 
dairy cars were leased to the Nickel Plate-Lackawanna Diary Line. 
 
The business was incorporated as the German-American Car Company in 1902 in West 
Virginia, and became the General American Tank Car Corporation in 1916, and then General 
American Transportation Corporation in 1933. 

Atlantic Shore Line Railway (Kennebunkport, ME ) 87 The railroad was the second longest trolley line in Maine, encompassing over 87 miles of 
track.Atlantic, Mississippi & Ohio Railroad (Norfolk, VA ) 408 The Atlantic, Mississippi & Ohio was chartered on June 17, 1870 to complete the construction 
of the Virginia & Kentucky Railroad Company.  The Norfolk & Petersburg Railroad (Norfolk, VA 
to Petersburg, VA), the South Side Railroad (Petersburg, VA to Lynchburg, VA), the Virginia & 
Tennessee Railroad (Lynchburg, VA to Bristol, TN) and the Virginia & Kentucky Railroad 
(Bristol, TN to Cumberland Gap, KY) formed what eventually became the Norfolk & Western 
Railway mainline from Norfolk to Bristol, TN.

Attica & Allegheny Valley Railroad (Attica, NY ) 25 The Attica & Allegheny Valley Railroad was the first railroad to attempt to build a line from 
Attica, NY to Arcade, near the Pennsylvania state line, being incorporated in 1852. Augusta & Aiken Railway (Augusta, GA ) 24 The Augusta-Aiken Railway began regular service on December 9, 1902 as the first 
interurban line in Georgia and at 25 miles in length, one of the longest in the Southeast. [ 4 pp 
58] The street railway service was discontinued in 1929, [4, pp 59] In 1906, the Augusta-Aiken 
Railway & Electric Corporation of South Carolina was formed to operate the line in South 
Carolina (1906-1928). [4] 

Aurizon (Australia) Aurizon is a freight rail transport company in Australia, formerly named QR National. As of 
2015 it was the world’s largest rail transporter of coal from mine to port. Formerly a 
Queensland Government-owned company, it was privatised and floated on the ASX in 
November 2010. The company was originally established in 2004–05 when the coal, bulk, and 
container transport divisions from Queensland Rail were brought under one banner, as QR 
National. The new name, Aurizon, comes from the words Australia and Horizon.

Aurora Shops, Chicago, Burlington & Quincy Railroad (Aurora, IL )
Austin City Railway Company (Austin, NV ) 3 7.5% The Austin City Railway was a narrow gauge railroad built in 1881 by Allan A. Curtis from the 

terminus of the Nevada Central Railway at Clifton, Nevada, to the Manhattan Silver Mining 
Company mines, less than three miles away. The railroad went out of business in 1889. [3]

Australian National Railways Commission 
 (Australia)

Australian National was a railway operator owned by the Government of Australia. It was 
known as Australian National Railways in its early years, before being rebranded as Australian 
National. 
 
Australian National Railways was established by the Whitlam Federal Government following a 
commitment made in the 1972 election to invite the states to hand over their railway systems 
to the federal government. On 1 July 1975 Australian National Railways was formed taking 
over the operations of the Federal Government owned Commonwealth Railways. 
 
Areas served 
 
- Northern Territory 
- South Australia 
- Western Australia 
 
History 
 
The State Governments of South Australia and Tasmania whose railway systems were deeply 
in debt, accepted. During the next two years discussions between these two states and the 
federal government resulted in a number of staffing and operating agreements being made 
that resulted in all South Australian Railways services (except the Adelaide metropolitan 
passenger network) and all Tasmanian Government Railways services transferring to 
Australian National Railway in March 1978, the latter being rebranded AN Tasrail. 
 
Overnight Australian National Railways went from an organisation controlling just over 2,000 
kilometres of track with a total staff of 4,000 employees to the operator of 20% of Australia's 
rail network. It now controlled 7,890 kilometres of rail track being 2,395 km of broad gauge, 
2,812 km of standard gauge and 2,683 km of narrow gauge track. The narrow gauge track 
included 851 km in Tasmania and 748 km on South Australia's isolated Eyre Peninsula 
Railway. The remainder of the narrow gauge tracks were two short lines in the Mid North of 
South Australia radiating from Peterborough and Gladstone and the famous Ghan line from 
Marree to Alice Springs in the Northern Territory. The total number of employees numbered 
just over 12,000. 
 
Australian National Railways was a federal government owned corporation and, in 1978 the 
Fraser Government made it clear it was expected to achieve a financial break-even point 
during the next 10 years. This decision was unique in Australia's railway history because with 
the exception of Commonwealth Railways, all the State systems were running at a loss, being 
financially supported by their respective governments. The Commission appointed a 
professional engineer with overseas experience as General Manager in a break from the 
traditional railway practice of making such appointments from within the organisations. 
 
The Commission's first Corporate Plan in 1979 set out six ways that the Commission was to 
pursue if it was to survive. These were: 
 
- Concentrating its marketing drive on bulk traffic, inter-capital freight and major city freight 
 
- Seeking agreement to cease services where there is little or no demand for the services 
 
- Rationalisation of services and withdrawal of services not effectively demanded 
 
- Implement technological changes in all areas of railway operation particularly track 
maintenance 
 
- Acquire larger and more efficient locomotives and rolling stock to operate trains at maximum 
capacity 
 
- Pursue a vigorous policy directed towards staff reductions and more efficient use of 
manpower 
 
 
In 1980, a delegation of senior staff and led by the General Manager visited North America to 
examine current railway practices. In Canada the delegation had talks with Canadian National 
Railway (which like Australian National was government-owned) and Canadian Pacific 
Railway. In the United States contact was made with Chessie System and Southern Pacific 
Railroad. The areas looked at included marketing and pricing, finance and planning, 
engineering and staff training. 
 
On 12 March 1980, a new green and yellow corporate identity was launched with GM1 the 
first locomotive painted. 
 
In October 1980, a new standard gauge line from Tarcoola to Alice Springs opened replacing 
the narrow gauge Central Australian Railway which closed in December 1980. In December 
1982, the Adelaide to Crystal Brook line was converted to standard gauge. 
 
Ownership of the Queanbeyan to Canberra railway line was transferred to the State Rail 
Authority in May 1985. 
 
Locomotives 
 
Australian National Railways inherited the following diesel locomotive classes: 
 
Commonwealth Railways standard gauge: DE, GM, CL 
Commonwealth Railways narrow gauge: NC, NSU, NT, NJ 
South Australian Railways: 350, 500, 600, 700, 800, 830, 900, 930 
Tasmanian Government Railways: X, Y, Z, Za 
Built new for Australian National were the AL, BL, DL, EL and AN classes all for standard 
gauge use. 
 
Also purchased were five T class locomotives from V/Line in 1993 that were reclassed as 
CKs. 
 
In 1986, a new computer system required the class leaders of the former South Australian 
Railways to be renumbered as the last member of the class, e.g. 600 became 607. 
 
Passenger services 
 
Australian National operated passenger services within South Australia, primarily using 
Bluebird railcars. In December 1986, Australian National reintroduced services to Whyalla and 
Broken Hill using CB railcars. The remaining services were withdrawn in 1990. It also 
operated The Ghan. It also operated the Indian Pacific in partnership with the Public Transport 
Commission and Westrail and The Overland in partnership with the Victorian Railways. It took 
over the running of these services in full in February 1993 and 1994 respectively. 
 
Australian National also operated the Trans Australian until June 1991 and The Alice between 
November 1983 and mid-1988. 
 
Trailerail 
 
Australian National operated Roadrailers under the Trailerail brand 
Australian National entered a joint venture with National Rail to operate Roadrailers under the 
Trailerail brand. In November 1994, the first service commenced operating between Adelaide 
and Perth followed in November 1995 by a service from Adelaide to Melbourne. In 1996, 
Australian National withdrew from the joint venture with National Rail taking over its share. 
 
Demise 
 
Following the formation of National Rail, Australian National's interstate freight operations and 
rolling stock were transferred in 1994. 
 
In November 1996, the Federal Government announced a major rail reform package that 
included the sale of Australian National. 
 
On 1 November 1997, The Ghan, Indian Pacific and Overland passenger services were sold 
to Great Southern Rail, the South Australian intrastate services to Genesee & Wyoming 
Australia and AN Tasrail to the Australian Transport Network. 
 
In July 1998, the railway infrastructure operated by Australian National's Track Access 
division, was transferred to the federal government owned Australian Rail Track Corporation. 
 
In October 2000, following the resolution of outstanding issues relating to property and 
employee compensation Australian National was wound up. 

Austrian Federal Railways (Austria) 3,020 The Austrian Federal Railways (German: Österreichische Bundesbahnen or ÖBB, formerly 
the Bundesbahn Österreich or BBÖ) is the national railway system of Austria, and the 
administrator of Liechtenstein's railways. The ÖBB group is owned entirely by the Republic of 
Austria and is divided into several separate businesses that manage the infrastructure and 
operate passenger and freight services. 
The Austrian Federal Railways has had two discrete periods of existence. It was first formed 
in 1923, using the Bundesbahn Österreich name, as a successor to the Imperial Royal 
Austrian State Railways (kkStB), but was incorporated into the Deutsche Reichsbahn during 
the 1938-1945 Anschluss. It was reformed in 1947, using the slightly different Österreichische 
Bundesbahnen name, and remains in existence in this form. 
 
Major changes currently being made to the Austrian railway network are the construction of 
the Wien Hauptbahnhof (Vienna main station), the Koralm Railway, the Semmering Base 
Tunnel and the Brenner Base Tunnel connection with Italy. 
 
History 
 
    1882 – Gradual nationalisation of the railway network of the Austro-Hungarian Empire into 
the Imperial Royal Austrian State Railways (Kaiserlich-königliche österreichische 
Staatsbahnen, kkStB). By the outbreak of the first world war, the only major railway in Austria 
to remain in private hands was the Austrian Southern Railway (Südbahn). 
    1918 – After the break-up of the Austro-Hungarian Empire following the first world war, the 
Austrian rump of kkStB remained in state control under the name Deutschösterreichische 
Staatsbahnen (DÖStB), which was renamed the Österreichische Staatsbahnen (ÖStB) in 
1919. 
    1923 – Foundation of the independent, commercial enterprise, the Bundesbahn Österreich 
(which used the abbreviation BBÖ, because ÖBB was already taken by the Swiss Oensingen-
Balsthal-Bahn). This company took over the assets of the ÖStB and the Südbahn, together 
with other minor railways. 
    1938 – The Anschluss of Austria into the German Empire. The BBÖ was taken over by the 
Deutsche Reichsbahn. During the Second World War about 41% of the Austrian railway 
network was destroyed. 
    1947 – The company was reformed using the slightly different name of Österreichische 
Bundesbahnen and the abbreviation ÖBB (by that time the Swiss private railway used the 
abbreviation SP for its goods wagons in international traffic, so its abbreviation ÖBB could 
now be appropriated) as a state-owned company. Their infrastructure was rebuilt and 
electrification was accelerated. 
    1969 – A new federal railway law was enacted. The ÖBB became a non-independent, 
economic entity, that was run as a branch of the government's industrial programme and 
remained entirely within the Federal budget. 
    1992 – The ÖBB were broken out of the federal budget and turned into company with its 
own legal status (a cross between a GmbH and an AG in Austrian commercial terms). The 
company is 100% owned by the Republic of Austria. This change had two primary aims: 1. It 
had to conform to EU rules on the admission of Austria into the European Union. 2. The 
financial demand on the public purse was to be reduced as a result of improvements in 
efficiency and the pressure of competition. 
    2004 – The ÖBB were reorganised into ÖBB Holding AG and a number of operating 
subsidiaries. The holding company was to oversee the operations of the companies assigned 
to it, coordinate a coherent strategic approach and allocate tasks for the whole enterprise. 
    1 January 2005 – The subsidiaries of ÖBB-Holding AG became autonomous and 
independent operationally. See below. 
 
The Austrian rail system is largely electrified. Electrification of the system began in 1912 but 
did not reach an advanced state until the 1950s. The last steam locomotive in regular service 
on the standard gauge network was retired in 1978. 
 
The post-war laws related to the Austrian railways were the: 
 
    Eisenbahngesetz (EisbG 1957), 
    Schieneninfrastrukturfinanzierungsgesetz (SCHIG 1999), 
    Eisenbahnhochleistungsstreckengesetz (HIG 1999) and 
    Bundesbahngesetz (1992). 
 
Current structure 
 
By a law of August 2009, the organisational structure dating from 2005 was further modified; 
the railways are under the control of ÖBB-Holding AG, a holding company wholly owned by 
the Austrian state, under the Bundesministerium für Verkehr, Innovation und Technologie. 
 
The holding company has (2014) a number of subsidiaries 
 
Operating subsidiary: 
    ÖBB-Personenverkehr AG (Passenger transport) 
        ÖBB-Postbus GmbH, 100% subsidiary 
        ÖBB-Produktion GmbH, 50% subsidiary 
        ÖBB-Technische Services GmbH, 49% subsidiary 
        ÖBB Rail Tours|Rail Tours Touristik GmbH, 100% subsidiary 
    Rail Cargo Austria AG (RCA) (Freight transport) 
        Rail Cargo Hungaria Zrt., 100% subsidiary 
        ÖBB-Produktion GmbH, 50% subsidiary 
        ÖBB-Technische Services GmbH, 51% subsidiary 
        Rail Cargo Logistics - Austria GmbH 
    ÖBB-Infrastruktur AG (Infrastructure planning, management, and construction) 
        ÖBB-Immobilienmanagement GmbH, 100% subsidiary 
        Mungos Sicher & Sauber GmbH, 100% subsidiary 
        Rail Equipment GmbH, 100% subsidiary 
 
Subsidiary companies of ÖBB-Holding AG: 
 
    ÖBB-Shared Service Center GmbH 100% subsidiary 
    ÖBB-IKT GmbH 100% subsidiary 
    ÖBB-Werbung GmbH 100% subsidiary 
    European Contract Logistics - Austria GmbH 100% subsidiary 
 
Subsidiary companies of ÖBB-Personenverkehr AG and Rail Cargo Austria AG are: 
 
    ÖBB-Produktion GmbH (provision of locomotives) 
    ÖBB-Technische Services GmbH (technical services) 
 
Infrastructure 
 
The infrastructure of the state-owned Austrian network is managed by ÖBB-Infrastruktur AG, 
which was formed from former infrastructure-related units including Brenner Eisenbahn 
GmbH. It now manages 9,740 km of track, 788 signal boxes, 247 tunnels, 6,207 bridges and 
eight hydro-electric power (hep) stations for the 16.7 Hz electrification system, and two hep 
stations for 50 Hz power generation. 
 
At the end of 2009 it employed 17,612 staff. 
 
Statistics 
 
According to the Annual Report 2013, the company employs 39,513, there of 13,599 
employees, 24,251 tenured employees and 1,663 apprentices. In 2013, ÖBB-
Personenverkehr AG carried 469 million passengers of which 235 million were bus 
passengers. The ÖBB has 
 
    4,859 km (3,020 route miles); 72% electrified 
    1,128 train stations 
    1,093 locomotives. 
    2,799 passenger vehicles 
    26,518 freight wagons 
    2,200 busses 
    ÖBB's bus services travel 52,500,000 km (32,621,988 mi) per year. 
 
Principal Lines 
 
    Western Railway from Wien Westbahnhof via St. Pölten Hauptbahnhof and Linz 
Hauptbahnhof to Salzburg Hauptbahnhof, including a parallel high-speed rail section ("New 
Western Railway") from Wien Meidling railway station to Linz 
    Southern Railway from Wien Hauptbahnhof (under construction)/Wien Meidling to Graz 
Hauptbahnhof, including the Semmering railway section - a UNESCO World Heritage Site 
        continuation to Klagenfurt by the Koralm Railway (under construction) 
    Northern Railway from Wien Praterstern railway station to Bfieclav, Czech Republic 
    Eastern Railway from Vienna Hauptbahnhof (under construction) to Hegyeshalom, Hungary 
and Budapest Keleti railway station 
    Emperor Franz Joseph Railway from Wien Franz-Josefs-Bahnhof to Gmünd, Lower Austria 
and âeské Velenice, Czech Republic 
    Salzburg-Tyrol Railway from Salzburg Hauptbahnhof to Wörgl Hauptbahnhof 
    Enns Valley Railway from the Salzburg-Tyrol Railway at Bischofshofen to Selzthal 
    Tauern Railway from the Salzburg-Tyrol Railway at Schwarzach/Sankt Veit to Spittal an der 
Drau via the Tauern Railway Tunnel 
    Lower Inn Valley Railway from the German border near Kufstein railway station via Wörgl 
Hauptbahnhof to Innsbruck Hauptbahnhof; to be relieved by the New Lower Inn Valley railway 
line (under construction), part of the Trans-European Berlin–Palermo railway axis 
        western continuation by the Arlberg Railway to Bludenz railway station via the Arlberg 
Railway Tunnel 
        northwestern continuation by the Mittenwald Railway to Garmisch-Partenkirchen, 
Germany and the Ausserfern Railway to Kempten Hauptbahnhof 
        southern continuation by the Brenner Railway to Bolzano, Italy and Verona via the 
Innsbruck bypass and the Brenner Pass, to be replaced by the Brenner Base Tunnel 
(planned) 
 
Rail links to adjacent countries 
 
All neighbouring railways have the same gauge. 
 
    Czech Republic  — voltage and frequency change to 25 kV 50 Hz AC 
    Germany  — same voltage and frequency 15 kV 16.7 Hz AC 
    Hungary  — voltage and frequency change to 25 kV 50 Hz AC 
    Italy — voltage and frequency change to 3 kV DC 
    Liechtenstein  — same voltage and frequency 15 kV 16.7 Hz AC 
    Slovakia  — voltage and frequency change to 25 kV 50 Hz AC 
    Slovenia — voltage and frequency change to 3 kV DC 
    Switzerland  — same voltage and frequency 15 kV 16.7 Hz AC 

Auto-Train Corp (Lorton, VA ) 805 Auto-Train began operations between Washington, DC and Sanford, FL in 1971, using the 
Seaboard Coast Line Route.  The company was founded by Eugene Garfield. A costly and 
unprofitable expansion followed, including the establishment of service from Louisville, KY to 
Sanford, FL. As a result, the company entered bankruptcy in Sepember 7, 1980. Amtrak 
subsequently took over its operations in 1983, and continues to operate the service.

Avontuur Railway (Port Elizabeth, South Africa) 177 The Avontuur Railway (Apple Express) was the longest 2 ft (610 mm) narrow gauge route in 
the world at a length of 285 kilometres (177 mi).[Baharia Military Railway (Sandagfa 

 
, Egypt)

83 10.0%
Baikal-Amur Magistral (Tayshet, Russia) 2,687 4.0% The Soviet government conceived of BAM as a second railway link (the Trans-

SiberianRailway being the first) to the Pacific Ocean that would improve transportation and 
communications between the European and Asian sectors of the USSR. The BAM's costs 
were estimated at $14 billion, and involved 500,000 workers.  Due to the severe terrain, 
weather, length and cost Soviet premier Leonid Brezhnev described BAM as "the construction 
project of the century." Initial construction began in 1932 but was not completed until 1991. 

Baldwin & Whitney Co. (Philadelphia, PA ) The Baldwin Locomotive Works was owned by the partnership Burnham, Parry, Williams & 
Co.   Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with an annual 
production capacity of 800 locomotives.  The founder of what became the Baldwin Locomotive 
Works was Matthias W. Baldwin. Baldwin had been forced by hard financial times to take on a 
series of partners between 1839 and 1846, and the firm's name changed repeatedly as a 
result.   It was known as   Baldwin, Vail & Hufty (1839-1842);  Baldwin & Whitney (1842-1845);  
M.W. Baldwin (1846-1853); and M.W. Baldwin & Co. (1854-1866).   After Baldwin's death in 
1866 the firm was known as   M. Baird & Co. (1867-1873);  Burnham, Parry, Williams & Co. 
(1873-1890);  Burnham, Williams & Co. (1891-1909);  It was finally incorporated as the 
Baldwin Locomotive Works in 1909. The company's phenomenal growth ended with in the 
mid-1920s as the U.S. railroad industry began its long decline. Despite various mergers and 
acquisitions--and an increased attention to the development of diesel engines--a slow but sure 
decline set in. Baldwin declared bankruptcy in 1935. World War Two brought a temporary 
respite, but after the war the steam locomotive was obsolete and orders rapidly diminished. 
The Westinghouse Corporation bought Baldwin in 1948 but was unable to turn the company 
around. In 1950 the Lima-Hamilton Corporation and Baldwin merged but in 1956 the last of 
some 70,541 locomotives was produced. (Smithsonian)

Baldwin Locomotive Works (Philadelphia, PA ) Between 1870 and 1907 Baldwin was the largest locomotive manufacturer and one of the 
largest concerns of any type in the United States. During the period from 1831 to 1956, it 
constructed over 70,000 locomotives that were sold to railroads around the world. Its 
locomotives were the standard of the industry for close to 100 years. It was the only North 
American locomotive manufacturer of some 150 steam builders to survive intact from the 
dawn of railroads to the end of the steam age. Originally, its plant was located at North Broad 
Street in Philadelphia, where it employed 18,000 workers It was later moved in 1906 to 
Eddystone, PA, a suburb of Philadelphia.

Baldwin-Lima-Hamilton Locomotive Company (Philadelphia, PA ) Baldwin merged with the Lima-Hamilton Company and the Austin-Western Company and 
became the Baldwin-Lima-Hamilton Company, which continued until 1972. Rail car (Austin-
Western) production ended in 1963.

Baldwin-Westinghouse (East Pittsburgh, PA ) Baldwin-Westinghouse was formed by the Baldwin Locomotive Company and Westinghouse 
to build Electric powered locomotives. Westinghouse provided the electrical equipment and 
Baldwin provided the car bodies. This partnership built 189 electric locomotives for interurban, 
switching and industrial railroads in Canada and the United States between 1896 and 1937.  
From the early years of the 20th century Baldwin formed a joint venture relationship with the 
Westinghouse Electric Company to build electric locomotives for American and foreign 
markets. The electric locomotive was increasingly popular; electrification was expensive, but 
for high traffic levels or mountainous terrain it could pay for itself, and in addition some cities 
like New York, were banning the steam locomotive because of its pollution and the propensity 
for accidents in smoke-choked terminals. Baldwin built or subcontracted out the bodywork and 
running gear, while  Westinghouse supplied the electric traction motors, and motor control 
mechanisms. In 1953, Westinghouse discontinued building electric traction motors and related 
equipment, which forced Baldwin to purchase electrical equipment from General Electric.  
Baldwin built the famed EP-1 (1906), EF-1 (1912) and EP-2 (1923) box cab electric 
locomotives for the New York, New Haven and Hartford Railroad. Baldwin also delivered the 
EP-3 box cab electric locomotives to the Milwaukee Road for use on their line between 
Harlowton, Montana, and Avery, Idaho.  Baldwin built several electric locomotive types for the 
Pennsylvania Railroad as well including the P5A, R1 and the famed GG1. Baldwin built the 
first GG1 prototype electric locomotive for use on the Pennsylvania Railroad’s electrified line, 
which was completed in 1935 between New York and Washington, D.C.

Baldwin, Vail & Hufty (Philadelphia, PA ) The Baldwin Locomotive Works was owned by the partnership Burnham, Parry, Williams & 
Co.   Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with an annual 
production capacity of 800 locomotives.  The founder of what became the Baldwin Locomotive 
Works was Matthias W. Baldwin. Baldwin had been forced by hard financial times to take on a 
series of partners between 1839 and 1846, and the firm's name changed repeatedly as a 
result.   It was known as   Baldwin, Vail & Hufty (1839-1842);  Baldwin & Whitney (1842-1845);  
M.W. Baldwin (1846-1853); and M.W. Baldwin & Co. (1854-1866).   After Baldwin's death in 
1866 the firm was known as   M. Baird & Co. (1867-1873);  Burnham, Parry, Williams & Co. 
(1873-1890);  Burnham, Williams & Co. (1891-1909);  It was finally incorporated as the 
Baldwin Locomotive Works in 1909. The company's phenomenal growth ended with in the 
mid-1920s as the U.S. railroad industry began its long decline. Despite various mergers and 
acquisitions--and an increased attention to the development of diesel engines--a slow but sure 
decline set in. Baldwin declared bankruptcy in 1935. World War Two brought a temporary 
respite, but after the war the steam locomotive was obsolete and orders rapidly diminished. 
The Westinghouse Corporation bought Baldwin in 1948 but was unable to turn the company 
around. In 1950 the Lima-Hamilton Corporation and Baldwin merged but in 1956 the last of 
some 70,541 locomotives was produced. (Smithsonian)

Baltimore & Ohio Chicago Terminal Railroad (Chicago, IL ) 86 The Baltimore and Ohio Chicago Terminal Railroad (reporting mark BOCT) is a terminal 
railroad in the Chicago area, formerly giving various other companies access to (Chicago's) 
Grand Central Station. It also served to connect those railroads for freight transfers, and is 
now controlled by CSX Corporation,[1] the successor to the Baltimore and Ohio Railroad. 
 
The predecessor (the Chicago Terminal Transfer Railroad) of the B&OCT was formed in 1885. 
The B&OCT owned the passenger (Grand Central Station) and freight terminal property used 
by the B&O in Chicago. It also provided all switching and terminal services and facilities in the 
Chicago area for the B&O, and the tenants that leased its facilities: the Baltimore & Ohio 
Railroad, the Chicago Great Western Railway, the Chicago, Hammond & Western Railway 
(Indiana Harbor Belt Railroad), the Chicago Junction Railway, the  Pere Marquette Railroad, 
the Suburban Railroad (Chicago & West Towns), the Terre Haute & Southeastern Railway, 
(Milwaukee Railroad), and the Minneapolis, St. Paul & Sault Ste. Marie Railway (SOO/
Canadian Pacific System)  Incorporated, January 7, 1910, by the Baltimore & Ohio Railroad 
as successor to the Chicago Terminal Transfer Railroad, which was sold at foreclosure.    
 
Corporate History   
 
On Jan. 6. 1910 the Baltimore & Ohio Chicago Terminal Railroad Co. purchased at 
foreclosure sale all of the properties of the Chicago Terminal Transfer Railroad Co.  The 
Chicago Terminal Transfer Railroad Co. purchased the property sold under foreclosure of the 
Chicago and Northern Pacific Railroad Co. It also leased and then purchased the property of 
the Chicago & Calumet Terminal Railway Co. Deed from Chicago & Northern Pacific Railroad 
Co. to the Chicago Terminal Transfer Railroad Co. dated June 9, 1897.  The Chicago & 
Northern Pacific Railroad Co. leased and then purchased the property of the Chicago & Great 
Western Railroad Co., the Chicago Harlem and Batavta Railway Co. and the Bridgeport and 
South Chicago Railroad Co. The Chicago & Calumet Terminal Railway Co. purchased the 
property of the Calumet River Railway Co. of Indiana and the Hammond and Lake Michigan 
Railway Co. of Indiana.  The Chicago & Northern Pacific Railroad Co. was organized Nov. 25, 
1889; the Chicago. Harlem and Batavla Railway Co. was organized Jan. 5, 1886; the 
Bridgeport & South Chicago Railroad Co. was organized March 24, 1887, and the Chicago 
and Calumet Terminal Railway Co. was organized July 2, 1886. all under the general laws of 
the State of Illinois. The Chicago & Great Western Railroad Company was organized under a 
special Act of the Legislature of Illinois, approved Feb. 28, 1867, Incorporating the LaSalle & 
Chicago Railroad Co., the name of which was subsequently changed.   
 
The Calumet River Railway Co. of Indiana was organized Sept. 1, 1886, under the general 
laws of Indiana. The Hammond and Lake Michigan Railway Co. was organized Feb. 25, 1887, 
under the general laws of Indiana.

Baltimore & Ohio Railroad (Baltimore, OH ) 6,396 2.2% The B&O was the first successful railroad to be built in American, and the first company to 
operate a locomotive built in America, with the "Tom Thumb" in 1829. It built the first 
passenger and freight station (Mount Clare in 1829) and published the first timetable (May 23, 
1830). On December 24, 1852, it became the first rail line to reach the Ohio River from the 
eastern seaboard.  It was the first railroad in America to use an electric locomotive for use in 
the Howard Street Tunnel in Baltimore.

Baltimore & Ohio Southwestern Railway (Belpre, OH ) 933 The Baltimore & Ohio Southwestern comprised the Southwestern Division of the B&O, which 
ran from the Parkersburg Bridge, WV to Cincinnati, Louisville (branch), and St. Louis.   It has 
branch lines extending from Marietta to Belpre, Hamden to Portsmouth, and Blanchester to 
Hillsboro, all in Ohio; Rivervale to Bedford, and North Vernon to New Albany, Ind., and from 
Shawneetown to Beardstown, Ill.  
 
Most of the B&OSW line was originally built as Ohio & Mississippi to connect Cincinnati and 
St. Louis. It was a 6 foot line, and was standard gauged in 1877. The Ohio & Mississippi was 
part of a national network of wide gauge railroad-the largest being the Erie. This line was 
reorganized and acquired by B&OSW.    
 
Around 1917, the B&OSW appears to have merged with the B&O.  The B&O lines from 
Baltimore to St. Louis and Cincinnati, and from Cincinnati to Detroit can be directly traced to 
this ancestry.     
 
The B&OSW line from Parkersburg to Cincinnati was formed by the reorganization of the 
Cincinnati, Washington & Baltimore, as the successor to the Marietta & Cincinnati Railroad 
and Cincinnati & Baltimore Railway. These two roads were re-organized as the Cincinnati, 
Washington & Baltimore Railroad, which then became the Baltimore & Ohio Southwestern 
Railroad.     
 
The line to St. Louis was built by the Ohio & Mississippi, which was closely affiliated with the 
B&OSW. The Ohio & Mississippi line had originally been built as a broad gauge line (6'0") and 
was standard gauged  in 1871with financial support from the B&O. During the same year, a 
bridge had been built across the Ohio River at Parkersburg, WV by a predecessor of the B&O, 
thus providing the O&M with a through route from St. Louis to Baltimore.     
 
The Marietta & Cincinnati (M&C) had built a bridge across the Ohio River at Parkersburg, WV, 
which was opened in January, 1871. The bridge was a key development allowing the B&O to 
eventually extend its line to St. Louis.   Later, the M&C used a related company, the Cincinnati 
& Baltimore Railway to open a line from St. Bernard into Cincinnati to a junction with the 
Indianapolis, Cincinnati & Lafayette, and began using the IC&L depot on June 1, 1872.  The 
construction efforts eventually became the B&O Railroad's direct line between Baltimore and 
Cincinnati.    The M&C/Cincinnati & Baltimore entered bankruptcy on June 29, 1877, and on 
April 1, 1883, the line was reorganized as the Cincinnati, Washington & Baltimore Railroad, 
under the control of the B&O.   On January 1, 1890, the CW&B was reorganized as the 
Baltimore & Ohio Southwestern Railroad. At this point, the B&OSW owned its lines running 
east of Cincinnati.      
 
The Cincinnati, Washington & Baltimore Railroad was reorganized on August 1, 1899 as the 
Baltimore & Ohio Southwestern Railroad.  The route ran from:  Belpre, O., to East St. Louis, Ill 
534.10  Springfield Division-Beardstown, Ill., to Shawneetown, Ill. 228.40  Branches:  Marietta 
Division-Belpre, O., to Marietta, O. 12.20 Carbondale branch-Mineral, O., to Carbondale, O. 
5.70 Portsmouth Division-Hamilton, O., to Portsmouth, O. 55.90 Hillsboro Division-
Blanchester, O., to Hillsboro, O. 21.40 Louisville Division-North Vernon, Ind., to New Albany, 
Ind. 57.40 Jefferson Division-Walton, Ind., to Jeffersonville, Ind. 6.50 Bedford Branch-
Riverdale, Ind., to Bedford, Ind. 71.40  Illinois Division (see Timetable Collector Winter 2010-
Spring 2011 for map, pp 17)  The B&OSW operated two mainlines in Illinois, which formed a 
junction at Flora, IL. The north-south line ran from Beardstown to Shawneetown, IL while the 
east-west line ran from Washington, IN (23 miles east of Vincennes) to St. Louis.    

Baltimore Transit Company (Baltimore, MD ) The Baltimore Transit Company (BTCO) was a privately owned public transit operator that 
provided streetcar and bus service in Baltimore, Maryland, from 1935. Baltimore, Pittsburgh & Chicago Railway (Brookdale (Chicago 

Junction), OH )
262 The Baltimore, Pittsburgh & Chicago Railway became the mainline of the Baltimore & Ohio 

Railroad into Chicago.Bangladesh Railway (Bangladesh) 1,770 Bangladesh Railway, (reporting mark BR), is the state-owned rail transport agency of 
Bangladesh. It operates and maintains the entire railway network of the country. Key features 
of BR are the coexistence of several gauges, Broad gauge, Metre gauge and dual gauge, and 
the separation of the system by the Jamuna River (Brahmaputra) into a Western and Eastern 
Zone of operations with only one bridge, the 2003 Jamuna Bridge, connecting the two zones. 

Bangor & Aroostook Railroad (Bangor, ME ) 616 The Bangor & Aroostook Railroad was incorporated in 1891 to combine the lines of the former 
Bangor and Piscataquis Railroad and the Bangor and Katahdin Iron Works Railway. Potatoes 
provided 50% of the railroad's revenue following World War II. BAR made arrangement with 
Pacific Fruit Express whereby PFE reefers shipped Maine potatoes during winter months and 
BAR reefers carried California produce during the summer and autumn.

Bangor & Portland Railway (Portland, PA ) 38 The Bangor & Portland was organized to provide rail service to the slate quarries in 
Northampton County, Pennsylvania; it was the dominant carrier in that area. It was the second 
largest tonnage producer for the DL&W (the Bloomsburg Br was larger). [2]

Bangor, Oldtown & Milford Railroad (Bangor, ME ) 13 This route was the first and until 1842 the only locomotive-powered railway in the state of 
Maine. (Ref 3)Barbados General Railway (Bridgetown, Barbados) 24 3.0% The Barbados Railway was a 38.6-kilometre (24.0 mi)-long narrow-gauge railway on 
Barbados with a gauge of initially 1,067 mm (3 feet 6 inch) and later 762 mm (2 feet 6 inch). It 
had 98 bridges, very tight radii and a steep incline. It was used from 1883 to 1937, after it had 
gone several times through financial difficulties.

Barcelona Metro (Barcelona, Spain) 90 # Stations in system = 166
Barney & Smith Car Company (Dayton, OH ) This car builder was noted for its high quality interurban and heavyweight passenger cars in 

the late 1800's/early 1900's.  
Barney & Smith was the premier railcar manufacturer in the United States during the 19th 
century and was known for its intricately carved wooden interiors. The company made 
passenger cars, freight cars, sleeping cars, street cars, interurbans, wheels, axles and truck 
sets. The company was an integrated manufacturer chain that included iron and brass 
foundries, timber mills, assembly shops and even included the establishment of the Kossuth 
Colony for its workers from Hungary. It became a public corporation in 1892, lost its footing 
and twice entered bankruptcy before going out of business in 1923. A disastrous flood in 1913 
severely damaged the manufacturing facilities, and the company never fully recovered 
afterwards. [9]

Barre & Chelsea Railroad (Montpelier, VT ) 3,722 Barre to Quarries and East Barre, Vermont, 22.34 miles. Incorporated, September 18, 1913, 
consolidation of: Barre Railroad. East Barre & Chelsea Railroad. See Poor's 1914P72. The 
Boston & Maine Railroad, through the Vermont Valley Railroad, which owns nearly all of the 
stock, controls the Barre & Chelsea Railroad. Operation of the road, which was formerly under 
the direction of the Boston & Maine Railroad, was taken over by local management, January 
1, 1926. 

Barrie Collingwood Railway (Innisfil (Barrie), ON Canada) 31 BCRY provides rail car transportation and switching service for customers of the City of Barrie 
and the Town of Collingwood. The BCRY, Cando's first registered short-line operation, began 
operations on January 26, 1998.  The City of Barrie and the Town of Collingwood have 
purchased the rail property and trackage between them. Cando operates and maintains a 
total of 63 miles of railway trackage for the two towns, and provides all of the necessary 
equipment, under an Operating Agreement with a local community development association. 

Batesville & Brinkley Railroad (Brinkley, AR ) 71 The Batesville & Brinkley was the second longest narrow gauge railroad in Arkansas. [1]
Bavarian Zugspitze Railway (Garmisch, Germany) 12 9,725 This railroad ascends the highest mountain in Germany. The line culminates at 2,650 metres 

above sea level, which makes it the highest railway in Germany and the third highest in 
Europe. It runs through the 14,6235 ft long Zugpitze Tunnel. [1] The railway is divided into 
three sections, a stretch of simple adhesion working, a rack system, and an aerial cableway. 
[2]

Bay Area Rapid Transit (Millbrae, CA ) 112 The intial 71.5 mile system was the largest single public works project ever undertaken in the 
U.S. by a local government agency. Bay State Street Railway (Boston, MA ) 940 The Bay State Street Railway operated a network of street railways radiating out from Boston.

BC Rail (North Vancouver, BC Canada) 1,476 BC Rail was the third-largest railroad in Canada.
Beijing Subway  (Beijing, China) 357 # Stations in system = 261
Beijing–Baotou Railway (Beijing, China) 518 3.3% The Beijing–Baotou railway or Jingbao railway is an important route in North China.
Beijing–Shanghai High-Speed Railway (Beijing, China) 819 This rail line is the world's longest high-speed line ever constructed in a single phase.
Belarusian Railway (Belarus) 3,412 The Belarusian Railway (BCh) (Belarusian: Беларуская чыгунка (БЧ) / Bielaruskaja Ċyhunka, 

Russian: Белорусская железная дорога)is the national state-owned railway company of 
Belarus. It operates all of the rail transport network in Belarus. 

Bell's Gap Railroad (Bellwood, PA ) 65 3.0% This was a three-feet gauge road, extending from Bell's Mills, on the Pennsylvania Railroad, 
organized to reach a valuable coal, iron and lumber region. About ten miles to the summit of 
the mountain was completed and put in operation during the first year.   The Bell’s Gap 
Railroad Company was chartered May 11, 1871, to connect with the Pennsylvania road at 
Bell’s Mills station, in Blair county, and thence running to a point on Clearfield Creek at or near 
Fallen Timber. In 1872 the line was extended across the Allegheny Mountains, and in 1880, 
was extended into the upper part of Clearfield County, near the line between Geulich and 
Beccaria ; thence generally northwest, touching Utahville ; thence west to Coalport and 
northwest to Irvona. A further extension was made in 1886, from Irvona by way of Whitmer 
and Wilson Runs to Newburg, and thence down Chest Creek to its mouth at Mahaffey. A 
further extension, known as the Clearfield and Jefferson Railroad, extending from Mahaffey up 
the West Branch and across to Punxsutawney, in Jefferson county, tapping the rich coal and 
coke country in that vicinity.   1872-Bell's Mills to Fallen Timber, Pennsylvania, 17.00 miles.   
1877-Bell's Mills to Lloyds, Pennsylvania, 8.40 miles.  Opened to Lloyd's, 1873. To Coalport, 
1880.

Bellefonte & Snow Shoe Railroad (Milesburg, PA ) 21 1,600 4.1% The organizers had acquired six thousand acres of coal and timber tracts in the area around 
Snow Shoe, and needed a railroad to connect their holdings near Snow Shoe with Bellefonte. 
The task of building the railroad required a dropping the line 1,000 feet in elevation, using 
multiple switchbacks to complete the route. The road opened in 1862, beginning a period of 
rapid growth for Snow Shoe, as hotels, restaurants, and other businesses were built to 
support tourism and to support the needs of the mines. (from www.Scripophily.net) 
 
Background 
 
The Allegheny & Bald Eagle Railroad, Coal & Iron Co. was to have been extended from the 
coal and iron lands belonging to this company on the western slope of the Allegheny 
Mountains to Bald Eagle Creek in Centre County, PA, (from the intersection of the Tyrone & 
Lock Haven Railroad to Snow Shoe, PA) a distance of about 20 miles. Construction was 
begun by this railroad and was completed by the Bellefonte & Snowshoe. 

Belmont Incline Plane (Philadelphia, PA ) 6.7% The Belmont Incline Plane was used to transport railroad cars of the  Main Line of Public 
Works. The railroad line began at Broad & Vine Streets in the center of Philadelphia, running 
north on Broad and west on Pennsylvania Avenue (later taken over and submerged/tunneled 
over by the Reading Railroad) before heading northwest across the Columbia Bridge over the 
Schuylkill River.    
 
After crossing the Schuylkill River on a 984-foot viaduct, the coaches had to be hauled 2,805 
feet up the 187-foot high Belmont Plane, an inclined plane in the current location of West 
Fairmount Park.  The cars were then recoupled to horses, and later locomotives for the trip to 
the canal basin along the Susquehanna River at Columbia.    
 
The Belmont Plane ran from the Schuylkill River for 2,805 feet (855 m), rising 1 foot (0.3 m) in 
15 feet (4.6 m) for a total of 187 feet (57 m). Steam-driven cables dragged the railway cars to 
the top of Belmont Hill.  A very important event in railroad history occurred on this inclined 
plane. On July 10, 1836, the Norris Locomotive Works, a Philadelphia firm, ran a test of a 
4-2-0 locomotive named George Washington. The engine of 14,400 pounds (6,532 kilograms) 
hauled a load of 19,200 pounds (8,709 kilograms) (including 24 people riding on tender and 
one freight car) up the grade at 15 miles (24 km) per hour. This engine, the first to ascend a 
hill by its own power, proved that steam locomotives could climb an ascending grade while 
pulling a load. So remarkable was this accomplishment that reports in engineering journals 
emphatically doubted its occurrence[citation needed]. A second, more formal trial with an even 
greater load proved the engine's capabilities on July 19, 1836.  
 
 In 1850 the state bought the West Philadelphia Railroad, which had been incorporated in 
1835 to bypass the Belmont Plane and failed after completing only the section from 52nd 
Street west to the main line at Rosemont. The state built the rest from 52nd Street east to 
downtown, but on a different alignment than the one originally planned; the new line, put into 
operation October 15, 1850, ended at the west end of the Market Street Bridge, from which 
the City Railroad continued east.  
 
The old line, which ran from the Schuylkill River up the Belmont Plane to Ardmore along the 
route of present-day Montgomery Avenue in Lower Merion Township, was abandoned.  The 
Columbia Bridge and line east to Broad and Vine Streets were sold to the Philadelphia and 
Reading Railroad as part of its main line. The Reading acquired the Northern Liberties and 
Penn Township Railroad in 1870, giving it access to the Delaware River.  The section of the 
old Pennsylvania Railroad running from Philadelphia west through Chester County and, by 
extension, the western suburbs of Philadelphia, is still known as the Main Line.  

Belt Railway Co of Chicago (Chicago, IL ) 80 The Belt Railway provides switching services to various railroads in the Chicago area, with 28 
miles of mainline and 300 miles of switching tracks.  The Belt Railway was organized by the 
Chicago & Western Indiana Railroad, the original parent company of the Belt Railway. During 
a four-year period, the Belt Railway constructed a series of connecting railroads that formed a 
"belt line," which linked every major railroad in the city and also served the industries in the 
South Chicago and Calumet districts. Five railroads-the Louisville, New Albany & Chicago 
Railway, Chicago & Atlantic Railway, Chicago & Eastern Illinois Railroad, Wabash, St. Louis & 
Pacific Railway, and Chicago & Grand Trunk Railway- executed leases to use the tracks and 
terminal as tenants.  In 1910, the Belt Railway began a study of enlarging its facilities and as a 
result seven additional railroads-the Minneapolis, St. Paul & Sault Ste. Marie Railway, 
Atchison, Topeka & Santa Fe Railway, Chicago Burlington & Quincy Railroad, Illinois Central 
Railroad, Chicago, Rock Island & Pacific Railroad, Pennsylvania Railroad, and Chesapeake & 
Ohio Railway-joined the original five as stockholders. These twelve railroads leased the Belt 
Division from the Chicago & Western Indiana starting in 1912. The Pere Marquette Railway 
also joined as owner in 1924.  Auburn Junction to Chicago, Milwaukee & St. Paul Junction, 
15.90 miles. Branch: Pullman Junction to Irondale, Illinois, 21.31 miles. Cragin to Commercial 
Avenue, South Chicago, Illinois,17.52 miles.   Incorporated, November 22, 1882. Road 
opened, May 1, 1883. Leases Belt Division of Chicago & Western Indiana, including property 
formerly owned by Chicago Union Transfer Company. Original lease is dated, March 31, 
1883, and runs for 999 years. Present lease is dated, November 1, 1912, gives Belt Railway 
of Chicago exclusive use of certain tracks and rolling stock. Owned by the Atchison, Topeka & 
Santa Fe Railway, along with 12 other Companies entering Chicago. Chicago & Eastern 
Illinois Railway Company owns a one-thirteenth interest in this Company. The Chicago, 
Indianapolis & Louisville Railway is a one-thirteenth owner of this Company. The Minneapolis, 
St. Paul & Sault Ste. Marie Railway is one-thirteenth owner of this Company.    In 1983, the 
Belt Railway was reorganized, becoming an independent railroad, and acquired most of the 
remaining property of the Chicago & Western Indiana. 

Belvidere Delaware Railroad (Trenton, NJ ) 67 The Bel Del and the Lehigh & Hudson River Ry formed an important through route from the 
South to New England via the Poughkeepsie Bridge and the New Haven Railroad. A 1974 fire 
on the Poughkeepsie Bridge severed the route to New England. [3]

Bengal-Nagpur Railway (India) 1,226 Nagpur Division of South East Central Railway once had the unique distinction of maintaining 
the largest Narrow Gauge Railway system in Indian Railways with a network of more than 
1005 km. Over the years due to Gauge conversion, the narrow gauge has been converted 
into Broad Gauge. The last remaining network of about 110 kms. in Itwari –Nagbhir section 
was closed for gauge conversion on 25th November 2019. Thus the entire Narrow Gauge 
system of Nagpur Division has now become a part of history.

Bentley-Knight Electric Railway Co. (New York, NY ) The Bentley-Knight Company delivered the first electically powered streetcar in the U.S. to the 
East Cleveland Railway on Jun 24, 1884.Berkshire Street Railway (CT ) 170 The Berkshire Street Railway owned a number of smaller trolley lines that operated in Hoosick 
Falls, NY, Bennington, VT, Adams, MA, Pittsfield, MA, Great Barrington, MA and Canaan, CT.Berlin S-Bahn (Berlin, Germany) 206 # Stations in system = 166

Berlin U-Bahn (Berlin, Germany) 94 # Stations in system = 173
Berlin–Baghdad Railway (Konya, Turkey) 1,000 The Baghdad railway, also known as the Berlin–Baghdad railway (Turkish: Bağdat Demiryolu, 

German: Bagdadbahn, Arabic: سكة حديد بغداد, French: Chemin de Fer Impérial Ottoman de 
Bagdad), was built from 1903 to 1940 to connect Berlin with the (then) Ottoman Empire city of 
Baghdad, from where the Germans wanted to establish a port in the Persian Gulf, with a 
1,600 kilometres (1,000 mi) line through modern-day Turkey, Syria, and Iraq. 
 
The Baghdad Railway was constructed about the same time as the Hejaz Railway, which was 
to link Istanbul with Mecca. Both railways were promoted and constructed to support the 
political and military objectives of the Ottoman Empire and Germany. Both railways provided 
strategically important supply lines for military equipment and personnel, food and other 
supplies into what was then a largely undeveloped area. 
 
Completion of the project took several decades and by the outbreak of World War I, the 
railway was still 960 km (600 miles) away from its intended objective. The last stretch to 
Baghdad was built in the late 1930s and the first train to travel from Istanbul to Baghdad 
departed in 1940. 
 
Funding, engineering and construction was mainly provided by German Empire bank 
Deutsche Bank and company Philipp Holzmann, which in the 1890s had built the Anatolian 
Railway (Anatolische Eisenbahn) connecting Constantinople, Ankara and Konya. The 
Ottoman Empire wished to maintain its control of the Arabian Peninsula and to expand its 
influence across the Red Sea into the nominally Ottoman (until 1914) Khedivate of Egypt, 
which had been under British military control since the Urabi Revolt in 1882. If the railway had 
been completed, the Germans would have gained access to suspected oil fields in 
Mesopotamia, as well as a connection to the port of Basra on the Persian Gulf. The latter 
would have provided access to the eastern parts of the German colonial empire, and avoided 
the Suez Canal, which was controlled by British-French interests. 
 
The railway became a source of international disputes during the years immediately preceding 
World War I. Although it has been argued that they were resolved in 1914 before the war 
began, it has also been argued that the railway was a leading cause of World War I. Technical 
difficulties in the remote Taurus Mountains and diplomatic delays meant that by 1915 the 
railway was still 480 kilometres (300 mi) short of completion, severely limiting its use during 
the war in which Baghdad was captured by the British while the Hejaz railway in the south 
was attacked by guerrilla forces led by T. E. Lawrence. Construction resumed in the 1930s 
and was completed in 1940. 
 
A history of this railway in the context of World War I describes the German interest in 
countering the British Empire, and Turkey's interest in countering their Russian rivals. As 
stated by a contemporary 'on the ground' at the time, Morris Jastrow wrote "It was felt in 
England that if, as Napoleon is said to have remarked, Antwerp in the hands of a great 
continental power was a pistol leveled at the English coast, Baghdad and the Persian Gulf in 
the hands of Germany (or any other strong power) would be a 42-centimetre gun pointed at 
India." 
 

Bern-Lötschberg-Simplon Railway (Berne, Switzerland) 322 The Bern–Lötschberg–Simplon railway was the largest standard gauge network on the Swiss 
Railway system apart from the Swiss Federal Railways. Berners Bay & Milling Co. and Incline (Berners Bay (nr Glacier 

Bay), AK )
2 7.0% Berners Bay Mining & Milling company's mines are situated in the Berners Bay mining district, 

about 60 miles northwest of Juneau. These mines comprise a group of about 30 locations 
situated about 3 miles from the sea, and connected thereto by a narrow gauge railroad 2.5 
miles long and a wire tramway from he termination of the railroad to the Comet mine, and a 
surface gravity railroad from the Bear System to the mill. [2]

Bernina Railway (St. Moritz, Switzerland) 90 7,392 7.0% Reaching a height of 2,253 metres (7,392 ft) above sea level, it is the highest railway crossing 
in Europe and the third highest railway in Switzerland. It also ranks as the highest adhesion 
railway of the continent, and – with inclines of up to 7% – as one of the steepest adhesion 
railways in the world.

Bessemer & Lake Erie Railroad (Bessemer, PA ) 241 The Bessemer & Lake Erie Railroad (B&LE) was like a giant conveyor belt, carrying iron ore, 
mined in the great open pit iron mines in Minnesota, and transported by ore boats across the 
Great Lakes to Conneaut, OH, where the ore was unloaded into waiting B&LE ore cars. The 
B&LE provided the final link in transporting the ore to the steel mills in Pittsburgh, PA. 

Bessie Mine Aerial Tramway (Alta (Telluride), CO ) 2 11,500 In 1909 workers constructed a two-mile aerial tramway that dropped more than 1,800 feet to 
deliver gold concentrate directly from the Bessie mill to the Rio Grande Southern Railroad 
station at Ophir Loop. [1] 
 
Alta is roughly half way between Telluride on the north, and Ophir on the south. 
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Bethlehem Cornwall Corporation (Cornwall, PA ) The Cornwall iron ore deposit was one of the most valuable in the United States. Together, 
The three mines (two at Cornwall and one at Marmora) were second only to Minnesota's 
famous Mesabi Range in terms of volume and quality of iron ore extracted. The Bethlehem 
Cornwall Corporation was a subsidiary of the Bethlehem Steel Corporation and conducted 
iron ore mining operations in Cornwall, Pennsylvania. The Cornwall Division operated three 
underground mines with concentrating and agglomerating facilities. For over sixty years 
(1916-1980), Bethlehem Steel Company obtained most** of its iron ore from three mines it 
owned and operated in eastern Pennsylvania. Two mines were located in Cornwall, about 
fifteen miles east of Harrisburg, and one was located in Morgantown, about twenty-five miles 
south of Reading. Until its closure in 1980, the Cornwall mine was the longest continuously 
operated mine in North America. [1] 

Bethlehem Steel Car Co. (Johnstown, PA )
Bettendorf Car Co. (Bettendorf, IA ) The Bettendorf Axle Company was the world's largest manufacturer of steel railroad car 

equipment. The company was best known for its line of railroad trucks, called the "Bettendorf" 
design.  By 1920 the Bettendorf plant was the largest railroad car manufacturing plant west of 
the Mississippi River and employed 3,000 people.

Beyer, Peacock & Company (Gorton, Manchester, England) Beyer, Peacock and Company was an English railway Locomotive manufacturer with a factory 
in Gorton, Manchester. Founded by Charles Beyer and Richard Peacock, it traded from 1854 
until 1966. It received limited liability in 1902, becoming Beyer, Peacock and Company 
Limited. 
 
Important designs were the Garratt articulated locomotives widely used in Africa, notably on 
South and East African Railways, and Australia and the 4-4-0 tank locomotives used on the 
Metropolitan and District Railways in London from 1864 until electrification in 1905. They also 
built 2-4-0 tank locomotives for 3 ft 6 in (1,067 mm) lines in Norway and the famous Manx 
Peacock design for the 3 ft (914 mm) gauge Isle of Man Railway 
 
The first Garratt locomotive constructed was TGR K class for the Tasmanian Government 
Railways on the western Tasmanian North East Dundas Tramway; K1 is now preserved on 
the Welsh Highland Railway together with the last Garratt Beyer Peacock built SAR NGG 16 
Class No.143. Four New South Wales Government Railways AD60 Class Beyer-Garratt 
Patent locomotives are preserved being the most powerful steam locomotives in the southern 
hemisphere when introduced. 
 
Gorton Foundry was on the opposite (south) side of the railway line to the Manchester, 
Sheffield and Lincolnshire Railway works at Gorton. Between 1855 and 1966, the company 
built nearly 8,000 railway locomotives. Several of their 1874-built steam locomotives for the 
Isle of Man Railway remain in daily use. A Gorton-built South African Railways GL class 
Beyer-Garratt locomotive is on display in the Museum of Science and Industry in Manchester. 
 
In addition to building steam locomotives, Beyer, Peacock & Co. also built the 10 British Rail 
Class 82, 25KV AC electric locomotives to a Metropolitan-Vickers design, the 101 BR Class 
35 diesel hydraulic locomotives, and, the last of all built, BR Class 25/3 diesel-electrics. They 
also collaborated with Metropolitan Vickers in building the Western Australia Government 
Railways X class, diesel electric locomotives, and the New South Wales 46 class, 1500 V DC 
electric locomotives at Bowesfield Works, Stockton-on-Tees.

Bica Ascensore (Lisbon, Portugal) 11.8% The Bica Ascensore is a popular tourist attraction, as well as being used by local residents. It 
is located in the  civil parish of Misericórdia, in the municipality of Lisbon, Portugal. It connects 
the Rua de São Paulo with Calçada do Combro/Rua do Loreto, and is operated by Carris.The 
funicular/lift rises along an 11.8% incline to the Rua da Bica de Duarte Belo, a distance of 245 
metres (804 ft), from the Rua de São Paulo. 

Big Creek & Telocaset Railroad (Big Creek (Medical Springs), OR ) 35 5.0% Telocaset is 15 miles northwest of Medical Springs; Medical Springs is 25 miles Northeast of 
Baker City, OR.Big Creek Lumber Company's Railroad (Pollock, LA ) 19 The Big Creek Sawmill & Lumber Company was the largest pine mill in the entire world.

Big Sandy & Cumberland Railroad (Devon, WV ) 33 The predecessor of the Big Sandy & Cumberland Railroad was established by the W. M.Ritter 
Lumber Company, to serve its timber interests in West Virginia. Two separate railroad lines 
were built from a railhead at Devon, West Virginia: the first line was built during the 1890’s and 
connected with the Norfolk & Western main line running from Bluefield to Williamson along the 
Tug River. The part of the line that was in Virginia (Buchanan County) was called the Big 
Sandy and Cumberland, while the short segment of the line that was in Kentucky was called 
the Knox Creek Railroad.   

Big Sky Rail (Saskatoon, SK Canada) 221 Big Sky Rail (reporting mark BGS) is a short line railway operating in the province of 
Saskatchewan, Canada. This 400 km shortline railroad was formed in 2011 as a subsidiary of 
Mobil Grain, a Saskatchewan-based agricultural processor and exporter. The Big Sky Rail 
network has three separate subdivisions. The first is the Conquest subdivision which 
interchanges with CN at Delisle and runs south to Beechy. The second is the Elrose 
subdivision which runs from near Macrorie west to Laporte. The third (and smallest) is the 
Matador subdivision which runs south from Wartime to Kyle. Big Sky Rail operates with 
running rights into CN Chappell Yard in Saskatoon and also to the Last Mountain Railway at 
Davidson. All locomotives used on BGS are owned by Mobil Grain (MGLX) and are utilized on 
their sister company, Last Mountain Railway. Big Sky Rail was purchased by AGT Food and 
Ingredients Inc., for $57.5 million Canadian in the fall of 2015. AGT Food and Ingredients Inc. 
purchased the railroad, and other short lines in Saskatchewan, in order to increase its logistics 
capacities.

Billerica & Bedford Railroad (Billerica (North Billerica), MA ) 9 The Billerica & Bedford Railroad in Massachusetts was the first commercial two-foot gauge 
railroad in America.Billmeyer & Small Co. (York, PA ) Billmeyer & Small was noted for its focus on the production of wooden, narrow gauge cars. 
The company made small dump cars and other cars used in railroad construction. 
 
Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada. The company was 
previously known as the York Car Works, and the Etna Car Works.

Bingham Canyon Railroad (Sandy, UT ) 25 4.5% This railroad connected the Utah Mining Company's copper mine at Bingham Station with the 
smelter at Sandy.Birmingham & Atlanta Air-Line Railroad (Griffin, GA ) 166 The Birmingham & Atlanta Air-Line Railroad acquired the Macon & Dublin Railroad in 1885, 
and consolidated in 1887, the  Macon & Covington Railroad, and the Savannah, Dublin & 
Western Short Line Railroad; Abandoned 1918.

Birmingham Maglev (Birmingham, England) The Birmingham Maglev was the world's first commercial maglev system was a low-speed 
maglev shuttle that ran between the airport terminal of Birmingham International Airport and 
the nearby Birmingham International railway station between 1984 and 1995.

Black Hills & Ft. Pierre Railroad (Lead (Golden Gate), SD ) 55 The Black Hills and Fort Pierre Railroad (BH&FP) was the first railroad in the Black Hills, and 
started operations in 1881. (Ref 3) The line was originally intended to haul timber to the 
Homestake Mining Company in Lead.

Black Hills Central Railroad (Hill City, SD ) 10 4.0% The Black Hills Central Railroad is a heritage railroad that operates in South Dakota, United 
States. 
 
It currently operates the 1880 Train on the former Keystone Branch of the Burlington Northern 
Railroad (BN) between Hill City, South Dakota, and Keystone, South Dakota. This railroad line 
was originally built by the Chicago, Burlington and Quincy Railroad as a mining railroad for 
gold in the Black Hills. It reached Keystone on January 20, 1900, and was later used to haul 
equipment for carving nearby Mount Rushmore. 
 
In 1957, William Heckman and Robert Freer started the Black Hills Central Railroad which 
began operating a tourist passenger excursion train service on this line. In 1972, the Black 
Hills flood destroyed the last mile of the Burlington Northern/Black Hills Central line in 
Keystone, which was later restored in 2001. 
 
The Black Hills Central Railroad restores early twentieth century-era locomotives and train 
cars and has been featured on television shows such as the Gunsmoke episode "Snow 
Train", General Hospital, and the TNT mini-series Into the West. It also appeared in the movie 
Orphan Train. 
 
Trains operate between early May and early October over the scenic 10-mile (16 km) line.

Blackwell, Enid & Southwestern Railroad (Blackwell, OK ) 251 Known as the "Bes Line". The St. Louis & San Francisco Railroad made an agreement on Feb 
27, 1902, with a construction company for the building of this railroad.   Currently, Farmrail 
operates the line from Enid to Davidson, OK (north of the Red River), and the remainder is 
abandoned.

Blakely Railroad (Hoodsport (Mason County), WA ) 28 In 1882, the Port Blakely mill had a capacity of 200,000 board feet a day, the largest of any 
sawmill on the Pacific Coast. Blue Line (New York, NY ) 768 The Blue Line was the second cooperative fast freight line in the US, is organized at Albany in 
1866. The  Blue Line operated over the New York Central, the Great Western of Canada and 
the Michigan Central to Chicago via the Great Western.  A third rail was laid to allow standard-
gauge cars to run in Canada. It will run west of Chicago on the Illinois Central, Chicago, 
Burlington & Quincy, Chicago & North Western and the Chicago & Alton. The line eventually 
owned 7,000 cars. [3] 

Blue Ridge Southern Railroad LLC (Murphy Juncition (Asheville), 
NC )

92 4.3% Watco has purchased a group of 3 Norfolk Southern lines (including part of the Saluda Grade 
line) in western North Carolina and will operate them as the Blue Ridge Southern Railroad 
LLC. 
 
The new railroad will consist of three line segments known as the T-Line, which runs west of 
Asheville; the W-Line, which runs south of Asheville; and the TR-Line which branches off the 
W-Line south of Asheville (Ref 2) between: 
 
 • Milepost T0.0 at Murphy Junction and Milepost T47.0 at Dillsboro (Murphy Junction is 3 
miles west of Asheville) 
 • Milepost W1.0 at Asheville and Milepost W26.0 at East Flat Rock 
 • Milepost TR0.0 at Hendersonville and Milepost TR19.8 at Pisgah Forest 
 
The three line segments, totaling 91.8 miles, will make up two disconnected operations, one 
west and one south of Asheville. The transaction includes the northern portion of NS-operated 
portion of the famed Saluda Mountain route between Spartanburg, S.C., and Asheville. 
Operation of the Saluda Grade line is unlikely, however. 
 
-------------------------------- 
The Blue Ridge Southern Railroad (reporting mark BLU) is a Class III shortline railroad 
operating over 91.8 miles (147.7 kilometres) of track in Western North Carolina. The railroad 
is owned by Watco of Pittsburg, Kansas and operates three lines that connect in the Asheville 
area that were previously owned by Norfolk Southern. The railroad is based out of Canton, 
NC and utilizes 10 locomotives. Operations began on 26 July 2014. 
 
\ 
 

Bluffton, Kokomo & Southwestern Railroad of Indiana (Toledo, OH ) 447 The Toledo, Dupont & Western Railway of Ohio, the Bluffton, Kokomo & Southwestern 
Railroad of Indiana, and the Toledo, Charleston & St. Louis Railroad of Illinois were 
consolidated to form the Toledo, St. Louis & Kansas City Railroads, with each railroad 
representing ownership of only the lines running within that particular state. The Bluffton, 
Kokomo & Southwestern Railroad of Indiana represented the portion of the consolidated line 
in Indiana.

BNSF Railway Company (Chicago, IL ) 33,063 The Union Pacific Railroad and the Burlington Northern Santa Fe (BNSF Railway) are virtually 
tied as the largest railroads in the U.S., ranked by mileage operated.Bochum-Gelsenkirchener Straßenbahnen AG (Bochum, Gernany) 78 With 146.35 million passengers (in 2016) Bogestra is one of the largest transport companies 
in the Ruhr area.Bodie & Benton Railway (Willow Springs (Bodie), CA ) 36 8,500 3.8% Incorporated as the Bodie Railway & Lumber Co. in February 1881, then changed to Bodie & 
Benton Railway & Commercial Company in January 1882. The town of Bodie was one of the 
richest mining camps east of the Sierra Nevada mountains. The railroad gained the name 
"The Railroad in the Sky", from the 8,500 foot elevation of the area in which it operated.  
Bodie to Mono Mills, California. 32.00 miles. Branches: Mono to Woodyard, California. 2.50 
miles. Bodie to Standard Mine, California. 1.50 miles.   Branches: Mono, California to 
Woodyard. Bodie, California to Standard Mine. Reorganized as Bodie Railway & Lumber Co.  
 
In 1880 plans were in effect to build a 32 mile narrow gauge railway that would haul timbers 
and cordwood from the forest area to the mines at Bodie. A route was surveyed from Bodie to 
the forested area where a sawmill was to be constructed in a ravine. The railway skirted the 
eastern shore of Mono Lake and finally with the aid of two switchbacks climbed the steep 
grade to its terminus above Bodie near the Standard Mine. 
 
The Bodie & Benton Railway was a 3 ft (914 mm) narrow gauge common carrier railroad in 
California, from the Mono Mills to a terminus in Bodie, now a ghost town, in Mono County. It 
was unusual among U.S. railroads in that it was completely isolated from the rest of the 
railroad system. 
 
As the Bodie Railway & Lumber Company, the railroad was established in 1881 to link the 
gold-mining town of Bodie to the Bodie Wood and Lumber Company's newly built sawmill, 
Mono Mills, 32 miles south of Bodie along the eastern shore of Mono Lake. The line was 
completed and operational on November 14, 1881. Temporary spurs into timberlands were 
built in 1882. 
 
Initial operations proved so successful that plans were made to extend a rail line from the 
Warm Springs station to the Carson and Colorado Railroad, then under construction, at 
Benton, California. Consequently, the company changed its name to the Bodie and Benton 
Railway and Commercial Company to reflect this. Construction on this extension was begun 
in 1882 and approximately nine miles were graded before construction ceased abruptly. No 
tracks were ever laid upon this grade. While the railway never gave an official justification for 
abandoning the project, the prevailing theory held by locals (at least as late as 1908) was that 
the owners of the lumber company at Mono Mills feared that access to the wider rail network 
would cause competition with other lumber operations in the Tahoe area in which they had a 
financial stake. Although the extension was never completed, the railway kept the name. In an 
ironic footnote, when the railway ceased to be profitable in 1918, due primarily to a decline in 
mining activity in Bodie, the rails and all valuable equipment were pulled up and sold. The rails 
and equipment were trucked from the southern terminus at Mono Mills along what is today 
State Route 120, to the rail line at Benton for transport south. At least some of the locomotives 
and rolling stock were reportedly sold to a plantation somewhere in Hawaii, while the rails and 
other equipment were shipped to the Philippines. Given the dates involved, this may have 
been to the Manila Railroad. 
 
With a ruling grade of 3.8%, steep for a common carrier but easy for a logging railroad, the 
line could be worked by rod engines, and rostered a selection of 2-6-0 "Mogul" types and tank 
locomotives. 
 
The Bodie depot still exists and is mostly intact. It is part of the Bodie State Historic Park. As it 
stands in a section of the park that is considered hazardous due to the presence of open 
shafts, it may only be viewed by visitors on special guided tours. 
 
Corporate or commonly used name: Bodie & Benton Railway Company

Bodie Railway & Lumber Company (Bodie, CA ) 32 3.8% In 1880 plans were in effect to build a 32 mile narrow gauge railway that would haul timbers 
and cordwood from the forest area to the mines at Bodie. A route was surveyed from Bodie to 
the forested area where a sawmill was to be constructed in a ravine. The railway skirted the 
eastern shore of Mono Lake and finally with the aid of two switchbacks climbed the steep 
grade to its terminus above Bodie near the Standard Mine. 
 
The Bodie & Benton Railway was a 3 ft (914 mm) narrow gauge common carrier railroad in 
California, from the Mono Mills to a terminus in Bodie, now a ghost town, in Mono County. It 
was unusual among U.S. railroads in that it was completely isolated from the rest of the 
railroad system. 
 
As the Bodie Railway & Lumber Company, the railroad was established in 1881 to link the 
gold-mining town of Bodie to the Bodie Wood and Lumber Company's newly built sawmill, 
Mono Mills, 32 miles south of Bodie along the eastern shore of Mono Lake. The line was 
completed and operational on November 14, 1881. Temporary spurs into timberlands were 
built in 1882. 
 
Initial operations proved so successful that plans were made to extend a rail line from the 
Warm Springs station to the Carson and Colorado Railroad, then under construction, at 
Benton, California. Consequently, the company changed its name to the Bodie and Benton 
Railway and Commercial Company to reflect this. Construction on this extension was begun 
in 1882 and approximately nine miles were graded before construction ceased abruptly. No 
tracks were ever laid upon this grade. While the railway never gave an official justification for 
abandoning the project, the prevailing theory held by locals (at least as late as 1908) was that 
the owners of the lumber company at Mono Mills feared that access to the wider rail network 
would cause competition with other lumber operations in the Tahoe area in which they had a 
financial stake. Although the extension was never completed, the railway kept the name. In an 
ironic footnote, when the railway ceased to be profitable in 1918, due primarily to a decline in 
mining activity in Bodie, the rails and all valuable equipment were pulled up and sold. The rails 
and equipment were trucked from the southern terminus at Mono Mills along what is today 
State Route 120, to the rail line at Benton for transport south. At least some of the locomotives 
and rolling stock were reportedly sold to a plantation somewhere in Hawaii, while the rails and 
other equipment were shipped to the Philippines. Given the dates involved, this may have 
been to the Manila Railroad. 
 
With a ruling grade of 3.8%, steep for a common carrier but easy for a logging railroad, the 
line could be worked by rod engines, and rostered a selection of 2-6-0 "Mogul" types and tank 
locomotives. 
 
The Bodie depot still exists and is mostly intact. It is part of the Bodie State Historic Park. As it 
stands in a section of the park that is considered hazardous due to the presence of open 
shafts, it may only be viewed by visitors on special guided tours. 
 
Corporate or commonly used name: Bodie & Benton Railway Company

Boise Locomotive Shop (Boise, ID ) Morrison Knudsen Rail Corp began rebuilding locomotives for U.S. railroads in the early 1972, 
and  took the name MK Rail Corporation, as a publicly-traded company in 1994. In 1996 the 
name was changed to MotivePower Industries, and incorporated Boise Locomotive Company 
as a subsidiary.  Wabtec Corporation was formed in November 1999 when WABCO 
(Westinghouse Air Brake Company) merged with MotivePower Industries, Inc. Boise 
Locomotive Company's name was then changed to MotivePower, Inc.  Boise Locomotive 
specialized in rebuilding and upgrading older diesel locomotive. In 1988, EMD refused to 
modify its F40PH-2C design to suit MBTA's  needs. MK then entered the business of building 
its own diesel locomotive line when MK built its first new locomotives, near clones of EMD 
F40PH-2C.  

Bolān Pass Railway (India) 86 5,463 4.0% From Sibi the line runs south-west, skirting the hills to Rindli, and originally followed the 
course of the Bolān stream to its head on the plateau. The destructive action of floods, 
however, led to the abandonment of this alignment, and the railway now follows the Mashkaf 
valley (which debouches into the plains close to Sibi), and is carried from near the head of the 
Mashkaf to a junction with the Bolān at Machh. An alternative route from Sibi to Quetta was 
found in the Harnai valley to the N.E. of Sibi, the line starting in exactly the opposite direction 
to that of the Bolān and entering the hills at Nari. The Harnai route, although longer, is the one 
adopted for all ordinary traffic, the Bolān loop being reserved for emergencies. At the 
Khundilani gorge of the Bolān route conglomerate cliffs, which rise to a height of 800 ft., 
enclose the valley. At Siri Bolān the passage between the limestone rocks hardly admits of 
three persons riding abreast. The temperature of the pass in summer is very high, whereas in 
winter, near its head, the cold is extreme, and the ice-cold wind rushing down the narrow 
outlet becomes destructive to life. Since 1877, when the Quetta agency was founded, the 
pass was secured by the British Indian Army from militias of Baluch tribesmen

Bolivia Railway (Bolivia) 15,814 Highest elevation reached near Potosi, Bolivia
Bombardier Transportation (Kingston, ON Canada)
Bombardier Transportation (Berlin, Germany) Bombardier is the largest manufacturer of rail passenger cars in North America
Bombay, Baroda, & Central India Railway (Mumbai (formerly Bombay), 
India)

3,871 In the 1920's, the Bombay, Baroda, & Central India Railway was one of India's largest 
railroads. 64,000 men were employed at the railway. (Ref 3)Book Cliff Railroad (Grand Junction, CO ) 14 4,600 5.0%

Borate & Daggett Railroad (Daggett, CA ) 15 The Borate and Daggett Railroad was a 3 ft (914 mm) narrow gauge railroad built to carry 
borax in the Mojave Desert. The railroad ran about 11 miles (18 km) from Daggett, California, 
US, to the mining camp of Borate, three miles (4.8 km) to the east of Calico. In 1899, Borate 
was the largest borax mine in the world. The railroad replaced the famous "twenty-mule 
teams" that were previously used to transport the mineral.

Borsig (Berlin-Tegel , Germany) Borsig became the second largest locomotive manufacturer in the world. 
Boston & Albany Railroad (Boston, MA ) 535 1.7% The Boston & Albany Railroad was the only through railroad connecting Boston and Albany, 

which led to its acquisition by the New York Central Railroad in 1900, thus providing through 
passenger and freight service between Boston and Chicago and other points on the NYC 
system.

Boston & Lowell Railroad (Boston, MA ) 260 The Boston & Providence Railroad, the Boston & Lowell, and the Boston & Worcester 
Railroads, all chartered between 1830 and 1831, formed the nucleus of the Massachusetts 
and New England railroad systems. The Boston & Lowell was organized specifically to 
transport freight between Boston and the clotihing mills in Lowell, MA.  The Boston & Lowell 
was organized to solve the limitations imposed by the Middlesex Canal, which connected the 
Merrimack River at Middlesex Village in East Chelmsford, MA (Lowell) with the port of Boston. 
Freight could be transported as far inland as Concord, NH by using the Middlesex Canal and 
various interconnecting canals along the way. The canal proved to be very efficient at moving 
large quantities of heavy goods, but it did not provide a practical solution for quickly 
transporting passengers. As a result, several stagecoach lines had been placed in operation 
to service this need. More importantly, the canal was unsuable during the winter months, 
when the canal was frozen. Thus, the construction of the Boston & Lowell was met with great 
enthusiasm, when the railroad was organized.   

Boston & Maine Railroad (Boston, MA ) 3,298 The Boston & Maine was the largest railroad in the far northeastern U.S. (primarily 
Massachusetts and Maine). Its routes extended from Boston to Mechanicville, NY via North 
Adams, MA and the Hoosac Tunnel, north and west to Connecticut, New Hampshire, Vermont 
and east to Portland,Maine. It was a popular route to the White Mountains resorts in New 
Hampshire. At its peak, it owned over 1,200 locomotives and employed 28,000.

Boston & Worcester Railroad (Boston, MA ) 44 The first section of the Boston & Worcester Railroad (later B&A, NYC) opened between 
Boston and West Newton MA. It is the first rail passenger service and first run of a steam 
locomotive in New England. [5] 

Boston Elevated Railway (Boston, MA ) 489 The Boston Elevated Railway consolidated the West End Street Railway in 1909. In 1891, the 
West End Street Railway was the largest electric streetcar system in the nation. By 1910, the 
railroad more than doubled in mileage, making it the largest in the country.

Boston Locomotive Works (Boston, MA ) This company became successful for a time, building locomotives for the Vermont Central.  
The Hinkley name was synonymous as a builder of early steam locomotives.   The company 
took the following names over the years:  Hinkely & Feeney (1840-1848), succeeded by 
Boston Locomotive Works Boston Locomotive Works (1848-1860) Hinkley, Williams & Co. 
(1860-1864) Hinkley & Williams Locomotive Works (1864-1872) Hinkley Locomotive Works 
(1872-1880) Hinkley Locomotiive Co. (1880-1888)

Boston, Clinton & Fitchburg Railroad (Framingham, MA ) 289 The Boston, Clinton & Fitchburg Railroad was formed through the consolidation of the 
Agricultural Branch Railroad, and the Fitchburg & Worcester Railroad.   According to "Norfolk's 
Railroads" ( http://www.virtualnorfolk.org/public_documents/norfolkma_historical/rr):   "On May 
1, 1870, the Mansfield & Framingham Railroad Company opened a north-south RR line 
through Walpole Center, crossing the old Norfolk county line at grade. The M&F became the 
Boston, Clinton & Fitchburg Railroad"  ------------- Leased Line: Mansfield & Framingham 
Railroad, Framingham & Lowell Railroad, and New Bedford Railroad. Consolidated into 
Boston, Clinton Fitchburg & New Bedford Railroad, June 1, 1876; Consolidated into Old 
Colony Railroad March 5, 1883.

Boston, Concord & Montreal Railroad (Concord, NH ) 166 Constrction of the Boston, Concord & Montreal and its branch lines contributed significantly to 
the economic development of central and northern New Hampshire, and the growth of tourism 
in the Lakes Region and the White Mountains. In 1884 the Boston and Lowell RR leased the 
BC&M, which was later combined with the Concord RR in 1889 to form the Concord and 
Montreal RR. The BC&M was leased to the Boston and Maine RR in 1895, being 
subsequently purchased by and merged into the B&M on December 1, 1919.  According to 
page 33 of Reference 2, the railroad cost $2,963,584 to build in 1860. With inflation, that 
would be about $100 million in today's dollars or about $600,000 per mile if constructed today.

Boston, Revere Beach & Lynn Railroad (Boston (East Boston), MA ) 14 1.2% The Boston, Revere Beach and Lynn Railroad was the largest single factor in the 
development and growth of Revere, MA. The railroad also operated a ferry boat connecting 
East Boston with Boston.

Bouton, R.M. (Boston, MA ) R.M. Bouton completed the first locomotive for the Boston & Providence Railroad at his Mill 
Dam Foundry, near Boston, in 1834. [1] This was the first locomotive constructed in New 
England. [3]

Bradley Car Works (Worcester, MA ) In 1835 Osgood Bradley built the first passenger cars for the Boston & Worchester Railroad, 
possibly the first passenger cars built in the United States.Breckenridge Coal Railway (Cloverport, KY ) 9 The Breckenridge Cannel Coal Company was an important coal mine operator; Cannel Coal 
was a vitally important source of fuel, until the discovery of oil fields in Pennsylvania and 
Texas. The company ceased operation when oil became generally available. 

Brenner Railway (Innsbruck, Austria) 171 4,485 3.1% The Brenner Railway, passing through Brenner Pass, was the highest railway in Europe, 
when built. This importtant railroad connects the Austrian and Italian railways at Innsbruck 
with Verona, climbing up the Wipptal, passing over the Brenner Pass, descending down the 
Eisacktal to Bolzano/Bozen, to Verona. This railway line is part of the Line 1 of Trans-
European Transport Networks (TEN-T). It is considered a "fundamental" line by the state 
railways Ferrovie dello Stato (FS)

Brienz–Rothorn Railway (Brienz–Rothorn , Switzerland) 5 7,362 25.0% The Brienz–Rothorn railway reaches a height of 2,244 metres (7,362 ft) above sea level and 
is the fourth highest railway in Switzerland.Brimstone Railroad (New River, TN ) 12 The Ritter Lumber Company became the the largest manufacturer of hardwood lumber in the 
world with operations in eight states, a major producer of coal. It owned over 300,000 acres of 
land and at one time owned 72 locomotives. One of its divisions was the Brimstone Railroad, 
which hauled lumber and coal, with employment ranging from 13-22 men. 

British Columbia Electric Railway (Vancouver, BC Canada) 30 The company operated the largest system of interurban railways in Canada. At the end of 
World War II, it operated 300 miles of track.British Columbia Railway (Vancouver, BC Canada) 1,100 British Columbia Railway was the third largest railroad in Canada.

British Railways (England) 19,000 British Rail was one of the largest railroads in the world. When formed in 1948, it had 650,000 
employees, 20,000 steam locomotives and 1.2 million freight cars, 7,000 passenger stations,  
(Refs 4 and 7)

British Railways Board (London, England) The British Railways Board (BRB) was a nationalised industry in the United Kingdom that 
operated from 1963 to 2001. Until 1997 it was responsible for most railway services in Great 
Britain, trading under the brand name British Railways and, from 1965, British Rail.

British Transport Commission (London, England) The BTC was one of the largest industrial organisations in the world, at one time employing 
nearly 688,000 people. Brix Logging Company (Holbrook (Olympia), WA ) 16 5.5%

Brooklyn & Queens Transit Lines Corporation (Flushing, NY ) 300 The Brooklyn and Queens Transit Corporation (B&QT) was a subsidiary of the Brooklyn-
Manhattan Transit Corporation that operated streetcars in Brooklyn and Queens, New York 
City, United States (as well as into Manhattan via the Brooklyn Bridge and Williamsburg 
Bridge). It was created in 1929 to operate these routes, which had previously been operated 
by the BMT directly; its operations were transferred to the New York City Board of 
Transportation in 1940, and to the New York City Transit Authority in 1956. 
 
The Brooklyn & Queens Transit Lines Corporation operated streetcars in Brooklyn and 
Queens, NY and into Manhattan over the Brooklyn Bridge and the Williamsburg Bridges.

Brooklyn City Railroad (Brooklyn, NY ) 42 The Brooklyn City Railroad was the largest company operating streetcars in Brooklyn.
Brooklyn Rapid Transit (Brooklyn, NY ) 267 Brooklyn had one of the nations largest urban transit systems in the US with about one third of 

New York City's population living in Brooklyn, [4]Brooklyn-Manhattan Transit (Brooklyn, NY ) 4 Brooklyn had one of the nations largest urban transit systems in the US with about one third of 
New York City's population living in Brooklyn, [1]
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Brooks Locomotive Works (Dunkirk, NY ) Brooks Locomotive Works was founded by Horatio Brooks, the former superintendent of the 
New York & Erie Railroad at Dunkirk, NY.  When the New York & Erie closed its Dunkirk 
shops, Horatio Brooks opened his locomotive shop in 1869 [5], and became an important 
steam locomotive builder, having built 1,000 locomotives by 1884. Although Brooks died in 
1887, production continued to increase, with 225 locomotives being built in 1891. The Silver 
Panic of 1893 brought the business to its knees, and only 90 locomotives were built the 
following year. The company never recovered from the decline in orders and eventually 
merged with the American Locomotive Company in 1901. [3]

Brooks-Scanlon Lumber Co. (Nickerson, MN ) Brooks-Scanlon Lumber Company was a lumber products company with large sawmills and 
significant land holdings in Minnesota, Florida, British Columbia, Central Oregon and the 
Bahama Islands. The company was formed in 1901 with its headquarters in Minneapolis, 
Minnesota. Beginning in 1915, its main lumber production facility was in Bend, Oregon. For 
many years, its Bend sawmill was one of the largest lumber producers in the world. In 1969, 
the company created Brooks Resources to broaden its business base beyond timber 
production. Brooks-Scanlon's Bend sawmill was closed in 1994. Today, Brooks Resources is 
the only vestige of the company that is still in business.

Brotherhood of Locomotive Engineers (Detroit, MI ) The Brotherhood of Locomotive Engineers is the oldest railroad labor union in the Western 
Hemisphere and was the first labor organization to negotiate contracts with the railroads.Brotherhood of Railway & Steamship Clerks, Freight Handlers, Express 

and Station Employes)
This brotherhood was organized in 1899, and was the largest single railroad labor 
organization for employees who devoted a majority of their time to clerical work.Brotherhood of the Footboard (Marshall, MI ) The Brotherhood of the Footboard was the first labor union in the Western Hemisphere. (Ref 
1)Broward County Transit (Deerfield Beach, FL ) Broward County Transit is the second largest bus transit system in Florida. 

Brownell & Wight Car Company (St. Louis, MO ) Brownell & Wight, founded in 1875, was a manufacturer of cable, electric, and horse street 
cars used in Kansas City and Chicago. The company was reorganized, and became the 
Brownell Car Company in 1879. Listed in 1890 Directory of Iron & Steel Works in the U.S. and 
Canada, with annual capacity of 600 cars.

Brownell Car Company (St. Louis, MO ) Brownell & Wight, founded in 1875, was a manufacturer of cable, electric, and horse street 
cars used in Kansas City and Chicago. The company was reorganized, and became the 
Brownell Car Company in 1879.

Brunswick & Florida Railroad (Brunswick, GA ) 32 The Brunswick & Florida Railroad was one of the first railroads to be chartered in the south, 
with the objective of connecting Brunswick, GA (located on the Atlantic Ocean coast, about 
halfway between Savannah and Jacksonville) with Florida. The company had great difficulty 
finding the funds for construction: in 1856 it had only completed the first 32 miles (51 km) of its 
line. The company was succeeded by the Brunswick & Albany Railroad at the beginning of the 
Civil War. [1]

Bucyrus Foundry & Manufacturing Co. (Bucyrus, OH ) The Bucyrus Foundry and Manufacturing Company in Bucyrus, Ohio was an early leader in 
the design and manufacture of steam shovels and mining equipment used in railway 
construction and mine development. The company was founded in 1880, 24 years before the 
United States took over the construction of the Panama Canal. Bucyrus's steam shovels 
played an important part in completing the construction of the canal,

Bucyrus-Erie (Milwaukee, WI )
Buda Foundry & Manufacturing Co. (Harvey, IL ) The Buda Company, originally located in Buda, IL, was one of the first, if not the first, 

company to develop and manufacture a gasoline powered hand car in 1893. [3]Budapest Metro (Budapest, Hungary) 20 It is the second oldest underground railway in the world[ (the first being the London 
Underground's Metropolitan Line), Buenos Aires Great Southern Railway (Buenos Aires, Argentina) 5,064 The Buenos Aires Great Southern Railway (BAGS) (Spanish: Ferrocarril del Sud) was one of 
the Big Four broad gauge, 5 ft 6 in (1,676 mm), British-owned companies that built and 
operated railway networks in Argentina. The company was founded by Edward Lumb in 1862 
and the first general manager was Edward Banfield after whom the Buenos Aires suburban 
station of Banfield was named, when it opened in 1873. After president Juan Perón 
nationalised the Argentine railway network in 1948 it became part of the state-owned 
company Ferrocarril General Roca.

Buenos Aires Metropolitan Area Rail Network (Buenos Aires, Argentina) 557 Buenos Aires City's metropolitan rail system is the second most extensive in the Americas 
after New York's commuter rail system, with about 259 stations, covering 813 kilometres (505 
miles) and 7 rail lines serving more than 445 million commuters annually in the Greater 
Buenos Aires region.

Buenos Aires Western Railway (Buenos Aires, Argentina) 750 The Buenos Aires Western Railway was Argentina's first railroad.
Buffalo & Pittsburgh Railroad (Buffalo, NY ) 729 The Buffalo & Pittsburgh 's main line was formerly operated by CSX, and prior to that, the 

B&O. The original line was constructed by the Buffalo, Rochester & Pittsburgh.  The line was 
sold to the Genesee & Wyoming on July 19, 1988. On January 1, 2004, the Allegheny & 
Eastern Railroad, Inc.l Bradford Industrial Rail, Inc., Pittsburgh & Shawmut Railroad, Inc., 
Allegheny & Eastern Railroad, LLC, and Pittsburgh & Shawmut Railroad, LLC (all subsidiaries 
of the Buffalo & Pittsburgh), were consolidated and merged into the Buffalo & Pittsburgh 
Railroad, LLC.

Buffalo & Susquehanna Railroad (Buffalo, NY ) 380 2.5% The Buffalo & Susquehanna was formed out of the merger of six smaller railroads extending 
sixty-two miles from Keating Summit to Galeton, PA. Initially, most of the road's revenues 
came from hauling lumber.  During the years 1900-1907, the railroad doubled in size as the its 
main business shifted from hauling lumber to hauling coal and coke. In 1901, the Buffalo and 
Susquehanna Coal and Coke Company was organized to mine coal and coke in 
Pennsylvania. In order to get the coal and coke north to Buffalo, the Buffalo and Susquehanna 
Railway Company was incorporated in 1902. In July 1907, the new Buffalo and Susquehanna 
Railway Company leased the Buffalo and Susquehanna Railroad line for 999 years. Although, 
coal was the foundation of the railroad, the Buffalo and Susquehanna Railway also began to 
carry a considerable volume of passenger traffic, advertising its Grand Scenic Route as a 
popular Sunday excursion. Reorganized in 1914, the Buffalo and Susquehanna Railroad 
Corporation continued to operate as a coal carrier until the coal mines it served closed in 
1925. In 1932, the Baltimore and Ohio Railroad acquired the Buffalo and Susquehanna and 
continued to operate passenger service over the line until 1949. [7]

Buffalo Bayou, Brazos & Colorado Railway (Harrisburg (Houston), TX ) 77 The Buffalo, Bayou, Brazos & Colorado Railway was the first railroad to operate in Texas [6], 
and the second railroad to operate west of the Mississippi River. This line became known as 
the Sunset Route - a name continued under Southern Pacific ownership. 

Buffalo, Pittsburgh & Western Railroad (Portland, NY ) 256 The Buffalo, Pittsburgh & Western Railway was organized on September 23, 1880. Then, on 
January 20, 1881, the former was consolidated with the Pittsburgh, Titusville & Buffalo 
Railway (9/12/1880), the Buffalo, Pittsburgh & Western Railway (9/29/1880) Portland to 
Buffalo, New York, the Salamanca, Bradford & Allegheny River Railroad of New York 
(12/11/1880) to Warren, Pennsylvania, the Salamanca, Bradford & Allegheny River Railroad of 
Pennsylvania (12/8/1880), and the Titusville & Oil City Railway (12/20/1878).  Oil City to 
Buffalo, New York. 139.60 miles. Salamanca Division, Oil City to Salamanca, New York, 
90.50. Union City Branch: Titusville to Union City, Pennsylvania. 25.20 miles.   Leased Line: 
Mayville Extension Railroad, Mayville to Chautauqua, New York, 3.50 miles. Trackage, 
Philadelphia & Erie Railway, Irvineton to Warren, 6.00 miles. Consolidated into Buffalo, New 
York & Philadelphia Railroad 2/14/1883. Acquired by Western New York & Pennsylvania 
Railroad 9/1887.

Bulgarian State Railways (Bulgaria) 2,529 The Bulgarian State Railways (BDZ) are Bulgaria's state railway company and the largest 
railway carrier in the country, established as an entity in 1885. The company's headquarters 
are located in the capital Sofia. Since the 1990s the BDÎ has met serious competition from 
automotive transport. For the period 1994 to 2010 there is significant drop in the market share 
in the passenger and freight services and the lack of competent management worsens the 
situation. Up to 2002 the company owned managed the railway infrastructure in the country, 
when according to EU regulations a new state company, the National Railway Infrastructure 
Company, was founded and became the owner of the infrastructure. 
 
The railway line serving Ruse, Bulgaria was the first line built in Bulgaria in 1866. The route 
linked the city with Varna about 120 miles to the southeast, essentially a Danube-to-the-Black 
Sea route. The year 2016 is the 150th anniversary of Bulgarian railroads. (Ref 2) 
 
Bulgaria is a member of the International Union of Railways (UIC). The UIC Country Code for 
Bulgaria is 52. 
 
History 
 
1864 - Construction began on the Ruse – Varna railway line. The Turkish government had 
commissioned for it an English company managed by William Gladstone, a politician, and the 
Barkley brothers, civil engineers 
1866 - Official opening of the 223 km long Ruse – Varna railway line 
1870 - Baron Maurice de Hirsch starts the construction of the Constantinople – Belovo railway 
line 
1873 - Official opening of the Constantinople – Belovo railway line. The National Liberation 
movement and railway revolutionaries: Todor Kableskov – station master at Belovo railway 
station, Zahari Stojanov – shunter at Tarnovo Sejmen (today’s Simeonovgrad) railway station, 
Ilarion Dragostinov – a telegraph operator at Ruse railway station, Georgi Ikonomov – a 
shunter at the railway stations in Ruse, Tarnovo Sejmen and Edirne, etc. 
1885 - The National Assembly passes the Railway Act, according to which railways in Bulgaria 
are state property and are operated by the state 
1888 - Stefan Stambolov’s government expropriates the Vakarel – Belovo railway line (built 
and previously operated by Vitalis) and starts operating it. On 1 August, the whole of the 
Tsaribrod (Dimitrovgrad, Serbia) – Sofia – Belovo railway line is opened for international 
traffic. The state buys the Ruse – Varna railway line and starts operating it on 10 August. The 
Bulgarian State Railways are established, based on the Tsaribrod – Sofia – Belovo and Ruse 
– Varna railway lines. 
1912 - An independent Ministry of Railways, Post Offices and Telegraphs is established 
1922 - A State Railway School is established 
1950 - The Day of the Railwayman is officially declared – the first Sunday of August 
1952 - The sub-Balkan railway line is opened 
1963 - Diesel traction is introduced for train traffic with the diesel-hydraulic B?B? locomotives 
(class 04), built by SGP; the first electrified line, Sofia – Plovdiv, enters into operation with the 
new then class 41, built by ·koda. 
1964 - The first doubled track, Sindel – Varna, is completed 
1978 - Operations start on the Varna - Illichivsk ferry line with four train ferries capable of 
carrying each 104 four-axle 1,520 mm (4 ft 11 27?32 in) wagons. Break of gauge facility was 
constructed in Beloslav 
2002 - On 1 January 2002, the new Railway Transport Act enters into force, passed by the 
National Assembly of the Republic of Bulgaria, according to which the National Company 
Bulgarian State Railways is split into two separate enterprises – a railway carrier (Bulgarian 
State Railways EAD) and an infrastructure enterprise (Railway Infrastructure National 
Company) 
2010 - The European Commission formally warned Bulgaria in May 2010 for failure to 
implement the First Railway rules on track access charges. 
October 2010 - further restructuring announced, with BDÎ EAD becoming a holding company, 
and all rolling stock allocated to passenger & freight subsidiaries. 
 
Company structure 
 
Since the last reforms in 2007, a new organizational structure has been approved. 
 
BDÎ Inc. (a holding company with one shareholder, the Republic of Bulgaria) 
 
BDÎ Putnicheski Prevozi Ltd. - responsible for the passenger services. The company carried 
31.36 million passengers in 2009. 
BDÎ Tovarni Prevozi Ltd. - Freight operations and expedition with subsidiary BDZ SPED Ltd. 
The company carried 13.3 million tonnes of freight in 2009 in 3.1 million tonne-kilometers. 
Privatisation was attempted in 2012, but called off in 2013 due to financial problems. 
BDÎ Traktzionen Podvizhen Sustav Ltd. - locomotive management and servicing. 
BDÎ-Koncar Inc. - joint venture between BDÎ EAD and KONâAR Group from Croatia with main 
scope of work locomotive repairs and modernization. 
 
Still there are many problems with the organizational structure of the holding. In order to 
optimize the running costs many of the employees from the administration should be laid off. 
There is an evident lack of effectiveness in the administration and the main goal of the 
Ministry of Transport, Information Technologies and Telecommunication is to make the 
company profitable.

Bullfrog Goldfield Railroad (Rhyolite, NV ) 85 3.5% The Bullfrog Goldfield Railroad (BGRR) was incorporated in 1905 to provide an outlet from the 
mining section near Beatty to the north over the lines of the Tonopah and Goldfield Railroad 
and the Southern Pacific Railroad.

Burlington & Missouri River Railroad (Burlington, IA ) 319 The Burlington & Missouri River Railroad Company (in Iowa) became the mainline of the 
Burlington Railroad in Iowa. Another line, the Burlington & Missouri River Railroad in 
Nebraska, continued construction toward Denver.

Burlington & Missouri River Railroad (Pacific Junction, IA ) 836 The Burlington & Missouri River Railroad in Nebraska was often referred to as the Burlington 
& Missouri. The Burlington & Missouri River Railroad in Nebraska was formed in 1869 to build 
the main line of the Burlington Railroad west from Pacific Junction, Iowa and Plattsmouth, NE 
and then to Denver.  The first trains began operating to Lincoln, NE in July of 1870. In 1872, 
the line was open between Plattsmouth and Kearny, NE, reaching Denver in 1882.  The "old" 
mainline reached Alliance, NE in 1888, and continued northwest, reaching Billings, MT in 
1894.  By 1897, the headquarters was located in Omaha, NE. 
 
On July 26, 1880, the Burlington & Missouri River Railroad of Nebraska consolidated with the 
Chicago, Burlington & Quincy Railroad.   
 
The B&MR in Nebraska was then officially merged into the CB&Q in October 1904 as part of 
the general consolidation of properties that occurred at that time after the Great Northern and 
Northern Pacific Railroads acquired the CB&Q.  The name was discontinued after that.   
 
---------------  
 
History from http://www.usgennet.org/usa/ne/topic/resources/OLLibrary/MWHNE/
mwhne677.htm   
 
The Burlington & Missouri River railroad company in Nebraska was incorporated May 12, 
1869, and the construction of the line from Plattsmouth to Kearney was begun in July of that 
year; it was completed to Kearney Junction, Nebraska, September 18, 1872. This company 
was consolidated with the C., B. & Q. R. R. Co. under date of July 26, 1880, at that time 
having a mileage of 836 miles as follows: Plattsmouth to Kearney junction, opened September 
18, 1872, 191 miles; Pacific Junction, Iowa, to Plattsmouth, Nebraska, including the bridge 
across the Missouri river at Plattsmouth, 2 miles; Republican Valley railroad, Hastings to Red 
Cloud, Nebraska, opened November 4,1878, 41 miles; Red Cloud to Bloomington, Nebraska, 
opened March 10, 1879, 29 miles; Bloomington to Republican, Nebraska, opened January 25, 
1880, 12 miles; Republican to Orleans, Nebraska, opened February 29, 1880, 12 miles; 
Orleans to Arapahoe, Nebraska, opened April 17, 1880, 27 miles; Arapahoe to Indianola, 
Nebraska, opened May 23, 1880, 28 miles; York to Aurora, Nebraska, opened November 3, 
1879, 22 miles; Aurora to Central City, Nebraska, opened April 4, 1880, 20 miles; Amboy to 
Hubbell, Nebraska, opened June, 13, 1880, 53 miles.  The Omaha & Southwestern railroad 
was incorporated February 13, 1868, and leased to the B. & M. in perpetuity under date of 
July 19, 1871. At the time of the consolidation of the C., B. & Q. and B. & M. the mileage of 
the 0. & S. W. was: Omaha to Oreapolis, Nebraska, opened in 1870, 17 miles; Crete to 
Beatrice, Nebraska, opened December 22, 1871, 30 miles.  The Atchison & Nebraska railroad 
was formed by the consolidation, August 10, 1871, of the Atchison & Nebraska and the 
Atchison, Lincoln & Columbus railroad companies. At the time of the consolidation of the C., 
B. & Q. and the B. & M. the mileage was: Atchison, Kansas, to Lincoln, Nebraska, opened 
September 1, 1872, 143 miles; Branch to Rulo, Nebraska, -- built by the Burlington & South-
Western railroad and sold to the A. & N. in 1871, 2 miles.  The Lincoln & Northwestern railroad 
was leased to the B. & M. in perpetuity under date of January 1, 1880. At the time of the 
consolidation of the C., B. & Q. and B. & M. the mileage was: Lincoln to Columbus, Nebraska, 
opened May 18, 1880, 73 miles.

Burlington Northern & Santa Fe Railroad (Chicago, IL ) 34,000 The Union Pacific Railroad and the Burlington Northern Santa Fe (BNSF Railway) are virtually 
tied as the largest railroads in the U.S., ranked by mileage operated.Burlington Northern Fruit Express)

Burlington Northern Railroad (Chicago, IL ) 27,374 The Burlington Northern Railroad was the largest railroad in the U.S., prior to the acquistion of 
the Chicago & Northwestern in 1995, and the Missouri Pacific in 1982 by the Union Pacific 
Railroad.

Burlington Refrigerator Car Company)
Burlington Refrigerator Express Company) Burlington Refrigerator Express (BREX) was a railroad refrigerator car leasing company that 

was formed on May 1, 1926 as a joint venture between the Chicago, Burlington and Quincy 
Railroad (CB&Q) and the Fruit Growers Express Company. The move helped the FGE expand 
its business into the Pacific Northwest, and added almost 2,700 ice bunker units to the 
existing car pool already under lease by the Burlington to the FGE and Western Fruit Express 
(WFE). Burlington Refrigerator Express carried the reporting marks BHIX, BRE,  BREX, CX, 
FWDX

Burlington Truck Lines) 4,000
Burlington-Rock Island Railroad (Galveston, TX ) 303 The Burlington-Rock Island Railroad (reporting mark BRI) came into existence on July 7, 1930 

through the reorganization of its predecessor the Trinity and Brazos Valley Railway Company 
(T&BV), nicknamed the "Boll Weevil Line." The Trinity & Brazos Valley built a heavy duty main 
low grade line with easy curves from Houston to Cleburne. This line became the primary 
gateway into Galveston and its seaport for the Rock Island and the Colorado & Southern/
Burlington lines.   
 
Like its predecessor, the BRI was jointly owned by the Chicago, Burlington and Quincy 
Railroad (CB&Q) and the Chicago, Rock Island and Pacific Railroad (Rock Island), with each 
company owning half of the railroad. "It took its new name from the two owning systems and 
operated 303 miles (488 km) of track in 1930. 
 
The Burlington-Rock Island was an important railroad for its co-owners, since it provided 
Texas service for both the Burlington and the Rock Island to Dallas and Ft. Worth and other 
points in Texas. The Trinity & Brazos Valley's own line ran from Cleburne to Houston, and from 
Teague to Waxahachie; it had trackage rights that extended its train service to Ft. Worth, 
Dallas, and Galveston. The trackage rights made the T&BV extremely valuable to its new 
owners.  
 
The joint operation gave a number of popular passenger trains on the Colorado & Southern (a 
Burlington subsidiary), the Burlington and Rock Island lines access into Dallas and Ft. Worth. 
The three roads introduced Zephyr service into Dallas and Ft. Worth as a result of the BRI. 
 
Trinity & Brazos Valley History 
 
The Trinity and Brazos Valley Railway (T&BV) was originally chartered on October 9, 1902, its 
first trackage consisting of an 88-mile (142 km) line from Cleburne, Texas to Mexia, Texas 
which was finished in January 1904.  
 
The Trinity & Brazos Valley ran into financial difficulties following the completion of its initial 
construction in 1904, and was sold in 1905 to the Colorado & Southern; afterwards, the C&S 
sold one-half its interest to the Chicago, Rock Island & Pacific**. The Colorado and Southern 
was bought by the Burlington in 1908.  
 
** In the early 1900’s, the Rock Island Railroad went through a period of rapid expansion, both 
from construction of new lines in the Southwest and from the acquisition of other related 
railroads. After the Trinity & Brazos Valley reached Mexia, the financiers refused to extend 
more funds. Its future destinies were tied to two significant financial Syndicates: the Yoakum 
Empire (B.F. Yoakum), and the Reid-Moore Syndicate. 
 
B.F. Yoakum – Yoakum Lines 
 
B. F. Yoakum was President of the Frisco Railroad at that time; shortly afterwards, the Frisco 
and the Rock Island railroads came under his control, becoming known as the Yoakum 
Empire). Additionally, the Texas & Pacific, the Rock Island, E.H. Harriman, and the Burlington 
through James J. Hill, all influenced the destinies of this road, laying the seeds for the 
eventual joint ownership by the Burlington and Rock Island.+ The T&BV was completed 
between Houston and Cleburne in 1907, with a branch from Teague to Waxahachie via 
Corsicana.   
 
+ R&LHS Bulletin Book Review, No. 73, pp 84-85   
 
The acquisition of a one-half interest in the T&BV by the Rock Island Railroad occurred at the 
beginning of this period. Much of the Rock Island’s expansion was tied to the formation of the 
Reid-Moore Syndicate around 1898. The syndicate floated a public offering to finance the 
creation of the Rock Island Company, which then acquired all of the capital stock of the Rock 
Island Railroad in 1902. This acquisition was followed by purchasing control of the Choctaw, 
Oklahoma & Gulf (subsequently merged), and by the purchase of the Frisco railroad in 1903. 
The Rock Island Company was unable to meet its obligations and went into bankruptcy in 
1915, caused by the stock manipulation of the Rock Island by the Reid-Moore Syndicate.  
 
The Trinity & Brazos Valley continued to expand in Galveston and Houston by organizing the 
Galveston Terminal Railway Company in 1905 and by acquiring a 25% interest via a 99 year 
lease of the Houston Belt & Terminal Railway in 1907. 
 
Due to the influx of funds from these well-heeled financial partners, by 1907 the T&BV line 
had been extended to Houston from the Mexia terminal, with a line also added between 
Waxahachie and Teague.  
 
Trackage rights were also soon arranged with other railroads linking the T&BV with 
Waxahachie and Dallas, Cleburne and Fort Worth, and Houston and Galveston. 
 
With ongoing financial problems resulting from inadequate revenue, the Trinity and Brazos 
Valley went into receivership in 1914. A series of receivers were appointed including John W. 
Robbins (1914), L.H. Atwell, Jr, and in 1919, Gen. John A. Hulen. Hulen eventually became 
the first president of the BRI when the T&BV reorganized. 
 
In 1925, the Ft. Worth & Denver City (Burlington) had acquired trackage rights from Ft. Worth 
into Dallas, over the Chicago, Rock Island & Gulf, but lacked access into Dallas Union Station; 
in that year, the Ft. Worth & Denver City purchased the one-eighth interest in the Union 
Terminal Company at Dallas owned by the Trinity & Brazos Valley, thereby giving it direct 
access into Dallas Union Terminal.   
 
T&BV Construction 
 
Road opened Hillsboro to Hubbard, October 15, 1903. Opened, Hillsboro to Mexia, October 
20, 1903. Cleburne to Mexia, January 26, 1904. Mexia to Houston, January 28, 1907. 
Waxahachie to Teague, July 1, 1907.   
 
The Trinity & Brazos Valley Railway was placed in Receivership, June 16, 1914, and 
Receivership terminated, April 30, 1930. 
 
Trackage Rights:  
 
Houston Belt & Terminal Railway Company Junction to Houston, Texas, 21.39 miles.  Houston 
to Galveston, Texas (Texas & New Orleans Railroad), 51.44 miles.  This Company owns one-
quarter interest in the Houston Belt & Terminal Railway. The Chicago, Rock Island & Pacific 
Railway and Colorado & Southern Railway each own one-half the capital stock and one-half 
of the first mortgage bonds. This Company was placed in Receivership, June 16, 1914, and 
Receivership terminated, April 30, 1930.  Leased Galveston Terminal Railway for 10 years 
from March 1, 1938. The Colorado & Southern Railway owns 50.0% of the stock of this 
Company. 
 
Burlington-Rock Island reorganizes T&BV 
 
Gen. John A. Hulen had been appointed the last receiver of T&BV in 1919. He eventually 
became the first president of the BRI when the T&BV was reorganized as the BRI. 
 
Hulen had begun improvements on the Trinity and Brazos while he was receiver, and this 
trend was continued after the reorganization. The two parent companies rotated their 
management of the BRI in 5 year intervals; the Rock Island started first and controlled the BRI 
until 1935.  
 
The Ft. Worth & Denver City Railway and the Chicago, Rock Island & Pacific initially leased 
the Burlington-Rock Island Railroad. The two companies originally jointly leased the 
Burlington-Rock Island lines between Waxahachie and Teague, Texas; the lease was later 
expanded to include all lines owned or operated by the B-RI in 1950. 
 
Soon after the reorganization an abandonment of the original right of way between Mexia and 
Cleburne began and was implemented in three stages, the first being the 30-mile (48 km) 
Cleburne to Hillsboro section (1932), next the 35-mile (56 km) section from Hillsboro to 
Hubbard (1935), and finally in 1942, the 23 miles (37 km) of track from Hubbard to Mexia. 
 
Along with their partner the CB&Q, the BRI inaugurated the first streamlined passenger train 
service in Texas on October 1, 1936, the Sam Houston Zephyr. Listed as a CB&Q train, it ran 
from Dallas-Fort Worth to Houston. Not to be outdone, Rock Island in cooperation with the 
BRI inaugurated its own named streamlined passenger train in 1937, the Texas Rocket. The 
Rocket was replaced in January 1945 by the Twin Star Rocket, listed as a Rock Island train 
running between Houston and Minneapolis-St. Paul. 
 
A major change in the BRI landscape came in 1950 when the Rock Island partnered with the 
Fort Worth and Denver Railway to lease the BRI's line section from Teague to Houston, which 
they called the Joint Texas division. 
 
The BRI never lived up to its financial promise, finally succumbing to foreclosure in April 1964. 
The owning partners, who each received an uncontested half interest in the property, 
purchased its assets. The railroad's tangible assets became part of the Fort Worth and 
Denver and Rock Island railroads in 1965 and the Burlington-Rock Island Railroad was no 
more. Rock Island went out of business on March 31, 1980, leaving the Fort Worth and 
Denver in sole control; it in turn merged into the Burlington Northern system on December 31, 
1982. Burlington Northern would merge with the Atchison, Topeka, and Santa Fe in 1996 to 
form Ft. Worth-based BNSF Railway. 
 
In 1940 B-RI reported 78 million net ton-miles of revenue freight and 16 million passenger 
miles; at the end of that year it operated 255 miles of railroad. 
 
In 1965, the Colorado & Southern, and the Rock Island Railroads divided the ownership of the 
B-RI; the Colorado & Southern assets became part of the Ft. Worth & Denver.   
 
Burlington-Rock Island Passenger Trains: Zephyrs and Rockets 
  
> Sam Houston Zephyr (Dallas-Fort Worth–Houston) (with CB&Q) 
> Texas Rocket (Dallas-Fort Worth–Houston) (counterpart to the Zephyr with Rock Island) 
> Twin Star Rocket (Houston–Minneapolis-St. Paul via Kansas City) (with Rock Island) 
> Texas Zephyr (Denver-Dallas-Fort Worth) via Colorado & Southern and Ft. Worth & Denver 
Railways. 

Burlington, Cedar Rapids & Minnesota Railroad (Burlington, IA ) 330 The Burlington, Cedar Rapids and Minnesota Railway Company was created to “consolidate 
the Cedar Rapids & Burlington Railroad Company and the Cedar Rapids and St. Paul Railway 
into one organization; to acquire all the franchises, property and rights of both of said 
Companies; to locate, construct, maintain and operate a railway with double and single track 
and with all necessary branches, fences, bridges, warehouses, elevators, steamboats, lands 
and such other appendages as may be deemed necessary for the convenient use and 
profitable management of the same, from the City of Burlington, via Wapello, West Branch, 
Cedar Rapids, Vinton and Waterloo, to and into the State of Minnesota.”  Construction started 
from Burlington, Iowa, in May 1869, and the line reached Columbus Junction (41 miles of 
track) by the end of 1870, and Cedar Rapids (98 miles)  on Feb 1, 1871. Additionally, the 
railroad extended the line from Vinton to Waterloo by Christmas of the same year. In 1872, the 
line was further extended on to Plymouth Junction. However, all construction stopped by 
September 1873 due to the financial panic and the company defaulted on its bonds on 
November 1, 1873.  

Burlington, Cedar Rapids & Northern Railway (Burlington, IA ) 1,136 During the 19th Century, the Burlington, Cedar Rapids & Northern Railway was considered 
the most important north-south rail line in Iowa, joining St. Louis with Minneapolis.   The line 
also became an important feeder for the Rock Island system, providing access to Minneapolis 
and St. Paul. Through passenger service was offered from Minneapolis to St. Louis in 
conjunction with the St. Louis, Keokuk and Northwestern Railroad (later part of the CB&Q). 
Many east-west railroads crossed this line at rivertowns such as Davenport and Dubuque, 
providing important interchange services. [6] Although the mainline served Minneapolis and 
St. Louis, important branch lines led west to Sioux Falls, SD and Watertown, SD and east to 
Peoria, IL. The line followed the west bank of the Mississippi River between Burlington, IA and 
St. Louis.

Burlington, IA Shops-Burlington Railroad (Burlington, IA ) The Burlington Shops built many of the CB&Q's steam locomotives-including the famous 
4-8-4 Northern types.Burma Railways (Myanmar (Burma)) 1,124 4.0% The Burma Railway is often called the "Death Railway". Over 110,000 men died during its 
construction during World War II. The Goteik viaduct on the Lashio branch is the highest in 
Myanmar, the longest railway trestle in the world. The Southern Shan States branch also has 
a grade of 1 in 25, with four reversing stations and a spiral, or complete loop. [5]

Burnham, Parry, Williams & Co. (Philadelphia, PA ) Between 1870 and 1907 Baldwin was the largest locomotive manufacturer and one of the 
largest concerns of any type in the United States.Burnham, Williams & Co. (Philadelphia, PA ) Between 1870 and 1907 Baldwin was the largest locomotive manufacturer and one of the 
largest concerns of any type in the United States.Burnt Cabin Creek Railroad (Coeur d'Alene, ID ) The Ohio Match Company purchased 70 million feet of white pine timber in this area. It was 
the largest sale of timber ever made in the Coeur d'Alene National Forest. Burton Stock Car Company (Wichita, KS ) The Burton Stock Car Company was engaged in the business of renting, on a mileage basis, 
cars adapted to the transportation of all kinds of live stock, and has a branch office in the city 
of Chicago, and a shop, in which it repairs cars belonging to it and used in its business, in said 
town of Lake. 

Busan Subway  (Busan , Korea,South) 100 # Stations in system = 128
Bush Terminal & Railroad (Brooklyn (Bush Terminal), NY ) 20 Bush Terminal was one of the first and largest integrated cargo and manufacturing sites in the 

world.Butte, Anaconda & Pacific Railway (Butte, MT ) 63 The Anaconda Copper Mining Company was the first heavy-haul electrified railroad in the 
world.  [7] It constructed the Butte, Anaconda & Pacific in 1892 in order to reduce the 
exorbitant freight rates that it was paying to haul copper ore from the mine at Butte, Montana 
to a smelter at Anaconda, Montana. By 1900, the BA&P was said to carry “more tonnage to 
the mile the year around than any other railroad in the country.” This earned it the moniker 
“The Biggest Little Railroad in the Nation.”

Căile Ferate Române (Romania) 6,697 The Căile Ferate Române is the state railroad of Romania.
Cadillac City Iron Works (Cadillac, MI ) Cadillac became known as the first developer of geared locomotives designed by Ephraim 

Shay for use in the logging industry. (Ref 1)Cairo & Fulton Railroad Company of Arkansas (Poplar Bluff, MO ) 301 The narrow gauge Cairo and Fulton Railroad was chartered by the State of Arkansas on 
February 9, 1853, to build a railroad line from the Arkansas-Missouri state line across 
Arkansas to Texas.  It was the first railroad to connect Arkansas with the state of Missouri. 
Eventually, the line became part of the St. Louis, Iron Mountain & Southern, connecting St. 
Louis, with Texas. [3] Actual construction did not begin until 1871, was not completed until 
1873

Cairo & Thebes Railroad (Cairo, IL ) 25 The Cairo & Thebes Railroad was constructed at the same time as the Thebes Bridge, which 
crossed the Mississippi River between Thebes, IL and Graysboro, MO. The bridge was 
constructed by the Chicago & Eastern Illinois Railroad, and was used by the Illinois Central 
Railroad, and the St. Louis & San Francisco Railroad, which came to control the C&EI. Cairo 
is located at the very southern tip of Illinois, and is the location of a bridge owned by the 
Illinois Central Railroad, connecting Cairo with Paducah, KY and other points on the IC. Both 
bridges were vital to the efficient transportation of freight and passengers. Thus, the Cairo & 
Thebes Railroad connected these two important points. See Comments below [1] for 
important considerations relative to the Louisville & Nashville and the Nashville, Chattanooga 
& St. Louis.

Cairo & Vincennes Railroad (Cairo, IL ) 150 The Cairo & Vincennes Railroad was organized to transport coal from mines in southern 
Illinois.  The Cairo & Vincennes is an extension of the Indianapolis & Vincennes Railroad, 
being leased by the same owners (the Indiana, Cincinnati & Lafayette, the Columbus, 
Chicago & Indiana Central, and the Pittsburg, Cincinnati & St. Louis Railroads). The line was 
opened in February 1873, and then placed in receivership on May 16, 1874. Sold at 
foreclosure, Jan 5, 1880, leased to Wabash, St. Louis & Pacific Railway 1881 but returned to 
owners 1884 and then reorganized as Cairo, Vincennes & Chicago Railway in 1889. 

Cairo Bridge Company (Cairo, IL ) 2 At the time of its construction, the bridge was the largest and most expensive bridge ever 
constructed in this country. Calico & Odessa Railroad (Yermo (Calico), CA ) Calico, CA is an old West mining town that has been around since  1881 during the largest 
silver strike in California.  With its 500 mines, Calico produced over $20 million in silver ore 
over a 12-year span.  When silver lost its value in the mid-1890's, Calico lost its population.  

California & Oregon Railroad (Marysville, CA ) 320 The combined route between Roseville and Portland became known as the Sisiyou line: the 
first north-south route between Sacramento and Portland that was used by the Southern 
Pacific.  

California Central Railway (Los Angeles, CA ) 250 The California Central route between Los Angeles and San Diego became the "Surf Line" of 
the Santa Fe.California Department of Transportation (San Francisco, CA ) 78 During the 1970's, the Southern Pacific, like many other railroads, experienced rapidly rising 
operating costs related to its remaining commuter lines in the San Francisco Bay area. In 
1977, the Southern Pacific petitioned the Public Utilities Commission to discontinue its 
Peninsula Commuter Service. After the PUC refused to approve the application, the SP 
petitioned the Interstate Commerce Commission to discontinue the service. Eventually, San 
Francisco, San Mateo, and Santa Clara counties (the three counties served by this service) 
along with the California Department of Transportation (Caltrans) agreed to provide funding to 
cover the operating costs not covered by the fare box. On July 1, 1980, Caltrans became the 
agency having primary responsibility for the project, and entered into a contract with the 
Southern Pacific Railroad, as a contractor, to operate the railroad. In 1987, the Peninsula 
Corridor Study Joint Powers Board was formed to study the transportation needs of the 
Penininsula. This lead to the purchase, in December 1991 by the Joint Powers Board, of rail 
lines in San Mateo and Santa Clara counties, along with trackage rights to Gilroy, and the 
purchase of the rights of way from the Southern Pacific Transportation Company. 

California Fast Freight (Chicago, IL ) 1,928 The term "Fast Freight" evolved beginning in the 1870's describing a type of private (non-
railroad) company that offered expedited freight service, compared to what was then available 
from the railroads. The services became so popular, that by 1875, the majority of freight 
shipped west from New York was shipped via Fast Freight.  These companies often owned 
their own railroad cars, which were prominently marked on the outside of the car with the 
company name. Many of the companies were closely aligned with a specific railroad, or a 
group of railroads offering through service from one point to another. Note how the companies 
routes were fairly specific, and used railroads serving destinations along the route.  The 
California Fast Freight LIne, used the Chicago & North Western, the Rock Island, the 
Chicago, Burlington & Quincy, the Union Pacific, and the Central Pacific for service between 
Chicago and California.

California Fruit Exchange (Graeagle, CA ) 20 California Fruit Exchange was a very large distributor of fruit that was purchased from local 
orchard owners, and tthen resold to large groceries and food companies, being shipped 
mostly over the Western Pacific Railroad.  In the early years, the company purchased its 
wooden fruit boxes from other woodenware manufacturers. Eventually, the company realized 
it would be more economical to operate its own sawmill, located in Graeagle, CA. about 10 
miles west of Portola, CA (roughly halfway between Susanville on the north, and Truckee on 
the south). 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
The California Fruit Exchange became involved in the Mohawk Valley area in 1920. The firm 
purchased the former Davies Box and Lumber Company hoIdings in Mohawk Valley. Davies 
Box and Lumber owned some trackage in Calpine, CA (Sierra County) but did not operate a 
railroad. The Fruit Exchange began to build its own railroad in 1924, building northwest from 
Graeagle, crossing the Feather River twice, before turning south to the logging areas. It 
purchased its first locomotive, a 2-6-2, from Baldwin. The company also opened another 
"Logging show" at Spring Garden, using Western Pacific gondolas to ship the logs to the 
Graegale sawmill. In 1938, the railroad logging operations were discontinued,  
 
After the end of World War II, the company name was changed to Blue Anchor, Incorporated, 
to align the company's name with its brand-name trademark, The Blue Anchor Brand. 
 
Preceding adapted from http://www.rootsofmotivepower.com/logging-days-cromberg-graeagle 
(Feather River Short Line Rail Road "System Forever" newsletter, Quincy CA, Summer 1995 
Issue. 

California High-Speed Rail Authority (San Francisco, CA ) 520 California High-Speed Rail is a high-speed rail system currently under construction in the 
state of California. In Phase 1, the route will connect Los Angeles with San Francisco with 
speeds of up to 220 miles per hour (350 km/h). The construction began in the Central Valley 
north of Madera, and is proceeding south towards Bakersfield at the south end of the valley. It 
will then continue south into the high desert and the city of Palmdale, and then into the San 
Fernando Valley and the Los Angeles Basin, terminating in Anaheim. Construction will 
continue from the north end of the tracks above Madera to the San Francisco Bay Area, and 
terminate in downtown San Francisco. 
 
With an anticipated construction and planning cost of $68.4 billion (in year-of-expenditure 
dollars) for Phase 1, the project is the most expensive public works project in United States 
history.  Its cost and scope have been major points of contention, and the project has had to 
contend with a number of lawsuits seeking to stop it. Although these cases have thus far 
delayed the project by a few years, none of them have been successful, and construction on 
the project is now underway. Phase 1 is not due for completion until 2029, however not all 
necessary funding for it has been identified. 
 
In Phase 2, which has no timetable yet, the routes will be extended in the Central Valley north 
to Sacramento and south from Los Angeles to San Diego. Preliminary planning work is 
ongoing. 
 
The project is managed by CHSRA (the California High-Speed Rail Authority), a state agency 
run by a board of governors.

California Southern Extension Railroad (San Bernardino, CA ) 110 Construction began in National City, just south of San Diego, in 1881, and proceeded 
northward to the present day city of Oceanside. From there, the line turned to the northeast 
through Temecula Canyon, then on to the present cities of Lake Elsinore, Perris and Riverside 
before a connection to the Southern Pacific Railroad (SP) in Colton. Following a frog war 
where the SP refused to let the California Southern cross its tracks, a dispute that was 
resolved by court order in favor of the California Southern, construction continued northward 
through Cajon Pass to the present day cities of Victorville and Barstow. The line, completed 
on November 9, 1885, formed the western end of Santa Fe's transcontinental railroad 
connection to Chicago. Portions of the original line are still in use today as some of the busiest 
rail freight and passenger routes in the United States.  Background History-  The California 
Southern Railroad was conceived at the time the western expansion of the Atlantic & Pacific 
Railroad (soon to become Santa Fe) was being constructed toward California. The Santa Fe 
realized a "branch" would be needed to connect the Atlantic & Pacific mainline at San 
Bernardino with San Diego. This led to the forming of the California Southern Railroad with 
the financial backing of he Santa Fe Railroad to build a line from San Diego (National City) to 
San Bernardino, where the line would connect with the Atlantic & Pacific Railroad. The first 
California Southern trains began operation from San Diego into San Bernardino on 
September 13, 1883.   After reaching San Bernardino, the Southern Pacific and the Santa Fe 
entered into a joint trackage sharing arrangement over the use of the Atlantic & Pacific line 
from Needles to Barstow and Mojave. Since the California Southern had already begun 
operation, and had just completed a significant construction project, it was chosen to extend 
the line from San Bernardino through Cajon Pass and into Barstow.

California Southern Railroad (San Francisco, CA ) 0 The California Southern Railroad of 1870 (not to be confused with the railroad of the same 
name, incorporated in 1880, and becoming part of the Santa Fe), was organized by the 
Southern Pacfic Railroad to build what became the San Joaquin Valley route, however, it 
appears that the California Southern never began construction. Instead, it was merged into 
the Southern Pacific, who constructed the line. [3] The line was opened between San 
Francisco and Modesto on November 8, 1870, when the line was consolidated into the 
Southern Pacific. 

California Southern Railroad (Barstow, CA ) 210 The California Southern (1880-) connected the Santa Fe Railway at Barstow with San Diego 
(National City) and provided the first rail connection betweetwn San Diego and the 
transcontinental rail line at Barstow. San Diego was far more important than Los Ageles at this 
time.

California Street Cable Car Railroad (San Francisco, CA ) 16 21.0% The California Street Railroad was organized on June 14, 1876, and was opened April 10, 
1878. The line was reorganized in June 1884, becoming the California Street Cable Car 
Railroad.  The company ceased operating on 31-Jul-1951 when its insurance coverage 
lapsed, and filed for bankruptcy on August 13, 1951. The company subsequently sold its 
assets to the City of San Francisco and the San Francisco Municipal Railway reopened the 
lines on Jan 13, 1952.
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California, Arizona & Santa Fe Railway Co (Ash Fork, AZ ) 685 The California, Arizona & Santa Fe Railway, a non operating company, was organized by the 
Atchison, Topeka & Santa Fe Railway to consolide, own, and hold a number of Santa Fe 
subsidiary lines in Arizona, Nevada, and California. These lines included  the "Mojave Line", 
from Needles to Mojave, California (built by the Southern Pacific) along with the Arizona-
California line from Bengal, AZ to Wickenberg, AZ, and the Santa Fe, Prescott & Phoenix line 
and a number of other lines.     
 
Following completion of their construction, the Arizona & California Railway Company, the 
Santa Fe, Prescott & Phoenix, the Prescott & Eastern Railroad, and the Bradshaw Mountain 
Railroad had been operated by the Santa Fe, Prescott & Phoenix Railway, an affiliate of the 
Santa Fe. On January 22, 1912, these lines, were sold to the California, Arizona & Santa Fe 
Railway Company. The CA&SF was then leased on the same date to the AT&SF for 
operation. After this date, the lines were known as the Atchison, Topeka & Santa Fe Railway-
Santa Fe, Prescott and Phoenix lines.   
 
Lines: Ash Fork to Phoenix, Arizona, 193.26 miles.  Matthie, Arizona to Cadiz, California, 
190.27 miles.  Entro to Blue Bell, Arizona, 28.16 miles.  Needles to Mojave, 240.85 miles.  
Reedley to Piedra, California, 16.97 miles.  Fullerton to Atwood, California, 5.10 miles.  
Richmond to Oakland, California, 11.12 miles.    
 
The "Mojave Line", from Needles to Mojave, Californiawas was leased to the Atchison, Topeka 
& Santa Fe Railway, March 1, 1912, lease modified, March 15, 1915, to run for for 67 years.   
 
Also Acquired:   Arizona & California Railway Barnwell & Searchlight Railway  Bradshaw 
Mountain Railroad  California Eastern Railway  Fresno County Railway  Fullerton & Richfield 
Railway Kings River Railway  Oakdale Western Railway  Oakland & East Side Railroad Perris 
& Lakeview Railway  Prescott & Eastern Railroad  Randsburg Railway  Santa Fe, Prescott & 
Phoenix Railway     
 
Leased to Atchison, Topeka & Santa Fe Railway March 1, 1912 for 67 years. Atchison, Topeka 
& Santa Fe Railway owns all securities. Leased to Atchison, Topeka & Santa Fe Railway until 
1979.

Callao, Lima & Oroya Railway (Callao, Peru) 136 15,692 4.0% It is the second highest railway in the world (following opening of the Qingzang railway in 
Tibet), with the Galera summit tunnel under Mount Meiggs at 4,783 m (15,692 ft) and Galera 
station at 4,777 m (15,673 ft) above sea level.

Caltrain (San Francisco, CA ) 77 Caltrain (reporting mark JPBX) is a California commuter rail line on the San Francisco 
Peninsula and in the Santa Clara Valley (Silicon Valley). The north end of the line is San 
Francisco, at 4th and King streets; its south end is Gilroy. Trains leave San Francisco and San 
Jose about hourly on weekdays, or more frequently during commute hours and for special 
events (such as sporting events). Service between San Jose and Gilroy is limited to three 
weekday commute-hour round trips. Weekday ridership in February 2013 averaged 47,060, 
up 11.1% from February 2012, with ridership at Baby Bullet stations making up 83.5% of total 
boardings.[1] Caltrain is governed by the Peninsula Corridor Joint Powers Board (PCJPB), 
which consists of agencies from the three Caltrain counties. Each member agency has three 
representatives on a nine member Board of Directors. The member agencies are the City and 
County of San Francisco, SamTrans and the Santa Clara Valley Transportation Authority 
Caltrain has 29 regular stops, one football-only stop (Stanford Stadium), and two weekend-
only stops (Broadway and Atherton). As of October 2012 Caltrain runs 92 weekday trains (22 
Baby Bullet), 36 Saturday (4 Baby Bullet), and 32 Sunday (4 Baby Bullet).[3] 

Camas Prairie Railroad (Riparia, WA ) 257 4,000 3.0% The Camas Prairie Railroad was known as the "railroad on stilts" due to the many wooden 
trestles. In one five-mile (8 km) stretch, there were more than a dozen trestles. The railroad 
played an important part in connecting the region's largest exporters of wheat and lumber with 
the rest of the country. It was organized as a joint venture between the Union Pacific and 
Northern Pacific Railroads.

Cambria & Indiana Railroad Co (Colver, PA ) 28 The Cambria & Indiana was built with the plan to transport logs from the area near the main 
line. After the line was built, a large coal deposit was located near the railroad, and the line 
became known as a coal hauling line. It soon became known as the "richest railroad in the 
country", based on revenues per track mile.

Cambria Incline (Johnstown, PA ) 71.0%
Cambridge Horse Railroad (Boston, MA ) The Cambridge Horse Railroad was the first street railway in the Boston area, linking Harvard 

Square in Cambridge to Cambridge Street and Grove Street in Boston's West End, via 
Massachusetts Avenue, Main Street and the West Boston Bridge.

Camden & Amboy Railroad (Camden, NJ ) 191 The Camden & Amboy Railroad was the first railroad in New Jersey and was reportedly "the 
first steam-powered railroad to operate successfully in the United States". [4] It was an 
important factor in connecting Camden (opposite Philadelphia, across the Delaware River) 
with South Amboy, located 24 miles southwest of Newark, on the Atlantic Ocean, and bringing 
economic prosperity to those cities and elsewhere in New Jersey.

Camden & Atlantic Railroad (Camden (Cooper's Point), NJ ) 61 The Camden & Atlantic Railroad was responsible for the founding of, and economic prosperity 
of Atlantic City. "The Camden and Atlantic Railroad obtained a charter for the first rail service 
to the shore in 1852, before Atlantic City was anything more than a speculator's dream." [2]

Caminhos de Ferro de Moçambique (Mozambique) 1,850 Portos e Caminhos de Ferro de Moçambique (abbreviated CFM; in English Mozambique 
Ports and Railways) is the parastatal authority that oversees the railway system of 
Mozambique and its connected ports. 
 
The rail system is composed of a total of 2,983 km rail of the 1,067 mm (3 ft 6 in) gauge that is 
compatible with neighboring rail systems. In addition there is a 140 km line of 762 mm 
(2 ft 6 in) gauge, the Gaza Railway. 
 
The system developed over more than a century from three different ports (Maputo, Beira and 
Nacala) on the Indian Ocean that serve as terminals for separate lines to the hinterland. The 
railroads were major targets during the Mozambican Civil War, were sabotaged by RENAMO, 
and are being rehabilitated. Management has been largely outsourced. At this time there is no 
directly interconnecting rail service between the three lines. Each line has its own 
development corridor. 
 
Nacala railroad / CFM Norte 
 
Nacala is the terminal of the Nacala Railway, the most recent addition to the railway system. It 
connects the Nacala Development Corridor and links to the Central East African Railway 
(CEAR) of Malawi. The railway system is operated by Corredor de Desenvolvimento do Norte. 
Vale recently bought a stake in the operator; a link is planned from Moatize (where Vale has 
coal mines) to Malawi, hence connecting to the existing line to Nacala. 
 
Beira railroad / CFM Centro 
 
Beira is the terminal of the Beira railroad, the oldest railway system of Mozambique. Its 
Machipanda line goes to Harare (formerly Salisbury) and was opened in 1899 as link to then 
Rhodesia, now Zimbabwe, and its transits. The Sena line of the Beira railroad connects to the 
coal fields of Moatize with the potential to link to the railway of Malawi as well as to Zambia. 
As the Beira Railroad Corporation (CCFB) the Beira railway is leased from CFM to the Indian 
RITES Ltd. and IRCON International consortium. 
 
Maputo railroad / CFM Sul 
 
Maputo, formerly Lourenço Marques, and Matola are the terminals of the Maputo line that 
links to northeastern part of South Africa. Like the Ressano Garcia Railway Company, the 
Maputo line is managed by the NLBP (New Limpopo Bridge Project Investments) together 
with Transnet Freight Rail and CPM with the aim to rehabilitate and operate the line to the 
border of South Africa. In South Africa the link goes to Komatipoort and further to 
Johannesburg. The Maputo line also links to Swazi Rail and the National Railways of 
Zimbabwe. 
 
Rail links to adjacent countries 
 
 • Malawi on Nacala line in operation; link to Sena Line, out of service 
 • South Africa yes - same gauge - 1,067 mm (3 ft 6 in) 
 • Swaziland yes - same gauge - 1,067 mm (3 ft 6 in) 
 • Tanzania no direct link - break of gauge - 1,067 mm (3 ft 6 in)/1,000 mm (3 ft 3 3⁄8 in) 
 • Zambia no direct link, Nacala line passes first through Malawi. 
 • Zimbabwe yes - same gauge - 1,067 mm (3 ft 6 in), from Beira and from Maputo (Limpopo 
Line) 
In August 2010, Mozambique and Botswana signed a memorandum of understanding to 
develop a 1,100 km railway through Zimbabwe, to carry coal from Serule in Botswana to a 
deepwater port at Techobanine Point in Mozambique.[2]

Camino, Placerville & Lake Tahoe Railroad (Placerville, CA ) 8 5.0% The Placerville & Lake Tahoe Railroad was built as a standard gauge line to haul lumber from 
the El Dorado National Forest. The railroad connected with a branch line of the Southern 
Pacific Railroad at Placerville.   The Placerville & Lake Tahoe Railway was organized by the 
owners of the El Dorado Lumber Company, who began construction in late 1903, and opened 
the line the next year. The 8 mile line climbed 1,200 feet from Placerville on a 3% grade 
(peaking at 5%) over 8 trestles and 72 curves.

Canada Atlantic Railway (Depot Harbor, ON Canada) 401 The Canada Atlantic Railway was founded by John Rudolphus Booth to transport lumber from 
the world's largest lumber mill at Chaudière Falls on the Ottawa River just upstream from 
Ottawa. 

Canada Southern Railway (Windsor (Amherstburg), ON Canada) 229 The Canada Southern Railway was incorporated Feb 28, 1868 , as the Erie & Niagara 
Extension Railway; the Canada Southern name was adopted December 24, 1869. The line 
opened, Nov 15, 1873. Soon after completion, the Company defaulted on bond interest, and 
in 1878, under a plan of reorganization, the company was reorganized under the same name. 
Reorganization in 1878 included Canada Southern Railway;Toledo, Canada Southern & 
Detroit Railway; Michigan Midland & Canada Railroad; Canada Southern Bridge.  Branches: 
Erie & Niagara Railway: Niagara to Old Fort Erie, Ontario; Sarina, Chatham & Erie Railway: 
Petrolia Junction to Petrolia, Ontario.   This Company owns and controls the: Sarina, Chatham 
& Erie Railway, Toledo, Canada Southern & Detroit Railway, Michigan Midland & Canada 
Railway, Canada Southern Bridge.    
 
The Erie & Niagara Railway Branch from Fort Erie to Niagara was leased in 1873, then 
purchased in July 1889, and absorbed, July, 1893.   Leamington & St. Clair Railway leased; 
then absorbed July 8, 1904. Absorbed Sarina, Chatham & Erie Railway July 18, 1904. Owns 
all stocks and bonds of: Canada Southern Bridge Company, St. Clair & Western Railroad.   
 
The Canadian Pacific Railway and the Canadian National Railway jointly purchased the 
Canada Southern from Conrail on April 30, 1985, in order to gain control of the Michigan 
Central Railroad Tunnel between Detroit and Windsor, ON  The CASO operated little of its 
own rolling stock after acquisition, and its reporting mark was abolished in 1977.

Canada Wheat Board (Winnipeg, MB Canada) The Canada Wheat Board is Canada's largest rail freight shipper. 
Canadian American Railroad (Brownville Junction, ME ) 238 This railroad was formed to operate a portion of a line from Montreal to Brownsville, ME that 

was formerly owned by the Canadian Pacific. The CP divested all lines east of Montreal in the 
1990's including this line, in order to concentrate on business west of Montreal. The Canadian 
American Railroad operates the remaining portion of this line from Brownsville to the Quebec 
border, and beyond.   
 
The 178 mi (286 km) line from Brownville Junction to Lennoxville was a former CP Rail 
mainline consisting of the Moosehead and Megantic subdivisions; at the time of acquisition it 
was operated by CP Rail as the Canadian Atlantic Railway. Operation was transferred by CP 
Rail to CDAC in early January 1995 and officially sold in March 1995.  
 
When the Bangor & Aroostock Railway was placed in bankruptcy, the Canadian American 
Railword, which was affiliated, became bankrupt as well. The Montreal, Maine & Atlantic 
Railway was formed to reorganize the railroads as a combined entity, and began operations 
on January 9, 2003.   
 
The Canadian American Railroad was previously operated by the Canadian Atlantic Railway, 
an affiliate of the Canadian Pacific Railway System. The Canadian American Railroad was 
purchased by Iron Road Railways in March 1995. The route ran from Sherbrooke (Montreal), 
Canada to Brownville Junction, ME.    
 
J. D. Irving, Ltd, purchased the line formerly owned by the Canadian Atlantic from Brownville 
Junction to St. John, New Brunswick, and operated the line under the name of the Eastern 
Maine Railway in the US (Brownsville Junction to Vanceboro), and as the New Brunswick 
Southern Railway in Canada (Vanceboro to St. John). 
 
Background 
 
Canadian American Railroad was formed in 1994 as a joint venture by Iron Road Railways 
(IRR) (Alexandria, VA) and Fieldcrest Cannon Inc. (Kannapolis, NC); this joint venture lasted 
for 8 months in order to complete the acquisition of the former CP Rail property, at which time 
IRR purchased the interest of Fieldrest Cannon in CDAC to assume complete control. In 
1996, CDAC was extended west by 60 mi (97 km) to Farnham, Quebec following purchase 
from CP Rail. At that time, CDAC received trackage rights from CP Rail over the remaining 40 
mi (64 km) into Montreal. 

Canadian Car & Foundry (Montreal, QC Canada) By 1910, Canadian Car & Foundry was the largest builder of freight cars, passenger cars and 
tramways in Canada.Canadian Government Railways) Canadian Government Railways (reporting marks CGR, IRC) was the legal name used 
between 1915–1918 for all federal government-owned railways in Canada.  The principal 
component companies were: the Intercolonial Railway of Canada (IRC), the National 
Transcontinental Railway (NTR), the Prince Edward Island Railway (PEIR), and the Hudson 
Bay Railway (HBR). There were also several minor branch railways in the province of New 
Brunswick that were acquired by CGR during this time.  The deepening financial crisis in 
Canada's railway industry toward the end of the First World War saw the majority of major 
railways across the country nationalized by the federal government. The CGR played a vital 
role in Canada's wartime effort, moving vast numbers of troops and supplies. A notable role 
was the relief and reconstruction in Halifax after the 1917 Halifax Explosion and one CGR 
employee, Vince Coleman became a celebrated hero in the explosion.  The first system to be 
taken over was the bankrupt Canadian Northern Railway (CNoR) on September 6, 1918 
whereby the government-appointed Board of Management for CNoR was instructed to take 
responsibility for all CGR operations as well. Later that year, the federal government created 
the Canadian National Railways (CNR) as a means to simplify the funding and administration 
of the nationalized railway system; this was formally brought about by an order issued on 
December 20, 1918, by the Privy Council.  The Grand Trunk Pacific Railway (GTPR) was 
nationalized after defaulting on loan payments March 7, 1919 and entered the CNR fold on 
July 12, 1920. GTPR's parent company, the bankrupt Grand Trunk Railway (GTR) was 
nationalized on May 21, 1920 and was absorbed into the CNR on January 30, 1923.  Although 
the CGR only existed for a short period of time before evolving into the Canadian National 
Railway, it was a very visible Canadian railway in World War One due to the large scale of 
wartime railway operation. Large amounts of rolling stock were lettered for the CGR, although 
in many regions, such as the Maritimes, the public continued to refer to its trains and facilities 
by their old name of the Intercolonial. The CGR moniker ceased to be used after 1918 but the 
CGR itself existed on paper until the late 20th century, largely due to real estate leases and 
other agreements. A Privy Council order dated July 22, 1993 authorized the sale of CGR to 
the Crown corporation CN for one dollar. 

Canadian Locomotive & Engine Company (Kingston, ON Canada) The Canadian Engine & Machinery Company was organized in 1848 as the Ontario Foundry, 
becoming commonly known as the Kingston Locomotive Works, because of its location at 
Kingston, Ontario. The Grand Trunk Railway ordered its first steam locomotive, which was 
delivered in December 1854. During the period from 1854 to 1860, the company produced 
about 30 locomotives, before becoming bankrupt in 1860. The company was then 
reorganized, becoming the Canadian Engine & Machinery Company in 1865.   The Canadian 
Engine & Machinery Company apparently met with some success, having operated from 1865 
to 1878, before it became bankrupt, being reorganized as the Canadian Locomotive & Engine 
Company in 1878. The latter also ran into financial problems, and new financing was obtained 
from Dübs and Company, of Glasgow, Scotland. By this time, the company had become a 
major supplier of locomotives to the Canadian Pacific Railroad. 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The Canadian Locomotive Company, commonly referred to as CLC, was a Canadian 
manufacturer of railway locomotives located in Kingston, Ontario. Its works were located on 
Ontario Street and Gore Street on Kingston's waterfront. 
 
Early beginnings and bankruptcies 
 
The CLC had its beginnings with a number of predecessor businesses. It began business as 
the Ontario Foundry in 1848, but after commencing construction of locomotives it became 
known as the Kingston Locomotive Works. The first steam locomotive was turned out on 
Wednesday, December 20, 1854. This was the first of four locomotives for the Grand Trunk 
Railway of Canada, which was being built at that time. A further order of five locomotives for 
the GTR followed in October and November 1856. However, less than three dozen 
locomotives were built before the business went bankrupt in 1860. 
 
The Canadian Engine & Machinery Company was a shareholder-owned successor company 
founded in 1865. It too ran into financial troubles during the depression of 1878-1879 and also 
went bankrupt. It was re-organized in February 1878 as the Canadian Locomotive and Engine 
Company Ltd. (CL&EC). After yet another re-organization in April 1881, the plant was updated 
and expanded. The syndicate of investors who owned the Canadian Pacific Railway also 
owned a large portion of the CL&EC, and when funds were needed to further work on the 
CPR, their shares were sold to the respected locomotive builder Dübs and Company, of 
Glasgow, Scotland, which eventually gained control effective January 1, 1888. CL&EC 
became a major supplier to the CPR, delivering nearly one-third of their locomotives over 
many decades. These "Dübs-boilered" locomotives were regarded as durable and long 
lasting. 
 
CLC is formed and finds modest success 
 
In January 1900, following the decision of both the CPR and the GTR to build their own 
locomotives, the CL&EC once again became insolvent, and the plant was closed. It was 
bought by new investors and incorporated in February 1901 as the Canadian Locomotive 
Company Ltd. Improvements followed which allowed production of one locomotive per week. 
Reorganization once again took place under new management in June 1911 although the 
name remained the same. 
 
CLC contributed to the war effort in two world wars by manufacturing armaments and 
munitions, as did the competing shops of the Montreal Locomotive Works, the CPR, and 
others. Large numbers of locomotives were also built for the war effort and for reconstruction 
afterwards. 
 
By the end of World War II steam technology was at its peak, but production was declining 
except for exports to France, Belgium and India. CLC felt its future lay with diesel locomotives, 
but lacking expertise it sought out opportunities with existing builders in the United States. 
 
Representing American Manufacturers 
 
In 1948 CLC became the Canadian representative for Baldwin Locomotive Works which also 
owned Whitcomb Locomotive Works. However, the result of this collaboration was less than 
outstanding — the Whitcomb locomotives built for the Canadian National Railway with Sterling 
diesel engines proved problematic, and orders for Baldwin-designed locomotives were 
modest. CLC then turned to Fairbanks-Morse, a manufacturer of opposed piston diesel 
engines primarily used in maritime applications that was itself attempting to break into the 
railway locomotive market. Baldwin’s shares in CLC were acquired in 1950 by the newly 
formed Canadian Fairbanks Morse. Orders were more extensive and longer lasting, especially 
for the Train Master and Consolidated line designs. However, the Fairbanks-Morse designs 
proved to be no match in the marketplace for the ALCO-designed locomotives offered by the 
Montreal Locomotive Works or to the Electro-Motive Division-designs constructed by General 
Motors Diesel. By 1957, orders had fallen off and Fairbanks-Morse eventually left the 
locomotive business in both Canada and the United States. Following the departure of 
Baldwin and MLW, the Canadian market was left to just two companies, General Electric and 
General Motors Diesel. 
 
Before this however, CLC also sought more opportunities in the export market with the 
involvement of government agencies, exporting small industrial locomotives of Davenport-
Besler design. In 1955 CLC bought the Davenport-Besler Corp. Inc., including its inventory of 
Porter locomotives. A Canadian-only DTC (Diesel Torque Converter) was built for the CPR 
featuring a diesel-hydraulic design rather than the conventional diesel-electric. 
 
On July 26, 1965 CLC became Fairbanks-Morse (Canada) Ltd. and was no longer an 
independent Canadian company. Locomotive construction dwindled even further as the 
company branched out into industrial machinery such as marine engines and weigh scales. 
None of this could save the company. 
 
End of CLC 
 
Declining business and a union strike in April 1969 closed the plant that June. It was 
demolished in August 1971 after having constructed over 3000 locomotives from its earliest 
beginnings, making it at the time, Canada’s second largest commercial builder after Montreal 
Locomotive Works. 
 
The site of the old plant, the waterfront "Block D", sat vacant for 35 years while several 
proposed developments failed to materialize or failed to obtain municipal approval. It would be 
the last vacated portion of Ontario Street's formerly industrial waterfront to be developed. After 
work to negate the effects of a century of industrial pollutants in the soil, it has recently been 
redeveloped with three high-rise apartment and condominium buildings, a hotel, and a 
municipal park.

Canadian Locomotive Company (Kingston, ON Canada) The Canadian Locomotive Company the second largest locomotive builder in Canada, after 
the Montreal Locomotive Works.Canadian National North America) The Canadian National Railway Company (reporting mark CN) is a Canadian Class I railway 
headquartered in Montreal, Quebec that serves Canada and the Midwestern and Southern 
United States. CN's slogan is "North America's Railroad".  CN is the largest railway in Canada, 
in terms of both revenue and the physical size of its rail network, and is currently Canada's 
only transcontinental railway company, spanning Canada from the Atlantic coast in Nova 
Scotia to the Pacific coast in British Columbia.  Following CN's purchase of Illinois Central (IC) 
and a number of smaller US railways it also has extensive trackage in the central United 
States along the Mississippi River valley from the Great Lakes to the Gulf of Mexico. Today 
CN owns approximately 20,400 route miles (32,831 km) of track[1] in 8 provinces (the only 
two not served by CN are Newfoundland & Labrador and Prince Edward Island), as well as a 
70-mile (113 km) stretch of track into the Northwest Territories to Hay River on the southern 
shore of Great Slave Lake; it is the northernmost rail line anywhere within the North American 
Rail Network, as far north as Anchorage, Alaska (although the Alaska Railroad goes further 
north than this, it is isolated from the rest of the rail network). The railway was referred to as 
the Canadian National Railways (CNR) between 1918 and 1960 and as Canadian National/
Canadien National (CN) from 1960 to present.  The Canadian National Railway is a public 
company with 22,000 employees and market capitalization of 32 billion CAD in 2011. CN was 
government-owned, having been a Canadian Crown corporation from its founding to its 
privatization in 1995.  Subsidiaries in the US  Grand Trunk Western Railroad (GTW) operating 
in Michigan, Indiana, and Illinois;  Duluth, Winnipeg and Pacific Railway (DWP) operating in 
Minnesota, purchased in 2011 Central Vermont Railway (CV) operating down the Connecticut 
River valley from Quebec to Long Island Sound;  Illinois Central purchased in 1998 Wisconsin 
Central (including the Algoma Central) purchased in 2001 BC Rail purchased in 2004 Great 
Lakes Transportation (the owner of the Bessemer & Lake Erie and the Duluth, Missabe & Iron 
Range and the Pittsburgh & Conneaut Dock Company) purchased in 2004 Elgin, Joliet & 
Eastern purchased in 2009 

Canadian National Railway (Halifax, NS Canada) 20,229 The Canadian National is Canada's largest railroad, in terms of route miles operated and is 
Canada's only transcontinental railway spanning Canada from the Atlantic coast in Nova 
Scotia to the Pacific coast in British Columbia.It serves Vancouver, Prince Rupert, B.C., 
Montreal, Halifax, New Orleans, and Mobile, Ala., and the metropolitan areas of Toronto, 
Edmonton, Winnipeg, Calgary, Chicago, Memphis, Detroit, Duluth, Minn./Superior, Wis., and 
Jackson, Miss. Founded as a Canadian transcontinental railway, the company has grown by 
acquisition, the largest being the former Illinois Central Gulf railroad.

Canadian Northern Ontario Railway (Toronto, ON Canada) 1,438 Near Vertu (Montreal) to Cartierville, 4.03 miles. Val Royal to Ottawa Junction with Branches, 
104.93 miles. Riverside to Deseronto (excluding sections of line owned by Bay of Quinte 
Railway amounting to 22.36 miles), 94.03 miles. Ronnac to Greenburn, 41.80 miles. Federal 
to Capreol with Branches, 304.83 miles. Rosedale to Current Junction with Branches, 887.79 
miles. Incorporated in 1895 as James Bay Railway. Name changed to Above, June 30, 1906. 
Controlled by Canadian Northern Railway. 

Canadian Northern Railway (Montreal, QC Canada) 9,920 The Canadian Northern Railway was one of Canada’s three transcontinental railways (the 
other two were the Canadian Pacific and the Canadian National). The Canadian Northern's 
ambitious transcontinental line to Vancouver was completed in September of 1915, and was 
taken over by the Canadian National the following year.. At its height, the railroad consisted of 
steam and electric railways, streetcar networks, a transatlantic steamship company, hotels, 
express companies, and mines.

Canadian Pacific Railway (Montreal, QC Canada) 13,874 5.0% The Canadian Pacific Railway was the first railroad to link Canada from east to west and one 
of the largest companies in Canada from its founding until 1975.In 1894, it was the second 
longest railroad in North America, with 6,181 (the Santa Fe was longer with 7,481 miles of 
track). It owned and operated the Canadian Pacific railway, ocean shipping lines, an airline, 
and hotels. The railroad is widely recognized for opeing of western Canada, with the resulting 
rapid economic growth of Canada...

Cape Government Railways (Cape Town, South Africa) 2,014 The Cape Government Railways (CGR) was the government-owned railway operator in the 
Cape Colony from 1874 until the creation of the South African Railways (SAR) in 1910. The 
discovery of diamonds, and the consequent rush to Kimberley that started in 1871, and led to 
the development of railways in South Africa. Shortly afterwards, in 1872, the Cape Colony 
attained responsible government under the leadership of Prime Minister John Molteno, who 
presented plans for an enormous network of railways to connect the Cape Colony's main 
ports to its interior and, importantly, to the Diamond fields. 

Cape Horn Railroad (Cape Horn, WA ) The Cape Horn Railroad Tunnel No.1, at 2,382 feet, is the longest of eleven tunnels built 
along the north side of the Columbia River for the Spokane, Portland & Seattle Railway. The 
tunnel cuts through the massive basalt flow of Cape Horn. The railroad, and the construction 
of this tunnel, was an important part of constructing the Spokane, Portland & Seattle Railroad.

Cape to Cairo Railway (Cape Town, South Africa) The Cape to Cairo Railway, although never completed, did much to spur the economic 
development of South Africa, and the eventual railway network that was built throughout the 
country. The diamond mines at Kimberley were a major beneficiary of the railroad.

Capital Metropolitan Transportation Authority (Austin, TX ) 32 Capital Metropolitan Transportation Authority provides bus service on flexible, convenient 
schedules at more than 3,000 bus stops throughout Central Texas, providing riders with an 
average of 140,000 one-way trips each day. Capital Metro's fixed route bus service includes 
62 metro and flyer routes, six downtown circulator 'Dillo routes, seven express routes and 20 
UT shuttle routes. Capital Metro also offers 30 AISD school routes, van and carpooling 
coordination, shuttles to special events, special transit services for the disabled, and freight 
rail. Capital MetroRail passenger service from Leander to Downtown Austin will begin in late 
2008.  
 
Capital MetroRail is a commuter rail system that serves the Greater Austin area in Texas, and 
which is owned by the Capital Metro. The Red Line, Capital Metro's first and only rail line, 
connects Downtown Austin with Austin's northern suburbs. The line operates on 32 miles (51 
kilometers) of existing freight tracks, and serves nine stations. 
 
After a series of delays, Capital MetroRail was inaugurated in March 2010. Daily ridership 
during the first nine months was approximately 800 riders per weekday, although it had 
doubled to 1,600 by its first anniversary. Capital Metro added additional runs during midday 
beginning in mid-January 2011. Capital Metro added Friday evening and Saturday afternoon 
and evening regularly scheduled service on March 23, 2012. 
 
MetroRail currently has an average weekday ridership of approximately 2,500 passengers per 
day and is the twentieth most-ridden commuter rail system in the country out of twenty-five 
operational commuter rail systems.

Capital Traction Co  (Washington, DC ) Purchased Washington & Georgetown Railroad, September 21, 1856.
Capital Transit Company (Washington, DC ) 200 In 1945 Capital Transit had America’s 3rd largest streetcar fleet. 
Capitol Corridor Joint Powers Authority (San Jose, CA ) 168 The Capitol Corridor trains is an Amtrak rail service, managed by the Capitol Corridor Joint 

Powers, and funded by the State of California (Division of Rail of the California Department of 
Transportation).   The Capitol Corridor Joint Powers Authority (CCJPA) is a partnership among 
the six local transit agencies in the eight county service area which shares the administration 
and management of the Capitol Corridor. The San Francisco Bay Area Rapid Transit District 
(BART) provides day-to-day management support to the CCJPA.  The commuter service 
provides rail service between San Jose-Oakland-Sacramento and Auburn, stopping at 16 
stations in 8 Northern California counties: Placer, Sacramento, Yolo, Solano, Contra Costa, 
Alameda, San Francisco, and Santa Clara, a 170-mile rail corridor.

Carolina, Clinchfield & Ohio Railroad (Elkhorn City, KY ) 277 The Carolina, Clinchfield & Ohio Railroad was contructed to connect the coal fields of 
southwestern Virginai with eastern Kentucky. The railroad was completed to Marion, in 1908. 
The original mainline ran 223 miles from Dante, VA to the North Carolina/South Carolina State 
line, with branches at Laurel, Kiser, Dante (in Virginia), Carnegie, TN, and Bostic, NC adding 
16 additional miles. 
 
Construction of the main line into Spartanburg, SC was completed in 1909, and the Elkhorn 
Extension in 1915. The route covered 277 miles from Elkhorn Yard, KY to Spartanburg. The 
railroad was renamed the Clinchfield Railroad in 1925 and in 1983 the Clinchfield Railroad Co. 
became a division of Seaboard System (controlled by CSX). Although widely known as a coal 
hauling line, the railroad became famous for its low grade (1.5%) crossing of the Allegheny 
Mountains. The line was an engineering marvel of its time, particularly for the Altapass Tunnel 
and Loops at Altapass, NC  that were used to cross the mountains.   
 
Detailed History   
 
The South & Western Railway was formed to develop the coal deposits in the Clinch River 
fields of Virginia and to transport the coal to several southeastern Atlantic coast seaports. The 
railroad was to run through the Appalachian Mountains. After it was chartered, it acquired the 
33 mile Ohio River & Charleston, which had completed only half of its projected line when it 
was sold. The South & Western then completed the balance of the construction shortly after 
its charter was granted.   
 
Following the commencement of initial operations, the founders of the railroad began an 
ambitious plan to build a high speed, low grade railroad through the Appalacian Mountains. 
The 277 mile planned line would eventually connect Elkhorn City, KY with Spartanburg, SC, 
via Kingsport, TN. It soon became evident that the cost of building the line exceeded the 
financing ability of the South & Western Railway, and Wall Street financiers were consulted 
regarding methods of financing the expansion. Eventually, in 1905, the line was sold and 
became the Carolina, Clinchfield & Ohio.   
 
The CC&O was jointly leased by the Atlantic Coast Line Railroad and the Louisville & 
Nashville Railroad in 1924, with the Clinchfield Railroad being formed to manage the CC&O. It 
was acquired by CSX on Dec 31, 1982.  A separate line was organized to hold title to the 
railroad in South Carolina.

Carson & Colorado Railroad (Mound House (Carson City), NV ) 307 7,138 3.0% The Carson & Colorado Railroad was built to connect the vast mineral wealth in southwestern 
Nevada, and the soda and borax deposits in the Owens Valley in California, with the 
transcontinental railroad system via the Virginia & Truckee Railroad near Carson City, NV. 

Carson & Tahoe Lumber & Fluming Company (Tahoe City 
(Glenbrook), CA )

9 6,224 4.0% The Carson and Tahoe Lumber and Fluming Company was the largest sawmill and logging 
operator at Lake Tahoe and the Comstock mines, with Duane L. Bliss as president and 
general manger and H. M. Yerington, D. O. Mills and J. A. Rigby as stockholders.  At its peak 
of operation, it  owned 50,000 acres of timber at Lake Tahoe and Lake Valley, three mills at 
Glenbrook, two steam boats,  two logging railroads, logging camps, and a narrow gauge 
railroad. It operated several flumes to transport lumber down the mountain to the railroad 
depots and also maintained a box factory in Carson City.

Carter Brothers Car Company (Newark, CA ) Carter Brothers was a large, and successful car builder, building between 5,000 and 10,000 
narrow gauge, horse cars, and cable  cars for its time. Their early shops were located in 
Monterey, Sausalito and San Francisco.  In 1877 they built a major shop in Newark, California 
on the South Pacific Coast Railroad.  (Ref 1) Listed in the 1890 Directory of Iron and Steel 
Works as "Newark Car Works, Carter Brothers, San Francisco"

Caspar & Hare Creek Railroad (Caspar, CA ) 6 The Caspar & Hare Creek Railroad connected the sawmill at Caspar with Hare Creek. The 
railroad was owned by the Caspar Lumber Company that was incorporated in 1880. The 
Caspar & Hare Creek Railroad was the successor of an earlier logging railroad built in 1874, 
which operated the first steam locomotive on the coast of Mendocino County in 1875.

Cass Scenic Railroad (Cass, WV ) 110 4,842 11.0% In 1926, the Western Maryland Railroad became interested in tapping the coal reserves 
located in the region, and on March 3, 1927, the Western Maryland purchased 74 miles of the 
north-south mainline between Cheat Junction and Bergoo. After the purchase, the line was 
upgraded, but still required up to ten locomotives to move coal trains up the steep grade.  
Around the same time, the peeling mill at Spruce was closed, and the town began a period of 
long decline.   The Mower Lumber company acquired the remaining operations in Cass in 
1942 to cut second growth timber. New track was then relaid into the old logging areas.The 
logging operation lasted only a few years, with declining output after 1950.   Eventually, the 
remaining lines were sold by the Mower Lumber company interests to the state of West 
Virginia which now operates the property.  

Castle Shannon Incline (Castle Shannon, PA ) 38.0% The Castle Shannon Incline was a funicular railroad in Pittsburgh, Pennsylvania. It was 
originally part of the Pittsburgh and Castle Shannon Railroad route to the suburb of Castle 
Shannon. It replaced an earlier incline dating to 1825 that brought coal down from a mine in 
Mount Washington. 

Cedar American Rail Holdings (Sioux Falls, SD ) 2,437 Operates former Soo Line St. Paul and Kansas City lines. Once owned by Canadian Pacific, a 
two-thirds interest was sold to Washington Companies (who owned Montana Rail Link). In 
early 2002, the Dakota, Minnesota & Eastern announced it would purchase IMRL by forming 
the Iowa, Chicago & Eastern to take over the IMRL lines. The Cedar American Rail Holdings, 
a subsidiary of DM&E, would own all of the stock of the IC&E.

Cedar Rapids & Iowa City Railway  (Cedar Rapids, IA ) 60 The Cedar Rapids & Iowa City Railway began life as the Cedar Rapids & Iowa City Railway & 
Light Co. in May 1903, constructing a 27 mile street railway between these cities. It acquired 
the property and franchises of Cedar Rapids Electric Light & Power Co. Road opened, August 
30, 1904. In 1914, the railroad constructed a branch from Cedar Rapids to Mount Vernon. 
(Ref 4) Passenger service ended in 1952.  Today, the line is owned by Alliant Energy 
Transportation of Cedar Rapids, Iowa. CIC operates 60 miles of main line track and 40+ miles 
of industry track & yards. The  railroad serves the largest shippers in Eastern Iowa – ADM, 
Alliant Utilities, Penford Products, Cargill and Weyerhaeuser - CIC handles approximately 
90,000 cars per year of grain, coal, grain processed products, finished cardboard and scrap 
paper. CIC connects with all class I and area regional carriers via a haulage agreement with 
CCP.  

Cedar Rapids & Missouri River Railroad (Clinton (Lyons), IA ) 272 The Iowa Central Air Line Railroad Company was organized to build from Lyons City* in a 
northwesterly direction to intersect with the Iowa Central Air Line Railroad at Maquoketa, and 
then to the Missouri River on the western edge of Iowa.  The Iowa Central began construction 
in 1856. Grading was completed a various points to Anamosa, IA, when the Financial Panic of 
1857 caused work to stop. The Iowa Central Air Line never resumed construction, and the 
charter was then passed to the Cedar Rapids & Missouri River Railroad, which was organized 
June 14, 1859 by the same parties that controlled the Chicago, Iowa & Nebraska Railroad. A 
stipulation in the Cedar Rapids & Missouri River Land Grant required that the CR&MR 
construct a connection between the Chicago, Iowa & Nebraska Railroad and Lyons City*.  The 
land grants previously given to the Iowa Central was then given to the Cedar Rapids & 
Missouri River Railroad. Construction began again in 1860, reaching Chelsea in 1861, 
Marshalltown in December, 1862, State Center in 1863, Nevada in July 1864, ending at 
Boone, IA in December of 1864. Additional land grants were authorized by Congress in mid 
1864 that allowed construction to resume at Boone in December of 1865, reaching Council 
Bluffs in January of 1867. The Iowa Railroad Land Company was organized in 1869 by the 
stockholders of the Cedar Rapids and Missouri River Railroad.  The land grant of that railroad 
company was conveyed to the Iowa Railroad Land Company September 15, 1869, and in 
1887 the Iowa Railroad Land Company bought from the Iowa Falls and Sioux City Railroad 
Company its unsold lands.   The final construction in 1869 involved completing the link 
between the Chicago, Iowa & Nebraska main line with Lyons City, IA*.  The main line of the 
Cedar Rapids & Missouri Valley Railroad, running west from Cedar Rapids was leased to the 
Galena & Chicago Union Railroad.  The Cedar Rapids & Missouri River was the first railroad 
to reach Council Bluffs from the east, being completed in February of 1867. The line became 
the Iowa Division of the Chicago & North Western Railway in Iowa.  In 1880, the Chicago, 
Iowa & Nebraska and the Cedar Rapids & Missouri River Railroad  companies purchased 
over 90% of the outstanding stock of the Sioux City & Pacific Railroad. The stock remained in 
their control, until their purchase by the Chicago & North Western on June 5, 1884.  * Lyons 
was renamed Clinton, IA. It is located on the Mississippi River.

Cedar Rapids Refrigerator Line (Cedar Rapids, IA ) Operated in the 1890's.
Cedar Rapids, Iowa Falls & Northwestern Railway (Holland, IA ) 510 Opened December 1880. Constructed from the Ellsworth, MN to Watertown, SD and Sioux 

Falls, SD.Centovalli Railway - Locarno-Domodossola (Locarno, Switzerland) 32 The Domodossola–Locarno railway, also known as the Centovalli railway (Italian: 
Centovallina) is a metre-gauge railway between Domodossola, Italy, and Locarno, 
Switzerland.  
 
This panoramic train journey through the picturesque “One Hundred Valleys”, passing deep 
gorges and crevices with glittering cascading waterfalls, travels across colourful alpine 
meadows, over numerous bridges, and through vineyards and forests of chestnut trees.  
 
It passes through the famous village of Intragna and carried over 1 million passengers in 
2010. It is operated by the Ferrovie Autolinee Regionali Ticinesi (FART) in Switzerland and the 
Società Subalpina di Imprese Ferroviarie S.p.A. (SSIF) in Italy. 
 
Opened on 25 November 1923, the 52-kilometre (32 mi) long railway has 22 stations and 
takes approximately 2 hours to traverse the whole length. Valid travel documents are required 
to cross the Italian-Swiss border between the towns of Ribellasca and Camedo. 
 
Following a convention signed in Rome on 12 November 1918 between the plenipotentiaries 
Sidney Sonnino and De Segesser, respectively, of the King of Italy and the Federal Council of 
the Swiss Confederation Switzerland, the construction of the railway began. The railway 
started with an initiative mainly due to the then Mayor of Locarno Francis Dance. The builders 
used part of the existing meter gauge Locarno-Bignasco railway at the start of the eastern end 
of the new line. This set the meter gauge of the whole line. 
 
Since then the railway has regularly performed its task of connecting the communities 
between Locarno and Domodossola. The line continued after the period of mass motorization, 
when some considered the train to be obsolete. 
 
The railway currently plays an important economic and tourist function in the area. It is the 
shortest and most scenic link between the major trans-Alpine railways that pass through the 
Simplon and Gotthard tunnels. Combined with the Simplon railway, it provides a fast 
connection between the Swiss Cantons of Valais and Ticino. 
 
Route 
 
The route, like other mountain railways, has some dramatic inclines between the Masera and 
Santa Maria Maggiore (Italy), and between Verdasio and Intragna (Switzerland); in some 
places the gradient is 60 per thousand. 
A trip between Domodossola and Locarno, takes about an hour and a half. 
 
The name "Centovalli" (100 valleys) derives from the existence of the many valleys along the 
line in which are perched small towns. The geography means that there are plenty of bridges 
and viaducts to admire on a journey.

Central California Traction Co. (Stockton, CA ) 70 Chartered, August 7, 1905. Road opened, March, 1906. Organized to construct and operate 
an interurban system for passenger and freight traffic in the central valleys of California, 
having as its initial point, the city of Stockton, thence extending North about fifty miles to 
Sacramento, forming the first division of the system. In January, 1928, the Atchison, Topeka & 
Santa Fe Railway, Southern Pacific Railroad and the Western Pacific Railroad acquired 
control of this Company. Interurban Passenger service discontinued in 1933.  The railroad 
was operated with a third rail for power. The Sacramento Division was sold to Sacramento 
City Lines around 1944.

Central Iowa Railway (Albia, IA ) 200 The Central Railroad of Iowa was the middle part of a projected through line between St. 
Louis, Missouri and St. Paul Minnesota. The projected line formed a North and South line 
across the state at a distance of 150.00 miles from the Mississippi River, at the Missouri line, 
connecting with the St. Louis, Kansas City & Northern Railroad (succeeded by the Wabash, St 
Louis & Pacific), and at Mason City with the Milwaukee & St. Paul (Iowa and Minnesota Div.) 
Railroad, which connected Northwood (Mason City) with Minneapolis & St. Paul. Northwood is 
about 5 miles south of the Minnesota State line, and 18 miles southeast of Albert Lea, MN.   
 
The line had financial difficulties, and was reorganized as the Central Iowa Railway in 1879. 
The Central Iowa Railway was then reorganized as the Iowa Central Railway in 1888, and 
was then consolidated into the Minneapolis & St. Louis in 1912.   
 
The Central Railroad of Iowa had built into Marshalltown from the south in 1871, thus 
completing a line all the way from Albia to Northwood. At Northwood the road connects with 
the Milwaukee & St. Paul Railway, and at Albia with the St. Louis, Kansas City & Northern 
(former North Missouri) Railroad, thus completing a line between St. Louis & St. Paul, a 
distance of 581 miles.   At the close of 1871, the road was open between Albia and Mason 
City, 169 miles.  At Northwood, it connected after a few years with the Minneapolis & St Louis 
railway, which had constructed its first stretch of track in 1871 and in 1877 had extended its 
line south from Minneapolois thru Albert Lea into Iowa.   
 
The Company defaulted on the interest of its bonds in 1873, and was placed in the hands of a 
Receiver, awaiting foreclosure. Reorganized as Central Iowa Railway, June 4, 1879.  The 
reorganization of the Central of Iowa resulted in the merger with several other railroads and 
became a part of the Iowa Central Railway system. After years of closely affiliated operation 
with the M&StL , the latter leased the properties of the Iowa Central and operated them for a 
time under lease as part of its own system. Then, in January, 1912, the M&StL purchased the 
Iowa Central and took over complete control of its properties and operation. 
------------------------------------------------------ 
From http://archive.org/stream/historyoffrankli00unio/historyoffrankli00unio_djvu.txt 
 
On the 23d day of June, 1869, articles of incorporation were signed at Marshalltown for the 
formation of the Central Railroad Company of Iowa. This company was the legitimate 
successor of the Iowa River Railroad Company, and to construct, and operated railroad from 
the south to the north line of the State of Iowa. The principal office of the  
new company was to be in Marshalltown,  
 
The road was constructed north, through Hampton, to Northwood,  within six miles of the 
Minnesota line, and south to Albia, in Monroe county, thirty-six miles from the Missouri line.  
 
The road as placed in the hands of a receiver in 1874.   
 
On the 20th of May, 1879, articles of incorporation were filed in the office of the Secretary of 
State by Russell Sage and Charles Alexander, of the Central Iowa Railway 
Company, .successors to the Central Railroad Company of Iowa. The objects of the new 
company, were to "acquire, construct, equip, maintain and operate a railway from the north to 
the south line of the State of Iowa, embracing the present road and property, both real and 
personal of the Central Railroad Company of Iowa, subject to the first mortgage. 
 
Isaac M.'Cate was elected president of the new company; D.N. Pickering, superintendent; C. 
A. Jewett, general passenger and ticket agent.  
 
The Central Iowa railway enters Franklin county, on the south, on section 35, Osceola 
township, and passes in a northerly direction through the townships of Osceola, Geneva, 
Reeve, Mott, Ross, Clinton, leaving the county from section 4, in the latter township. There 
are five stations on the line in Franklin county: Faulkner, Geneva, Hampton, Chapin and 
Sheffield. This road also controls and  
operates the branch from Hampton west to iselmond, twenty-two miles. 

Central Japan Railway Company (Tokyo, Japan) 1,221 The core of JR Central's operations is the Tokaido Shinkansen, the main transportation artery 
linking Japan's principal metropolitan areas of Tokyo, Nagoya, and Osaka. The company also 
operates a network of 12 conventional lines centered on the Nagoya and Shizuoka areas. 
 
The Central Japan Railway Company is the main railway company operating in the Chbu 
(Nagoya) region of central Japan. It is officially abbreviated in English as JR Central and in 
Japanese as JR Tÿkai. Its headquarters are located in the JR Central Towers in Nakamura-ku, 
Nagoya, Aichi Prefecture. 
 
The company's operational hub is Nagoya Station. The busiest railway line it operates is the 
Tÿkaidÿ Main Line between Atami Station and Maibara Station. JR Central also operates the 
Tÿkaidÿ Shinkansen between Tokyo Station and Shin-œsaka Station. Additionally it is 
responsible for the Chÿ Shinkansen—a proposed Maglev service between Tokyo Station (or 
Shinagawa Station) and œsaka Station (or Shin-œsaka Station), of which a short 
demonstration section has been built. Currently, the company is conducting demonstrations of 
its shinkansen to railway officials from different countries in the effort to market bullet train 
technology overseas. 
 
JR Central is Japan's most profitable and highest throughput high-speed-rail operator, 
carrying 138 million high-speed-rail passengers in 2009, considerably more than the world's 
largest airline. Japan recorded a total of 289 million high-speed-rail passengers in 2009.[

Central Kansas Railway (Wichita, KS ) 1,028 The Central Kansas Railway was formed to operate former lines of the Atchison, Topeka & 
Santa Fe Railway.  The Central Kansas Railway began operations with approximately 887 
miles of track located primarily within the State of Kansas, with approximately 18 miles of 
trackage in the State of Oklahoma. CKR interchanged with the Atchison, Topeka and Santa 
Fe Railway Company, Burlington Northern Railroad Company, the Hutchinson and Northern 
Railway Company, Kansas Southwestern Railway, Kyle Railroad Company, South Kansas & 
Oklahoma Railroad, Inc, Southern Pacific Lines, Union Pacific Railroad Company, and the 
Wichita Terminal Railroad Association.  The Interstate Commerce Commission granted CKR 
the authority to acquire and operate approximately 890 miles of rail line and trackage rights to 
operate over approximately 70 miles of track on January 4, 1993.   
 
The Central Kansas Railway was formerly controlled by the Broe Companies (BCI), which 
was owned by Patrick D. Broe, the owner of OmniTrax. On June 15, 1994, BCI reorganized, 
and transferred its interest in the Central Kansas Railway to OmniTrax.  In early 2000, the 
company, owned, leased or operated approximately 1,028 miles of rail line in the State of 
Kansas, including:   (1) the Hardtner Subdivision from MP 485.938 at Wichita, Kansas to MP 
514 at Conway Springs, Kansas;  (2) the Stafford Subdivision from MP 559.028 in Conway 
Springs to MP 591.8 in Kingman, Kansas;  (3) the Hutchinson Subdivision from MP 572.677 
on the east leg of the wye and 1,213 feet of the west leg of the wye at Geneseo, Kansas and 
MP 486.003 of the northeast leg of the wye and 984 feet of the southwest leg of the wye at 
Wichita, Kansas; (4) the Scott City Subdivision from MP 0 at Great Bend, Kansas to MP 120.1 
in Scott City, Kansas; (5) the Hoisington Subdivision from MP 491.2 at Bridgeport, Kansas to 
MP 747.5 at Towner, Colorado;  (6) the Great Bend Subdivision from MP 223.2 at Hutchinson, 
Kansas to MP 303 at Garfield, Kansas; (7) the H&S Subdivision from MP 3.6 at Hutchinson, 
Kansas to MP 31.6 at Kingman, Kansas;  (8) the H&S Subdivision from MP 32.5 at Kingman, 
Kansas to MP 56.7 at Harper, Kansas;  (9) the McPherson Subdivision from MP 43.8 at 
McPherson, Kansas to MP 98.5 at Ellinwood,Kansas;  (10) the Salina Subdivision from MP 
20.5 at Salina, Kansas to MP 103.2 at Osborne, Kansas;  (11) the Medicine Lodge 
Subdivision from MP 0 at Attica, Kansas to MP 41 at Sun City, Kansas  (12) the Wichita 
Subdivision from MP 0 at Wichita, Kansas to MP 79.7 at Pratt, Kansas; (13) the Englewood 
Subdivision from MP 46 at Rago, Kansas to MP 136 at Protection, Kansas;  (14) the Jetmore 
Subdivision from MP 0 at Larned to MP 47 at Jetmore.  Central Kansas Railway, Wichita, KS, 
has announced in June 2000, that it would abandon seven lines totaling 255 miles of track 
across the state:  * Hutchinson to Kingman. * Rago to Harper. * Conway Springs to Lyons. * 
Garden Plain to Wichita. * Larned to Jetmore. * Coats to Protection.   
 
In April 2000, OmniTRAX, a non-carrier holding company, merged Central Kansas Railway 
and Kansas Southwestern Railway, with Central Kansas Railway as surviving short line. In 
June 2001, Kansas & Oklahoma Railroad (WATCO company) acquired and operated 
approximately 678 miles of rail lines from the Central Kansas Railway (CKRY).  K&O also 
acquired by assignment from CKRY the lease of approximately 225 miles of rail lines and 
incidental trackage rights over segments of rail lines owned by UP and BNSF.  

Central Maine & Quebec Railway (Searsport, ME ) 481 The Central Maine & Quebec provides an important connection between the eastern U.S. 
(Maine), eastern Canada (Saint John, NB) and Montreal.Central Massachusetts Railroad (Cambridge, MA ) 99 The Central Massachusetts Railroad ran west from Boston, Massachusetts, USA, in parallel 
with the Boston & Albany Railroad and Fitchburg Railroad. It later became the Boston and 
Maine Railroad's longest branch line. It is now abandoned except for a few miles of track.

Central New England & Western Railroad (Campbell Hall, NY ) 304 The Central New England & Western Railroad was formed by Philadelphia investors, seeking 
to find a more direct route for shipments of coal from Pennsylvania to New England. The 
Central New England & Western operated the Poughkeepsie Bridge and lines connecting with 
the bridge. The bridge was the first railroad bridge to be built over the Hudson River, south of 
Albany, enabling a direct rail link between Boston, Pennsylvania, and Washington, DC. It 
would be 20 more years before the Hudson River Tunnels were built in 1907, and another 10 
years before the Hell Gate Bridge was opened in 1917.

Central New England Railway (Campbell Hall, NY ) 304 The Central New England Railway (reporting mark CNE) was a railroad from Hartford, 
Connecticut and Springfield, Massachusetts west across northern Connecticut and across the 
Hudson River on the Poughkeepsie Bridge to Maybrook, New York. It was part of the 
Poughkeepsie Bridge Route, an alliance between railroads for a passenger route from 
Washington to Boston, and was acquired by the New York, New Haven & Hartford Railroad in 
1904. 
 
History (Ref 1) 
 
Hartford west: 1868-1889 
 
The Connecticut Western Railroad was chartered June 25, 1868 to run from Hartford, 
Connecticut west to the New York state line, where it would meet the Dutchess & Columbia 
Railroad just east of Millerton, New York. The line was completed December 21, 1871; the 
previous month the company had leased the easternmost bit of the D&C to gain access to the 
New York & Harlem Railroad at Millerton. The only branch was a short one in Connecticut, 
south into Collinsville, which would not be completed until December, 1874. The Connecticut 
Western became bankrupt on April 27, 1880, and on March 31, 1881 it was reorganized as 
the Hartford & Connecticut Western Railroad. 
 
In the meantime, the Rhinebeck & Connecticut Railroad was organized in New York on June 
29, 1870 to build from Rhinecliff on the Hudson River east to the Connecticut state line to join 
the Connecticut Western. The line opened to the public on April 14, 1875, running from 
Rhinecliff east to Boston Corners, New York. From Boston Corners to the state line, the R&C 
obtained trackage rights over the track of the Poughkeepsie & Eastern Railroad, which 
junctioned with the Connecticut Western and Dutchess and Columbia at the state line. 
 
On July 1, 1882 the Hartford & Connecticut Western bought the Rhinebeck & Connecticut 
Railroad, giving it a line from Hartford to the Hudson River. The Poughkeepsie, Hartford & 
Boston Railroad, the successor to the Poughkeepsie & Eastern, went bankrupt in the 1880s, 
and on January 26, 1884 the H&CW outright bought the line east of Boston Corners that it 
had operated under trackage rights. 
 
Poughkeepsie Bridge: 1871-1899 
 
Over the years, several plans had been made for a fixed span across the Hudson River south 
of Albany to replace the numerous car float operations. One of the most persistent was 
originally chartered in 1868 as the Hudson Highland Suspension Bridge Company, and would 
have crossed from Anthony's Nose to Fort Clinton, now roughly the site of the Bear Mountain 
Bridge. 
The proposal that was eventually built was the Poughkeepsie Bridge at Poughkeepsie. The 
Poughkeepsie Bridge Company was chartered in June 1871 to build the bridge, and the first 
train crossed the bridge on December 29, 1888. The Hudson Connecting Railroad was 
chartered in 1887 to build southwest from the bridge, and about the same time the 
Poughkeepsie & Connecticut Railroad was chartered to continue the line northeast from 
Poughkeepsie. The bridge company had hoped to acquire the Poughkeepsie, Hartford & 
Boston Railroad, but was unable to, and so chartered the P&C to run parallel, ending at the 
Hartford & Connecticut Western Railroad at Silvernails, NY. The connections were not 
completed until 1889, and on July 22 the two approaches merged to form the Central New 
England & Western Railroad. That same year the CNE&W leased the Hartford and 
Connecticut Western, giving it a route from Hartford all the way across the Hudson River to 
Maybrook and Campbell Hall, New York. Maybrook/Campbell Hall soon became a major 
junction point for many railroads transferring cars to the CNE&W. The Delaware & New 
England Railroad was also formed in 1889 as a holding company to own the CNE&W and 
Poughkeepsie Bridge Company. 
 
In April 1890 the CNE&W chartered the Dutchess County Railroad to run southeast from the 
east end of the bridge in Poughkeepsie to Hopewell Junction, the west end of the New York & 
New England Railroad (NY&NE) at the Newburg, Dutchess and Connecticut Railroad. The 
line opened May 8, 1892, giving the NY&NE a route to the bridge. 
 
The Reading Company (RDG) bought the CNE&W and Poughkeepsie Bridge Company from 
D&NE in January 1892, extending RDG's influence to New England via the Pennsylvania, 
Poughkeepsie & Boston Railroad. The two companies merged on August 1, 1892 to form the 
Philadelphia, Reading & New England Railroad (PR&NE). RDG proved unable to handle its 
new acquisitions, and PR&NE defaulted on its interest payments in May 1893. The final 
reorganization came on January 12, 1899 with the formation of the Central New England 
Railway (CNE). 
 
Central New England Railway: 1899-1927 
 
The original Connecticut Western had from the start been interested in building a branch from 
Tariffville, Connecticut to Springfield, Massachusetts and the CNE finally began it in 1899. 
Thwarted by the New York, New Haven & Hartford Railroad's (NH) surreptitious grab of a 
parcel of land known as Montague Farm and legal maneuvers thereafter, the East Granby and 
Suffield Railroad had to be incorporated in 1901 to build a loop around the farm and rejoin the 
branch which connected with the Boston & Albany Railroad at Agawam Junction in West 
Springfield, Massachusetts. From West Springfield to Springfield, trackage rights were 
obtained over the B&A. The branch opened on September 12, 1902. Less than six months 
after the Springfield extension debuted via the loop, the Montague property was suddenly 
obtainable for a pittance. CNE then completed the last 313 feet of the original line, which it 
had to charter separately as the Short Line Railroad Company, and passenger trains began to 
run via the farm on March 9, 1903. The loop was retained briefly for freight use but was ended 
by May 1904. NH acquired financial control of CNE that same year, mostly for the 
Poughkeepsie Bridge and western connection at Maybrook that it would soon develop to its 
fullest potential. CNE was allowed to operate separately, but the lease of the Dutchess County 
Railroad was assigned to NH on December 1 to allow its access to the bridge. The Newburg, 
Dutchess & Connecticut Railroad and Poughkeepsie & Eastern Railway (P&E) acquired by 
the NH in 1905 and 1907, were both assigned to the CNE and merged into it June 25, 1907 
(along with the Dutchess County Railroad). The ND&C gave CNE a route from Millerton 
southwest to the Hudson River at Beacon, intersecting the Dutchess County at Hopewell 
Junction, and P&E ran parallel to the main line from Boston Corners southwest to 
Poughkeepsie. By 1915 the former NY&NE from Hopewell Junction to Danbury, Connecticut 
would be also be transferred to CNE. 
 
In 1910 the Poughkeepsie & Connecticut main line was abandoned in favor of the parallel 
Poughkeepsie & Eastern Railway from Pine Plains, New York southwest to Salt Point where 
the two lines had crossed The P&E used trackage of the Newburg, Dutchess & Connecticut 
Railroad (also merged into the CNE in 1907) from Pine Plains southwest to Stissing, NY. 
Connections were built at both ends of the abandonment. 
 
In 1921 the Massachusetts part of the Springfield Branch was abandoned after less than 20 
years of operation. The former P&E was abandoned from Ancram Lead Mines (NY) northeast 
to Boston Corners in 1925; along with the concurrent abandonment of part of the former 
Newburgh, Dutchess & Connecticut Railroad to the south, the old Poughkeepsie and 
Connecticut Railroad and Rhinebeck & Connecticut Railroad was the only remaining route of 
three from Pine Plains to Connecticut. On January 1, 1927 CNE was finally merged into NH. 
 
New York, New Haven & Hartford Railroad and successors: 1927- 
 
CNE had the steepest grades of the various east-west routes of the NH; most bridge traffic 
was routed via the former NY&NE to Hopewell Junction. In 1932 the former Rhinebeck & 
Connecticut Railroad was abandoned from Copake (north of Boston Corners) southeast to the 
state line, cutting the CNE in two. 
 
More abandonments came during 1938. The main line was closed from East Canaan east to 
Tariffville, along with the rest of the Springfield Branch. The main line and former Rhinebeck & 
Connecticut were abandoned northeast and east from Poughkeepsie and Rhinecliff, as well 
as the parallel P&E and the main line from the state line east to Lakeville. In 1940 the main 
line from East Canaan to Canaan was closed, and in 1965 the line between Lakeville and 
Canaan was abandoned. 
 
The Hartford & Connecticut Western Railroad was owned by NH through the CNE, but was 
not merged by the mid-1930s when NH became bankrupt. On December 31, 1937 the H&CW 
filed a reorganization plan. After a long reorganization, H&CW was merged into the NH on 
September 18, 1947 (along with the Providence, Warren and Bristol Railroad and Old Colony 
Railroad); by then all of the H&CW but the easternmost section had been abandoned. 
 
At the time of the 1969 merger of the NH into Penn Central, all that remained of the original 
CNE was the westernmost section, from Maybrook over the Poughkeepsie Bridge and 
southeast along the Dutchess County Railroad to the former NY&NE as well as the 
easternmost portion to the northern part of Bloomfield, CT, from Hartford. The westernmost 
section was part of the Maybrook Branch, continuing east over former NY&NE and other lines 
to Derby. With the 1974 closure of the Poughkeepsie Bridge, the Maybrook Branch was 
abandoned west of Hopewell Junction. In 1976 the remaining line became part of Conrail. The 
Connecticut Department of Transportation later acquired it and in January 1999 the Central 
New England Railroad acquired the 8.7 mile (14 km) Griffins Industrial Track. 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------- 
The Central New England Railway was chartered, January 12, 1899 as the reorganization of 
the Philadelphia, Reading & New England Railroad Company, taking possession, January 23, 
1899.     
 
Leased Lines: Hartford & Connecticut Western Railroad, Hartford, Connecticut to Rhinecliff, 
New York, 109.75 miles Tariffville, Connecticut to Agawam Junction, Massachusetts, 14.20 
miles. (Leased Hartford & Connecticut Western until 8/30/1940); Dutchess County Railroad, 
Poughkeepsie to Hopewell Junction, New York, 12.40 miles.    
 
Merged the following companies June 25, 1907: Poughkeepsie & Columbia Railroad, 
Poughkeepsie Bridge Railroad, Dutchess County Railroad, Newburgh, Dutchess & 
Connecticut Railroad, Poughkeepsie & Eastern Railway.  
 
----------  
From "Annual Report of the Public Service Commission (New York State), Second District, Vol 
2, December 31, 1910" http://books.google.com/books?id=uC_jAAAAMAAJ   
 
Incorporated January 12, 1899, under the railroad law of New York, as a reorganization of 
Philadelphia, Reading and New England Railroad Company, incorporated July 28, 1892, as a 
consolidation of Poughkeepsie Bridge and Railroad Company, incorporated as the 
Poughkeepsie Bridge Company by a special act of the legislature of Xew York passed May 
31, 1871 (ch. 897). 
 
Reorganized July 14, 1892, under the above name; and Central New England and Western 
Railroad Company, incorporated July 23, 1889, as a consolidation of Hudson Connecting 
Railroad Company, incorporated under the railroad law of New York January 28, 1887, and 
The Poughkeepsie and Connecticut Railroad Company, incorporated September 14, 1888.   
 
The following companies, organized under the railroad law of New York, were consolidated 
June 25. 1907, with Central New England Railway Company:  
 
- Poughkeepsie Bridge Railroad Company, incorporated June 5, 1888;  
 
- Dutchess County Railroad Company, incorporated April 21, 1890;  
 
- Newburgh, Dutchess and Connecticut Railroad Company, incorporated January 15, 1877, as 
a reorganization of the Dutchess and Columbia Railroad Company, incorporated September 
4, 1866;  
 
- Poughkeepsie and Eastern Railway Company, incorporated April 11, 1893, as a 
reorganization of The Poughkeepsie, Hartford and Boston Railroad Company, incorporated 
May 15, 1875.   
 
This reorganization was pursuant to a sale under foreclosure of a mortgage executed by The 
Poughkeepsie, Hartford and Boston Railroad Company to John P. Adriance as trustee. The 
Poughkeepsie, Hartford and Boston Railroad Company was also reorganized January 22, 
1887, as The New York and Massachusetts Railway Company, and the latter company was 
consolidated April 26, 1887, with The Hudson River and Boston Railway Company, 
incorporated July 14, 1885, under the name of The New York and Massachusetts Railway 
Company. The above reorganization of The Poughkeepsie, Hartford and Boston Railroad 
Company was pursuant to sale under foreclosure of mortgage executed by The 
Poughkeepsie, Hartford and Boston Railroad Company to Edward Ellsworth as trustee, dated 
September 1. 1875.  
 
The Poughkeepsie, Hartford and Boston Railroad Company was incorporated May 15, 1875, 
as a reorganization of The Poughkeepsie and Eastern Railroad Company. This latter company 
was incorporated by a special act of the New York legislature passed April 13, 1866 (ch. 456). 
By a special act of the legislature of New York passed June 2, 1883 (ch. 514), The 
Poughkeepsie, Hartford and Boston Railroad Company was authorized to merge and 
consolidate its capital stock, etc., with the capital stock, etc., "of such other railroad company 
or companies in either of the States of Massachusetts or Connecticut or in both of those 
States as shall by the construction of a line of railroad from Boston . . . to the New York state 
line or by completion . . . hereafter form a continuous line of railroad with the said railroad of 
the said Poughkeepsie, Hartford and Boston Railroad Company, as at present constructed."   
 
The main line extends from Campbell Hall via Poughkeepsie bridge and Poughkeepsie to 
Hartford, Conn., via the New York, New Haven and Hartford railroad, with main line branches 
Poughkeepsie to Hopewell Junction, Fishkill Landing via Hopewell Junction to State Line, 
Rhinecliff to Boston Corners and thence to State Line.   
 
Main line, Campbell Hall to Silvernails, 42.90 miles first track, 15.21 miles second track, using 
as main line to Connecticut-State line portions of the line from Poughkeepsie to Boston 
Corners (see below), and from Boston Corners to State Line the line of the Hartford and 
Connecticut Western, leased line (see below). The mileage of the actual main line, Campbell 
Hall to State Line station, is 74.30 miles.   
 
Hopewell Branch, Poughkeepsie Junction to Hopewell, 12.40 miles single track, 2.28 miles 
second track. Newburgh, Dutchess and Connecticut division, Dutchess Junction to State Line, 
58.84 miles single track. Poughkeepsie to Boston Corners, 33.28 miles single track. Bhinecliff 
Division (Hartford and Connecticut Western Railroad Company, lessor), Rhinecliff to State 
Line, 42.50 miles single track. Line operated under contract, or where rent is contingent on 
earnings or other consideration: Wicopee Junction to Fishkill Landing (New York, New Haven 
and Hartford railroad), 1.65 miles single track.  Total mileage: operated, proprietary, 149.42; 
operated, leased, 42.50; trackage, 1.65: 193.57.  

Central of Georgia RailRoad (Savannah, GA ) 1,974 The Central became a Southern Railway subsidiary on June 17, 1963. In 1971 the Southern 
formed the Central of Georgia Railroad to merge the Central of Georgia Railway, the 
Savannah and Atlanta Railway, and the Wrightsville and Tennille Railroad. 
 
Today the Central of Georgia exists only as a paper railroad within the Norfolk Southern 
Railway group. 42 miles (68 km) of the CofG's former mainline are currently leased by the 
Chattooga and Chickamauga Railway from the State of Georgia.

Central of Georgia Railway (Savannah, GA ) 1,978 The Central of Georgia Railroad was the most important railroad in Georgia, with lines 
extending from Georgia's important Savannah seaport north to Chattanooga, TN, via Macon. 
The headquarters, roundhouse, and repair shops, along with the terminal station were built in 
Savannah, which became the heart of the railroad’s operations. Its predecessor, the Central 
Railroad & Banking Company of Georgia in 1843 had constructed 190 miles of rail forming the 
longest continuous railroad under one management in the world. Many of the important 
passenger trains in the 20th Century operating between Chicago and  other points south to 
Florida used the Central of Georgia tracks  in Georgia.

Central Oregon & Pacific Railroad  (Eugene (Springfield Junction), 
OR )

389 The Central Oregon and Pacific Railroad (reporting mark CORP) is a Class II railroad 
operating the former Southern Pacific Railroad (SP) Siskiyou Line between Weed, CA and 
Eugene, OR. 

Central Pacific Railroad (Oakland, CA ) 1,361 7,017 The building of the transcontinental railroad (known as the Pacific Railroad) was authorized 
when Congress passed an act on July 1, 1862 to build the Western portion of the Pacific 
Railroad  from Sacramento, California to point of junction with the Union Pacific Railroad at 
Ogden, Utah, 747.00 miles. On October 8, 1864 an amendment to the Pacific Railroad Act, 
changed the name of the Central Pacific Railroad to the Central Pacific Railroad of California. 

Central Pennsylvania Lumber Company Railroad (Masten, PA ) 27 7.0% The Central Pennsyvania Lumber Company was formed in 1902 to purchase the Keystone 
Lumber Company operation at Jamison City, PA. (Ref 2) 
 
The Central Pennsylvania Lumber Company purchased the Laquin Lumber Company around 
1913, after the latter closed in 1912 when the Schrader logging tract had been cut. (Ref 2) 
 
Masten was founded as a lumber mill town in 1905 by Charles W. Sones. Sones owned the 
mill and town and worked under a contract with the Union Tanning Company, which needed 
hemlock bark for tanning leather and also sold hardwoods from the area. The village was 
served by two railroad lines: the Susquehanna and New York Railroad and the Susquehanna 
and Eagles Mere Railroad. The railroads passed through many cuts and fills, and the grades 
built at the height of the lumber era in Pennsylvania today carry the Old Loggers Path. 
 
In April 1917 the contract with Sones expired and the mill, town, and railroads (Susquehanna 
& New York RR (lines around Masten), Susquehanna & Eagles Mere Railroad, and Laquin 
Lumber Company Railroad) were purchased by the Central Pennsylvania Lumber Company. 
The mill was in operation from 1905 to September 18, 1930, when the last log was cut. After 
the mill closed, many of the houses were torn down and their lumber sold and the 
Susquehanna and Eagles Mere Railroad was abandoned. On May 6, 1933, Civilian 
Conservation Corps "State Forest Camp" S-80-Pa was established at the site of Masten, and 
some of the remaining houses were demolished to make room for the camp. The CCC built 
some 30 mi (48 km) of roads and 40 mi (64 km) of trails. The camp closed in 1940.  Some 
families had stayed after the mill closed and during the CCC era, but in 1941 the last family 
left Masten.  The Old Loggers Trail was established after the Second World War. Today, few 
buildings remain, which are now hunting camps, but there are many foundations throughout 
the area, and a smokestack. 

Central Railroad & Banking Company of Georgia (Savannah, GA ) 1,500 The Central Railroad and Canal Company (later Central Railroad & Banking Co.) was 
chartered by Savannah businessmen to counteract the loss of business at the Port of 
Savannah by the port of Charleston, SC which was served by the South Carolina RR. [5] 

Central Railroad of Iowa (Northwood (Mason City), IA ) 189 The Central Railroad of Iowa was the middle part of a projected through line between St. 
Louis, Missouri and St. Paul Minnesota. The projected line formed a North and South line 
across the state at a distance of 150.00 miles from the Mississippi River, at the Missouri line, 
connecting with the St. Louis, Kansas City & Northern Railroad (succeeded by the Wabash, St 
Louis & Pacific), and at Mason City with the Milwaukee & St. Paul (Iowa and Minnesota Div.) 
Railroad, which connected Northwood (Mason City) with Minneapolis & St. Paul. Northwood is 
about 5 miles south of the Minnesota State line, and 18 miles southeast of Albert Lea, MN.   
 
The line had financial difficulties, and was reorganized as the Central Iowa Railway in 1879. 
The Central Iowa Railway was then reorganized as the Iowa Central Railway in 1888, and 
was then consolidated into the Minneapolis & St. Louis in 1912.   
 
The Central Railroad of Iowa had built into Marshalltown from the south in 1871, thus 
completing a line all the way from Albia to Northwood. At Northwood the road connects with 
the Milwaukee & St. Paul Railway, and at Albia with the St. Louis, Kansas City & Northern 
(former North Missouri) Railroad, thus completing a line between St. Louis & St. Paul, a 
distance of 581 miles.   At the close of 1871, the road was open between Albia and Mason 
City, 169 miles.  At Northwood, it connected after a few years with the Minneapolis & St Louis 
railway, which had constructed its first stretch of track in 1871 and in 1877 had extended its 
line south from Minneapolois thru Albert Lea into Iowa.   
 
The Company defaulted on the interest of its bonds in 1873, and was placed in the hands of a 
Receiver, awaiting foreclosure. Reorganized as Central Iowa Railway, June 4, 1879.  The 
reorganization of the Central of Iowa resulted in the merger with several other railroads and 
became a part of the Iowa Central Railway system. After years of closely affiliated operation 
with the M&StL , the latter leased the properties of the Iowa Central and operated them for a 
time under lease as part of its own system. Then, in January, 1912, the M&StL purchased the 
Iowa Central and took over complete control of its properties and operation. 
------------------------------------------------------ 
From http://archive.org/stream/historyoffrankli00unio/historyoffrankli00unio_djvu.txt 
 
On the 23d day of June, 1869, articles of incorporation were signed at Marshalltown for the 
formation of the Central Railroad Company of Iowa. This company was the legitimate 
successor of the Iowa River Railroad Company, and to construct, and operated railroad from 
the south to the north line of the State of Iowa. The principal office of the  
new company was to be in Marshalltown,  
 
The road was constructed north, through Hampton, to Northwood,  within six miles of the 
Minnesota line, and south to Albia, in Monroe county, thirty-six miles from the Missouri line.  
 
The road as placed in the hands of a receiver in 1874.   
 
On the 20th of May, 1879, articles of incorporation were filed in the office of the Secretary of 
State by Russell Sage and Charles Alexander, of the Central Iowa Railway 
Company, .successors to the Central Railroad Company of Iowa. The objects of the new 
company, were to "acquire, construct, equip, maintain and operate a railway from the north to 
the south line of the State of Iowa, embracing the present road and property, both real and 
personal of the Central Railroad Company of Iowa, subject to the first mortgage. 
 
Isaac M.'Cate was elected president of the new company; D.N. Pickering, superintendent; C. 
A. Jewett, general passenger and ticket agent.  
 
The Central Iowa railway enters Franklin county, on the south, on section 35, Osceola 
township, and passes in a northerly direction through the townships of Osceola, Geneva, 
Reeve, Mott, Ross, Clinton, leaving the county from section 4, in the latter township. There 
are five stations on the line in Franklin county: Faulkner, Geneva, Hampton, Chapin and 
Sheffield. This road also controls and  
operates the branch from Hampton west to iselmond, twenty-two miles. 
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Central Railroad of New Jersey (Jersey City, NJ ) 694 The Jersey Central Lines initially began as a series of railroads and car ferries connecting 
New York with Baltimore. [7] The Central Railroad of New Jersey was constructed between 
the New York Harbor at Jersey City, NJ and the coal fields of eastern Pennsylvania and the 
Jersey shore. It became one of the famous "anthracite railroads". In later years it operated an 
extensive passenger train network and commuter operations in Northern New Jersey. [4]

Central Railway of Peru ( , Peru) 15,806 8.0%
Central Vermont Railway (Montreal, QC Canada) 531 5.0% The Central Vermont Railway (reporting mark CV) was a railroad that operated in the U.S. 

states of Connecticut, Massachusetts, New Hampshire, New York, and Vermont, as well as 
the Canadian province of Quebec. 
 
It connected Montreal, Quebec, with New London, Connecticut, using a route along the 
shores of Lake Champlain, through the Green Mountains and along the Connecticut River 
valley, as well as Montreal to Boston, Massachusetts, through a connection with the Boston 
and Maine Railroad at White River Junction, Vermont. 
 
History 
 
The Vermont Central Railroad was chartered October 31, 1843 to build a line across the 
center of Vermont, running from Burlington on Lake Champlain east to Montpelier, and then 
southeast and south to Windsor on the Connecticut River. Initial plans had the main line 
running through Montpelier. However, due to the difficulty of building through the Williamstown 
Gulf, a narrow valley south of Barre, Vermont, and to land interests of Charles Paine in 
Northfield, Vermont, a course to the west was selected, leaving the state capital to be serviced 
by a short branch line. Construction began on December 15, 1845, and the first section, from 
White River Junction west to Bethel, opened on June 26, 1848. Subsequent sections opened 
to Roxbury on September 17, 1848, Northfield on October 10, 1848, Montpelier (including the 
branch from Montpelier Junction) on June 20, 1849, Middlesex on August 30, 1849, 
Waterbury on September 29, 1849, and the full distance to Burlington on December 31, 1849. 
The part along the Connecticut River from Hartford south to Windsor opened on February 13, 
1849. 
 
The Vermont and Canada Railroad was chartered October 31, 1845 as a continuation of the 
Vermont Central north and west to Rouses Point, New York, splitting at Essex Junction (east 
of Burlington) and running north via St. Albans and Swanton. A branch split at Swanton and 
ran north to the border with Canada. On August 24, 1849, the Vermont Central leased the 
Vermont and Canada, and it was completed in 1851. However, the Vermont Central defaulted 
on rental payments, and the Vermont and Canada returned to its original owners on June 28, 
1852. The lease was later reinstated. 
 
The Montreal and Vermont Junction Railway was chartered in 1860 and opened in the 1860s, 
extending the Vermont and Canada's branch from the international border north to St. Johns, 
Quebec on the Grand Trunk Railway's Montreal and Champlain Railroad. From opening it was 
operated as an extension of the Vermont and Canada. 
 
The Sullivan County Railroad continued south from Windsor to Bellows Falls, where it met the 
Cheshire Railroad towards Boston. At first it was operated by the Central Vermont, but later 
the Boston and Maine Railroad gained control of it, giving trackage rights to the Central 
Vermont. Similarly, the Vermont Valley Railroad, running south from Bellows Falls to the New 
London Northern Railroad in Brattleboro, was originally owned by the Rutland Railroad and 
later by the B&M. 
 
In 1867 the Vermont Central leased the Stanstead, Shefford and Chambly Railroad, running 
east from St. Johns to Waterloo. The Waterloo and Magog Railway was later built as an 
extension from Waterloo south to Magog. 
 
The Vermont Central leased the Ogdensburg and Lake Champlain Railroad on March 1, 
1870, extending its line from Rouses Point west to Ogdensburg. On January 1, 1871, the 
Vermont Central leased the Rutland Railroad system, giving it routes from Burlington to 
Bellows Falls and Chatham, New York. The New London Northern Railroad was leased on 
December 1, 1871. On November 2, 1872 the name was changed to the Central Vermont 
Railroad. 
 
Though chartered as an independent entity in 1867, control of Missisquoi Railroad was gained 
shortly thereafter, and it was formally leased in July 1873, providing a branch from St. Albans 
northeast to Richford. It was operated until November 15, 1877, when the Connecticut and 
Passumpsic Rivers Railroad took it over. The company was reorganized in December 1886 as 
the Missisquoi Valley Railway, and was once again leased to the Central Vermont. 
 
The Montpelier and White River Railroad opened in 1876 and was leased to the Central 
Vermont, running from the end of the Montpelier Branch south to and beyond Barre. 
 
The Consolidated Railway was formed on June 30, 1884, to consolidate the Central Vermont 
and Vermont and Canada and to settle litigation between the two companies. A new Central 
Vermont Railroad was formed on July 1, 1884 to take over from the Consolidated Railway. 
 
In 1889 the Burlington and Lamoille Railroad was reorganized as the Burlington and Lamoille 
Valley Railroad and leased by the Central Vermont. This provided a branch from Essex 
Junction to the Lamoille Valley Railroad at Cambridge Junction in Cambridge, Vermont, and a 
quickly-abandoned redundant line from Essex Junction west to Burlington. This second 
connection crossed the Winooski River near Essex Junction and connected to the Rutland 
Railroad at the south end of Burlington near the present day terminus of I-189.\The Montreal 
and Province Line Railway was formed in 1896 as a reorganization of the Montreal, Portland 
and Boston Railroad. Originally planned as a branch of the Portland and Ogdensburg Railroad 
to Montreal, and operated by the Connecticut and Passumpsic Rivers Railroad, it was taken 
over by the Central Vermont upon reorganization. The main line ran from the Grand Trunk 
Railway's Montreal and Champlain Railroad at Saint-Lambert, across the St. Lawrence River 
from Montreal, southeast to Farnham on the Stanstead, Shefford and Chambly Railroad, with 
an extension continuing southeast to Frelighsburg. A branch went east from Mariesville to St. 
Cesarie. 
 
In 1896 the Central Vermont entered receivership, and the Rutland Railroad was separated. 
The Grand Trunk Railway bought the bankrupt company on March 20. The Ogdensburg and 
Lake Champlain Railroad lease ended in 1898, and that company was leased by the Rutland 
in 1901. The Central Vermont Railroad was sold at foreclosure on March 21, 1899, and was 
reorganized as the Central Vermont Railway on May 1. During this process, on April 15, 1899 
it purchased the Missisquoi Valley Railroad outright. 
 
On July 12, 1920, the entire Grand Trunk system was placed under the control of a "Board of 
Management" by the federal Department of Railways and Canals in Canada after several 
years of financial difficulties. After several years of legal battles by Grand Trunk shareholders, 
intent on preventing the federal government from nationalizing the company, the company 
was nationalized on January 20, 1923, and fully merged into the Crown corporation Canadian 
National Railway. 
CN and New England Central (NECR): 1923-present 
 
On December 12, 1927, the Central Vermont Railway entered receivership again, and was 
reorganized January 31, 1930, to form a new company of the same name. 
 
Under the Grand Trunk and later the Canadian National, the Central Vermont system saw 
many of its unprofitable branch lines abandoned. The CN continued to operate the CV as a 
modestly successful system, however in the process leading up to the privatization of the CN, 
which took place on November 28, 1995, several non-core routes were identified for sale - 
one of these being the CV. 
 
On February 3, 1995, the CN sold the CV mainline from New London, Connecticut, to East 
Alburg, Vermont, to shortline operating company RailTex, which renamed the property New 
England Central Railroad. RailTex was merged into RailAmerica in 2000. Genesee & 
Wyoming acquired RailAmerica at the end of 2012. Operations have continued to present as 
before. 
 
Divisions and branches 
 
Richford Branch 
 
This line was formed as the Missisquoi Railroad, then became the Missisquoi Valley Railroad, 
and then the Missisquoi Valley Division, before gaining its final name. Operations continued 
on the entire 27.48 mile length until 1984, when a derailment on the bridge spanning the 
Missisquoi River near Sheldon, Vermont forced the dismantlement of one of three spans. 
Operations continued on the east end, while the Lamoille Valley Railroad operated on the 
isolated west end of the line to Richford occasionally after 1989. In 1990 the tracks from St. 
Albans to the bridge were pulled up. 
 
The following stops were made on the branch from west to east: 
 
 • Saint Albans, Vermont (interchange with the Central Vermont Railway) 
 • Green's Corners, Vermont 
 • Sheldon Springs, Vermont 
 • Sheldon, Vermont (interchange with the Missisquoi Pulp and Paper Company) 
 • North Sheldon, Vermont 
 • Sheldon Junction, Vermont (interchange with the Saint Johnsbury and Lake Champlain 
Railroad) 
 • East Frankin, Vermont 
 • Enosburg Falls, Vermont 
 • North Enosburg, Vermont 
 • East Berkshire, Vermont 
 • Richford, Vermont (interchange with the Canadian Pacific Railway) 
————————————————————————————————————————— 
Additional history 
 
Railroads owned or leased:    
 
Purchased,   Stanstead, Shefford & Chambly Railroad, 40.50 miles, 1867   
Leased  Addison Railroad: Leicester Junction to Ticonderoga, Vermont. 15.60 miles.  Harlem 
Extension Railroad, Chatham Four Corners, NY to Rutland, VT 116.00 mi 12/1/1873 
Montpelier & White River Railroad: Barre Junction to Barre, Vermont. 6.00 miles.  Montreal & 
Vermont Junction Railroad, Canada Line to St. Johns, Canada, 26.00 miles.  New London 
Northern Railroad, Miller's Falls to New London, CT, 100.80 mi, 20 years from 12/1/1871.  
Ogdensburgh & Lake Champlain Railroad.  Rutland Railroad, Bellows Falls to Burlington, 
Vermont  120.00 miles,  
 
Leased as of 2/25/1876. Stanstead, Shefford & Chambley Railroad, St. Johns to Waterloo, 
Canada, 43.00 miles.  Missisquoi Railroad, St. Albans to Richford, Vermont, 28.85 miles.  
Sullivan County Railroad of New Hampshire, 26.00 miles. 9/1861.  Sullivan Railroad, Windsor 
to Bellows Falls, Vermont, 26.00 miles.  Vermont & Canada Railroad, 65.00 miles, 1867.  
Vermont & Canada Railroad, Essex Junction to Rouse's Point  8/24/1849. Lease cancelled 
due to default, 6/28/1852.  Vermont & Canada Railroad, Swanton Branch to Canada Line, 
8.00 miles.  Vermont & Massachusetts Railroad, Brattleboro, VT to Miller's Falls, MA, 21.00 
miles.  Vermont Valley Railroad, Bellows Falls to Brattleboro, Vermont, 24.00 miles.    
 
Successor by reorganization of Vermont Central Railroad, 1873.    
 
The Brattleboro' & Whitehall Railroad is to the New London Northern Railroad and operated 
by Central Vermont Railroad.    
 
The Vermont & Massachusetts Railroad was purchased by the New London Northern 
Railroad 5/1/1880.    
 
The Montpelier & White River Railroad is operated by the Central Vermont Railroad.   
 
Consolidated into Consolidated Railway of Vermont June 30, 1884  
 
The Consolidated Railway of Vermont was chartered on June 30, 1884 as the Receiver of 
Vermont & Canada & Vermont Central Railroad and to settle litigation between Vermont 
Central Railroad and Vermont & Canada Railroad, and to complete the consolidation of the 
Vermont Central and the Vermont & Canada into the Central Vermont.   
 
The Grand Trunk (CN) sold the Central Vermont in 1995 to RailTex, which renamed the line 
the New England Central.  

Cerro de Pasco (La Oroya, Peru) 82 14,210 The Cerro de Pasco railway opened in standard gauge form in 1904 to serve ore mining in the 
Cerro de Pasco district. It connects with the FCCA (Centra Railway, at La Oroya, It was 
thoroughly North American in all its operation and, although primarily a mineral line, did run a 
passenger operation, latterly known as the “Flamingo” from the consist purchased from the 
Florida East Coast Railway.[5] The owning company was nationalised as Centromín in 1974 
and operation of the railway was taken over by FCCA. 80 km (50 mi) of 3 ft (914 mm) gauge 
was completed of a Tambo del Sol-Pachitea line intended eventually to extend to the head of 
Amazon navigation on the Ucayali River at Pucallpa; this aspiration was abandoned by the 
government in 1957. 
 
La Oroya is 115 miles Northeast of Lima.

Chaffee Railroad  (Vindex, MD ) 4 7.0% Operated by Chaffee Railroad after May 1, 1920. Prior to that, the Chaffee Coal Company 
operated the line as a plant facility. The line was constructed primarily to serve four coal mines 
in the area.

Challenge Mills Lumber Co. (Challenge Mills, CA ) 6 5.0% The Challenge Mills Logging Company was located in the far northeastern corner of Yuba 
County.  After the railroad left Challenge, it curved for 2 miles southeastward around Pike 
County Peak, then forked. One fork extended a short distance above Little Oregon Creek and 
ended close to where a small settlement called Wrangletown was located. The other fork 
turned northeastward and continued around the Peak at a 4- to 5-percent grade. Because the 
track was perpendicular to the drainage pattern, many small bridges, cuts, and fills were 
needed to maintain this grade. Cuts and fills, pieces of burnt trestles, and in-place railroad ties 
are visible today. A wildfire destroyed much of the line and mill property in 1886.  [2]

Champlain & St. Lawrence Railroad  (La Prairie (opposite Montreal), 
QC Canada)

216 The Champlain & St. Lawrence Railroad was the first railroad to be incoporated in Quebec.
Changchun Railway Vehicles (Springfield, MA ) Changchun is the largest maker of rail cars in the world, and is part of the Chinese National 

Railway system.Changuinola Railroad (Almirante, Panama) 55 The Changuinola Railroad was an important railroad, that operated from 1894 to 1899, when 
it became part of the United Fruit Company. The railroad began construction north from 
Almirante, and as each section of line was opened, a banana plantation opened as well. [see 
Map Ref 2, which labels the plantations consecutively, mile by mile. Operations continued at 
least to 1970, probably much longer. The company maintained a large roster of locomotives. 
(See Ref 1)

ChaoChow–Swatow Railway (Swatow (Shantou), China) The ChaoChow–Swatow Railway or "Chao-Shan" railway was a privately financed and 
constructed standard gauge railway which ran between Chaochow and Swatow in 
Guangdong Province between 1906 and 1939. It's also the first line entirely financed and 
managed by Chinese merchants.

Charleston & Hamburg Railroad - Aiken Inclined Plane (Aiken, SC ) 7.0% When the Charleston & Hamburg Railroad was being constructed, it encountered a hilly 
terrain about 7 miles east of Aiken in an area called Horse Creek, with a drop of 180 ft (55 m) 
over a 3,800 ft (1,200 m) for the run into Horse Creek Valley; the terrain required an inclined 
plane in order to assist its locomotives and trains over the hilly terrain. The inclined featured a 
steam-powered winch later replaced by a locomotive used as a counterweight. Delays at this 
archaic bottleneck brought about the railroad town of Aiken, South Carolina, as a stopover 
place.  
 
When the Louisville, Cincinnati & Charleston Railroad purchased the Charleston & Hamburg 
Railroad, it deemed the inclines as inefficient, and eliminated the inclines. During the ensuing 
years, steam locomotive performance had improved, allowing the road to use a more powerful 
engine.

Charleston & Western Carolina Railway (Port Royal, SC ) 340 The Charleston & Western Carolina Railroad was formed by the consolidation of the Port 
Royal & Augusta Railway; Port Royal & Western Carolina Railway in 1896, and became part 
of the Atlantic Coast Line System the next year. The Corporate Headquarters appears to have 
been moved to Augusta, GA by 1897. [3] 
 
After merging with the Atlantic Coast Line, the line became part of the Seaboard, and 
eventually CSXT.    
 
In 1990, CSX Transportation sold the former Charleston & Western Carolina to the South 
Carolina Central Railroad, a subsidiary of RailTex, now RailAmerica.  In April of 1997, the 
Carolina Piedmont (which was now part of the South Carolina Central Railroad) purchased 
the Greenville & Northern Railway and merged GNR operations into CPDR.    
 
----------  
History from http://en.wikipedia.org/wiki/Wikipedia:WikiProject_Trains/ICC_valuations/
Charleston_and_Western_Carolina_Railway   
 
The Port Royal & Western Carolina Railway was initially consolidated from four predecessor 
"construction roads". Three of the four roads formed a through line between Anderson and 
Spartanburg, SC, with the other being a branch constructed to connect Augusta, GA with 
Greenwood.     
 
The four roads that were the predecessor to the Port Royal and Western Carolina Railway 
Company were:   
(1) Savannah Valley Railroad Company, McCormick to Anderson, S. C., 58.23 miles,  
(2) Greenville and Laurens Railroad Company, Laurens to Greenville, S. C., 35.84 miles,  
(3) Greenwood, Laurens & Spartanburg Railroad Company, Greenwood to Spartanburg, S. 
C., 65.00 miles, and  
(4) the Augusta & Knoxville Railroad Company, Augusta, Ga., to Greenwood, S. C., 66.05 
miles Total. 225.12 miles   
 
The lines of the first three companies above named were constructed by agents of the Central 
Railroad and Banking Company of Georgia, some construction work having been done on the 
line of the Savannah Valley Railroad Company prior to 1884, on the lines of the Greenville 
and Laurens Railroad Company and the Greenwood, Laurens & Spartanburg Railroad 
Company prior to 1882, and construction having been completed on the line of the Savannah 
Valley Railroad Company sometime in 1886, on the line of the Greenville and Laurens 
Railroad Company, September 8, 1886, and on the line of the Greenwood, Laurens & 
Spartanburg Railroad Company, September 23, 1885. The Augusta and Knoxville Railroad 
Company effected a consolidation and completed the construction of properties owned by two 
other corporations, which had been organized for construction purposes. This line was 
opened for operation on May 1, 1882.   
 
On October 27, 1886, the properties of all the companies above listed were consolidated to 
form the Port Royal and Western Carolina Railway Company, which consolidation was ratified 
by a special act of the Legislature of Georgia, approved September 21, 1887. On September 
26, 1896, the carrier acquired from Thomas and Ryan the property, rights, and franchises of 
the Port Royal and Western Carolina Railway Company, which had been secured by them at 
foreclosure sale. A deed of release was executed by the Port Royal and Western Carolina 
Railway Company to the carrier on November 14, 1896.   
 
The property acquired from the Port Royal and Augusta Railway Company embraces 112.75 
miles of track from Augusta, Ga., to Port Royal, S. C. The original owner of this property was 
the Port Royal Railroad Company. Construction was begun in 1870. From Port Royal to 
Yemassee, S. C., 25 miles of road was opened for operation in 1871, and the remaining 87.75 
miles from Yemassee, S. C., to Augusta, Ga., in 1873. A receiver was appointed on May 19, 
1875, who operated the property until it was sold at foreclosure on June 6, 1878, to the Union 
Trust Company of New York. The trust company held the property for the benefit of the 
bondholders until July 10, 1878, when it was conveyed by deed to the Port Royal and Augusta 
Railway Company. The incorporators of the Port Royal and Augusta Railway Company were 
bondholders of its predecessor. A majority of the outstanding securities of the Port Royal and 
Augusta Railway Company were owned by the Central Railroad and Banking Company of 
Georgia.  
 
During the year 1892 the Port Royal and Augusta Railway Company was placed in the hands 
of a receiver, and so continued until October 3, 1896, when it was sold under foreclosure 
proceedings to the carrier as assignee of Thomas and Ryan.   
 
The property acquired from the Augusta Terminal Railway Company consisted of 3.49 miles of 
yard tracks and a warehouse in Augusta, Ga., together with certain equipment. The 
construction of this track was completed from a point on the line of the carrier to McIntosh 
Street, Augusta, in December, 1897, and in 1901 an extension was built to connect with the 
Southern Railway. Prior to its purchase, under a contract dated April 1, 1897, the carrier had 
leased this property for a term of 99 years, a 30-year franchise granted the Augusta Terminal 
Railway Company by the city of Augusta having previously been transferred to the carrier on 
March 23, 1897.  
 
On March 20, 1906, the property, rights, and franchises of the Augusta Terminal Railway 
Company were purchased by the carrier on consideration of the assumption of all liabilities of 
the Augusta Terminal Railway Company.  The property acquired from the Carolina, Knoxville 
and Western Railway Company was confined to a quantity of rails, equipment, and certain 
lands and rights in the city of Greenville, S. C. As previously stated, it embraced no railway 
mileage. The Carolina, Knoxville and Western Railway Company represents a consolidation of 
the Carolina, Knoxville and Western Railway Company, the Pennsylvania and Haywood 
Railroad Company, and the Atlantic, Greenville and Western Railway Company. The purpose 
of the consolidated company was to build a line from Augusta, Ga., to Knoxville, Tenn. 
Considerable grading was done, and 10 miles of road was completed and turned over to the 
Carolina, Knoxville and Western Railway Company in August, 1888. About 3.5 additional 
miles of road appears to have been completed by January, 1889, when the company which 
had contracted to perform the construction was placed in the hands of receivers. A receiver 
was appointed for the Carolina, Knoxville and Western Railway Company in May, 1891, and 
on April 19, 1899, the portion of the property to which reference has already been made was 
conveyed by deed to the carrier. 

Charleston, Clendennin & Sutton Railroad (Charleston, WV ) 64 The Charleston, Clendenin & Sutton Railroad was organized to construct a railroad from 
Charleston to Clendenin, WV to serve the many coal mines along the route. The  railroad was 
built in stages, as financing allowed; the first stage to Clendenin was completed in 1893. A 
second phase began in 1895, extending the railroad to Sutton. The last phase completed the 
line to Ivydale (Big Otter) in 1902.

Chemins de fer de l'Est (Paris, France) 3,189 The Chemins de fer de l'Est (Eastern Railway) operated the French railways east of Paris, 
extending to Belgium and Germany. The Alsace-Lorraine Railway connected with the Eastern 
Railway near the German border.

Chemins de fer de l'État (France) 5,727 The French State Railways operated from Paris: west to Brest on the English Channel North 
to Dieppe and Cherbourg on English Channel, and southwest to Bordeaux, near the Atlantic 
Ocean.

Chemins De Fer Du Jura (Jura, Switzerland) 53 The Chemins de fer du Jura (CJ), the railways of the Jura canton in north-western 
Switzerland, came about as the result of an merger, in 1944, of four railroads connecting 
Porrentruy to Bonfol, Saignelégier to La Chaux-de-Fonds, Glovelier to Saignelégier and 
Tavannes to Tramelan and Le Noirmont. The lines extend for a total of 84.8 km of which just 
over 73 km is metre gauge, the remaining 11 km, the first named, between Porrentruy and 
Bonfol, being standard gauge. The CJ also operates local bus services throughout the area.

Chemins de Fer du Nord (Paris, France) 2,500 The Chemins de Fer du Nord (French: Compagnie des chemins de fer du Nord or CF du 
Nord), (English: French Northern Railway) often referred to simply as the Nord company, was 
a rail transport company created in September 1845, in Paris, France. It was owned by 
among others de Rothschild Frères of France, N M Rothschild & Sons of London, England, 
Hottinger, Laffitte and Blount. Baron James de Rothschild served as the company's first 
president from its inception until his death in 1868. 
 
History 
 
A royal ordnance dated 10 September 1845 granted exploitation of the railway from Paris to 
Lille and Valenciennes, branch lines to Dunkirk and Calais and two new lines Creil - Saint-
Quentin and Fampoux - Hazebrouck to the CF du Nord. From the Gare du Nord station the 
company built in Paris, the Paris–Lille railway line led north towards Belgium, first connecting 
in 1846 to Amiens, Douai and Lille, with a branch line from Douai to Valenciennes. Lille and 
Valenciennes had already been connected to the Belgian railway network in 1842. The new 
line made it possible to travel by train from Paris to Brussels and further. 
 
The potential for expansion of the CF du Nord territory was limited by other companies: the 
Chemins de fer de l'Ouest to its southwest, and the Chemins de fer de l'Est to its east. By 
opening a line to from Paris to Hirson via Soissons and Laon from 1860 to 1871, it protected 
its eastern border against CF de l'Est expansion. The concession for the line from Creil to 
Beauvais, owned by CF de l'Est predecessor Chemins de fer des Ardennes, was exchanged 
for the Nord's concession for Laon–Reims in 1855. 
 
In 1937 the CF du Nord was nationalised, as were the other main railway companies, to 
become part of the Société nationale des chemins de fer français (SNCF). 
 
Activity 
 
In 1926 started regular connection of the luxury passenger train from London to Paris, Golden 
Arrow/Fleche d'Or with British Southern Railway. For transport of passengers' baggage four 
containers were used. These containers were loaded in London or Paris and carried to ports, 
Dover or Calais, on flat cars in the UK and “CIWL Pullman Golden Arrow Fourgon of CIWL” in 
France. 
 
In the arts 
 
In 1855 Baron Rothschild commissioned photographer Edouard Baldus to do a series of 
photographs of the various landmarks on the railway line between Boulogne-sur-Mer and 
Paris. The photographs were used to create an album for Queen Victoria and Prince Albert as 
a souvenir of their visit to France that year. The album can be seen today in the photographic 
collection in the Royal Archives at Windsor Castle. 

Chemins de fer Orientaux (Istanbul, Turkey) 1,000 The Chemins de fer Orientaux (English: Oriental Railway; Turkish: Rumeli Demiryolu or 
I˙stanbul-Viyana Demiryolu) (reporting mark: CO) was an Ottoman railway company operating 
in Rumelia (the European part of the Ottoman Empire, corresponding to the Balkan peninsula) 
and later European Turkey, from 1870 to 1937. The CO was one of the five pioneer railways in 
the Ottoman Empire and built the main trunk line in the Balkans. Between 1889 and 1937, the 
railway hosted the world-famous Orient Express. 
 
The railway was charted in 1870 to build a line from Istanbul to Vienna. Because of many 
political problems in the Balkans, construction started and stopped and ownership changed or 
split often. Not until 1888 did the CO complete its objective, but after the First Balkan War in 
1912, the railway was limited to only Eastern Thrace. The CO continued operations as a 
regional railway until 1937, when the Turkish State Railways absorbed it. 
 
History 
 
Background 
 
By the second half of the 19th century, the once powerful and dominant Ottoman Empire was 
declining greatly. The empire's territory in Europe expanded from I˙stanbul to the Danube 
River and the Carpathian Mountains. However, due to the rise of nationalism in the Balkans, 
mostly provoked by Russia, the Ottoman Empire was slowly losing its control over the 
Balkans. The Crimean War had just ended and gave the aging Empire a slight break against 
Russian influence over the Balkans. The Sultanate in I˙stanbul looked to strengthen its 
sovereignty in the Balkans and help its declining economy during the short peace. Trade by 
sea was dominated by the British naval monopoly, so I˙stanbul had to look at other ways of 
transport. Railways showed their effectiveness in western Europe and the Ottomans sought to 
bring this technology into the empire. The Sultanate looked to build a railway from I˙stanbul to 
Vienna. A trunk line such as that would allow easier deployments of troops in the European 
part of the Empire and would open up many new trade opportunities with western Europe. 
However, the railway would also bring Austrian influence into the Balkans. 
 
The decision for a railway was finalized and Abdülaziz awarded a concession to Van der Elst 
and Cie, a Belgian construction company, on May 31, 1868, with the help of Langrand 
Dumonceau.[2] Dumonceau quickly took over the concession from Van der Elst and started 
the works himself. However. he ran into financial difficulties and could not continue 
construction of the line, so the Sultanate cancelled the concession on April 12, 1869. The 
concession was then given to Maurice de Hirsch, a German financier, to build the line. Hirsch 
had partnered with Dumonceau in the past on several railway works. The charter included a 
main line from I˙stanbul to the Austrian border at Dobrljin via Edirne, which would connect to 
the Austrian Southern Railway. This route was chosen over a more direct route through 
Belgrade in order to avoid building the line through Serbia, which was semi-independent since 
1829. Austro-Hungary also was in favor of this route to increase their influence over Bosnia.[2] 
This charter also included the construction of branch lines to Burgaz, Selanik and Dedeag˘aç. 
Hirsch then founded the Imperial Turkish European Railway, headquartered in Paris, to build 
the line in 1869. The company hired Wilhelm von Pressel, from the Austrian Southern Railway, 
to be the chief engineer of the project. In January 1870, construction started simultaneously in 
I˙stanbul, Dedeag˘aç, Selanik and Dobrljin, despite the outbreak of the Franco-Prussian War. 
Operation of the line was to be given to the Austrian Southern Railway, but since negotiations 
failed, Hirsch founded the Oriental Railway (Chemins de fer Orientaux) in January 1870, also 
headquartered in Paris. 
 
Construction 
 
Construction of the line was well underway by 1871. Following a government change the 
same year, the new Grand Vizier Mahmud Nedim Pasha started to renegotiate the concession 
to reduce the budget of constructing the line because of the Empire's growing financial 
problems. The new concession no longer had completion to Vienna as a priority and was 
signed on May 18, 1872. Under the new agreement, Hirsch would continue to manage 
ongoing construction, but the Ottoman government would supervise in building new lines. The 
CO had completed over 1,300 km (810 mi) of railway, consisting of three main lines by 1874. 
These lines were not yet connected with each other, but the CO had started service on them. 
The longest and most important of these lines were I˙stanbul to Belovo via Edirne and Filibe, 
with branches to Dedeag˘aç and Yambol. The other two were from Selanik to Mitroviça and 
Dobrljin to Banja Luka. The Dobrljin-Banja Luka line wasn't connected with the Austrian 
network yet so revenue on the line was low. The line later became a liability for the CO and 
was abandoned in 1876, until it was connected to the Austrian network. 
 
Further construction slowed down during the Ottoman financial crisis of 1875, where most of 
the Empire faced a large famine. This led to several uprisings in the Balkans, the most notable 
being the April Uprising, which triggered a large war in the Balkans, which halted all railway 
works. Many of the workers were drafted and fought against a large coalition army led by the 
Russian Empire. The I˙stanbul–Filibe line played an important role in transporting goods and 
soldiers to the frontier. However, the Ottoman army was heavily outnumbered as the Russian/
Romanian/Bulgarian armies pushed from the north. The coalition forces captured much of the 
main line west of Edirne by the end of 1877 and once Filibe was captured, along with its large 
railway depot, in January 1878, the Ottomans looked for peace. The Congress of Berlin 
restored peace to the Balkans as the Ottoman Empire granted full independence to Romania, 
Serbia and Montenegro while Bosnia and Herzegovina would be occupied by Austria-Hungary 
and Bulgaria would become a self-governing vassal state of the Empire under Russian 
influence. 
 
The future of the CO was also decided in the Berlin congress. Due to the railway falling into 
multiple countries, the congress had the CO put under a special committee with delegates 
from Austria-Hungary, Serbia, Bulgaria and the Ottoman Empire to oversee the railway. This 
committee was dubbed the Quadruple Committee by Berlin. Hirsch then moved the 
headquarters of the CO from Paris to Vienna in 1878. The newly established Kingdom of 
Serbia, under Austrian influence, looked to build a railway in its territory regardless to the 
I˙stanbul–Vienna railway. In 1881, King Milan awarded a concession to Paul Eugene Bontoux, 
a French entrepreneur, to construct a railway from Belgrade to Vranje via Nis. However his 
company General Union went bankrupt in April 1881. The concession was then split between 
German and French banks, which formed the Serbian National Railways.[5][6] The Quadruple 
Committee finally met, after much delay, in Vienna in December 1882. After much negotiation, 
the committee signed an agreement on May 9, 1883. This new agreement changed the main 
line from its former southern route to a direct route through Serbia, something the Ottomans 
wished to avoid since the 1860s. This new route would continue from Belovo to Sofia and 
connect to the Serbian National Railways (SDZ) at Nis and a branch line would be built to 
connect Skopje to Nis. Once complete, the SDZ would have full ownership of the railway 
between Nis and Belgrade but operation of the line would be done by the CO via trackage 
rights. With all disputes settled, construction could finally continue. The SDZ completed the 
Belgrade–Nis railway on September 15, 1884, which was under construction since 1881. The 
SDZ also connected to the Austrian railways north of Belgrade the same year. The CO 
continued construction west of Belovo but construction was halted again, when Bulgaria 
violated the Berlin protocol and moved in to occupy Eastern Rumelia in 1885. This forced a 
new agreement where Bulgaria would own and operate tracks within its territory, while the CO 
would be permitted trackage rights. Meanwhile, the SDZ extended the railway from Nis to 
Leskovac on March 18 and to Vranje on September 13, 1886. The CO completed the 
southern part of the Nis–Skopje line, connecting to the SDZ at Vranje on May 25, 1888. With 
this, Selanik was connected to the rest of the system. The newly formed Bulgarian State 
Railways (BDZ) completed the Belovo–Sofia line on August 1 and connected it to the SDZ at 
Dragoman on August 8, 1888. 
 
Opening and operation 
 
The full I˙stanbul–Vienna main line was opened on August 12, 1888. The CO, along with the 
Hungarian State Railways and the Bulgarian State Railways - BDZ, inaugurated the first train 
from I˙stanbul to Vienna.[5] One of the most famous trains in history, the Orient Express, 
started her first run from Paris to I˙stanbul on June 1, 1889. This train was operated by CIWL, 
an international hotel and logistics company. A railway terminus on the European side of 
I˙stanbul, which was under construction since February 1888, was opened on November 3, 
1890.

Cherry River & Southern Railroad (Curtin, WV ) 85 3.0% The Cherry River & Southern Railroad was built from Curtain to Bays Ferry, on Meadow River, 
for the purpose of hauling logs to the new lumber manufacturing plant of the C. L. Munger 
Lumber Company, now nearing completion at Meadow River.  ----------  The projected right of 
way ran through the  Gauley Coal Land Company on about 23.5 miles from a point on the 
Baltimore & Ohio at the mouth of Cherry river, where it flows into Gauley river at Curtin, 
Nicholas county, W. Va., thence down the south side of Gauley river, via Brooks Bridge to the 
mouth of Hominy creek, thence up Hominy creek to the mouth of Mouse creek, and up Mouse 
creek to its head waters, passing through Shawver's Gap to Eleven Mile branch of Angling 
creek and down Eleven Mile branch and Angling creek to Meadow river, thence up the east or 
north side of Meadow river to the Nicholas, Greenbrier and Fayette county lines, about 42.5 
miles. Construction work will be started as soon as the right-of-way is secured. The maximum 
grades will be 3 per cent compensated down to 1.4 per cent, and the maximum curvature will 
be 30 deg. There will be three steel bridges on the line; two of 400 ft each, and one of 125 ft. 
The company expects to develop a traffic in lumber, timber products, coal and other general 
commodities. H. L. Kirtley, president; E. H.  Venable, chief engineer, Charleston, W. Va.   ------  
The Cherry River & Southern Railroad appears in some references as the Cherry & Hominy 
Railroad.

Chesapeake & Ohio Canal (Washington, DC ) 185 The Chesapeake and Ohio Canal was a vital transportation link for the transport of coal 
between Cumberland and Washington, DC following the Potomac River. Cumberland is 
located in the Appalachian mountains.

Chesapeake & Ohio Railway (Newport News, VA ) 10,219 The Chesapeake & Ohio Railway and the Norfolk & Western Railways were the largest coal 
hauling railways in the country, prior to the opening of the Powder River Basin in Wyoming. 
These railroads were responsible for the development of the coal industry in West Virginia and 
other locations.

Chesapeake, Ohio & Southwestern Railroad (Elizabethtown, KY ) 394 Collis P. Huntington envisioned the Cheseapeake & Ohio as the eastern portion of 
transcontinental system in conjunction with the Southern Pacific. Chessie System Railroads (Newport News, VA ) 23,160 A holding company for operating railroads: B&O and C&O. On June 15, 1973, the C&O, B&O, 
and the WM became subsidiaries of the Chessie System. The Chessie System and the 
Seaboard System were then merged in 1980 to form CSX. The B&O was then merged into 
C&O on April 30, 1987. In August, 1987, the C&O was merged into CSX Transportation Co. 
(CSXT). 
 
Chessie System, Inc. was incorporated in Virginia on February 26, 1973, and it acquired the 
C&O (which controlled the other companies) on June 15. C&O had been popularly known as 
"Chessie System" since the 1930s. 
 
The three railroads had been closely related since the 1960s. C&O had acquired controlling 
interest in B&O in 1962, and the two had jointly controlled WM since 1967. 
 
On November 1, 1980, Chessie System merged with Seaboard Coast Line Industries to form 
CSX Corporation. However, the Chessie image continued to be applied to new and re-painted 
equipment until mid-1986, when CSX introduced its own paint scheme. The B&O and C&O 
were not legally merged out of existence until 1987, when the company's official successor, 
CSX Transportation was founded. 
 
Headquartered in Cleveland, Ohio, the Chessie System was the creation of Cyrus S. Eaton 
and his protégé Hays T. Watkins, Jr., then president and chief executive officer of C&O. A 
chief source of revenue for the Chessie System was coal mined in West Virginia. Another was 
the transport of auto parts and finished motor vehicles. 
 
The signature symbol of the Chessie System was its "Ches-C", a large emblem incorporating 
the outline of the C&O's famous "Chessie" the kitten logo. The Ches-C was emblazoned on 
the front of all Chessie System locomotives, and also served as the "C" in "Chessie System" 
on the locomotive's flanks, and on other rolling stock. The Chessie System itself did not own 
any locomotives or other rolling stock; rather, equipment would be placed on the roster of one 
of the three component railroads. While all three companies shared a common paint scheme 
of yellow, vermillion, and blue, actual ownership of the equipment was denoted by the 
reporting marks C&O, B&O, or WM. 
 
List of railroad subsidiaries 
 
 • Baltimore & Ohio Railroad 
 • Baltimore & Ohio Chicago Terminal Railroad 
 • Chesapeake & Ohio Railway 
 • Covington & Cincinnati Elevated Railroad & Transfer & Bridge Company 
 • Staten Island Railroad 
 • Western Maryland Railway

Chesterfield Railroad (Midlothian, VA ) 13 The Chesterfield Railroad was the first railroad to be built in Virginia,
Chicago & Alton Railroad (Chicago, IL ) 1,800 The Chicago & Alton became the first railroad to connect Chicago with the Mississippi River. 

Founded in 1847, the railroad grew to become the preferred route between Chicago, 
Springfield, St. Louis and Kansas City, a role that it held for many years during the 19th 
century, and the first part of the 20th century. The line was extremely profitable as it 
possessed the only direct through route between Chicago, Alton, and Kansas City.  When the 
railroad opened its line between Chicago & Alton, it became possible for travelers from 
eastern U.S. to travel between Chicago & Alton by railroad, and then to St. Louis by fast 
packet boats operating on the Mississippi River. It was the first rail connection between St. 
Louis, Chicago, and the eastern United States.  (See Alton & Sangamon)

Chicago & Alton Railway (Springfield, IL ) 902 The Chicago & Alton Railway was formed to purchase the St. Louis, Peoria & Northern 
Railway on April 2, 1900. On April 3, 1900, the Chicago & Alton Railway leased the Chicago & 
Alton Railroad for 99 years including the lines leased by the Chicago & Alton Railroad.  The 
Chicago & Alton soon became the premier railroad serving the Chicago to St. Louis 
passenger market in the late 1800's and early 1900's. 

Chicago & Eastern Illinois Railroad (Chicago, IL ) 1,136 Adapted from Wikipedia  The Chicago and Eastern Illinois Railroad (reporting mark CEI) was 
a Class I railroad that linked Chicago to southern Illinois, St. Louis, and Evansville. Founded in 
1877, it grew aggressively and stayed relatively strong throughout the Great Depression and 
two World Wars before being purchased by the Missouri Pacific Railroad (MP, or MoPac) and 
the Louisville and Nashville Railroad (L&N).  
 
MoPac merged the C&EI corporate entity in 1976 and was later acquired itself by the Union 
Pacific Railroad.   
 
The C&EI was perphaps best known for its north-south traffic to Florida and New Orleans, via 
a connection with the Louisville & Nashville at Evansville, IN. For a number of years in the late 
1800's and early 1900's, the railroad enjoyed a virtual monopoly on traffic to Jacksonville, St. 
Augustine, Tallahassee, Pensacola and other Florida points.   
 
History   
 
The Chicago and Eastern Illinois Railroad was organized in 1877 as a consolidation of three 
others—the Chicago, Danville and Vincennes Railroad (Chicago-Danville, November 1871), 
the Evansville, Terre Haute and Chicago Railroad (Danville-Terre Haute, October 1871) and 
the Evansville and Terre Haute (Terre Haute-Evansville, November 1854). Intended to merge 
or purchase railroads that had built lines between the southern suburbs of Chicago and Terre 
Haute, Indiana through Danville, Illinois, the C&EI constructed a new line from Chicago to a 
Mississippi River connection in extreme southern Illinois at Thebes.   
 
The Danville & Grape Creek Railroad (Danville to Sidell's Grove, Illinois) was consolidated 
into the Chicago & Eastern Illinois Railroad on March 8, 1881. The Chicago & Indiana Coal 
Railway Company was consolidated June 7, 1894, and a connection was built between the 
two railroads between Goodland, Indiana (on the C&IC) and Momence (on the C&EI).  
 
The C&EI then purchased the Chicago, Paducah & Memphis Railroad, February 23, 1897. It 
completed the unfinished Eastern Illinois & Missouri River Railroad on January 20, 1900.   
 
The St. Louis & San Francisco gained control over the Chicago & Eastern Illinois in August, 
1902, when B.F. Yoakum (the Yoakum Syndicate) was chairman of the Frisco. This alliance 
became an important connection for both roads, giving the Frisco access to Chicago, while 
providing a through connection between Chicago and the southwest via St. Louis and the 
Chicago & Eastern Illinois and the St. Louis-San Francisco Railroad.   
 
After the Frisco gained control, a  connection was built between the two railroads at Pana, 
Illinois. Shortly aftwerwards, the C&EI’s line in Indiana was extended to Evansville and a 
connection with the Ohio River.    
 
However, in 1913 financial problems (see Yoakum Empire under Syndicates and Trusts 
listing) led to the collapse of the Frisco, and the Eastern was once again on its own by 1920.  
In July, 1927, the ICC authorized this Company to acquire control of the Chicago Heights 
Terminal Transfer Railroad.   
 
The C&EI spun off a variety of their lines, including the "Coal Road" (which became the 
Chicago, Attica and Southern Railroad). The C&EI did not survive the Great Depression intact, 
entering bankruptcy in 1933, re-emerging just before World War II in 1940. The railroad 
continued its brisk growth once again, gaining access to St. Louis, Missouri in 1954.  As of 
December 31, 1939, Virginia Transportation Corp (a holding company owned by the 
Chesapeake & Ohio)  owned 42.75% of the capital stock (common and preferred) of the 
Chicago & Eastern Illinois Railway.   
 
The Missouri Pacific Railroad and the Louisville and Nashville Railroad came into control of 
the C&EI and began carving up the railroad between them starting in 1961. The line directly 
south of Chicago to near Danville was purchased by both railroads (and to this day continues 
to be owned and operated jointly by MoPac and L&N's successors, Union Pacific Railway and 
CSX Transportation respectively), but Missouri Pacific eventually merged the Eastern in 1976. 
The route from Woodland Junction, Illinois through Danville into Indiana became part of L&N 
and its successors (now CSX), while the western fork toward Thebes and St. Louis became 
MoPac/UP.   
 
The Missouri Pacific acquired control of the C&EI in 1963, but was required by an order of the 
Interstate Commerce Commission to provide the L&N Railroad with access to the C&EI. As a 
result, the L&N gained joint ownership (along with the Missouri Pacific) of C&EI's Chicago to 
Woodland line. Title to the Evansville line from Woodland, IL to Danville and Evansville was 
transferred to the L&N.  
 
The C&EI’s western line from Danville, IL to Thebes and St. Louis became part of the Missouri 
Pacific. The acquisition gave the Missouri Pacific a direct line to Chicago, bypassing the St. 
Louis gateway through the use of a line in Southern Illinois at Thebes, IL.  
 
The merger of the C&EI along with the T&P into the Missouri Pacific was completed in 1976.   
 
Passenger Trains   
 
The C&EI operated many streamliners. Its own trains the Chicago to Cypress (the 
Meadowlark) and the Chicago to Evansville (Whippoorwill) were short lived. The C&EI ran the 
Chicago to Evansville portion of the L&N's Humming Bird, and Georgian. The railroad also 
participated in the Chicago to Florida passenger service on the "Dixie Route", with trains such 
as the Dixie Limited, the Dixie Flyer, the Dixie Mail, the Dixie Flagler, and the Dixiana.  Leased 
Lines: Evansville, Terre Haute & Chicago Railway; Indiana Block Coal Railroad.     
 
Trackage Contracts:   Columbus, Chicago & Indiana Central Railway for use of Dolton into 
Chicago Indiana, Bloomington & Western Railway, Danville, Illinois to Covington, Indiana.  
Evansville & Terre Haute Railroad, Terre Haute Junction and Terre Haute, Indiana Chicago & 
West Michigan Railway: La Crosse, In. to New Buffalo, Mi.  Proprietary Railroad: Chicago & 
Indiana Coal Railway: Brazil to La Crosse, IN.    

Chicago & Erie Railroad (Hammond, IN ) 266 Reorganized in August 1890 from the Chicago & Atlantic. The Chicago & Erie provided the 
route that eventually became the Erie mainline between Chicago and Marion, OH, where it 
connected with the New York, Pennsylvania & Ohio. The NYP&O was the mainline of the Erie 
between Salamanca, NY and Marion, OH. Construction was completed by 1883. On 
September 1, 1890, the Chicago & Erie was leased by the Erie (NYLE&W), but entered 
bankruptcy again in July 1893. In November, 1895, the Chicago & Erie was leased to the Erie 
Railroad.

Chicago & Grand Trunk Railway (Port Huron, MI ) 335 The Chicago & Grand Trunk Railway was an important part of the Grand Trunk system, 
extending its lines, which ended at Port Huron, MI to Chicago. It was a popular routing (via 
Grand Trunk in Canada) for eastern railroads not affiliated with the Pennsylvania RR or the 
New York Central.

Chicago & Illinois Midland Railway (Taylorville, IL ) 129 The history of the Chicago and Illinois Midland Railway traces to 1888 when the villagers of 
Pawnee built a rail line from their town to the Illinois Central Railroad mainline 15 miles south 
of Springfield. The railroad was named the Pawnee Railroad and was later extended eastward 
to Taylorville and a rail connection with what is today the Norfolk Southern Railway (ex-
Wabash Railroad). 
 
The Pawnee Railroad was chartered and constructed in 1890. Its line ran west from Pawnee 
to Cimic, IL, a distance of about 4 miles, where a connection with the Illinois Central was 
made. The two towns are located 20 miles directly south of Springfield, IL.   In 1905, the 
Pawnee Railroad was acquired by the Central Illinois Railway, whose name was changed to 
the Chicago & Illinois Midland Railway in 1906.  
 
In 1905 the Chicago Edison Company (the predecessor of Commonwealth Edison Company, 
the Chicago electric utility, now part of Exelon Corp) purchased the Pawnee Railroad (Central 
Illinois Railway) for the purpose of transporting coal out of the central Illinois coal fields for 
Chicago Edison's coal-fired power plants in Chicago.  
 
Samuel Insull, the founder of Commonwealth Edison helped develop the coal fields along with 
Francis Peabody and his Illinois Midland Coal Company. Thus the railroad's name was 
changed from the Pawnee Railroad to the Chicago and Illinois Midland Railway Company, 
drawing its name not from its terminal points (the C&IM never went to Chicago), but from its 
corporate parents: Chicago Edison and Illinois Midland Coal Company. 
 
The C&IM then extended the line west to Auburn, and east to Taylorville, thus providing 
access to the rich coal fields in Sangamon and Christian counties.   
 
On March 17, 1926 Insull extended his line by purchasing some of the trackage of the 
bankrupt Chicago, Peoria and St. Louis Railroad (CP&StL), running from Springfield to 
Havana on the Illinois River and then running northeast from Havana to East Peoria.  
 
He connected his new acquisition with the existing C&IM by obtaining 15 miles of trackage 
rights over the Illinois Central from Springfield to the connection between the C&IM and the IC 
at a point known as CIMIC.  
 
Insull then built a rail-to-river coal transfer facility on the Illinois River at Havana, IL, where 
coal could be dumped from rail cars into barges for shipment up the Illinois River to 
Commonwealth Edison power plants on the river in the Chicago area. Insull, being a believer 
in "vertical integration", thus was able to control the mining and shipment of coal, via his 
railroad, to his coal transfer plant, to his barges, to his power plants, where it was burned to 
create electricity for transmission on his lines to the customers in Chicago. 
 
When the Clean Air Act was passed in the 1960s the market for high sulfur central Illinois coal 
evaporated and the coal mines (at one time numbering 15) along the C&IM closed one by 
one. Commonwealth Edison put the C&IM on the market and offered to sell it for $1.00, but 
there were no takers. 
 
Then Commonwealth Edison changed its philosophy and began building power plants in 
central Illinois, adjacent to C&IM tracks, sending electricity to Chicago via high voltage lines. 
Soon the C&IM was back in action, but this time it was hauling coal into central Illinois from 
the Powder River Basin in Wyoming and Montana, instead of hauling coal out of the central 
Illinois coal fields. Soon unit coal trains, received in interchange from Burlington Northern and 
the Chicago and North Western were traversing C&IM tracks to Commonwealth Edison's 
power plant at Powerton (Pekin) and to the still operating Havana Coal Transfer Plant. 
 
However, by the late 1980s Commonwealth Edison's philosophy changed again. In the wake 
of railroad deregulation in 1980, they began seeking competitive bids from railroads who could 
deliver western coal directly to Chicago. As a result, Commonwealth Edison sold the C&IM in 
December 1987 to a group of private investors. The ownership of the C&IM changed hands 
twice more before it was purchased by Genesee & Wyoming Inc. in 1996 and the name was 
changed to Illinois and Midland Railroad. 

Chicago & Iowa Railroad (Aurora, IL ) 101 The Chicago & Iowa Railroad was the first link in the main line of the Chicago, Burlington & 
Northern (Chicago, Burlington & Quincy) between Aurora and St. Paul. The line ran west from 
Aurora to Shabbona, and then northwest to Rochelle, Oregon, Morris and Forreston, where a 
connection with the Illinois Central was made. The portion of the line from Oregon and 
Rochelle was chartered as the Ogle & Carroll County Railroad, reaching Oregon in 1871. The 
Chicago, Rockford & Northern was built from Flagg Center to Rockford in 1874. Both of these 
segments became consolidated as the Chicago & Iowa Railroad. In 1885, the Chicago 
Burlington & Northern was chartered and its construction from Oregon to St. Paul, MN was 
completed in 1886. [5]

Chicago & Mississippi Railroad (Joliet, IL ) 220 The Alton & Sangamon was the first part of a rail connection between St. Louis, Chicago, and 
the eastern United States. After the railroad was purchased by the Chicago & Mississippi, the 
line was extended to Joliet, IL, about 40 miles southwest of Chicago. 

Chicago & North Western Railway (Chicago, IL ) 7,622 The Chicago & North Western Railroad was the Midwest’s largest railroad in the early 
twentieth century  and later was the second largest railroad, by route mileage, in the U.S. 
midwest (the Chicago, Burlington & Quincy was the largest).

Chicago & North Western Transportation Company (Chicago, IL ) 12,000 The Chicago & North Western Railroad was the second largest railroad, by route mileage, in 
the U.S. midwest (the Chicago, Burlington & Quincy was the largest).Chicago & Rock Island Rail Road (Chicago, IL ) 172 The Chicago, Rock Island & Pacific Railroad (known as the Rock Island) became the first 
operational railroad in Illinois to provide train service between Chicago and Rock Island, on 
the Mississippi River.   The predecessor of the Rock Island was the The Rock Island & La 
Salle Railroad, which was incorporated to build a railroad between Rock Island, IL and 
LaSalle, IL. The company had difficulty raising funds to build the railroad because of its limited 
scope. As a result, the founders of the railroad concluded it would be better to revise the 
charter, allowing the railroad to build from Chicago to Rock Island, on the Mississippi River, 
via Morris, Ottawa, LaSalle and Bureau. The new charter provided for a railroad line between 
Chicago and Rock Island, IL. Construction began in September, 1851, with the first train 
reaching Rock Island on February 22, 1854.    In 1866, following the acquisition of the 
Mississippi & Missouri Railroad, the line was renamed the Chicago, Rock Island & Pacific 
Railroad

Chicago City Railway (Chicago, IL ) 250 The Chicago City Railway was organized to originally operate a horse car system. I  In the 
summer of 1863 the Chicago City Railway Company  transferred control over its lines in the 
west division of the city, as required by the terms of the Chicago West Division charter to the 
Chicago West Division Railway Company.  The Chicago City Railway was one of the first 
street railways to operate in Chicago-the other being the North Chicago City Railway. The line 
began as a horse car railway, which at its peak in 1887, operated 104 miles of road and 
owned 1659 horses, 729 cars, 3 dummies, 22 snow plows and 6 sweepers. The use of horses 
to pull the trolley cars was slow and, of course, left unsightly piles of manure on the city 
streets.   
 
 In 1882, it introduced a cable car system that became the largest and most profitable cable 
car system in the world. Several years later, after the conversion to cable cars had begun, 
electric streetcars began to be introduced on other lines in Chicago. The electric cars proved 
to be fast, and efficient, and by 1895, the Chicago City Railway completed its cconversion to 
electric streetcar operation. The system continued to grow, and by 1908, it was operaing 250 
miles of track with 1,200 cars.   
 
Controls Chicago & South Side Rapid Transit Railroad. Acquired control by lease of 
Southwest Chicago Rapid Transit Co., March, 1896. Road opened to 12th St., April 25th, 
1859; extended to Southern City Limits, June, 1859. Acquired control by lease of Southwest 
Chicago Rapid Transit Co., March, 1896.  

Chicago City Railway-Cable car lines (Chicago, IL ) 34 Chicago had the largest cable car system in the country, operating 41 miles of routes. [4]
Chicago Elevated Railway (Chicago, IL ) 107
Chicago Elevated Railways Collateral Trust (Chicago, IL ) 145 The Chicago Elevated Railways Collateral Trust was organized by Charles T. Yerkes, Jr. in 

order to consolidate, and more importantly, provide connecting service for passengers using 
Chicago's rapid transit commuter railroads. Prior to organizing this railroad, each individual 
railroad had its own terminal in dowtown Chicago, but did not provide interconnecting service. 
Thus a passenger traveling from the south side of Chicago on the South Side Elevated 
Railroad and wishing to travel to the west side of Chicago had to exit his train in Chicago, and 
walk to the Metropolitan West Side Elevated terminal and board a train there. 

Chicago Great Western Railway (Chicago, IL ) 1,469 The Chicago Great Western Railroad was a Class I railroad that linked Chicago, Minneapolis, 
Omaha, St. Joseph and Kansas City. Oelwein, IA was the hub of the system, with lines 
radiating from Oelwein to it principal terminus. The railroad was founded by A.B. Stickney, who 
was recognized for his innovative ideas (Clearing Yard in Chicago, and early use of piggy 
back flat cars), and the building of what became a major railroad with few resources. By 1900, 
the railroad had become an important shipper of wheat for the flour millers in Minneapolis, and 
other products, including hides and furs, and lumber. [14]

Chicago Railways Co. (Chicago, IL ) 326 Chartered, October 30, 1903. On January 25, 1908, acquired at foreclosure sale, (entered, 
December 26, 1907), to lease, and act as trustee for all the property, rights and franchises of: 
Chicago Union Traction Company, and its operated lines: North Chicago Street Railroad, 
North Chicago City Railway, West Chicago Street Railroad, Chicago Passenger Railway, 
Chicago West Division Railway, and West Chicago Street Railroad Tunnel Company. 
Purchased property of Chicago Consolidated Traction Company, November, 1910.  This 
company was the largest of Chicago's streetcar operators in 1913-having 70 routes. In 1908, 
the company had 2289 passenger cars. 
 
Adlopted "Pay as You Enter (PAYE) cars, which eliminated the conductor.

Chicago Rapid Transit Company (Chicago, IL ) 222 At its peak, Chicago had over 3,000 streetcars and 1,000 miles of track--the largest such 
system in the world. By the 1930s, there were also streamlined trolleys and trolley buses on 
rubber tires. Some parts of Chicago's famous "L" system also used trolley wire instead of a 
third rail. The Rapid Transit Lines operated four times the number of trains that enter and 
leave Chicago on all of the 25 steam and electric railroads combined, including all suburban 
trains. Every day the railroad operates almost 5,400 trains. [4]

Chicago River & Indiana Railroad (Chicago, IL ) 28 The Chicago River & Indiana Railroad and the Chicago Junction Railroad (unrelated) provided 
other rail carriers with access to the Chicago Union stockyards.  The Chicago River & Indiana 
line ran south from around 14th St & Ogden Ave to 39th St, where the line turned east, 
running through Packer's Alley (Chicago Union Stock Yards) and then to the shore of Lake 
Michigan, where it provided switching services for its former owner, the International 
Harvestor Company.  The north-south portion of the road provided important trackage for the 
Chicago & Northwestern (which had running rights to the Stock Yards), and as a connection 
for the Chicago, Burlington & Quincy, the Atchison, Topeka & Santa Fe, and other roads.

Chicago South Shore & South Bend Railroad (Chicago, IL ) 81 The Chicago South Shore and South Bend Railroad (reporting mark CSS), also known as the 
South Shore Line, is a Class III freight railroad operating between Chicago, Illinois, and South 
Bend, Indiana.

Chicago Surface Lines (Chicago, IL ) 1,000 The Chicago Surface Lines operated the largest system of streetcar lines in the world.  At its 
peak, the company operated over 1,000 miles of trackage and 3,100 streetcars.Chicago Transit Authority (Chicago, IL ) 222 At its peak, Chicago had over 3,000 streetcars and 1,000 miles of track--the largest such 
system in the world. By the 1930s, there were also streamlined trolleys and trolley buses on 
rubber tires. Some parts of Chicago's famous "L" system also used trolley wire instead of a 
third rail.  It is currently the fourth largest rapid transit system in the United States.

Chicago Union Station Company (Chicago, IL ) 31 Incorporated July 3, 1913, as Union Station Company (Chicago). The name was changed to 
Chicago Union Station Company, May 7, 1915. The Chicago Union Station Company was 
organized by the Chicago, Burlington & Quincy Railroad, the Pennsylvania Railroad, and the 
Chicago, Milwaukee & St. Paul Railway.  The station properties occupy an area from Carroll 
Avenue to West Roosevelt Road between the Chicago River and North and South Canal 
Streets, and the present City block bounded by West Adams, West Jackson, South Clinton 
and South Canal Streets.  

Chicago Union Traction Co (Chicago, IL ) 306 The Chicago Union Traction Co. was incorporated June 3, 1899. This company purchased for 
cash $3,200,000 of the stock of the West Chicago Street R. R. Co., and $2,000,000 of the 
stock of the North Chicago Street R. R. Co., and the two companies were leased to this 
company in June, 1899.   On Apr. 14, 1900, the Chicago Consolidated Traction Co. was 
acquired by this company.   Upon default of five notes aggregating $1,134,183 the Chicago 
Union Traction Co., the North Chicago Street R.R. Co. and the West Chicago Street R. R. 
Co., on Apr. 22, 1903, passed into the hands of three receivers, Rafael R. Govin, Jas. H. 
Eckels and Marshall E. Sampsell.  On July 28, 1903, the receivers were authorized to issue 
$4,000,000 certificates to provide for floating debt of the North Chicago and West Chicago 
Railway Companies.  The Chicago Union Traction Company was organized by the Elkins-
Widener-Whitney syndicate, which took over Mr. Yerkes's (Charles T. Yerkes) holdings and 
entered into new leases with the underlying companies to operate both the north and west 
side lines.   The Chicago Railway Company had purchased both the Chicago Consolidated 
Traction Company (purchased in 1900) and the Chicago Union Traction Company (in 1908); 
As a result of these purchases, the Chicago Railway Company had come to operate all of the 
streetcar lines on tje North and West sides of the Chicago River.   Purchased at foreclosure 
sale, January 25, 1908, including operated lines: North Chicago Street Railroad, North 
Chicago City Railway, West Chicago Street Railroad, Chicago Passenger Railway, Chicago 
West Division Railway, and West Chicago Street Railroad Tunnel Company.

Chicago, Attica & Southern Railroad (Momence, IL ) 137 The predecessor Chicago & Indiana Coal Railway ran north-south in western Indiana from 
Lacrosse to Brazil with a connection from La Crosse to the C&EI at Momence, Illinois.   
 
 ncorporated, September 27, 1922, to take over and operate the Chicago & Indiana Coal 
Railway, a branch of the old Chicago & Eastern Illinois Railroad, which Company abandoned 
the line in 1922. Road was opened December 4, 1922. Receiver appointed, August, 1931. 
The New York Central Railroad was authorized to acquire the property of this Company. The 
line was abandoned in 1946. 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The Chicago, Attica and Southern Railroad (reporting mark CAS), nicknamed the "Dolly 
Varden Line", was a railroad linking small towns in west central and northwestern Indiana to 
the Chicago and Eastern Illinois Railway (C&EI) near Momence, Illinois (where traffic 
continued on to Chicago). Never financially strong, the CA&S nevertheless continued 
operating through World War II before abandonment. 
 
History 
 
In the 1880s the Chicago and Great Southern Railway (C&GS) completed a rail line from the 
Indiana community of Fair Oaks (where it joined the Monon Railroad) south to the city of 
Brazil. Primarily a coal hauler, the C&GS later reorganized as the Chicago and Indiana Coal 
Railway (C&IC) and extended the line further north to La Crosse and Wilders in order to form 
connections with other railroads. 
 
The management of the C&IC "Coal Road" became intertwined with that of the Chicago and 
Eastern Illinois, and a connection was built between the two that ran from Percy Junction 
north of Goodland (on the C&IC) northwest to Momence, Illinois (on the C&EI). By 1894 the 
Chicago and Eastern Illinois had absorbed the smaller C&IC. 
 
In 1913 the C&EI went bankrupt. As part of its reorganization over the next several years, it 
cut free the old "Coal Road" which in turn organized itself into the Chicago, Attica and 
Southern Railroad, selling to other railroads some of its more valuable lines for cash. The 
CA&S struggled through the 1920s and found itself bankrupt in 1931. It never left receivership 
or turned a profit again, and began to abandon its track in increments over the next fifteen 
years. The CA&S abandoned its connection to the C&EI in 1943, shut down operations in 
September 1946, and was completely abandoned shortly. 
 
At its height, the Chicago, Attica and Southern served the following communities, from north to 
south:[2] 
 • Momence, Illinois 
 • Pogue 
 • Morocco 
 • Beaver City 
 • Brook 
 • Percy Junction 
 • Goodland 
 • Wadena 
 • Lochiel 
 • Swanington 
 • Oxford 
 • Pine Village 
 • Winthrop 
 • Kickapoo 
 • Attica 
 • Rob Roy 
 • Aylesworth 
 • Stone Bluff 
 • Veedersburg 
 • Steam Corner 
 • Kingman 
 • Tangier 
 • Sylvania 
 • West Union 
 • Mecca Mills 
 • Coxville 
 • Rosedale 
 • Coal Bluff 
 • Brazil 

Chicago, Aurora & Elgin Railway (Chicago, IL ) 68 The Chicago, Aurora & Elgin Railway came to be known as the "Roaring Elgin"- a reference to 
its high speed interurban service. The railroad provided  passenger and freight service on its 
line between Chicago, Illinois and the western suburban towns of Aurora, Batavia, Geneva, 
St. Charles, and Elgin. The CA&E connected directly with the Chicago Elevated (Metropolitan 
West Side Elevated Railway.) and the cars operated over the 'L' to provide a one seat ride into 
the center of Chicago's downtown Loop.

Chicago, Burlington & Kansas City Railway (Ft. Madison (Viele), IA ) 220 The Burlington incorporated two railroads to own and operate its lines extending from Ft. 
Madison into Missouri. The Chicago, Burlington & Kansas City Railway was incorporated in 
Iowa to own that portion of the lines in Iowa, and the Kansas City, St. Joseph & Burlington 
Railway was incorporated in Missouri to own the lines in that state. 

Chicago, Burlington & Northern Railroad (Oregon, IL ) 341 The CB&N was incorporated by the Burlington Railroad to construct what became the main 
line of the Burlington between Aurora, IL and the twin cities. The construction was completed 
between 1886-1889, and opened for business shortly after. In 1899, the CB&N was merged 
with its parent, the CB&Q.

Chicago, Burlington & Quincy Railroad (Chicago, IL ) 12,000 11,390 4.0% By 1886, the Burlington became known as one of the wealthiest and best managed 
corporations in the world-having never entered bankruptcy or reorganization.  Its slogans best 
described it's accomplishments and what it did best: "Everywhere West" and "Granger Road" 
- the Burlington's routes covered the agricultural midwest like a blanket; "Way of the Zephyrs" 
- the Burlington placed great emphasis on its passenger trains and was the first to introduce 
what became its Zephyr stainless steel passenger trains. It was also the first to used dome 
cars which became a trademark for its trains. Other railroads immediately realized the 
importance of the dome car, and added them to their equipment after the Burlington.

Chicago, Central & Pacific Railroad (Chicago, IL ) 732 The railroad was organized in 1985 to purchase from the Illinois Centrral Gulf Railroad the 
former Illinois Central Railroad Iowa Division. A branch runs from Ft. Dodge, IA to Council 
Bluffs and Omaha. In June 1996 the Illinois Central Railroad repurchased the CC. Currently, 
the CC is a subsidiary of the CN system that resulted from the Canadian National and Illinois 
Central merger effective on July 1, 1999.   

Chicago, Clinton, Dubuque & Minnesota Railroad (Clinton, IA ) 324 Proprietary Lines: Chicago, Bellevue, Cascade & Western Railroad, 36 miles. Waukon & 
Mississippi Railroad, 22 miles. Caledonia, Mississippi & Western Railroad, 59 miles.   This line 
became the Dubuque Division of the Chicago, Milwaukee & St. Paul Railway, and was 
scrapped in 1936.

Chicago, Ft. Wayne & Eastern Railroad (Tolleston (Gary), IN ) 323 The Chicago, Fort Wayne and Eastern Railroad (reporting mark CFE) is a short line railroad 
offering service from Tolleston, Indiana to Crestline, Ohio, United States over the former Fort 
Wayne Line of the Pennsylvania Railroad. It began operations in 2004 as a division of the 
Central Railroad of Indianapolis (CERA), under the overall corporate ownership of 
RailAmerica. CFE operates 273 miles (439 km) of rail leased from CSX.

Chicago, Indianapolis & Louisville Railroad (New Albany, IN ) 603 The Chicago, Indianapolis & Louisville Railroad operated primarily in Indiana, connecting 
Louisville, KY with Chicago and Michigan City, IN. It's two mainlines crossed in Monon, IN, 
giving rise to the "Monon" road nickname. The railroad eventually became known as the 
Monon.  John Barringer became president of the railroad in 1946, and began a program to 
rehabilitate and modernize the railroad. The railroad was the first "Class A" railroad in the 
United States to become fully dieselized, in 1948.

Chicago, Kansas & Nebraska Railway (Elwood, KS ) 1,763 Within a twelvemonth, the Chicago, Kansas & Nebraska Railroad opened nearly 1,200 miles 
of railroad, a record never surpassed by any railway company for an equal period of time. [5]Chicago, Lake Shore & Eastern Railway (Chicago (South Chicago), IL ) 38 The Chicago, Lake Shore & Eastern Railway eventually operated over 366 miles of track, 
mainly using trackage rights, controlled by Illinois Steel Company, the world's largest steel 
producer at the time. [3]
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Chicago, Milwaukee & Puget Sound Railway (Mobridge, SD ) 1,262 The Chicago, Milwaukee & Puget Sound Railway was organized to construct and operate the 
western extension of the Milwaukee Railroad between its former western terminus at 
Mobridge, SD and Tacoma. The railroad traversed several mountain ranges requiring 
numerous bridges and tunnels, resulting in extraordinarily high construction cost. In addition, 
the MIlwaukee soon found that electrifying the route would provide for more efficienet 
operation. Most of the construction cost was financed by debt, which, combined with relatively 
low passenger and freight revenues compared to its more prosperous parallel routes held by 
the Northern Pacific and the Great Northern Railroads, led to the bankruptcy of the Milwaukee 
Railroad.  Construction on the western extension was completed on May 19, 1909, and 
through freight service began on July 4 of that year; through passenger service to Seattle and 
Tacoma did not begin until July 10, 1910, however. The "Olympian", the Milwaukee's premier 
west coast train began operation on May 28, 1911. A secondary train, the "Columbian" began 
operation the next day.

Chicago, Milwaukee & St. Paul Railway (Chicago, IL ) 10,448 6,347 2.7% In the early 1900's the CMStP&P was one of the largest railroads in the Midwest, linking 
Chicago with Minneapolis, Omaha, and Kansas City. At the same time, the Milwaukee Road 
was considered one of the most prosperous, progressive, and enterprising railroads in the 
U.S. Its Pacific Coast Expansion came at a heavy cost, requiring the construction of a railroad 
over five mountain ranges: the Belts, Rockies, Bitterroots, Saddles, and Cascades, which 
required the use of electric locomotives over part of the route.

Chicago, Milwaukee, St. Paul & Pacific Railroad (Chicago, IL ) 10,733 6,347 2.7% The Milwaukee Road was the longest electrified railroad, and the third longest railroad in 
North America in 1894, having 6,086 miles of track. The longest RR at that time was the 
Santa Fe, with 7,481 miles of track, followed by the Canadian Pacific with 6,181 miles. Its 
abandonment of the Pacific Coast extension west of Miles City, MT was the largest single line 
abandonment in US history. 

Chicago, New York & Boston Refrigerator Company (Elsdon, IL ) This company was incorporated to manufacture, sell, or rent freight cars, rolling stock and for 
other specified purposes. In 1920, this company operated over 1,300 refrigerator cars which 
were operated over various lines of railroad under contracts with the railroads.   The Chicago, 
New York & Boston Refrigerator Company(known as the Chicago Refrigerator Company) was 
incorporated on May 3, 1893 under the laws of the state of Maine as a private car line to 
operate refrigerator cars carrying meat and dairy products in east-west traffic between 
Chicago and the Eastern seaboard through the northern states and Canada on the Grand 
Trunk, Central Vermont and Boston & Maine railroads.   It was formed through the 
amalgamation of the Chicago, Boston and Liverpool Company and the New York Dispatch 
Refrigerator Company.   In 1909 the Whipple Car Company acquired the stock, property and 
assets of the company. In 1913 the Grand Trunk acquired the stock of both companies. On 8 
November 1928 the stock was acquired by the Grand Trunk Western. In 1941 official 
ownership of all property passed to the Grand Trunk Western and, on 26 March 1943, the 
Chicago, New York and Boston Refrigerator Company ceased to exist.  The car shops were 
located at Elsdon, IL, just north of Midway Airport, south of Chicago's downtown.  The 
company owned and operated the National Despatch Refrigerator LIne (select cars) and the 
New York Despatch Refrigerator Line (Select cars).

Chicago, North Shore & Milwaukee Railroad (Chicago, IL ) 92 The Chicago, North Shore & Milwaukee was organized by Chicago utility tycoon, Samuel 
Insull, to end an eight year receivership of the Chicago & Milwaukee Electric Railroad. With its 
new capital, the railroad was able to invest in new high speed steel cars for operation on its 
line between Chicago and Evanston. 
 
The North Shore Line gained access to downtown Chicago's Elevated lines (known as the 
Loop) in March 31, 1919, when it and the Chicago, Milwaukee & St. Paul Railway executed a 
trackage sharing agreement with the Northwestern Elevated Rairoad (then owned by the 
Chicago Elevated Railways Trust). 
 
The North Shore entered receivership in September 30, 1932 following three years of 
declining revenues and cost cutting. Samuel Insull was forced to resign his board 
membership. The lingering effects of the depression, and further cost cutting directed at 
reducing labor costs caused signficant union problems. 
 
The famed high speed Electroliner cars were ordered in 1939, but would not see their full 
potential because of labor problems: 
A 1939 decision by the Interstate Commerce Commission noted that the North Shore Line 
would no longer be exempt from the Railway Labor Relations Act as an interurban line . By 
1942, a substantial number of men had transferred from Amalgamated Association of Street, 
Electric Railway, and Motor Coach employees union to work for other Railroad unions. As a 
result the North Shore Line was notified that after February 1st, 1942, union members of the 
Amalgamated working for the Chicago Rapid Transit lines would refuse to throw necessary 
switches for North Shore Line trains. As a result, the North Shore terminated its shore line 
trains in Willamette.The impasse continued for more than eleven years, until a court action 
required the transit union to end it's opposition. A limited through service into Chicago from the 
Skokie Valley Line began July 1, 1953 , with the full Milwaukee- Chicago Shore Line service 
being restore February 1st, 1954. 

Chicago, Omaha & St. Joseph Railroad (Clinton, IA ) 340
Chicago, Peoria & St. Louis Railway (Peoria, IL ) 255 According to a 1911 timetable, the railroad ran from Peoria to St. Louis via Havana, 

Springfield, Alton, and East St. Louis.Chicago, Rock Island & Gulf Railroad (Terral, OK ) 526 This line became the Burlington-Rock Island Railroad: a jointly owned railroad controlled by 
the CB&Q and CRI&P. The line ran from Dallas to a connection with the Choctaw & 
Chickasaw Railroad at Red River. The Choctaw & Chickasaw Railroad ran from the Red 
River/Indian Territory junction to Ardmore, OK.  The Chicago, Rock Island & Pacific began a 
period of rapid expansion west and south from Chicago, following its incorporation in Chicago. 
Initially, its construction efforts took the railroad west to Council Bluffs. It then began to push 
construction over a more southerly route through Kansas to Colorado. These efforts led to the 
construction of a line that eventually resulted in lines connecting the Rock Island System with 
Dallas, and Tucumcari, NM.  In 1892 the Rock Island had completed a line from Kansas 
across Oklahoma Territory to the Red River at the Texas-Oklahoma state line. In order to 
extend this line into Texas and comply with Texas state laws, which required that every 
railroad company operating in Texas establish a corporation headquartered in Texas, the 
railroad chartered the Chicago, Rock Island and Texas Railway Company on the July 15, 
1892 to build 75 miles from the north line of Montague County (on the Red River) south to 
Weatherford in Parker County.   On February 2, 1893, the charter of the Chicago, Rock Island 
& Texas was amended to provide for an extension to Fort Worth and Dallas. In August 1903,  
92 miles of track was opened between the Oklahoma- Texas line and Fort Worth. The charter 
was further amended to authorize a line from Bridgeport to Graham, and a 55 mile line was 
completed in 1903.  The Chicago, Rock Island and Gulf Railway Company was chartered on 
May 13, 1902, to build from Fort Worth through Dallas to Houston and Galveston. The thirty-
three miles from Fort Worth to Dallas opened on December 1, 1903.  The Chicago, Rock 
Island & Gulf was chartered May 13, 1902. On March 27th, 1903, the legislature of the state 
of Texas authorized the sale of the railroads and properties of   (1) the Chicago, Rock Island & 
Texas Railway Company, extending from the Red river to Fort Worth, Texas, with a branch 
from Bridgeport, Texas, to Graham, Texas;   (2) the Chicago, Rock Island & Mexico Railway 
Company, extending from the Texas- Oklahoma line, near Texhoma, to the Texas-New Mexico 
line at Bravo; and   (3) the Choctaw, Oklahoma & Texas Railroad Company, extending the 
Texas- Oklahoma line near Texola, Texas, to Amarillo, Texas, to the Chicago, Rock Island, & 
Gulf Railway Company, which had constructed a line of railroad from Dallas, Texas, to Fort 
Worth, Texas, where it connected with the line first named above.   The above properties were 
deeded to the Chicago, Rock Island, & Gulf Railway Company on December 1, 1903.  The 
Chicago, Rock Island & Gulf Railway On October 24, 1933, trustees were appointed and filed 
a petition in U.S. District Court for the Northern District of Illinois, seeking permission to 
reorganize, which was not completed until  Jan 1, 1948.   Terral, OK (Red River), to Dallas, 
Texas 126.67  Bridgeport, Texas, to Graham, Texas 53.29  Texhoma, O. T., to Bravo, Texas-
New Mexico state line 91.75  Texola, O. T. (Texas state line), to Amarillo, Texas 112.97 

Chicago, Rock Island & Pacific Railway (Chicago, IL ) 8,330 5,980 1.6% The Rock Island Railroad was the first railroad to cross the Mississippi River. Its lines in 
Kansas, Oklahoma & Texas roughly paralleled the Chisolm Trail. Its longest line ran from 
Chicago to Tucumcari, NM, where it connected with the Southern Pacific. 

Chicago, Santa Fe & California Railway (Chicago (Corwith), IL ) 491 The Chicago, Santa Fe & California built what became the mainline of the Santa Fe between 
Kansas City and Corwith, IL. When the Santa Fe railroad was originally built, its eastern 
terminus was Kansas City, which made the Santa Fe dependent on interchange of eastbound 
traffic with other railroads, especially the Chicago, Burlington & Quincy. As a result, the Santa 
Fe lost its profit opportunity on a substantial amount of traffic. Thus, it decided to build its own  
line into Chicago via Ft. Madison.  The cost of the expansion, and the Financial Panic of 1893 
put the Santa Fe in bankruptcy.

Chicago, South Shore & South Bend Railroad (Chicago, IL ) 90 The Chicago, South Shore & South Bend Railroad was founded as the Chicago & Indiana Air 
Line Railway in December 1901. This railroad constructed four miles of line between East 
Chicago and Indiana Harbor, and then was renamed the Chicago, Lake Shore & South Bend 
Railway in 1904. By 1908, it had connected the Northwest Indiana cities of South Bend, Gary, 
Hammond, and East Chicago.    
 
The Illinois Central Railroad-owned Kensington and Eastern Railroad was chartered in Illinois 
to complete the Chicago, Lake Shore and South Bend Railway into Chicago, and was leased 
to the CLS&SB on April 4, 1909. That year the full line to Kensington, Illinois on the Illinois 
Central was completed, and beginning on June 2, 1912, trains were coupled to IC steam 
locomotives and run all the way to downtown Chicago.  Over time the line gained a reputation 
for fast operation, and by 1924, it had become known as one of the fastest interurbans in the 
country, taking on much debt in the process.  
 
The company began to struggle financially, and in 1925, it was bought at foreclosure by 
Samuel Insull, who renamed the railroad the Chicago, South Shore & South Bend. Insull 
upgraded the line, and added new equipment, restoring the line to its former presige status. 
After 1929, the Great Depression brought on a decline in revenues, and Insull resigned from 
the board of directors. The company declared bankuptcy in September 1933.   
 
During the 1960's, the line began to run into financial difficulties, as labor costs escalated due 
to inflation, while revenues were constrained by its public policies. When Amtrak began 
operating in May, 1971, the South Shore refused to join because of costs; two years later, in 
1973, the freight operations were sold to the Chesapeake & Ohio. Then, in 1977, the South 
Shore entered bankruptcy, and the state of Indiana formed the Northern Indiana Commuter 
Transportation District to fund the on going passenger operations of the railroad. In 1989, the 
NICTD took over all responsibility for operating the line, and then purchased the track and 
remaining passenger assets the next year.  As noted previously, the Chesapeake & Ohio 
Railway took over the freight operations in 1973. In 1984, the Venango River Corporations 
took over the freight operations between 1984 and 1989, transferring them to the Anacostia & 
Pacific in 1990.

Chicago, St. Louis & New Orleans Railroad (Cairo, IL ) 1,421 The Chicago, St. Louis and New Orleans Railroad was the owner of most trackage operated 
by the Illinois Central south of the Ohio River at Cairo, IL.Chicago, St. Louis & Paducah Railroad (Marion, IL ) 49 The Chicago, St. Louis & Paducah Railroad became an important connecting line for the 
Illinois Central, using a ferry service from Brookport, IL, on the Ohio River, to Paducah, KY, 
which was about 3 miles upstream. The ferry service lasted until the bridge at Metropolis, IL 
was constructed by the Chicago, Burlington & Quincy, and the Nashville, Chattanooga & St. 
Louis. The bridge connected Metropolis with Paducah.

Chicago, St. Louis & Pittsburgh Railroad (Columbus, OH ) 306 The Chicago, St. Louis & Pittsburgh was operated in four divisions: First Division Columbus, 
OH to Indianapolis, IN; Second Division Bradford Junction, OH to Chicago, IL; Third Division 
Richmond, IN to Anoka Junction, IN; Fourth Division Peoria Junction, IN to Illinois State Line.  
The following lines were operated under contract:  Cincinnati & Richmond Railroad 
(Rendcomb Junction to Hamilton, OH, 24 miles), the Cincinnati, Richmond & Chicago (New 
River Junction, OH to Indiana State Line, 35 miles), the Cincinnati, Hamilton & Dayton 
(Hamilton to New River Junction, OH, 2 miles), and the Richmond & Miami Railroad, (Indiana 
State Line to Richmond, IN, 6 miles). 

Chicago, St. Paul & Kansas City Railway (Chicago, IL ) 526 The Chicago, St. Paul & Kansas City Railway was completed to St. Joseph in 1889, and to 
Kansas City in 1890.   The main line eventually formed a cross, with the north-south stem 
running from Minneapolis-St. Paul south to St. Joseph, MO and Kansas City via Olwein, IA. 
The east-west line ran from Chicago to Omaha. Trackage rights were used to to access 
Chicago, Dubuque, Des Moines, Kansas City and other cities.

Chicago, St. Paul, Minneapolis & Omaha Railway (Elroy, WI ) 1,711 The Chicago, St. Paul, Minneapolis & Omaha Railway became an important railroad 
connecting Chicago, and Wisconsin with Minnesota and Omaha. Chicago, Terre Haute & Southeastern Railway (Chicago Heights, IL ) 360 The Chicago, Terre Haute & Southeastern was comprised on three parts: (1) the Chicago 
Southern Railway (Chicago Heights, IL to the Indiana-Illinois border near Quaker Hill, IL (25 
miles south of Danville, IL); (2) The Southern Indiana Railway from the Indiana-Illinois State 
Line to Westport, IN (20 miles east of Columbus, IN); (3) the Bedford Belt Ry, and (4) the 
Evansville & Richmond Railroad. These lines became the mainline of the Chicago, 
Milwaukee, St. Paul & Pacific between Chicago and Evansville  in 1921. 
 
The Chicago, Terre Haute & Southeastern Railway of Illinois was organized as the successor 
to the Southern Indiana Railway, November, 26, 1910, whose properties were sold at 
foreclosure November 3, 1910. On November 4, 1910, properties owned by the Chicago 
Southern Railway were sold under foreclosure and purchased by this Company. The Chicago, 
Terre Haute & Southeastern Railway of Illinois was succeeded by Chicago, Terre Haute & 
Southeastern Railway of Indiana, January 2, 1911.  At Chicago Heights, forms a connection 
with Baltimore & Ohio Chicago Terminal Company and extends Southwardly to a point on the 
Illinois-Indiana State Line. Incorporated, November 26, 1910, as successor, through 
reorganization of the Southern Indiana Railway and the Chicago Southern Railway. These 
properties were first acquired by the Chicago, Terre Haute & Southeastern Railway of Illinois, 
and were then transferred to the present Company. The new Company also took title to the 
Bedford Belt Railway, formerly leased to the Southern Indiana Railway. On June 28, 1921, the 
ICC authorized the Chicago, Milwaukee & St. Paul Railway (predecessor of the Chicago, 
Milwaukee, St. Paul & Pacific Railroad) to acquire control of the Chicago, Terre Haute & 
Southeastern Railway by lease. Lease was approved for 999 years from July 1, 1921, on May 
11, 1921. Effective midnight, January 13, 1928, the Chicago, Milwaukee, St. Paul & Pacific 
Railroad assumed obligations of the Chicago, Milwaukee & St. Paul Railway under lease.

China High Speed Rail (China) 16,000 The Chinese High Speed Rail network the most heavily used in the world.
China Railway (China) 75,186 As of 2015,the country has 121,000 km (75,186 mi)[5] of railways, the second longest network 

in the world, including 19,000 kilometres (11,806 miles) of high-speed rail (HSR), the longest 
HSR network in the world.

Chino Copper Mine Railroad (Santa Rita, NM ) 24 The Chino mine is the largest porphyry copper deposit in New Mexico. The pit is currently 
~1.75 miles across and 1,350 feet deep.(Ref 3)Chittaranjan locomotive works (Chittaranjan, India) Chittaranjan Locomotive Works  is a state-owned electric locomotive manufacturer based in 
India. It is located at Chittaranjan in Asansol. It is one of the largest locomotive manufacturers 
in the world.

Choctaw & Memphis Railroad (West Memphis (Hopefield), AR ) 282 The Little Rock & Memphis line, at the time of purchase by the Choctaw & Memphis, ran from 
West Memphis, AR to Little Rock. After the Choctaw, Oklahoma & Gulf gained control of this 
line, the line was extended from Little Rock to the Indian Territory Boundary line (state of 
Oklahoma), including a bridge across the Arkansas River. The Choctaw, Oklahoma & Gulf, 
then extended its lines in Oklahoma to meet the Choctaw & Memphis line.

Choctaw, Oklahoma & Gulf Railroad (Amarillo, TX ) 1,081 The Choctaw, Oklahoma & Gulf (CO&G) was the reorganization of the Choctaw Coal & 
Railway and the later acquisition of the Memphis & Little Rock Railroad. The two railroads 
provided the Choctaw, Oklahoma & Gulf with a through line between Memphis, Dallas & 
Amarillo. The CO&G became part of the Rock Island system in 1902, and was an important 
route for that railroad for many years. 

Chongqing Rail Transit (Chongqing, China) 132 # Stations in system = 77
Cincinnati & Clifton Incline Plane Railroad (Cincinnati, OH ) 300.0% Also known as the Elm Street Incline
Cincinnati & Lake Erie Railway (Cincinnati (College Hill), OH ) 323 The Cincinnati & Lake Erie Railroad became famous for its high speed, lightweight "Red 

Devil" interurbans, which ran between Cincinnati and Cleveland via Toledo; the longest same 
equipment run by an interurban in the United States.

Cincinnati Locomotive Works (Cincinnati, OH ) In the 1850s, it was the largest and most productive locomotive builder in the Midwest. The 
company was founded by In the 1850s by Anthony Harkness, who operated a prosperous iron 
works building steamboat engines and boilers on the Cincinnati riverfront. His company was 
called A. Harkness & Son. The company began its business building steam locomotives for 
the fledgling Little Miami Railroad that was being built north from Cincinnati to Lake Erie. The 
railroad would buy over thirty locomotives from Harkness in the next decade. In 1864, the 
company was reorganized as Robert Moore & Sons. [2]

Cincinnati Southern Railway (Cincinnati, OH ) 336 During the time immediately following the end of the Civil War, Cincinnati had become a 
thriving industrial city in the north, located as it were on the border of the southern states, and 
its business people had long desired to have direct railway communication with the southern 
States, and the Gulf of Mexico. Chattanooga was a logical shipping point to other points in the 
south for Cincinnati merchandise, as it had a good transportation system in place at that time; 
Chattanooga could only be reached by a tortuous route: by river boat from Cincinnati to 
Louisville, by rail from Louisville to Nashville (via the Louisville & Nashville), and then by rail 
connection to Chattanooga. 
 
At the time, it was considered impractical for Cincinnatian's to sell their merchandise in the 
southern states, and vice-versa for southern merchants to sell their goods to Cincinnati 
merchants and the northern states. Hence, there was a strong desire to build a direct rail 
connection linking Cincinnati and the southern states. Early investigative efforts made before 
the Civil War were directed at building a railway to Charleston, SC. But after the end of the 
Civil War, several railroads had been built converging upon Atlanta and Chattagnooga, and it 
became obvious that Chattanooga would become the destination of the new railroad.    
 
In 1869, an act was secured from the legislature authorizing the city of Cincinnati to issue 
bonds to be used in the construction of a railroad to Chattanooga, being the gateway to the 
South.  New Orleans, Charleston and Memphis could easily be reached by other railroads 
from that terminal. Meanwhile, the Louisville & Nashville Railroad brought strong opposition to 
the entrance into its territory of another competitor. The City of Cinncinnati provided the 
financing and when the railroad was finished in February 1880, Cincinnati found that it had 
twenty million dollars invested in the enterprise.  In the construction of this railroad Cincinnati 
became the first city in the world to build a railway on its own account.    
 
Construction of the road began in December 1873. The original line was built to a 5'0" gauge 
that was the standard at the time for southern railroads. Construction began in Ludlow, KY 
which remained the terminus of the Cincinnati Southern until the CNO&TP's Ohio River Bridge 
was completed in the 1880's.  Construction of the line south of Cincinnati was halted when the 
line reached Nicholasville, KY, due to the requirement of crossing the Kentucky River, just a 
few miles ahead. The railroad began construction of "High Bridge", a cantilevered span that 
was 275 feet above the Kentucky River. The bridge was the highest railroad bridge in the 
world when completed in 1877.  
 
The first 158 mile segment, from Cincinnati to Somerset, KY was opened in July 1877. The 
final destination, at Chattanooga, was reached in February, 1880.  During the course of 
construction, the road built 27 tunnels totalling five miles in length; as a result, the line became 
widely known as the "Rat Hole" division on the Southern Railway. 105 bridges were built, also 
totalling five miles in length.  Shorlty after the first through trains were operated to 
Chattanooga, the General Assembly of Ohio directed that the trustees of the Cincinnati 
Southern sell or lease the Cincinnati Southern. As a result of this directive, the Cincinnati, 
New Orleans & Texas Pacific Railway was specifically organized to take over and lease the 
properties of the Cincinnati Southern. A twenty-five year lease from the 12th of October, 1881, 
was then arranged upon a basis of an increasing rental, limited at the highest point to 
$1,250,000. The East Tennessee, Virginia and Georgia Railroad Company (Southern Railway) 
subsequently secured a controlling interest in the lease  The road is popularly known as the " 
Queen and Crescent ". 

Cincinnati Street Railway (Cincinnati, OH ) 201 During the 1890s, During this period Cincinnati was one of the seven most populous US cities 
and had a rate of growth and economic importance that was similar to that of New York City 
and Chicago. [4] Like New York, Chicago, and other rapidly growing cities, Cincinnati's growth 
was enabled by its comprehensive streetcar system that connected workers with 
manufacturing plants and shopping areas.

Cincinnati Subway (Cincinnati, OH ) 2 The Cincinnati Subway is a set of incomplete, derelict tunnels and stations for a rapid transit 
system beneath the streets of Cincinnati, Ohio. Although it is only a little over 2 miles in 
length, it is the largest abandoned subway tunnel system in the United States. Construction 
began in the early 1900s as an upgrade to the Cincinnati streetcar system, but was 
abandoned due to escalating costs, the collapse of funding amidst political bickering, and the 
Great Depression during the 1920s and 1930s.

Cincinnati Traction Company (Cincinnati, OH ) 222 The Cincinnati Street Railway and its successor, the Cincinnati Traction Company, were an 
important factor in the growth of Cincinnati. Citizens of Cincinnati referred to the city as a "City 
Built by Streetcars". 

Cincinnati Union Terminal Co (Cincinnati, OH ) Operates the Cincinnati Union Terminal passenger terminal.
Cincinnati, Hamilton & Dayton Railroad (Cincinnati, OH ) 621 The Cincinnati, Hamilton & Dayton was the second railroad to enter Cincinnati, being opened 

on September 19, 1851. This line operated three major branches: a line from Cincinnati to 
Toledo via Dayton; a line from Dayton to Ironton (the Cincinnati, Dayton & Ironton); and a line 
from Hamilton, OH to Indianapolis. During its early years, it provided a connection with the 
Erie Railway system at Dayton with the Atlantic & Great Western. (see map ref 3). The CH&D 
main line was built to operate both standard gauge trains, and broad gauge trains (6'0") 
between Cincinnati, Hamilton, and Dayton. The broad gauge was needed because the CH&D 
was part of the "Great Broad Gauge Route" formed by the New York & Erie (New York City-
Salamanca, NY), the Atlantic & Great Western (Salamanca to Dayton, OH), the Cincinnati, 
Hamilton & Dayton, and over the Ohio & Mississippi (Cincinnati-St. Louis). Standard gauge at 
that time was 4'10".  

Cincinnati, Indianapolis & Western Railway (Hamilton, IN ) 382 Although the first trains of the predecessor lines were operated in 1853, the complete line 
between Hamilton and Indianapolis was not opened until August 9, 1867. The line was never 
profitable in its early years, failing to earn its interest cost until 1885.  The road was 
reorganized on October 30, 1915, following an unsucessful alliance with the Pere Marquette 
and the Chicago, Cincinnati & Louisville.

Cincinnati, Jackson & Mackinaw Railroad-Michigan Division (Dundee, 
MI )

156 THIS IS A DUPLICATE RECORD TO SHOW THE DIVISION OF THE Cincinnati, Jackson & 
Mackinaw and Sale of the Michigan Division(Dundee to Allegan) to the Detroit, Toledo & 
Milwaukee  The Cincinnati, Jackson & Mackinaw was formed by the reorganization and 
consolidation of the Michigan & Ohio Railroad and the Cincinnati, Van Wert & Michigan. The 
southern part of the eventually became the northern division of the Cincinnati Northern, which 
extended from Cincinnati to Detroit.    
 
The Michigan & Ohio ran from Dundee to Allegan, MI, 156 miles; Allegan is 25 miles 
northwest of Kalamazoo, MI and 35 miles south and west of Grand Rapids. The Cincinnati, 
Van Wert & Michigan Railroad route ran directly north from Lewisburg, OH (20 miles 
Northwest of Dayton) to Cecil, OH (30 miles northeast of Ft. Wayne) where a junction with the 
Indiana, Bloomington & Western Railroad was made.   
 
The Michigan & Ohio Railroad began service in 1883. In 1886 it was reorganized as the 
Cincinnati, Jackson & Mackinaw Railroad.  The latter became bankrupt and was reorganized 
as the Cincinnati, Jackson Mackinaw Railway on April 1, 1892. Two additional bankruptcies 
occurred, the first in March 1894, and last in 1897. On August 1, 1897, the southern portion of 
the line (Ohio Division) was acquired by the Cincinnati Northern Railroad August 1, 1897 and 
remainder (the Michigan Divison from Dundee to Allegan) was sold to the Detroit, Toledo & 
Milwaukee, who took over possession and operation on July 1, 1897. The Detroit, Toledo & 
Milwaukee  came under the control of the New York Central interests in 1898.   
 
The Cincinnati, Jackson and Mackinaw Railroad constructed the east-west line from Dundee 
to Allegan. The CJ&M came north from the Ohio line through Waldron, Hudson to Addison Jct.  
The line from Addison Jct. to Jackson was built in 1895.     
 
Shortly after its formation in December 1894, the Cincinnat Northern purchased from the 
Cincinnati, Jackson and Mackinaw Railway, a line from Franklin Junction, Ohio, to Addison 
Junction, Michigan. The Cincinnati Northern begain operating this line as the Ohio Division on 
Aug 1, 1897.    
 
In March, 1901, the Big Four acquired control of the road, but a lease was not finalized until 
1926. The road was finally merged into the Big Four in 1938.    
 
Route:  Lines owned: Addison Junction, Michigan to Cleveland, Cincinnati, Chicago & St. 
Louis Railway. 187.50 miles. Michigan & Ohio Railroad Division: Dundee to Allegan, Michigan. 
133.00 miles. Branches: Lewisburg, Ohio to Quarries. 1.40 miles. Germantown to Distillery. 
1.80 miles. (Total 323 miles)  Operated under Contract: Jackson & Cincinnati Railroad: 
Addison Junction to Jackson, Michigan. 17.65 miles. Trackage Rights: Wheeling & Lake Erie 
Railway: Toledo to Manhattan Junction, Ohio. 2.10 miles. Ann Arbor Railroad: Toledo, Ohio to 
Dundee, Michigan. 22.90 miles. Cleveland, Cincinnati, Chicago & St. Louis Railway: C.C.C. & 
St. L Ry. Junction to Middleton & Cincinnati Junction. 5.68 miles. Toledo, Ann Arbor & North 
Michigan Railway: Manhattan Junction, Oh. To Dundee, Mi. 20.90 miles. Middletown & 
Cincinnati Railway: Middleton & Cincinnati Railway Junction to Hageman, Ohio. 10.51 miles. 
Cincinnati, Lebanon & Northern Railway: Hageman to Cincinnati, Ohio. 24.90 miles. Lake 
Shore & Michigan Southern Railway: At Jackson, Michigan. 1.04 miles.  

Cincinnati, Jackson & Mackinaw Railroad-Ohio Division (Toledo, OH ) 414 NOTE-TWO DUPLICATE RECORDS FOLLOW TO SHOW THE DIVISION OF THE 
Cincinnati, Jackson & Mackinaw:  (1) Sale of the Michigan Division(Dundee to Allegan) to the 
Detroit, Toledo & Milwaukee (2) Sale of the former main line (Ohio Division) to the Cincinnati 
Northern  The Cincinnati, Jackson & Mackinaw was formed by the reorganization and 
consolidation of the Michigan & Ohio Railroad and the Cincinnati, Van Wert & Michigan. The 
southern part of the eventually became the northern division of the Cincinnati Northern, which 
extended from Cincinnati to Detroit.    
 
The Michigan & Ohio ran from Dundee to Allegan, MI, 156 miles; Dundee is 25 miles north of 
Toledo, OH; Allegan is 25 miles northwest of Kalamazoo, MI and 35 miles south and west of 
Grand Rapids. The Cincinnati, Van Wert & Michigan Railroad route ran directly north from 
Lewisburg, OH (20 miles Northwest of Dayton) to Cecil, OH (30 miles northeast of Ft. Wayne) 
where a junction with the Indiana, Bloomington & Western Railroad was made.   
 
The Michigan & Ohio Railroad began service in 1883. In 1886 it was reorganized as the 
Cincinnati, Jackson & Mackinaw Railroad.  The latter became bankrupt and was reorganized 
as the Cincinnati, Jackson Mackinaw Railway on April 1, 1892. Two additional bankruptcies 
occurred, the first in March 1894, and last in 1897. On August 1, 1897, the southern portion of 
the line (Ohio Division) was acquired by the Cincinnati Northern Railroad August 1, 1897 and 
remainder (the Michigan Divison from Dundee to Allegan) was sold to the Detroit, Toledo & 
Milwaukee, who took over possession and operation on July 1, 1897. The Detroit, Toledo & 
Milwaukee  came under the control of the New York Central interests in 1898.  The Cincinnati, 
Jackson and Mackinaw Railroad constructed the east-west line from Dundee to Allegan. The 
CJ&M came north from the Ohio line through Waldron, Hudson to Addison Jct.  The line from 
Addison Jct. to Jackson was built in 1895.     
 
Shortly after its formation in December 1894, the Cincinnat Northern purchased from the 
Cincinnati, Jackson and Mackinaw Railway, a line from Franklin Junction, Ohio, to Addison 
Junction, Michigan. The Cincinnati Northern begain operating this line as the Ohio Division on 
Aug 1, 1897.    
 
In March, 1901, the Big Four acquired control of the road, but a lease was not finalized until 
1926. The road was finally merged into the Big Four in 1938.    
 
Route:  Lines owned: Addison Junction, Michigan to Cleveland, Cincinnati, Chicago & St. 
Louis Railway. 187.50 miles. Michigan & Ohio Railroad Division: Dundee to Allegan, Michigan. 
133.00 miles. Branches: Lewisburg, Ohio to Quarries. 1.40 miles. Germantown to Distillery. 
1.80 miles. (Total 323 miles)  Operated under Contract: Jackson & Cincinnati Railroad: 
Addison Junction to Jackson, Michigan. 17.65 miles. Trackage Rights: Wheeling & Lake Erie 
Railway: Toledo to Manhattan Junction, Ohio. 2.10 miles. Ann Arbor Railroad: Toledo, Ohio to 
Dundee, Michigan. 22.90 miles. Cleveland, Cincinnati, Chicago & St. Louis Railway: C.C.C. & 
St. L Ry. Junction to Middleton & Cincinnati Junction. 5.68 miles. Toledo, Ann Arbor & North 
Michigan Railway: Manhattan Junction, Oh. To Dundee, Mi. 20.90 miles. Middletown & 
Cincinnati Railway: Middleton & Cincinnati Railway Junction to Hageman, Ohio. 10.51 miles. 
Cincinnati, Lebanon & Northern Railway: Hageman to Cincinnati, Ohio. 24.90 miles. Lake 
Shore & Michigan Southern Railway: At Jackson, Michigan. 1.04 miles.  

Cincinnati, New Orleans & Texas Pacific Railway (Cincinnati, OH ) 336 The Cincinnati, New Orleans and Texas Pacific Railway forms part of the "Queen & Crescent 
Route" between Cincinnati and New Orleans. Several other railroads participate in the route. 
It's direct route made it a favored selection by travelers.

City & South London Railway (London, England) 14 The City and South London Railway (C&SLR) was the first deep-level underground "tube" 
railway in the world, and the first major railway to use electric traction.Clay Street Hill Railroad (San Francisco, CA ) 2 16.0% The Clay Street line ran betweenm Kearny & Leavenworth streets. It was the first cable car 
line to be built in San Francisco. The Ferries & Cliff House Railway acquired this line in 1888, 
and then discontinued the line on Sept 9, 1891 and replaced it with the Sacramento/Clay line. 
The line owned 11 trolley cars.

Cleveland & Mahoning Rail Road (Cleveland, OH ) 68 The Cleveland & Mahoning Railroad was an important part of the Erie Railroad broad gauge 
network. It gave the Erie and its partners access to Cleveland.Cleveland Railway  (Cleveland, OH ) 300 The Cleveland Electric Railway was formed by the consolidation of the East Cleveland Street 
Railway, Broadway & Newburgh Street Railway,  Brooklyn Street Railway, and South Side 
Street Railway.  On July 1, 1903, the Cleveland Electric Railway purchased the Cleveland City 
Railway from the Andrews Syndicate. Horace E. Andrews of Cleveland formed the Andrews 
Syndicate for the purpose of acquiring various railroad properties. Andrews was joined by 
persons from the Westinghouse Electric Company, Mr. Archbald, Paul T. Brady of Syracuse, 
and others. Andrews began his foray into the railroad securities market, buying the Cleveland 
Electric Railway Company fon February 22, 1902 rom the Everett-Moore Syndicate (Everett 
had been the President of the Cleveland Electric Railway at the time). Andrews was also a 
large holder of the stock of the Cleveland City Railway Company, which he planned to 
consolidate with the Cleveland Electric Railway.  The Cleveland Electric Railway was then 
leased on April 27, 1908 to the Municipal Traction Company for 50 years from December 31, 
1907. That lease was abborgated October 22, 1908, and the name was changed to Cleveland 
Railway, 1908.

Cleveland-Cliffs Inc. (Cleveland, OH ) Cleveland-Cliffs Inc., formerly Cliffs Natural Resources specializes in the mining, beneficiation, 
and pelletizing of iron ore, as well as steelmaking, including stamping and tooling. It is the 
largest flat-rolled steel producer in North America.

Cleveland, Cincinnati, Chicago & St. Louis Railway (Cleveland, OH ) 2,629 The Cleveland, Cincinnati, Chicago & St. Louis Railway, known as the "Big Four" was formed 
by the consolidations of many smaller railroads and came to dominate the railroad trackage in 
Ohio, Indiana, and southern Illinois. The railroad came under the control of the New York 
Central in 1900, and became an important part of the latter's routes to Cincinnati (where its 
headquarters were located for many years until 1929), Indianapolis and St. Louis, along with 
other points. Although The Big Four was an independent railroad until 1930, it had been 
closely related to the New York Central and the Vanderbilt interests, who helped Melvin E. 
Ingalls found the Big Four in 1889. 

Cleveland, Columbus & Cincinnati Railroad (Cleveland, OH ) 133 The Cleveland, Columbus & Cincinnati Railroad was an early Ohio railroad, was the first to 
connect Cleveland and Columbus, in 1851. Columbus subsequently became an important 
railroad junction point. The Cleveland, Columbus & Cincinnati subsequently became an 
important link in the Cleveland, Cincinnati, Chicago & St. Louis Railway, a part of the New 
York Central System.

Cleveland, Painesville & Ashtabula Railroad (Cleveland, OH ) 95 The Cleveland, Painesville & Ashtabula Railroad was the first railroad to operate on the 
southern shore of Lake Erie Climax Manufacturing Company (Corry, PA ) The Climax Locomotive was a highly successful light duty locomotive used primarily in 
logging, mining, agricultural, and other small industrial uses. Over 1,000 were produced (Ref 
3), making it one of the larger builders of small locomotives.

Climax Molybdenum Railroad (Climax, CO ) At its peak, the Climax mine was the largest molybdenum mine in the world, and for many 
years it supplied three-fourths of the world's supply of molybdenum. The company operated a 
narrow gauge railroad and tunnel system to transport the ore to the surface.

Clinchfield Railroad (Elkhorn City, KY ) 312 The Clinchfield was the last Class I railroad built in the U.S. east of the Rocky Mountains. 
Coast Futura (Santa Cruz, CA ) 22 Coast Futura operates a clean, quiet, zero-emission streetcar that could service the 22-mile 

length of the Santa Cruz Branch Line. The first demonstration runs were made in October 
2021. The cars operate on hydrogen fuel cells, which convert hydrogen to electrical energy 
that is stored in a battery until needed.

Coaster (San Diego, CA ) 41 COASTER commuter trains operate along the San Diego County coastline, from Oceanside 
to San Diego, via Carlsbad, Encinitas, and Solana Beach. COASTER served 1,556,056 
passengers in FY 2015-2016.[2]

Cobourg & Peterborough Railroad (Cobourg, ON Canada) The Cobourg and Peterborough Railway (C&PRy) was one of the first railway lines to be built 
in Central Ontario, Canada. The line ran directly over Rice Lake on what was then the largest 
trestle bridge in the world. Peterborough is located almost directly north of Cobourg, and Rice 
Lake is half way between the two cities.

Cold Blast Refrigerator Transit Co. (Chicago, IL ) The Cold Blast Transportation Company was organized by Schwarzschild & Sulzberger of 
Kansas City, to operate its meat refrigerator cars. The company owned about 1,000 
refrigerator cars in 1904. 
 
The company signed a seven year contract in 1903, in which the company agreed to ship at 
least 15% of its tonnage to the Chicago & Great Western Railroad , in return for a discounted 
mileage rate for the transportation of its cars. The company was operating as early as the 
1880's.  The address of the corporate headquarters places this company in or adjacent to the 
Chicago Union Stockyards.

Colobio-Lucano Railway (Colobio, Italy) 6.0%
Colorado & Northwestern Railway (Boulder, CO ) 90 9,449 The Colorado & Northwestern Railway was chartered July 27, 1897, and a 26 mile line was 

opened between Boulder and Ward on June 6, 1898. A separate 19 mile line from Gold Hill to 
Eldora, via Sunset  was extended another 45 miles from Eldora to Middle Park, Colorado. The 
railroad line became world famous as the "Switzerland Trail of America" because of its 
mountainous route.  The line ultimately ran from Boulder to Ward, Jamestown, and Eldora. 
The railroad was reorganized in 1904, and was renamed the Colorado & Northwestern 
Railroad Company. (Ref 1) 
 
History 
 
The narrow gauge Greeley, Salt Lake & Pacific Railroad was constructed in 1883 to connect 
Boulder with the gold mines in Sunset, CO. In 1894, a flash flood in Boulder Creek washout 
the railroad, which was abandoned. This led to the formation of the Colorado & Northwestern 
Railway in 1897, which was built on higher ground, thus avoiding the problems experienced 
by the Greeley, Salt Lake & Pacific.

Colorado & South-Eastern Railway (Delagua, CO ) 6 6,010 3.0% The Colorado & South-Eastern Railway planned to build a line from Trinidad to Florence via 
Pueblo.   The Colorado & South-Eastern Railroad was chartered August 5, 1909 as successor 
to the Colorado & South-Eastern Railway. The line ran from Delagua to Ludlow Junction, 
Colorado, with trackage rights over the Colorado & Southern Railway from Ludlow to Trinidad, 
Colorado, 14 miles.

Colorado & Southern Railway (Wheatland (Wendover), WY ) 1,039 4.2% The Colorado & Southern was one of the largest narrow gauge railroad operators in the 
country, except for the Denver & Rio Grande. It also operated its own mainline between 
Denver & Ft. Worth.

Colorado & Southern Railway (CO ) 716 The Colorado & Southern was chartered on December 19, 1898 to reorganize and merge the 
Union Pacific, Denver & Gulf, and the Denver, Leadville & Gunnison, which became effective 
January 11, 1899.   This record is for informational purposes only. There was never a railroad 
named the Colorado & Southern Railway (narrow gauge lines).  The principal narrow gauge 
lines in the C&S system in 1898 were:  Colorado Central - 200 miles Denver, South Park & 
Pacific - 335 miles Florence & Cripple Creek - 97 miles Denver & Middle Park - 5 miles 
Denver, South Park & Hill Top - 11 miles Georgetown, Breckenridge & Leadville - 6 miles 
Greeley, Salt Lake & Pacific - 62 miles  Total 716 miles 
 
The 1907 annual report show 385.56 miles of narrow gauge line 
 
Platte Canyon Line from Denver, Colorado to Como (96.13 mi) 
Gunnison Line from Como to Gunnison, Colorado via Alpine Tunnel (164.51 mi) 
Highline between Como and Leadville, (74.36) 
Clear Creek line from Denver to Silver Plume, (50.56 mi)

Colorado & Southwestern Railroad (Dolores, CO ) 45 6,936 8.0% The second Montezuma Lumber Company operation succeeded the Colorado and 
Southwestern Railroad until about World War I.  The Colorado and Southwestern Railroad 
Company had taken over the Dolores, Paradox and Grand Junction Railroad Company grade, 
which operated three lines north from Dolores between 1913 and 1925, with the Horse Camp 
(or Horse Creek Camp) being the center of its operations.  It had more than fifty miles of track, 
including a line between McPhee and Dolores until 1948. (Ref 2)

Colorado Central Railroad (Denver, CO ) 327 8,537 4.5% The Colorado Central was the first railroad built in Colorado. The railroad was founded by 
William A.H. Loveland. The railroad built a standard gauge line from Denver to Golden, and 
then from Golden north to Longmont, and west to Black Hawk, Central and Georgetown. The 
narrow gauge Mountain Division ran from Golden up North Clear Creek to Black Hawk.  The 
South Clear Creek line ran from the junction of the North & South Clear Creeks to Floyd Hill, 
reaching Georgetown in the fall of 1876. In July of 1877, work began on an extension from 
Longmont north to a junction with the Union Pacific at Colorado Junction, six miles west of 
Cheyenne being completed in October of 1877. [12]
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Colorado Fuel & Iron Company (Pueblo, CO ) Colorado Fuel & Iron was the only integrated steel mill west of St. Louis until World War II. It 
was, for many years, the Denver & Rio Grande's largest shipper. [9]Colorado Midland Railroad (Colorado Springs, CO ) 336 11,528 4.0% The Colorado Midland Railroad had one of the highest crossings of the Continental Divide at 
11,528 ft. It was the first standard gauge route to cross the Rockies in Colorado. The railroad 
was originally constructed as a narrow gauge line [8], and was soon converted to standard 
gauge. 

Colorado Railroad (Ft. Collins, CO ) 120 The Fort Collins Development Railway was formed to connect Fort Collins and Cheyenne. 
The line from Fort Collins north to Wellington was completed in October of 1903. The line was 
then brought under the control of the Colorado Railroad Company (a C&S subsidiary), which 
completed the rest of the line to Cheyenne in 1911.   The Colorado Railroad was charered as 
a construction company on July 6, 1906, and the road was built between 1906 and 1907; it 
built the Silica Branch for the Colorado & Southern Railway along the South Platte River, and 
then the C&S took control of the Colorado RR.  In 1907, it absorbed the Fort Collins 
Development Railway, and in 1910, it absorbed Walsenburg & Western Railway, and  on 
March 3, 1938, acquired the line of railroad and property formerly owned by Colorado-Kansas 
Railway Company.  
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
Bellevue Junction to Ingleside, Colo., 9.02 m.; Plummer'a Junction to Black Hollow, Colo., 
8.68 m.; Wellington to Waverly, 4.74 m.; Louisville Junction to Webb, 0.92 m.; Walsenburg to 
McNally Mine, 1.35 m.; Platte Canon to Silica, 3.76 m.; Fort Collins to Cheyenne, 44.92 m.; in 
city of Cheyenne, 0.48 m.; Southern Junction to Walsenburg Junction, 46.48 m.—total 
operated, June 30, 1913, 120.35 miles. Gauge, 4 ft. in. for 116.59 miles, and narrow gauge for 
3.76 miles. Rail, standard gauge, 75 lbs.; narrow gauge, 52 lbs. 
 
History.—Chartered, July 6, 1906. Controlled by the Colorado and Southern Ry. Co., through 
ownership of stock, and operated by that company as part of its system. The company in 
1907 absorbed The Fort Collins Development Ry. (see Manual for 1907, page 647), and in 
1910 the Walsenburg & Western Ry. Co. [3] 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
The Colorado Railroad Company was incorporated in 1906 by Denver investors through 
whom control of the Colorado Railroad Company passed to the Colorado & Southern. The 
original plan for the Colorado Railroad Company called for the construction of a rail network 
through the northern agricultural and coal lands, and into and through the mountains. I reality, 
Colorado Railroad track consisted mainly of spurs connected by Colorado and Southern 
routes. 
 
The Colorado Railroad Company took over the Fort Collins Development Railroad (1907) and 
the Walsenburg & Western (18910) for the Colorado & Southern. In 1930 the railroad ceased 
to be operated under lease to the Colorado & Southern, and was merged with the Colorado 
and Southern.

Colorado Railroad, Inc. (Pueblo, CO ) 22 4,692 3.0% This was an industrial connecting railroad that operated near Pueblo.
Colorado Springs & Cripple Creek District Railway (Colorado 
Springs, CO )

71 9,708 3.8% The Colorado Springs & Cripple Creek Railroad was the third and last railroad to be built into 
Cripple Creek, CO. (The other two were the Florence & Cripple Creek, and the Midland 
Terminal). It connected Colorado Springs with the gold mines in Cripple Creek. The railway 
was built by 1911 to transport ore from the Cripple Creek mining district through the 
mountains—on what is now Gold Camp Road or Teller County 8—directly to the processing 
facilities in Old Colorado City. Eleven miles shorter distance than the Colorado Midland 
Railway, it was nicknamed the "Short Line" and offered freight and passenger service. 
Transportation across the Short Line reduced the cost of shipment as compared to what had 
been paid to the Colorado Midland Railway. Colorado Midland Railway went into foreclosure 
in 1917 and Albert E. Carlton bought the company and ore began to be shipped through the 
Midland Terminal Railway to Old Colorado City. Expenses mounted after the United States 
Railroad Administration began shipping materials to supply World War I troops through the 
Colorado Midland Railway lines, across railroad tracks and beds not able to accommodate the 
additional trains and tonnage. By August 1918 the railway ceased operations.

Columbia & Western Railway (Robson, BC Canada) 99 3,900 4.8% The Columbia and Western Railway was a historic Canadian narrow gauge railway located in 
southern British Columbia.  Constructed in 1896, its route connected silver and gold mines at 
Red Mountain (elevation 3,888 ft) and Rossland (elevation 3.410 ft) and a smelter at Trail 
(elevation 1,440 ft). Augustus Heinze was the force behind the line as he also was the 
developer behind the Trail smelter and worked quickly to gain competitive advantage prior to 
the construction of the Canadian Pacific Railway (CPR) into the Kootenay region.  The Act to 
Incorporate the Columbia and Western Railway Company included a land grant 10,240 acres 
(41.4 km2) of land per completed mile of the narrow-gauge trackage—20,000 for any 
standard gauge built. The Act also permitted the C&W to build west through the metal-rich 
Boundary District and on to Lake Okanagan at Penticton to connect with the Canadian 
Pacific's lakeboat service to its Mainline via that lake to the Shuswap and Okanagan Railway. 
The company had four years to accomplish the construction or lose the $50,000 deposit that it 
was required to remit to the government within six months of the Act’s passage.  A spur ran to 
the Arrow Lakes steamer landing at Robson was sold by Heinze to Canadian Pacific Railway 
in 1898.   Initially, the line was built as a 3 ft  (914 mm) gauge line. The narrow gauge line 
proved to be too limited, relative to the amount of ore that could be moved per day. As a 
result, the line was regauged to 4 ft 8 1⁄2 in (1,435 mm) Standard gauge by the CPR. The 
project was completed on June 15, 1899. Despite the re-engineering of the line, the railroad 
still needed to gain 2,300 feet elevation in fourteen miles, requiring grades to 4.8% and many 
tightly twisted curves.   Because of these characteristics, the railroad purchased three Class C 
Shay Locomotives from the Lima Locomotive Works to move the ore cars past the fruit trees 
of Warfield, and onto the LeRoi and War Eagle mines. The Shay locomotives quickly proved 
to be too slow, limiting the amount of ore that could be processed. The CPR then replaced the 
Shay locomotives in 1910 with 2-8-0 Consolidation locomotives.  The CPR took the C and W 
and its generous land grants and merged it into the Kettle Valley Railway, which it was then 
building. J. W. Stewart the famed general and builder, worked on the project (see Foley, 
Welch and Stewart). The portion of the Kettle Valley Line that runs from West Robson through 
Gladstone and Grand Forks to Midway is the former Columbia and Western line.  The Kettle 
Valley Railway was opened in 1915. The line was abandoned in stages, beginning in 1961, 
with the final segment falling being abandoned in 1989.

Columbia Incline Plane (Columbia, PA ) 6.7% The Columbia Plane was used to lower railway cars of the Philadelphia & Columbia Railroad 
down to the Eastern Division Canal along the Susquehanna River. Columbian Intramural Railway (Chicago, IL ) 3 The Intramural Railway was an electrically powered, elevated railway constructed in 1893 to 
transport passengers throughout the World's Columbian Exposition Grounds. Over its short 
life, it transported 6 million passengers. It connected with the Illinois Central's Terminal station, 
which brought passengers from the suburbs to the Exposition, and the Chicago Elevated 
Railway, known as the Chicago & South Side Rapid Transit Railroad. It was the first 
electrically operated elevated railroad in Chicago.

Comboios de Portugal (Portugal) 2,232 CP — Comboios de Portugal, EPE (CP; English: Trains of Portugal) is a state-owned 
company which operates freight and passenger trains in Portugal. Before June 2009, CP 
stood for Caminhos de Ferro Portugueses (English: Portuguese Railways) although the 
company has been using its current designation as a brand name since 2004. 
 
History 
 
On 28 October 1856 the first railway line was inaugurated in Portugal, between Lisbon and 
Carregado: the Companhia dos Caminhos de Ferro Portugueses was born. The network was 
gradually expanded both south of the Tagus and to the north of the country, as well as in the 
metropolitan areas of Lisbon and Porto and to Spain. During the second half of the 20th 
century, much of CP's rolling stock was built in Portugal by Sorefame - notably carriages with 
stainless steel bodywork. 
 
Gradually, electrification was put in place for a little less than half the network. In 1975, the 
company was nationalized, and its name was shortened to CP, A plan to finally connect all the 
district capitals by a fully electrified double line was to be implemented from 2010. Part of this 
plan is based on the Swiss Rail 2000 model. 
 
As of 2012, the Portuguese rail system is facing the threat of considerable contraction due to 
spending cuts by the Portuguese government. The Vouga line is now the only narrow gauge 
line left in operation - it is also slated for closure. 
 
Infrastructure 
 
Main article: Rede Ferroviária Nacional 
 
The infrastructure of the Portuguese network is managed by Infraestruturas de Portugal, EP, 
usually abbreviated to IP 
 
Portuguese railway network extent: 
 
 - Broad gauge (1,668 mm (5 ft 5 21⁄32 in)): 2,603 km (1,617 mi), 1,351 km (839 mi) electrified 
at 25 kV 50 Hz AC and 25 km (16 mi) at 1.5 kV DC. 
 
 - Narrow gauge (metre gauge) 1,000 mm (3 ft 3  3⁄8 in): 188 km (117 mi) not electrified. 
 
 
The maximum extent of 3,592 km (2,232 mi) was reached in 1949, but in the late 1980s and 
early 1990s some lines were shortened and some totally closed. 
 
Organization 
 
CP is split into four divisions: 
 
 - CP Longo Curso, long-distance mainline services (Alfa Pendular, Intercidades and 
International trains). 
 
 - CP Regional, regional services (Interregional and Regional). 
 - CP Lisboa, Lisbon's suburban network 
 - CP Porto, Porto's suburban network. 
 -  
Services 
 
CP offers the following types of trains: 
 
 - International (IN) is the service that connects Portugal and Spain (one reaches France). 
These are the Sud Express (Lisbon - Irún/ Hendaye), the Lusitânia (Lisbon - Madrid) and the 
Celta (Porto - Vigo). Both Sud Express and Lusitânia are night trains that run as Trenhotel 
(Hotel Train). 
 
 - Alfa Pendular (AP) is the fastest service, whose speeds can reach 220 km/h. This service 
runs from Lisbon to either Porto, Braga or Guimarães (passing through Coimbra, Aveiro and 
Porto) or between Porto and Faro. 
 
 - Intercidades (IC) is a fast long-distance service whose speeds can reach 200 km/h. All IC 
services (apart from the Beja Shuttle) run from Lisbon to either Porto, Braga, Guimarães, 
Guarda, Covilhã or Évora (with connection at Casa Branca to Beja), serving the majority of 
the Portuguese regions. 
 
 - Inter-Regional (IR) is a medium distance service which stops only at the main stations. 
Runs mainly on the routes Porto-Viana do Castelo-Valença (Minho Line), Porto-Régua-
Pocinho (Douro Line), Lisbon-Caldas da Rainha-Leiria-Coimbra (West Line) and Lisbon-
Tomar (North Line). Services are operated by the same trains as Regional service. 
 
 - Regional (R) is CP's local service, stopping at all stations, out of the Lisbon and Porto 
suburban areas. 
 
 - Urbano (U) is the CP's suburban service, in the regions of Lisbon and Porto and in the 
Coimbra-Figueira da Foz Line. 
 
The network 
 
CP's flagship service, introduced in 1999, is the Alfa Pendular which operates between Braga 
- Porto - Lisbon - Faro, at a top speed of 220 km/h (138 mph) with FIAT/Siemens tilting trains. 
As of 2006, CP's network reaches most of the country. 
 
CP inaugurated new trains in suburban service in the 1990s. 
 
Lines/Routes 
 
 • Linha do Minho 
 • Ramal de Braga 
 • Linha de Guimarães 
 • Linha de Leixões (freight-only) 
 • Linha do Douro 
 • Linha do Norte 
 • Linha do Vale do Vouga (partially closed; last 1000 mm gauge line) 
 • Linha da Beira Alta 
 • Ramal da Lousã (track lifted to allow the construction of the Metro Mondego; construction 
stoped due to lack of money) 
 • Ramal de Alfarelos 
 • Linha do Oeste 
 • Ramal do Louriçal (freight-only) 
 • Ramal de Tomar 
 • Linha da Beira Baixa 
 • Linha do Leste (freight-only, except a twice a week service to Portalegre from 
Entroncamento) 
 • Linha de Vendas Novas (freight-only) 
 • Linha da Matinha (freight-only) 
 • Linha de Cintura 
 • Linha de Sintra 
 • Linha de Cascais 
 • Linha do Alentejo (closed between Beja and Ourique; freight-only from Ourique to 
Funcheira) 
 • Linha de Évora (only opend between Casa Branca and Évora) 
 • Ramal Neves Corvo (freight-only) 
 • Linha do Sul 
 • Linha de Sines (freight-only) 
 • Linha do Algarve 
 
Former lines 
 
 • Ramal da Figueira da Foz (closed January 2009) 
 • Linha de Évora (closed between Évora and Vila Viçosa) 
 • Ramal de Portalegre-Estação 
 • Ramal de Mora 
 • Ramal de Moura 
 • Ramal do Estádio Nacional 
 • Linha do Minho (between Valença and Monção) 
 • Linha da Beira Baixa (between Covilhã and Guarda) 
 • Linha do Douro (between Pocinho and Barca d'Alva) 
 • Ramal de Cáceres (closed August 2012) 
 • Linha da Póvoa (metre gauge line, transformed into Porto Metro between 2001 and 2002) 
 • Linha de Guimarães (metre gauge line, between Senhora da Hora and Trofa) 
 • Linha de Famalicão (metre gauge line) 
 • Linha do Corgo (metre gauge line, closed 2009) 
 • Linha do Dão (metre gauge line, closed 1988) 
 • Linha do Sabor (metre gauge line, closed 1988) 
 • Linha de Sintra (Larmanjat Line, closed 1877) 
 • Linha do Tâmega (metre gauge line, closed 2009) 
 • Linha de Torres Vedras (Larmanjat Line, closed 1877) 
 • Linha do Tua (metre gauge line, closed 2009, apart from the Metro de Mirandela) 
 • Ramal de Viseu (metre gauge line, closed 1990)

Commission de transport de la communaute urbaine de Montréal 
(Montreal, QC Canada)

The Commission de transport de Montréal (CTM) became the Commission de transport de la 
communauté urbaine de Montréal (CTCUM) in January 1970, and in 1985, rebranded itself 
again by becoming the Société de Transport de la Communauté Urbaine De Montréal 
(STCUM). Commuter trains ceased to be the managed by the STCUM in 1996 and 
responsibility for this service was transferred to the newly created Agence métropolitaine de 
transport. 
 
It was not until 2002, at the time of the time of the merger of Montreal with other municipalities 
on the Island of Montreal that the Société de transport de Montreal was created, taking the 
place of the STCUM.

Commission de transport de Montreal (Montreal, QC Canada) 319 The Montreal Transportation Commission was responsible for phasing out the use of 
streetcars, replacing them with buses. The city's last streetcars operated on August 30, 1959, 
after which bus service operated only until the Metro or subway opened in October 1966. 

Commonwealth Railways (Australia) The Commonwealth Railways were established in 1917 by the Government of Australia with 
the Commonwealth Railways Act to administer the Trans-Australia and Port Augusta to 
Darwin railways. It was absorbed into Australian National in 1975. 
 
Operated railways 
 
Trans-Australian Railway 
 
Main article: Trans-Australian Railway 
 
Construction of the standard-gauge Trans-Australian Railway between Port Augusta and 
Kalgoorlie commenced in 1912. Despite the inhospitable nature of the terrain and wartime 
supply problems, satisfactory progress was made, and the two tracklaying machines, one 
working from each end, met near Ooldea on 17 October 1917. 
 
The promise to construct the Trans-Australian Railway had been one of the principal 
inducements to Western Australia to join the Commonwealth of Australia during federation, 
and it was for the purpose of surveying and constructing this railway that the Commonwealth 
Railways Department was initially formed. It was a matter of misfortune that its two termini 
were break-of-gauge stations connecting with narrow-gauge lines that formed part of the 
transcontinental link. 
 
In 1937 the eastern end was extended south to Port Pirie, thereby effecting a reduction of one 
break of gauge in the trip across Australia, but at the same time establishing a three-gauge 
junction at Port Pirie, with the South Australian Railways line to Adelaide being 1,600 mm 
(5 ft 3 in) broad gauge. 
 
Gauge-wise, the Trans-Australian Railway remained isolated as part of the transcontinental 
link until 1968 when the Kalgoorlie to Perth standard-gauge line opened, followed in 1970 by 
the Port Pirie to Broken Hill standard-gauge line with line from Perth to Sydney now one 
gauge. 
The Trans-Australian Railway remained fundamentally a main line; the only branch lines 
established being a short section from Pimba to Woomera (officially only ever known as a 
stores siding), and the Port Augusta to Whyalla railway which opened for traffic in October 
1972. 
 
North Australia Railway 
 
Main article: North Australia Railway 
 
The North Australia Railway was the name given to the Northern Territory narrow-gauge 
railway that extended south from Darwin to Birdum. Construction of this line was commenced 
by the Government of South Australia, being known then as the Palmerston & Pine Creek 
Railway, it opened in 1889. 
 
When the administration of the Northern Territory passed from South Australia to the 
Commonwealth Government on 1 January 1911 the railway was transferred to 
Commonwealth ownership. The railway was initially placed under the control of the 
Administrator of the Northern Territory. At this time it was known as the Northern Territory 
Railway, but was transferred to the control of the Commonwealth Railways Commissioner in 
1918. 
 
It was renamed the North Australia Railway in 1926. Extensions to Birdum were completed in 
1929, but during and following World War II the effective railhead was Larrimah, a few miles 
north. 
 
The railway gained increased importance in the 1960s and early 1970s through the mining of 
iron ore from the Frances Creek deposits, about 230 kilometres south of Darwin. Ore traffic 
exceeded one million tons per annum, but after the mine closed, other traffic was not enough 
to justify keeping the railway open and it closed in 1976. 
 
Australian Capital Territory Railway 
 
Main article: Canberra railway station 
 
In March 1913 work began on an 8.5 kilometre standard-gauge line from Canberra to 
Queanbeyan on the Bombala line. The line was constructed by the New South Wales Public 
Works Department on behalf of the Federal Government. Canberra station along with the line 
to Queanbeyan was owned and staffed by Commonwealth Railways even though all services 
on the line were operated by the New South Wales Government Railways. 
 
Central Australia Railway 
 
Main article: Adelaide-Darwin railway 
 
The Central Australia Railway extended from Port Augusta to Alice Springs. Work on the first 
section of this railway was commenced by the South Australian Railways in 1878. 
 
Under South Australian ownership the railway, known as the Great Northern Railway, was 
extended in stages and reached Oodnadatta in 1891. The South Australian Government 
subsequently made offers to several syndicates to construct a line north from Oodnadatta to 
Pine Creek on the land grant system, however negotiations were unsuccessful and 
Oodnadatta remained the railhead. 
 
Like the North Australia Railway, this railway passed to Commonwealth ownership on 1 
January 1911, but continued to be operated by the South Australian Railways until the 
Commonwealth Railways took over operations on 1 January 1926. An extension of the railway 
to Alice Springs was completed in 1929. 
 
In the years following World War II large tonnages of coal were railed from Leigh Creek and 
heavy demands were placed on the railway. In many ways the original line was inadequate; 
sharp curves and heavy gradients limited train loads, whilst light track and bridges restricted 
speeds and axle loads. Consequently, a new standard-gauge Stirling North to Marree line was 
constructed and extended from Stirling North, via Telford to Marree. During the construction 
stages, and after washaways on the old line, but with the new standard-gauge line available to 
that point, complete trains of narrow-gauge wagons were carried (Piggyback) style to 
Brachina, 140 kilometres from Stirling North. Completed in 1957, the new line enabled much 
larger quantities of coal to be carried. 
The old narrow-gauge line between Marree and Hawker was closed, but between Stirling 
North and Hawker it was retained and used to a limited extent for some years. The line 
between Stirling North and Hawker was closed in 1972 and the section between Stirling North 
and Quorn handed over to the operations of the Pichi Richi Railway. 
 
Gauges 
 
Narrow gauge 
 
The Commonwealth Railways owned and operated 1,067 mm (3 ft 6 in) narrow-gauge lines 
on the Central Australia Railway (Port Augusta via Quorn and Marree to Alice Springs); and 
the North Australia Railway. 
 
Standard gauge 
 
The Commonwealth Railways owned and operated 1,435 mm (4 ft 8 1⁄2 in) standard-gauge 
lines on the Trans-Australian Railway; the Central Australia Railway (both Tarcoola to Alice 
Springs and Port Augusta via Leigh Creek to Marree); and Whyalla to Port Augusta. 
 
Named trains 
 
The Ghan 
 
The Ghan train commenced operation for the Commonwealth Railways when they took over 
the narrow-gauge Central Australia Railway from the South Australian Railways in 1926. It ran 
between Port Augusta and Oodnadatta initially, being extended to Alice Springs in 1929. 
When the new standard gauge to Marree line opened in 1957 the journey was broken into 
two. A standard-gauge run from Port Pirie Junction to Marree, with the rest of the journey 
remaining on narrow gauge. 
 
Indian Pacific 
 
The Indian Pacific commenced operating in February 1970 between Sydney and Perth 
following completion of the standard-gauge line. Commonwealth Railways were responsible 
for the train from Port Pirie to Kalgoorlie. 
 
Tea & Sugar 
 
The Tea & Sugar was a train that serviced isolated Australian towns between Port Augusta 
and Kalgoorlie. The train provided all the supplies for remote towns in South and Western 
Australia that were mainly inhabited by railway workers who maintained the line. 
 
Trans-Australian 
 
The Trans-Australian Passenger train ran between Port Augusta and Kalgoorlie that 
commenced in 1917 and was still being operated by Australian National when it ceased in 
1991. 
 
 

Commonwealth Steel Company (Granite City, IL ) Commonwealth Steel Company was an American steel company based in Granite City, Illinois 
and founded in 1901 "by some of the young men who had helped establish the American 
Steel Foundry." The company produced steel castings and railroad supplies at its 10-acre 
(4 ha) plant, employing about 1,500 people. 
 
Over the years, the company's innovative steel castings products made Commonwealth an 
increasingly important manufacturer and supplier to the rail industry. By 1928 "practically all 
locomotives and passenger cars built in the United States" were using Commonwealth 
products. The significance of the company to the rail industry became evident when two 
locomotive manufacturers, and customers of Commonwealth, Baldwin Locomotive Company 
and American Locomotive Company, formed General Steel Castings Corporation in 1928 and 
acquired Commonwealth and its products in 1929. 
 
Early History 
 
Clarence H. Howard, who controlled the Double Body Bolster Company, received orders for 
cast-steel bolsters for railroad passenger cars to be used in an exhibit at the upcoming 1904 
St. Louis World's Fair but his company was unable to produce bolsters of the specified size. 
Cast steel bolsters of that size had not been previously manufactured.[3] Mr. Howard 
negotiated with the Commonwealth Steel Company to produce the new steel bolsters and he 
assisted during the production process. Clarence H. Howard, along with his former 
schoolmates, H. M. Pflager, and G. K. Hoblitzelle assumed control of Commonwealth in 1904.  
Mr. Howard would head the company for 23 years and retire in April 1931, two years after 
Commonwealth merged with General Steel Castings Corporation and only months before his 
death in December 1931. 
 
Company Citizenship 
 
The company was supportive of Americanization (helping foreigners adapt to the American 
way of life) efforts at Lincoln Place,[5] providing free English-language classes to foreign-
speaking immigrants,[6] and was strongly in favor of Prohibition.[7] An article in the December 
1915 issue of The Commonwealther was titled "A saloon is sometimes called a bar - and so it 
is!"[8] The company also encouraged fellowship and the Golden Rule through the Fellowship 
Club. 
 
The company established the Commonwealth School in 1906 to serve the educational needs 
of "Commonwealthers." Apprentices would be given up to four hours a week, on company 
time, to study mathematics, mechanical drawing, and blue print reading. 
The company's school program expanded with the addition of a high school program in 
December 1923. Conducted in cooperation with the local high school, Community High 
School, authorities of Granite City, Illinois and State educational authorities, the graduates of 
Commonwealth School's High School program received diplomas with the regular graduates 
of Community High School.  By the end of 1927, the Commonwealth School was offering the 
following programs with almost 200 employees enrolled: Apprentice School, Night School 
Drawing, Eighth Grade School, High School, University Extension Courses, Special 
Engineering Class, Trade Knowledge Courses, Scholarships, and School Dinners. 
 
Employees shared in the company's profits. Meetings of the company's profit-sharing plan, 
known as the Commonwealth Plan, would start with the reciting of the Lord's Prayer and, in at 
least one meeting, the singing of "America".[11] The Platform of the "Commonwealth Plan", 
read in part: "Fellowship is the Golden Rule in action, the motive power of human engineering, 
the life-blood of service, insuring equal opportunity for all. The Commonwealth Plan 
recognizes all problems as mutual, wherein and whereby absolute confidence exists in the 
honesty of purpose and truth of character of each other; thus blending brotherly love in all 
activities and enabling each to develop his several talents." 
 
Innovation and Growth 
 
Commonwealth set the standard for innovation. In 1908, the company cast the first one-piece 
rectangular tender frame and overcame problems producing castings of up to 80 feet 
(24.38 m) long after developing special machining equipment. During World War I, the 
company produced cast steel frames for gun tractors and locomotive castings. The company 
grew and by 1913 the company’s payroll exceeded $110,000 ($2,420,000 in 2010 dollars) for 
each pay period. In 1924, the company finished the design and manufactured a one-piece 
underframe structure, or bed, for a steam locomotive and delivered it to the New York Central 
Railroad. Also in 1924, the company embarked on a $1,500,000 ($33 million in 2010 dollars) 
expansion that included increasing the size of the foundry to a total length of 1,475 feet 
(450 m) making it "probably the largest Open Hearth steel foundry building in the world", 
increased plant capacity by 35%, and was producing the "largest steel castings in the world." 
The Commonwealth plant also grew to cover 75 acres (30 ha). 
 
The company's success in supplying large castings and parts to the rail industry necessitated 
the need for more capacity. Originally covering 16 acres (6 ha), the plant grew to 47 acres 
(19 ha) in 1915[18] to about 77 acres (310,000 m2), with almost 18 acres (7 ha) under roof, by 
1924. With the completion of the new General Office Building on the site of its plant at 1417 
State Street in Granite City, Illinois, the company's headquarters was relocated from the 
Pierce Building in St. Louis, Missouri to Granite City beginning on February 23, 1926. By 
1927, the facility expanded to 350 acres (142 ha) with the plant itself covering approximately 
30 acres (12 ha). The foundry alone was over a third of a mile long, 1,875 feet or 572 meters. 
 
In 1926, the company produced a "one-piece locomotive bed with cylinders, steam chests, 
and saddle cast integral" and delivered it to the Terminal Railroad Association of St. Louis and, 
during this same period, cast steel underframes and trucks were developed for electric 
locomotives.[13] By 1928, "practically all locomotives and passenger cars built in the United 
States" were made using products manufactured at the Commonwealth plant. 
 
The Merger 
 
An April 12, 1929 The St. Louis Post-Dispatch newspaper article, reprinted in April 1929 issue 
of The Commonwealther, noted "[t]he Commonwealth, largely because of its one-piece 
castings, does business with railroads all over the world. It is commonly thought not to have a 
competitor in the production of a one-piece frame for locomotives and coaches, a feat of 
casting that has at once made its business unique and added immensely to the safety of 
railroad travel." 
 
The importance of Commonwealth Steel to the railroad industry was not overlooked by the 
industry and was underscored when two major locomotive companies, American Locomotive 
Company and Baldwin Locomotive Company, along with the American Steel Foundries, 
organized General Steel Castings Corporation in 1928 and subsequently purchased 
Commonwealth Steel. 
The April 1929 issue of The Commonwealther printed a statement from the president of the 
company, Clarence Howard, announcing Commonwealth Steel was "working out a plan of 
unification" with the newly created General Steel Castings Corporation. 
 
With a capitalization of $10 million, the company was acquired by the newly formed General 
Steel Castings Corporation for a reported $35 million.[4] The merge was effective "definitely 
on July 30, 1929" and the Commonwealth Steel Company became the "Commonwealth 
Division" of General Steel Castings Corporation. General Steel's "Eddystone Division" would 
consist of a new foundry, still under construction in 1929, on the banks of the Delaware River 
in Eddystone, Pennsylvania, near Baldwin Locomotive's facilities. 

Comox Logging & Railway (Comox, BC Canada) 200 The Comox Logging and Railway Company became the largest logging company in the 
British Empire. Compagnie Generale Maritime (France) CGM S.A. is a French container transportation and shipping company. It is the third largest 
container company in the world, using 170 shipping routes between 400 ports in 150 different 
countries. 

Compagnie Internationale des Wagons-Lits (London, England) Compagnie Internationale des Wagons-Lits is French; translated into English it means 
International Sleeping Car Company.Companhia Mogiana de Estradas de Ferro [Companhia Mogyana de 

Estradas de Ferro; Mogiana Company of Railways & Navigationl 
"Catalão line"] (Sao Paulo (Santos), Brazil)

1,240 The Mogiana Railroad Company had almost two thousand kilometers (1,240 miles) of lines, 
serving the states of São Paulo and Minas Gerais until 1971, when it was nationalized into 
Fepasa.

Companhia Paulista de Estradas de Ferrocarriles  (Jundiai (Sao 
Paulo), Brazil)

The main line of this railroad began at Jundiai and ran 148 miles northwest to Rincao. Jundiai 
is about 36 miles northwest of Sao Paulo. It was the first Brazilian railroad to electrify. [3[Compañía de los Ferrocarriles Andaluces (Malaga, Spain) 671 The Company of the Andalusian Railroads, popularly known as "Andalusians", was a 
prominent Spanish ferrovaria company said during the second half of the nineteenth century 
and the first third of the twentieth century. 
 
This was born the union of two young entrepreneurs with the intention of bringing together 
small railway companies that existed in the Andalusian area, taking advantage of the 
economic crisis that had taken place in the last years of the reign of Elizabeth II and 
coinciding with the start of Democratic Presidential term. Founded on May 30, 1877, it grew 
rapidly to become the third railway company in Spain after North and MZA. He kept most of 
the railway lines in the Andalusian region, but also owned a small line between Murcia and 
Alicante, isolated from the main network. He had a prosperous existence until the late 20s, 
when he entered a decline that would end in 1936 with its nationalization by the state. 
 
History 
 
Birth of the company 
 
In early 1860 the fever for the construction of railways had left an important rail network 
throughout Spain. However, with the financial crisis unleashed at the end of reign of Elizabeth 
II, many railway companies entered a delicate situation that left them on the brink of 
bankruptcy. In the Andalusian region they had already built several railway lines but all in 
separate hands and with the economic crisis of 1864-1866 were in an even more serious 
situation. From these lines, especially they highlighted the Railway from Cordoba to Malaga, 
Cordoba Railroad Railroad Seville and Seville to Cadiz, since these were the most profitable 
and important network in the Andalusian region. In 1875, after the great instability during the 
years of the Revolutionary Presidential term, he returned a bonanza, and the economic 
situation of some railway companies improved. 
 
In this context, the hand of two businessmen was born the Company of the Andalusian 
Railroads (also known popularly as "Andalusians"): On the one hand Jorge Loring and 
Oyarzábal, who had already disputed control over several railway lines to the very José de 
Salamanca ; on the other hand Joaquin de la Gándara and Navarro, who had ownership of 
some plots in the West Andalusia was. From the union of this series of small railway lines it 
intended subsequent expansion taking advantage of economic bankruptcy in which a large 
number of small companies were. With this expansion the creation of a common market by 
joining lines ferroviarias.5 Since its foundation had lines of Córdoba-Málaga and Granada-
Bobadilla by Loring is also intended, while De la Gandara lines contributed Jerez-Sanlúcar de 
Barrameda and Osuna-La Roda de Andalucia. With this important base, the Andalusians 
begin its expansion with the purchase of the lines of Sevilla-Cádiz and Jerez-Utrera-Moron-
Osuna, the latter English capital. The choice of these plots was very successful, as it allowed 
the company to compete with the star of MZA line in the south: Córdoba-Sevilla. The intention 
of the Andalusian Railroads have been buying this line but MZA already had beaten them for a 
long time with good vistas. 
 
The Golden Age 
 
In 1880 the Andalusian Railways had a good economic streak, and a second very acceptable 
exercise. It offered the highest performance line Sevilla-Jerez-Cadiz due to the existing plain 
that allowed a quick desplazamiento. On the other hand, began an expansion from its original 
lines and the Larios family bought the railway line between Córdoba and Bélmez mines of 
great importance for the supply of coal to steam locomotives. Due to the good economic 
performance in 1882 was done with the granting of Murcia-Alicante line (being its only 
operation outside of Andalusia), lines that unite thought posteriori with railways of Andalusia. 
In 1885 he opened a railway line from Marchena to Cordoba as a competitor of the Cordoba-
Seville under control MZA, and a few years later, 1893, the line of Puente Genil-Linares was 
completed. This line was designed as an alternative to the path Linares-Cordova, also in the 
hands of MZA. However, this last line had already inaugurated the section between Espeluy 
1881 and Jaen, which was already operational in its totalidad. 
 
With the opening of this line a new access to much of Andalusia Puente Genil and being 
connected to Córdoba and Málaga was created. The creation and growth of the Company of 
the Andalusian Railroads halted expansion plans in Andalucia Company of the Railroads from 
Madrid to Zaragoza and Alicante (MZA), which already had a connection with Cordova from 
the plateau and the Córdoba online -Sevilla.9 Nevertheless, in 1877 MZA had acquired the 
railway Sevilla-Huelva ending its expansion to the south. 
 
There were some rail lines, without the importance of the main, also stand out like Osuna-La 
Roda, acquired its concession Loring in 1875 and joined the Córdoba-Málaga line with the 
Utrera-Osuna. Another building was the expansion of the Jerez-Sanlúcar Bonanza. The 
granting of Murcia-Alicante line was finally completed in 1884 but was never join with the core 
network Andalusians and was thus isolated for a long time, although its exploitation allowed 
the subsistence of infraestructuras10 Despite the supremacy of Andalusia in southern Spain, 
were several small companies that managed to maintain their independence for a long time 
until nationalization in RENFE. These include: the Railway Zafra-Huelva and Guadix-Murcia 
railway "Great Southern of Spain Railway Company Ltd" . 
 
Until 1890 the situation of the company had been thriving but the following year it was only in 
the following years did not improve. In 1895, with the new line of operational Linares-Puente 
Genil, they account again give a strong rebound and the company had to delay all new 
improvement works, such as new stations in Cadiz or Seville. Despite the bad debts, it could 
subsist on the poor economic situation until the surplus was achieved in 1897. In 1898 the 
situation was even better while numerous military transports passing through the lines of the 
company was supposed large revenues from the state because of the war in Cuba that took 
place that year. Into the twentieth century, the economic situation was no better and the 
company had to sell Bélmez Mines in 1900, which went to the Society of Peñarroya along with 
all instalaciones. 
 
Despite the poor economic situation, Andalusians undertook numerous measures such as the 
renewal of the fleet by buying new locomotas and wagons, and the renewal of infrastructure: 
in 1905 opened a new station in Cadiz while the following year he inaugurated the new station 
of San Bernardo in Seville. In the Cordoba-Malaga rail line primitive as a first step for the 
renewal of the roads in the vast network which then stood at 1083 km  This policy of renewal 
to a good economic situation was replaced in 1913 also it included the acquisition of Line 
Bobadilla-Algeciras from the purchase of Algeciras Gibraltar Railway & Company. 
 
The company declines 
 
Between 1914 and 1918 it took place the First World War that affected Spain significantly, 
while led to the closure imports of foreign technology. The impact on the Spanish railway were 
many, and all the companies entered into a deep crisis that the Andalusians were not immune 
Railways. Despite the economic downturn, in 1916 it took on lease the Linares-Almería and 
Moreda-Granada lines, which were owned by the Company of the Iron Ways of the South of 
Spain (the lease was due to the disastrous financial situation this low) company. The lease of 
that company did not bring good results precisely because it meant another significant 
economic burden. However, the Andalusians Railways not the ailing company definitely 
anexionarían to 1929. Having reached the 20s the situation of the Spanish railway companies 
improve under the Railway Statute of 1924 and state aid by the government of Primo de 
Rivera, wearing installed in power since 1923. at that time, Andalusians controlled most of the 
railway lines in southern Spain and managed to lead a halfway decent financial situation 
thanks to state aid. This situation became reversed after the proclamation of the Second 
Republic, when Republicans governments drastically cut state aid to companies. 
 
State Expropriation and disappearance 
 
National Railway Company of the West 
 
Andalusians came to be considered the third company of the country's largest rail transport. 
However, during the years following the arrival of the Second Republic the financial situation 
of the company was it worse to reach the deficit situation in 1935, while the next year was in a 
position close to the suspension of payments, They threatened the continuity of public 
services. As a result, the Popular Front government ordered the seizure of the Andalusian 
Railroads by Decree of May 9, 1936 and thus the charge state of the compañía. But the 
volume of the company and the vast expanse of became his network did not make 
recommended his transfer to the operating agency of Railways by the State, so its 
administration to the public company Ferrocarriles del Oeste was transferred; 16 This would 
manage the Andalusian lines inefficiently during the few weeks before the outbreak The 
spanish civil war. Consequence of that unit in the management of both companies was the 
mistaken idea that formed a single, named Company of the Railroads of the West and 
Andaluces. After the outbreak of the Civil War, a new decree dated to August 15, 1936 He 
ordered the seizure of the main railway companies in Republican zone, although rebel zone 
continued to operate its previous Council administrativo.18 the final disappearance would 
come with the creation of RENFE and the disappearance of the last vestiges of "Andalusians".

Compania de Transport Public (Lasi, Romania) 19 8.8% The Compania de Transport Public (CTP) Iași (English: Iași Public Transport Company) is the 
major transit operator responsible for public transportation in Iași, Romania. Until September 
2016, CTP was known as the Autonomous Public Transport Operator of Iași (Romanian: 
Regia Autonomă de Transport Public (RATP) Iași). 
 
Established on 19 March 1898, CTP Iași operates an extensive network using metre gauge 
trams (electric trams began operating in 1900) and buses. Trolleybuses were used on a 
number of routes starting in 1985, but all trolleybus routes (within a system length of 31.3 km 
(19.4 mi), as of 2003) were converted to bus operation by 2006. 
 
The Iași city is partly built on hills, and the tram network reaches, on certain portions, large 
slopes. The steepest grade on the entire tram system is 8.8 percent,[4] on the line between 
Târgu Cucu and the intersection with Tudor Vladimirescu Blvd. (Cinci Drumuri-Pădurii) 
towards the Tatărași neighbourhood, one of the steepest gradients on adhesion railways in 
Europe.

Coney Island Elevated Railway  (Brooklyn, NY ) The Coney Island Elevated Railway was the first elevated railray in Brooklyn.
Connecticut Company (CT ) 1,138 The Connecticut Company at its peak, owned or controlled, and operated virtually all local 

street and interurban railways in Connecticut. It was controlled by the New York, New Haven 
& Hartford Railroad. 

Connecting Railway (Philadelphia (Frankford Junction), PA ) 36 The Connecting Railroad provided a connection between the Pennsylvania Railroad, and the 
Camden & Amboy [4]: the two most important  railroads at the time in Pennsylvania and New 
Jersey. The Camden & Amboy's eastern terminus was located Amboy, opposite Staten Island 
on  Raritan Bay. It was a critical component of the Philadelphia railroad system network.

Connotton Valley Railway (Cleveland, OH ) 161 The Connotton Valley Railway became an important part of the Wheeling & Lake Erie 
Railroad; The former Youngstown & Connotton Valley Railway was subsequently extended to 
Sherrodsville, Bedford, Navarre, Cleveland, Beach City, Coshocton, and Zanesville. The 
Connotton Valley Railroad ran from Canton to Cleveland, and then south to Coshocton, 
ending in Zanesville, OH. When completed, the resulting line ran south from Cleveland-Akron 
(probably-Canton-Zanesville. The line was standard gauged during this time.

Conrail (Philadelphia, PA ) 20,942 Conrail was the largest railroad in the eastern U.S. in terms of route mileage.
Conrail Shared Assets Operations) 1,200 Conrail Shared Assets was organized to acquire Conrail rail assets that were shared between 

Norfolk Southern and CSX. Norfolk Southern and CSX had acquired Conrail but needed a 
common entity to operate its shared assets.

Consolidated Traction Co of Pittsburgh (Pittsburgh, PA ) 185 The Consolidated Traction Company was the second largest street railway operator in 
Pittsburgh.Consolidation Coal Co.)

Cooke Locomotive & Machine Works (Paterson, NJ ) Cooke opened in 1852 as Danforth-Cooke and produced nearly 3,000 locomotives before 
ALCO closed the plant in 1926.Coos Bay Lumber Company (Coos Bay, OR ) The Smith-Powers Logging Company was established in the early twentieth century in Coos 
County, Oregon. The town of Powers was named for Albert H. Powers in 1914. The Smith-
Powers Logging Company would eventually merge with the Coos Bay Lumber Company, 
which would later become part of the Georgia Pacific Corporation. (Sources: Hard Times in 
Paradise: Coos Bay, Oregon by William G. Robbins; "A Letter: Albert H. Powers" by Margaret 
Powers Hughes from the Oregon Historical Quarterly (1976); and Oregon Geographic Names 
by Lewis A. McArthur) (Ref 1) 
 
The C.A. Smith Lumber Company (and Coos Bay Lumber Company) was Coos Bay country's 
largest employer from the time it began sawing timber on February 29, 1908, until the 
Weyerhaeuser Company opened a big mill of its own in 1951 in nearby North Bend. The C. A. 
Smith operation was a fully integrated network of production, with miles of logging railroads, 
several logging camps, booming and rafting facilities, waterfront docks for loading lumber, and 
company ships to transport rough-cut lumber to the company's finishing facilities at Bay Point, 
California. (Ref 2)

Copper Belt Railroad (Bingham, UT ) 6,900 7.4% The Copper Belt Railroad was organized to transport copper ore from the bottom of the great 
copper pit at Bingham, Utah to the surface, where the ore was transferred to the Wasatch & 
Jordan Valley Railroad, for shipment to the copper smelters near Garfield, UT.  The line 
operated over such steep grades-up to 7%, that required the use of Shay locomotives to 
operate the trains.

Copper Range Railroad (Calumet, MI ) 107 The Copper Range Company (1899-1977) operated copper mines in Houghton County's 
South Range and in Ontonagon County. It was the second largest mining company in the 
Copper Country (after Calumet & Hecla and was the only one to survive the 1960s. In addition 
to mining, it owned and operated the Copper Range Railroad (1899-1973) and the Copper 
Range Motor Bus Company (1925-1955). [8]

Copper River & Northwestern  (Cordova, AK ) 196 The Copper River & Northwestern Railway was built by the Kennecott Corporation between 
1907 and 1911 to ship copper ore from Kennicott, Alaska to Cordova, Alaska, a distance of 
315 km (196 mi). [1] When the Copper River & Northwestern Railway was opened, it was the 
longest, and most important railroad in Alaska. [5]

Córas Iompair Éireann, (Ireland) Córas Iompair Éireann is a statutory corporation of the Republic of Ireland, responsible for 
most public transport in Ireland and jointly with its Northern Ireland counterpart, the Northern 
Ireland Transport Holding Company for the railway service between Ireland and Northern 
Ireland.  It is Ireland's largest public transport provider, carrying over 275 million passengers in 
2018.

Cotton Plant Railroad (Cotton Plant (Woodruff County), AR ) 71 The Cotton Plant Railroad was the second largest narrow gauge railroad in Arkansas. [1]
Council Bluffs & St. Joseph Rail Road (Council Bluffs, IA ) 53 Council Bluffs & St. Joseph Rail Road became an important link eventually connecting 

Omaha, Council Bluffs and Kansas City.County Donegal Railways (Ireland) 111 With 124 miles, 5 termini, and 3 junction stations the County Donegal was the largest narrow 
gauge system in the British Isles.Court Flight Incline Railroad (Los Angeles, CA ) 42.0%

Covington & Lexington Railroad (Covington, KY ) 82 The Covington & Lexington Railroad became the Kentucky Central around 1865. The line 
began at Covington and followed the Licking River to Falmouth, resulting in a rough road with 
many curves. The first trains began operating to Falmouth on October 17, 1853. After 
reaching Falmouth, the line ran on a straight line to Cynthiana and Paris; the latter was 
reached in 1854. The line connected with  the Maysville & Lexington at Paris, thus giving 
access to Lexington. From Paris, the organizers projected extensions to Nicholasville and 
from there to the banks of the Kentucky River, a short distance south of Nicholasville.   

CP Rail (Canada) 13,600 4.5% The Canadian Pacific was the longest railway every built at the time.
Creede & Gunnison Railroad (Amethyst Mine, CO ) 12 4.0% The Amethyst Mine is about 30 miles southwest of Grand Junction ("as the crow flies"). The 

mine appears to be located on the northern border of the Uncompahgre National Forest and 
18 miles northeast of Gateway, CO (near the Utah border)

Crescent Tramway (Park City, UT ) 5 12.0% This tramway was constructed to transport ores from the Crescent City Mining Company mine 
to a concentrator mill in Park City, UT. [1]Crewe Works 

 (Crewe, England)
The Crewe Works were one of Britain's largest and most important locomotive builders. Over 
the years, the works produced 7,331 steam locomotives. Production shifted to diesel 
locomotives including many for High Speed Trains (HST). [4]

Cripple Creek & Colorado Springs Railway (Cripple Creek, CO ) 86 9,708 4.0% The Cripple Creek & Colorado Springs Railrooad was incorporated April 15, 1896, in Colo., as 
the Golden Circle RR; name changed to present one on April 30, 1915. The Golden Circle RR 
was operated by the Florence & Cripple Creek RR under contract, but the latter company was 
dissolved April 30, 1915, and the Cripple Creek & Colorado Springs RR has taken over the 
equipment, Cripple Creek District terminals and lease of the Colorado Springs & Cripple 
Creek Dist. Ry from that company. Line of road owned: Cripple Creek to Vista Grande, Colo., 
10.98 miles; branches, 1.42 miles; line of road leased: Colorado Springs to Cripple Creek, 
Colo., 46.62 miles; branches, 27.63 miles. Total operated, 86.65 miles; sidings (owned, 10.05 
miles; leased, 24.36 miles), 34.41 miles. Gauge (owned), 3 ft.; (leased), 4 ft. 8yi in. Equipment 
owned (narrow gauge): Locomotives, 14; passenger cars, 9; freight cars, 158; service cars, 5. 
 
Lease of Midland Terminal Ry.—Effective July 21, 1917, company leased all property and 
equipment of the Midland Terminal Ry (see appended statement). 
 
The Cripple Creek & Colorado Springs Railroad Company was the name adopted for what 
had been the Golden Circle Railroad, the successor to the Florence & Cripple Creek, which 
was dissolved in 1915. Cripple Creek and Colorado Springs property included the lease on 
the Colorado Springs & Cripple Creek, the Florence & Cripple Creek’s narrow gauge track, 
and a lease on Midland Terminal from 1917 to 1919. The Cripple Creek & Colorado Springs 
was dissolved in 1931.  The Cripple Creek Central Railway acquired by lease the former 
Colorado & Cripple Creek District Railway, previously owned by the Florence & Cripple Creek 
Railroad. This lease was terminated 7/15/1919.

Cripple Creek District Railway (Cripple Creek, CO ) 6 10,500 7.5% Cripple Creek District Railway Company connected the many mining camps that populated 
the area between Cripple Creek and Victor. It provided an essential service for the miners. An 
engineer who inspected the line commented: "There is not enough straight track in the whole 
road to make a decent crowbar". It took an hour to make the round trip over the line.

Croatian Railways (Zagreb, Croatia (Yugoslavia)) 1,840 Croatian Railways (Croatian: Hrvatske Ïeljeznice, HÎ) is the national railway company of 
Croatia. Croatia is a member of the International Union of Railways (UIC).  
 
Railway network 
 
The Croatian railway system consists of 2,974 km of rails (of which 248 km is double track). 
1,228 km of track (41.3% of the network) is electrified. 
 
There are several major railway routes in the country: 
 
 • (via Ljubljana, Slovenia) from Dobova via Zagreb, Slavonski Brod and Vinkovci to Tovarnik 
(and onwards to Belgrade, Serbia), with a connection in Strizivojna–Vrpolje towards Osijek 
 • from Zagreb to Koprivnica 
 • from Zagreb to O‰tarije and Rijeka 
 • from O‰tarije to Split 
 • from Zagreb to Sisak (the shortest main route, but highly important) 
 • from Zagreb to VaraÏdin 
 
There are other routes to Slovenia, Hungary, Bosnia and Herzegovina and Serbia, as well as 
regular overnight trains to Austria and Germany (namely Bavaria). 
 
The network enjoyed a limited number of improvements in the 2000s, such as an increase in 
the maximum speed of the Zagreb-Novska-Vinkovci line: certain sections of the route have 
had witnessed a rise in maximum speed from 80 km/h to 160 km/h. 
Railway modernisation is set to be extended further, and a national 'railway investment 
plan' (with funding totalling over 18 billion HRK through 2012) was announced; following the 
2008-09 financial crisis, however, the plan has yet to come to fruition.

Cromford & High Peak Railway - Hopton Incline (Cromford, 
England)

33 7.1% The Cromford and High Peak Railway (C&HPR) in Derbyshire, England, was completed in 
1831, to carry minerals and goods between the Cromford Canal wharf at High Peak Junction 
and the Peak Forest Canal at Whaley Bridge. It dealt with the hilly rural terrain by using a 
number of inclines. It was closed by 1967, and the majority of the route, between Dowlow and 
Cromford, has become the High Peak Trail, a route on the National Cycle Network. 
 
Until it closed in 1967 the Hopton Incline was the steepest stretch of conventional, adhesion-
worked standard gauge railway running line in the UK. The incline was situated in sparsely 
populated, exposed limestone uplands in the Peak District of Derbyshire, England. 
 
It is possible that steeper stretches were to be found in sidings, but the Hopton Incline was on 
the former Cromford and High Peak Railway's single-track main line as inherited by British 
Railways. 
 
The line's inclines 
 
The line as a whole opened in part in 1830, with the remainder following in 1831; Hopton 
Incline was in the first, southern part. The 33 mile route originally included nine inclined 
planes, which were often referred to as "planes" rather than "inclines"; staff who worked on 
inclines, for example, were formally known as "Planemen". Initially, all nine planes were 
double track. Trains were chain-hauled, eight were powered by a stationary winding engine at 
the summit, with ascending and descending wagons acting as counterbalances to ease the 
load. The Whaley Bridge incline was initially horse-drawn. At first trains were horse-drawn 
between inclines, with steam locomotives starting to appear in 1833, becoming universal by 
the 1860s except on the Whaley Bridge incline. Inclines were a means to cross hilly terrain, 
but they imposed significant costs in money and time. 
 
The Hopton Incline was Chain-hauled until 1877, and used conventional adhesion thereafter. 
 
See Wikipedia for list of Inclines

Crossen Car Co. (Cobourg, ON Canada) The Crossen Car Co. became the largest railway car builder in Canada in the late 1860's and 
early 1870's. [3] It appears to have been known as the Cobourg Car Works by virtue of its 
location in Cobourg, Ontario.

Crown Point Iron Company's Railroad (Hammondville, NY ) 13 3.0% Organized to connect the iron furnaces of the Crown Point Iron Company located at Crown 
Point on Lake Champlain, with the ore beds at Hammondville.CRRC Corporation Limited (Beijing, China) CRRC Corporation Limited (known as CRRC) is a Chinese publicly traded rolling stock 
manufacturer and is the largest rolling stock manufacturer in the world eclipsing Alstom and 
Siemens. The company manufactures Locomotives and cars. [1]

Crystal River Railroad (Carbondale, CO ) 21 2.0% The Crystal River Railway was organized to coonnect the coke ovens and coal deposits at 
Redstone with the Denver & Rio Grande Railroad at Carbondale. At its peak in 1902, the coke 
ovens were producing over 6 million tons of coke per year. The Redston coke ovens were the 
largest in the state at that time.

CSX Corporation (Boston, MA ) 27,000 CSX and Norfolk Southern (NSX) operate the former Conrail assets. The two railroads are 
currently the largest railroads operating in the eastern U.S.CSX Transportation Inc. (Jacksonville, FL ) 27,000 CSX and Norfolk Southern (NSX) operate the former Conrail assets. The two railroads are 
currently the largest railroads operating in the eastern U.S. y. It is an integrated, international 
transportation company with interests in rail, container-shipping, intermodal, trucking, barge 
and logistics services.

Cudahy Milwaukee Refrigerator Line (Cudahy, WI ) Operated in the 1890's.
Cumbres & Toltec Scenic Railroad (Antonito, CO ) 64 10,022 4.0% The Cumbres & Toltec Scenic Railroad operates the remaining portion of what was originally 

known as the San Juan Extension of the Denver & Rio Grande Railroad, which ran from 
Alamosa, CO to Durango, CO via Chama. The Chama to Durango portion of the line was 
abandoned in 1968, and the remainder of the line was sold to the Cumbres & Toltec Scenic 
Railroad in 1970.

Cuyahoga Steam Furnace Co (Cleveland, OH ) The Cuyahoga Steam Furnace Co. was incorporated as a metal forging company, building 
various types of machinery and cannons for the Government. The company produced its first 
locomotive around 1842, for the Detroit & Pontiac Railway. Other locomotive sales followed. 
The company operated to at least 1853. [2] The company was financially embarrassed by the 
Panic of 1857. After it reorganized, the company decided to concentrate on steamship work 
and abandoned locomotive building. By this time, other big locomotive manufacturers like 
Baldwin, Hinkley, Mason, and Taunton were copying its key design: the Cuyahoga Cutoff. 
Rogers Locomotive Works, the one run by Thomas Rogers, had introduced the Stephenson 
valve gear, which made the independent adjustable cutoff unnecessary. Ethan Rogers spent 
the rest of his career as a marine engineer and superintendent of the Cuyahoga works. He 
moved to New Jersey in 1880 and died in 1883. The Cuyahoga Steam Furnace Co. was sold 
to the Cleveland Shipbuilding Co. in 1887. [3]

Czech Railways (Czech Republic) 5,848 České dráhy, often shortened to ČD (English: Czech Railways), is the main railway operator in 
the Czech Republic providing regional and long-distance services.Czechoslovak State Railways (Czechoslovakia) 8,430 Czechoslovak State Railways (in Czech âeskoslovenské státní dráhy, âSD) was a state-
owned railway company in Czechoslovakia. 
 
The company was created in 1918, after the end of First World War and the breakup of 
Austria-Hungary. It took over the rolling stock and infrastructure of the Imperial Austrian State 
Railways. 
 
In 1930 Czechoslovakia had 13,600 km of railroads (the fifth largest in Europe), of which 81% 
were state (âSD)-owned, and the trend was to nationalize the remaining private railroads. 
Most of the infrastructure was concentrated in the industrial regions of the Czech lands. 87% 
of the railroads were single-track. 135,000 people were employed on the railroads (around 1% 
of the population). 
 
When Czechoslovakia broke up in 1939, the Protectorate of Bohemia and Moravia formed the 
"Bohemian-Moravian Railway" company (in Czech âeskomoravské dráhy-âMD, in German 
Böhmisch-Mährische Bahn-BMB) under the control of the Deutsche Reichsbahn (DR). In the 
Slovak State, the company "Slovak Railways" (in Slovak Slovenské Ïeleznice-SÎ) was formed. 
In 1945 the âSD was re-established. 
 
After the dissolution of Czechoslovakia at the end of 1992, the company was divided into the 
state-owned âeské dráhy (Czech Railways) and Îeleznice Slovenskej republiky (Railways of 
the Slovak Republic). The fixed infrastructure was transferred to the successor countries 
according to location; the remainder was divided by 2:1 ratio. 
 
Electrification[edit] 
Electrification of the railroads started gradually during the 1920s. In Prague the trains used a 
direct current system at 1.5 kV. 
To power the line from Prague to Chop (???, âop, in today's Ukraine), a direct current system 
using 3 kV was built after 1945. 
To the north of this line, trains use direct current with voltage 3 kV, to the south they use 
alternating current with voltage 25 kV at 50 Hz. These two systems continue today.

Děcín–Dresden Railway (Děcín, Czechoslovakia) 45 The DěĊín–Dresden railway, also called the Elbe Valley Railway (German: Elbtalbahn) is an 
electrified main line in Saxony and the Czech Republic. Formerly called the Saxon-Bohemian 
State Railway (Sächsisch-Böhmische Staatseisenbahn), the line is part of the Dresden to 
Prague route and is one of Europe's most important trunk routes (Magistralen). It runs along 
the Elbe Valley from DěĊín via Bad Schandau and Pirna to Dresden. The first section of the 
line was opened in 1848 and is one of the oldest lines in Germany.
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Da Lat–Thap Cham Railway (Da Lat, Vietnam) 52 4,921 12.0% The Da Lat–Thap Cham railway (Vietnamese: Đường sắt Tháp Chàm-Đà Lạt) or Da Lat-Phan 
Rang railway (Vietnamese: Đường sắt Phan Rang-Đà Lạt) was an 84 km (52 mi) rack railway 
connecting the city of Da Lat to the main North–South railway at Tháp Chàm in Ninh Thuận 
Province. It was established by the French administration of Indochina in 1932 after thirty 
years of construction in phases, beginning in 1903. The first section, running 41 km (25 mi) 
from Tháp Chàm to Sông Pha, opened in 1919, and the second section, running 43 km (27 
mi) from Song Pha to Da Lat, opened in 1932. Due to the mountainous terrain, the Sông Pha–
Da Lat section used rack rails in three sections, and included five tunnels. The Da Lat–Tháp 
Chàm railway is occasionally referred to as a Crémaillère railway, referring to the French word 
for the rack used on its rails. 
 
Abandoned during the Vietnam War, the line was gradually dismantled after the North 
Vietnamese victory in 1975, its infrastructure being used to repair the heavily damaged North–
South railway line. In the 1990s, a 7 km (4.3 mi) section of the line between Da Lat Railway 
Station and the nearby village of Trại Mát was restored and returned to active use as a tourist 
attraction; it remains active as of 2020. Restored railway cars now carry the name "Dalat 
Plateau Rail Road", although this name was not used when the entire line was in use. A 
proposed renewal project, backed by provincial and local governments, aims to restore the 
entire Đà Lạt–Tháp Chàm railway to handle both passenger and cargo transportation. The 
Bach Dang Hotel Complex Trading - Service Joint Stock Company, together with Tedi South 
Corporation, the Vietnam Ministry of Transportation, Lam Dong Provincial Authorities, Maple 
Consulting Group, and the Dalat TK Entertainment Ltd. (including Curtis "King" Kovach), is 
spearheading the effort to secure international financing and railway expertise to rebuild the 
railway.

Dakota Southern Railway (Kadoka, SD ) 189 The Dakota Southern Railway was largely a grain hauler connecting with the Burlington 
Northern in Mitchell. Around 1997, the Burlington Northern changed their tariff structure, 
effectively making it uneconomical for the DSRC to continue hauling grain. As a result, the 
DSRC had retrenched to hauling local freight within Mitchell & doing contract car storage. A 
former line, the Sisseton Southern Rwy, was operated by DSRC before being taken over by 
another party as the Sisseton Milbank RR. [3]

Dakota Southern Railway (Sioux City, IA ) 131 This railroad was the first railroad to operate in South Dakota. The original line ran between 
Vermillion, SD and Sioux City, IA.Dakota, Minnesota & Eastern Railroad (Winona, MN ) 2,500 The combined DM&E/IC&E system makes up the largest Class II railroad (by route-miles) in 
the United States; it is also the eighth largest system of all American railroads and the only 
system with direct rail connections with all Class I railroads in North America. The system was 
sold to the Canadian Pacific in 2008, and in 2014, the Canadian Pacific sold 670 miles of the 
western lines in Minnesota, South Dakota, Nebraska, and Wyoming to the Rapid City, Pierre & 
Eastern Railroad. 

Dakota, Missouri Valley & Western Railroad (Hankinson, ND ) 555 This railroad leased 364 miles of track from the Soo Line in 1990.   DMVW railroad operated 
approximately 555 miles of track (2005) in North Dakota, South Dakota and Montana.  
DMVW's current network includes 435 miles of track that is leased from Canadian Pacific 
Railway (core), 45 miles of track from McKenzie to Linton, North Dakota (Linton Line), and 75 
miles of track from Geneseo, ND, to Aberdeen, SD, (Britton Line).         
 
 The principal main line runs from Hankinson, 63 miles south of Fargo, to Max, ND, 29 miles 
south of Minot, ND.   DMVW started operations in September, 1990, when the company was 
the successful bidder to operate 360 miles of Soo Line track and trackage rights in North 
Dakota and Montana.    DMVW's orginal network consisted of track between Oakes to 
Washburn, and Flaxton to Whitetail, Montana.      
 
Since 1990, DMVW has added the following line segments to its network:      
 
-Washburn to Max      
-McKenzie to Linton      
-Oakes to Hankinson      
-Geneseo Jct. to Aberdeen, SD      
 
DMVW discontinued operating the Wishek to Ashley line in 1996 and currently operates 555 
miles of track.  DMVW also performs industrial switching operations for a refinery in Mandan.

Dalian Metro (Dalian, China) 88 # Stations in system = 20
Dallas Area Rapid Transit (Dallas, TX ) 44 Dallas Area Rapid Transit (DART) is a transit agency serving the Dallas–Fort Worth metroplex 

of Texas. DART's light rail system is the longest in the United States, at over 93 miles (149.7 
km), and began operation in 1996. [1]

Dallas Railway (Dallas, TX ) 89 272 cars
Dallas, Garland & Northeastern Railroad (Garland, TX ) 337 The DGNO is a complex switching terminal that started operations in 1992 and is made up of 

a conglomeration of spurs and industrial leads. It operates 337 miles of rail line in the Dallas 
and north Dallas area, using a combination of owned and leased lines as well as trackage 
rights.  The DGNO interchanges with the Union Pacific Railroad at Dallas, Denison and 
Texarkana, Texas. DGNO also has interchanges with the Kansas City Railroad at Dallas and 
Greenville, Texas and the Burlington Northern Santa Fe at Irving and Sherman, Texas.  
Dallas, Garland & Northeastern originally operated three disconnected branches, totalling 136 
miles, with connecting trackage rights:  1. Garland - Greenville - Trenton  46 +26 mi 2. 
McKinney - Sherman 34 m 3. Dallas - Lake Dallas 30 mi   
 
From Wikipedia, the free encyclopedia  
 
The Dallas, Garland and Northeastern Railroad (reporting mark DGNO) is a railroad 
headquartered in Richardson, Texas.  DGNO operates over a combination of owned and 
leased rail lines approximately 187 miles including industrial leads. The line extends from 
Trenton, Texas to Garland, Texas, then from Garland to Dallas via trackage rights over 
Kansas City Southern Railway and Union Pacific. DGNO also operates from Sherman to 
McKinney, from Carrollton to Murphy and from Dallas to Lake Dallas. Of the total trackage, 
approximately 51 miles are leased from Dallas Area Rapid Transit (DART), and DGNO leases 
129 miles from Union Pacific.  The company is a subsidiary of RailAmerica, Inc.

Dampfbahn Furka-Bergstrecke (Realp, Switzerland) 11 7,090 The Furka Railway is the second highest rail crossing in Europe, after the Bernina Railway. 
The Uri side of the line also constitutes the highest railway in Central Switzerland.Danforth, Cooke & Co (Paterson, NJ ) Cooke Locomotive & Machine Works was formed as the Danforth-Cooke Locomotive Co. 
Later, the name was changed to Cooke Locomotive & Machine Works. Cooke was merged 
into the American Locomotive Company (ALCO) on  June 24, 1901. Cooke ended all 
locomotive manufacturing in 1926, and the site was closed.

Danske Statsbaner (Denmark) 1,560 DSB, an abbreviation of Danske Statsbaner (Danish State Railways), is the largest Danish 
train operating company, and the largest in Scandinavia. While DSB is responsible for 
passenger train operation on most of the Danish railways, goods transport and railway 
maintenance are outside its scope. DSB runs a commuter rail system, called the S-train, in 
the area around the Danish capital, Copenhagen, that connects the different areas and 
suburbs in the greater metropolitan area. DSB used to operate some trains in Sweden, but 
has since August 2017 lost all their contracts. 
 
DSB was founded in 1885 when the state-owned companies De jysk-fynske Statsbaner and 
De sjællandske Statsbaner merged. 
 
History 
 
The first railways in Denmark were built and operated by private companies. The railways in 
Funen and Jutland were built by Peto and Betts who also supplied the locomotives (built by 
Canada Works, Birkenhead). Most of the technical staff was also recruited from Britain, 
notably from the Eastern Counties Railway. When Peto and Betts went into insolvency, the 
Danish state took over Det danske Jernbane-Driftsselskab (The Danish Railway Operating 
Company) as of September 1, 1867 under the name De jysk-fyenske Jernbaner (the Funen 
and Jutland Railways), from 1874 De danske Statsbaner i Jylland og Fyn (The Danish State 
Railways in Jutland and Funen). The network was extended by new construction and by 
acquisition of the privately operated lines from Silkeborg to Herning (November 1, 1879) and 
from Grenaa to Randers and Aarhus (April 1, 1881). 
 
The Danish state took over Det sjællandske Jernbaneselskab (the Railway Company of 
Zealand) on January 1, 1880, forming De sjællandske Statsbaner (the State Railways of 
Zealand). With the majority of railways on both sides of the Great Belt thus owned by the 
Danish state, it was not until October 1, 1885 that the companies of Jutland/Funen and 
Zealand merged into one national railway company, De danske Statsbaner (the Danish State 
Railways), the merger being finalised on April 1, 1893. 
 
After the merger, new lines were constructed and a new generation of rolling stock and 
locomotives were introduced by chief mechanical engineer Otto Busse. After Busse's 
retirement, however, DSB ceased to design its own locomotives and increasingly came to rely 
on outside suppliers, mainly Borsig of Berlin. 
 
The nineteen-thirties were a decade of innovation and modernisation for DSB. New railway 
bridges were built across the Little Belt (1935), the Storstrøm (1937) and Oddesund (1938), 
eliminating the costly and time-consuming process of transfer by steam ferry. The suburban 
lines in and around Copenhagen were electrified for multiple-unit operation at 1,500 Volts DC 
(S-trains). Early experiments with Diesel propulsion led to the development of the all-purpose 
MO class heavy diesel-electric railcar equipped for multiple-unit operation, after World War II 
also fitted for push-pull operation with a driving trailer. Several classes of mainline diesel-
electric locomotives were also built as prototypes by Burmeister and Wain of Copenhagen and 
Frichs of Aarhus, but further development was cut short by the German occupation and the 
consequent shortage of oil supplies, forcing DSB to rely on coal-burning steam locomotives 
for mainline duties. 
 
Coinciding with the opening of the Little Belt Bridge in 1935, DSB introduced their new 
express train concept known as lyntog ("lightning trains"). These diesel-powered three- and 
four-coach trains, having a power car at each end with a power pack identical to that of the 
MO railcar series, featured a then-impressive top speed of 120 km/h as well as a high level of 
comfort, and they proved themselves DSB's most commercially successful initiative of the 
1930s. 
 
World War II left DSB with a fleet of outdated and worn-out trains, and apart from a series of 
second-generation MO railcars and the class MT multi-purpose centercab engines built by 
Frichs, domestic industry was unable to provide the kind of motive power required. Instead, 
DSB looked to foreign suppliers. 
 
General Motors' diesel-electric locomotives had proved themselves in the US and Canada 
before the war. DSB's class MY A1A-A1A diesel locomotives, built on license from GM and 
delivered from NOHAB starting in 1954, were found to be very reliable and economically 
feasible compared to the steam locomotives, eventually putting the age of steam to an end as 
well as being a decisive factor in DSB's choice of motive power for nearly three decades. 
They were followed by the equally successful class MX with a lower axle load for branch line 
services and the class MZ for heavy express services. 
 
Based on three diesel-hydraulic shunting locomotives built by Henschel and acquired by DSB, 
Frichs developed their own version of the class MH shunter, which replaced the steam-
powered shunting engines. After the success of the Deutsche Bundesbahn's VT 11.5 class on 
Trans Europ Express services, DSB acquired eleven power cars and matching intermediate 
cars to replace the first-generation lyntog. 
 
The 1960s were marked by an increasingly poor economy for DSB, leading to a steady staff 
reduction throughout the decade. However, this was also accompanied by the appearance of 
new technology, notably the utilisation of electronic equipment, improving the safety and 
efficiency of DSB's railway traffic. In 1972, along with the celebration of the 125th anniversary 
of railways in Denmark, DSB introduced a new corporate design by architect Jens Nielsen, 
inspired by British Railways and Canadian National Railways, with red as the dominant colour 
(with engine rooms of locomotives painted black), replacing the traditional maroon livery with 
yellow winged wheel symbols. DSB's position was additionally strengthened by the oil crisis in 
1973. 
 
Following the lead of the Netherlands Railways, British Railways and Deutsche Bundesbahn, 
DSB in 1974 introduced a fixed interval timetable for its long-distance locomotive-hauled 
Intercity trains as well as the commuter services to and from Copenhagen. On regional 
services in Funen and Jutland, the prewar design MO class railcars were displaced by MR 
class DMUs, a licensed version of the Deutsche Bundesbahn VT 627. 
 
In 1990, after a delay of several years, the IC3 trains came into use, initially as lyntog, and in 
1991 as ordinary intercity trains. The IC3 trains, being a specimen of the Flexliner type of 
multiple units, have a distinct appearance due to the rubber-framed ends, allowing access 
between trainsets when coupled together. The re-engined Flexliners are now (2014) nearing 
the end of their service life, but due to problems with the Ansaldo Breda built successor class 
IC4 they are expected to remain in service for another five to ten years. 
The Great Belt fixed link was opened for railway traffic in 1997 (a year before road traffic), 
replacing DSB's railway ferries. In 1997, infrastructural duties were branched off into a new 
agency under the Danish Ministry of Transport, Banestyrelsen (now: Banedanmark), leaving 
DSB with the task of train operation. A new design was presented on April 30, 1998, as well as 
the announcement of the "Good Trains for All" plan, seeking to replace old and less 
comfortable trains by 2006/2007. DSB was turned into an independent public corporation on 
January 1, 1999. 
 
The goods department of DSB, DSB Gods, was merged with Railion (now DB Schenker Rail) 
in 2001, and DSB now solely manages passenger rail service, including the operation of 
railway stations.[3] In 2003, Arriva, in competition with DSB, won the tender for operating a 
number of regional railway services in Jutland: Tønder-Esbjerg, Esbjerg-Struer, Skjern-
Aarhus, Struer-Langå-Aarhus and Struer-Thisted. In 2007, the Oresundtrain services were 
hived off into a separate company, DSBFirst, but the company resigned from the traffic in 
2011, due to financial problems.

Danville & Pottsville Inclined Planes (Frackville, PA ) 1 28.0% The Mahanoy Planes of 1834 were built by the Danville & Pottsville Railroad. A total of six 
planes were used to raise the coal cars. The planes lifted the cars 1,055 ft in elevation, and 
5,394 ft long. 
 
The Mahanoy Plane was a railroad Incline plane located along northern edge of the borough 
of Frackville, Schuylkill County in the Anthracite Coal Region of Pennsylvania.  The Mahanoy 
and Broad Mountain Railroad, predecessor of the Reading Company opened the Mahanoy 
Plane on July 16, 1861. The Plane traversed Broad Mountain between the boroughs of 
Mahanoy Plane and Frackville. With a pitch of 28 degrees at its steepest point, the plane rose 
524 feet (160 m) over a distance of 2,460 feet (750 m).  A 2,500 horsepower (1,900 kW) 
engine could hoist a three car trip, equivalent to 200 tons in three minutes. After a fire in 1868, 
new 6,000 horsepower (4,500 kW) engines were installed. These were supposedly the most 
powerful engines in the world, later surpassed only by the engines operating the locks on the 
Panama Canal. Approximately 800 to 900 railroad cars passed over the plane every twenty-
four hours. The Mahanoy Plane ceased operation on February 27, 1932, due to the decline of 
Anthracite and the much easier route through the Mahanoy Tunnel.  Foundations are all that 
remain and there are currently no plans of historical preservation or restoration. 
-------------------------------------------- 
Chartered as the Danville & Pottsville Railroad under the laws of Pennsylvania , April 8, 1826. 
Construction on the Western portion of the road from Sunbury to Shamokin, 19.00 miles, was 
commenced in 1830, and completed opened in 1833. 
 
The Eastern division, from the intersection of the Mount Carbon rail road is twelve miles, or 
fifteen and a quarter miles from Mount Carbon, leaving the distance to grade between the 
Eastern and "Western division, 12 miles.    
 
Inclined Planes 
 
Construction of the Eastern division is within six hundred feet of Girardville, making 12 miles 
from Mount Carbon, including 6 inclined planes, five of which are self-acting; the other has a 
stationary engine of ninety horse power, capable of raising two hundred thousand tons per 
annum.  
 
These planes have been in operation, at intervals, during the years 1834, 35 and 36. There 
were 290 tons of coal transported over them at the opening of the railroad in the Fall of 
1834-6,200 tons of coal and 493,705 feet of lumber in 1835 and 12,304 tons of coal, and 
400.000 ft. of lumber and 1300 cross ties in 1836, and there might have been a very large 
business done during the past year had the Board been prepared with the necessary funds to 
prosecute it.    

Darjeeling Himalayan Railway (New Jalpaiguri, India) 55 7,407 5.5% This mountain railroad climbs from 400 feet at Siliguri to 7,407 feet at Ghum. The serpentine 
track employed an endless series of switchbacks, loops, hairpin turns, tunnels, and bridges to 
ascend the mountain. [2]

DART Light Rail (Dallas, TX ) 93 Dallas Area Rapid Transit (DART) is a transit agency serving the Dallas–Fort Worth metroplex 
of Texas. DART's light rail system is the longest in the United States, at over 93 miles (149.7 
km), and began operation in 1996. 

Datong Locomotive Works (Datong, China) The Datong Locomotive Works, produced its first locomotive in 1959 and is the last 
locomotive builder in the world to manufacturer steam locmotives  The factory employed 
9,000 workers atin the mid 1980's (Ref 1)

Davenport & Bridges Car Co (Cambridgeport, MA ) Davenport & Bridges operated the largest manufacturing plant in Cambridgeport until after 
1850. It was considered to be the largest car builder in America.Davenport & North Western Railway (Davenport, IA ) 123

Davenport & St. Paul Rail Road (Davenport, IA ) 123 Construction commenced Sept 10, 1869, with initial operations between Davenport and 
DeWitt beginning on October 6, 1870 over the Waspie River. Foreclosure November, 1875.  
Sold at forclosure, 1876 and reorganized as the Davenport & Northwestern Railroad. 
Consolidated into Chicago, Milwaukee & St. Paul Railway 1882.

Davenport Besler Corporation (Davenport, IA ) The Davenport Machine Works was incorporated in 1902 and shipped its first locomotive that 
year. In 1904 the company was renamed the Davenport Locomotive Works. The company 
focused primarily on the manufacture of small, industrial locomotives. The company was 
subsequently reorganized following 1929 as the as Davenport Locomotive and Manufacturing 
Corporation. Another reorganization resulted in the name being changed to the Davenport 
Besler Corporation. In 1950, the firm purchased the inventory of the H.K. Porter Co., of  
Pittsburgh. Locomotive production continued until 1956.

Davenport Locomotive Works (Davenport, IA ) The Davenport Locomotive Works was a well known manufacturer of light industrial 
locomotives. The company initially produced small steam locomotives, and then shifted to 
diesel and gas engine locomotive production.

Davidson, Hicks & Greene Company (Cowan, TN ) 25 1,000 5.0% Davidson, Hicks and Greene (DH&G) was one of Cowan, Tennessee's primary industries 
between the years 1916 and 1928. By 1916 the company had purchased over 52,000 acres 
above Cowan. Three sawmills were built on the site of the former Sewanee Furnace near 
downtown Cowan, and a standard-gauge railroad was constructed from the sawmill area to 
the top of the mountain.  The logging railroad was an engineering feat.  The distance from 
Cowan to the top of the mountain was six miles and required a grade of nearly 5% to reach 
the 1,000 foot elevation change.  The steep grade required gear-driven locomotives.  Further 
into the mountain the company built up to 25 miles of spur track to reach the various timber 
ridges.  Some of these tracks were incline railroads operated by cable systems.  The 
company's most famous product was undoubtedly the 60 million wooden spokes shipped to 
Detroit for the Ford Model T automobile.  The lumber operation entered a sunset period as the 
Ford Motor Company switched from wooden-spoke wheels to metal and wire spoke wheels.  
In 1925 DH&G gradually shifted the company's focus from wood to cement, taking full 
advantage of the vast clay and limestone resources in the area above the sawmill.  The 
officers of DH&G organized the Cumberland Portland Cement Company in 1926.  The cement 
plant helped drive the town of Cowan for six decades including some of the most prosperous 
years in the town's history. 

Dayton & Michigan Railroad (Dayton, OH ) 142 The Dayton & Michigan Railroad was an important early railroad, connecting Lake Erie at 
Toledo, with the Ohio River via connections from Dayton, OH.DC Transit (Washington, DC ) DC Transit was the successor to Capital Transit. The transition in ownership occurred after a 
labor strike in 1955. At the time it was created, DC Transit had a mandate to eliminate the 
streetcars, replacing these with buses. 
 
The first streetcars in Washington, D.C., were drawn by horses and carried people short 
distances on flat terrain; but the introduction of cleaner and faster electric streetcars, capable 
of climbing steeper inclines, opened up the hilly suburbs north of the old city and in Anacostia. 
Several of the District's streetcar lines were extended into Maryland, and two Virginia lines 
crossed into the District. For a brief time, the city experimented with cable cars, but by the 
beginning of the 20th century, the streetcar system was fully electrified. A bit later, the 
extensive mergers dubbed the "Great Streetcar Consolidation" gathered most local transit 
firms into two major companies. In 1933, all streetcars were brought under one company, 
Capital Transit. The streetcars began to scale back with the rising popularity of the automobile 
and pressure to switch to buses. After a strike in 1955, the company changed ownership and 
became DC Transit, with explicit instructions to switch to buses. The system was dismantled 
in the early 1960s and the last streetcar ran on January 28, 1962. 
 
Today streetcars, car barns, trackage, stations and right-of-way of the system still exist in 
various states of usage.

De Land & St. Johns River Railway (Deland (Deland Junction), FL ) 4 3.0% De Land & St. John's Railroad (owned by Jacksonville, Tampa & Key West) Road opened a 
narrow-gauge line in 1885 from St. John's River to De Land. 6 miles: rebuilt and opened as a 
standard-gauge line with 55-lb. steel rails in 1887, from junction with Jacksonville, Tampa & 
Key West. to De Land. Fla., 4 miles.  Purchased Palatka & Indian River Railroad 1887

Death Valley Railroad (Ryan, CA ) 20 3.5% The Death Valley RR was built in 1914 to haul borax from the Pacific Borax Company mines 
in Ryan, CA to the Tonopah & Tidewater RR at Death Valley Junction, CA. The railroad ended 
the "20 mule team" caravan that made the Pacific Borax Company famous. 

Del Norte & Southern Railroad (Del Norte, CA ) 7.0%
Delaware & Hudson Canal Company (Honesdale, PA ) 108 The Delaware & Hudson Canal Company was the first railroad to operate a steam locomotive 

in the United States. It operated an extensive gravity railroad system from 1828 until 1898. 
With 22 separate lift planes. During construction, one hundred eight locks over one hundred 
eight miles of the canal were built, plus four suspension aqueducts built by John A. Roebling. 
It was privately funded, and soon became the first American company capitalized at $1 
million. . (Ref 4) 

Delaware & Hudson Company (Scranton, PA ) 1,514 The Delaware & Hudson Canal Co. was chartered by the New York Legislature to construct a 
canal from the coal fields of Pennsylvania to the Hudson River at Rondout, NY. The canal 
extended from Honesdale (near Carbondale), PA to Rondout (now Kingston), NY, was 
completed in October, 1828, and the Gravity Railroad was completed in 1829. The canal was 
sold in June 1899, after the company was renamed the Delaware & Hudson Company.  
Originally, the Delaware & Hudson Canal Company had planned to build a canal all the way 
from the coal mines at Carbondale to the Hudson River. Crossing the Moosic Mountain range 
between Carbondale and Honesdale by canal would have required a massive construction 
project involving many locks and dams; in addition, there was limited water availability at the 
summit of the mountain. As a result, the railroad elected to build a Gravity Railroad between 
Carbondale and Honesdale, where the canal began. The Gravity Railroad used a series of 
inclined planes to haul carloads of coal up almost 1,000 feet over the summit of the Moosic 
Mountain.  In the early 1907, the Delaware & Hudson purchased the Napierville Junction 
Railway which rand from Rouse's Point, NY to St. Constant, Quebec, where it connected with 
the Grand Trunk Railway. The D&H then negotiated a trackage agreement with the Grand 
Trunk, giving it direct access into Montreal, thus giving the D&H the shortest route from New 
York to Montreal.  Guilford Transportation Industries purchased the Delaware & Hudson 
railroad in January 1984. Guilford attempted to implement new cost saving work rules on the 
D&H, but was unsuccessful, and the line was placed in bankruptcy, being sold to the 
Canadian Pacific in 1991. ------------ From "Annual Report of the Public Service Commission 
(New York State), Second District, Vol 2, December 31, 1910" http://books.google.com/books?
id=uC_jAAAAMAAJ  Incorporated as The President, Managers and Company of the Delaware 
and Hudson Canal Company by a special act of the legislature of New York passed April 23, 
1823 (ch. 238). The powers of a railroad corporation were conferred upon the company by a 
special act of New York passed May 9, 1867 (ch. 841). See also special act of Pennsylvania 
passed April 5, 1826 (ch. 67, L. 1825-26). Name changed to The Delaware and Hudson 
Company by special act of the legislature of New York passed April 28, 1899 (ch. 409). See 
also various special acts of Pennsylvania: namelv, act approved March 13, 1823, ch. Gl; April 
1, 1825, ch. 78, L. 1824-25; March 12, 1859, ch. 123; April 11, 1861. ch. 275; March 24, 1870, 
ch. 533; May 12, 1871, ch. 701, and May 18, 1871, ch. 830.  The following companies were 
merged with The Delaware and Hudson Company at the dates named: viz., The Adirondack 
Railway Company November 5, 1902: incorporated as The Adirondack Company October 24, 
1863, in pursuance of a special act of the legislature of New York passed April 27, 1863 (ch. 
236), authorizing the incorporation of a railroad from some point in the county of Saratoga, up 
and along the valley of the upper Hudson into the wilderness in the northern part of the State; 
this company was reorganized July 7, 1882, as the Adirondack Railway Company; The 
Adirondack Company (original company) was authorized to purchase, take, and hold lands to 
the amount of 1,000,000 acres in the said wilderness in addition to the lands it was authorized 
to take under the general railroad act; to convert and prepare for market the natural products 
of the forest; to mine and prepare for market the iron and other ores and minerals upon its 
lands, and to transport, sell, and dispose of the same. The Schenectady and Duanesburgh 
Railroad Company August 4, 1903; organized under the railroad law July 15, 1873. The New 
York and Canada Railroad Company May 23, 1908; incorporated under the railroad law March 
16, 1872, and consolidated April 8, 1873, with The Whitehall and Plattsburgh Railroad 
Company, incorporated under the railroad law April 11, 1853. The Montreal and Plattsburgh 
Eailroad Company, a reorganization August 22, 1868, of The Plattsburgh and Montreal 
Railroad Company, incorporated under the railroad law March 28, 1850. The Cherry Valley, 
Sharon and Albany Railroad Company July 17, 1908; incorporated under a special act of the 
legislature of New York passed April 10, 1860 (ch. 255), under the name of Cherry Valley and 
Sprakers Railroad Company, which name was changed by a special act of the legislature of 
New York passed April 15, 1864 (ch. 199), to Cherry Valley and Mohawk River Railroad 
Company, and name again changed by special act passed April 10, 1869 (ch. 147), to The 
Cherry Valley, Sharon and Albany Railroad Company.  

Delaware & Hudson Gravity Railroad (Carbondale, PA ) 14 The Gravity Railroad hauled coal from Carbondale to Honesdale over the Moosic Mountains, 
a rise of more than one thousand feet. (Ref 2)Delaware & Hudson Railway (Wilkes Barre, PA ) 1,581 The Delaware & Hudson Railway is the oldest continously operating transportation company 
in the U.S. It operates as a bridge or connecting railroad connecting New England and 
Eastern Canada with the South and West.

Delaware Car Works - see Jackson & Sharp (Wilmington, DE ) Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, annual production 
capacity of 400 passenger, sleeping and parlor cars.Delaware, Lackawanna & Western Railroad (Hoboken, NJ ) 1,000 The Delaware, Lackawanna & Western Railroad was a Class I railroad and was one of the 
largest and most prosperous anthracite mining and transporting companies in Pennsylvania. 
The railroad was originally built as a 6' wide guage line in order to interchange traffic with the 
larger, and more important Erie Railroad. The railroad connected Buffalo, New York, and 
Hoboken, New Jersey, a distance of about 400 miles (640 km). 

Delhi Metro  (Delhi, India) 132 # Stations in system = 145
Deli Railway Company (Sumatra) 343 20.0% The Deli Railway Company, Dutch: Deli Spoorweg Maatschappij (DSM), was a private railway 

company that operated near the east coast of Sumatra around Deli (now Medan). The Deli 
Company established itself as a tobacco plantation and then expanded into tea, rubber and 
timber products. The company was founded in 1883. Routes were built in cape gauge 
(1,067 mm (3 ft 6 in)). It was the last remaining private Dutch railway when it was taken over 
by the state network Indonesian Railway Company (Kereta Api Indonesia) in 1957. All DSM 
lines are operated under the 1st Regional Division of Indonesian Railways. 
 
History 
 
The Deli Railway company was founded in 1883 and registered in Amsterdam. The 
headquarters was located in Serdang until 1890 and then moved to Deli, now Medan. The 
official company name was Naamlooze Vennootschap Deli Maatschappij Spoorweg. 
 
The company was capitalized with 2.6 million florins (fl.) increased to four million in 1889. A 
first concession was granted in order to facilitate the distribution of tobacco from the area's 
highlands. Jacob Cremer, of the tobacco wholesale Deli Company (Deli Maatschappij) was 
involved in establishing the company. Railroad construction broke ground on 1 July 1883 in 
the Resident of Siak Sri Indrapura. The first 56 km of track cost 2.43 million fl. Chinese 
workers were used. 
 
Until 1912, W.H.M. Schadee was chief in Medan and then a director in Amsterdam. The 
driving force in Sumatra from 1919 - 1926 G.C.M. Smits. He also led the company as 
"dananch"" Amsterdam director. During the Great Depression Bernardus Hermanus Antonius 
van Kreel ran the company. 
 
Operations 
 
In 1888 the company moved 28,559 tonnes of freight, mostly tobacco. The tonnage grew 
sevenfold by 1900 (90% of it tobacco). Share capital was increased in 1914 to 10 million. In 
order to finance larger investments bonds were issued. 
 
A central maintenance facility originated in the suburb of Poloe-Brayan in north Medan. 
Rubber became an important freight after 1910.  In 1913, the transported 50,230 First Class 
passengers, 151,000 II, and 1.56 million III .: 1.56 million for a total of 31.4 million passenger 
kilometers. Luggage was 1,319 tons, cargo 163,000 tons and approximately 2,000 animals. 
This brought a turnover of almost 3½ million fl. against 1.45 million in expenses. By 1914, they 
had 263 km of route in operation. Tobacco decreased to 8% of freight by weight and 15% by 
volume. It was decided a capital increase to ten million in April 1913. A dividend was paid from 
1900-11 of 10% and in the following years until 1919 of 12-15%. 
 
In 1917 the railway carried 2.7 million passengers and 617,000 tonnes of freight. Since 1918, 
the Besitang connection was added to the grid (750 mm) connecting with the Aceh State 
Railway (AT). This led to a further upswing in traffic which was moved to a third rail line in 
order to uenable the difference in track gauges. The connection to Pangkalan Brandan was 
finished in 1919. 
 
Interwar period 
 
The business rebounded quickly after World War I. In 1920 there was a strike of indigenous 
workers and dividend fell in the early 1920s to 5-7%. 
 
In the interwar period, won cargoes such as rubber / latex, lime, palm oil, fiber plants (hemp, 
sisal) and tea. At that time, they built mainly from stitch routes from Medan. Also for this 
purpose we went multiple bonds in 1925 and 1926 to 5% in the following year, 4.6 million to 
4½% at 40 years. For local workers were laid at the major stations on their own settlements. 
 
The export boom of 1926-8 led to good results. At the end of 1927 dealt to 3,727 people, of 
whom 174 Europeans. 
 
In the crisis years of 1929-31 the revenue due to fallen rates fell from the cargo by one third, 
with the passengers by 46% back. The fare you had to ø 2 cents. / Km reduce what was also 
due to the increasing competition from buses. The number of transported exports, especially 
palm oil and fibers increased. Were built from about 8% staff. For the first time there was in 
1931 no dividend. At the end of the year to employees at reduced wages only 2263 people, 
including 86 Europeans.  costs are also reduced by the introduction of mixed freight and 
passenger trains. Repeating lowered to 1935 fares. For the 3rd class, the revenue amounted 
to 1939 0.6 cents / Person km. 
 
The route network reached 553 km in 1939. That same year, 4.1 million people went to the 
trains and the revenues generated from freight transportation rose until the outbreak of war. 
For the pre-war years the payout was 2½-4½%. Management was taken over by the 
Japanese. In 1941 there was a subscription form share capital of 18¾ million (nominal 30) 
17½ million, compared to long-term liabilities. The book value of assets was approximately 59 
million. 
 
1942-1957 
 
The Japanese called the united with the AT Society Kita Sumatora Tetsudo. The building of 
the head office, at the corner Serdangweg and Petersburgstraat, served from April to May 
1942 as a detention center for 14 Dutch employees. 
 
The end of 1945 designated to the company under the control of independent Indonesia as 
'Keereta Api Soematra Oetara. From 1946 the Amsterdam Central took back control. A large 
proportion of European workers who had been interned returned home. In the first half 1946 
there were only 22 white local managers. In order to meet the needs of the freight plantations, 
one directed in 1947 "Delispoor-AVROS transportation services" with trucks (up 1951). 1948 
had already 1½ million passengers, but usually returns submitted only short distances, in the 
3rd class for the price of 3 ½ Cent. / Km. 
 
The devaluation of the Indonesian rupiah tripled the cost of imports in a short time. Strongly 
affected one was the general strike, which hit the region in April 1950.  The number of 
passengers rose quickly in 1955 reached to 4.4 million (173 million passenger kilometers). At 
the same time the number of travelers fell in the 1st class by two-thirds. The northern routes 
were increasingly unprofitable. In the politically troubled area there were repeated attacks and 
acts of sabotage. 1952 began with the planning of an automated signal box in Medan. 
 
The DSM as the last private rail company in December 1957 when it was nationalized. The 
company, whose assets in Indonesia to end 1957 were 55.9 million fl. have amounted to, was 
dissolved and the Amsterdam Headquarters 1968 sold well below its value. After 
compensation negotiations of governments was recognized in 1969 to a nominal value of 11.9 
million. Been demanded were 55 million. The shareholders then received a severance 
payment of 5.9 million, payable in installments of 1971 2002. 
 
Additional businesses 
 
In the interwar period it also began initially barely profitable bus lines (as feeders for natives 
for free) to operate (in Brastagi, 1923) 
One operation already from 1889 a hand-switched telephone network, its cable ran beside the 
tracks and that could be used by the public. It began in 1889 with 51 ports. 1900 around 200 
participants were served. Beginning 1910 there were also in Batu Bahra (Asahan) a local area 
network. The carrying value of these investments rose by expanding rapidly, from 1903 69000 
fl. On 524000 fl. 1912. Man mediated 1915 1180 Participants 5.3 million calls. At the 
beginning of 1920 we operated around 2000 terminals.  
 
Participants were divided into classes according to the number of expected calls and paid 
accordingly. From 1921 discussions by districts (approximately 50 km radius) were settled. In 
1927 was signed with the State Post PTT a cooperation agreement as well as for connections 
to the PTT local networks that in Aceh, Karo District and South Asahan . The DSM undertook 
to modernize the plants. The depression led to fewer long-distance calls, so you barely 1931 
recorded a net profit. In 1936, you type a zonal tariff. For the base price of 7.50 fl. Pm you got 
75 local calls for free, more cost 2 cents each. 1956 a new telephone exchange with 
automatic switching was put into operation in Medan. 
 
Coal for the locomotives they won on their own. From Kisaran (Asahan district) was built in 
the 1920s to the south 55 km distance to the coalfield. 
 
It also held a logging concession, whose products were approximately half for their own use 
using. However grows on Sumatra no teak which was commonly used in the tropics for 
thresholds, so that you usually began steel for this. 
 
Routes 
 
Name case follows the usual colonial times. 
 
Route network in 1893 
 
Route network in 1918: 271 km (Cape gauge, to 130 km narrow gauge), 1939: 554 km (Cape 
gauge, of which 197 km of track with first class top speed 75 km / h). 
 
Operations 
 
The terrain is flat "Ostsumatras", structurally there was rarely climbs above 5 ‰ overwhelm. 
The Streckenbau nevertheless proved by the numerous rivers and swamps often difficult. 
Always provisions had to be made for the frequent floods in the monsoon and consequent 
damage to the tracks. The first tracks were laid in a bed of sand, soon was changed to gravel. 
 
The opening of the line Medan- Timbang Langkat (21 km) was 1 April 1886. It was soon to 
Salesseh extended. Later they were taken on, almost exactly in a southerly direction to a 
rubber plantation. The on July 25, 1886 provisionally inaugurated route went to the port 
Belawan near Medan (22 km), but was initially only on a section to Labuhan Deli in operation 
since the construction of the bridge over the Sungei Deli proved difficult (New 1932), Next, 
they took the branch line 12 km from Medan to the south to Deli Toewo (= Deli Tua) about 
Kampung Bahroe in attack. The route from Medan to Perbaeongan went about Serdang, 
which was developed in the 1890s as a center of coffee cultivation and Lubukpakam . From 
this location later southwards towards Bangungpurba branching routes served rubber 
plantations. Until 1890 103 km of track had been completed. Bridges were built at that time for 
axle loads of 10-11 t. The crisis of the tobacco sales in 1894 at first prevented the financing of 
planned extensions to Arnhemia, Bangun Purba and Rampah. 
 
1900 efforts were made to concessions for the upgraded lines Perbaoengan-Bamban (after 
1904 extended until Tebingtinggi ) Timbang Langkat- Tandjoeng, Poera-Pangkalan Brandan. 
The routes were all created single track. The approval in 1913 greatly expanded. The distance 
of the end of 1921 the port was Besitang Pangkalan NONCNONC extended. From Salesseh 
you extended a short branch line south to Kwala (Kuala =) for the disposal of wood. 
 
From Tebingtinggi chain in the south a distance to Pematangsiantar from. This was the first 
real mountain section of the DSM, the first 8 km, the slope was 10 ‰, on the last 6 kilometers 
before Dolok Merangir one reached to 20 ‰. To use this section, four more locomotives, 
named after the place as Siantar type procured. 
 
Coastal closer the train was to Kisaran (1927 branch to the port Telukinibung ) over 
Tanjungbalai was begun in during the First World War. Kiaran-Goenting Saga (6.7 million fl.) 
Opened on 4 September 1924 the extension to Milano (5.2 million) on January 1, 1931. The 
Bridge over the Sungei Asahan was 75 m, the longest, which was built by the DSM. 110 km 
through hilly terrain of Kisaran, the section of the route from Milano to Rantau Prapat, the last 
new mainline was before the war. She went into operation in 1937.. It began in 1935 with the 
laying of welded rails, making it one of the first railway companies, who introduced this 
technology. 
 
In addition to replacement of damaged locomotives and wagons in 1947 resulted in the need 
for having to replace about 200,000 old sleepers at short notice. The network was established 
to 1950 the extent that top speeds of 50 km / h were possible. Coal is moved after the war 
from West Sumatra.

Denison & Sherman Railway (Denison, TX ) 8 In 1901, the first electric "Interurban" railway in Texas, the Denison and Sherman Railway, 
was completed between Sherman and Denison.[12] The Texas Traction Company completed 
a 65-mile (105 km) interurban between Sherman and Dallas in 1908, and in 1911 purchased 
the Denison and Sherman Railway. Through the connections in Dallas and Denison, travel to 
the Texas destinations of Terrell, Corsicana, Waco, Fort Worth, Cleburne, and Denton, 
became possible, as well as to Durant, Oklahoma, by interurban railways. One popular 
destination on the Interurban between Sherman and Denison was Wood Lake Park, a private 
amusement park at the time. By 1948, all interurban rail service in Texas had been 
discontinued. [3]

Dennis-Simmons Lumber Company Railroad (Elm City, NC ) 4 The Dennis-Simmons Lumber Company Railroad  was said to be the largest logging/lumber 
railroad in North Carolina.Denniston Incline (Denniston, South Island, New Zealand) 76.0% The village of Denniston did not have a cemetery as the ground was too hard; bodies were 
transported from Denniston to Waimangaroa initially down the Denniston Incline and later by 
road which allowed residents to leave the Hill without needing to use the Incline. Before this 
was built, the only means to access Denniston or leave it was by the Incline. 
 
The Denniston incline was a steeply graded incline railway that connected Denniston at the 
top with the Conns Creek Branch. It carried coal from the mines on the Denniston Plateau. 
The incline fell 510 metres in 1.7 kilometres, with some sections having gradients over 1 in 
1.3.[3] The track gauge was the standard NZR track gauge of 3 ft 6 in (1,067 mm) and the 
system was designed to supply coal ships at Westport. The wagons used on the incline were 
the ubiquitous “Q” class hopper wagons that could be detached from their wagon bodies and 
lifted by wharf crane over the hold of a ship, and the bottom discharge doors of the wagons 
opened manually to discharge coal into the ships' holds. 
The 'Incline' was actually two inclines. The higher of the two began at Denniston, and 
descended steeply to the appropriately named "Middle Brake". Here wagons were 
disconnected from the first incline's rope, and placed on the rope of the second incline for a 
more gentle descent to Conns Creek, where the accumulated wagons would then be 
marshalled into trains to be taken to Westport. The Denniston incline worked by gravity: the 
descending loaded wagons of coal pulled up the empty wagons. The braking system of the 
winding drums used hydraulic pistons to slow them rotation of the drums. The drum from 
Middle Brake, is on display at Westport's Coaltown Museum. The ascending side was known 
as the "Donkey Side", the descending side was the "Company Side". 
 
The two inclines were single line operation with passing loops, where the empty and full 
wagons crossed. Collisions were not unknown: the remains of several wrecked wagons still lie 
beside the incline formation. A number of workers or people travelling on the inclinedied as a 
result of collisions and runaways. 
 
Denniston was always a working town; its life was the coal. The community at Denniston 
served no other purpose than to support the operations of the coal mines and the incline. 
Once the road was put through, people started to drift off Denniston to the warmer climate of 
Waimangaroa since it is said that the weather on Denniston is not for the faint of heart and is 
not the place many would consider to be an idyllic existence. The first of Denniston's 
communities to suffer the pinch were quite naturally the smaller settlements such as Burnett’s 
Face, the town half a mile up the plateau, whose main road was the constantly running narrow 
gauge skipway linking the coal face with the Bins at the head of the Denniston Incline. 
Burnett's Face was always a rough and ready outpost on the edge of civilisation, and by the 
1950s little remained of the settlement. The skipway which had been used to convey coal 
from the mines to Denniston since the early days of the Denniston Incline, was replaced in 
1952 with an aerial ropeway. 
 
By the 1960s the writing was on the wall for the Denniston Incline and the decision was taken 
to close it by 1969, the actual last day of operation being 16 August 1967. The Conns Creek 
branch which connected to the foot of the incline was cut back to a siding about 1 mile long 
where the coal was loaded from trucks. A few months later the aerial ropeway from the mines 
also closed down in favour of direct trucking of coal from the mine to Waimangaroa. In May 
1968 the Inangahua earthquake caused much damage to the incline, making the closure 
irreversible. With declining coal markets, and the fact the system was almost entirely reliant 
on the outdated "Q Class Wagons", it was seen to be more cost effective to truck any 
remaining coal from the plateau down the hill via the public road, rather than rebuild the 
Incline. Thus what was once described as the "Eighth Wonder of the World" by locals, faded 
into history. An estimated 12 million tons of coal was carried in the incline's working life. 
 
The closure of the incline didn’t necessarily mean the end of mining, and some coal mining 
activity remained on the plateau, albeit with the output being trucked down the hill. 
 
The Incline’s remains and the formidable community of the Denniston Plateau slowly 
diminished over time following the closure of the incline in 1968, the relics of the past slowly 
disappearing. However, interest in Denniston has continued to grow, and this growth and 
interest in Denniston has been aided by The Denniston Rose, a novel by Jenny Pattrick. 
 
With recognition of the historic nature of Denniston and its increasing status as a local tourist 
icon and one that is close to Westport, attention was needed immediately to ensure that what 
was left of the settlement and its coal mining past wasn’t completely lost forever. As a result a 
band of enthusiastic dedicated locals set about working to preserve Denniston’s heritage and 
interpret it in an effective way for the benefit of people making a pilgrimage to one of NZ's 
most infamous coalfield settlements. 
 
Recent works include restoration of some of the rail tracks in the yard area where the coal 
loading bins were located, and this work also includes the restoration of a genuine "Q" Class 
coal wagon, permanently moored to some rail track laid on the precipice that is the top ledge 
of the incline just as it drops down from the yard level onto the incline, thus giving visitors an 
insight into what the incline would have been like in its operating days. 

Denton County Transportation Authority (Trinity Mills, TX ) 21 The Denton County Transportation Authority (DCTA) is the transit authority that operates in 
Denton County, Texas. It operates bus service in three cities within Denton County, as well as 
the A-train, a regional commuter rail line to Carrollton.

Denver & Middle Park Railroad (Ralston, CO ) 5 7,000 2.3% This line was incorporated as the Denver & Middle Park Railway & Mining Company in 1874; 
the name was changed in 1883 to the Denver & Middle Park Railroad.  
 
The railroad was organized orignailly tgo build a line from Denver to Hot Springs, Grand 
County, CO via Ralston Creek. A year later, the line had been surveyed over Berthoud Pass. 
After the Union Pacific gained control over the line, the line was changed to run between 
Ralston and Glencoe, extending the Golden & Ralston Railroad (Golden-Ralston), which had 
opened in 1879. The line was operated in conjunction with the Colorado Central until April 1, 
1890, when, the railroad was marged into the Union Pacific, Denver & Gulf Railway Company. 
(From Ref 2)

Denver & Rio Grande Railroad (Denver, CO ) 2,536 11,330 5.0% The Denver & Rio Grande Railroad, and its successor, the Denver & Rio Grande Western, 
operated the largest network of narrow gauge railroads in North America. At the peak, the 
railroad operated over 2,200 miles of narrow gauge line in the 1880's. In later years, it 
operated the highest mainline rail line in the United States, over the 10,240 feet (3,120 m) 
Tennessee Pass in Colorado. The railroad was initially organized to build to El Paso, TX, 
where it would connect with other railroads built by its founder, Gen. William Jackson  Palmer. 
In the end, it made most of its profits serving the mining communities in the Colorado 
mountains.

Denver & Rio Grande Western Railroad (Denver, CO ) 3,400 10,856 4.5% At its height, around 1890, the D&RG had the largest operating narrow gauge railroad network 
in North America. It's mainline passed through the Rocky Mountains twice: one route passed 
through the Moffat Tunnel and the other was via Tennessee Pass.

Denver & Rio Grande Western Railroad (Grand Junction, CO ) 310 8,500 4.5% The first Denver & Rio Grande Western Railroad was organized in 1881 to connect the 
Denver & Rio Grande Railroad's narrow gauge transcontinental railroad (Denver-Pueblo-
Salida-Gunnison-Montrose-Grand Junction) at Grand Junction, CO with Salt Lake City. 
Construction began in Salt Lake, and ended at Grand Junction, CO, where it connected with 
the D&RG. 
 
The railroad was leased to the Denver & Rio Grand Railway for 30 Years from August 1, 1882.   
 
Acquired by Purchase: Utah & Pleasant Valley Railroad 1882. Wasatch & Jordan Valley 
Railroad 1882. Branches: Bingham: Bingham Junction to Bingham, Utah. Little Cottonwood: 
Bingham Junction to Alta, Utah (8,500 ft). Pleasant Valley: Pleasant Valley Junction to Coal 
Mines. This company was consolidated into the Rio Grande Western Railway, June, 1889. 
Soldier Summit, UT (7,477 ft elev)

Denver & Salt Lake Railway (Denver, CO ) 252 11,660 4.0% The Denver & Salt Lake Railroad is best known as the railroad that completed the 6 mile long 
Moffatt Tunnel at 9,200 feet elevation. The tunnel's east portal is at the foot of the Front 
Range, and the West Portal is near Winter Park. Completion of the tunnel shortened the 
distance between Denver and Utah by 176 miles, and in later years reduced the need by the 
D&RGW for moving traffic over Tennessee Pass.

Denver City Cable Railway (Denver, CO ) 30 With a cable length of 36,850 ft, the  Denver City Cable Railway's Welton Street Line was the 
longest cable railway in the U.S, superceded only by the Lexington Avenue line in New York 
City. (Ref 1)

Denver City Railway Company (Denver, CO ) The Denver City Railway's Welton Street LIne was purported to be the worlds longest cable 
car line.Denver Pacific Railway (Denver, CO ) 106 The construction of the Denver Pacific rail line linking Cheyenne and Denver was widely 
credited at the time for reviving the city of Denver, which had been founded less than a 
decade before during the Colorado Gold Rush. The decision to build the transcontinental 
railroad to the north had left the Denver stranded from the major transportation routes. As a 
result, Thomas Durant, vice president of the Union Pacific, pronounced Denver too dead to 
bury. Colorado Territorial Governor John Evans declared that Colorado without railroads is 
comparatively worthless.  
 
As a result, Evans, together with other local business leaders, including David Moffat, William 
Byers (founder of the Rocky Mountain News), and others partnered with East Coast investors 
to form a railroad company that would link Denver and the Colorado Territory with the national 
rail network. The company was incorporated on November 19, 1867 as the Denver Pacific 
Railway and Telegraph Company. The company broke ground on its Cheyenne line on May 
18, 1868, at a spot near where the Denver Coliseum now stands. The line took approximately 
two years to complete. It followed the South Platte River through present-day Greeley.   
 
The Denver Pacific was chartered as the Denver Pacific Railway & Telegraph Company on 
November 19, 1867, came under the control of Jay Gould in the late 1870's.  The Union 
Pacific Railway, the Kansas Pacific and the Denver Pacific were merged on January 24, 1880,  
into the Union Pacific Railroad.  The line ran down the South Platte River to a connection with 
the Union Pacific.  The Denver Pacific Railway was constructed under the charter of the Union 
Pacific Railway, Eastern Division (Kansas Pacific Railway) to form a connecting link between 
the Kansas Pacific Railway (Kansas City to Denver, Colorado) and Cheyenne, where the line 
joined the Union Pacific mainline.    
 
The line was opened, June 3, 1870, and was then leased and operated by the Kansas Pacific 
Railway Company.  Leased and operated the Denver & Boulder Valley Railway.   
 
Background & History 
 
The Denver Pacific Railway was a historic railroad that operated in the western United States 
during the late 19th century. Formed in 1867 in the Colorado Territory, the company operated 
lines in Colorado and present-day southeastern Wyoming in the 1870s until merging with the 
Kansas Pacific and Union Pacific railroads in 1880. The railroad was formed primarily to 
create a link between Denver and the transcontinental railroad at Cheyenne, an achievement 
that was widely credited at the time with making Denver the dominant metropolis of the 
region. 
 
The construction of the rail line linking Cheyenne and Denver was widely credited at the time 
for reviving the city of Denver, which had been founded less than a decade before during the 
Colorado Gold Rush. The decision to build the transcontinental railroad to the north had left 
the fledgling city stranded from the major transportation routes. Many at the time expected 
that Cheyenne would blossom into the major population center of the region. As a result, 
Thomas Durant, vice president of the Union Pacific, pronounced Denver "too dead to bury." 
Colorado Territorial Governor John Evans declared that "Colorado without railroads is 
comparatively worthless." 
 
Race To Cheyenne 
 
As a result, Evans, together with other local business leaders, including David Moffat, William 
Byers (founder of the Rocky Mountain News), Joseph E. Bates, Bela Hughes, Walter 
Cheesman and Luther Kountze partnered with East Coast investors to form a railroad 
company that would link Denver and the Colorado Territory with the national rail network. The 
company was incorporated on November 19, 1867 as the "Denver Pacific Railway and 
Telegraph Company." The sense of urgency for the Denver boosters was enhanced by the 
formation of a rival, the Colorado, Clear Creek and Pacific Railway (later the Colorado 
Central), by W.A.H. Loveland and citizens of nearby Golden, with the intention of linking that 
city directly with Cheyenne and making Golden the natural hub of the territory. 
 
To promote the new company and attract investors, Governor Evans orchestrated a large 
publicity campaign in Denver. Some of his colleagues lobbied the local wealthy to invest, while 
others persuaded the middle and lower class citizens of Denver to contribute in the form of 
small pledges and donations of their own labor to work on the line. Within several days, the 
company sold $300,000 in stock, but were unable to raise further funds to begin construction. 
The company was turned back in its efforts to solicit funds from the United States Congress, 
as well as from the Union Pacific, which had previously pledged funds to construct the line. 
 
The efforts seemed to be on the brink of failure when Evans was able to persuade Congress 
to grant the company 900,000 acres (3,600Äkm©˜) of land on the condition that the company 
build a line connecting the Union Pacific line with the existing Kansas Pacific line, which then 
extended only as far west as central Kansas. The company subsequently raised money for 
the construction of the line by selling part of the land and borrowing against a portion of it. The 
fortunes of the company were further enhanced by the decision of the Kansas Pacific to 
extend its line westward to Denver after receiving $6 million from German investors. 
 
Racing to beat the Golden investors, the company broke ground on its Cheyenne line on May 
18, 1868, at a spot near where the Denver Coliseum now stands. The event was cheered by a 
crowd of nearly 1,000 local citizens. The line took approximately two years to complete. It 
followed the South Platte River through present-day Greeley. The first railroad station in 
Denver was constructed at Wazee and Wynkoop streets in present-day Lower Downtown. 
 
Completion and National Significance 
 
The first train from Cheyenne arrived in Denver on June 24, 1870. Two months later, in August 
1870, the Kansas Pacific completed its line to Denver and the first train arrived from Kansas. 
The Denver Pacific line intersected the Kansas Pacific at "Jersey Junction", three miles north 
of downtown Denver. With the completion of the Kansas Pacific line to Denver (completed at 
Strasburg on the Colorado Eastern Plains), the Denver Pacific became integral to the first 
transcontinental rail link between the east and west coasts of America. While the Union Pacific 
line had been declared finished in 1869 with the Golden spike event in Utah, linking it with the 
Central Pacific Railroad, passengers were required to disembark the train and cross the 
Missouri River at Omaha by boat. With the completion, it was finally possible to embark a train 
on the east coast and disembark on the west coast. 
 
The Denver Pacific's rival, the Colorado Central line from Golden, was not completed until 
1877. By this time, Denver had established its supremacy over its rival as the population 
center and capital city of the newly-admitted State of Colorado. 
 
In the 1870s, investors of the Kansas Pacific eventually acquired control of the railroad. On 
January 24, 1880, the railroad merged with the Kansas Pacific and Union Pacific, with the 
resulting company retaining the Union Pacific name.

Denver Rock Island Railroad (Denver, CO ) 28 The Denver Rock Island Railroad (DRIR), a privately owned and operated Class III railroad in 
Denver and Commerce City, operates three terminal switching yards at the Silver Yard, North 
Washington Industrial Yard, and Stock Yard Lead. DRIR provides first and last mile 
connections between industries and the national railroad network in Denver. The UP and 
BNSF deliver cars to interchanges where the DRIR takes possession of the rail cars and 
delivers them.  
to customers. 

Denver Tramway Company (Denver, CO ) 250 Incorporated March 30, 1914 and purchased the properties and franchises of the Denver City 
Tramway. and the Denver Tramway Terminals Co. The company owned 228 miles of track 
comprising the entire street railway system of Denver, including a line through the former town 
of Berkley, now part of Denver, northwesterly through Arvada to the coal mining town of 
Leyden, with a branch from Arvada to Golden. The company, through its ownership of the 
Consolidated Securities & Investing Company controls the Denver & Intermountain Railroad, 
operating a total of 23 miles of track. The company also had traffic arrangements with the 
Denver & South Platte Railway and the Denver & Crown Hill Railway, each of which 
purchased power and rented their cars from the Denver Tramway. During 1913, the properties 
of the Denver & Northwestern Railway were deeded to the Denver City Tramway, the 
predecessor of the Denver Tramways.  
 
The last of Denver's streetcars were retired on June 3, 1951.  In 1971, the Denver Tramway 
Company transit operations were sold to the City and County of Denver. Then, in 1974, the 
transit operations were sold by the city to the newly formed Regional Transportation District.

Denver Tramway Company (Denver, CO ) 227 The Denver Tramway was the largest streetcar and cable car operator in Denver. It is a 
predecessor of  today's RTD.Denver, Apex & Western Railroad (Apex (Blackhawk), CO ) 3 8,537 Apex is 2 miles northwest of Blackhawk. Active (?) in 1892. Organized to connect the mines at 
Apex with the smelter in Central City. Ref 3 provides a short history of the wagon/toll roads 
that were built in the area and indicates that the "Apex & Western" was never built. The repeal 
of the Silver Purchase Act probably finished off the mining business, along with the prospects 
for the Apex & Western. 
 
See also Ref 1, "Apex Chimney Gulch and China Elevated Railway and Tunnel Co.", pp 
37-38.

Denver, Laramie & Northwestern Railway (Denver, CO ) 12 11,660 The railroad was organized to construct a line from Denver to Seattle, Washington via 
Milliken, Greeley, Ft. Collins, Laramie, Boise, and the Yellowstone National Park. The railroad 
was not a financial success however, only completing a line from Denver to Greeley, however.   

Denver, Leadville & Gunnison Railway (Denver, CO ) 325 The Denver, Leadville & Gunnison Railroad operated a line Denver to Leadville, Colorado, 
151 miles, and from Como to Baldwin Mine, Colorado, 131 miles.The railroad was 
incorporated, July 6, 1889, and on August 29, 1889, purchased the Denver, South Park & 
Pacific Railroad. The Denver, South Park & Hill Top Railway was merged into the DL&G, 
September, 1897.   Receivers were appointed, October 13, 1893, and the line was placed in 
receivership on August 4, 1894; it was then sold under foreclosure, November 19, 1898, and 
merged with the was then merged with the Union Pacific, Denver & Gulf to form the Colorado 
& Southern Railway, December 20, 1898, taking  possession January 11, 1899.   Baldwin is 
located a short distance northwest of Gunnison.   

Denver, Northwestern & Pacific Railway (Denver, CO ) 211 11,800 4.0% The Denver, Northwestern & Pacific Railway, which reached an elevation of 11,800 feet at 
Corona Pass, was one of the highest standard gauge railroads in the United States.Denver, South Park & Hill Top Railway (Fairplay, CO ) 11 10,853 5.8% This road was built in 1896 as a branch of the Union Pacific, Denver & Gulf Railway, (formerly 
Denver, South Park & Pacific). The line connected the Denver, South Park & Pacific line at 
Fairplay (Elev 9,533 ft) to the Hill Top mines at Leavick (Elev 10,853) When the railroad was 
incorporated, the investors planned to extend the line seven more miles into Leadville, thus 
shortening the route into Leadville for the Denver, South Park & Pacific.    
 
The railroad was merged into the Denver, Leadville & Gunnison Railway, September, 1897, 
probably shortly after completion of construction.  It was subsequently merged into Colorado 
Southern Railway December 20, 1898. The line ceased operation in 1923.   
 
The Fairplay-Alma area offers three outstanding auto-adventure trails. An auto- adventure trail 
combines the beauty of the Forest with the area's history and natural features. The 
Horseshoe/Fourmile auto- adventure trail follows the route of the Denver, South Park and 
Hilltop Railroad up Fourmile Creek into the era of lode mining in South Park. This 11.5 mile 
tour begins at the junction of Highway 285 and Fourmile Road and ends at the remains of the 
Last Chance, Hilltop and Dauntless Mines. Two outstanding features of this tour are the 
perfectly carved horseshoe glacial cirque and a grove of ancient, as in 1,500-year old, Limber 
pine. 

Denver, South Park & Pacific Railway (Denver, CO ) 335 11,482 4.0% The Denver, South Park & Pacific eventually became the longest narrow gauge railroad to 
operate within a single state. It was also one of the few railroads in the United States to 
operate at or higher than 11,400 ft. The line is known for its "High Line" that ran over Boreas 
Pass, connecting Breckenridge and South Park. The line eventually reached Leadville. 

Derby Street Railway  (Ansonia, CT ) 3 The world's first standard-gauge electric freight locomotive was put into service on the Derby 
Horse Railway in 1887.Des Moines & Ft. Dodge Railroad (Des Moines, IA ) 161

Des Moines & Kansas City Railway (Des Moines, IA ) 201
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Des Moines & Minnesota Railroad (Des Moines, IA ) 197 Organized and constructed to build from Des Moines to Ames, IA. Subsequently extended to 
McGregor, IA on the Mississippi River, where connections to Wisconsin and Minneapolis were 
made with the Milwaukee Railroad.

Des Moines & Northwestern Railway (Des Moines, IA ) 165 The Des Moines, Adel & Western, the predecessor of the Des Moines & Northwestern 
completed construction of a seven mile narrow gauge line between Waukee, where it 
connected with the Des Moines & Ft. Dodge Railroad at Adel, IA, which was completed on 
October 15, 1878.  Waukee is a town 15 miles west of Des Moines. The line was then 
extended northwest to Panora, 22 miles from Adel. The line from Adel to Panora was 
completed in December 1879.  
 
The line produced negligible revenues or profits during its first years of operation, and was 
reorganized as the Des Moines & Northwestern Railroad on October 7, 1880. The latter was 
leased by the Wabash, St. Louis & Pacific, which then continued construction, extending the 
line to Lohrville, and Fonda, IA (20 miles east of Storm Lake) in 1882. The line found it difficult 
to gain access to Des Moines, since it was built as a narrow gauge line, but was able to gain 
trackage rights in 1881 with the Des Moines & Northern, which built a connection from 
Waukee to Clive, giving the Des Moines Northwestern a through line of sorts into Des Moines, 
using the DM&NW tracks.   
 
The road was appears to have been placed in receivership around 1884, as the Wabash 
lease was cancelled, and the road was returned to its owners at that time. The receivership 
resulted in a reorganization in October 1887, with the road taking the name the Des Moines & 
Northwestern Railway.  
 
In August 1891, the Des Moines & Northwestern and the Des Moines & Northern were 
converted to standard gauage and were merged with becoming the Des Moines Northern & 
Western Ry.  on December 28, 1891. The merged line was then consolidated into the 
Chicago, Milwaukee & St. Paul Railway on July 1, 1899, and the Milwaukee then constructed 
an extension of the line from Fonda to Spencer, and Spirit Lake.   
 
The entire line from Des Moines to Spencer was abandoned in 1980.  On December 28, 
1987, the Central Iowa Energy Cooperative purchased the line from the Chicago and 
Northwestern Transportation Company and entered into a management agreement with the 
Iowa Trails Council and the Dallas and Guthrie County Conservation Boards to construct and 
manage a multi-use recreational trail on the right-of-way.  
-------------  
Related railroad   
 
The St. Louis, Des Moines & Northern Railroad was built from Des Moines to Waukee in 
1881, in order to give a related corporation, the Des Moines & Northwestern access to Des 
Moines. The next year, the line was extended to Boone, IA. The railroad succeeded at a 
foreclosure sale on November 22, 1889 by the Des Moines & Northern Railroad, which was 
then merged with the Des Moines & Northwestern into the Des Moines Northern & Western 
Railroad, after which it was converted to standard guage and then merged into the MIlwaukee 
Road in 1899.  

Des Moines City Railway (Des Moines, IA ) 50
Des Moines Northern & Western Railway (Des Moines, IA ) 140 Reorganized again under Des Moines, Northern & Western Railroad name March 15, 1895.
Des Moines Railway (Des Moines, IA ) 50 By 1940, the Des Moines Railway operated 100 street cars, 31 trolley buses, and 37 gas 

buses.Des Moines Valley Railroad (Eddyville (Keokuk), IA ) 162 The Des Moines Valley was built following the Des Moines River between Keokuk and Des 
Moines; this section of the line was opened in August of 1866. It was extended and opened to 
Ft. Dodge in December, 1870.

Despatch Shops, Inc. (Rochester (Despatch), NY )
Detroit & Cleveland Navigation Co. (Detroit, MI ) 103 The D&C Line was among the most well-known shipping companies in business on the Great 

Lakes, with its vessels being among the largest and most palatial ever seen. Two of them 
were known as the largest side-wheeler passenger ships in the world.

Detroit & Mackinac Railway  (Bay City, MI ) 375 This line began as a consolidation of several logging lines around Alpena, MI,  which were 
succeeded by the Detroit, Bay City & Alpena Railroad, opened Dec 3, 1883, following the 
failure of the Tawas & Bay County Railroad. On Feb 1, 1895, the Detroit & Mackinac Railway 
took over the operations of the Detroit, Bay City & Alpena, which had been standard gauged.  
The Detroit & Mackinac then purchased the Alpena & Northern Railroad on April 16, 1896. 
The road provided connections to Mackinac Island, Mackinac City, and St. Ignace via boat 
and ferry service at Cheboygan, MI. The D&M also purchased the narrow gauge Au Sable 
and Northwestern on May 31, 1914, and completed the standard gauging of that line. 
Passenger service ended on March 31, 1951.  The original Detroit & Mackinac Railway line 
ran 160 miles from Bay City to Onaway, Michigan, and eventually reached Sault Ste. Marie. 
The company also operated over 76 miles of logging branch lines. 
 
History 
 
The Detroit, Bay City & Alpena Railroad, was a 3 ft 2 in (965 mm) narrow gauge short line 
operated from Bay City northward to the Lake Huron port of Alpena. The line was converted to 
4 ft 8 1⁄2 in (1,435 mm) standard gauge in 1886 and was reorganized into the Detroit and 
Mackinac (D&M) on December 17, 1894. During the late 1890s and the first decade of the 
Twentieth Century, the timber resources of northeastern Michigan were fully utilized and the 
D&M expanded its trackage northward from Alpena to Cheboygan. The Bay City-Cheboygan 
main line prospered, and a stone passenger depot was constructed in Harrisville. 
 
The main constituent of the freight service offered by the D&M and its predecessor railroads 
was timber from the what was then the vast forests of northeastern Michigan; the D&M built 
spurs and branch lines to the forested areas. Another branch line served the limestone 
quarries of Rogers City. In 1922, the railroad also had branch lines to Au Gres, Comins, 
Curran, Hillman, Lincoln, Prescott, and Rose City. 
 
The D&M mainline from Bay City to Alpena offered sleeping car and meal services between 
Detroit and Alpena in the 1930s. By the 1940s, meal services had disappeared, with sleeping 
cars and Detroit connections gone by the 1950s. Passenger service was eliminated by 1955. 
 
In the 1940s, D&M had enough revenue to be a Class I railroad and it was one of the first 
such to eliminate steam locomotives in 1948. 
 
In March 1976, the Detroit & Mackinac acquired a combination of trackage and operating 
trackage rights from the remains of the bankrupt Penn Central that created an alternate main 
line from Bay City northward, through Gaylord and Cheboygan, to Mackinaw City. However, 
adverse economic conditions continued to affect railroad operations in the northeastern 
United States. The road was sold to the Lake State Railway in 1992, and ended its existence 
as an independent railroad. 
 
The Detroit & Mackinac called itself the "Turtle Line" and its logo symbol was "Mackinac Mac". 

Detroit & Milwaukee Railroad (Detroit, MI ) 189 This was the first major railroad to complete a line linking Detroit with Lake Michigan at Grand 
Haven and the first to penetrate Michigan's white pine forests, when the railroad began 
hauling logs in 1860 from the Crockery Creek valley to Hunter Savidge's sawmill in Mill Point 
adjacent to Spring Lake.  

Detroit & Port Huron Shore Line Railway (Detroit, MI ) 64 The railroad became one of the first in the world to introduce electric traction on October 15, 
1886. [1]Detroit Car & Manufacturing Co (Detroit, MI ) Dr. George B. Russell founded the first Detroit area privately owned (non-railroad) railroad car 
building business in 1853, with an order for 25 cars for the Detroit & Pontiac Railroad. The first 
factory was located on Gratiot Avenue. tracks. In 1854, a year after its beginning, he changed 
his company’s name to Robinson, Russel & Company, and in 1868 reincorporated it again as 
the Detroit Car and Manufacturing Company. The company prospered enough that it had to 
move again to a still larger factory at Monroe, Macomb, St. Aubin, and Dequindre Streets. The 
first Pullman-built cars came from these shops after Pullman purchased Detroit Car & 
Manufacturing in 1870. Another reference indicates the date of purchase was 1873.  When 
Pullman completed its new manufacturing facility in South Chicago (Pullman), IL, in 1884, the 
new shops  reduced the need to build cars at the Detroit works and eventually the plant was 
closed in 1893. In 1902 the Detroit United Railways bought the vacant Pullman works, and for 
a dozen years it served as the major Detroit shops for that company.   

Detroit Citizen's Street Railway (Detroit, MI ) 101 In 1891, this company purchased the properties of the: Detroit City Street Railway. Grand 
River Street Railway. Leased Line: Detroit Suburban Railway. Purchased by Detroit United 
Railway, December 31, 1900.  This line was the largest, and the oldest line to be consolidated 
into the Detroit United Railway.

Detroit Department of Street Railways (Detroit, MI ) 363 The Detroit Department of Street Railways (DSR) was, at one time, the world’s largest 
municipally owned streetcar enterprise. [4]Detroit United Railway (Detroit, MI ) 587 The Detroit United Railway System is comprised of the Detroit United Railway, 403 miles, 
Rapid Railway System, 127 miles,  Sandwich, Windsor & Amberstburg Railway, 36 miles,  
Detroit, Monroe & Toledo Shore Line Railway, 75 miles,  Detroit, Jackson & Chicago Railway, 
105 miles.    
 
The Detroit United Railway was organized for the purpose of purchasing, constructing, 
owning, maintaining, and operating street railways in the city of Detroit, Michigan. On 
December 31, 1900, the Company acquired by purchase with shares of its capital stock, all 
the properties, and franchises of the Detroit Citizens' Street Railway,  Detroit Suburban 
Railway,  Detroit Electric Railway, and the Detroit, Fort Wayne & Belle Isle Railway Company. 
Detroit United Railway controls through stock ownership the Detroit & Port Huron Shore Line 
Railway,  Sandwich, Windsor & Amherstburg Railway, and City Railway of Windsor. The 
company also owns a majority of the capital stock of the Detroit & Howell Plank Road 
Company, formerly held by the Detroit & Northwestern Railway Company. This Company 
purchased $88,000 in bonds of the Detroit & Lake St. Clair Railway.  
 
Also purchased entire capital stock of Rochester Light & Power Company of Rochester, 
Michigan.   
 
Companies owned:   
 
Wyandotte Division - Detroit Suburban Street Railway - Wyandotte and Detroit River Railway 
 
Orchard Lake Division -Pontiac and Sylan Lake Railway Company - Grand River Electric 
Railroad Company - Detroit and Northwestern Railway   
 
Pontiac Division - Oakland Railway Company - Detroit and Pontiac Railway   
 
Flint Division - Detroit, Rochester, Romeo and Lake Orion Railway - North Detroit Electric 
Railway - Detroit and Flint Railway - Detroit, Utica and Romeo Railway - Detroit, Almont and 
Northern Railroad - Highland Park and Royal Oak Railroad   
 
Rapid Railway System - Detroit and River Saint Clair Railway - Detroit, Mount Clemens and 
Marine City Railway - Rapid Railway - Detroit and Port Huron Electric Shore Line Railway - 
Detroit, Lake Shore and Mt. Clemens Railway - Detroit and Lake Saint Clair Railway   
 
Detroit, Monroe and Toledo Short Line Railway Toledo and Monroe Railway - Detroit, Monroe 
and Toledo Short Line Railway   
 
Detroit, Jackson and Chicago Railway  
 
Ann Arbor and Ypsilanti Street Railway - Ann Arbor and Ypsilanti Electric Railway - Detroit, 
Ypsilanti and Ann Arbor Railway - Ypsilanti and Saline Electric Railway - Detroit, Ypsilanti, Ann 
Arbor and Jackson Railway - Detroit, Plymouth, and Northville Railway - Jackson and Ann 
Arbor Railway Company - Jackson, Ann Arbor and Detroit Railway  
 
Beginning in 1922, however, the DUR began a process of devolution when it sold the local 
Detroit, Michigan streetcar system to the city, under the management of the Department of 
Street Railways (DSR). The company continued to abandon or sell properties throughout the 
1920s; on September 26, 1928, the remainder was reorganized as the Eastern Michigan 
Railways (EMR). 
 
The principal routes consisted of: 
 
Detroit-Wayne-Ann Arbor-Jackson 
Detroit-Pontiac-Farmington-Northville (Lake Division) 
Royal Oak-Rochester-Flint 
Detroit-Mt. Clemens-St. Clair-Port Huron (Rapid Railway div)

Detroit, Butler & St. Louis Railroad (Detroit, MI ) 127 The Eel River Railroad and the  Detroit, Butler & St. Louis Railroad provided the Wabash 
Railroad with a through route between Detroit and St. Louis on August 14, 1881. The Eel 
River was part of a through route from Detroit to Denver, IN. Denver is 8 miles north of Peru, 
IN, a major railroad junction point. At Denver connection was made with Indianapolis by 
means of the Indianapolis, Peru & Chicago Railroad---making the distance from Detroit to 
Indianapolis, 256.00 miles.  The Wabash Railroad acquired the railroad in 1881, and 
afterwards, Wabash officers were placed on the Eel River Board of Directors.[1]

Detroit, Toledo & Ironton Railroad (Detroit, MI ) 478 The Detroit, Toledo & Ironton Railroad was "Henry Ford's Railroad" and served to connect the 
coal mines in West Virginia and iron mines in Ohio. The railroad's northern terminus was 
Ford's River Rouge Steel and Auto plant, which was its largest customer.

Deutsche Bahn (Germany) 25,800 Deutsche Bahn AG is the national railway company of Germany. Headquartered in the 
Bahntower in Berlin, it is a private joint-stock company (AG), with the Federal Republic of 
Germany being its single shareholder. Deutsche Bahn describes itself as the second-largest 
transport company in the world, after the German postal and logistics company Deutsche 
Post / DHL, and is the largest railway operator and infrastructure owner in Europe. It was the 
largest railway company in the world by revenue in 2015. It operates two high speed 

Deutsche Bundesbahn) The Deutsche Bundesbahn or DB (German Federal Railway) was formed as the state railway 
of the newly established Federal Republic of Germany (FRG) on September 7, 1949 as a 
successor of the Deutsche Reichsbahn-Gesellschaft (DRG). The DB remained the state 
railway of West Germany until after German reunification, when it was merged with the former 
East German Deutsche Reichsbahn (DR) to form Deutsche Bahn AG, which came into 
existence on 1 January 1994.

Deutsche Reichsbahn (Germany) 42,600 The Deutsche Reichsbahn, also known as the German Reich Railway or the German Imperial 
Railway, was the name of the German national railway created from the railways of the 
individual states of the German Empire following the end of World War I. 
 
The company was founded in 1920 as the Deutsche Reichseisenbahnen when the Weimar 
Republic, formally known as Deutsches Reich (German Reich, hence the usage of the Reich 
in the name of the railway), took national control of the German railways, which had previously 
been run by the German states. In 1924 it was reorganised under the aegis of the Deutsche 
Reichsbahn-Gesellschaft (DRG), a nominally private railway company, which was 100% 
owned by the German state. In 1937 the railway was reorganised again as a state authority 
and given the name Deutsche Reichsbahn (DRB). After the Anschluss in 1938 the DR also 
took over the Bundesbahn Österreich (BBÖ, Federal Railway of Austria). 
 
The East and West German states were founded in 1949. East Germany took over the control 
of the DR on its territory and continued to use the traditional name Deutsche Reichsbahn, 
while the railway in West Germany became the Deutsche Bundesbahn (DB, German Federal 
Railway). The Austrian Österreichische Bundesbahnen (ÖBB, Austrian Federal Railways) was 
founded in 1945, and was given its present name in 1947. 
 
In January 1994, following the German union, the East German Deutsche Reichsbahn 
merged with the West German Deutsche Bundesbahn to form Germany's new national carrier, 
Deutsche Bahn AG, technically no longer a government agency but still a 100% state-owned 
joint stock company. 
 
Deutsche Reichseisenbahnen (1920-1924) 
 
 The first railways to be owned by the German Empire, which was founded in 1871, were the 
Imperial Railways in Alsace-Lorraine, whose Imperial General Division of Railways in Alsace-
Lorraine (Kaiserliche General-Direktion der Eisenbahnen in Elsass-Lothringen) had its 
headquarters in Straßburg (now Strasbourg). It was formed after France had ceded the 
territory of Alsace-Lorraine in 1871 to the German Empire and the newly created Third French 
Republic had formally purchased the French Eastern Railway Company (French: Compagnie 
des chemins de fer de l’Est or German: Französischen Ostbahn-Gesellschaft) and then sold it 
again to the German Empire. After the end of the First World War this national "imperial 
railway" was taken back by France. 
 
In the remaining German states, by contrast, the existing state railways continued to be 
subject to their respective sovereigns, despite the fact that Otto von Bismarck had tried in vain 
to purchase the main railway lines for the Empire. A similar attempt failed in 1875 as a result 
of opposition from the middle powers when Albert von Maybach presented a draft Reich 
Railway Act to the Bundesrat. 
 
In the wake of the stipulations of the Weimar Constitution of 11 August 1919 the state treaty 
on the foundation of the Deutsche Reichseisenbahnen ("German Reich (Imperial) Railways") 
came into force on 1 April 1920. This resulted in the merger of the existing state railways 
(Länderbahnen) of Prussia, Bavaria, Saxony, Württemberg, Baden, Mecklenburg and 
Oldenburg under the newly formed German Reich. The state railways that merged were the: 
 
¥ Baden state railways 
¥ Mecklenburg state railways 
¥ Oldenburg state railways 
¥ Bavarian state railways 
¥ Saxon state railways 
¥ Württemberg state railways 
¥ Prussian-Hessian state railways 
  
Deutsche Reichsbahn-Gesellschaft (1924-1937) 
 
Among the provisions of the 1924 Dawes Plan was a plan to utilize the state railway 
completely for the payment of war reparations. Following the plan's publication, on 12 
February 1924 the Reich government announced the creation of the Deutsche Reichsbahn as 
a state enterprise under the Reich Ministry of Transport (Reichsverkehrsministerium). 
 
As this was not enough to satisfy the reparations creditors, on 30 August 1924 a law was 
enacted providing for the establishment of a state owned Deutsche Reichsbahn-Gesellschaft 
(DRG) (German Imperial Railway Company) as a public holding company to operate the 
national railways. The aim was to earn profits which, in accordance with the Dawes Plan, 
were to be used to contribute to Germany's war reparations. 
 
At the same time as the Reichsbahn law was enacted, the company was handed a bill of 
eleven billion Goldmarks to be paid to the Allied powers, whilst its original capital was valued 
at fifteen billion Goldmarks. These terms were later amended in the Young Plan. 
Nevertheless, the Great Depression and the regular payment of war reparations (about 660 
million Reichsmarks annually) put a considerable strain on the Reichsbahn. Not until the 
Lausanne Conference of 1932 was the Reichsbahn released from its financial obligations. In 
total, about 3.87 billion Goldmarks was paid in reparations to the Allied powers. 
 
During the DRG period the following milestones occurred: 
¥ 1 Oct 1930: the DRG took over the Bremen Port Railway (Hafenbahn Bremen) 
¥ 27 June 1933: the DRG's sister company the Reichsautobahn was founded 
¥ 1 March 1935: the railways of the Saar were incorporated 
 
The beginning of the DRG was characterised by the acquisition of new rolling stock built to 
standard types, such as the standard steam locomotives (Einheitsdampflokomotiven). The 
stock already in use had been inherited from the various state railways and comprised a great 
number of designs, many of them quite old. In fact, the DRG was unable to procure new stock 
in the numbers it wanted to both for financial reasons and due to delays in upgrading the lines 
to carry higher axle loads. The locomotive classes taken over from the old state railways, 
especially those from the Prussia, continued to dominate the scene until the end of the 1930s. 
They included, for example, the Prussian P 8 (BR 38.10-40), Prussian P 10 (BR 39), Prussian 
G 12 (BR 58.10) and the Prussian T 20 (BR 95). The Bavarian S 3/6 (BR 18.5) express 
locomotive even continued in production until 1930. 
 
Not until the procurement programme for the wartime Kriegslokomotiven were new goods 
locomotives built in large numbers, but of course now for a very different purpose. 
 
In 1935 the railway network had a total of 68,728 kilometres of line, of which 30,330 km was 
main line railway, 27,209 km were branch lines and 10,496 km were light railways. 
 
In the latter part of the 1930s, high speed trains like the "Flying Hamburger" and streamlined 
steam engines with matching cars were developed. The Class 05 streamlined express engine 
reached a speed of 200.4 km/h (124.5 mph). Before the Second World War the most 
important rail lines ran east and west. The most modern high speed lines were the Prussian 
Ostbahn which ran through the Polish corridor, the line from Berlin to Hamburg on which high 
speed diesel trains ran, the line from Hannover to the Ruhr, the line from Frankfurt am Main to 
southwest Germany, and the line from Berlin to Breslau (Wroc?aw). 
 
Bavarian Group Administration 
 
Within the state of Bavaria, the Bavarian Group Administration (Gruppenverwaltung Bayern) 
had its own head office (Zentrales Maschinen- und Bauamt) and was largely independent in 
accordance with § III 14 of the DRG's company regulations. It was responsible for the 
electrification of many lines, following the commencement of electric power generation to the 
railways at the Walchensee Power Plant, and for the independent trialling and procurement of 
locomotives and passenger coaches. The Group Administration introduced, for example, the 
Class E 32 locomotive and Class ET 85 railcar into service. 
 
In 1933 the Group Administration was disbanded and administration of the railways in Bavaria 
was taken over by the Deutsche Reichsbahn. 
 
Leadership of the Reichsbahn 
 
At the head of the Reichsbahn was a director general (Generaldirektor). The office holders 
were: 
¥ 1924 to 1926 Rudolf Oeser 
¥ 1926 to 1945 Julius Dorpmüller 
 
From 1925, the director general had a permanent deputy. These were: 
¥ 1925 to 1926 Julius Dorpmüller 
¥ 1926 to 1933 Wilhelm Weirauch 
¥ 1933 to 1942 Wilhelm Kleinmann 
¥ 1942 to 1945 Albert Ganzenmüller 
 
As a result of the Reichsbahn Act of 11 July 1939 the Reich Transport Minister became the 
director general of the Reichsbahn by virtue of his office. Dorpmüller, who since 1937 was 
also in charge of the Reich Ministry of Transport, continued in office as the director general 
after 1939 under this new legal framework. 
 
Deutsche Reichsbahn (1937 to 1945)  
 
With the Act for the New Regulation of the Conditions of the Reichsbank and the Deutsche 
Reichsbahn (Gesetz zur Neuregelung der Verhältnisse der Reichsbank und der Deutschen 
Reichsbahn) of 10 February 1937 the Deutsche Reichsbahn Gesellschaft was placed under 
Reich sovereignty and was given the name "Deutsche Reichsbahn" again. 
 
Military use 
 
The Reichsbahn had an important logistic role in supporting the rapid movement of the troops 
of the Wehrmacht, for example: 
 
¥ March 1938: the invasion of Austria ("Anschluss") and 
¥ October 1938: the occupation of the Sudetenland after the Munich Agreement 
¥ March 1939: the defeat of the remainder of Czechoslovakia 
¥ September/October 1939: the invasion of Poland 
¥ April 1940: Operation Weserübung (the occupation of Denmark and Norway) 
¥ May/June 1940: the Battle of France 
¥ 1941: Operation Barbarossa and the Balkan Campaign. 
 
In all the occupied lands the Reichsbahn endeavoured to incorporate the captured railways 
(rolling stock and infrastructure) into their system. Even towards the end of the war the 
Reichsbahn continued to move military formations. For example, in the last great offensive, 
the Battle of the Bulge (from 16 December 1944), tank formations were transported from 
Hungary to the Ardennes. 
The railways managed by the "Eastern Railway Division" (Generaldirektion der Ostbahn) were 
initially run from that part of the Polish State Railways within the so-called General 
Government gelegene Teil der Polnischen Staatsbahnen (PKP), but from November 1939 by 
the Ostbahn (Generalgouvernement). 
 
In the campaigns against Poland, Denmark, France, Yugoslavia, Greece etc. the newly 
acquired standard gauge networks could be used without difficulty. By contrast, after the start 
of the invasion of Russia on 22 June 1941, the problem arose of transferring troops and 
materiel to Soviet broad gauge lines or converting them to German standard gauge. 
Confounding German plans, the Red Army and Soviet railways managed to withdraw or 
destroy the majority of its rolling stock during its retreat. As a result, German standard gauge 
rolling stock had to be used for an additional logistic role within Russia; this required the laying 
of standard gauge track. The price was high: Reichsbahn railway staff and the railway troops 
of the Wehrmacht had to convert a total of 16,148 kilometres of Soviet trackage to German 
standard gauge track between 22 June and 8 October 1941. 
 
During the war, locomotives in the war zones were sometimes given camouflage livery. In 
addition, locomotives were painted with the Hoheitsadler symbol (the eagle, Germany's 
traditional symbols of national sovereignty) holding a swastika. On goods wagons the name 
"Deutsche Reichsbahn" was replaced by the letters "DR". Postal coaches continued to bear 
the name "Deutsche Reichspost". 
 
The logistics of the Reichsbahn were crucial to the conduct of Germany's military offensives. 
The preparations for the invasion of Russia saw the greatest troop deployment by rail in 
history. 
 
Expansion 
 
Characteristic of the first six and a half years of this period was the exponential growth of the 
Deutsche Reichsbahn, which was almost exclusively due to the takeover of other national 
railways. This affected both parts of foreign state railways (in Austria the entire state railway) 
in the countries annexed by the Deutsche Reich, as well as private railways in Germany and 
in other countries: 
 
Holocaust 
 
The logistics of the Reichsbahn were also an important factor during the Holocaust. Jews 
were transported like cattle to the concentration and extermination camp s by the Deutsche 
Reichsbahn in trains of covered goods wagons, so-called Holocaust trains. These movements 
using cattle wagons, for example, from the goods station of the great Frankfurt Market Hall 
thus played a significant role in the genocide within the extermination machinery of the 
Holocaust. In 1997, the market erected a memorial plaque in recognition of this dark period of 
history. 
 
The following is an excerpt from the testimony of Holocaust scholar Raul Hilberg: 
 
"The Reichsbahn was ready to ship in principle any cargo in return for payment. And 
therefore, the basic key — price controlled key — was that Jews were going to be shipped to 
Treblinka, were going to be shipped to Auschwitz, Sobibor …so long as the railroads were 
paid by the track kilometer, so many pfennigs per mile. The rate was the same throughout the 
war. With children under ten going at half-fare and children under four going free. Payment 
had to be made for only one way. The guards of course had to have return fare paid for them 
because there were going back to their place of origin..." 
 
Beginning in November 2007, a museum train, the "Train of Commemoration" (Zug der 
Erinnerung), began a 3,000 km tour of Germany as a rolling memorial to the thousands of 
youth and children who were deported from all over Europe, many via the Reichsbahn, to the 
camps. A certain amount of controversy has surrounded the train's tour through Germany, in 
part because of the apparent lack of cooperation on the part of Deutsche Bahn AG (DB AG) 
concerning such matters as compensation for the use of the DB AG's right of way (during the 
tour) and the stationing of the train, during its visit to Berlin, at the Ostbahnhof station instead 
of the more centrally located Hauptbahnhof main railway station. The tour was scheduled to 
end on 8 May 2008 (the 63rd anniversary of the end of the European portion of WWII) when 
the train arrived at Auschwitz. However, it continued to make appearances through 2009, and 
as of January 2010 the website requests visitors to look for further travel plans at the end of 
February. 
 
Deutsche Reichsbahn (after 1949) 
  
Breakup of the Reichsbahn 
 
With the end of the Second World War in 1945 those parts of the Deutsche Reichsbahn that 
were outside the new German borders laid down in the Potsdam Agreement were transferred 
to the ownership and administration of the states in whose territory they were situated. For 
example, on 27 April 1945, the Austrian railways became independent again as the Austrian 
State Railway (Österreichische Staatseisenbahn or ÖStB), later renamed as the Austrian 
Federal Railways (Österreichische Bundesbahnen or ÖBB) on 5 August 1947. 
 
Railways in the occupation zones 
 
In addition, operational control of the rest of the DR was devolved to the respective zones of 
occupation so that the Reichsbahn legally existed in four parts until 1949. 
 
US Zone 
 
In the American Zone the Reichsbahn divisions of Augsburg, Frankfurt am Main, Kassel, 
Munich, Regensburg and Stuttgart (for the railways in Württemberg-Baden) were 
subordinated to the Senior Control Office US Zone (Oberbetriebsleitung United States Zone) 
in Frankfurt. 
 
British Zone 
 
The Reichsbahn divisions of Essen, Hamburg, Hanover, Cologne, Münster (Westfalen) and 
Wuppertal were grouped into the Reichsbahn-Generaldirektion in the British Zone under 
Director General Max Leibbrand in Bielefeld. 
 
French Zone 
 
In the French Occupation Zone, the railways were grouped into the Operating Association of 
the Southwest German Railways (Betriebsvereinigung der Südwestdeutschen Eisenbahnen) 
with its headquarters in Speyer. The Operating Association included the railway divisions of 
Karlsruhe (in the US Zone), Mainz and Saarbrücken. After the Saarland was transferred from 
the French Zone and was given its own state railway – the Railways of the Saarland 
(Eisenbahnen des Saarlandes) – the rest of the network of the Saarbrücken division went into 
the new Trier division. After the Deutsche Bundesbahn was formed this Operating Associated 
was merged with it. 
 
Soviet Zone 
 
The Soviet zone of occupation became a self-declared socialist state, the German Democratic 
Republic (commonly known as East Germany), on 7 October 1949. One month prior, on 7 
September 1949, the railway systems in the three western zones (the Federal Republic of 
Germany), were reunified and renamed the Deutsche Bundesbahn (DB - German Federal 
Railways). 
 
On the formation of East Germany on 7 October 1949, the railway system in the Soviet Zone 
retained the name Deutsche Reichsbahn (DR), despite the connotations of the word "Reich"; 
this was due to the designation of the Reichsbahn in postwar treaties and military protocols as 
the railway operator in West Berlin, a role it retained until the creation of the unified and 
privatized DB AG at the beginning of 1994. 
 
Bizone and creation of the DB 
 
To conform to the formation of the Bizone in 1946 the Head Office of the Railways of the 
American and British Occupation Regions (Hauptverwaltung der Eisenbahnen des 
amerikanischen und britischen Besatzungsgebiets) was created. In 1947 it moved its 
headquarters to Offenbach am Main and called itself the Deutsche Reichsbahn in the United 
Economic Region (Deutsche Reichsbahn im Vereinigten Wirtschaftsgebiet). Following the 
foundation of the Federal Republic of Germany, it was renamed to the Deutsche Bundesbahn. 
 
East German Deutsche Reichsbahn 
 
Main article: Deutsche Reichsbahn (East Germany) 
In the post-war years, the DR in East Germany continued to develop independently of the DB, 
but very much in parallel. The locomotive classification scheme, based on that of the DRG, 
was extended. The production, conversion and development of steam locomotives initially 
continued in earnest; older, especially ex-Länderbahn classes being rationalised and 
withdrawn from service. A major conversion (Rekonstruction) programme to update steam 
locomotives and rectify flawed, mainly wartime austerity, classes was carried out in the 1950s. 
Gradually, however, they were replaced by the more economical and easier-to-maintain diesel 
and electric classes. In general this happened rather later than in the West. In 1970, the DR 
renumbered its locomotives in order to conform to new computerised data standards. 
 
On 3 October 1990, the GDR state acceded to the Federal Republic of Germany. Initially the 
two railway administrations continued to operate separately, but in 1994 they were merged to 
form the new Deutsche Bahn. 

Deutsche Reichsbahn-Gesellschaft (Germany) 42,611 The Deutsche Reichsbahn, also known as the German National Railway, the German State 
Railway, German Reich Railway, and the German Imperial Railway, was the German national 
railway system created after the end of World War I from the regional railways of the individual 
states of the German Empire. The Deutsche Reichsbahn has been described as "the largest 
enterprise in the capitalist world in the years between 1920 and 1932", nevertheless its 
importance "arises primarily from the fact that the Reichsbahn was at the center of events in a 
period of great turmoil in German history". 
 
Deutsche Reichsbahn-Gesellschaft (1924–1937) 
 
A DRG conductor in 1928 
Among the provisions of the 1924 Dawes Plan was a plan to utilize the state railway 
completely for the payment of war reparations. Following the plan's publication, on 12 
February 1924, the Reich government announced the creation of the Deutsche Reichsbahn 
as a state enterprise under the Reich Ministry of Transport (German: 
Reichsverkehrsministerium). 
 
As this was not enough to satisfy the reparations creditors, on 30 August 1924 a law was 
enacted providing for the establishment of a state-owned Deutsche Reichsbahn-Gesellschaft 
("German Imperial Railway Company", DRG) as a public holding company to operate the 
national railways. The aim was to earn profits which, under the Dawes Plan, were to be used 
to contribute to Germany's war reparations. 
 
At the same time as the Reichsbahn law was enacted, the company was handed a bill of 
eleven billion Goldmarks to be paid to the Allied powers, while its original capital was valued 
at fifteen billion Goldmarks. These terms were later amended in the Young Plan. 
Nevertheless, the Great Depression and the regular payment of war reparations (about 660 
million Reichsmarks annually) put a considerable strain on the Reichsbahn. Not until the 
Lausanne Conference of 1932 was the Reichsbahn released from its financial obligations. In 
total, about 3.87 billion Goldmarks was paid in reparations to the Allied powers. 
 
During the DRG period the following milestones occurred: 
 
1 October 1930: the DRG took over the Bremen Port Railway (Hafenbahn Bremen) 
27 June 1933: the DRG's sister company the Reichsautobahn was founded 
1 March 1935: the railways of the Saar were incorporated 
 
The beginning of the DRG was characterised by the acquisition of new rolling stock built to 
standard types, such as the standard steam locomotives (–Einheitsdampflokomotiven). The 
stock already in use had been inherited from the various state railways and comprised a great 
number of designs, many of them quite old. In fact, the DRG was unable to procure new stock 
in the numbers it wanted to both for financial reasons and due to delays in upgrading the lines 
to carry higher axle loads. The locomotive classes taken over from the old state railways, 
especially those from the Prussia, continued to dominate the scene until the end of the 1930s. 
They included, for example, the Prussian P 8 (BR 38.10-40), Prussian P 10 (BR 39), Prussian 
G 12 (BR 58.10) and the Prussian T 20 (BR 95). The Bavarian S 3/6 (BR 18.5) express 
locomotive even continued in production until 1930. 
 
Not until the procurement programme for the wartime Kriegslokomotiven were new goods 
locomotives built in large numbers, but of course now for a very different purpose. 
 
Taking lead from the German Labor Front, the Deutsche Reichsbahn took part in the conflict 
of intermarriage in Germany. In August 1933 Robert Ley, leader of Reich Labor, demanded 
that those administrators working for the German Labor Front be married only to German 
individuals. The Deutsche Reichsbahn took the lead in discriminating against intermarried 
workers, firing German employees married to Jews and forbidding intermarried Germans from 
working there in the future, starting in November 1933. 
 
In 1935 the railway network had a total of 68,728 kilometres of line, of which 30,330 km was 
main line railway, 27,209 km were branch lines and 10,496 km were light railways. 
 
In the latter part of the 1930s, the development of high-speed trains like the "Flying 
Hamburger" was accelerated. Before that streamlined steam engines had been built, but they 
were not as economical as the high-speed diesel and electric railcars. Although the Borsig 
streamlined steam engine, the no. 05 002 reached a speed of 200.4 km/h (124.5 mph) during 
a demonstration run, the Reichsbahn preferred fast railcars on its high speed network. The 
potential of these express trains was demonstrated by the Schienenzeppelin in its record run 
on 21 June 1931 when it reached a top speed of 230.2 km/h. 
 
Before the Second World War the most important railway lines ran in an east–west direction. 
The high-speed lines at that time were on the Prussian Eastern Railway which ran through the 
Polish corridor (albeit slower there due to the poor state of the tracks), the lines from Berlin to 
Hamburg, via Hanover to the Ruhrgebiet, via Frankfurt am Main to southwest Germany, on 
which the diesel express trains ran, and the Silesian Railway from Berlin to Breslau (now 
Wrocław).

Diakopto-Kalavryta Railway (Diakopto, Greece) 14 2,460 17.0%
Diamond & Caldor Railway (Somerset (Caldor), CA ) 34 8.0% The Diamond & Caldor Railroad was built as a narrow gauge railroad by the California Door 

Company to haul lumber from Diamond Springs (5 miles south of Placerville) to California 
Door's saw mill and finishing plant at Caldor, located inside the Eldorado National Forest. The 
scenic line required 63 trestles to complete construction.

Dickey & Campbell Lumber Company Railroad (Black Mountain 
City, NC )

21 5.2% Corporate or commonly used name: Mount Mitchell Railroad
Diesel Division of General Motors of Canada (London, ON Canada)
Dolly Varden Mines Railway (Alice Arm, BC Canada) 18 5.0% The Dolly Varden Mine Railway connected the Dolly Varden Mine, containing some of the 

richest deposits of silver ore ever found, with the wharf at Alice Arm. Alice Arm was located on 
a body of water upstream from the Pacific Ocean.

Dolores, Paradox & Grand Junction Railroad (Dolores, CO ) 45 6,936 8.0% The second Montezuma Lumber Company operation succeeded the Colorado and 
Southwestern Railroad until about World War I.  The Colorado and Southwestern Railroad 
Company had taken over the Dolores, Paradox and Grand Junction Railroad Company grade, 
which operated three lines north from Dolores between 1913 and 1925, with the Horse Camp 
(or Horse Creek Camp) being the center of its operations.  It had more than fifty miles of track, 
including a line between McPhee and Dolores until 1948. (Ref 2)

Dominion Atlantic Railway (Windsor, NS Canada) 288 During the late 1970's and 1980's, the Canadian Pacific was faced with declining revenues 
and profits for its lines east of Montreal.  As a result of this trend, the Canadian Atlantic 
Railway was organized in 1988 by the Canadian Pacific to operate its lines east of Megantic, 
Quebec. The principal predecessor lines that were iincluded in this reorganization included 
the Dominion Atlantic Railway, the European & North American Railway, the New Brunswick 
Railway and the International Railway of Maine. 
--------------- 
The Dominion Atlantic Railway (reporting mark DA) was a historic Canadian railway which 
operated in the western part of Nova Scotia, primarily through an agricultural district known as 
the Annapolis Valley. 
 
The DAR's corporate headquarters were originally located in London, United Kingdom, until 
1912, followed by Montreal, Quebec, but was always operationally headquartered in Kentville, 
Nova Scotia, where the railway retained a unique identity and a high degree of independence 
until the end of steam. A depiction of Evangeline from the poem Evangeline, A Tale of Acadie 
published in 1847 by Henry Wadsworth Longfellow was incorporated into the DAR logo along 
with the text 'Land of Evangeline Route'. 
 
The company is still legally incorporated and files annual returns with the Nova Scotia 
Registry of Joint Stock; its headquarters are now in Calgary, Alberta. Portions of the line are 
still operated by the Windsor and Hantsport Railway. 
 
The Dominion Atlantic Railway was unusually diverse for a regional railway, operating its own 
hotel chain, steamship line and named luxury trains such as the Flying Bluenose. It is credited 
with playing a major role in developing Nova Scotia's tourism and agriculture industries. 
 
History 
 
The DAR was created on October 1, 1894, through a merger of two end-to-end systems. the 
Windsor and Annapolis Railway (W&A) and the Western Counties Railway (WCR). The larger 
and more successful W&A bought out the rival WCR for $265,000. The merger was 
authorized by the provincial legislature in 1893. 
 
The W&A owned the track between its namesake port towns of Windsor and Annapolis Royal, 
and had also negotiated trackage rights to operate over the Intercolonial Railway's former 
Nova Scotia Railway "Windsor Branch" between Windsor Junction and Windsor, as well as on 
the IRC mainline from Windsor Junction into Halifax. The WCR on the other hand, operated 
between Yarmouth and Digby. The new DAR thus had a gap in its trackage between 
Annapolis Royal and Digby, which would otherwise be continuous from Yarmouth to Halifax. 
The gap was eventually closed in the early 1890s with government assistance. 
 
Although the DAR technically connected to the Intercolonial Railway at Windsor, the IRC 
rarely operated on this line and left it to the DAR beyond the mainline connection at Windsor 
Junction. The DAR system also connected with the Midland Railway at Windsor, the Nova 
Scotia Central Railway (NSCR) and the Middleton and Victoria Beach Railway (M&VBR) at 
Middleton, and the Halifax and Southwestern Railway (H&SW) at Yarmouth. The NSCR and 
M&VBR were both eventually purchased by the H&SW. 
 
The DAR also had a branch north of Kentville to Kingsport, the former Cornwallis Valley 
Railway completed in 1889. A westward extension of this branch was started in 1905 on a line 
formally chartered as the North Mountain Railway from a junction on the Kingsport line at 
Centreville west to Weston. It was completed in 1914. 
 
Also in 1905, the DAR purchased the Midland Railway, giving a more direct connection 
between Windsor and the Intercolonial Railway at Truro where lines headed east to Pictou 
and Cape Breton Island, and west to New Brunswick. 
 
Passenger Service 
 
The DAR exploited its steamship connections to develop a high level of passenger service not 
usually seen on regional railways. The DAR not only operated a busy schedule of mixed and 
express trains, but building on service first tried by its predecessor company, the W&A, the 
DAR launched several prominent named trains such as the Flying Bluenose and the New 
Yorker connecting with Boston and New York steamships in the summer. The railway bought 
the first Pullman parlour cars in all of Canada for this service. 
 
Influenced by promotional themes from Yarmouth steamship companies, the DAR developed 
an identity as "The Land of Evangeline Route" exploiting interest in Henry Wadsworth 
Longfellow's poem about the Acadians. This promotion grew to include a whole series of 
posters, postcards, books, named locomotives and a prominent herald depicting Evangeline 
which was seen on all DAR publications and most locomotives. The DAR purchased land at 
Grand Pré in 1917 and built a large garden and replica church dedicated to the memory of the 
Acadians. It became not only a popular tourism destination but also evolved into a shrine to 
Acadian people. 
 
The successful development of this market created a remarkable growth in DAR passenger 
traffic which soared to over 200,000 riders a year in its first five years and is regarded by 
historians as the introduction of mass tourism in Atlantic Canada. 
 
Canadian Pacific Ownership 
 
On November 13, 1911, the DAR and all of its subsidiaries was leased by the Canadian 
Pacific Railway. The move gave the CPR access to the port of Halifax. The new owners 
allowed the DAR to retain its independence in operations and corporate identity for many 
decades, making it "the most famous railway in the province". George Graham, a rising CPR 
superintendent, was appointed General Manager in 1915 to upgrade and expand the DAR. 
Major new investments were made in locomotives and service facilities. Graham built the 
Grand Pré Park and built a chain of DAR railway hotels including the Digby Pines Resort, the 
"Cornwallis Inn" in Kentville and the Lord Nelson Hotel in Halifax. With its own steamships, 
hotels and branchlines, the DAR was regarded by some as a "Canadian Pacific in miniature". 
 
Throughout the First World War the DAR played an important wartime role. It shipped large 
numbers of troops from the major Canadian Army training base near Kentville (Aldershot 
Military Camp). A DAR relief train was one of the first trains to rush with help after the Halifax 
Explosion in 1917. 
 
The DAR's importance increased in the Second World War as it was the sole railway serving 
HMCS Cornwallis, a Royal Canadian Navy training and operations base on Annapolis Basin, 
RCAF Station Greenwood at Greenwood and RCAF Station Stanley at Stanley, as well as the 
Aldershot Military Camp. HMCS Cornwallis, Digby and Yarmouth were also important RCN 
operating ports. 
 
Decline 
 
Declining passenger business and the collapse of the Annapolis Valley's apple industry led to 
reduction in service. The DAR's steamship services on Minas Basin and the Gulf of Maine 
were abandoned, although the company maintained the passenger/auto ferry connection 
between Digby and Saint John. With passenger service falling, the DAR sold its hotel chain as 
well as the Grand Pré Park in 1957. The S-3s and the original two RDCs were lettered 
Dominion Atlantic, which makes them unique as the only diesel era equipment lettered for a 
Canadian Pacific subsidiary line. However, the SW1200RSes and subsequent RDCs were 
lettered Canadian Pacific. Throughout the rest of the railway's existence, only maintenance of 
way vehicles, passenger timetables, tickets, stationary, and stations carried the DAR moniker. 
 
By the 1970s, the DAR was starting to see its operations west of Kentville reduced to 
branchline status. The Cornwallis Valley Railway branchlines north of Kentville to Kingsport 
and Weston were abandoned on January 31, 1961, for lack of passenger traffic and the 
postwar collapse of the apple industry and reduced to a three mile spur line to Steam Mill 
Village. CPR began reducing its passenger service to minimal levels between Halifax-
Yarmouth and Windsor-Truro upon construction of the parallel taxpayer-funded all-weather 
Highway 101 between Halifax and Kentville after 1970. In a 1969 agreement with the 
provincial and federal governments, CPR built a new passenger/auto ferry for service 
between Saint John and Digby, while the governments built new ferry terminals and 
connecting highways. Both of the new ferry terminals were built away from the railway lines, 
so that neither permitted rail-side transfers at the dock from passenger train to ferry, causing 
the Dayliner or RDC service to suffer further declines in passenger numbers. 
 
The only bright spot for DAR was in gypsum traffic, a mineral that was quarried just east of 
Windsor and hauled to expanded port facilities at Hantsport; it was in high demand throughout 
the post-war years during the North American housing construction boom. Prior to Hantsport's 
expansion, gypsum had also been hauled farther west to the Annapolis Basin at Deep Brook, 
however shipping operations were consolidated at Hantsport in the post-war years. 
 
In 1978, financial responsibility for the Halifax-Yarmouth passenger services was transferred 
to the federally owned Crown corporation Via Rail from the DAR/CPR. The Windsor-Truro 
mixed train passenger service was abandoned after being deemed non-essential, reducing 
that line to branch line freight status. Passenger service on the DAR began to rise, particularly 
after a 1983 schedule change which provided a daily return trip to Halifax from all points on 
the line, as well as improved connections to other Via trains at Halifax. Via also introduced 
refurbished Budd RDCs, and began a modest promotional campaign which included naming 
the train after its DAR roots, the Evangeline. By 1984, Via reported that traffic in its Halifax-
Yarmouth service had quadrupled to an average of more than 100 passengers per trip, 
eclipsing most of the decline experienced in previous decades. The Evangeline would 
continue operating until January 15, 1990, following a massive cut in funding to Via's 
branchline services ordered in the 1989 federal budget. 
 
Railway decline in southwestern Nova Scotia 
 
In 1981, Canadian National Railway, successor to the Halifax and Southwestern Railway, 
abandoned its trackage which connected to the DAR at Yarmouth and Middleton. On May 22, 
1986, the DAR abandoned its tracks between Truro and Mantua, just east of Windsor where it 
continued to serve a gypsum quarry. In 1988, CPR announced that all of its money-losing 
services east of Montreal would be grouped under a new internal marketing division called 
Canadian Atlantic Railway (of which the DAR was one component, along with CPR properties 
in New Brunswick, Maine, and the Eastern Townships of Quebec). 
 
The fate of any possible resurgence in freight and passenger traffic on the tracks west of 
Kentville was sealed with the construction of final links in the all-weather Highway 101 
between Kentville and Yarmouth in the mid to late 1980s; in addition, there were several large 
steel bridges on this section of the railroad that were nearing the end of their maintenance 
lifecycle, thus requiring major expenditures. By 1989, almost the only trains using this portion 
of the DAR were the Via RDCs, which were experiencing passenger declines due to recent 
highway expansion and competing bus services, as well as changes to Via connecting train 
schedules. In the January 15, 1990, cuts to Via Rail by the government of Prime Minister 
Brian Mulroney, the RDC service between Halifax and Yarmouth was abolished. 
 
On March 27, 1990, CPR abandoned the DAR's trackage west of Kentville to Yarmouth, 
concentrating efforts on the more-profitable eastern end of the DAR which hauled gypsum 
and served a concentration of industries in New Minas as well as a short remnant of the 
Kingsport line between Kentville and Steam Mill Village. On September 16, 1993, the DAR 
operated the last freight train in Kentville and by October had reduced its western-most 
trackage to New Minas. The locomotive shop facilities were moved that month from Kentville 
to Windsor. 
 
Selling the DAR 
 
In 1993 CPR announced that it was selling its entire Canadian Atlantic Railway subsidiary, 
including the DAR. Although the New Brunswick-Quebec section of CAR would actually be 
abandoned for a short period at the end of December 1994, the DAR was sold to Iron Road 
Railways, owner of the Bangor and Aroostook Railroad. The DAR operated its last four trains 
on Friday, August 26, 1994, just 36 days short of one hundred years. 
 
Its successor, the Windsor and Hantsport Railway, began operations on August 27, 1994, 
maintaining service on the remnants of the DAR between Windsor and New Minas, including 
the remnant of the Truro Subdivision that served the large open pit gypsum mines several 
miles east of Windsor, as well as operating the "Windsor Branch" to Windsor Junction where 
the system had a connection with CN's mainline between Halifax and Montreal. The W&H 
assumed the original long-term lease of the Windsor Branch from CN which is set to expire in 
2013. 

Dominion Car & Foundry Company (Montreal Ville St. Pierre, QC 
Canada)

Canada Car Co., Dominion Car & Foundry, and Rhodes, Curry & Co. were consolidated in 
1909 to form the Canadian Car & Foundry Company. The Dominion Car & Foundry plant was 
built as new construction in 1906 for the construction of steel cars,  bolsters, brake beams and 
other railway appliances.  The plant was able to produce up to 30 freight cars per day.  The 
last railway cars were produced in this plant in 1961.

Dotterer & Eason) The firm of Dotterer & Eason built the "Best Friend of Charleston" at the West Point Foundry 
in New York city for the South Carolina Canal and Rail Road Company. (Ref 1) In total, the 
company built 7 of the country's first steam locomotives. (Ref 2)

Downeaster (Boston, MA ) 145 The Downeaster is a 145-mile (233 km) regional passenger train service, managed by the 
Northern New England Passenger Rail Authority (NNEPRA), an agency of the state of Maine, 
and operated by Amtrak. Named for the Down East region of Maine, the train runs from North 
Station in Boston, Massachusetts to Brunswick, Maine, with 10 intermediate stops. The train 
operates five daily round trips between Boston and Brunswick. 
 
n 2018, the Downeaster carried 551,038 passengers and earned ticket revenue of $10.2 
million. 
 
The Downeaster follows the route historically used by the Pine Tree and Flying Yankee trains 
that traveled from Bangor to Boston and were operated jointly by the Boston & Maine Railroad 
and Maine Central Railroad. All passenger operations between Portland and Boston ceased in 
1965.

Drachenfels Railway (Königswinter /Drachenfels (opposite Bonn), 
Germany)

1 948 20.0% The Drachenfels Railway (German: Drachenfelsbahn) is a rack railway line in the North 
Rhine-Westphalia region of Germany. The line runs from Königswinter to the summit of the 
Drachenfels mountain at an altitude of 289 m (948 ft). Besides the two terminal stations, an 
intermediate station serves the Schloss Drachenburg. 
 
The Drachenfels Railway is one of only four rack railways still operational in Germany, along 
with the Bavarian Zugspitze Railway, the Stuttgart Rack Railway and the Wendelstein 
Railway. 
 
Operation 
 
The line is 1.5 km (0.93 mi) long and is single track. There are two terminal stations, 
Königswinter Drachenfelsbahn and Drachenfels, and a single intermediate station, 
Drachenburg, which also has a passing loop. The line has a rail gauge of 1,000 mm (3 ft 3 
3⁄8 in) and uses the Riggenbach rack design to overcome a height difference of 220 m (722 ft) 
and a maximum gradient of 20%. The line is electrified, with overhead supply at 750 V DC. 
 
The service is operated with a fleet of four four-wheel electric railcars, built in Rastatt between 
1955 and 1960, plus a fifth identical railcar built by the railway itself in 1979. Although double-
ended, the railcars are unusual in that they have doors only on one side, as all platforms are 
on the same side of the track. They can operate either singly or in pairs. 
 
From March to October, trains operate every 30 minutes, with additional trains if the traffic 
requires it. In November, January and February trains are less frequent, whilst no trains 
operate in December. 
 
The Königswinter Drachenfelsbahn station lies some 750 metres (2,460 ft) from Königswinter 
railway station, on the Rhine East Bank Railway, and 650 metres (2,130 ft) from the 
Königswinter Fähre stop of line 66 of the Bonn Stadtbahn. A steam-outline road train links the 
Drachenfels Railway with the town centre, railway stations and Rhine promenade. 
 
History 
 
The line opened, with trains propelled by steam locomotives, on July 13, 1883. In 1913 the 
line was purchased by Ferdinand Mülhens, who also owned the Petersberg Railway that 
linked Königswinter to the Petersberg mountain peak. Although separately constructed and 
never physically connected, the two railways used the same track gauge and rack equipment, 
and were under common management from then until the Petersberg Railway closed in 1958. 
Rolling stock was occasionally transferred between the two lines. 
 
The Drachenfels Railway was converted to electric traction in 1953, with steam trains retained 
for use in times of peak traffic. On September 14, 1958 the railway suffered a serious accident 
when a steam train derailed, resulting in 17 deaths and ending the use of steam on the line. 
One of the line's former steam locomotives is displayed outside the lower station. 
 
Between 1998 and 1999, the line's railcars were modernised by SLM. Between 2004 and 
2005, the lower station was rebuilt, in conjunction with the city of Königswinter, as a combined 
railway station, tourist information centre and exhibition centre.

Driving Creek Railway (Coromandel, New Zealand) 2 7.1% The Driving Creek Railway is a narrow gauge bush and mountain railway on the outskirts of 
the provincial town of Coromandel on the northwestern coast of the Coromandel Peninsula on 
New Zealand's North Island. The railway leads up the mountain to a viewing platform building 
165 m high above the surrounding Coromandel west coast country.

Drummond & Phillipsburg Railroad (Drummond, MT ) 26 . By 1890, Philipsburg was the largest silver-producing district in the world. 
Dubuque & Pacific Railroad (Dubuque, IA ) 325 The Dubuque & Pacific was granted a charter by the Iowa Legislature on April 28, 1853 to 

build a railroad from Dubuque, IA to the Pacific ocean. The line soon fell into financial 
difficulties during the Panic of 1857, resulting in the ending of construction at Earlville, IA-only 
37 miles west of Dubuque. The Dubuque & Pacific was then succeeded by the Dubuque & 
Sioux City, which would build a line from Dubuque to Iowa Falls, IA, and the Iowa Falls & 
Sioux City, which would continue the line from Iowa Falls to Sioux City, IA. The railroad built 
by these companies became the mainline of the Illinois Central in Iowa.

Dubuque & Sioux City Railroad (Dubuque, IA ) 763 The Dubuque & Pacific was granted a charter by the Iowa Legislature on April 28, 1853 to 
build a railroad from Dubuque, IA to the Pacific ocean. The line soon fell into financial 
difficulties, and was succeeded by the Dubuque & Sioux City, which would build a line from 
Dubuque to Iowa Falls, IA, and the Iowa Falls & Sioux City, which would continue the line from 
Iowa Falls to Sioux City, IA. The railroad built by these companies became the mainline of the 
Illinois Central in Iowa.  Ackley was constructed as the terminus of the Dubuque and Sioux 
City Railroad in 1865, and as such briefly became an essential shipping and receiving center 
for farm commodities and manufactured goods. The line to Iowa Falls was completed in the 
spring of 1866, which remained its western terminus for two more years.   
 
In 1868 the Iowa Falls and Sioux City Railroad Company completed the line to Sioux City, 
thus connecting all Iowa from the east to the west. In 1870 this line was leased to the Illinois 
Central Railroad.  Construction had reached Iowa Falls by 1867, when the The Dubuque & 
Sioux City was leased by the Illinois Central. The lease allowed the Illinois Central to extend 
its construction, using the Iowa Falls & Sioux City to reach Sioux City in 1870.   
 
The Cedar Rapids & Chicago Railroad, the Iowa Falls & Sioux City Railroad, the Cherokee & 
Dakota Railroad, and the Cedar Falls & Minnesota Railroad were purchased at foreclosure 
Sale, June 1, 1896, and merged into the Dubuque & Sioux City in 1888.   
 
The Dubuque & Sioux City eventually was extended, and connected with the parent Illinois 
Central at Freeport, IL.  Dubuque & Sioux City  
 
Railroad route structure in 1900-  Dubuque to Sioux City 326.58  Onawa, lA to Sioux Falls, SD 
153.23  Cedar Rapids to Manchester 41.74  Cedar Falls June, to Minnesota State Line 75.58  

Duewag AG (Krefeld, Germany) Duewag AG was one of Germany's major manufacturers for rail vehicles such as  trams, 
trolleys, and streetcars.Duluth & Iron Range Railroad (Duluth, MN ) 271 3.0% The Duluth & Iron Range Railroad was formed in 1874 by the Minnesota Iron Company to 
haul iron ore from its Soudan mine to Two Harbors. The line was chartered in 1874, but was 
not opened until July 31, 1884. The line was originally build to transport iron ore from the 
Vermillion Range at Tower, MN to Two Harbors, MN, northeast of Duluth on Lake Superior. A 
connecting line was then built between Two Harbors and Duluth.  The line, as originally 
constructed, had a 3% grade near Two Harbors. (Ref 3) 
 
Construction was completed in 1883 on a line that ran between the Vermilion Range and 
Agate Bay (later renamed Two Harbors in 1888). Two wooden ore loading docks were built at 
Two Harbors in 1883-84 to allow unloading of the iron ore from the railroad cars, which then 
dropped into the holds of ships that were moored alongside the pier. The iron ore would then 
be shipped to steel mills in Pittsburgh, and later Chicago and Gary, IN over the Great Lakes.    
 
In 1901, the Duluth & Iron Range owned 68 miles of track between Two Harbors and Tower, 
as well as the 26-mile line to Duluth, a 21-mile link to Ely, and 30 additional miles of track to 
various Mesabi locations. The company also owned five docks at Two Harbors, 70 
locomotives, and 3,635 rail cars. (Ref 2) 
 
In 1907, six docks served the port. The #6 dock was built of concrete and steel in order to 
handle the increase ore loading demands. Over 9 million tons of ore were shipped from this 
port in 1909, only 2 million tons less cargo than were shipped through the Suez Canal by Asia 
and China combined. By 1916, the #1 & 2 Docks were rebuilt of steel, and the 3 remaining 
wooden docks were demolished.   
 
With iron ore vital to the national defense, the docks were placed under heavy security. During 
World War I, 96 men provided security for the docks, and a pass was required to gain access 
to the harbor area. During World War II, steel production increased dramatically, in order to 
meet the needs of the military, with a record 19.3 million tons of ore being shipped from Two 
Harbors.  The railroad made significant contributions to the growth of the town of Two 
Harbors. The Minnesota Iron Company and the Duluth & Iron Range was bought by Illinois 
Steel in 1887 which, in 1901, became part of United States Steel Corporation. The D&IR then 
merged into the Duluth Missabe & Iron Range in 1938.   
 
Operated under lease by the Duluth, Missabi & Northern Railway from January 10, 1930, to 
June 30, 1937; company appears to have been liquidated in March, 1938, and was then 
acquired/merged with the Duluth, Missabe & Northern to form the Duluth, Missabe & Iron 
Range Railway.  Duluth, via Two Harbors, to Ely, Minnesota, 117.22 miles. Tower Branch: 
Tower Junction to Tower, Minnesota, 1.40 miles. Virginia Branch: Allen Junction to Virginia, 
Minnesota, 25.30 miles. Auburn Mine Branch: Mariska to Eveleth, 4.94 miles. Fayal Branch: 
McKinley to Fayal, Minnesota, 8.53 miles. Mine Branches: Main Lines to mines and industries, 
26.64 miles. Trackage: St. Paul & Duluth Railroad: Union Depot to 5th Avenue, East Duluth, 
Minnesota, .80 miles.    
 
Controlled by Minnesota Iron Co., a Subsidiary of United States Steel Co. All of the capital 
stock of this Company was acquired by the Duluth, Missabe & Iron Range Railway, in 
January, 1938. Company appears to have been liquidated in March, 1938. 

Duluth, Missabe & Iron Range Railway (Hibbing, MN ) 490 The Duluth, Missabe and Iron Range Railway was the largest railroad in North America 
dedicated to transporting iron ore from the mines to ships.Duluth, Missabe & Northern Railroad (Duluth, MN ) 354 The Duluth, Missabe and Northern Railway (DM&N) was organized in 1891 to haul iron ore 
from Mountain Iron in the Missabe Range  to Superior and Duluth. [3] It was one of the 
earliest iron ore hauling railroads of the area, said to have built the largest iron ore docks in 
the world, and later was one of the constituent railroads in the merger that formed the Duluth, 
Missabe and Iron Range Railway.

Duluth, South Shore & Atlantic Railway (Duluth, MN ) 623 The Duluth, South Shore & Atlantic Railway (DSS&A) (reporting mark DSA) served the Upper 
Peninsula of Michigan and the Lake Superior shoreline of Wisconsin. It provided service from 
St. Ignace, Michigan (opposite Mackinaw City*) and Sault Ste. Marie, Michigan, westward 
through Marquette, Michigan to Superior, Wisconsin, and Duluth, Minnesota. A branchline 
stretched northward from Nestoria, Michigan up to the Keweenaw Peninsula and terminating 
at Houghton, Michigan, with two branches extending further to Calumet, Michigan and Lake 
Linden, Michigan. 
 
* Three railways (Grand Rapids & Indiana, Duluth, South Shore & Atlantic and the Michigan 
Central) serving the Straits of Mackinac formed the Mackinac Transportation Company to 
connect Michigan's Upper Peninsula at Mackinaw City with Michigan's Lower Peninsula at St. 
Ignace, MI across the Straits of Mackinac. The Duluth, South Shore & Atlantic (Soo Line in 
later years) operated in the upper peninsula-its°Ø lines terminated in St. Ignace, MI. The other 
railroads operated in the Lower Peninsula, with their lines terminating in Mackinaw City. 
 
The Duluth, South Shore & Atlantic Railway was organized in the hope that it would become a 
transcontinental link between the Canadian Pacific at the Sault and the Northern Pacific at 
Duluth, with its main route taking passengers from the Twin Ports of Duluth-Superior through 
Northern Wisconsin and the Upper Peninsula of Michigan to St. Ignace, where a connecting 
car ferry transported railway cars and passengers to Mackinac. 
 
The first predecessor of the DSS&A began operations in 1855. The railroad fell under the 
control of the Canadian Pacific Railway (CPR) in 1888, and was operated from 1888 until 
1960 as an independent subsidiary of the CPR. In 1949, a reorganization of the DSS&A took 
place, creating new heralds and designating the company a railroad instead of a railway. In 
1961**, the DSS&A was folded into the CPR-controlled Soo Line Railroad.  
 
** * In 1957, the State of Michigan opened the Mackinac Bridge, a 5-mile (8.0 km) long 
suspension bridge carrying an all-weather hard road across the Straits of Mackinac into the 
Upper Peninsula. The opening of the bridge had a drastic affect on passenger train usage. As 
a result, the DSS&A ended its passenger train service in January of 1958. In 1961, the 
Canadian Pacific merged the DSS&A with the Minneapolis, St. Paul and Sault Ste. Marie; the 
two lines became the Soo Line.  
 
Since 2001, the remaining operating trackage of the former DSS&A was operated by the 
Canadian National Railway (CN). The original DSS&A trackage still operated is now limited to 
the areas between Trout Lake and Munising Junction, Ishpeming and Baraga, and White Pine 
and Marengo Junction. 
 
Early development and History 
 
The development in the 1850s of hematite iron ore mines in the Upper Peninsula hills above 
Marquette encouraged the development of numerous railroad plans for spur lines and 
connecting routes between mines, local boom towns, and the shores of the Great Lakes. 
While most of the Upper Peninsula's iron ore and Keweenaw copper was shipped to the rest 
of the United States by lake boat, the inability of water-based shippers to offer service to 
northern Michigan in winter encouraged railroad promoters to launch numerous plans for lines 
in the Upper Peninsula. 
 
By the 1870s, a maze of corporate charters and tiny stub lines had been created or built in the 
central Upper Peninsula, primarily to carry iron or copper ore from the mines down to smelters 
and docks on the shores of Lake Superior and Lake Michigan. In 1879-81, venture capitalists 
led the construction of the Detroit, Mackinac & Marquette (DM&M), a standard-gauge main 
line from St. Ignace, on the Straits of Mackinac, to Marquette on Lake Superior. The roadbed 
included a surveyor-straight 25-mile (40 km) east-west section, the ancestor of today's 
°∞Seney stretch°±. Although the state of Michigan granted the DM&M more than 1.3 million 
acres (5,300 km©˜) of state land, almost 9000 acres-per-mile (23 km©˜/km) as a construction 
subsidy, by 1886 the new DM&M went into receivership. 
 
The DM&M was reorganized by venture capitalist James McMillan of Detroit, who led the 
rapid consolidation of the DM&M and many of the Upper Peninsula°Øs smaller railroads 
during the early 1880s. The new Duluth, South Shore & Atlantic went into operation as a 
merger of these lines in December 1886. 
 
Canadian control 
 
The Canadian Pacific Railway (CPR), transcontinental line, took control of the Duluth, South 
Shore & Atlantic in 1888. In 1892-94, CPR funds financed the construction of the DSS&A 
westward from the Keweenaw Peninsula to Duluth. 
 
During the 1890s, the timber industry reached the peak of its operations on the Lake Superior 
shoreline properties adjacent to the DSS&A's new main line, with irreplaceable old-growth 
white pines falling to the lumbermen's saws and axes. After white pines were exhausted, local 
cutters began to turn to high-quality hardwoods such as sugar maple, and then to pulpwoods 
such as paper birch and aspen. 
 
At the height of the railroad's operations in 1911, the DSS&A operated 623 miles (1,003 km) of 
track, of which 517 miles (832 km) were main line and 106 miles (171 km) were branch lines 
and trackage rights. The railroad operated 3,121 pieces of rolling stock, including 82 
locomotives, 67 passenger cars, 35 cabooses, and 2,957 freight cars. 
 
In 1913 the DSS&A's freight operations peaked at almost 1 million short tons (900,000 metric 
tons), of which more than half were forest products. In the late 1910s, timber yields began to 
decline all over the Upper Peninsula. This was a blow from which the DSS&A could not 
recover as an independent nameplate. Its story from 1920 onwards was that of the American 
railway industry as a whole, with negative factors intensified by unfavorable local business 
conditions in northern Michigan. 
 
In 1957, the State of Michigan opened the Mackinac Bridge, a 5-mile (8.0 km) long 
suspension bridge carrying an all-weather hard road across the Straits of Mackinac into the 
Upper Peninsula. The DSS&A responded by ending its remaining passenger rail service in 
January 1958. In 1961, its Canadian owners merged it with the Minneapolis, St. Paul and 
Sault Ste. Marie, and the DSS&A became part of the Soo Line. 
 
Nicknames and challenges 
 
The DSS&A's own "official" nickname for itself was "South Shore", referring to the railroad 
line's route along the south shore of Lake Superior. 
 
However, the DSS&A's allegedly poor-quality service throughout much of the 20th century 
inspired angry customers to impose several uncomplimentary acronyms on the struggling 
railroad, such as "Dead Slow Service & Agony" and "Damn Slow, Shabby Affair". Dissatisfied 
workers, meanwhile, suggested that the railroad's initials stood for "Damn Small Salary & 
Abuse". 
 
The DSS&A's thinly settled service area made it difficult for the railroad to raise adequate 
revenue to maintain its trackage in good condition, especially in winter. The region served by 
the railroad receives more snowfall in one year than other sections of the United States east 
of the Rockies receive in several years combined. From 1957 through 2005, the average 
snowfall on the Keweenaw Peninsula has been 241 inches (20.1 ft; 6.1 m) per year. Every 
winter, the DSS&A had to plow this snow off its tracks. 
 
Corporate actions 
 
Lines, leased in perpetuity, on February 15, 1887: Marquette, Houghton & Ontonagon 
Railroad, Marquette & Western Railroad; purchased these properties July 17, 1890.    
 
Controls Mineral Range Railroad through ownership of majority of that company's stock.   
 
Reorganized as Duluth, South Shore & Atlantic Railroad on October 18, 1949, controlled by 
Canadian Pacific, and merged the Mineral Range Railroad on the same date.  The 
Minneapolis, St. Paul & Sault Ste. Marie Railway, and the Duluth, South Shore & Atlantic 
merged with the Wisconsin Central  on January 1, 1961 to form the Soo Line Railroad. In 
1987, the line was sold to the new Wisconsin Central, which became part of the Canadian 
National in October 2001. 

Duluth, Superior & Michigan Railway (Saulte Sainte Marie, MI ) 0
Dunderberg Spiral Railway (Ft. Montgomery (Dunderberg 
Mountain), NY )

0 26.0% Dunderberg Mountain is on the west side of the Hudson River, oppoiste Peekskill.  In 1889, 
the Dunderberg Spiral Railway Corporation was formed with the goal of building a hotel at the 
top of Dunderberg. Tourists were to reach the hotel by means of a steam-powered railway. For 
the descent, the cars would be powered simply by gravity as the 12-mile (19 km) track wound 
its way back to the base of the mountain, like a roller coaster, affording scenic views of the 
Hudson and reaching speeds of up to 50 miles per hour (80 km/h).  Directors of the 
Dunderberg corporation included Henry J. Mumford, who with his brother H.L. Mumford, 
operated the former Mauch Chunk Railroad of similar design as a successful and well-known 
tourist attraction during the 1870s in what is now Jim Thorpe, Pennsylvania. The Mauch 
Chunk Railroad, originally designed for a coal mine, became the inspiration for modern 
amusement park roller coasters.  Funding for the Dunderberg project ran out in 1891 and the 
system was never completed; the reasons for the failure remain unclear.  Today, ruins and 
some signs of the Spiral Railway construction are still visible. The graded areas can be 
accessed from the Ramapo-Dunderberg and the Timp-Torne trails, and became somewhat 
popular for walking following publication of William Howell's two volumes of hiking diaries 
called "The Hudson Highlands" in 1933 and 1934, and reprinted by "Walking News" in 1982.

Duquesne Inclined Plane Co (Pittsburgh, PA ) 30.0%
Düsseldorf-Elberfeld Railway (Düsseldorf, Germany) 16 3.3% The Düsseldorf-Elberfeld Railway Company (German: Düsseldorf-Elberfelder Eisenbahn-

Gesellschaft, DEE) was founded in October 1835 and officially recognised by a Prussian 
government statute on 23 September 1837. This gave the company a concession for the 
construction and operation of the 26 kilometre long Düsseldorf–Elberfeld line via Erkrath, 
Hochdahl and Vohwinkel. One of the founders was the Elberfeld banker and later Prussian 
minister of Commerce and Industry, August von der Heydt (1801–1874). 
 
Construction 
 
The construction of the first section from Düsseldorf to Erkrath (8.12 km) began on 9 April 
1838 and it was opened for freight traffic on 20 December 1838. It was the first steam railway 
in western Germany (except for the short and sometimes horse-hauled Bavarian Ludwig 
Railway), the first in Prussia and the fifth in Germany. The Düsseldorf station was originally 
located at the south end of Königsallee rather than at the current Central Station. 
 
Erkrath–Hochdahl incline 
 
The biggest challenge in the construction of the line was dealing with the climb between 
Erkrath and Hochdahl. Because of the steep slope (1 in 30 (3.3%)) in this section for a long 
time trains had to be hauled by cable, originally driven by a stationary steam engine. A few 
months later haulage by cable attached to a stationary steam engine was changed to haulage 
by cable attached via pulleys to a locomotive running downhill on an additional track. In 1926, 
cable haulage on the incline was replaced by bank engines. 
 
Takeover 
 
During its existence the DEE only operated its original line. After the Bergisch-Märkische 
Railway Company (BME) was established on 18 October 1843 and which was also based in 
Elberfeld, the two companies worked closely together. The BME acquired the property of the 
DEE and its operating rights on 22 September 1856. 
 
 
The next section of the line from Erkrath to (Wuppertal) Vohwinkel (12.61 km) was put into 
operation for freight on 10 April 1841. The opening of the remaining 5.45 km to Steinbeck 
station in Elberfeld (now part of Wuppertal) followed on 3 September 1841, also only for 
freight. Passenger operations on the line started on 1 December 1841.

E.K. Wood Lumber Company (Bellingham, WA ) The E.K.Wood Lumber Company was Bellingham's largest employer. It also operated a large 
chain of retail lumber stores in the west, and a fleet of 14 ships in 1922.Eagle Lake & West Branch Railroad (Eagle Lake, ME ) 13 The Great Northern Paper Company in East Millinocket, ME was the world's largest paper mill 
and produced enough paper for nearly every newspaper in the U.S. Its plant was located on 
the banks of the Penobscot River, and logs were floated down the river to the plant. In 1902 a 
3,000 ft elevated tramway (see Eagle Lake Tramway) was constructed to transport log cars 
from Eagle Lake to Chamberlain Lake. In  1927, the Eagle Lake & West Branch Railroad was 
built to provide higher capacity log transfers.

Eagle Lake Tramway (Eagle Lake, ME ) 1 The Great Northern Paper Company in East Millinocket, ME was the world's largest paper mill 
and produced enough paper for nearly every newspaper in the U.S. Its plant was located on 
the banks of the Penobscot River, and logs were floated down the river to the plant. In 1902 a 
3,000 ft elevated tramway (see Eagle Lake Tramway) was constructed to transport log cars 
from Eagle Lake to Chamberlain Lake. In  1927, the Eagle Lake & West Branch Railroad was 
built to provide higher capacity log transfers.

East Branch & Lincoln Railroad (Lincoln, NH ) 72 The East Branch & Lincoln Railroad was the largest logging railroad in New England, covering 
about 72 miles, sidings included.East Buffalo Shops (Buffalo, NY ) The East Buffalo Shops were an important repair shop and car building location on the New 
York Central.East Cleveland Street Railway (Cleveland, OH ) 3 The East Cleveland Railway Company opened its first electrified line on June 24, 1884, 
becoming the first street railway to be operated by electricity in the United States.  East Indian Railway (Kolkata (formerly Calcutta), India) 4,217 The East Indian Railway (EIR) Company was incorporated in 1845 to connect East India with 
Delhi.  The East Indian Railway Company, later known as the East Indian Railway (EIR), 
introduced railways to eastern and northern India, while the Companies such as the Great 
Indian Peninsular Railway, South Indian Railway, Central India Railway and the North-
Western Railway operated in other parts of India. The company was established 1 June 1845 
in London by a deed of settlement with a capital of £4,000,000, largely raised in London.  
1845–1849  The first Board of Directors formed in 1845 comprised thirteen members and 
Rowland Macdonald Stephenson became the first Managing Director of the company.  
Rowland Macdonald Stephenson (later Sir Ronald, but familiarly known as Macdonald 
Stephenson) and three assistants travelled from England in 1845 and "with diligence and 
discretion" surveyed, statistically studied and costed the potential traffic for a railway route 
from Calcutta (the then commercial capital of India) to Delhi via Mirzapur. They assessed that 
the maximum cost of a twin-track line would not exceed £15000 per mile if the land was 
available without charge. The East Indian Railway Company was then formed and raised 
money in London. A contract was signed between the East India Company and the East 
Indian Railway Company on 17 August 1849, entitling the latter to construct and operate an 
"experimental" line between Calcutta and Rajmahal, 161 km long at an estimated cost of 
£1,000,000, which would be later extended to Delhi via Mirzapur.  1850–1851  On 7 May 
1850, the East Indian Railway Company's Managing Director Macdonald Stephenson, George 
Turnbull, the company's Chief Engineer, and the engineer Slater made an initial survey from 
Howrah (across the River Hooghly from Calcutta) to Burdwan on the route to the Raniganj 
coalfields. By June, there was an impasse, in that the government still did not allow Turnbull 
and his engineers to mark a route on the ground! Specifications for works were however 
advertised on 1 July and tenders received on 31 July for six contracts. Bamboo towers 80 feet 
(24 m) tall were then built above the palm trees at Serampore and Balli Khal to set out the 
line.  1851–1853  On 29 January 1851 the East Indian Railway Company took possession of 
its first land. Turnbull and other British engineers began detailed surveys of the line. They 
chose the critical crossing point on the 5,000-foot-wide (1,500 m) Son River (the largest 
Ganges tributary) on 17 February. The best route to Raniganj was determined in the heat of 
May and June by riding and in palkees. The plans for Howrah station were submitted on 16 
June.  Tenders for 11 contracts arrived on 31 October 1851. In December Turnbull continued 
his survey: he took levels and defined the line from Burdwan to Rajmahal.  Infrastructure  All 
permanent way, rolling-stock and other stores were transported from England in sailing ships 
to Calcutta via the Cape of Good Hope (the Suez Canal did not then exist). In April 1854, it 
was estimated that over 100,000 tons of rails, 27,000 tons of chairs, and some 8000 tons of 
keys, fish-plates, pins, nuts and bolts were needed.  Rolling stock  By 1859, there were 77 
engines, 228 coaches and 848 freight wagons.  Sleepers  Although immense quantities of sal 
tree wood for sleepers were delivered from Nepal, yet more were needed: fir sleepers from 
the Baltic were creosoted in England and shipped to India.  Bridges  The initial plans were for 
the many bridges over the Ganges tributaries to be built of bricks: hundreds of millions were 
needed. Brick-making skills were very limited and often the available clay was found to be 
unsuitable. Transport by river of suitable clay was difficult. Brick availability became a major 
problem, such that the decision was made to use vast quantities of ironwork – imported from 
England as India had no iron works at that time. Much ironwork was stolen during the Indian 
Rebellion of 1857.[7]

East Japan Railway Company (Tokyo, Japan) 4,676 East Japan Railway Company is a major passenger railway company in Japan and one of the 
seven Japan Railways Group companies. The company name is officially abbreviated as JR 
East in English, and as JR Higashi-Nihon in Japanese.  
 
JR East was incorporated on 1 April 1987 after being spun off from the government-run 
Japanese National Railways (JNR). The spin-off was nominally "privatization", as the 
company was actually a wholly owned subsidiary of the government-owned JNR Settlement 
Corporation for several years, and was not completely sold to the public until 2002. 
 
Following the breakup, JR East ran the operations on former JNR lines in the Greater Tokyo 
Area, the Tÿhoku region, and surrounding areas. 
 
Its railway lines primarily serve Kantÿ and Tÿhoku regions, along with adjacent areas in 
Koshin'etsu region (Niigata, Nagano, Yamanashi) and Shizuoka prefectures. 
 
Shinkansen JR East operates all of the Shinkansen, high-speed rail lines, north of Tokyo. 

East Side Railway (Portland, OR ) 16 Billed itself as "One of the Longest Electric Railways in the World" in 1893.
East St. Louis Connecting Railway (E. St. Louis, IL ) 4 East St. Louis Connecting Railroad connected four major yards (Chicago & Alton, Baltimore & 

Ohio Southwestern, Vandalia/PRR, and Chicago, Burlington & Quincy) in East St. Louis with 
the Eads Bridge, the first bridge to cross the Mississippi River in 1874. 

East Tennessee & Georgia Railroad (Knoxville, TN ) 397 The Virginia & Tennessee, he East Tennessee & Virginia, the East Tennessee & Georgia, and 
the Memphis & Charleston Railroads were strategically important railroads that opened a 
through route from the northeast to the major cities of the south. The route extended from 
Lynchburg, VA to Memphis, TN. However, Lynchburg was connected to Richmond, and 
Norfolk, VA by other railroads. Thus, these railroads made it possible to travel from almost any 
place in the east to Memphis. [9]

East Tennessee & Virginia Railroad (Bristol, VA ) 130 The Virginia & Tennessee, he East Tennessee & Virginia, the East Tennessee & Georgia, and 
the Memphis & Charleston Railroads were strategically important railroads that opened a 
through route from the northeast to the major cities of the south. The route extended from 
Lynchburg, VA to Memphis, TN. However, Lynchburg was connected to Richmond, and 
Norfolk, VA by other railroads. Thus, these railroads made it possible to travel from almost any 
place in the east to Memphis. [6]

East Tennessee, Virginia & Georgia Railroad (Bristol, VA ) 2,500 The East Tennesse, Virginia & Georgia played an important role in connecting East 
Tennessee and other isolated parts of Southern Appalachia with the rest of the country, and 
helped make Knoxville one of the region's major wholesaling centers.

Eastern & Western Lumber Company Railroad  (Eufaula, WA ) 15 5.0% Eufaula is about 1-2 miles north of the Columbia River and 7 miles northwest of Longview, 
WA. Longview was an important logging center in the 1900s.  The Eastern & Western Lumber 
Company ended its operations a few years after Longview became important.
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Eastern Car Company (Trenton (New Glasgow), NS Canada) The Eastern Car Company opened a massive factory to build railway cars on the Trenton site 
adjacent to the steel mill and forge operations, reputedly the largest factory under one roof in 
the Dominion of Canada.

Eastern Massachusetts Street Railway (Boston, MA ) 940 The Eastern Massachusetts Street Railway (Eastern Mass) was a streetcar and later bus 
company in eastern Massachusetts, serving northern and southern suburbs of Boston, 
Massachusetts. It was at one time one of the largest street railways in the U.S. and later, the 
largest bus operator in New England.

Eastern Railway (India) 1,797 The Eastern Railway (ER) is one of the 17 zones of the Indian Railways. Its headquarters is at 
Fairlie Place, Kolkata, and comprises four divisions: Howrah, Malda, Sealdah, and Asansol. 
These are the financial departments and each has an assistant divisional financial manager 
(ADFM), divisional railway manager (DRM), and senior divisional railway manager (Sr.DFM). 
The name of the division denotes the name of the city where the divisional headquarters is 
located.  It has three major workshops: Jamalpur, Liluah, and Kanchrapara. The Jamalpur 
Workshop is for wagon repair, periodic overhaul (POH) of diesel locomotives, manufacturing 
of cranes and tower-wagons; the Liluah workshop is for POH of coaching & freight vehicles 
and the Kanchrapara workshop is for POH of electric locomotives, EMU Locals and coaches.  
The East Indian Railway (EIR) Company was incorporated in 1845 to connect East India with 
Delhi. The first train ran here between Howrah and Hooghly on 15 August 1854. The train left 
Howrah Station at 08:30 a.m. and reached Hooghly in 91 minutes. The management of the 
East Indian Railway was taken over by the British Indian government on 1 January 1925.[1] 
The Eastern Railway was formed on 14 April 1952 by amalgamating three lower divisions of 
the East Indian Railway: Howrah, Asansol and Danapur, the entire Bengal Nagpur Railway 
(BNR) and the Sealdah division of the erstwhile Bengal Assam Railway[2] (which was already 
added to the East Indian Railway on 15 August 1947). On 1 August 1955, the portions of BNR 
stretching from Howrah to Visakhapatnam in the South, Howrah to Nagpur in the Central area 
and up to Katni in the North Central Region were separated from Eastern Railway and 
became the South Eastern Railway.[3][4] Three more divisions: Dhanbad, Mughalsarai and 
Malda were formed later.[5] Till 30 September 2002 ER consisted seven divisions. On 1 
October 2002 a new zone, the East Central Railway was carved out by separating the Eastern 
Railway's Danapur, Dhanbad and Mughalsarai divisions from it.[4] Presently, it comprises four 
divisions.

Eastern Railway of New Mexico (Belen, NM ) 488 The Eastern Railway of New Mexico was part of a massive contruction project known as the 
"Belen Cutoff", that extended from 15 miles west of Emporia, KS at Ellinor, and ends 10 miles 
west of Belen, NM at Dalies.  The Eastern Railway of NM opened its line between Belen, NM 
and Clovis, NM  in 1908, and became the Santa Fe's principal main line for freight traffic 
between Kansas City and the west coast points bypassing Glorieta Pass and Raton Pass.   
This route was also called the Southern Transcon. Although the Belen Cutoff was used 
primarily for freight, the highly scenic Glorieta Pass - Raton Pass continued to be use by the 
Santa Fe and Amtrak for passenger train service. 
 
History 
 
With the aquisition of the Pecos Valley & Northeastern Railway, and the extension of the 
railroad to Amarillo, TX, a large section of the Southern Transcon had been realized. The only 
remaining distance was a gap of approximately 200 miles in eastern New Mexico. The officials 
at the Santa Fe Railroad determined that a crossing at Abo Pass, about 25 miles southeast of 
Belen, would provide the best passage throught the mountains east of the Rio Grande River, 
given the position of the railroad's existing lines. In mid 1906, a rail line was extended 
between Texico and Belen. When the project was completed, it included 279 miles of track, 
249 of which joined Belen and Texico. 
 
Above from Ref 1. 
 
The Eastern Railway of NM was constructed to link Clovis, NM, near the Texas state line and 
Belen, NM. The line opened on July 1, 1908, and became the Santa Fe's principal main line 
for freight traffic between Kansas City and the west coast points via Glorieta Pass and Raton 
Pass. The Eastern Railway of New Mexico, through its parent, the Santa Fe, came to control, 
via lease, the Pecos Valley & Northeastern Railway, which ran from Amarillo, TX to the Texas-
New Mexico State line, thus providing a through line from Belen to Amarillo. 
 

Edmonton Radial Railway (Edmonton, AB Canada) 56 The Edmonton Radial Railway (ERR) was a streetcar service that operated in Edmonton, 
Alberta from 1908 to 1951. In 1893 an ordinance was passed permitting Edmonton to 
construct and operate a tramway. However, it wasn't until 1907 that the tracks for the first 
tramway line were laid, with service commencing in 1908.  In 1908, the Government of Alberta 
passed the Edmonton Radial Tramway Act, permitting the city to provide tramway service to 
communities located within 80 miles of the city. With this power, the city purchased the 
Strathcona Radial Tramway Company Ltd., and began providing streetcar service to the City 
of Strathcona as well.  The radial railway reached its greatest extent in 1930. Two years later, 
in 1932, bus service replaced streetcar service on the 102 Avenue line. In the following years, 
the Edmonton trolley bus system replaced streetcar service on most Edmonton Radial 
Railway routes, and streetcar service ended in 1951. Now Edmonton Transit System, the 
trolley bus system was discontinued in 2009 because of increasing costs.  Today, the 
Edmonton Radial Railway Society operates historic streetcars on Edmonton's High Level 
Bridge and in Fort Edmonton Park.

Edward G. Budd Manufacturing Company (Philadelphia, PA ) Founded as the Edward G. Budd Manufacturing Company, the Budd Company became 
widely known as a high quality builder of stainless steel, streamlined lightweight passenger 
cars. Budd also manufactured the car bodies for the first generation streamlined lightweight 
locomotives used on the Burlington Railroad. Budd manufactured cars are still in use today-a 
testament to the high quality of the stainless steel, and "shot-weld" fabrication process that 
was developed by Budd to weld the difficult to work with stainless steel.  

Edward Rutledge Timber Company Incline (St. Maries, ID ) 70.0% The Edward Rutledge Timber Company built an Incline Railroad in the St. Maries River area, 
which rose about 1,000 feet on a 70-percent grade with compensating engines. The company 
was able to harvest more than 200 million feet of lumber damaged by fire in this area.

Eel River Railroad (Logansport, IN ) 94 The Eel River Railroad and the  Detroit, Butler & St. Louis Railroad provided the Wabash 
Railroad with a through route between Detroit and St. Louis on August 14, 1881. The Eel 
River was part of a through route from Detroit to Denver, IN. Denver is 8 miles north of Peru, 
IN, a major railroad junction point. At Denver connection was made with Indianapolis by 
means of the Indianapolis, Peru & Chicago Railroad---making the distance from Detroit to 
Indianapolis, 256.00 miles.  The Wabash Railroad acquired the railroad in 1881, and 
afterwards, Wabash officers were placed on the Eel River Board of Directors.[1]

Egyptian National Railways (Alexandria, Egypt) 3,158 The Egyptian National Railways was the first railway in the Ottoman Empire as well as Africa 
and the Middle East. Egyptian State Railways (Alexandria, Egypt) 2,560 The route mileage of the State Railways is 2,195 miles of standard gauge, 244 miles of 3 ft. 6 
in. gauge, and 121 miles of 2 ft. 6 in. gauge. (Ref 1)El Paso & Rock Island Railway (Santa Rosa, NM ) 128 5,429 6.0% The El Paso & Rock Island connects the El Paso & Southwestern/Southern Pacific with the 
Rock Island Railroad at Santa Rosa.  Completion of the line gave the Rock Island "the 
shortest line from Chicago and Kansas City to El Paso and Mexico, and by way of the 
Southern Pacific to Los Angeles." 

El Paso & Southwestern Railroad (Tuscon, AZ ) 1,140 The El Paso & Southwestern was organized by the Phelps Dodge Company to connect their 
copper mines at Bisbee with a smelter in Douglas, AZ and to provide transportation of the 
finished product to El Paso. The line was built with the intention of connecting with a number 
of "mainline" railroads in order to reduce the dependence on any single railroad for shipments 
of their products beyond the limits of their line to El Paso. Despite its financial success, the 
line depended on connections with the Southern Pacific and the Rock Island for through 
traffic. Eventually, Phelps Dodge sold the line to the Southern Pacific in 1924.   
 
The first 20 miles from El Paso west was the hardest and most expensive to construct, as it 
involved a grade crossing with the Southern Pacific, the building of an expensive bridge 
across the Rio Grande, and the overcoming of a heavy grade. The engineering of this portion 
of the road has been so skillfully done, and the grades and curves so distributed that an 
engine can take an ordinarily loaded train over this line without the aid of a helper. [3] 
 
 
In 1914, acquired and merged the New Mexico & Colorado Railroad. Acquired entire capital 
stock of the Tucson, Phoenix & Tidewater Railroad, 1924. Acquired Arizona & New Mexico 
Railway, December 28, 1934. Acquired on December 7, 1937: Alamogordo & Sacramento 
Mountain Railway. El Paso & Northeastern Railway. This Company owns the entire capital 
stock of the El Paso & Southwestern Railroad of Texas.  In January, 1937, this Company 
acquired the entire capital stock of the following, from the Southern Pacific Company, which 
had previously acquired control from the El Paso & Northeastern Company: Alamorgordo & 
Sacramento Mountain Railway. El Paso & Northeastern Railway. El Paso & Rock Island 
Railway. Properties of Burro Mountain Railroad were abandoned, June, 1934. This Company 
leased the Dawson Railway for one year on January 1, 1924. Lease renewable until 
terminated by either party on 30 days' notice. Lease assigned to Southern Pacific Company, 
October 31, 1924. The properties of this Company and its subsidiaries were operated under 
lease dated November 1, 1924 by the Southern Pacific Company for one year, and until 
terminated by either Company on a 30 day notice.   Absorbed the Following: El Paso 
Northeastern Railway 12/1/1933.  Owns all stock of El Paso & Southwestern Railroad of 
Texas.   The El Paso & Southwestern Railroad of Texas( El Paso Texas to New Mexico Line) 
owned a one-sixth interest in the stock of the El Paso Union Passenger Depot Company and 
was operated under lease by the El Paso & Southwestern Railroad, to November 1, 1924, 
when lease was assigned to the Southern Pacific Company. On January 25, 1934, the ICC 
authorized the acquisition by the Southern Pacific Company of control by lease of the 
properties of the Company; the lease is effective as of January 1, 1934, and is effective for 
one year and there- after until terminated by either party on 30 days notice.   Mainline Tucson, 
Arizona to Texas-Mexican State Line, 336.97 miles.  Bisbee to Bisbee Junction, Arizona, 8.08 
miles.  Fairbank to Tombstone, Arizona, 9.94 miles.  Corta-Lowell Cut-off, Arizona, 2.84 miles.  
Benson Junction to Benson, Arizona, 17.57 miles.  Lewis Springs to Fort Huacucha, Arizona, 
14.23 miles.  At Fairbank, Arizona, .04 miles.  Lordsburg, New Mexico to Clifton, Arizona, 
70.77 miles.  Lordsburg to Valedon, New Mexico, 4.67 miles.  Alamorgordo Junction to 
Russia, New Mexico, 21.29 miles.  Carrizozo to Captain, New Mexico, 21.29 miles.  Texas-
New Mexico State Line to Carrizozo, New Mexico, 124.26 miles. 

Electric Railways Freight Company (Cleveland, OH ) The Electric Railways Freight Company was organized as a joint venture by the Lake Shore 
Electric, the Northern Ohio Traction & Light, the Penn-Ohio, Toledo & Indiana, and the Ohio 
Public Service Company's Port Clinton division to handle the fast freight needs of these 
companies. The service area covered western Pennsylvania, Ohio, Indiana, and Michigan 
(Cleveland, Wheeling, Pittsburgh, Toledo, Kalamazoo, St. Josephh, Grand Rapids, Bay City, 
Detroit, Lima, Dayton, Cincinnati, Columbus, Louisville, Indianapolis, and other points.)  The 
company also provided a truck service that provided pick up and delivery services for its 
customers. 

Electro-Motive Corporation (La Grange, IL ) The Electro-Motive Engineering Company, a predecessor of the Electro-Motive Corporation 
was founded in Cleveland, Ohio, in 1922 by Harold L. Hamilton and Paul Turner. Harold L. 
Hamilton's involvement with the development of Gas Electric  Motor cars were key factors 
leading to the development and use of the diesel engine in railroad locomotives.  Electro-
Motive Enginnering sold only two gasoline-powered rail motor cars in 1923, one to the 
Chicago Great Western and the other to the Northern Pacific. They were delivered the 
following year and worked well—fortunately for the fledgling company—because the sales 
were conditional on satisfactory performance. The next year, 1925, the  Electro-Motive 
Engineering Company changed its name to Electro-Motive Company (EMC) and entered full-
scale production, selling 27 railcars.  EMC produced a total of 399 Gas Electric Motor cars, by 
building the eninges and integrating the various compoenents needed to complete the cars, 
using car bodies supplied by St. Louis Car Company, Pullman, Standard Steel, Bethlehem 
Steel, and Osgood-Bradley. Peak production for motor cars was reached in 1928, when 105 
cars were built. The last car was built in 1933.  The development of Gas Electric Motor Cars, 
design, engine controls, and engine development were key factors leading to the development 
of the first streamliners that appeared in 1935.  GM built its first plant for Elecro-Motive in La 
Grange, IL in 1936. The last locomotive produced in La Grange was delivered in 1993. The 
company was succeeded by Electro-Motive Diesel, which still manufactures the prime movers 
(engines). Locomotive assembly work was transferred to London, Ontario.  Electro-Motive 
Corporation and the Winton Engine Company were purchased by General Motors Corporation 
around 1930. On January 1, 1941; GM merged the two companies forming a new division: the 
Electro-Motive Division of GM.  The history of the Electro-Motive Corporation began with the 
Winton Engine Company of Cleveland, OH, which had built he first successful diesel-electric 
locomotive in 1929. Despite the successful demonstration, Winton required significant 
additional development before they could commercialize their product. Winton could not afford 
the cost of continuing to develop the technology, and this lead to the acquisition of Winton by 
GM in 1930. GM followed up on this acquisition, purchasing the Electro-Motive Engineering 
Corporation in 1930. This company had produced gasoline- electric rail cars that were 
powered by Winton engines. The gas-electric rail cars proved to particularly effective at 
replacing conventional light traffic branch line passenger trains pulled by a steam locomotive. 
The gas-electric rail car configuration typically included a baggage and mail compartment and 
a compartment for passengers and could be operated with less crew members than a 
conventional train. In addition, the diesel fuel costs were less than the cost of coal for a 
traditional train. As a result of these factors, Electro-Motive Engineering Corporation had 
become a "single decision" vendor for most railroads who needed rail cars.  After buying 
Winton, GM assigned Charles F. Kettering, head of the GM Research Labs to lead a Winton-
GM team and develop a lightweight 8 cylinder two-cycle Diesel engine that could be used in 
railroad locomotives. The first two prototypes of these 201 Series engines were used to power 
the Chevrolet assembly lines of the General Motors exhibit at the Chicago Century of 
Progress expo in 1933. During one of his visits to the Century of Progress, Ralph Budd, 
President of the Burlington Railroad, visited the GM Pavilion and saw they prototype engines 
at work. This lead to the use of GM engine in the Burlington’s revolutionary stainless steel 
streamliner, that became known as the Pioneer Zephyr.  GM then built its first Electro-Motive 
factory at La Grange, IL in 1936. La Grange was located on the mainline of the Burlington 
Railroad.  In 1938 the 567 Series Diesel engine was introduced in the first road freight Diesel 
locomotive FT103 demonstrator and tested on an 83,764 mile, 11-month run. The success of 
this test showed the reliability and economics of the Diesel engine by proving it could do twice 
the work of a steam engine at half the cost.  Electro-Motive Corporation and the Winton 
Engine Company were purchased by General Motors Corporation, on January 1, 1941; GM 
then merged the companies forming a new division: the Electro-Motive Division of GM.  At the 
start of WWII in 1942,  EMD stopped manufacturing locomotives and began producing the 
567 Series marine Diesel engine to aid the war effort. By 1978 it had produced 5,000 marine 
Diesel engines.  EMD continued to offer demonstrator Diesel units, free of charge to potential 
customers. Locomotives could also be rented or bought on credit through General Motors 
Acceptance Corporation (GMAC), which was an attractive offer to financially troubled 
railroads. These practices resulted in the orders for steam locomotives to go from 83 in 1945 
to zero in 1946. The Dieselization of the United States was well on its way.  After WWII the F3 
units were introduced, followed by the GP7 in 1949. By 1951 EMD had delivered its 10,000 th 
locomotive, an E8 passenger unit, to the Wabash Railroad and built its 15,000th unit by 1954.  
In 1962, EMD had produced its 25,000th locomotive, making it the worlds leading 
manufacturer of Diesel locomotives. In 1965, the second-generation 40 Series locomotive was 
introduced. The new 645 Series Diesel engines powered it and in 1972 EMD celebrated its 
50th anniversary, commemorating Electro-Motive Engineering’s 1922 date of incorporation. 
The next generation 50 Series locomotive was introduced in 1979. By 1983 EMD had built 
50,000 locomotives and 1984 saw the introduction of the 60 Series locomotives with the 710 
Series engine. It had the newly developed wheel adhesion control system. Burlington 
Northern placed the largest ever single order with EMD in 1993 when it ordered 350 
SD70MAC units equipped with the new AC traction technology. 1997 marked EMD’s 75 years 
of excellence and 1998 saw the addition of the 265H engine to join the 710 Series already 
being built.  General Motors sold EMD in 2005 and a new spun off company Electro-Motive 
Diesel was incorporated. 

Electro-Motive Corporation (London, ON Canada) EMD opened its London, Ontario plant in 1992, in response to reduced production rates at its 
historic LaGrange, IL plant, and the prospect of lower labor costs. After the London plant was 
opened, the LaGrange plant was closed. The London plant was EMD's primary locomotive 
assembly plant. In 2010, Progress Rail Services acquired EMD's London plant, and began 
efforts to reduce its labor costs. 
 
In 2012, Electro-Motive proposed a 50% cut in wages. Workers were asked to take a pay cut 
from an average C$35 (£22) an hour to C$16.50 an hour, as well as take substantial 
reductions in benefits. A subsequent labor dispute led to the closure of the London plant in 
February of 2012. Progress will move the production equipment from London to its plant in 
Muncie, IN; the corporate entity, (Ref 2) Electro-Motive Canada remains active. 

Electro-Motive Diesel, Inc. (La Grange, IL ) Electro-Motive Diesel, Inc. (formerly the Electro-Motive Division of General Motors 
Corporation) is currently the world's second largest builder of railroad (railway) locomotives in 
terms of overall sales. General Electric is the largest, overtaking EMD in the mid-1980s, and 
between them they have built the overwhelming majority of the locomotives in service in North 
America and a large proportion of those in the rest of the world as well. EMD is the only 
diesel-electric locomotive manufacturer to have produced more than 70,000 engines and has 
the largest installed base of diesel-electric locomotives in both North America and 
internationally.  Electro-Motive Diesel was purchased by Caterpiller, Inc. in 2010. The 
company has over 33,000 locomotives in use around the world, and is expanding into China 
and India.

Electro-Motive Division (La Grange, IL ) As of 2008, EMD employed approximately 3,260 people, and in 2010 it held approximately 30 
percent of the market for diesel-electric locomotives in North America. [3]Electro-Motive Engineering Corporation (La Grange, IL ) The Electro-Motive Engineering Company, a predecessor of the Electro-Motive Corporation 
was founded in Cleveland, Ohio, in 1922 by Harold L. Hamilton and Paul Turner. Harold L. 
Hamilton's involvement with the development of Gas Electric  Motor cars were key factors 
leading to the development and use of the diesel engine in railroad locomotives.  Electro-
Motive Enginnering sold only two gasoline-powered rail motor cars in 1923, one to the 
Chicago Great Western and the other to the Northern Pacific. They were delivered the 
following year and worked well—fortunately for the fledgling company—because the sales 
were conditional on satisfactory performance. The next year, 1925, the  Electro-Motive 
Engineering Company changed its name to Electro-Motive Company (EMC) and entered full-
scale production, selling 27 railcars.  EMC produced a total of 399 Gas Electric Motor cars, by 
building the eninges and integrating the various compoenents needed to complete the cars, 
using car bodies supplied by St. Louis Car Company, Pullman, Standard Steel, Bethlehem 
Steel, and Osgood-Bradley. Peak production for motor cars was reached in 1928, when 105 
cars were built. The last car was built in 1933.  The development of Gas Electric Motor Cars, 
design, engine controls, and engine development were key factors leading to the development 
of the first streamliners that appeared in 1935.  GM built its first plant for Elecro-Motive in La 
Grange, IL in 1936. The last locomotive produced in La Grange was delivered in 1993. The 
company was succeeded by Electro-Motive Diesel, which still manufactures the prime movers 
(engines). Locomotive assembly work was transferred to London, Ontario.  Electro-Motive 
Corporation and the Winton Engine Company were purchased by General Motors Corporation 
around 1930. On January 1, 1941; GM merged the two companies forming a new division: the 
Electro-Motive Division of GM.  The history of the Electro-Motive Corporation began with the 
Winton Engine Company of Cleveland, OH, which had built he first successful diesel-electric 
locomotive in 1929. Despite the successful demonstration, Winton required significant 
additional development before they could commercialize their product. Winton could not afford 
the cost of continuing to develop the technology, and this lead to the acquisition of Winton by 
GM in 1930. GM followed up on this acquisition, purchasing the Electro-Motive Engineering 
Corporation in 1930. This company had produced gasoline- electric rail cars that were 
powered by Winton engines. The gas-electric rail cars proved to particularly effective at 
replacing conventional light traffic branch line passenger trains pulled by a steam locomotive. 
The gas-electric rail car configuration typically included a baggage and mail compartment and 
a compartment for passengers and could be operated with less crew members than a 
conventional train. In addition, the diesel fuel costs were less than the cost of coal for a 
traditional train. As a result of these factors, Electro-Motive Engineering Corporation had 
become a "single decision" vendor for most railroads who needed rail cars.  After buying 
Winton, GM assigned Charles F. Kettering, head of the GM Research Labs to lead a Winton-
GM team and develop a lightweight 8 cylinder two-cycle Diesel engine that could be used in 
railroad locomotives. The first two prototypes of these 201 Series engines were used to power 
the Chevrolet assembly lines of the General Motors exhibit at the Chicago Century of 
Progress expo in 1933. During one of his visits to the Century of Progress, Ralph Budd, 
President of the Burlington Railroad, visited the GM Pavilion and saw they prototype engines 
at work. This lead to the use of GM engine in the Burlington’s revolutionary stainless steel 
streamliner, that became known as the Pioneer Zephyr.  GM then built its first Electro-Motive 
factory at La Grange, IL in 1936. La Grange was located on the mainline of the Burlington 
Railroad.  In 1938 the 567 Series Diesel engine was introduced in the first road freight Diesel 
locomotive FT103 demonstrator and tested on an 83,764 mile, 11-month run. The success of 
this test showed the reliability and economics of the Diesel engine by proving it could do twice 
the work of a steam engine at half the cost.  Electro-Motive Corporation and the Winton 
Engine Company were purchased by General Motors Corporation, on January 1, 1941; GM 
then merged the companies forming a new division: the Electro-Motive Division of GM.  At the 
start of WWII in 1942,  EMD stopped manufacturing locomotives and began producing the 
567 Series marine Diesel engine to aid the war effort. By 1978 it had produced 5,000 marine 
Diesel engines.  EMD continued to offer demonstrator Diesel units, free of charge to potential 
customers. Locomotives could also be rented or bought on credit through General Motors 
Acceptance Corporation (GMAC), which was an attractive offer to financially troubled 
railroads. These practices resulted in the orders for steam locomotives to go from 83 in 1945 
to zero in 1946. The Dieselization of the United States was well on its way.  After WWII the F3 
units were introduced, followed by the GP7 in 1949. By 1951 EMD had delivered its 10,000 th 
locomotive, an E8 passenger unit, to the Wabash Railroad and built its 15,000th unit by 1954.  
In 1962, EMD had produced its 25,000th locomotive, making it the worlds leading 
manufacturer of Diesel locomotives. In 1965, the second-generation 40 Series locomotive was 
introduced. The new 645 Series Diesel engines powered it and in 1972 EMD celebrated its 
50th anniversary, commemorating Electro-Motive Engineering’s 1922 date of incorporation. 
The next generation 50 Series locomotive was introduced in 1979. By 1983 EMD had built 
50,000 locomotives and 1984 saw the introduction of the 60 Series locomotives with the 710 
Series engine. It had the newly developed wheel adhesion control system. Burlington 
Northern placed the largest ever single order with EMD in 1993 when it ordered 350 
SD70MAC units equipped with the new AC traction technology. 1997 marked EMD’s 75 years 
of excellence and 1998 saw the addition of the 265H engine to join the 710 Series already 
being built.  General Motors sold EMD in 2005 and a new spun off company Electro-Motive 
Diesel was incorporated. 

Elgin, Joliet & Eastern Railway (Porter, IN ) 201 The Elgin, Joliet & Eastern Railway was organized to build a line that would bypass the 
congested inner Chicago rail yards, thus avoiding lengthy switching delays, necessitated in 
transferring cars from one railroad's lines to another.The railroad soon became known as the 
Chicago Outer Belt Line since it's route begins at Porter, Indiana near Lake Michigan, and 
then runs east to Gary, where the U.S. Steel Works are located, and then south to Joliet, IL 
and then west to Elgin, and north to Waukegan.The railroad serves as a belt and switching 
line, connecting with many of the major railroads in the Chicagoland area.   
 
The Elgin, Joliet & Eastern Railway was originally owned and operated by United States Steel 
Company, who subsequently sold its common carrier railroads to Transtar in 1988. Transtar 
was dissovled in 2001, and subsequently, US Steel re-acquired the railroads it had sold.   
 
Chartered, March 10, 1887. Incorporated in Illinois, December 11, 1888. Incorporated in 
Indiana, February 15, 1889. Road opened, January 1, 1889. Whiting Extension opened, 
January, 1897.  Route:  Waukegan, Illinois to Porter, Indiana, 129.94 miles.  Aurora Branch: 
Normantown to Aurora, Illinois, 9.65 miles.  Coster Branch: Walker to Coster, Illinois, 31.92 
miles.  Joliet Branch: East Joliet to Joliet, Illinois, 1.79 miles.  Whiting Extension: Illinois State 
line to Whiting, Indiana, 7.08 miles.  Branches to Various Quarries, Mines and Industries, 
13.99 miles.    
 
Trackage Rights:   Chicago, Indianapolis & Louisville Railway, Dyer to State Line, Indiana, 
9.50 miles.  Chicago & Western Indiana Railroad, State Line, Indiana to Chicago, Illinois, 4.80 
miles.  Belt Railway of Chicago, Chicago, Illinois, 2.05 miles.    
 
Consolidated 3/18/1887:  Elgin, Joliet & Eastern Railway of Illinois.  Elgin, Joliet & Eastern 
Railway of Indiana.    
 
Acquired the following:   Joliet, Aurora & Northern Railway 10/29/1888.  Gardner, Coal City & 
Northern Railway 1/9/1891.  Waukegan & Southwestern Railway 1/9/1891.  Chicago Heights 
& Northern Railway 6/8/1897.  Western Indiana Railway 6/28/1897.    
 
Leased Chicago, Lake Shore & Eastern Railway 6/1/1909 for 60 years.    
 
Merged on December 30, 1938:   Chicago, Lake Shore & Eastern Railway.  Joliet & Blue 
Island Railway   
 
This Company was previously controlled by Transtar, a subsidiary of U.S. Steel Co..The 
Surface Transportation Board approved the acquisition of the EJ&E by the Canadian National, 
effective on January 23, 2009.  

Elmira & Lake Ontario Railroad (Elmira (Chemung Junction), NY ) 100 Sodus Point was an important coal shipping point in the 19th Century.  immense loading dock 
or trestle was built on the east side of the bay, and great ships stopped from all around the 
world to load up on coal as vessels moved out onto the Great Lakes. [1] The Elmira & Lake 
Ontario Railroad route followed the west shore of Seneca Lake on the way to Elmira.

Elmira & Williamsport Railroad  (Williamsport, PA ) 78 The Elmira & Williamsport Railroad served as an important connecting road for the Elmira & 
Lake Ontario (Sodus Point, NY-Elmira) bringing the latter line into the coal fields of 
Pennsylvania. A large coal dock was located at Sodus Point on Lake Ontario. For many years 
coal shipments would take this route to Sodus Point, for transshipment.

Emigration Canyon Railroad (Salt Lake City, UT ) 5 7,000 8.0% Built primarily to haul rock and stone from a quarry near Emigration Canyon. The demand for 
the stone fell off almost as soon as the road was opened for business, thus leading to its 
demise.  See http://utahrails.net/utahrails/emigration-canyon-quinby.php for description of line.

Empire Copper Company Aerial Tram (Mackay, ID ) 3 The property of the Empire Copper Company, the largest producer of copper in the state of 
IdahoEmpire Copper Company Railroad (Mackay, ID ) 8 The Empire Copper Company was largest producer of copper in the state of Idaho

Empire Refineries, Inc. (Tulsa, OK ) Empire Refining Company acquired a number of smaller companies w\hen it was formed.
Empresa de Ferrocarriles Ecuatorianos (San Lorenzo, Ecuador) 600 11,841 4.2% The Ferrocarriles del Ecuador Empresa Publica (FEEP) (Ecuadorian Railways Company) is 

the national railway of Ecuador. The railway system was devised to connect the Pacific coast 
with the Andean highlands. 

Empresa de los Ferrocarriles del Estado (Santiago, Chile) 116 The existing rail line between Santiago and Valparaíso was opened in 1863, and is 187 km 
(116 mi) long, single-track and designed to avoid steep gradients through mountainous 
terrain. Passenger service ceased on this line in 1987, and freight traffic almost non-existent 
since then. Proposals have existed since the 1990s to build a more direct line between the 
two cities for passengers and freight. The section from Valparaíso to Limache was doubled 
and put underground in Viña del Mar as part of the Valparaíso Metro. In 2019 the government 
announced the largest railway investment in the country’s history, consists of 25 investment 
projects covering 1,000km of railway lines and aims to triple passenger numbers to 150 
million a year and double freight volumes to over 21 million tons a year by 2027.

Empresa Ferroviaria Oriental S.A. (Corumba, Brazil) 771 This line begins at Corumba, on the border of Brazil and Bolivia, and runs west to Santa Cruz 
and then south to Yacuiba, Bolivia on the northern border of Argentina. 
--------------------------------------------------------------------- 
GWI anticipates having an indirect 22.55% equity interest in Empresa Ferroviaria Oriental, 
S.A. (the "Oriental"), a railroad serving eastern Bolivia and connecting to railroads in Argentina 
and Brazil. The Company's investment will be made through a 90% owned subsidiary, 
Genesee & Wyoming Bolivia SRL ("GWB"), which will be 10% owned by UniRail, LLC. GWI's 
portion of the Oriental investment is to be composed of $6.66 million in cash, the assumption 
of non-recourse debt of $10.8 million at an interest rate of 7.67%, and a non-interest bearing 
contingent payment of $450,000 due in 3 years if certain financial results are achieved. GWB 
will also be entitled to its portion of Oriental's annual cash dividend for the year 2000, which 
will be distributed early in 2001. GWB will account for its investment in Oriental under the 
equity method of accounting.

Empresa Nacional de Ferrocarriles del Peru (LIMA, Peru) 15,686 The Empresa Nacional de Ferrocarriles del Perú (Enafer) is a public company which ensures 
the management and the commercial use of the railway network of Peru. 
 
Created by decree on September 19, 1972, it was formed by the nationalization of several 
foreign-owned companies which had serviced mostly two separate networks: the central 
railroad serving Lima, and the southern railroad offering a second connection to the Pacific 
Ocean. It has once again been privatised. 
 
The rail network of Peru includes in total 1886 km of lines, mainly with single track that is 
standard gauge. On this track is found the highest-altitude railway station in the world, Galera, 
at 4,781 m (15,686 ft) above sea level. The new Qingzang railway now beats this altitude 
record.

Englewood & Chicago Street Railway (Chicago (63rd St), IL ) 18 6.3% The Englewood & Chicago Street Railway appears to have been built at the same time as the 
Calumet Electric Street Ry, which leased the former for 18 years.  The Engelwood & Chicago 
Street Railway was incorporated in February 1893 and built several small south and 
southwest side lines in Chicago (from the Engelwood Elevated at 63rd Street) (and leased 
them initially to the Calumet Electric Street Railway to operate). The system was extended 
south to Blue Island using battery streetcars, but because of financial problems, the company 
was in receivership in 1896. The Chicago Electric Traction Company (CET) took over in 
October 1897.

Ensign Car Manufacturing Co. (Huntington, WV ) The Ensign Car Manufacturing Co., located in Huntington, WV adjacent to the Ohio River, 
became an important supplier of wood cars for the Chesapeake & Ohio, the Southern Pacific, 
and the Central Pacific; Collis P. Huntington was involved with the latter three railroads, either 
as President, or co-founder. Huntington supplied the capital for the Ensign Car Manufacturing 
Co. The company continued as an important car builder for more than 100 years.

Erie & Kalamazoo Railroad (Adrian, MI ) 33 In addition to being the first railroad built west of the Alleghenies, the Erie & Kalamazoo in 
1837 was the first railroad west of the Alleghenies to operate a steam locomotive. This 
railroad became the first railroad to be constructed in Michigan, completing construction to 
Adrian, MI in April 1836.

Erie & North East Railroad of PA (Erie, PA ) 68 The Erie & North East Railroad was the first railroad in Erie County, PA.
Erie & Ontario Railroad  (Niagara, ON Canada) 31 5.0% The Erie & Ontario Railroad was the first railroad in Canada. (Ref 1)
Erie Car Works Limited (Erie, PA ) The Erie Car Works production consisted of box, gondola, ore, drift (or mine cars), coal and 

stock cars.  
 
It was a large manufacturing facility, with 600 employees working in 17 buildings located on 13 
acres.  According to the History of Erie County, Pennsylvania 1884 by Samuel P. Bates, the 
works then covered 13 acres and had 17 “substantial” buildings. Materials and finished cars 
were shunted about by the works’ own locomotive. Machinery was driven by a 200 
horsepower engine. It employed 600 workers, and had a capacity of 16 cars per day. In 1890 
it had a daily capacity of 20 freight cars (5,000 per yr).  
 
Adjacent to the Erie Car Works was Davenport, Fairbairn & Co., manufacturer of car wheels, 
which was apparently the foundry from which the car works sprang in 1868. The History of 
Erie County, Pennsylvania 1884 says their capacity then was 350 wheels per day. They 
employed 100 men and had a capacity of 100 tons of metal per day. A “general line of railroad 
castings” was manufactured as well as car wheels. All wheels used by the Erie Car Works 
were then coming from this foundry.  The Erie Car Works was a major freight car builder, but 
did not make any substantial contribution to passenger car design.  When the Jewett Car 
Company went bankrupt in 1918, Erie Car Company took over its Newark, Ohio, shops and 
used them for freight car repair work for several years. 
 
All this “ ... involves the using annually of 170 tons of brass, 250 tons of malleable iron, 380 
tons of steel springs, 150 tons of paint, 500 tons of tin and solder, 3,250 tons of axles, 5,000 
tons of iron castings, 6,000 tons of wrought iron, 11,000 tons of car wheels, and 20,000 tons 
of lumber, or 5,000 car loads of material of ten tons each.”   
 
The officers of the Erie Car Works, LTD in 1884 were:  “ ... President, W. R. Davenport; 
Treasurer, William A. Galbraith. The former is a gentleman of wide experience in this line of 
production, and of great enterprise and public spirit. The latter, in addition to his connection 
with this establishment, is a gentleman of wide reputation as a lawyer, and is at present the 
Presiding Judge of the Sixth Judicial District of Pennsylvania. They represent in business and 
social life the best elements of our civilization, while their contribution to the city's industry is 
one of marked value and importance.”  
 

Erie Railroad (Jersey City, NJ ) 2,543 The Erie Railroad operated in the northeastern U.S. connecting Jersey City, NJ with Lake 
Erie. It expanded west to Chicago with its 1941 merger with the former Atlantic and Great 
Western Railroad, also known as the New York, Pennsylvania and Ohio Railroad (NYPANO 
RR). Its mainline route proved influential in the development and economic growth of the 
Southern Tier of New York State, including cities such as Binghamton, Elmira, and Hornell. 
But, compared with its larger competitors, the New York Central and the Pennsylvania 
Railroad, the Erie Railroad was a secondary railroad and largely unprofitable (3 bankruptcies) 
for most of its life. Most of its mainline cities were smaller and less important than its 
competitors. On October 17, 1960, the Erie merged with former rival Delaware, Lackawanna 
& Western Railroad to form the Erie Lackawanna Railroad.

Erie Railway (Jersey City, NJ ) 337 When initial construction of the 6' gauge New York & Erie Railroad was completed in 1851, it 
was the longest railroad in the country, and was the first railroad to link seaports on the 
Atlantic coast with the Great Lakes.

Erie-Lackawanna Railroad (Jersey City, NJ ) 3,031 The Erie-Lackwanna Railroad resulted from the merger of the much larger Erie Railroad, with 
the Delaware, Lackawanna & Western, which paralleled much of its route between Hoboken 
and Buffalo. Large savings were predicted by eliminating duplicate facilities.

Eritrean Railway (Massawa, Eritrea) 209 8,000 3.5% The Eritrean Railway is the only railway system in Eritrea. It was constructed between 1887 
and 1932 by the Kingdom of Italy for the Italian Eritrea colony and connected the port of 
Massawa with Bishia near the Sudan border. The line was destroyed by warfare in 
subsequent decades, but has been rebuilt between Massawa and Asmara. Vintage equipment 
is still used on the line. 
 
The line was built between the harbour of Massawa  on the Red Sea and Asmara, the capital 
of the Italian colony of Erytrea. It was further extended to Keren and finally to Bishia. The 
railway was built in order to connect Massawa and Asmara, the main cities of Italian Eritrea. 
 
In the 1930s Italian leader Benito Mussolini wanted to reach Kassala in Sudan, but his war to 
conquer Ethiopia and create the Italian Empire stopped the enlargement to Agordat and 
Bishia. 
 
After damage suffered by the railway during World War II, the section between Massawa and 
Asmara was dismantled partially and was only rebuilt in the 1990s by the Eritrean authorities. 
 
The railway is narrow gauge and is being rebuilt after the devastation wreaked upon it by the 
war of independence. Its newest equipment is over fifty years old, with most of it predating 
World War II. 
 
It is one of the few railway systems still in existence (excluding tourist railways) using 
equipment like the 1930s Italian-built 'Littorina' railcars behind 1930s-vintage Mallet steam 
locomotives. 
 
Route 
 
The railway was fully opened in 1932. It ran from the port of Massawa westwards to Asmara, 
then extending northwards to Keren, Agordat and Bishia. 
 
It was partially built from Bishia to Tesseney (and projected to reach Kassala, annexed to 
Eritrea in 1940 by the Italians) at the beginning of World War II, but this section was not 
finished when the British conquered Eritrea in 1941. 
 
Until 1978 even the route Asmara-Keren remained partially active. As of 2009, the 118 
kilometres (73 mi) section between Massawa and Asmara is open. 
 
950 mm gauge 
 
Eritrea was an Italian colony, and accordingly its railway was built by Italian engineers to 
Italian standards, using equipment bought from Italy. The gauge chosen was the Italian 
standard narrow gauge measurement of 950 mm (3 ft 1 3⁄8 in), similar to many common 
narrow gauge railways under construction in Italy at the same time. 
 
With the short building time and the simultaneous flow of some common equipment and 
materials to the national railway yards, e.g. metallic plate ties (sleepers), it was necessary to 
acquire these from France to some extent. 
 
Construction 
 
Construction began from the Red Sea port city of Massawa in 1887, heading towards the 
capital city of Asmara. The "Decauville" railway was the first built, from Massaua to Saati, just 
27 km. Progress was slow, thanks to the long climb up the mountains to the high plateau of 
inland Eritrea, and the substantial civil engineering works required; the line reached Asmara in 
1911. It was extended to Keren in 1922, Agat in 1925, Agordat in 1928, and finally Bishia in 
1932, for a total length of 280 km (174 mi). Bishia (Biscia in Italian) proved to be the end, even 
though the builders had ambitions of reaching the Sudan Railways line. Mussolini's invasion of 
Ethiopia led to resources being diverted elsewhere, including the upgrading of the line from 
Massawa to Asmara to handle more traffic. 
Building the line from Massawa to Asmara was a significant undertaking. Even with the tighter 
turns and narrower right-of-way allowed by a narrow gauge railway, the line required 65 
bridges (including a fourteen-arch viaduct crossing the Obel River) and 39 tunnels, the longest 
being 320 m (1,050 ft). Even so, there were still grades of more than 3%. The highest point on 
the railway is just east of Asmara at 2,394 m (7,854 ft) above sea level. 
 
The construction of the railway was considered a fine achievement of the first half of the 
twentieth century. 

Erzbergbahn (Leoben, Austria) 21 7.1% The Erzbergbahn [1] is a railway line in Upper Styria that connects the northern part with the 
southern part of the Rudolfsbahn and is thus a kind of shortcut. It leads over the Präbichl 
(1204 m), and until 1978 its middle section was operated as a rack railway. Today, regular 
transport only takes place in the form of goods traffic between Leoben and Trofaiach as well 
as Eisenerz-Krumpental and Hieflau, while the mountain route serves as a museum railway .

Estrada de Ferro Campos do Jordão (Pindamonhangaba, Brazil) 29 11.0% The Campos do Jordão Railway is an electrified railway in the state of São Paulo that 
connects the cities of Pindamonhangaba to Campos do Jordão and today it is used only for 
the transportation of passengers, mainly for sightseeing. It is owned by the government of the 
State of São Paulo, and is managed by the Metropolitan Transportation Secretariat. 
 
History 
 
The Campos do Jordão Railway was designed by health doctors Emílio Marcondes Ribas and 
Victor Godinho with the aim of providing their patients with faster and more comfortable 
access to Campos do Jordão, as it is a village on the top of the Serra da Mantiqueira, with a 
climate the ideal mountain for people to treat tuberculosis. 
 
The road would link Pindamonhangaba, in the Paraíba Valley to Campos do Jordão and had 
its construction officially started in 1910 through Law No. 1,221, of November 28, signed by 
the President of the State of São Paulo at the time, Mr. Manuel Joaquim de Albuquerque 
Lins . It was officially opened on 11.15.1914. 
 
In 1924 the entire road was electrified by English Electric, and started to operate only with 
electric self-propelled vehicles. 
 
The road fulfilled the objectives that motivated its construction for several years, providing 
access to the sanatoriums of Campos do Jordão and draining the agricultural production of 
the mountains. In 1970, with an increase in tourism, considering its characteristics and the 
natural beauty of the Paraíba Valley and Serra da Mantiqueira, it started to be used, almost 
exclusively for sightseeing tours, being subordinated to the Secretariat of Metropolitan 
Transportation of the State of São Paulo. 
 

Estrada de Ferro Cantagalo (Niterói, Brazil) 8.3%  The Estrada de Ferro Cantagalo or Cantagalo Railway in Brazil operated from 1873 to 1965, 
operated from Niterói to Nova Friburgo. It was Brazil's first mountain railway and used the Fell 
mountain railway system.

Estrada de Ferro Carajás (Parauapebas (South of Para), Brazil) 553 The Carajás Railroad connects the largest open pit iron ore mine in the world, in Carajás, 
southeastern Pará, to the Ponta da Madeira Port, in São Luís (state of Maranhão). In all, 120 
million tons of ore and 350,000 passengers travel on it each year. 

Estrada de Ferro Central do Brazil (Rio de Janeiro, Brazil) The Estrada de Ferro Central do Brasil was one of the principal railways of Brazil, uniting the 
states of Rio de Janeiro, São Paulo and Minas Gerais.Estrada de Ferro Leopoldina (Leopoldina, Brazil) 2,000 The Leopoldina Railway was the first railway implemented in the current state of Minas 
Gerais, in the southeastern region of Brazil. Inaugurated in 1874, it expanded mainly in the 
state of Rio de Janeiro and reached Vitória, in the state of Espírito Santo. 

Estrada Ferrocarril Minas y Río (Cruzeiro, Brazil) 103 The Minas y Río Railroad, also known as the Rio Verde Railroad, was opened to traffic on 
July 14, 1884. The railway line, which had been built by the British and was their property, 
linked Cruzeiro, in the interior of the state of São Paulo, and Três Corações do Rio Verde, 
crossing the Mantiqueira mountain range and several cities and towns in the south of the state 
of Minas Gerais on its way. The line played an important role in opening up the coffee-
producing regions of southern Brazil, thus contributing to the growth of the coffee economy. 
Today the railway is part of the main railway company in Brazil, Rede Ferroviária Federal S. A

Ethiopian Railways (Addis Ababa, Ethiopia) 1,355 The Ethiopian Railways Corporation (ERC) was established to create a modern nationwide 
railway network, replacing the Franco-Ethiopian railway that is no longer in service.Eurostar (London, England) 910 Eurostar has become the dominant operator on the routes that it operates, carrying more 
passengers than all airlines combined. The Channel Tunnel used by Eurostar services holds 
the record for having the longest undersea section anywhere in the world, and it is the second 
longest rail tunnel in the world.

Evansville, Henderson & Owensboro Railway (Evansville, IN ) 11 This company operated the first car ferry designed for use with interurban cars. The ferry 
operated between Evansville and Henderson, KY, crossing the Ohio River.ExpressTrak LLC) ExpressTrak was a privately owned company that was organized to purchase and operate a 
fleet of 350 mechanical refrigerator cars to be operated on Amtrak passenger trains on a 12 
year contract.. The first cars were delivered in March 28, 2001, following the delivery of two 
prototype models in July 2000. The latter were used by Sunkist Growers and Rapid Modal 
system. ExpressTrak began operation in 1998, operating RoadRailer refrigerator trailers. The 
company became bankrupt in 2003, when Amtrak discontinued the service.

Fairbanks-Morse (Kingston, ON Canada) In 1948 CLC became the Canadian representative for Baldwin Locomotive Works which also 
owned Whitcomb Locomotive Works. However, the result of this collaboration was less than 
outstanding — the Whitcomb locomotives built for the Canadian National Railway with Sterling 
diesel engines proved problematic, and orders for Baldwin-designed locomotives were 
modest. CLC then turned to Fairbanks-Morse, a manufacturer of opposed piston diesel 
engines primarily used in maritime applications that was itself attempting to break into the 
railway locomotive market. Baldwin’s shares in CLC were acquired in 1950 by the newly 
formed Canadian Fairbanks Morse. Orders were more extensive and longer lasting, especially 
for the Train Master and Consolidated line designs. However, the Fairbanks-Morse designs 
proved to be no match in the marketplace for the ALCO-designed locomotives offered by the 
Montreal Locomotive Works or to the Electro-Motive Division-designs constructed by General 
Motors Diesel. By 1957, orders had fallen off and Fairbanks-Morse eventually left the 
locomotive business in both Canada and the United States. Following the departure of 
Baldwin and MLW, the Canadian market was left to just two companies, General Electric and 
General Motors Diesel. 
Before this however, CLC also sought more opportunities in the export market with the 
involvement of government agencies, exporting small industrial locomotives of Davenport-
Besler design. In 1955 CLC bought the Davenport-Besler Corp. Inc., including its inventory of 
Porter locomotives. A Canadian-only DTC (Diesel Torque Converter) was built for the CPR 
featuring a diesel-hydraulic design rather than the conventional diesel-electric. 
 
On July 26, 1965 CLC became Fairbanks-Morse (Canada) Ltd. and was no longer an 
independent Canadian company. Locomotive construction dwindled even further as the 
company branched out into industrial machinery such as marine engines and weigh scales. 
None of this could save the company. 
 
End of CLC 
 
Declining business and a union strike in April 1969 closed the plant that June. It was 
demolished in August 1971 after having constructed over 3000 locomotives from its earliest 
beginnings, making it at the time, Canada’s second largest commercial builder after Montreal 
Locomotive Works. 
 
The site of the old plant, the waterfront "Block D", sat vacant for 35 years while several 
proposed developments failed to materialize or failed to obtain municipal approval. It would be 
the last vacated portion of Ontario Street's formerly industrial waterfront to be developed. After 
work to negate the effects of a century of industrial pollutants in the soil, it has recently been 
redeveloped with three high-rise apartment and condominium buildings, a hotel, and a 
municipal park.

Fairbanks-Morse (Beloit, WI ) Fairbanks-Morse entered the diesel locomotive market in 1944, using a manufacturing plant in 
Beloit, Wi.   The company's products included a line of diesel locomotives that had moderate 
success during the late 1940's, and early 1950's.  T 
 
Fairbanks Morse was founded by Thaddeus Fairbanks in 1832, who opened an ironworks in 
St. Johnsbury, Vermont in 1832 to manufacture two of his patented inventions: a cast iron 
plow and a heating stove. The company's first successful product was the design and 
production of scales, a product that made the Fairbanks Morse name internationally famous.  
 
The Company began producing a small, one cylinder oil and naptha engine line in the 1890s, 
which were used by farmers for crop irrigation, electricity generation, and oilfield work . The 
engines proved so popular that after the expiration of Rudolf Diesel's American licence in 
1912, Fairbanks Morse entered the large engine business. Initially, these engines were sold 
for stationary applications, the company developed an engine for use in marine applications. 
The marine engines were initially used on fishing boats and as power for U.S. submarines 
during WWII. This led to additional orders for many types of Navy surface vessels.   In 1939, 
the company began to produce a 300 HP engine that was used for yard and industrial 
switching work. World War II intervened, preventing additional development of railroad 
locomotives, but in December, 1945, the company introduced its first major railroad product, a 
dual service (freight and passenger) 2,000 HP road locomotive. The locomotives were built by 
General Electric at their Erie, PA plant, giving rise to the name "Erie-Built", using GE 
components and wheelsets. This locomotive design was discontinued at the end of 1949, 
being replaced by the Consolidated Line (C-Line), in January 1950. After a few years of 
service, the diesel engines became prone to failure and were hard to maintain, and by 1952, 
the line was withdrawn in the US, although production continued in Canada until 1955. 
Fairbanks Morse's other locomotive, the Trainmaster, proved to be powerful, and very durable. 
Production on this line continued until 1958 in the US, with production continuing in Canada 
until 1969.  History of FM Oppoosed Piston Engines:  Fairbanks-Morse developed a two 
stroke diesel engine in the 1930's, that came to be known as an Opposed Piston, or OP 
design. An opposed-piston engine is one in which the cylinders are double-ended, with a 
piston at each end and no cylinder head. The engine became famous for its reliability when 
used to power U.S. Submarines during World War II. By 1944, the government had sharply 
reduced its purchases of these engines, as the end of the war had become apparent. In order 
to compensate for the loss of revenue, Fairbanks-Morse designed its first railroad diesel 
locomotive, using the OP engine. The engine used a 8 1/8" cylinder bore, and was called the 
38D8-1/8 model.   Despite its success in submarine use, and other marine applications, the 
OP design proved to be difficult to service, compared to EMD's  (Electro-Motive Division of 
GM) 567 engine. This ultimately was the reason that Fairbanks-Morse locomotives were never 
widely accepted. 

Fairfax Incline (Fairfax, CA ) 1,500 33.0% The Fairfax Incline was built on Manor Hill.
Fairmont Railway Motors (Fairmont, MN ) Fairmont pioneered the design and manufacture of a line of gasoline powered railway 

"speeder" cars used by maintenance of way personnel to travel from one work site to another. 
When originally founded, it was known as the Fairmont Gas Engine and Railway Motor Car 
Company. (Ref 3) Other manufacturers included Adams, Buda, Casey Jones, Fairbanks-
Morse, NorthWestern and a Canadian company, Woodings.   
 
The first gasoline powered motor car was introduced by Fairmont in 1910. The motorized cars 
made a very distinctive "put-put" sound as they moved along the railroad. The company 
became the dominant force in the motor car market for next 60 years. 
 
Originally a supplier of railway track motor cars, Fairmont became a pioneer in the 
development of mechanized track maintenance equipment and introduced hydraulic power to 
the difficult tasks of pulling and driving track spikes and replacing ties. In the 1940's Fairmont 
developed road/rail guide wheel attachments, and its HY-RAIL® guide wheel units 
revolutionized track inspection transportation.  
 
In the 1970's, the sales of traditional motor cars designed by Fairmont began to decline, as 
the Hy-Rail vehicles came into popular use. Fairmont was acquired by Harsco Corporation in 
1979 and became a major supplier of tie replacement and spike driving equipment, rail 
grinders, and road/rail equipment.  

Falls Incline Railway (Niagara Falls, NY ) 30.0% The Falls Incline Railway, originally known as the Horseshoe Falls Incline is a funicular railway 
in the city of Niagara Falls, Ontario, Canada. It is located beside Niagara Falls at the 
Horseshoe Falls. The line was built in 1966 for the Niagara Parks Commission by the Swiss 
company Von Roll. It adopted its current name in the 1980s. 
 
Unlike the other incline railways at Niagara Falls, the Falls Incline was not built to descend 
into the Niagara Gorge below the falls. Instead it links the Table Rock Centre and Journey 
Behind the Falls, on the Niagara Parkway just above the falls to the higher level Fallsview 
Tourist Area, including the Minolta Tower, the Niagara Fallsview Casino Resort and several 
hotels. 
The Niagara Parks Commission claims that the funicular is the world's slowest.

Federated Malay States Railways (Singapore, Singapore) 1,067 The Federated Malay States Railways (FMSR) was a consolidated railway operator in British 
Malaya (present day Peninsular Malaysia and Singapore) during the first half of the 20th 
century. Named after the then recently formed Federated Malay States in 1896 and founded 
five years after the formation of the federation, the company acquired various railways that 
were developed separately in various parts of Malaya, and oversaw the largest expansion and 
integration of the colonies' rail network encompassing the Federated Malay States, the 
Unfederated Malay States (except Trengganu) and the Straits Settlements, with lines 
spanning from Singapore to the south to Padang Besar (near the border with Siam) to the 
north. 
 
Keretapi Tanah Melayu Berhad (KTMB) or Malayan Railways Limited is the main rail operator 
in Peninsular Malaysia. The railway system dates back to the British colonial era, when it was 
first built to transport tin. Previously known as the Federated Malay States Railways (FMSR) 
and the Malayan Railway Administration (MRA), Keretapi Tanah Melayu acquired its current 
name in 1962. The organisation was corporatised in 1992, but remains wholly owned by the 
Malaysian government. Fares are generally reasonable, but the low frequency of the intercity 
trains does not usually make them competitive with other modes of transportation. 
 
The lines span from lines Singapore north to Padang Besar (near the border with Siam).

Fenelon Place Elevator (Dubuque, IA ) 74.0%
Ferro Carril Eléctrico de Quezaltenango (Quezaltenango, 
Guatemala)

28 7,743 9.2% With the construction in the 19th century of the Central Railroad of Guatemala through the 
central plain, plans began for a rail line to go up to Quezaltenango in the mountains. 
Engineers surveyed the area in 1891 and proposed a rack railway, like the ones recently built 
in Venezuela and Brazil. Construction began in 1899 and continued for years, finally ending 
with a change of government in the 1910s. A new committee proposed a bonding line with 
electric traction in 1920, the new Guatemalan administration approved the project and, to 
finance it, imposed a tax of 3 pesos on alcoholic beverages. The new railway would be called 
Ferrocarril de Los Altos. [2]

Ferrocarril Buenos Aires al Pacífico (Buenos Aires, Argentina) The Buenos Aires & Pacific Ry was one of the Big Four broad gauge, 1,676 mm (5 ft 6 in), 
British-owned companies that built and operated railway networks in Argentina. The principal 
lines departed from Retiro terminus in Buenos Aires to the west through the provinces of 
Buenos Aires, Santa Fe, Córdoba, Mendoza, San Luis and San Juan.
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Ferrocarril Central Andino (Lima, Peru) 332 15,869 4.0% Ferrocarril Central Andino, in the Andes, is the second highest railway in the world. It has 65 
tunnels along its route.Ferrocarril Central Argentino (Rosario, Argentina) 3,700 The Central Argentine Railway (CA) (in Spanish: Ferrocarril Central Argentino) was one of the 
Big Four broad gauge, 5 ft 6 in (1,676 mm) British companies that built and operated railway 
networks in Argentina. It was the longest railway system at that time and the first to join two 
provinces.The company had been established in the 19th century, to serve the provinces of 
Santa Fe and Córdoba, in the east-central region of the country, although it would later extend 
its operations to Buenos Aires, Tucumán and Santiago del Estero.

Ferrocarril Central Córdoba (Buenos Aires, Argentina) 1,220 The Córdoba Central Railway (CCR) (in Spanish: Ferrocarril Central Córdoba) was a British-
owned railway company, founded in 1887, that operated a 1,960 km (1,220 mi) 1,000 mm (3 ft 
3 3⁄8 in) metre gauge railway network in Argentina which extended from Buenos Aires, north 
west via Rosario and Córdoba, to Tucumán. Financial problems forced the sale of the 
company to the Government of Argentina in 1938. When railways were nationalized in 1948 
the CC became part of Belgrano Railway.

Ferrocarril Central del Perú (Callao, Peru) 15,850 The Central Railway, Ferrocarril Central del Perú (FCC), iwass the first railway in Peru opened 
on May 17, 1851 linking the Pacific port of Callao and the capital Lima Ferrocarril Central Mexicano (Mexico City, MX Mexico) 3,586 3.0% The Mexican Central was Mexico's greatest railroad. It's lines ran from Mexico City tc the 
northern border and from the Pacific to the Gulf at Tampico. There were few cities  of 
importance which it did not touch. (Ref 2)

Ferrocarril Central Norte (Cordoba, Argentina) 858 The Central Northern Railway (in Spanish: Ferrocarril Central Norte, FCCN) was the first 
1,000 mm (3 ft 3 3⁄8 in) (metre gauge) railway built by the Argentine State Railway. Its aim 
was to extend the existing British-owned Central Argentine 5 ft 6 in (1,676 mm) (broad gauge) 
railway from Córdoba to Tucuman and metre gauge was chosen for economic reasons.

Ferrocarril de Antofagasta a Bolivia (Antofagasta, Chile) 955 15,809 The Ferrocarril de Antofagasta a Bolivia (British company name: Antofagasta (Chili) & Bolivia 
Railway or FCAB for short) is a private railway operating in the northern provinces of Chile. It 
is notable in that it was one of the earliest railways built to 2 ft 6 in (762 mm) narrow gauge, 
with a route that climbed from sea level to over 4,500 m (14,764 ft), while handling goods 
traffic totaling near 2 million tons per annum. It proved that a railway with such a narrow 
gauge could do the work of a standard gauge railway, and influenced the construction of other 
railways such as the Estrada de Ferro Oeste de Minas. It was later converted to 1,000 mm (3 
ft 3 3⁄8 in) metre gauge, and still operates today. It reached its highest elevation of 15,809 ft 
near Ollague, Chile. [3] 
 
Route 
 
The railway started at the Chilean port of Antofagasta. It proceeded up the front range of the 
Andes to Ollagüe on the Bolivian border, then across the Bolivian pampas to Uyuni and Oruro. 
At Oruro, the gauge changed to 1,000 mm (3 ft 3 3⁄8 in) metre gauge for the remainder of the 
route to La Paz, the capital of Bolivia. A number of branches were added to reach various 
mining fields. The Collahuasi branch reached 4,815 m (15,797 ft) above sea level, regarded at 
the time of construction as the highest railway in the world. The total length of the 2 ft 6 in 
(762 mm) gauge lines, including branches and subsidiaries, was 1,537 km (955 mi). 
 
History 
 
The history of the railway dates back to 1872 with the grant of a concession by the 
government of Bolivia to Melbourne Clarke & Co, the territory around Antofagasta being part 
of Bolivia at this date. The railway was organised as the Antofagasta Nitrate & Railway 
Company. Construction started in 1873, with the first section opening late in that year, motive 
power provided by mules. Steam locomotives were introduced in 1876, and by 1879 the 
railway had extended about 150 km (93.2 mi) into the interior. 
 
War broke out in 1879 between Chile on one side, and Peru and Bolivia on the other. One of 
the causes of the war was an attempt by the Bolivian government to levy back taxes on the 
railway. The "War of the Pacific" ended in 1883, and Chile gained the region around 
Antofagasta as well as part of Peru. 
 
Control of the railway passed to the Company Huanchaca of Bolivia in 1887, who 
subsequently floated the railway on the London stock exchange in 1888 as the FCAB. The 
Huanchilaca company retained the right to operate the railway for a further 15 years. The line 
reached Oruro in Bolivia, the end of the 2 ft 6 in (762 mm) section, in 1892, and branches 
continued to be added over subsequent years. 
 
British business interests resumed control of the entire system in 1903. Traffic reached a point 
where the port of Antofagasta was unable to cope. A new port was opened to the north at 
Mejillones in 1906, together with a new line bypassing Antofagasta. In 1909 the FCAB 
purchased the FC Caleta Coloso a Aguas Blancas, a railway operating in the mineral-rich 
desert regions south of Antofagasta. Although also of 2 ft 6 in (762 mm) gauge, the FCCCAB 
was never integrated into the FCAB, and always operated as a separate entity. 
 
The entire region is a desert, with almost no rainfall. The company constructed a system of 
pipes and reservoirs to bring water for the railway from the high Andes, eventually becoming 
responsible for supplying Antofagasta with water as well. 
 
Bolivian government interests supported the construction of a railway between Oruro and the 
Bolivian capital, La Paz, and this line was opened in stages between 1908 and 1913 This line 
was constructed to metre gauge, and was leased to the FCAB. The FCAB now had two 
operating divisions, one using 2 ft 6 in (762 mm) gauge, the other 1,000 mm (3 ft 3 3⁄8 in) 
metre gauge. 
 
Bogie exchange 
 
The FCAB already interchanged with metre gauge railways running north-south in western 
Chile, and there was the prospect of connections with lines from Argentina. Thus, in 1913, the 
FCAB board made a decision to convert the line to metre gauge throughout. Some gauge 
conversion work was done in 1916, however World War I intervened, and most work was not 
done till 1928. In the meantime, the railway became proficient in changing bogies on freight 
cars between gauges at interchange points. Some branch lines and connecting railways were 
never converted, and continued to operate as 2 ft 6 in (762 mm) gauge railways into the 
1960s. 
 
The Bolivian section of the line was taken over by the Bolivian government in 1964, and, in 
the early 1970s, the Chilean government investigated nationalizing the line. In 1982, control of 
the company passed on to Chilean interests, and the head office moved from London to 
Antofagasta. The railway is now a division of Antofagasta PLC, which also has mining 
interests. 
 
Traffic 
 
Primary traffic on the railway has always been mineral, with nitrate (an essential ingredient of 
explosives prior to World War I) and copper being very important. Bridge traffic between 
Bolivia and northern Chile grew in importance and continues to this day. 
 
Passengers were catered for in earlier days by a luxury train with sleeping and dining 
carriages, one of the few trains on 2 ft 6 in (762 mm) gauge anywhere in the world with these 
conveniences. The International, as the train was called, continued to operate on the metre 
gauge after gauge conversion. The train was later replaced by railcars, however no passenger 
service is provided today. 
 
Locomotives 
 
Steam 
 
The railway commenced operations with a small fleet of 4-6-0 locomotives, built by Robert 
Stephenson & Co. In 1884 the same company supplied an unusual Webb compound 
locomotive, with a 4-2-4-2T wheel arrangement. Two high-pressure cylinders drove the two 
coupled axles, while a single low-pressure cylinder drove the single axle. 
 
The takeover by the Huanchilaca company saw the first of a fleet of 2-6-0 locomotives built by 
the Baldwin Locomotive Works arrive in 1889. The relationship quickly developed, and 
Baldwin supplied an outside-framed 2-4-2 in 1890. This was the first outside-framed loco on 
the FCAB, and the first application of outside frames to a narrow gauge locomotive by 
Baldwin. The use of outside frames allowed construction of larger locomotives, and by 1892 
Baldwin were supplying large 2-8-0 locomotives. 
 
As the railway laid heavier rails, larger locomotives were introduced, built by both Baldwin and 
other American builders. The resumption of control by British interests lead to the introduction 
of some British constructed locomotives. Initial response was that the British locomotives were 
not as rugged or easy to repair as the American locomotives. However subsequent tests 
found British locomotives steamed better, resulting in savings in fuel costs that outweighed the 
extra maintenance costs. 
 
No 2 ft 6 in (762 mm) gauge locomotives were constructed after the 1913 decision to convert 
to metre gauge. However the locomotives the FCAB were certainly amongst the largest 
constructed for 2 ft 6 in (762 mm) gauge. A 2-6+6-2T Kitson Meyer constructed in 1912 was 
perhaps the heaviest locomotive ever constructed for this gauge. 
 
Development of metre gauge locomotives paralleled that of the 2 ft 6 in gauge, including a 
fleet of 6 Meyer types built by Beyer Peacock in 1913. Many of the 2 ft 6 in gauge locos were 
converted to metre gauge in 1928. A class of 4-8-2+2-8-4 Beyer Garratts was also introduced 
in 1928. Post war developments included a fleet of modern 4-8-2 locomotives from Vulcan 
Foundry in the United Kingdom in 1954, as well as further Beyer-Garratts. 
 
Diesel 
 
The railway began dieselization in 1958, but some steam locos were still operating 20 years 
later.

Ferrocarril del Chihuahua Al Pacifico, S.A. de C.V. (Chihuahua, MX 
Mexico)

418 7,900 2.5% The Ferrocarril Chihuahua al Pacífico (Chihuahua-Pacific Railway), also known as El Chepe 
from its reporting mark CHP, or Ferrocarril Chihuahua-Pacífico is a major rail line in northwest 
Mexico, linking the city of Chihuahua, to the city of Los Mochis, Sinaloa and its port 
Topolobampo. The railroad runs 673 km (418 mi), traversing the Copper Canyon, a beautiful 
and rugged series of canyons that have led some to call this the most scenic railroad trip on 
the continent. It is both an important transportation system for locals and a draw for tourists. 
The tracks pass over 37 bridges and through 86 tunnels, rising as high as 2,400 m (7,900 ft) 
above sea level near Divisadero (the continental divide), a popular lookout spot over the 
canyons. Each one-way trip takes roughly 16 hours. The track also crosses over itself to gain 
elevation. At one point in the Copper Canyon there are three levels of track visible on the 
mountainside, with the railroad gaining altitude on each level. [2]

Ferrocarril del Sur (Cusco, Peru) 667 14,688 The Peruvian southern railway, Spanish Ferrocarril del Sur is a railway line operated by 
PeruRail in Peru, which connects the regions of Cusco and Puno to the Pacific coast. In the 
train station of Crucero Alto between Arequipa and Puno , it reaches a height of 4,470 m ü.M., 
at the pass of La Raya between Juliaca and Cusco 4.314 ü.M. The highest elevation is 
reached at Crucero Alto, Peru. [3]

Ferrocarril del Sureste (Mexico) 933 Ferrocarriles Nacionales de Mexicano (previously known as Nacionales de Mexico) was 
owned by the Government of Mexico from 1914 to 1996. In 1995, the Government of Mexico 
began a program to privatize the railroads then owned by the Government of Mexico. During 
the period between 1997 and 1999, the Mexican Government reorganized Ferrocarriles 
Nacionales de Mexicano into a set of regional railroads, which were subsequently auctioned 
off into the following components:  Transportacion Ferroviaria Mexicana (TFM) Ferrocarril 
Mexicano (Ferromex) Ferrocarril del Sureste (Ferrosur) Ferrocarril Coahuila Durango (Linea 
de Coahuila Durango)(LFCD) Ferrocarriles Chiapas Mayab (Ferrocarril del Istmo de 
Tehuantepec replaced Ferrocarrilees Chiapas Mayab, after the latter rescinded its concession 
and ceased operation) Ferrocarril y Terminal del Valle de México (FTVM)  This railroad serves 
an area in southeastern Mexico.  The principal routes run from  Mexico City to Veracruz 
Veracruz to Coastzacoalcos Mexico City to Tehuacan

Ferrocarril General Bartolomé Mitre (Buenos Aires, Argentina) 1,550 The Ferrocarril General Miter or Ferrocarril General Bartolomé Miter ( FCGBM ) is one of the 
largest that make up the rail network ArgentinaFerrocarril General Roca (Buenos Aires, Argentina) 4,233 The General Roca Railway network includes the former Buenos Aires Great Southern, Chubut 
Central, Patagonian and Rosario & Puerto Belgrano Railways. The railway was considerably 
larger prior to 1980.

Ferrocarril General San Martín (Buenos Aires, Argentina) 2,300 The General San Martín Railway ran west from Buenos Aires to Bardas Blancas, Mendoza, 
and San Juan; all of which are near the border with Chile.Ferrocarril Guaqui-La Paz Railway (Guaqui (Lake Titicaca), Bolivia) 58 13,396 The railroad runs west from La Paz to Guaqui, on Lake Titicaca, where passengers 
transferred to a boat, crossing the lake to Puno, Peru. Ferrocarril Inter-California Railway (Calexico, CA ) 137 The Inter-California Railway (in Mexico) operated a line between Calexico and Cantu, Mexico. 
This line was owned by the Southern Pacific   On May 31, 1935, Inter-California Railway 
transferred 84.66 miles of road and properties, known as Inter-California Railway in California 
(formerly operated under lease by Southern Pacific Company) to the Southern Pacific 
Comany.  Calexico is located on the California-Mexican border, about 70 miles west of Yuma, 
AZ.

Ferrocarril Interoceánico de México (Acapulco, MX Mexico) 736 9,000 2.5% The Interoceanic Railway of Mexico was one of the primary pre-nationalization railways of 
Mexico. Incorporated in Great Britain in 1888 to complete an unfinished project and compete 
with the Mexican Railway, it completed a narrow gauge main line from Mexico City to Veracruz 
in 1891. Branches included Mexico City to Puente de Ixtla (constructed part of an incomplete 
line to Acapulco), Puebla to Cuautla, Atencingo to Tlancualpicán, and a cutoff between 
Oriental and Santa Clara (bypassing Puebla). 

Ferrocarril Mexicano (Nuevo Laredo, MX Mexico) 839 4.0% This was the first railroad to be completed in Mexico. 
Ferrocarril Mexicano Maltrata railway Incline (Orizaba, Vera Cruz 
Mexico)

8,000 4.7% The Maltrata Incline was a steeply inclined grade of 4.7% that required high tractive effort 
locomotives to ascend. The railroad eventually electrified this portion of the line, using 12 high 
horsepower electric locomotives to pull the trains. [1]

Ferrocarril Mexicano, S.A. de C.V. (Chihuahua, MX Mexico) 7,500 Ferromex is the largest of the privatized railroads created by the Mexican Government 
beginning in 1995, following the passage of NAFTA (North American Free Trade Agreement in 
1994). It subsequently consolidated Ferrosur, which added mileage.

Ferrocarril Nacional Mexicano (Nuevo Laredo, MX Mexico) 6,855 The Ferrocarril Nacional Mexicano was the largest railroad in Mexico.
Ferrocarril Sonora Baja California, S.A. de C.V. (Mexicali, Mexico) 375 The Mexicali Railroad was an important railroad that connected with the southern US border 

at Mexicali (17 miles south of El Centro, CA) and Benjamin Hill, Mexico (100 miles south of 
Nogales). The line ran southeasterly from Mexicali.

Ferrocarril Sud-Pacifico de Mexico (Nogales, AZ ) 1,355 Incorporated as successor to the property of the Ferrocarril de Cananea-Rio Yaqui y Pacifico 
(Cananea, Yaqui River & Pacific Railroad) and became part of Southern Pacific. The Southern 
Pacific Company operated the property Sonora Railway Ltd., under lease until June 30, 1912, 
when the property was sold to the Southern Pacific Railroad of Mexico.Company 6/24/1909.   
Merged into Southern Pacific Railroad 3/10/1902. Operated as Part of Southern Pacific 
Company.   
 
The line was originally to run from Empalme in the State of Sonora to Guadalajara. Work 
began on this line, but was interrupted by the Mexican Revolution of 1910-1920. In 1912 the 
Sonora Railway was consolidated with the company to form a line which extended north to the 
United States / Mexico boundary at Nogales, Arizona. •During the 1920s, work on the line 
south of Empalme progressed, and through trains between Nogales and Guadalajara began 
running in April 1927. In 1951 the Southern Pacific Railroad of Mexico was sold to the 
Mexican government and the name changed to the Ferrocarril del Pacifico. (Ref 3) 
---------------  
From Railroads of Mexico   
 
On October 27, 1905, the Southern Pacific interests obtained a concession for a line from 
Guaymas to Guadalajara.1 In 1909 the Southern Pacifico Railroad of Mexico (Ferrocarril Sud-
Pacifico de Mexico) was incorporated to take over the lease of the Sonora and the operation 
of the Cananea, Yaqui River, and Pacific. Two years later it obtained ownership of the Sonora 
in exchange for the Needles-Mojave line in California,—a transaction that is unique in railroad 
history; and it assumed operation of the Sonora in 1912.  The extension from Guaymas was 
begun in 1905 and completed to Mazatlan in 1909. When in 1913 construction work was 
suspended, it had been pushed southward to Tepic. From Orendain an isolated section had 
also been built as far north as La Quemada (Jalisco), leaving a gap of about one hundred 
miles through an extremely difficult terrian. At Orendain a connection was made with the 
Guadalajara-San Marcos extension of the old Mexican Central, thus preparing the way for 
through communication between northwestern Mexico and the City of Mexico. On November 
3, 1910, however, the Southern Pacific interests received a concession for an independent 
line from Guadalajara to Mexico City.3 In 1909 provision was made for an extension from 
Guadalajara to the Isthmus of Tehuantepec, through concessions obtained from the states of 
Jalisco, Michoacan, and Oaxaca.  Nogolas to Guaymas, Sonora, 260.00 miles.  Empalme to 
Orendain Junction, Jalisco, 819.00 miles.   BRANCH LINES:  Naco to Cananea, Sonora, 
38.00 miles. Del Rio to Nogales, Sonora, 78.00 miles.  Corral to Tonichi, Sonora, 96.00 miles.  
Hermosillo to Union, 2.00 miles.  Quila to El Dorado, Sinaloa, 14.00 miles.   

Ferrocarril Urbano de la Habana (Havana, Cuba) Havana had its first streetcar (Ferrocarril Urbano de la Habana) when its service commenced 
on 3 February 1859. Havana was the second city in Latin America to have a streetcar system, 
preceded only by Mexico City in January 1858. (Ref 2)

Ferrocarriles Argentinos (Argentina) 28,000 The Argentine State Railways is the largest in Latin America.
Ferrocarriles Chiapas Mayab S.A. de C.V. (Mexico) 1,119 Ferrocarriles Nacionales de Mexicano (previously known as Nacionales de Mexico) was 

owned by the Government of Mexico from 1914 to 1996. In 1995, the Government of Mexico 
began a program to privatize the railroads then owned by the Government of Mexico. During 
the period between 1997 and 1999, the Mexican Government reorganized Ferrocarriles 
Nacionales de Mexicano into a set of regional railroads, which were subsequently auctioned 
off into the following components:  Transportacion Ferroviaria Mexicana (TFM) Ferrocarril 
Mexicano (Ferromex) Ferrocarril del Sureste (Ferrosur) Ferrocarril Coahuila Durango (Linea 
de Coahuila Durango)(LFCD) Ferrocarriles Chiapas Mayab (Ferrocarril del Istmo de 
Tehuantepec replaced Ferrocarrilees Chiapas Mayab, after the latter rescinded its concession 
and ceased operation) Ferrocarril y Terminal del Valle de México (FTVM)   
 
The Ferrocarriles Chiapas Mayab rescinded its concession, and was replaced by Ferrocarril 
del Istmo de Tehuantepec in 1999  Genessee & Wyoming was granted the concession to 
operate Ferrocarriles Chiapas Mayab by the Mexican government in July 1999. The line 
operated between Merida, Campeche, and Coatzacoalcos along the Gulf of Mexico coast and 
Ixtepec, Tapachula and Ciudad Hidalgo (Guatemala) along the Pacific Coast. 
 
In October of 2005, Hurricane Stan extensively damaged te line, destroying about 70 bridges, 
making it financially impossible to reconstruct the railroad. As a result, its owner, Genesee & 
Wyoming Inc., elected to shut the railroad down at the end of July 2007.

Ferrocarriles de Cuba (Cuba) 422 This railroad was the second largest in Cuba in 1909.
Ferrocarriles de Cuba; Ferrocarriles de Cuba (Cuba) 2,620 Ferrocarriles de Cuba (FCC) or Ferrocarriles Nacionales de Cuba (English: National Railway 

Company of Cuba), is the only railway operating in the Caribbean islands; It provides 
passenger and freight services for Cuba. The railroad was nationalized in 1960.

Ferrocarriles del Estado (Argentina) 2,164 Argentine State Railway (in Spanish: Ferrocarriles del Estado) was a State-owned railway 
company of Argentina, established by Law N° 6.757 in October 1909, when José Figueroa 
Alcorta was the President of Argentina. The company built and operated railway lines in 
Argentina: principally the  Ferrocarril Central Norte (FCN) being the longest and the Ferrocarril 
Argentino del Norte. The two railways had a combined length of 2,164 miles.

Ferrocarriles Nacaionales de Mexico (Nuevo Laredo, MX Mexico) 839 The National Railway of Mexico (Ferrocarriles Nacionales de Mexico) is the national railroad 
of Mexico, and is comprised of the following carriers: Ferrocarril de Chihuahua al Pacifico, 
S.A. (Chihuahua-Pacific Railway), Ferrocarril del Pacifico, S.A. de C. V. (Pacific Railroad), 
National Railways of Mexico and Operated Lines. 

Ferrocarriles Nacionales de Colombia (Colombia) 2,008 The National Railways of Colombia ( FNC ) was a company created in 1954 by the Colombian 
government through decree 3129 to unify in a single state entity the Railroad System of 
Colombia that until now was composed of several local companies managed by the regions. 
The new company would operate and maintain the iron transport infrastructure until the year 
of 1991 when due to financial problems its liquidation was carried out. Year in which Ferrovías 
began to create the company to manage, restore and update what was left of National 
Railways in subsequent years, a goal that never fulfilled. 
 
History 
 
By decree 3129 of 1954 , the National Railways Company of Colombia, attached to the 
Ministry of Public Works, was created to manage all of the country's networks, after acquiring 
all the lines in 1961 , they began to be administered in four administrative divisions: Centrales, 
Magdalena, Santander, and Pacífico, in turn formed by the union of state-owned railways, 
departmental railroads and recently nationalized private railways, by 1962 the state acquires 
the Antioquia railroad , becoming a new division, being for the epoch: 
 
 • Private railways: Ferrocarril del Nordeste and La Dorada Railroad . 
 • Departmental Railways: Cundinamarca Railway, Ambalema-Ibagué Railway, Caldas 
Railway . 
 • State Railways: Pacific Railroad, Girardot-Tolima-Huila Railway , Magdalena Railway , 
Northern Railway First and Second Sections. 
 
By the year 1991, national railroads had a total of 2690 km of railways in operation and 619 
km already out of service, having had a total of 3239 km.  
 
Divisions: 
 
Central Divisiion: 
 
This division was integrated by the Railroad of the Savannah , the Railroad of Cundinamarca . 
 
Pacifico Division: 
 
By 1930 , the Pacific Railroad was the most extensive and developed in the country. In 1940 it 
became a division of the National Railways; two years later it was connected with the 
Antioquia one and in 1959 it absorbed the Caldas Railway . 
 
Antioquia Division: 
 
In 1927 the Antioquia Railroad absorbed the Amagá Railroad , which was then in the 
construction of the stretch to the Cauca River , the nation acquired it in 1962 , becoming a 
division of the National Railways. 
 
Magdalena Division 
 
Santander Division 
 
 

Ferrocarriles Nacionales de Mexicano (Nuevo Laredo, MX Mexico) 2,000 10,500 The Mexican National Railroad offered a major advantage compared to other roads: its route 
was 265 miles shorter than any other route between the Rio Grande River and Mexico City.Ferrocarriles Nacionales de México (Nuevo Laredo, MX Mexico) 8,500 8,660 4.0% Construction on the Nacionales de Mexico was completed in September 1888.  The Congress 
of Mexico granted a concession on December 26, 1906, that authorized the incorporation of 
the Ferrocarriles Nacaionales De Mexico (incorporated on March 28, 1908), and the 
consolidation of the following companies:  The National Railroad of Mexico (NdeM), merged 
December 31, 1908 The Hidalgo & Northeastern Railway, merged December 31, 1908 The 
Mexican Central, merged January 30, 1909 The Interoceanic Railway of Mexico, operated by 
NdeM from the time of its conception. The Mexican International Railroad, purchased from the 
Southern Pacific on June 30, 1910. The Mexican Pacific, transferred to NDM on July 1, 1909 
The Pan American Railroad, merged March 1, 1914.  Ferrocarriles Nacionales de Mexicano 
(previously known as Nacionales de Mexico) was owned by the Government of Mexico from 
1914 to 1996. 
 
In 1995, the Government of Mexico began a program to privatize the railroads then owned by 
the Government of Mexico. During the period between 1997 and 1999, the Mexican 
Government reorganized Ferrocarriles Nacionales de Mexicano into a set of regional 
railroads, which were subsequently auctioned off into the following components:  
Transportacion Ferroviaria Mexicana (TFM) Ferrocarril Mexicano (Ferromex) Ferrocarril del 
Sureste (Ferrosur) Ferrocarril Coahuila Durango (Linea de Coahuila Durango)(LFCD) 
Ferrocarriles Chiapas Mayab (Ferrocarril del Istmo de Tehuantepec replaced Ferrocarrilees 
Chiapas Mayab, after the latter rescinded its concession and ceased operation) Ferrocarril y 
Terminal del Valle de México (FTVM)  Interchanges with the Texas-Mexican Railway at Neuvo 
Laredo. The Texas-Mexican line ran from Neuvo Laredo to Corpus Christi, TX.

Ferrocarriles Unidos de la Habana (Havana, Cuba) The United Railroads of Cuba was the largest railroad in Cuba in 1909. All the railways in 
Havana, except for the Ferrocarril del Oeste, merged in 1892 to form the United Railways of 
Havana, under English ownership. The United Railways of Havana was renamed 
Ferrocarriles Unidos de la Habana in 1923, presumably with a change to Cuban ownership. 
(Ref 2) The Cuba Railroad (Santiago-Santa Clara) and the United Railways (Santa Clara-
Havana) formed a through route between Havana and Santiago. 

Ferronor (La Calera, Chile) 1,400 9,200 Ferronor (Empresa de Transporte Ferroviario S.A.) is a Chilean railway company operating on 
the old Red Norte (northern network) of Empresa de los Ferrocarriles del Estado, which was 
privatised in 1997. Since 2004 the primary shareholder is APCO. 
 
Currently Ferronor owns a railway network of about 2,300 kilometres (1,400 mi), consisting of 
a 1,000 mm (3 ft 3 3⁄8 in) metre gauge main line between La Calera and Iquique and various 
spur lines. However, about 60% of the railway network are currently unused due to damage 
like landslides, washouts and rail theft. Ferronor mostly transports mining supplies and 
products. 
 
Ferronor transports 7,000,000 tonnes of iron ore concentrate, 900,000 tonnes of salt, 290,000 
tonnes of copper concentrate, 530,000 tonnes of sulfuric acid, 230,000 tonnes of copper 
cathodes and 35,000 tonnes of fuel annually. Other railway operators transport 2,200,000 
tonnes of freight on Ferronor lines annually. 
 
Diego de Almagro division 
 
The Diego de Almagro division connects Potrerillos (a now abandoned town and mine in the 
Andes at 2,800 metres (9,200 ft), only the smelter is still in use) with Llanta (filtration plant and 
workshops) and Diego de Almagro, where the line connects to the Longitudinal Norte, and 
continues to Chañaral and the harbor at Barquito. The Longitudinal Norte is still used from 
Diego de Almagro northward to connect Mina Franke. 
 
The line was built starting 1916 by the Andes Copper Mining Company to connect the 
Potrerillos copper mine and smelter with Pueblo Hundido (now called Diego de Almagro), 
where it connected to the state railway network, which continued to Chañaral. At Chañaral, a 
branch was built to connect the harbor at Barquito with the state railway network. Production 
at the mine started 10 years later. The railway was subsequently used to transport supplies to 
Potrerillos and refined copper to the harbor at Barquito. 
 
In 1959, the El Salvador mine opened and the mine at Potrerillos subsequently shut down,[5] 
however the smelter remained in operation. Since then, the liquified ore is transported by 
pipeline from El Salvador to a filtration plant near Llanta, from where the dried ore concentrate 
is transported by railway to the Potrerillos plant. 
 
The copper refining process requires large quantities of sulfuric acid, which is produced on-
site at Potrerillos.[6] Potrerillos also supplies other plants with sulfuric acid, both by truck and 
railway. Facilities to transfer sulfuric acid from train to truck exist at Llanta and El Salado. 
 
Vallenar division 
 
The Vallenar division connects the Los Colorados iron ore mine with the harbor at Huasco. It 
consists of a branch which connects the mine with the Longitudinal Norte north of Vallenar, 
which is then used southward to Vallenar. A further branch line then provides the link from 
Vallenar to Huasco. 
 
Baquedano division 
 
The Baquedano division used to transport natural gas via Palestina and the Socompa pass to 
Argentina. This traffic ceased in 2006, after two Ferronor locomotives (408 and 412) were 
damaged in an accident in Argentina and the Argentinian operator Belgrano Cargas initially 
refused to repair and return the locomotives. The locomotives have since been repaired and 
returned to service for Ferronor, but traffic over the Socompa pass has not been resumed to 
date. 
 
Ferronor also owns various steam locomotives and other historic rolling stock, which is on 
display in an open-air "museum" at Baquedano. However, most of the locomotives are stored 
outside without any protection and are in very bad condition. 

Ferrovia Centro-Atlântica S.A. (Angra dos Reis, Brazil) 4,340 Ferrovia Centro-Atlântica - Vale controls this railroad through the subsidiary FCA. As it is 
shown on the Vale's operations map above, this 7,000 km, 1,000 mm (3 ft 3 3⁄8 in) railroad 
extends through 6 brazilian states, this railroad originally belonged to the RFFSA. Vale's 
concession of this railroad expires in 2026. 

Ferrovie dello Stato (Italy) 10,386 Ferrovie dello Stato (State Railway) was instituted by an act on 22 April 1905, taking control 
over the majority of the national railways, which were private until then. The president was 
nominated by the government.

FEVE (Spain) 777 FEVE (Ferrocarriles de Vía Estrecha, meaning "Narrow-Gauge Railways") was a state-owned 
Spanish railway company, which operated most of Spain's 1,250 km (777 mi) of metre gauge 
railway including all in northern Spain until the end of 2012, when it was purchased by 
RENFE.

Ffestiniog Railway (Gwynedd, Wales England) 14 The Ffestiniog Railway is the first narrow gauge railroad in the world. [2] The success of the 
line led to the construction of many other narrow gauge railroad, which were attracted to the 
low cost, and ease of building a railroad with many sharp curves.

First Transit (Cincinnati, OH ) First Transit has provides its services mainly to transit operators (streetcar, light rail, heavy 
rail, bus service, and paratransit) . Its services include operation, maintenance and 
administration of rail transit systems. First Transit operates in 335 locations, carrying more 
than 350 million passengers annually throughout the United States in 39 states, Puerto Rico 
and Canada. 
 
First Transit was founded in 1955 as American Transportation Enterprises, First Transit has 
had several acquisitions and name  In 1999, the firm was acquired by FirstGroup, plc, our UK-
based parent company, and became First Transit (300+ contracts and 12,000 transit vehicles 
across North America).

Flam Railway (Myrdal, Norway) 13 2,833 5.5% The Flåm Line (Norwegian: Flåmsbana) is a 20.2-kilometer (12.6 mi) long railway line 
between Myrdal and Flåm in Aurland, Norway. A branch line of the Bergen Line, it runs 
through the valley of Flåmsdalen and connects the mainline with Sognefjord. The line's 
elevation difference is 863 meters (2,831 ft); it has ten stations, twenty tunnels and one 
bridge. The maximum gradient is 5.5 percent (1:18). Because of its steep gradient and 
picturesque nature, the Flåm Line is now almost exclusively a tourist service and has become 
the third-most visited tourist attraction in Norway. 
 
Construction of the line started in 1924, with the line opening in 1940. It allowed the district of 
Sogn access to Bergen and Oslo via the Bergen Line. Electric traction was taken into use in 
1944; at first El 9 locomotives were used, and from 1982 El 11. Until 1991, the train connected 
with a ferry service from Flåm to Gudvangen. In 1992, freight services were terminated, and 
due to low ticket prices and high operating costs, the line was nearly closed. In 1998, Flåm 
Utvikling took over marketing and ticket sale for the line, prices were heavily increased and El 
17 locomotives were introduced. The trains remain operated by the Norwegian State Railways 
(NSB), while the line itself is owned and operated by the Norwegian National Rail 
Administration.

Florence & Cripple Creek Railroad (Florence, CO ) 97 8,081 4.0% The Florence & Cripple Creek Railroad was the first railroad to reach the rich Cripple Creek 
Mining District. It also served the mines in Victor, CO.Florida Central & Peninsular Railway (Columbia, SC ) 960 The Florida Central & Peninsular Railroad was the second largest railroad in Florida in 1895 
(the Plant System with 1941 miles was the largest). The railroad was the result of a series of 
mergers of railroads throughout Florida. This Company was originally operated as part of the 
Plant System (Seaboard Air LIne) of railroads and steamship lines. Many of its predecessors 
represented some of Florida's earliest railroads. 

Florida Central & Western Railroad (Jacksonville, FL ) 209 The Florida Central & Western Railroad was consolidated into the Florida Railway & 
Navigation Co. 2/28/1884, and then reorganized into Florida Central & Peninsular Railroad 
5/1/1889.   When the line was opened, it was one of Florida's more important lines. The line 
ran from Jacksonville to Quincy and Chattahoochee, via Baldwin, Lake City, Madison, and 
Tallahassee. Tallahassee, Quincy and Chattahoochee are in the "Panhandle" of Florida,  just 
south of the Georgia state line, about 70 rail miles northeast of Panama City.

Florida East Coast Railway (Jacksonville, FL ) 474 The Florida East Coast Railway was built by Henry Flagler, who was a partner John D. 
Rockefeller and his Standard Oil Company. He invested his fortune in building luxury hotels 
on the east coast of Florida, including the world renowned Breakers Hotel, and the Florida 
East Coast Railroad to provide transportation to his hotels. Flagler's investments stimulated 
the tourist trade to Florida, which was virtually nonexistent at the time of his investments. An 
extension of Flagler's railroad system, known as the Over-Sea Railroad,  eventually extended 
the line into Key West, Florida, using a series of bridges and causeways to link the islands 
that connected Miami with Key West. His railroad investments became known as the Flagler 
System.  The Railroad became bankrupt in 1931 and was reorganized in 1961. 

Florida Railroad (Fernandina, FL ) 154 The Florida Railroad was the most important railroad built in Florida prior to the Civil War, 
since it served as a cross-state rail shipping route. It was also the longest railroad built before 
the Civil War.

Florida Railway & Navigation Co. (Jacksonville, FL ) 500 The company's passenger department described the line as "Its entire lenght and breadth, 
now, with their several branches and extensions, consolidated under one management into 
one grand system, comprising over five hundred miles of main track."  Branches: Cedar Key 
Branch: Waldo to Cedar Key, Florida. Jacksonville Branch: Hart's Road to Jacksonville, 
Florida. St. Mark's Branch: Tallahassee to St. Mark's Florida. Leesburg Branch: Leesburg to 
Tavares, Florida. Monticello Branch: Drifton to Monticello, Florida.    
 
Land grant of 594,336 acres given to this railroad by the state of Florida in 1899.    
 
Merged with Florida Transit & Peninsular Railroad 1884.  
Merged with Fernandia & Jacksonville Railroad 1885.  
Merged with Leesburg & Indian River Railroad 1885.  
Merged with Tavares, Orlando & Atlantic Railroad 1891.  
Sold Tavares, Orlando & Atlantic Railroad to Florida Central & Peninsular Railroad 1891. 

Florida Southern Railroad (Lake City, FL ) 293 The Florida Southern Railway (later known as the Florida Southern Railroad) was a railroad 
that operated in Florida in the late 1800s. It was one of Florida's three notable narrow gauge 
railways when it was built along with the South Florida Railroad and the Orange Belt Railway. 
The Florida Southern was originally chartered to run from Lake City south through central 
Florida to Charlotte Harbor. However, with the influence of Henry B. Plant, it operated with two 
discontinuous segments that would be part of the Plant System, which would later become 
part of the Atlantic Coast Line Railroad.[In 1899, the Florida Southern was given the largest 
land grant in Florida history - 2.5 million acres.  

Florida Transit & Peninsular Railroad  (Fernandina Beach, FL ) 155 Purchased by Florida Central & Peninsular Railroad 1889. Acquired by Seaboard Air Line 
Railway 1902.   Cedar Key is located approximately 100 miles (as the crow flies) north of 
Tampa, on the Gulf of Mexico.  The Florida Transit & Peninsular Railroad was purchased by 
the Plant Investment Company about the same time that it was formed. The original charter of 
the railroad provided for a railroad running between Fernandia, FL (35 miles north of 
Jacksonville on the Atlantic coast line) to Cedar Key, FL, on the Gulf of Mexico, about 100 
miles north of Tampa. At the time, Cedar Key was the center of an active shipping industry. 
Cedar Key had a deepwater port, and was close to the mouth of the Suwanee River. 
Steamboats regularly travelled between New Orleans and Cedar Key. After Henry Plant 
bought the Florida Transit & Peninsular, he realized the purchase did not include a key 
railroad needed to gain access to Cedar Key. Therefore, he changed the destination to 
Tampa, which at that time was a sleepy village on the Gulf of Mexico.  The Jacksonville, 
Tampa & Key West had already begun construction of 15 miles of grading from Tampa, before 
it made its deal with Henry Plant, in which it gave up its Tampa to Jacksonville route in favor of 
building a line south from Jacksonville to Sanford. The 15 miles of grade from Tampa were 
then sold to the Florida Transit & Peninsular, which began completing the grading and 
construction east from Tampa, while another construction crew began working west from 
Kissimmee beginning in June 1883. 

Florida Tri-Rail (Miami, FL ) 70 Tri-Rail (reporting mark TRCX) is a commuter rail line linking Miami, Fort Lauderdale, and 
West Palm Beach, Florida, United States. It is run by the South Florida Regional 
Transportation Authority (SFRTA), and operates along CSX Transportation's former Miami 
Subdivision - the line now wholly owned by the Florida DOT. The 70.9-mile-long (114.1 km) 
system has 18 stations along the Southeast Florida coast. The system connects directly to 
Amtrak at numerous stations, and to Metrorail at the Tri-Rail and Metrorail Transfer Station. By 
mid-2013, it will connect with both systems at Miami Central Station at Miami International 
Airport. 
 
A second Tri-Rail line on the Florida East Coast Railway corridor, dubbed the "Coastal Link", 
is being planned, to be operational by 2020. The line is expected to extend Tri-Rail service 
north to Jupiter, and south through Downtown Fort Lauderdale, terminating at Government 
Center in Downtown Miami, and serving numerous intermediate cities such as Hollywood and 
North Miami, and inner city Miami neighborhoods such as the Design District, Little Haiti, and 
Wynwood. Combined with the existing Tri-Rail line, the Tri-Rail system would have a daily 
passenger ridership of almost 30,000; or approximately 9 million passengers per annum, 
doubling Tri-Rail's current ridership. 
 
The line on which Tri-Rail operates was built by the Seaboard-All Florida Railway (a 
subsidiary of the Seaboard Air Line Railroad) for intercity passenger rail service in the early 
1920s. The line was inaugurated on January 7, 1927. Intercity rail service by Seaboard 
operated the Orange Blossom Special service from New York City until 1953. Amtrak 
continues to offer passenger rail service with the Silver Star and Silver Meteor trains from New 
York City. Today, the original 1920s Seaboard stations are used by Tri-Rail for service. These 
stations include: West Palm Beach, Delray Beach, Deerfield Beach, Fort Lauderdale, 
Hollywood, Opa-locka, and Hialeah stations. 
 
Planning for the system began in 1983, and building the organization began in 1986. The 
current system was formed by the Florida Department of Transportation and began operation 
January 9, 1989, to provide temporary commuter rail service while construction crews 
widened Interstate 95 and the parallel Florida's Turnpike. Tri-Rail was free from opening until 
May 1, 1990, at which time the fare was $4 round trip. 
Due to higher than expected ridership, Tri-Rail outlasted its temporary status, adding more 
trains and stations in the process. Line extensions have enabled Tri-Rail to serve all three 
South Florida international airports: Miami International Airport, Fort Lauderdale – Hollywood 
International Airport, and Palm Beach International Airport. The state's original plan was to use 
the more urban Florida East Coast Railway (FEC) line, but FEC declined the offer as it wanted 
freight to be their top priority. In 1998, the initial 67-mile-long (108 km) route was extended 
north from the West Palm Beach Station to the Mangonia Park Station, and south from 
Hialeah Market Station (formerly Miami Airport Station) to the new Miami Airport station. 
Construction of the extensions began in 1996; which added nearly 4 miles (6.4 km) to the 
system. 
 
In the early 2000s, Tri-Rail received a budget of $84.8 million for double tracking, building 
extensions, improving stations, establishling a headquarters, and linking to buses. 
 
In 2002, Tri-Rail began to upgrade its grade crossings to include raised medians and/or four 
quadrant gates to prevent cars from driving around them in an attempt to beat trains. This 
decreases accidents and allows the cities they run through to petition for them not to use their 
whistle between 10 p.m. and 6 a.m.[citation needed] They also decreased headways to 20 
minutes during rush hours. 
 
In 2007, a project to upgrade the full length of the line from Mangonia Park to Miami Airport 
with double track was completed with the opening of a high-level fixed bridge over the New 
River near Fort Lauderdale. Once several other modernization projects are completed, SFRTA 
will assume full responsibility for dispatching and maintenance from CSX. During the 2000s, 
all of the stations other than Pompano Beach were redone to include new elevators and 
pedestrian bridges over the tracks, large roofs over the platforms, and better facilities. 
In March 2006, Tri-Rail went from 30 passenger trains a day to 40 trains; the completion of the 
New River rail bridge, the double-tracking project, and the addition of a second Colorado 
Railcar diesel multiple unit (DMU) ushered in sweeping changes to Tri-Rail's operational 
timetables. Tri-Rail added several more trains during peak weekday commuting hours in June 
2007, increasing to the current 50 trains per day, as well as increasing weekend service. 
During "rush-hour," trains ran every twenty to thirty minutes rather than the previous schedule 
of every hour. This change comes at quite a fortuitous time in Tri-Rail's operation history. With 
gasoline prices at record highs—particularly in South Florida's sprawling metropolis—Tri-Rail 
has seen a double-digit percentage increase in ridership in mid-2007. 2009 saw a record high 
number of passengers, over 4.2 million for the year.[citation needed] This was also the time 
during which work was being done on I-95 to add the express lanes from the Golden Glades 
Interchange to the Airport Expressway near downtown Miami. 
 
However, in 2009 Tri-Rail service was nearly cut drastically with the threat of being shut down 
altogether by 2011  even as ridership was at a record high as Palm Beach County could no 
longer fund its support of the system and was looking to cut its funding from $4.1 million to 
$1.6 million per year. This would mean that Broward and Miami-Dade counties would also 
have had to cut their support to $1.6 million each to match. The state, which was also running 
a budget shortfall and did not pass a rental car tax increase to help fund Tri-Rail, would have 
had to cut its support as well. This would have caused an immediate cut from 50 to 30 daily 
trains and a complete cutting weekend service, followed by additional cuts and possible shut 
down two years later. Schedules were decreased slightly but service was never cut altogether 
as dedicated federal funding was attained through the $2.5 million grant as part of the 
American Reinvestment and Recovery Act of 2009. 
 
After a 25% fare increase in mid 2009, ridership dropped by about 600,000 in 2010. However, 
in 2011, Tri-Rail again saw increasing ridership along with sustained high gas prices, 
averaging about 14,500 riders per weekday by the end of year. Throughout the year, ridership 
increased at a rate of about 11% per month, paired with a decline in automobile travel and an 
increase in employment, with 285 companies and 2,829 individuals joining in the discount 
program. The total ridership for 2011 was 3.95 million, the second highest, behind 2009. 
However, as Tri-Rail's fleet was aging, the cars were becoming crowded during the rush hour 
periods. Starting on November 28, 2011, the large project of extending the express lanes from 
the Golden Glades Interchange into Broward County began, and is likely to cause lane 
closures and congestion that may again lead to an increase in Tri-Rail ridership. After this 
project is completed in late 2014, the much larger project of rebuilding the Golden Glades 
Interchange could begin by 2016. 
 
In 2011, the dilapidated Pompano Beach station received a $5.7 million federal grant to be 
redone as a "green station," generating more than 100% of its energy demand through solar 
power, with the excess to be sent to the grid or stored for nighttime lighting. Construction will 
start in spring 2012 and is expected to take 18 months to complete, with the station to remain 
open during construction. The crossing of Race Track Road and the Tri-Rail line near the 
Pompano Beach station has been rough for several years, and will be repaired in 2012.

Foster Creek Lumber Company Railroad (Crosby (Stephenson), MS ) 28 The Foster Creek Lumber Company Railroad (Crosby Lumber & Manufacturing Co.) was one 
of the largest sawmills in southwestern Mississippi.Fox Solid Pressed Steel Company (Joliet, IL ) Samson Fox established the Fox Solid Pressed Steel Company to produce “pressed steel car 
wheels”. The company later expanded, manufacturing streetcars and freight cars. 
 
By 1893 the works employed 400 men producing 80 tramcars and freight cars per day. In 
1896 a larger plant was built in Pittsburgh. In 1899 Fox sold his American operation to rival 
Charles T. Schoen to form the Pressed Steel Car Company (Schoen had followed a parallel 
path with the independent invention of the pressed steel car). 
 
Background 
 
The Fox Solid Pressed Steel Company was founded by Samson Fox, an engineer who 
apprenticed in the iron foundry business, and early railway locomotive builders (to Smith, 
Beacock and Tannett of Victoria Foundry, Leeds, successors to Fenton, Murray and Jackson) 
 
In 1877, he secured a patent for a tube, that when rolled under pressure, formed corrugations. 
The corrugations increased the surface area of the tube, allowing more energy to transfer 
from the fire to the boiler. The corrugations also provided additional strength to resist boiler 
pressure. He secured patents in both England and the US for his boiler design. From 1882 
onward, steamships were routinely fitted with the Fox corrugated furnace on both sides of the 
Atlantic. 
 
In 1887 or 1888, hew created a design for “pressed steel” that could be used to improve the 
production of railway cars, and shortly after, railway car wheels.  
 
The pressed steel product was made from relatively lightweight flanged steel that gave 
comparable strength with considerable saving in dead weight compared to a solid wheel. The 
construction technique, using male and female dies in a hydraulic press, offered a 
considerable saving of labor compared to solid iron railway wheels and hand built timber 
railway cars. 
 
 
Diamond Jim Brady 
 
While the early business success of manufacturing steel railroad cars can largely be attributed 
to the efforts of Charles T. Schoen and Samson Fox, who designed and manufactured the 
components necessary to build a steel railroad car, it was Diamond Jim Brady, who garnered 
the initial orders that made the business possible.   
 
All three became involved in the steel car manufacturing business around 1887 and 1888.    
 
Brady was a natural charmer who made friends easily, wining and dining clients magnificently. 
But beneath the charming exterior lay a shrewd and analytical mind that looked not just at the 
present needs of his clients, but at the details of their business, and projected their future 
needs as well. Early on, Brady had developed a taste for diamonds, as a way of impressing 
his prospective clients, because of  the look and feel of prosperity they proclaimed. So as he 
prospered, he acquired diamonds, and more diamonds, to the place that by the mid-80s his 
clients were referring to him as Diamond Jim. At one time he reportedly owned 30 complete 
sets of jewelry estimated as worth well over $1 million.   
 
James Buchanan Diamond Jim Brady (1856-1917) was born in New York City of Irish 
immigrant parents. His father ran a bar, and Jim grew up working there. At age 11, looking 
much older because of his weight, he got a job at the St. James Hotel working as a bellhop 
and part-time bartender. While performing these jobs, he became acquainted with John 
Toucey, a rising star with the New York Central Railroad.  When Brady was 15, Toucey got him 
a job as a baggage-handler for the New York Central Railroad. While working, he enrolled for 
night courses in bookkeeping at Paine's Business College, After 18 months, Brady became a 
ticket agent and baggage master on the New York Central. After two years, Brady became a 
clerk in John Toucey's office in Grand Central Station, and by age 21 he was the chief clerk. 
He was later let go, but Toucey recommended him to the railway supply firm of Manning, 
Maxwell & Moore.  At age 23, Brady knew little about salesmanship, but he knew a lot about 
railroading, and he had great ambition 
In 1888, when Samson Fox came to the U.S. to try to sell his trucks and totally failed to make 
any sales, he was put in touch with Brady. Brady agreed to market Fox trucks as a side-line to 
the products of Manning, Maxwell & Moore. And he was eminently successful. Fox gave 
Brady an agreement to pay him a commission of 33 1/3% on each and every Fox truck sold in 
North America.    
 
Brady leased a blacksmith shop in Joliet, Illinois, close to the steel mills of Hammond and 
Gary. Within several months after Fox left, the blacksmith shop was ready to press out its first 
trucks.   Meanwhile, Diamond Jim had contacted James Buchanan of the New York Central-its 
Superintendent of Motive Power and a longtime friend-and challenged him to put the Fox 
truck through a test run . . . at Brady's expense. The test was successful, and Brady went 
home with an order for 100 pairs of trucks. Within six months, the Fox truck would become 
standard equipment on all NYC freight cars.  Brady then went to George B. Roberts, 
President of the Pennsylvania Railroad. Having heard about the NYC test, Roberts accepted 
Brady's offer of enough trucks to run his own tests, and when the tests proved satisfactory 
ordered 150 pairs of trucks.  Brady soon had more orders than he could possibly fill. Fox sent 
both men and money, and soon the business was humming. On 17 October 1888, it was 
incorporated as the Fox Solid Pressed Steel Company.  In 1902, Brady left Pressed Steel to 
help found the rival Standard Steel Car Company. Brady was legendary not only for his 
collection of diamond jewelry, but for his gargantuan appetite. He was known to eat 6 or 7 
giant lobsters, dozens of oysters, clams and crabs, 2 ducks, steak and desserts at a single 
sitting. He would also mash a pound of caviar into his baked potatoes. He became one of the 
best-known men in New York's Broadway nightlife. 
 
From Ref 2 
--------------------------------------------------------------------------------------- 
History of the Pressed Steel Car Company 
 
Pressed Steel Car Co. 
 
The business of manufacturing steel railroad cars can largely be attributed to the efforts of 
Charles T. Schoen and Samson Fox, who designed and manufactured the components 
necessary to build a steel railroad car, and Diamond Jim Brady, who garnered the initial 
orders that made the business possible.  All three became involved in the steel car 
manufacturing business around 1887 and 1888. In 1897 Schoen completed and presented 
the drawings and specifications for a pressed steel freight car, which is now in general use in 
nearly all parts of the world.    
 
Charles T. Schoen (1844-1917) was born at Concord, Delaware. He worked with his father 
making wood barrels. He then moved to Philadelphia after the Civil War to learn the metal 
fabricating business. Later he and a brother opened their own business making springs.   
Schoen and three other assistants started to work in 1887 or 1888 to demonstrate to the 
railroad world the worth of an idea that steel cars would revolutionize the freight 
transportation. The business grew extremely rapidly, and soon employed 10,000 men.   
 
Mr. Schoen, who was employed as salesman and engineer by the Charles Scott Spring 
Company of Philadelphia, first conceived the idea of pressed steel cars. He designed a freight 
car center plate made of pressed steel, which have since taken the place of the heavy and 
cumbersome cast plates formerly in use. The railroads immediately realized the importance of 
this design and the orders began to roll in. Schoen then organized the Schoen Manufacturing 
Company, and as the head of the new enterprise, he immediately obtained patents on other 
car parts.    
 
In 1888 the Schoen brothers began to market pressed steel stake pockets, corner irons and 
center plates. By 1890 they’re pressed steel center plates were reportedly in use on 7,000 
cars. In July of that year, Charles obtained a patent for the design of a steel car.  In 1890, Mr. 
Schoen designed and began to manufacture steel parts for wooden freight cars. His success 
led to a revolution in car building: the building of a complete car of steel (known as pressed 
steel). When Schoen began the manufacture of steel car parts it was generally believed that a 
standard wooden freight car of was limited to 60,000 pounds' capacity. Schoen's cars 
employed carried as much as 120,000 pounds-all due to his successful use of steel plates 
pressed into required shapes.   
 
In 1892, his new Pittsburgh plant was also producing drawbar attachments, stake pockets and 
corner plates as well as trucks.  He was eager to produce entire cars of steel.   In 1897 
Schoen completed and presented the drawings and specifications for a pressed steel freight 
car, which is now in general use in nearly all parts of the world.    
 
At the time Schoen received his first order for 600 steel hopper cars from the Pittsburgh, 
Bessemer & Lake Erie Railroad, the railroad had just been completed by the Carnegie (Steel) 
Company, and its chief purpose was the carrying of coal and coke to Lake Erie and of iron ore 
from the lake to the plant of the Carnegie Steel Company in Pittsburgh. In 1897 the Company 
manufactured less than 1,000 cars, while in the following year 5,000 were turned out. Each 
year the business grew until 11, 000 were made in 1899 and 17,000 in 1900.    
 
In 1898 he began producing rolled-steel wheels using a process devised by Hendrik V. Loss-a 
process that took almost five years to perfect.   In 1899, the Schoen Manufacturing Company 
and the Fox Pressed Steel Equipment Company, of Joliet. IL were consolidated under the 
name of the Pressed Steel Car Company, with a capitalization of $25,000,000.  
 
The company had four plants, Pittsburgh, Allegheny, and McKees Rocks, Pa., and Joliet, IL. A 
short time later the Joliet plant was destroyed by fire, but almost before the embers were cold 
the plant was rebuilt. In addition to the pressed steel car, the company manufactured body 
and truck bolsters, truck frames, brake beams, side stakes and center plates. The annual 
capacity of the works at that time was 35,000 cars, 250,000 bolsters, 120,000 truck frames, 
20,000 center plates and 20,000 brake beams.   
 
The McKees Rocks plant manufactured wooden freight cars with pressed steel underframes, 
which has been largely adopted by many railroads of the era.  In 1900, the output of the four 
plants of the company was 16,671 cars; 110,326 bolsters; 178 truck frames; 18.151 center 
plates, besides thousands of brake beams, side stakes, and other specialties.  In 1903, he 
established a separate plant to make wheels. In 1904 he sold 1,134 wheels, in 1905 22,332, 
and in 1906 58,590. The financial panic of 1907 reduced sales that year to 54,467. In 1908, 
Carnegie bought out Schoen, and in 1909 the plant produced 269,000 wheels.    
 
In 1901, Schoen was forced out of management. He opened a wheel plant at Butler, 
Pennsylvania, but sold out to U.S. Steel in 1907. 
------------------ 
The Pressed Steel Car Company was one of the nations larger railroad car builders between 
1899 and 1929. It built both railroad freight and passenger cars; passenger car production 
ended just after the start of World War II, in 1942.  
 
At the time that the company was organized, the railroad industry had just begun to use steel 
in the manufacture of wheels, and freight cars. 
 
The Pressed Steel Car Company was incorporated to merge the Schoen Pressed Steel 
Company Fox Pressed Steel Equipment Company. Members of the Schoen family 
immediately took key controlling positions in the new company, with Charles T. Schoen 
becoming President of the new company.  
 
The Carnegie Steel Company had originally owned the company. Three of the top executives-
Charles T. Schoen, John M. Hansen and “Diamond Jim” Brady feared for their future, and 
organized the Pressed Steel Car Company to build passenger and freight cars for the nation’s 
railroads. The Mellon Brothers (Mellon Bank), along with Henry Oliver and Frick provided the 
initial investment of $3 million.  
 
The company was closely tied to Andrew Carnegie (Carnegie Steel became US Steel) and the 
Pressed Steel Car Company immediately entered into a contract to purchase all of its steel 
requirements from Carnegie's company, while Carnegie announced that it was withdrawing 
from the railroad car business.   
 
The company soon built a plant at Butler, PA.  
 
The new company had manufacturing facilities in Pittsburgh, PA and Joliet, IL (former Fox 
Pressed Steel Equipment Company plants), and a second plant in Pittsburgh from the Schoen 
interests. The combined company was very large, having an annual production capacity of 
24,000 steel freight cars, and associated components.   
 
Immediately after the merger of the Schoen Pressed Steel Company (located in Pittsburgh) 
and the Fox Pressed Steel Equipment Company (Joliet, IL), plans were announced that the 
company would quadruple the capacity of its Joliet plant, providing employment for 2,000 
men, and providing a production capacity of close to 30,000 freight cars per year. Within 15 
years, the company became the largest builder of railroad cars (in a single plant) in the United 
States.   
 
The company fell on hard times during the Depression: orders declined, and costs remained 
fixed. With the advent of World War II, the company again went to full production, building 
tanks, and other materials needed in the war effort.  United States Steel purchased the 
company in 1956, and then closed the business down shortly afterwards.  Plants were built in 
McKees Rocks, PA around 1900.  Western Steel Car & Foundry

Fox Valley & Western (Green Bay, WI ) 479 The Wisconsin Central Transportation Corporation was formed through the merger of 
Wisconsin Central Limited (WCL) and the Fox Valley & Western Limited (FVW).   The line 
began rail operations over 479 route miles of track (and an additional 94 miles of trackage 
rights) located in Wisconsin on August 28, 1993.  The Fox Valley & Western Railroad was 
organized by the Wisconsin Central Transportation Corporation to acquire the Green Bay & 
Western from Itel Corporation, and the Fox River Valley, and the the Ahnapee & Western. The 
GB&W was acquired on August 28, 1993.   The FV&W, a 'paper-only' subsidiary of the 
Wisconsin Central, began operating the Green Bay & Western on Saturday, August 28, 1993. 
It also acquired the Ahnapee & Western, and the Fox River Valley. Portions of the Green Bay 
Route from Manawa to Plover and Luxemburg to Kewaunee were abandoned. On October 9, 
2001, the FV&W was merged into the Canadian National Railway.

Frankfort Inclined Plane (Frankfort, KY ) 7.0% When the Lexington & Ohio Railroad was being constructed through Frankfort, it did not have 
the funds to construct a tunnel under the hill in Frankfort. As a result, it built an inclined plane 
in order to reach the top of the hill in Frankfort. The design called for a 2,200 foot long inclined 
plane with a grade of 7%. The plane proved to be dangerous in operation, with a wreck and 
several deaths; as a result, the plane was abandoned. (http://www.nkyviews.com/Other/pdf/
Railroad_of_Kentucky_Strategier.pdf) 
 
In 1848, a new line was built, including a 600 foot tunnel under Main Street Hill. Construction 
was completed in 1850. The new line provided direct rail access to downtown Frankfort 
parallel to Broadway Street. [2] The tunnel is visible from Frankfort Union Station. 

Franklin MInerals (Crab Orchard, TN ) 18 Franklin Industries is the largest producer of high-calcium chemical limestone in the United 
States, operating mines and processing centers across the Southeast.Fred Harvey Company (Chicago, IL ) The Fred Harvey Company was the owner of the Harvey House chain of restaurants, hotels, 
and other hospitality industry businesses alongside railroads in the western United States. It 
was founded in 1876 by Fred Harvey to cater to the growing number of train passengers. 
When Harvey died in 1901, his family inherited 45 restaurants and 20 dining cars in 12 states. 
By 1968, when it was sold to Amfac, Inc., the Fred Harvey Company turned into the sixth 
largest food retailer in the United States. It left behind a lasting legacy of good food, 
dedication to customers, decent treatment of employees, and preservation of local traditions. 
 
1918 was a peak year for Fred Harvey operations with fifty-four lunch rooms, thirty-seven 
dining rooms and twenty-six hotels in an area that included Chicago, California and Texas. [2] 
Newton, KS was the headquarters for the Fred Harvey Food Department. The Fred Harvey 
company operated dairy farms and produce farms around Newton. In about 1905, the Fred 
Harvey Company moved facilities from Kansas City, MO to Newton, KS to a location on west 
First near Sand Creek establishing the “Fred Harvey Farm.” A large farm complex was 
established with a dairy, a warehouse, a refrigeration plant, produce building, and poultry 
houses.  
 
History 
 
The company traces its origins to the 1876 opening of two railroad eating houses located at 
Wallace, Kansas and Hugo, Colorado on the Kansas Pacific Railway. These cafés were 
opened by Fred Harvey, then a freight agent for the Chicago, Burlington & Quincy Railroad, 
who emigrated to the United States from England when he was 17 years old. The café 
operation ended within a year, but Harvey had been convinced of the potential profits from 
providing a high quality food and service at railroad eating houses. His longtime employer, the 
Burlington Railroad, declined his offer of establishing a system-wide eating house operation at 
all railroad meal stops, but the Atchison, Topeka & Santa Fe Railway (AT&SF) subsequently 
contracted with Harvey for several eating houses on an experimental basis. 
 
In 1878, Harvey started the first of his eating house-hotel establishments along the AT&SF 
tracks in Florence, Kansas. The rapid growth of the Harvey House chain soon followed. 
 
Fred Harvey is credited with creating the first restaurant chain in the U.S. Harvey and his 
company also became leaders in promoting tourism in the American Southwest in the late 
19th century. The company and its employees, including the famous waitresses who came to 
be known as Harvey Girls, successfully brought new higher standards of both civility and 
dining to a region widely regarded in the era as "the Wild West". The popularity of the Harvey 
Girls grew even stronger in 1946 when Judy Garland starred in the film version of Samuel 
Hopkins Adams’s novel The Harvey Girls. 
 
Despite the decline of passenger train patronage in the U.S. in the 20th century with the 
advent of the automobile, the company survived and prospered, by marketing its services to 
the motoring public. After 1926, Harvey Cars were used in the provision of "Indian Detours" 
services offered from a number of Harvey hotel locations. The company continued to adjust to 
the trends. In the late 1950s it operated, for the first 15 years, the then-new landmark Illinois 
Tollway "Oases" which were built above the Interstate 294 highway in the Chicago suburbs by 
Standard Oil of Indiana (Amoco). 
 
The Fred Harvey legacy was continued in the family until the death of a grandson in 1965. 
Portions of the Fred Harvey Company have continued to operate since 1968 as part of a 
larger hospitality industry conglomerate. 
 
History 
 
The Hotel Castañeda, Las Vegas, New Mexico as seen in 2007. An early mission revival style 
Harvey House (1899) and sister hotel to the Alvarado in Albuquerque, New Mexico. 
 
Before the inclusion of dining cars in passenger trains became common practice, a rail 
passenger's only option for meal service in transit was to patronize one of the roadhouses 
often located near the railroad's water stops. Fare typically consisted of nothing more than 
rancid meat, cold beans, and week-old coffee. Such poor conditions understandably 
discouraged many Americans from making the journey westward. 
 
The subsequent growth and development of the Fred Harvey Company was closely related to 
that of AT&SF. Under the terms of an oral agreement, Harvey opened his first depot restaurant 
in Topeka, Kansas in January 1876. Railroad officials and passengers alike were impressed 
with Fred Harvey's strict standards for high quality food and first class service. As a result, 
AT&SF entered into subsequent contracts with Harvey wherein he was given unlimited funds 
to set up a series of what were dubbed "eating houses" along most of the route. At more 
prominent locations, these eating houses evolved into hotels, many of which survive today. By 
the late 1880s, there was a Fred Harvey dining facility located every 100 miles along the 
AT&SF. 
 
AT&SF agreed to convey fresh meat and produce free-of-charge to any Harvey House via its 
own private line of refrigerator cars, the Santa Fe Refrigerator Despatch, and in them food 
was shipped from every corner of the U.S. The company maintained two dairy facilities (the 
larger of the two was situated in Las Vegas, New Mexico) to ensure a consistent and 
adequate supply of fresh milk. When dining cars began to appear on trains, AT&SF contracted 
with the Fred Harvey Company to operate the food service on the diners, and all AT&SF 
advertising proclaimed "Fred Harvey Meals All the Way". 
 
Harvey's meals were served in sumptuous portions that provided a good value for the 
traveling public; for instance, pies were cut into fourths, rather than sixths, which was the 
industry standard at the time. The Harvey Company and AT&SF established a series of 
signals that allowed the dining room staff to make the necessary preparations to feed an 
entire train in just thirty minutes. Harvey Houses served their meals on fine China and Irish 
linens. Fred Harvey, a fastidious innkeeper, set high standards for efficiency and cleanliness in 
his establishments, personally inspecting them as often as possible. It was said that nothing 
escaped his notice, and he was even known to completely overturn a poorly set table. Male 
customers were required to wear a coat and tie in many of Harvey's dining rooms. The Harvey 
Houses served many a meal to GIs traveling on troop trains during World War II. 
 
This mutually beneficial relationship, characterized as one of the most successful and 
influential business partnerships in the early American West, endured until 1963. 
 
Facilities 
 
Harvey House Restaurant at the former Frisco Depot in Hugo, Oklahoma 
For the Southwest, Harvey hired architects Charles Whittlesey and designer Mary Colter for 
influential landmark hotels in Santa Fe and Gallup, New Mexico. The Grand Canyon was the 
Santa Fe's main tourist destination and a major activity of the Harvey Company. Colter's 
rugged, landscape-integrated, and culturally appropriate design principles there influenced a 
generation of subsequent Western U.S. architecture through the National Park Service and 
Civilian Conservation Corps structures built during the Great Depression and after. 
 
The Harvey team, with the backing of the Santa Fe, created an entire set of cultural images 
based on the region's distinctive, and often overlooked, artistic traditions of the Native 
American residents and the early Spanish settlers in the area. A pioneer in the field, Mary 
Colter designed a number of lobbies, restaurants, sales rooms, and other public spaces for 
the Santa Fe facilities. Especially noteworthy were Colter's buildings on the South Rim of the 
Grand Canyon, including lodges, souvenirs shops, and special lookout points, today on the 
National Register of Historic Places. 
 
A rare woman architect in her day, Colter came to design complete hotels along the Santa 
Fe's main route. She was the architect for the 1930 La Posada Hotel in Winslow, Arizona, 
called "the last great railroad hotel built in America". 
 
Colter's work with the Santa Fe, the National Park Service, and the Harvey Company blended 
Pueblo Revival, Mission Revival, Spanish Colonial Revival, and Rustic architectural styles 
along with Mexican carved-wood and hand-painted furnishings and Native American artistic 
motifs to help create a style widely popular in the American Southwest. 
 
The last of her big projects was the Harvey House in the 1939 Los Angeles Union Station, 
dominated by a block-long re-creation of a Navajo rug rendered in linoleum floor tile. 
 
It has been suggested that the Harvey Houses originated the "blue-plate special", a daily low-
priced complete meal served on a blue-patterned china plate; an 1892 Harvey menu mentions 
them, some thirty years before the term became widespread. In addition to the AT&SF, the 
Harvey Company operated dining facilities for the Gulf Coast & Santa Fe, Kansas Pacific, St. 
Louis-San Francisco, and the Terminal Railroad Association of St. Louis railways. 
 
AT&SF maintained and operated a fleet of three passenger ferry boats that connected the 
railroad with San Francisco by water. Ships traveled the eight miles between the San 
Francisco Ferry Terminal and the railroad's Point Richmond terminal across the Bay. The 
service was originally established as a continuation of the company's named passenger train 
runs such as the Angel and the Saint. The larger two ships, the San Pablo and the San Pedro, 
each featured a newsstand-lunch counter located on the main deck, and a dining room on the 
upper deck. Meals, sandwiches, sweet rolls, pastries, and coffee were served. AT&SF 
discontinued ferry service in 1933 due to the effects of the Great Depression. 
 
Harvey Girls 
 
In 1883, Harvey implemented a policy of employing a female, white-only serving staff. He 
sought single, well-mannered, and educated American ladies, and placed ads in newspapers 
throughout the East Coast and Midwest for "white, young women, 18-30 years of age, of good 
character, attractive and intelligent". The girls were paid $18.50 a month plus room and board, 
a generous income by the standards of the time. 
 
The women were subjected to a strict 10 p.m. curfew, administered by a senior Harvey Girl 
who assumed the role and responsibilities of house mother. The official starched black and 
white uniform (which was designed to diminish the female physique) consisted of a skirt that 
hung no more than eight inches off the floor, "Elsie" collars, opaque black stockings, and black 
shoes. The hair was restrained in a net and tied with a regulation white ribbon. Makeup of any 
sort was absolutely prohibited, as was chewing gum while on duty. Harvey Girls (as they soon 
came to be known) were required to enter into a one-year employment contract, and forfeited 
half their base pay should they fail to complete the term of service. Marriage was the most 
common reason for a girl to terminate her employment. 
 
The restrictions maintained the clean-cut reputation of the Harvey Girls, and made them even 
more marriageable. However, the opportunity to leave their homes, to enjoy travel, have new 
experiences, and work outside the home was very liberating for thousands of young women. 
After the Harvey Houses closed in most cities, many former Girls (and today their daughters 
and granddaughters) joined in appreciation to carry on their legacy. 
 
In a mythology that has grown around the Harvey Houses and Harvey Girls, these female 
employees are said to have helped to "civilize the American Southwest". This legend found 
expression in The Harvey Girls, a 1942 novel by Samuel Hopkins Adams and in the 1946 
MGM musical film of the same name which was inspired by it. 
 
Dining car service 
 
Harvey initially balked at the suggestion that in-transit dining facilities be added to all AT&SF 
trains operating west of Kansas City. Eventually, Harvey agreed to support the railroad in this 
endeavor, and the California Limited became the first AT&SF's name trains to feature Harvey 
Company meal service en route. Later trains, such as the vaunted Super Chief, included 
dining cars (staffed by Fred Harvey Company personnel) as part of the standard passenger 
car complement right from the outset. 
 
Selected Harvey Hotel 
 
A list of some of the 84 Fred Harvey facilities: 
 
The Alvarado – Albuquerque, New Mexico; closed in 1969, demolished 
The Bisonte – Hutchinson, Kansas; closed in 1946 
The Casa del Desierto – Barstow, California; closed in 1959, refurbished 1999, operating as 
two museums and city offices 
The Hotel Castañeda – Las Vegas, New Mexico; closed in 1948, used in the 1984 film Red 
Dawn, purchased for restoration April 2014 
El Garces – Needles, California; closed in 1958, restored in 2014 
El Navajo – Gallup, New Mexico; demolished 1957 
El Ortiz – Lamy, New Mexico; closed in 1938 
El Otero – La Junta, Colorado; closed in 1948 
El Tovar – Grand Canyon, Arizona; still in operation 
El Vaquero – Dodge City, Kansas; closed in 1948 
The Havasu House – Seligman, Arizona; closed in 1955, demolished 2008 
The Escalante – Ash Fork, Arizona; closed in 1948, demolished in the 1970s 
The Fray Marcos – Williams, Arizona; the site is now The Grand Canyon Railway Hotel, 
designed to resemble the century-old depot that housed the original Fray Marcos 
La Fonda – Santa Fe, New Mexico; acquired by the Santa Fe Railway, leased to Fred Harvey 
in 1925; in operation, different owners 
Las Chavez – Vaughn, New Mexico; closed in 1936 
La Posada – Winslow, Arizona; closed in 1957; restored and reopened as a historic hotel 
The Sequoyah – Syracuse, Kansas; closed in 1936 
The Slaton Harvey House – Slaton, Texas; opened in 1912, restaurant closed in 1942, 
remained train depot before closing, went into disrepair and was to be demolished, was saved 
by a few locals, renovated, and reopened—currently in operation as an event center and bed 
& breakfast 
 
Separation from AT&SF 
 
Beginning in the 1930s, the Fred Harvey Company began expanding into other locations 
beyond the reach of AT&SF, and often away from rail passenger routes. Restaurants were 
opened in such locations as the Chicago Union Station (the largest facility operated by 
Harvey), San Diego Union Station, the San Francisco Bus Terminal, and the Albuquerque 
International Airport; the last of these was established at the Los Angeles Union Passenger 
Terminal in 1939, and could accommodate nearly 300 diners. 
 
The Santa Fe ended its tourist hotel business in 1956, and sold it to the Fred Harvey 
Company. At the same time, the Santa Fe donated more than 600 park service related 
facilities to the U. S. Government. 
 
From 1959 until 1975, the Fred Harvey organization operated a series of restaurants in the 
Illinois Tollway oasis, a set of highway rest stops built on bridges over the tollway. In 1966, 
Fred Harvey purchased the Furnace Creek Inn, near Death Valley National Park, from U.S. 
Borax in 1966 after operating it for a decade. The original Fred Harvey Company, as well as 
the company's close affiliation with AT&SF, lasted until 1968 when it was purchased by the 
Amfac Corporation of Hawaii. Amfac was renamed Xanterra Parks & Resorts in 2002. In 
2006, Xanterra purchased the Grand Canyon Railway and its properties. 

Freeport McMoRan Industries Railroad (Morenci, AZ ) 2 5.0% Freeport-McMoRan, one of the largest producers of copper in the world, operates the Morenci 
copper mine and four other production sites throughout Arizona. The Morenci mine — located 
near Clifton, Arizona — has produced copper for over 100 years. With railroad grades in 
excess of 5%, this is the steepest operational freight railroad in the United States. 

Freidrich Krupp AG (Essen, Germany) Friedrich Krupp AG was the largest company in Europe at the beginning of the 20th century. 
The company produced the steel that built the railroads of America. The company built a large 
number of steam locomotives and some diesel and electric locomotives.

Freight Link (Adelaide,   Australia) 1,900 FreightLink is a railway freight operator in Australia that operates over the Adelaide–Darwin 
railway. In 2000, the AustralAsia Rail Corporation awarded the contract to build and operate 
the Adelaide to Darwin railway as a Build, Own, Operate and Transfer back project to the Asia 
Pacific Transport Consortium, which in turn awarded the contract to FreightLink to build and 
operate the project.  FreightLink commenced operations in January 2004 on the Darwin-
Tarcoola line. FreightLink has intermodal terminals at Adelaide, Alice Springs, Tennant Creek, 
Katherine, and Darwin . It performs marketing, integrated service management and 
management of service providers. A number of operational activities are outsourced to 
specialist providers including train and terminal management, port terminal operations and rail 
maintenance.  In May 2008 the Consortium of banks and infrastructure companies behind 
Freightlink decided to sell the railway and its operating company. In June 2008 FreightLink 
announced that it would add an extra weekly rail service between Adelaide and Darwin due to 
growing demand, taking the total number of services to six. During November 2008 the 
company was placed into voluntary administration. This resulted in FreightLink's bankers 
exercising their rights to appoint a receiver, KordaMentha which then took control of the 
company, as the deal to sell the company fell through after the a small number of the banks 
funding Freightlink refused to the terms of the sale to the preferred bidder.  On 9 June 2010, 
Genesee & Wyoming Inc signed an agreement with the receivers to buy the assets of 
FreightLink for $334 million. It would be operated as part of Genesee and Wyoming Australia.

Freight Victoria Limited (Sydney, Australia) 2,900 August 31, 2004--RailAmerica, Inc. (NYSE:RRA), announced today that it has completed the 
sale of its Australian railroad, Freight Australia, to Pacific National. At closing, RailAmerica 
received cash of US $204 million (AUD $285 million).   RailAmerica purchased Freight 
Australia from the Victorian State Government in April 1999 for US $103 million (AUD $163 
million). 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
Freight Australia was an Australian railway company that purchased the V/Line Freight 
business from the Government of Victoria in 1999. Initially known as Freight Victoria, it 
operated rail freight services and controlled non-urban rail track in the state of Victoria, later 
expanding into freight haulage in other states. Freight Australia was sold to Pacific National in 
August 2004. 
 
Background 
 
V/Line formerly had a freight division, known as V/Line Freight. Under the Kennett State 
Government, V/Line was split into two separate entities on 1 July 1997: V/Line Passenger and 
V/Line Freight, with separate management to each other in preparation for privatisation. When 
V/Line was privatised in 1999, the passenger and freight divisions were sold separately. 
 
History 
 
Inception 
 
The company was formed in March 1999 when the Freight Victoria consortium was 
announced by the Victorian State Government as the successful bidder for the state owned V/
Line Freight business.  The consortium consisted of RailAmerica, Fluor Daniel, Macquarie 
Bank and A Goninan & Co. 
 
The sale included 107 locomotives and more than 2,800 freight wagons,  maintenance 
centres at South Dynon, Geelong, Portland and Wodonga,[6] as well as a 45-year lease (in 
renewable 15 year leases) on 4,756 km of broad gauge intrastate track in regional Victoria. A 
green and yellow livery was adopted for rolling stock. The company commenced operations 
on 1 May 1999. 
 
Expansion 
 
Regular broad gauge trains in Victoria carried logs sourced from Gippsland, paper products 
from Maryvale, gravel from Kilmore East, as well as general freight to and from Wodonga, 
Tocumwal, Shepparton, Swan Hill, Bendigo, Boort, Echuca, Deniliquin, Mildura, Warrnambool 
and Geelong. Grain trains also operated throughout the state as required. Freight Victoria also 
operated standard gauge trains in Victoria to Wodonga and Dimboola. 
 
Freight Victoria soon begun gaining contracts outside Victoria, taking advantage of open 
access regimes. In October 1999 it began hauling logs from Queanbeyan to Port Kembla and 
in December 1999 from Wallerawang. 
 
In March 2000 the company was renamed Freight Australia. In April 2000 Freight Australia 
began hauling export grain from southern New South Wales to Melbourne and Port Kembla. 
In October 2000 it commenced hauling SCT Logistics services from Melbourne to Perth. 
 
Further interstate contracts followed: 
 
 • Fuel: from Sandown to West Tamworth, Dubbo, and Canberra 
 • Domestic grain: from throughout NSW to Weston Milling, Enfield from 2002[13] 
 • Export grain: from the NSW Riverina district to Port Kembla, or Appleton Dock, Melbourne. 
 • Friskies: grain transported to a pet food processing plant in Blayney, from the central-west 
of NSW. 
 • Logs: spasmodic traffic from Canberra to Port Kembla 
 • Cement: Berrima to Melbourne 
Demise 
 
In October 2003 Freight Australia was put up for sale. The Australian Competition and 
Consumer Commission (ACCC) looked at the sale, fearing that Pacific National would create 
a rail and freight monopoly if it won control of the operator. At the time other potential buyers 
included Australian Railroad Group, Queensland Rail, and merchant bank Babcock & Brown. 
 
In March 2004 RailAmerica announced the sale of Freight Australia to Pacific National subject 
to government and regulatory approval. In July 2004 the ACCC announced it would not 
oppose the acquisition,  and in August 2004 the Victorian Government approved the transfer 
of the Freight Australia infrastructure lease to Pacific National. 
Fleet 
 
Included in the purchase of V/Line Freight were 107 diesel locomotives and more than 2,800 
freight wagons, which had been owned and operated by the Victorian Railways and their 
successors. The newest and most powerful locomotives were the 3,300 hp G class delivered 
from 1984, but other locomotives dated as far back as the 1950s. 
 
With traffic growing Freight Victoria decided to replace the prime movers in number of the G 
class, increasing the power output to 3,800 hp. The older X class diesels also saw a more 
extensive power upgrade program, being stripped to the frame and rebuilt as the XR class. 
The company only purchased a single new locomotive, V544 which was built new in 2002 to 
replace two written off G class locomotives. Additional rollingstock was also acquired, 
including new 100 tonne capacity grain hoppers built by Alstom at the Ballarat North 
Workshops, second hand grain hoppers from FreightCorp, and the conversion of surplus vans 
into log and container flats. 
 
To fulfill a contractual condition with customer CRT Group that if Freight Australia was 
acquired by a competitor of CRT Group, 10,000 hp (7,500 kW) of locomotive power 
(calculated by the business CRT Group was offering Freight Australia) was to be transferred 
to them, two G and two X class locomotives were transferred to CRT Group.[20] The balance 
of the fleet was included in the sale to Pacific National. 
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FreightCar America (Chicago, IL ) FreightCarAmerica is a diversified manufacturer of railcars and railcar components. It designs 
and manufactures a broad variety of railcar types for transportation of bulk commodities and 
containerized freight products primarily in North America, 

FreightCar America - Manufacturing Facility (Danville, IL ) The Danville location of Johnstown America was the former main shops of the Chicago & 
Eastern Illinois Railroad.Freightliner Group UK (England) Freightline Group is the is the largest intermodal freight transport operator in the United 
Kingdom and the second largest freight operating company in the country by revenue in the 
UK.

Fremont, Elkhorn & Missouri Valley Railroad (Omaha (Fremont), NE ) 700 The Fremont, Elkhorn & Missouri Valley Railroad was built as part of a line from the outskirts 
of Omaha to the recently discovered gold fields in Lead, South Dakota.  The railroad 
onstructed a long east-west route from Omaha across northern Nebraska to Chadron, 
trackage that later became known as the "Cowboy Line." Beginning in the 1880s the FE&MV 
expanded north and west from Chadron, building a line along the eastern edge of the Black 
Hills to Rapid City and Belle Fourche, South Dakota, as well as a line westward to Casper, 
Wyoming. It became the first standard gauge railroad to reach the Black Hills, in Deadwood, 
SD.  

Frisco Transportation Company (Springfield, MO ) The Frisco Transportation Company became the largest railroad owned trucking company in 
the U.S. (Ref 2)Fruit Growers Express Co (Washington, DC ) Fruit Growers' Express Company was one of the two largest refrigerator car lines in the 
country in 1898. The other was the Continental Fruit Express Company; the latter was sold to 
Armour & Company around 1899. (Ref 6)

Ft. Dodge, Des Moines & Southern Railroad (Fort Dodge, IA ) 180 The Ft. Dodge, Des Moines & Southern was the longest interurban railroad in Iowa. 
Ft. Smith & Western Railroad (Ft. Smith, AR ) 194 The Ft. Smith & Western Railroad controlled the St. Louis, El Reno & Western Railway. The 

Ft.Smith & Western Railroad was placed in receivership and was sold to the Fort Smith & 
Western Railway on January 16, 1923, which it began operating on Feb 1, 1923. The railroad 
again entered receivership, June 1, 1931, but continued to operate regular service through 
January 19, 1939, when all operations were discontinued by order of the United States District 
Court for the Western District of Arkansas.   The Ft.Smith & Van Buren acquired the line from 
Coal Creek to McCurtain, OK, and the rest of the line was scrapped. FtS&VB eventually came 
under the control of the KCS.  The Ft. Smith & Western and the St. Louis, El Reno & Western 
Railway connected at Guthrie, OK. The two railroads provided a direct connection between Ft. 
Smith and El Reno, OK. 
 
History 
 
The Fort Smith and Western Railroad was incorporated in Arkansas in 1899 by Thomas 
Mellon and Frick as a "coal line". The railroad began construction westward through Indian 
Territory and Oklahoma Territory. On November 1, 1903, the railroad was opened between 
Fort Smith and Guthrie. The capital of Oklahoma was moved from Guthrie to Oklahoma City in 
1910, and in 1915, the FS&W acquired 32.5 miles (52.3 km) of trackage rights over the 
Missouri-Kansas-Texas Railroad from Fallis, Oklahoma to Oklahoma City. 
 
The U.S. District Court in Fort Smith placed the Fort Smith and Western Railroad in 
receivership on October 9, 1915, on petition by the Superior Savings & Trust Company of 
Cleveland, Ohio. The company emerged from receivership as the Fort Smith and Western 
Railway on February 1, 1923, only to re-enter receivership on June 1, 1931. The Missouri-
Kansas-Texas Railroad withdrew trackage rights between Fallis and Oklahoma City in 
January 1939 after the FS&W defaulted on rental fees, and the FS&W ceased operations on 
February 9, 1939. 
 
The route of the FS&W served no major population centers, but did serve major coal mining 
operations in eastern Oklahoma at Coal Creek, Bokoshe, and McCurtain. Other towns served 
included Crowder, Weleetka, Okemah, Boley, Paden, Prague, and Meridian. A major portion of 
the road's freight traffic was metallurgical-grade coal from San Bois Coal Company mines 
near McCurtain. As coal traffic declined, an oil discovery near Okemah brought additional 
traffic, which postponed the abandonment of the railroad. 
 
After the FS&W ceased operation, the trackage between Coal Creek and McCurtain was 
purchased by the Fort Smith and Van Buren Railway, a subsidiary of the Kansas City 
Southern Railway. 

Ft. Worth & Denver City Railway (Galveston, TX ) 846 The company was chartered by the Texas Legislature on May 26, 1873, to build a line from 
Fort Worth to the Texas-New Mexico State line and connect with a line to Denver, Colorado. 
The railroad came under control of General Grenville Dodge in 1881, began construction the 
same year, and was the first rail line to cross the Texas Panhandle. It served the area by 
hauling cattle from ranch to market. Later branch lines were built across the South Plains, 
including one to Lubbock, Texas, in 1928, in order to tap the cotton market.

Ft. Worth & Denver Railway (Galveston, TX ) 1,279 This line was built to connect Ft. Worth with Denver in conjunction with the Denver & New 
Orleans Railroad Company, which built a line from Denver to Pueblo (and then went bankrupt) 
and the Denver, Texas & Fort Worth Railroad, which built south from Pueblo, Colorado to the 
Texas state line.   The planned connection of the two railroads was to occur at the Texas-New 
Mexico state line. However, when construction began, the Ft. Worth & Denver City Railway 
reached the Texas-New Mexico state line before the Denver, Texas & New Orleans; and so 
the Ft. Worth & Denver City continued to build its line north where it finally met the Denver, 
Texas & New Orleans in Union Park, NM in 1888, with service between Ft. Worth and Denver 
beginning shortly thereafter.   Shortly after service was begun, the Denver, Texas & New 
Orleans acquired stock control of the Ft. Worth & Denver City. In 1890, the Denver, Texas & 
New Orleans, and the Ft. Worth & Denver City were acquired by the Union Pacific, Denver & 
Gulf Railway. All three railroads entered bankrutpcy during the financial panic of 1893. In 
1895, the Ft. Worth & Denver City was reorganized.  Although chartered as the Ft. Worth and 
Denver City Railway Company in 1873, the name was changed to the Ft. Worth and Denver 
Railway Company on August 7, 1951. On June 13, 1952, all of the Burlington system 
(Colorado & Southern) properties in Texas were merged into the Ft. Worth & Denver, except 
for the jointly owned Burlington-Rock Island. Although the Colorado & Southern was merged 
into the Burlington Northern Railroad in 1981, the Ft. Worth & Denver was not merged into the 
BN until Deccember 31, 1982.  The line eventually became part of the Burlington Railroad, as 
its Ft Worth & Denver subsidiary.

Ft. Worth Land & Street Railway (Ft. Worth, TX ) 15 The Ft. Worth Land & Street Railway was the first electric street railway to operate in Texas. 
[2]Furka-Oberalp Bahn (Brig, Switzerland) 69 7,090 The Furka–Oberalp railway (German: Furka–Oberalp-Bahn) is a narrow gauge mountain 
railway in Switzerland with a gauge of 1,000 mm (3 ft 3 3⁄8 in). It runs in the Graubünden, Uri 
and Canton of Valais. Since January 1, 2003 it is part of the Matterhorn Gotthard Bahn when it 
merged with the BVZ Zermatt-Bahn. 
 
Overview: 
 
The Furka-Oberalp-Bahn (FO) was a narrow-gauge railway company in Switzerland. It 
merged January 1, 2003 with the BVZ Zermatt-Bahn to form the Matterhorn-Gotthard-Bahn 
(MGB), which today operates the meterspurigen FO routes. The 97 kilometer long railway 
connects the cantons of Graubünden, Uri and Wallis. Originally the line ran over the Furka 
Pass but due to the harsh winter conditions it could only run in the summer. In 1983 the winter 
operation was also possible thanks to the construction of the Furka base tunnel. The almost 4 
kilometer long former Schöllenen line connects Göschenen to the (old) Gotthard line with the 
main line in Andermatt. [2] 
 
The line begins in Disentis in the canton of Graubünden, where there is a connection to the 
Rhätische Bahn (RhB). It then runs over the Oberalp Pass to Andermatt in the canton of Uri. 
Through the Furka Base Tunnel it reaches the Goms District area and Brig in the canton of 
Valais. In Brig, it connects to the BVZ Zermattbahn since 1930. 
 
The first half of the line was opened by the French company Brig-Furka-Disentis Bahn (BFD) 
in 1914. Trains could go as far as Gletsch, starting from Brig. Construction of the second part 
over the Furka Pass and Oberalp Pass was well under way when the war situation in France 
halted all works by 1915. The company lingered on, but was finally bankrupt in 1923. Two 
years later the railway had a new owner, called Furka-Oberalp-Bahn, founded by the cantons 
and the neighbouring railway companies. Construction work resumed, now with important 
federal funds, and on 4 July 1926 regular through services between Brig and Disentis could 
start. RhB trains reached Disentis under electric traction in 1922. 
 
In 1930 the tracks of the newly electrified BVZ reached Brig, which gave birth to the famous 
Glacier Express. The oncoming crisis and the war limited the number of tourists. Nevertheless 
the FO line was considered to be of strategic importance. This finally made funds available to 
electrify the line and purchase the necessary motive power. At the same time the Andermatt–
Disentis line was protected against avalanches to allow winter services. 
 
Between the opening of original line in 1925, and climbed over the top of the mountain, 
reaching an elevation of 7,090 ft., using the Furka Summit Tunnel to pierce the top of the 
mountain. 

Galena & Chicago Union Railroad (Chicago, IL ) 278 The Galena & Chicago Union was the first railroad chartered in Chicago, and one of the first in 
Illinois. It became part of the Chicago & North Western Railroad in 1864. Galveston, Harrisburg & San Antonio Railway (Houston, TX ) 1,340 The Galveston, Harrisburg & San Antonio Railroad was the longest railroad in Texas in 1931, 
with 1,367 miles. [5] The Colorado in its name refers to the Colorado River of Texas, not the 
state of Colorado. In the line's early days, it was often called the Harrisburg Railroad. In 1868, 
it changed owners and became the Galveston, Harrisburg, & San Antonio Railroad (reporting 
mark GHSA). It was the oldest component of the Southern Pacific system (reporting mark SP) 
and part of the Southern Pacific's Sunset Route or Southern Transcontinental line. The 
GH&SA began advertising its train service on the Sunset Route in 1875, but the entire route to 
New Orleans was not opened until 1881. Since the 1996 merger, the former Southern Pacific 
operates under the Union Pacific name. The old Buffalo Bayou, Brazos and Colorado right-of-
way was renamed the Union Pacific-Glidden Subdivision, operating between Alleyton, Texas 
and the former Harrisburg, Texas, which was annexed by Houston.

Galveston, Houston & Henderson Railroad (Galveston, TX ) 52 Cotton was Galveston’s most important export in the early 20th century. Originally chartered in 
1853, the GH&H was the first rail line to connect Galveston’s maritime port to the Texas 
mainland, where cotton production and exportation financed the state’s economic growth. By 
the early 20th Century, cotton had become Galveston’s most important export. [8] Houston 
was located on the Buffalo Bayou, which emptied into the Gulf of Mexico. At the time the 
GH&H was constructed, the shallow depth of the Buffalo Bayou limited the use of the Bayou 
to small boats. Thus, the railroad provided an important artery of commerce for Texas's most 
important crop: cotton.

Gandy Manufacturing Company (Chicago, IL ) The Gandy Manufacturing Company manufactured a line of tools used for maintaining track 
and right of way, including tamping bars, claw bars, picks and shovels. The slang term "Gandy 
Dancer" may have been derived from the actions of track laborers who used equipment 
manufactured by this company. 
 
Most researchers have identified a "Gandy Shovel Company" or, variously, "Gandy 
Manufacturing Company" or "Gandy Tool Company" reputedly existed in Chicago as the 
source of the tools from which gandy dancers took their name.  Some sources even list the 
goods manufactured by the company, i.e., "tamping bars, claw bars, picks, and shovels."  But 
others have cast doubt on the existence of such a company. The Chicago Historical Society 
has been asked for information on the company so many times that they have said, "It's like a 
legend", but they have never been able to find a Gandy company in their old records.

Garrett, Eastwick & Harrison) Garrett, Eastwick & Harrison was an early locomotive builder. It built the Hercules, designed 
by Joseph Harrison, Jr.,  in 1837. This locomotive is believed to be the first to use equalizers 
between the drivers. The firm soon became Eastwick & Harrison. [1]

Gateway Western Railway (St. Louis, MO ) 408 The Gateway Western Railway was orignally built by the Kansas City, St. Louis & Chicago 
between Mexico, MO and Kansas City in 1877. Shortly after the line was completed, it was 
leased to the Chicago & Alton Railroad in 1879.    
 
The Chicago & Alton soon became the premier railroad serving the Chicago to St. Louis 
passenger market in the late 1800's and early 1900's.  During this time, the line was extended 
from Chicago to St. Louis and then to Kansas City. During the 1920's, the Chicago & Alton 
entered bankruptcy, and the line was acquired by the B&O in 1929, and was renamed the 
Alton Railroad in 1931.   
 
The Alton was then sold to the Gulf, Mobile & Ohio in 1947, which was succeeded by the 
Illinois Central Gulf Railroad in 1972.  In the 1980's, the  Illinois Central Gulf Railroad began a 
program of streamlining its operations, eliminating parallel and surplus branch lines. Thus, on 
April 28, 1987, ICG sold the former Chicago & Alton to the Chicago, Missouri & Western 
Railway.    
 
The Chicago, Missouri & Western was formed to buy redundant lines lines formerly owned by 
the Chicago & Alton between Chicago, Springfield, Illinois, St. Louis, and Kansas City.  
 
Two years later, in 1989, the Chicago Missouri & Western became bankrupt, and sold its St. 
Louis to Kansas City line to the Gateway Western Railway. Gateway Western was owned by 
the Atchison, Topeka & Santa Fe.  The Chicago, Missouri & Western became bankrupt, and 
was purchased by the Gateway Western, which purchased the Springfield, IL to Kansas City, 
MO line in 1990, and the Southern Pacific, which purchased the St. Louis to Joliet line in 
1989. The Southern Pacific's line was renamed SPCSL. The Southern Pacific purchased the 
St. Louis to Joliet line in order to gain direct access to Chicago for its St. Louis Southwestern 
transcontinental line, which formerly ended in St. Louis.   
 
After the Burlington Northern merged with the Santa Fe in 1996, the Gateway Western 
became surplus to the needs of the BNSF, and it was then sold to the Kansas City Southern in 
2001.   

GATX Rail)
GE Capital Rail Car Services (Chicago, IL ) General Electric's Railcar Services Group acquired Itel's rail car leasing business in 1992. As 

a result of the merger, GE Railcar Services became the largest lessor of freight cars in the 
country with a fleet of 140,000 freight cars. The Railcar Services group maintained 11 railcar 
repair shops, along with other related facilities.

Gelmer Funicular (Handegg, Switzerland) 1 106.0% The Gelmerbahn was the steepest funicular in Switzerland and Europe, until the opening of 
the new Stoos Funicular in 2017. General American Marks Co)

General American Refrigerator Express (Chicago, IL ) General American Refrigerator Express was a joint venture between the General American 
Tank Car Company and the Pfaudler Company. The company designed and built refrigerated 
glass lined milk tank cars. These cars were the first of this type used for transportation of milk 
in bulk tanks, using high speed passenger trucks. [1]

General American Tank Car Company (Chicago, IL ) General American Tank Car, or GATX, was one of the countries largest tank car operators. 
General American Transportation Corp (Chicago, IL ) GATX is a leading global lessor of locomotives and railcars. At the end of 2018, it owned 

122,000 railcars (most are tank cars) and 650 locomotives.General American Transportation Corporation-East Chicago (East 
Chicago, IN )General American-Pfaudler (Chicago, IL ) The cars owned by this company were of the Insulated Milk Tank design, used for transporting 

bulk milk.  The Pfaudler Company was engaged in building glass lined tanks which found a 
use in transporting bulk milk by rail in insulated cars. Designed as volume milk carriers, the 
cars captured a signficant share of the bulk milk trade, particularly in the northeast during the 
early 1900's. 

General American-Pfaudler Company (Rochester, NY ) The Pfaudler Company was engaged in building glass lined tanks which found a use in 
transporting bulk milk by rail in insulated cars. Designed as volume milk carriers, the cars 
captured a signficant share of the bulk milk trade, particularly in the northeast during the early 
1900's. 

General Electric Co. (Erie, PA ) General Electric became a leader in the production of Diesel locomotives, surpassing the 
Electro-Motive Division of General Motors in the 1990's. GE became the dominant supplier of 
diesel locomotives largely on the basis of superior technology. At its peak, 21,000 workers 
were employed here.  

General Electric Co. (Ft. Worth, TX ) GE's Fort Worth Plant is the largest locomotive "modernization" facility in the world. 
Modernization involves upgrading the electronics, control mechanisms and exhaust emission 
controls. The plant also builds new locomotives.

General Electric Credit Corp Rail Car Services)
General Electric Rail Services (Texarkana, AR ) In 1986 GE Railcar Services Corp. acquired the assets of North American Car Corp, a former 

rail leasing subsidiary of Tiger International which had become insolvent in 1984; GE acquired 
~35000 freight cars and 14 maintenance units in North America at a cost of $420 million. 
 
In 1989 GE acquired the railcar leasing and management business of Brae Corporation from 
holding company Leucadia National for approximately $180 million, acquiring 15000 boxcars.
[4] With the acquisition GE entered the per diem boxcar leasing business. 
 
In 1992 GE Capital Railcar reached an agreement to lease Itel Rail Corporation's (subsidiary 
of Itel Corporation) railcar fleet; in 1990 Itel Rail had ~70,000 rail vehicles, approximately one 
third of which were boxcars, another third covered hopper cars, the remainder tank, open 
hopper, flat and specialty freight cars. The lease agreement was for 12 years with a purchase 
option - the agreement brought GE's for lease fleet to ~140,000 units. The agreement moved 
significant accumulated debt off Itel Corporation's balance sheet; in the late 1989s Itel Corp 
had expanded aggressively into the North American railcar leasing business through a 
number of acquisitions, as well as acquiring interests in other related logistics and 
transportation businesses. GE would pay rental payments of $150 million pa (GE Capital had 
also acquired Itels container leasing business in 1990 for over $800 million.) 
 
In 1997 GE Railcar entered into a leasing agreement with manufacturer American Car and 
Foundry Company (ACF) to lease 35000 freight cars (over three quarters of its fleet), with 
purchase and supplementary agreements to use ACF's repair facilities. 
 
In 2008 GE attempted to sell the business - GATX Corp offered $3billion for the company but 
the deal was not completed due to difficulties raising funds due to the late 2000s banking 
credit crisis. In 2011 it was reported that GE had again placed the business up for sale - the 
assets were valued at $3 billion at the end of 2010. The unconfirmed sale attempt was 
reported as having been cancelled in July 2011. 
 
In the late 2000s, due to a drop in rail car leasing due to the general economic recession 
initiated by the 2000s financial crisis GE Railcar attempted to alter the terms on a $1.2 billion 
contract (2007) for the acquisition of over 11000 rail cars from The Greenbrier Companies. 
The GE contract represented 84% of Greenbrier's ongoing railcar orders, and any reduction in 
the order volume was expected to cause job and revenue losses in addition to those already 
caused by the recession and the production slowdown for the GE order. On 15 December 
2009 GE and Greenbrier reached a modified contract agreement in which Greenbrier would 
manufacturer up to 6000 units for GE. As terms of the contract Greenbrier gained the right of 
first refusal to manufacture any GE railcar order placed up to December 2018, and a similar 
right to any vehicle refurbishment up to 2015. Greenbrier also obtained maintenance co-
partner agreement for GE's rail rolling stock over a 5-year period. The resultant contract gave 
Greenbrier an order book of at least 4900 units valued at $430 million plus an option for a 
further 2200 cars. The renegotiated contract represented approximately 40% of the North 
American freight car industry backlog. 
 
On 30 September 2015 GE Capital announced the sale its rail services division: Marmon 
Holdings (Berkshire Hathaway) acquired most of the businesses tank car fleet, and was to 
acquire the servicing activities in late 2015 - the business was to be managed by Union Tank 
Car Company and Procor; the remainder of the GE rail fleet, comprising c.77000 freight cars 
and 1000 locos was to be sold to First Union Rail (Wells Fargo), expected closure in 2016. 
The total value of the sale to GE was $1.3 billion on a $4.0 billion net investment. 
 

General Electric Transportation (Chicago, IL )
General Motors Diesel Division/GM Canada (London, ON Canada) GM's Canadian diesel manufacturing business was known originally as General Motors 

Diesel, Ltd. in 1950, and then became General Motors Diesel Division.General Steel Castings - Eddystone (Eddystone, PA ) The General Steel Castings Corporation was a steel casting corporation in the United States 
established in 1928[1] by the Baldwin Locomotive Works, American Locomotive Company, 
and American Steel Foundries. 
 
The company began construction on its new foundry and headquarters, situated on 112 acres 
(45 ha),  on the banks of the Delaware River in Eddystone, Pennsylvania, and close to 
Baldwin Locomotive's facilities. The new plant would open about two years later, circa July 
1930, and would produce castings weighing from 100 to 110,000 pounds (45 to 49,895 kg). 
 
On July 30, 1929, the company completed its acquisition of the Commonwealth Steel 
Company and its plant in Granite City, Illinois. Commonwealth Steel was a major supplier of 
large steel castings, used in the products produced by General Steel's owners, such as one-
piece locomotive beds 52 feet (15.85 m) long weighing approximately 40,500 pounds 
(18,400 kg) and large cast steel underframes for railroad cars. By 1930, the company was 
making one-piece locomotive beds with integral cylinders and cradle, pilot beams, Delta trailer 
trucks, and water-bottom tenderframes that were over 87 feet (26.52 m) long. 
 
As reported in The Commonwealther, "[t]he new Company, with larger resources and with two 
plants equipped to produce Commonwealth devices, will undoubtedly mean a better serving 
of the country with devices for the railroads and other customers. As stated by Mr. Howard 
[Commonwealth Steel's president, Clarence H. Howard]…the cooperation of the locomotive 
companies with us should mean a wider field of opportunities for our organization, our men, 
and our product." 
 
The company's first Board of Directors meeting, after the acquisition of Commonwealth Steel, 
was held on August 7, 1929 and included among the attendees the president of the Pullman 
Company, David A. Crawford, President William C. Dickerman of the American Locomotive 
Company, and President George H. Houston of the Baldwin Locomotive Company. Howard 
Clarence, formally the president of the Commonwealth Steel Company became Chairman of 
the Board of Directors and continued his duties at the Commonwealth Division of the now 
larger company. 
 
General Steel would operate two plants, one in Eddystone, Pennsylvania and one in Granite 
City, Illinois. 
 
The company, initially using the products developed by Commonwealth Steel, specialized in 
large castings including tank armor and locomotive frames and trucks. 
 
Over the years, the company expanded into other industrial areas. On May 1, 1961, the 
company changed its name to reflect its diversified business portfolio and became General 
Steel Industries.

General Steel Castings - Granite City (Granite City, IL ) The General Steel Castings Corporation was a steel casting corporation in the United States 
established in 1928[1] by the Baldwin Locomotive Works, American Locomotive Company, 
and American Steel Foundries. 
 
The company began construction on its new foundry and headquarters, situated on 112 acres 
(45 ha),  on the banks of the Delaware River in Eddystone, Pennsylvania, and close to 
Baldwin Locomotive's facilities. The new plant would open about two years later, circa July 
1930, and would produce castings weighing from 100 to 110,000 pounds (45 to 49,895 kg). 
 
On July 30, 1929, the company completed its acquisition of the Commonwealth Steel 
Company and its plant in Granite City, Illinois. Commonwealth Steel was a major supplier of 
large steel castings, used in the products produced by General Steel's owners, such as one-
piece locomotive beds 52 feet (15.85 m) long weighing approximately 40,500 pounds 
(18,400 kg) and large cast steel underframes for railroad cars. By 1930, the company was 
making one-piece locomotive beds with integral cylinders and cradle, pilot beams, Delta trailer 
trucks, and water-bottom tenderframes that were over 87 feet (26.52 m) long. 
 
As reported in The Commonwealther, "[t]he new Company, with larger resources and with two 
plants equipped to produce Commonwealth devices, will undoubtedly mean a better serving 
of the country with devices for the railroads and other customers. As stated by Mr. Howard 
[Commonwealth Steel's president, Clarence H. Howard]…the cooperation of the locomotive 
companies with us should mean a wider field of opportunities for our organization, our men, 
and our product." 
 
The company's first Board of Directors meeting, after the acquisition of Commonwealth Steel, 
was held on August 7, 1929 and included among the attendees the president of the Pullman 
Company, David A. Crawford, President William C. Dickerman of the American Locomotive 
Company, and President George H. Houston of the Baldwin Locomotive Company. Howard 
Clarence, formally the president of the Commonwealth Steel Company became Chairman of 
the Board of Directors and continued his duties at the Commonwealth Division of the now 
larger company. 
 
General Steel would operate two plants, one in Eddystone, Pennsylvania and one in Granite 
City, Illinois. 
 
The company, initially using the products developed by Commonwealth Steel, specialized in 
large castings including tank armor and locomotive frames and trucks. 
 
Over the years, the company expanded into other industrial areas. On May 1, 1961, the 
company changed its name to reflect its diversified business portfolio and became General 
Steel Industries.

Genesee & Wyoming Australia (Adelaide,   Australia) 3,100 Genesee and Wyoming Australia is an Australian rail freight operator based in Adelaide, South 
Australia. It is a 100 percent owned subsidiary of Genesee and Wyoming Inc based in the 
USA, and was formed in June 2006 to run the South Australian operations of the Australian 
Railroad Group (ARG) joint venture between Genesee and Wyoming Inc. and Wesfarmers 
following the dissolving of that joint venture (which also resulted in the Western Australian 
operations being acquired by QR National which is a wholly owned subsidiary of Queensland 
Rail).   
 
GWA operates trains on broad (1600 mm), narrow (1067 mm) and standard (1435 mm) 
gauges throughout South Australia, along with standard gauge freight trains in the Northern 
Territory for Freightlink as well as into Victoria and southern New South Wales.  
 
Major traffics include grain, steel, gypsum, and minerals over a 5,000 kilometre track network. 
In addition, the company also operates freight trains between Perth (in WA) and Melbourne (in 
VIC) and between Perth and Goobang Junction (near Parkes in central-west NSW) for SCT 
Logistics. GWA also provides short-haul services and terminal operations at various locations.   
 
The company has roots in Australia Southern Railroad (ASR) which was formed in 1997 when 
Genesee and Wyoming Inc purchased the South Australian intrastate freight business of 
Australian National (owned by the Australian federal government), which then became part of 
the ARG joint venture in 2000. In June 2010, the parent company Genesee and Wyoming Inc 
agreed to purchase the assets of FreightLink from receivers KordaMentha. Once the sale is 
complete, the Adelaide–Darwin railway would be operated by Genesee and Wyoming 
Australia.   
 
The following lines are leased by Genesse & Wyoming Australia. Broad Gauge:  • Gawler 
Central to Penrice (former Truro line) - daily limestone train  • "Plushes Corner to Angaston - 
non-operational. Conversion to a cycle path (by Barossa Council) in 2010  • Gawler to Burra 
(former main line to Peterborough) - non-operational since 2007  • Hamley Bridge to 
Balaklava (former line to Port Wakefield and Wallaroo) - non-operational  • Roseworthy to 
Kapunda - non-operational  Narrow Gauge:  • Port Lincoln to Wudinna - seasonal grain trains  
• Cummins to Kimba - seasonal grain trains  • Thevenard to Kevin - daily gypsum trains  • 
Yeelanna to Kapinnie - non-operational  • Wudinna to Penong Junction - Limited use  • Kimba 
to Buckleboo - non-operational  Standard Gauge:  • Tailem Bend to Pinnaroo - seasonal grain 
trains  • Tailem Bend to Loxton - seasonal grain trains  • Monarto South to Apamurra - non-
operational  Note: GWA also operates on the interstate ARTC Standard Gauge lines and 
provides train control functions for the entire northern Australia railway from Northgate Block 
Point (near Tarcoola in SA) to Berrimah freight terminal (near Darwin city in NT) which is 
owned by APTC (Asia-Pacific Transport Consortium). Northgate BP is 510 km from Coonamia 
(Port Pirie) in SA and Berrimah freight terminal is 2754 km from Coonamia. Add approximately 
220 km for distances from Adelaide. The 50 year lease on the Adelaide–Darwin railway will be 
transferred to GWA when the purchase of FreightLink is complete. 

Genesee & Wyoming Industries (Darien, CT ) 15,500 Genesee & Wyoming Industries is the largest short line operator in the U.S., after its 
acquisition of RailAmerica is concluded. It owns or leases 120 railroads worldwide.Georgetown & Gray's Peak Railway (Silver Plume, CO ) 16 14,110 6.0% The Argentine Central had the distinction of being the highest railroad to operate in the United 
States at the time of its construction. The line was sold to the Gray's Peak Scenic 
Development Company in 1909. The latter company was reorganized in 1912 as the 
Georgetown & Gray's Peak Railway Company. The line to Mount McClellan was abandoned 
in 1918, and the last rails were removed in 1920. Another source(U.S. Geological Survey) 
indicates the Argentine Central Railway operated from 1905-1918, but was suceeded by the 
Georgetown & Gray's Peak Railway in 1913, and then by the Argentine & Gray's Peak 
(1913-1917).

Georgetown Loop Railroad  (Georgetown, CO ) 3 9,101 4.0% This historic line was rebuilt and reopened in 1975 as a tourist line. It's purpose is to operate 
trains over the famous Georgetown Loop, known as the Devil's Gate Viaduct.Georgetown, Breckenridge & Leadville Railroad (Georgetown, 

CO )
6 9,760 3.5% The Georgetown, Breckenridge & Leadville was chartered to extend the Colorado Central to 

Leadville via the 12,000 foot high Loveland Pass.  
 
An earlier railroad, the Georgetown, Leadville & San Juan Railroad, was organized in 1879 to 
construct a railroad from Georgetown over the continental divide at Loveland's Pass, at an 
elevation of 11,978 feet. The route "would have entaied severe grading" (Ref 2), having to 
ascend 638 feet in two miles between Georgetown and SIlver Plume.  
 
The Georgetown, Leadville & San Juan organizers dropped their plans, and in 1881, the 
Union Pacific incoprorated the Georgetown, Breckenridge & Leadville to build along part of 
the surveyed route. 
 
The high cost of difficult construction resulted in the line running from Georgetown to  
Bakersville (or Graymont). The line became famous for its spectacular Georgetown Loop. This 
line operated over the famous Georgetown Loop & Devils Gate Viaduct. The track from Silver 
Plume to Graymount was removed in 1898.   
---------  
 
History from http://cdp.coalliance.org/items/browse/3?search=Railroads  
 
"The Georgetown Loop"  In 1871, the Colorado Central Railroad began building a narrow 
gauge line up Clear Creek Canyon west of Golden to service the mining camps, and this line 
was completed to Georgetown in 1877. When the Leadville mining boom erupted in 1878, this 
created interest in extending the line westward across what is now Loveland Pass to 
Leadville. In 1881, the Georgetown, Breckenridge and Leadville Railroad was incorporated to 
build the extension to Leadville. However, the the 638 foot rise in elevation in the 
approximately 2.1 miles between Georgetown and Silver Plume posed a problem for the 
engineers.The narrow valley's slopes were too steep for a switchback system, and the 
resulting six percent grade would have been impossible for the trains to climb. George 
Blickensderfer, an engineer for the Union Pacific Railroad, solved the problem by designing 
the Georgetown Loop, which is actually a series of loops and a spiral that lengthened the 
trackage from Georgetown to Silver Plume to 4.47 miles and cut the maximum grade to just 
3.5 percent. The construction of the Georgetown Loop began in 1881, and it took until the end 
of 1882 to complete a majority of the grading. The masons completed the stonework for the 
bridges in mid-1883, and the work crews began building the smaller bridges and laying track 
in August 1883. The High Bridge or Devil's Gate Viaduct was completed in November 1883, 
but it took another two months to correct defective riveting and other problems with its 
construction. The tracks were completed to Silver Plume on March 10, 1884, and the first train 
arrived there the next day. The final four miles of track to Bakersville (or Graymont) were 
completed in mid-April. The total cost of building the extension from Georgetown to 
Bakersville was $254,700. Although the original plan was to extend the line to Leadville, it was 
never completed past Bakersville because the railroad was concerned about its finances and 
the competition. By the time the Georgetown Loop was finally completed, both the Denver and 
Rio Grande and the Denver, South Park and Pacific railroads had already finished building 
their rail lines from Denver to Leadville. A daily freight train carried supplies and the mail to 
Silver Plume and Bakersville and transported ore from the mines in the area to the smelters. 
In addition because of its remarkable engineering and spectacular scenery, the Georgetown 
Loop quickly became a popular tourist attraction. In its heyday, as many as six passenger 
trains ran daily to the loop during the summer months. During the trips over the Georgetown 
Loop, the train stopped on the High Bridge, and the male passengers were invited to test their 
courage by walking across the bridge in front of the train. Photographers were on hand to 
capture each memorable event. But by the 1920s, the collapse of the mining industry and the 
increasing use of the automobile resulted in a decline in the tourist and freight businesses for 
the railroad. Railroad service from Idaho Springs to Silver Plume ended in 1939, and the 
remainder of the Clear Creek line was abandoned in 1941. The tracks were taken up, and the 
High Bridge and the other bridges on the Georgetown Loop were dismantled. During the 
1970s, the Colorado Historical Society with the assistance of many others began rebuilding 
the Georgetown Loop as a tourist attraction. The Georgetown Loop Railroad's first official 
revenue run occurred on June 21,1975, but less than a mile and a half of the loop had been 
reconstructed at that time. The High Bridge was not rebuilt until 1983, and the work crews did 
not finish laying the rail across it until the following summer. The first revenue passenger train 
in close to half a century crossed the High Bridge on June 9, 1984, and the loop itself was 
dedicated on Colorado Day (August 1, 1984). 

Georgetown, Leadville & San Juan Railroad 
 (Georgetown, CO )

11,978 6.0% The Georgetown, Leadville & San Juan Railroad was organized to construct a railroad over 
the continental divide at Loveland's Pass, at an elevation of 11,978 feet. The route "would 
have entaied severe grading" (Ref 3), having to ascend 638 feet in two miles between 
Georgetown and SIlver Plume.  
 
The Georgetown, Leadville & San Juan organizers dropped their plans, and in 1881, the 
Union Pacific incoprorated the Georgetown, Breckenridge & Leadville to build along part of 
the surveyed route. 

Georgia & Alabama Railway (Montgomery, AL ) 265 This company owned the entire capital stock of the Georgia & Alabama Terminal Company, 
which owned 1,200 acres of land, including more than three miles of water front, with 
wharves, piers, warehouses, etc, on the Savannah River, directly opposite the city of 
Savannah, with which it is connected by the steel bridge of the Georgia & Alabama Railway. 
These terminals include 8.3 miles of track, with the distance from the bridge to the end of 
track on the furthest wharf being 3.0 miles. The terminal operation commenced on July 1, 
1900, and during the next 12 months, 267 vessels of various sizes and types were berthed at 
these piers.

Georgia & Florida RailNet (Albany, GA ) 297 On January 21, 1999 =, the Gulf & Ohio consolidated its holdings in the area surrounding 
Albany, GA under a single entity and sold the new network - including the two branches of the 
neighboring Atlantic & Gulf railroad - to RailNet. The new railroad was renamed Georgia and 
Florida RailNet.  The Georgia & Florida RailNet began operations by leasing or purchasing on 
the following lines, which it had acquired from Gulf and Ohio Railways:   Albany Bridge - 3470 
feet (1058 m) over a bridge in Albany, Georgia  Adel-Foley Line - Adel, Georgia to Foley, 
Florida  Valdosta-Nashville Line - Valdosta, Georgia to Nashville, Georgia  Moultrie-Schley 
Junction Line - Moultrie, Georgia to Schley Junction, Georgia  Norman Junction Line - 
Norman Junction, Georgia to Moultrie, Georgia  Thomasville-Camilla Line - Thomasville, 
Georgia to Camilla, Georgia  After commencement of operations, it acquired the following:  
Albany, Georgia to Sylvester, Georgia Camilla, Georgia to Thomasville, Georgia Nashville, 
Georgia to Willacoochee, Georgia  North American RailNet sold Nebraska, Kansas & 
Colorado RailNet, Inc. (NKCR), Illinois RailNet, Inc. (IR), and Georgia & Florida RailNet, Inc. 
(G&FR) to OmniTRAX on May 2, 2005, which renamed it as the Georgia & Florida Railway.

Georgia Pacific Railroad (Atlanta, GA ) 566 The Georgia Pacific Railway was formed in 1881 to build a railroad from Atlanta, GA through 
Birmingham and Columbus, MS to Greenville, MS and eventually on to Texarkana. From the 
beginning it was under the control of Southern Railway predecessors East Tennessee Virginia 
& Georgia and Richmond & Danville. Georgia Pacific bought the 36" gauge railroad of the 
Greenville Columbus & Birmingham RR in October 1881 and converted it to standard gauge a 
few years later and completed the line between Columbus and Greenville on June 18, 1889, 
completing the railroad from Atlanta to Greenville. As the Richmond & Danville was being 
reorganized in 1894, they formed a new company called Southern Railway in Mississippi to 
take over the former Georgia Pacific trackage in Mississippi on August 30, 1894. [1] 
 
The Georgia Pacific Railway was chartered with the expectations of becoming a 
transcontinental railroad, spanning from the eastern seaboard in Virginia all the way to the 
Pacific Ocean. It was leased by the Richmond & West Point Terminal Railway & Warehouse 
Co  in 1881, and then was purchased by the Southern Railway becoming its Southern 
Railway Company in Mississippi.

Georgia Power Co. (Atlanta, GA ) 300 In 1926, several Southern utilities, including Georgia Railway and Power Company, become 
part of a holding company called Southeastern Power & Light Company. During the 
consolidation, the name of Georgia Railway and Power changed to Georgia Power Company. 
Georgia Power Company took over the Athens Railway & Electricm, the Rome Railway and 
Lighta nd the Augusta-Aiken Railway & Electric Companies between 1927 and 1928. 
 
By the end of 1927, Southeastern Power & Light Co., which was then comprised of Alabama 
Power, Gulf Power, Georgia Power, Mississippi Power and South Carolina Power, merged 
with the Commonwealth Power Company, (Central Illinois Light Company, Consumers Power 
Company, Pennsylvania Power Company, Ohio Edison, and Southern Indiana Gas and 
Electric). The consolidation was undertaken to provide more reliable service, pool capital 
funds for construction purposes and take advantage of the executive and technical expertise 
of the system’s employees. The new venture was called Commonwealth & Southern 
Corporation. 
In 1928, power companies in the cities of Macon and Augusta merged with Georgia Power 
Company. 
-----------------------------------------------------------------------------------------------------------------------------
------------------------------------------------- 
Originally the Georgia Railway and Power Company, it began in 1902 as a company running 
the streetcars in Atlanta, and was the successor to the Atlanta Consolidated Street Railway 
Company. In the 1930s, the company published a free newsletter called Two Bells which was 
distributed on its streetcars; Two Bells was still distributed into the 1960's on the buses of 
successor Atlanta Transit Company (ATC). From 1937 until 1950, Georgia Power also 
operated trolleybuses in Atlanta, and in 1950 its network of 31 electric bus routes was the 
largest trolley bus system in the United States.[6] After the Atlanta transit strike of 1950, the 
Atlanta Transit Company took over operations. Atlanta Streetcar was formed in the 2000s to 
establish a new streetcar service along Peachtree Street. 
 

Georgia Railroad (Augusta, GA ) 331 On April 1, 1881, the Georgia Railroad & Banking Company was leased to the Louisville & 
Nashville Railroad for 99 years. Concurrent with the lease, the name of the railroad was 
shortened, becoming the "Georgia Railroad".  The Georgia Railroad (Augusta to Atlanta), the 
Atlanta & West Point Railway (Atlanta to West Point, GA), and the Western Railway of 
Alabama (West Point to Montgomery) provided a through route linking Augusta and 
Montgomery. The roads operated under common ownership, and their routes were used by 
the SR, and L&N to gain access to or through Atlanta from eastern points such as New York 
and Washington, and southern cities, such as New Orleans. 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 

Georgia Railroad & Banking Company  (Augusta, GA ) 301 Chartered as Georgia Railroad, December 21, 1833.  Present name adopted, December 18, 
1835. Main Line and Branches completed, 1845.   This company was formerly a Railroad and 
Banking Corporation. The Banking Department was sold to the Georgia Railroad Bank, whose 
stock is owned by the Georgia Railroad & Banking Company. The railroad was leased for 99 
years on May 7, 1881 to William M. Wadley, which led to the joint lease of the Georgia 
Railroad & Banking Company by the Atlantic Coast Line Railway and the Louisville & 
Nashville Railroad. In 1898, the Louisville & Nashville Railroad became the sole lessee.    
 
Purchased the Western Railroad of Alabama jointly with the Central Railroad of Georgia, May 
19, 1875.   Operates Macon & Augusta Railroad, Augusta Belt Railway, Gainesville, Jefferson 
& Southern Railroad, Lexington Terminal, Milledgeville Railway, Union Point & White Plains 
Railroad under lease.  Acquired controlling interest in Gainesville, Jefferson & Southern 
Railroad in 1883. Acquired Controlling interest in Walton Railroad.    
 
The property of the Georgia Railroad Company, was leased by the owners ( Georgia Railroad 
& Banking Company) to William M. Wadley for a term, ending April 1, 1980. On May 17, 1881, 
Wadley assigned a one-half interest in that lease to the Louisville & Nashville Railroad 
Company, and on June 1, 1881, assigned the remaining half to the Central Railroad & 
Banking Company. The last name interest became vested in the Louisville & Nashville 
Railroad, by assignment from Samuel Thomas and Thomas F. Ryan, dated February 2, 1898, 
confirmed by assignment from the Central of Georgia Railway Company, dated February 28, 
1898, and on August 9, 1899, the Louisville & Nashville Railroad Company assigned one-half 
interest therin to the Atlantic Coast Line Railroad.

Georgia Railway & Electric Co  (Atlanta, GA ) 144 Company provides Street Railway, Electric Light, Power and Steam Heating for Atlanta and 
Fulton County. Controls Atlanta Gas Light Co. from 7/1/1903. Stock exchanged with Georgia 
Railway & Electric Co.   Controls Atlanta Northern Railway. 

Georgia Railway & Power Co. (Atlanta, GA ) 200 The Georgia Railway and Power Company became the building block for Georgia Power 
Company. The latter was formed by merger and acquisition of many smaller power companies 
in Georgia. 5. By 1913, Georgia Railway and Power had doubled the number of streetcars in 
operation from 116 to 264. Street railroad track mileage was expanded from approximately 
138 miles at the time of the merger in 1901, to 200 miles by 1914. Only Salt Lake City 
eclipsed Atlanta as having the highest ratio of street railroad track mileage per 1,000 people

Georgia Southern & Florida Railway (Macon, GA ) 391 The Georgia Southern & Florida Railroad Company was chartered September 28, 1881 to 
build from Macon to a point near the Georgia-Florida state line, near either Dupont or 
Homerville, where it was planned to connect with the Savannah, Florida & Western Railroad. 
 
Another railroad, the Macon & Florida Air-Line Railroad, was chartered in 1884 to extend the 
Georgia Southern & Florida from the state line to Tampa, or Charlotte harbor. A branch line 
was planned to reach some point on the St. Johns River.  
 
Construction did not begin until 1887, however. 
 
In 1888, the Macon & Florida Air-Line was merged into the Georgia Southern & Florida 
Railroad Company, becoming the Georgia Southern & Florida Railroad. 
 
During construction of the railroad, the route was changed to pass through Valdosta instead of 
Dupont or Homerville.  
 
Valdosta was incorporated on December 7, 1860, when it was designated by the state 
legislature as the new county seat. The Atlantic & Gulf Railroad had already begun service to 
Valdosta in 1860, and was acquired by the Savannah, Florida & Western Railroad in 
November of 1879. The SF&W was part of the Plant System and would have provided an 
important connection to Savannah. Hence, the importance of including Valdosta in its route 
structure. 
 
Other changes in the Georgia Southern & Florida Railroad’s route were made as well. The 
railroad decided that it would build one line entirely in Florida, extending from the state line to 
Palatka on the St. John’s River. The latter was another important connection point, linking with 
the connecting there with the Jacksonville, Tampa & Key West Railroad, which connected 
Jacksonville and Sanford, FL. 
 
The line opened between Macon and Palatka in March of 1890 and became instantly 
profitable. However, the investors that financed the Georgia Southern & Florida had also 
financed two other smaller railroads; the Macon & Birmingham and the Macon & Atlantic. The 
three railroads were heavily indebted, and monies from the Georgia Southern & Florida were 
diverted to pay on debts owed by the other two railroads.  
 
As a result of the misuse of funds, the Georgia Southern & Florida entered receivership a year 
later, and was reorganized as the Georgia Southern & Florida Railway, May 22, 1895 under 
the control of the Southern Railway.  The Tifton, Thomasville & Gulf Railway, purchased a 
portion of this Company’s property.    
 
The Georgia Southern & Florida purchased: (1) Purchased Macon & Florida Air Line Railroad 
1899, the Macon & Birmingham, and the Hawkinsville & Florida Southern Railway; (2) a 
portion of Atlantic, Valdosta & Western Railway (Macon to Jacksonville 115 miles) between 
Valdosta, GA and Jacksonville, FL, 106 miles, on November 1, 1902. The latter provided the 
company with its interest in the Jacksonville Terminal Co.  Jointly with the following 
Company's owns capital stock of Macon Terminal Company: Central of Georgia Railway. 
Southern Railway. This Company has a one-eighth interest in the Jacksonville Terminal 
Company. 

Georgia Southwestern Railroad (Rhine, GA ) 382 Incorporated to consolidate 3 divisions of the South Carolina Central under one operating 
entity:  (1) Georgia Southwestern RR (2) the Georgia & Alabama Division (Smithville, GA to 
Eufaula, AL, (3) Georgia Great Southern (Dawson, GA to Albany, GA).

Georgia-Pacific) Georgia-Pacific LLC is an American pulp and paper company based in Atlanta, Georgia, and 
is one of the world's leading manufacturers and distributors of tissue, pulp, paper, toilet and 
paper towel dispensers, packaging, building products and related chemicals. As of Fall 2010, 
the company employed more than 40,000 people at more than 300 locations in North 
America, South America and Europe. It is an independently operated and managed company 
of Koch Industries.

Georgia, Florida & Alabama Railway (Carrabelle, FL ) 192 Purchased Carrabelle, Tallahassee & Georgia Railroad 6/30/1906.   Incorporated, April 22, 
1901. Successor to Georgia Pine Railway, incorporated, November 2, 1895. Reorganized and 
succeeded by Georgia, Florida & Alabama Railroad, July 16, 1927. Seaboard Air Line Railway 
leased the properties of this Company for 99 years, effective January 1, 1928. Receivers 
appointed, November 7, 1931. Foreclosure action was filed, April, 1935. The Carrabelle to 
Tallahassee line was abandoned in 1948, after serving a prominent role during World War 
Two as an important military line, serving an amphibious base near Carrabelle. The Havana to 
Quincy branch was abandoned soon after the merger because Quincy was already served by 
the Seaboard. The railroad north of Bainbridge is now operated by the Georgia Southwestern 
RR, while the Bainbridge to Tallahassee line is still operated by CSX with an important 
connection with the old ACL line to Dothan and Montgomery.  

German-American Car Company (Chicago , IL ) The Atlantic Seaboard Despatch was formed by Max Epstein, who was then employed in the 
Chicago Stockyards by the German-American Provision Company. In 1898 Epstein heard that 
the Duquesne Brewing Company of Pittsburgh was seeking to purchase 20 second hand 
refrigerator cars. Epstein was able to find a meat packer in the Stockyards that was getting 
ready to sell the 48 used cars. Epstein had one car cleaned and painted with the Duquesne 
Brewing Company logo on the exterior of the car. The brewing company liked the idea, and 
purchased the cars from Epstein. The packing company still needed to sell the remaining 28 
cars, which proved difficult, since the potential buyers did not have enough money to operate 
their own fleet of cars.  Epstein then formed the Atlantic Seaboard Despatch company to own 
and operate a fleet of refrigerator cars for various lessees. The business was incorporated as 
the German-American Car Company in 1902 in West Virginia, and became the General 
American Tank Car Corporation in 1916, and then General American Transportation 
Corporation in 1933.

Gilbert Elevated Railroad (New York, NY ) The New York Elevated Railway (Incorporated October 27, 1871) and the Gilbert Elevated 
Railway (June 17, 1872) were the first elevated railways to operate in New York City. The lines 
became immediately successful, leading to the expansion of elevated routes throughout the 
city.

Gilpin Railroad (Blackhawk, CO ) 27 8,537 6.0% The Gilpin County Tram Railway had more switchbacks than any other American railroad.   At 
one point, seven switchbacks were used to reach a single mine. (Ref 1)Gilpin Tramway Company (Central City (Gilpin), CO ) 27 8,510 6.0% The Gilpin County Tram Railway had more switchbacks than any other American railroad.   At 
one point, seven switchbacks were used to reach a single mine. (Ref 1)Glasgow & South Western Railway 

 (Glasgow, Scotland)
1,128 The Glasgow and South Western Railway (G&SWR) was a railway company in Scotland. It 

served a triangular area of south-west Scotland between Glasgow, Stranraer and Carlisle. It 
took its name after a merger in 1850. In the 1923 grouping of Britain's railways the G&SWR 
became part of the London, Midland and Scottish Railway.
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Glen Alden Coal Company (Sranton, PA ) The Glen Alden Coal Company was formed as a result of a 1915 Supreme Court decisiton 
that found that the Delaware, Lackawanna & Western Railroad had violated the Sherman - 
Hepburn anti-trust acts, and in compliance, the DL&W sold off its coal interests to the Glen 
Alden Coal Company. The company was one of the largest coal mining companies in 
Pennsylvania.

Globe Locomotive Works (South Boston, MA ) The Globe Locomotive Works was a late-19th century manufacturer of railroad steam 
locomotives and other machinery and began doing business in 1845. [2] The company built 
some one hundred steam locomotives for railroads throughout the United States. In 1864 the 
company (a joint venture of John Souther, as President, and D.A. Pickering, as Treasurer) 
ceased producing locomotives and instead focused on the manufacture of steam shovels. 
From thereon it operated as the Globe Works Company. By the 1860s, the Globe Works had 
become a major worldwide supplier of steam shovels. Souther’s machines helped build the 
Panama Canal and turned Back Bay Boston from a swampy waterfront into a dry-land 
neighborhood. The Globe Works lasted until 1910. [2] 

GO Transit (Toronto, ON Canada) 323  GO Transit is the regional public transit service for the Greater Toronto and Hamilton Area.
Golden Circle Railroad (Cripple Creek, CO ) 12 10,550 4.0% The Golden Circle Railroad was organized by David Moffat to provide rail service to his mines 

on Battle Mountain and Bull Hill, north of Victor. Although never completed to Cripple Creek, 
the line was built between Victor and Vista Grande, using a balloon loop at Vista Grande to 
run the trains.  The Golden Circle Railroad was merged into the Denver & Southwestern 
Railway in 1899, and then subsequently became part of the Cripple Creek & Colorado Springs 
Railway in 1915.  

Gordon Planes (Gordon, PA ) 2 14.0% The Gordon Planes were constructed in order to hoist coal cars over the mountain.  The 
Planes, which were destined to make Gordon famous were completed in 1855.  The year 
1867 was an important one in Gordon and all residents were at the yards when the first 
locomotive pulled its way into the town and into the hearts of the residents of Gordon..  The 
old mules were out.  There would be no Sunday baths at the old "Muley".  As moments 
proceed and as people come and go so it was in Gordon.   Gordon Plane was divided into two 
sections running up the natural chasm cut by Ratting Run into Broad Mountain. It was about 1 
mile long with a 700-foot rise. Early in this century, a huge American flag suspended by cable 
hung over the plane. 

Gornergrat Bahn (Zermatt, Switzerland) 6 10,135 15.7% The Gornergrat railway is the second highest railway in Europe after the Jungfrau, and the 
highest open-air railway of the continent. Gotthard Railway (Immensee, Switzerland) 128 3,776 2.6% The Gotthard Railway is today part of the mainline connecting Zurich and Milan, Italy. The line 
passes through the historic Gotthard Tunnel and is the second highest mainline railway in 
Switzerland. The line was completed in 1882, after completion of the Gotthard Tunnel.

Grand Rapids & Indiana Railroad (Cincinnati, OH ) 575 The construction of the Grand Rapids & Indiana Railroad was one of the major factors in the 
development of Northern Michigan. [1]Grand Trunk Corporation (Chicago, IL ) 5,787 The Grand Trunk Corporation is a subsidiary holding company for the Canadian National 
Railway's properties in the United States. It is named for the former Grand Trunk Railway, 
which CN absorbed in the early 1920s. The Association of American Railroads has considered 
it to be a Class I railroad since fiscal year 2002.   
 
GTC was incorporated in Delaware on September 21, 1970 as Grand Trunk Industries, Inc., 
and renamed Grand Trunk Corporation on November 18, 1970. It acquired control of the CN's 
U.S. properties in December 1971: 
- Grand Trunk Western,  
- Central Vermont,  
 
GTC  and subsequently acquired other companies:   
 
- Duluth, Winnipeg & Pacific, 
- Detroit, Toledo & Ironton 
- Chicago, MIlwaukee, St. Paul & Pacific (a failed takeover attempt) 

Grand Trunk Milwaukee Car Ferry Company 
 (Muskegon, MI )

94 The Grand Trunk Milwaukee Car Ferry Company was the Grand Trunk Western Railroad's 
subsidiary company operating its Lake Michigan railroad car ferry operations between 
Muskegon, Michigan, and Milwaukee, Wisconsin, from 1905 to 1978. Major railroad 
companies in Michigan used rail ferry vessels to transport rail cars across Lake Michigan from 
Michigan's western shore to eastern Wisconsin to avoid rail traffic. 
 
History 
 
The Montreal based Grand Trunk Railway of Canada's entry into car ferry operations started 
by signing an operating agreement with the Crosby Transportation Company which 
established the Grand Trunk Car Ferry Line. The new line began building docking slips in 
Milwaukee, Wisconsin and Grand Haven, Michigan. The first ferry was the SS Grand Haven 
built in 1903 by the Craig Shipbuilding Company of Toledo, Ohio. The Grand Trunk Car Ferry 
Line dissolved in 1905 when it defaulted on bonds. 
 
Grand Trunk would form its new subsidiary company, the Grand Trunk Milwaukee Car Ferry 
Company, to take over its Lake Michigan car ferry operations. The new company was 
incorporated in Milwaukee on November 10, 1905 and would acquire the SS Grand Haven 
from its receivers. In 1933, Grand Trunk Western decided to move its Michigan docks from 
Grand Haven to Muskegon, Michigan. The Muskegon Rail & Navigation Co. would build and 
operate the rail terminal operations in Muskegon. The Grand Haven dock slip would be 
reserved for auxiliary or emergency use. 
 
In 1903 Grand Trunk Western was the last of the three Michigan railroads to start Lake 
Michigan ferry operations, the Ann Arbor Railroad and Pere Marquette Railway began their 
ferry service prior to 1900. One of GTW's predecessor lines the Detroit Grand Haven & 
Milwaukee Railway had completed building trackage to Grand Haven in 1858 and started a 
break-bulk service across Lake Michigan in the 1890s. 
 
The Grand Trunk Milwaukee Car Ferry Co. would exchange GTW's rail traffic in Milwaukee 
with the Chicago and North Western Railway, Milwaukee Road, and Wisconsin Central 
Railway. 
 
By the 1970s the ferry service became cost prohibitive and Grand Trunk Western applied to 
the ICC in 1975 to abandon its car ferry service. Permission was granted three years later and 
in 1978 Grand Trunk Milwaukee Car Ferry Co. ended operations. 
 
Ships 
 
The original ship, the Grand Haven, was sold, by its receivers, to the Grand Trunk Milwaukee 
Car Ferry Company in 1905. In 1908 the car ferry company bought the ferry Manistique, 
Marquette & Northern No. 1 and renamed it the SS Milwaukee. In the mid-1920s, the two 
ships were augmented by chartering ferries from the Pere Marquette and Ann Arbor lines. In 
1926, the Grand Rapids was built in Manitowoc, Wisconsin. The ship was similar to Pere 
Marquette Railway's car ferries the Pere Marquette No.21 and Pere Marquette No.22 and the 
Ann Arbor Railroad's Ann Arbor No 7. Another ship, the Madsion was built in Manitowoc in 
1927. 
 
On October 22, 1929, the ferry SS Milwaukee sank. Two days later its wreckage was 
discovered near Racine, Wisconsin. The United States Coast Guard near South Haven, 
Michigan found the ship's purser’s message canister with a written note. The ship was 
replaced by a new ferry named City of Milwaukee built in 1931. 
 
The ships also had 16 cabins for passenger service. By 1970, the Grand Trunk Western car 
ferries were no longer carrying passengers, as they could no longer meet Coast Guard safety 
regulations for passenger ships. (The wood paneling in the staterooms constituted a fire 
hazard). They also were much slower and not nearly as luxurious as the Chesapeake & Ohio 
boats (the S.S. Badger, et al.) which were sailing from Milwaukee to Ludington, Michigan at 
the time. 
 
Car Ferry Fleet 
 • SS Grand Haven, built 1903 at Toledo, Ohio 
 • SS Milwaukee, formerly Manistique, Marquette & Northern 1, built 1902 at Cleveland, Ohio 
(Sank near Milwaukee, 1929) 
 • SS Grand Rapids, built 1926 at Manitowoc, Wisconsin 
 • SS Madison, built 1927 at Manitowoc, Wisconsin 
 • SS City of Milwaukee, built 1931 at Manitowoc, Wisconsin; currently docked in Manistee, 
Michigan 

Grand Trunk Pacific Railway (Winnipeg, MB Canada) 1,710 The Grand Trunk Pacific completed the last link in the National Transcontinental Railway line 
connecting eastern Canada (Nova Scotia) with the Pacific Ocean. At the time of its 
construction, the Grand Trunk Pacific was the third largest railroad in Canada (The Canadian 
Pacific was the largest, followed by the Grand Trunk Railroad; the Canadian National Railroad 
did not exist at the time of construction of the Grand Trunk Pacific.

Grand Trunk Railway (Sarnia, ON Canada) 1 The St. Clair Tunnel was the first full-size (large enough for a railroad) subaqueous tunnel built 
in North America.Grand Trunk Railway Company of Canada (Detroit, MI ) 9,164 The Grand Trunk Railway was founded to connect Montreal and Portland, ME, by leasing the 
Atlantic & St. Lawrence which built a line from Portland, ME to near the Canadian border, and 
the St. Lawrence & Atlantic, which built from Montreal to the border. As a result, Portland 
became an important port on the Atlantic ocean. The railroad expanded beyond Montreal, and 
by 1867, it was the largest railway system in the world. 

Grand Trunk Western Railroad (Port Huron, MI ) 328 The Canadian National incorporated the Grand Trunk Western in 1928 to consolidate GT 
properties in Michigan, Indiana, and Illinois. [2]Grant Locomotive Works (Paterson, NJ ) Grant Locomotive Works was a manufacturer of steam railway locomotives from 1867 to 
1895, first in Paterson, New Jersey, and then in Cicero, IL The company built about 1,888 
locomotives.

Grant Locomotive Works-Cicero (Cicero, IL ) Grant Locomotive Works was a manufacturer of steam railway locomotives from 1867 to 
1895, first in Paterson, New Jersey, and then in Cicero, IL The company built about 1,888 
locomotives.

Great Eastern Line (Cincinnati, OH ) Operated in the 1880's. This would have been an important Fast Freight Line during this 
period, based on the number of railroads that cooperated with the company. 
 
The Great Eastern Line operated from New York over the Delaware, Lackawanna and 
Western Railway, delivering its business to the Grand Trunk at the Niagara frontier, which in 
turn delivers it to the Chicago and Grand Trunk for Chicago and western points either across 
the lake or through Chicago. The Great Eastern Line also operates from Boston, the route 
being over the Fitchburgh Railroad, the Central Vermont Railroad, the Grand Trunk Railway, 
and Chicago and Grand Trunk Railway. This line also operates from Philadelphia via the 
Philadelphia and Reading Railroad and Delaware, Lackawanna and Western Railway to the 
Niagara frontier, thence via the Grand Trunk and its connection to Chicago. By this line traffic 
may be forwarded from the East over the Grand Trunk Railway to Detroit, Chicago, 
Milwaukee, and other western points. [0]

Great Incline/Rubio Canyon Incline (Pasadena (Mount Lowe), CA ) 3,250 62.0% Mount Lowe is about 8 air miles northeast of Pasadena. The Rubio Canyon Incline, also 
called the "Great Incline" was located at the end of the Mount Lowe Railroad line. The Mount 
Lowe Railway opened on 4 July 1893, and consisted of nearly seven miles (11.2 km) of track 
starting in Altadena, California at a station called Mountain Junction. The railway climbed the 
steep Lake Avenue and crossed the Poppyfields into the Rubio Canyon. This part of the trip 
was called the Mountain Division. At this juncture stood the Rubio Pavilion, a small 12-room 
hotel. From there the passengers transferred to a Rubio Canyon cable car funicular which 
climbed the Great Incline to the top of the Echo Mountain promontory.  Passengers could 
transfer to a three-railed funicular, the "Great Incline," and ascend Echo Mountain (elev. 
3,250 ft/990 m). The Incline powering mechanism was designed by San Francisco cable car 
inventor Andrew Smith Hallidie. It boasted grades as steep as 62% and as slight as 48%, and 
gained 1,900 feet (580 m) in elevation. The funicular was the first of its kind built with three 
rails and featuring a four-railed passing track at the half way point. A particular feature on the 
Incline was the Macpherson Trestle named by Lowe for his engineer, David J. Macpherson, 
as was custom, and noted for its exceptional design in crossing a granite chasm over 150 feet 
(46 m) deep.

Great Indian Peninsula Railway (Bombay, India) 1,480 2.7% The Great Indian Peninsula Railway was a predecessor of the Central Railway, whose 
headquarters was at the Boree Bunder in Bombay (later, the Victoria Terminus and presently 
the Chhatrapati Shivaji Terminus). The Great Indian Peninsula Railway was incorporated on 
August 1, 1849 by an act of the British Parliament. It had a share capital of 50,000 pounds. 
On August 17, 1849 it entered into a formal contract with the East India Company for the 
construction and operation of an experimental line, 56 km long, to form part of a trunk line 
connecting Bombay with Khandesh and Berar and generally with the other presidencies of 
India. The Court of Directors of the East India Company appointed James J. Berkely as Chief 
Resident Engineer and C.B. Kar and R.W. Graham as his assistants. On July 1, 1925 its 
management was taken over by the Government. On November 5, 1951 it was incorporated 
into the Central Railway.  On April 16, 1853 at 3:35 pm, the first passenger train of the Great 
Indian Peninsula Railway left Boree Bunder station in Bombay (present day Mumbai) for 
Tannah (present day Thane). The train took fifty-seven minutes to reach Tannah. It covered a 
distance of 21 miles (33.8 km). Three locomotives named Sultan, Sindh and Sahib pulled the 
14 carriages carrying 400 passengers on board. The railway bridge over Thane creek, first in 
India, was completed in 1854.  The Sahyadri crossed  The portion of the line from Tannah to 
Callian (present day Kalyan) was opened on May 1, 1854. the construction of this portion was 
difficult as it involved a two-line viaduct over the estuary and two tunnels. On May 12, 1856 
the line was extended to Campoolie (present day Khopoli) via Padusdhurree (present day 
Palasdhari) and on June 14, 1858 Khandala-Poonah (present day Pune) section was opened 
to traffic. The Padusdhurree-Khandala section involved the difficult crossing of the Bhore Ghat 
(present day Bhor Ghat) and it took another five years for completion. During this period, the 
21 km gap was covered by palanquin, pony or cart through the village of Campoolie. The 
Kassarah (present day Kasara) line was opened on January 1, 1861 and the steep Thull ghat 
(present day Thal Ghat) section up to Egutpoora (present day Igatpuri) was opened on 
January 1, 1865 and thus completed the crossing of the Sahyadri.  Further extensions  The 
south-east main line proceeded over Bhor Ghat to Poonah, Sholapore (present day Solapur) 
and Raichore (present day Raichur), where it joined the Madras Railway. By 1868, route 
kiometerage was 888 km and by 1870, route kilometerage was 2,388.  Bombay to Calcutta  
Beyond Callian, the north-east main line proceeded over the Thull ghat to Bhosawal (present 
day Bhusawal) near Nusseerabad. From Bhosawal, there was a bifurcation. One passed 
through great cotton district of Oomravuttee (present day Amravati) and was extended up to 
Nagpore (present day Nagpur). The other was extended up to Jubbulpore (present day 
Jabalpur) to connect with the Allahabad-Jubbulpore branch line of the East Indian Railway 
which had been opened in June 1867. Hence it became possible to travel directly from 
Bombay to Calcutta. This route was officially opened on 7th March 1870 and it was part of the 
inspiration for French writer Jules Verne's book Around the World in Eighty Days. At the 
opening ceremony, the Viceroy Lord Mayo concluded that “it was thought desirable that, if 
possible, at the earliest possible moment, the whole country should be covered with a network 
of lines in a uniform system”. 

Great Lakes Central Railroad (Petoskey, MI ) 475 Great Lakes Central Railroad is the largest regional railroad in the state of Michigan,
Great North Eastern Railway (London, England) 1,000 Great North Eastern Railway,[1] often referred to as GNER, was a train operating company in 

the United Kingdom owned by Sea Containers that operated the InterCity East Coast 
franchise from April 1996 until December 2007, when Sea Containers was stripped of the 
franchise due to poor financial management. It operated InterCity train services on the East 
Coast Main Line. 
 
Its principal long distance lines were operated between London and Edinburgh and London 
and Glasgow. Other shorter runs operated between London and Aberdeen, Inverness, Hull, 
Bradford, Skipton and Harrowgate.

Great Northern Express Company) 6,308 The Great Northern Express Company operated express cars on Great Northern trains. The 
cars were lettered Great Northern with a square Great Northern Express Company herald on 
the sides. The cars typically carried fruit, produce and Alaska salmon. In 1907, this company 
operated 136 miles of steamboat express routes. [4]

Great Northern Railroad (Minneapolis, MN ) 8,806 4.0% The Great Northern was the only successfully built privately funded transcontinental railroad in 
U.S. history. Great Northern Railway (Dublin, Ireland) The GNRI was Ireland's most prosperous railway company and it;s second largest railway 
network. Great Northern Railway (London, England) The Great Northern Railway (GNR) was a British railway company established by the Great 
Northern Railway Act of 1846. On 1 January 1923 the company lost its identity, as a 
constituent of the newly formed London and North Eastern Railway. 
 
The main line ran from London King's Cross via Hitchin, Peterborough, and Grantham, to 
York, with a loop line from Peterborough to Bawtry (south of Doncaster) via Boston and 
Lincoln, and branch lines to Sheffield and Wakefield. The main line became part of the East 
Coast Main Line. 
 

Great Northern Steamship Company) The Great Northern Steamship Company's “Minnesota” and “Dakota” were the world’s largest 
cargo vessels when built or trade between Seattle and Asia. (Ref 1)Great Smoky Mountains Railway (Bryson City, NC ) 53 7.0% The Great Smoky Mountain Railroad 7% grade over Red Marble Grade at Topton, NC, is 
steeper than the Saluda Grade. The line is operated only between Bryson City and Nantahala 
Gorge.

Great Southern & Western Railway (Cork, Ireland) 1,100 Until in the late 19th and early 20th centuries, the Great Southern & Western Railway was the 
largest of Ireland's "Big Four" railway networks.Great Southern Railways (Ireland) 2,181 The Great Southern Railways was formed by an Act of the Irish Government (the Railways Act 
of 1924) that merged the four largest railways and 22 smaller railways within the Irish Free 
State (within northern Ireland). Only cross-border railways, most notably the Great Northern 
Railway (GNR), remained outside its control.

Great Western Railway (London, England) 9,077 The Great Western Railway (GWR) was a British railway company that linked London with the 
south-west and west of England and most of Wales. It also operated a network of road motor 
(bus) routes, airlines, ships, docks and hotels. 

Greater Cleveland Regional Transit Authority (Cleveland, OH ) 67
Green Express GX Network (Tampa, FL ) 1,090 The Tampa Port Authority and CSX are working with Green Express to develop a refrigerated 

unit train that will connect Tampa with a centralized refrigerated warehouse and distribution 
center in Kingsbury, IN. Refrigerator ships will transport produce grown in the Caribbbean and 
Mexico to a refrigerated cross dock warehouse in Tampa, and from there to Kingsbury, IN. 
Other services will link produce growing areas in California wih the midwest and the east 
coast. The service will also provide for export of produce grown in California via the Tampa 
gateway.  Green Express (GX) will offer dedicated, high speed, unit train service providing our 
customers with a highly efficient, time sensitive and service critical supply chain lane solution. 
By synchronizing shippers with key logistics providers Green Express offers our customers 
cost efficient, sustainable refrigerated logistics solutions combining speed, reliability and 
significant quality controls thereby improving product freshness and service performance.   
Green Express offers ‘game-changer’ results to the perishable industry by combining our 
integrated multi-modal transportation model together with cost effective real estate solutions.  
PHASE I  INland Logistics Port – Kingsbury (IN) to/from Port of Tampa (FL)  PHASE II  Port of 
Tampa (FL) to/from Philadelphia, PA (Port of Philadelphia)  PHASE III  INland Logistics Port – 
Kingsbury (IN) to/from Philadelphia (PA) (Port of Philadelphia)  PHASE IV  INland Logistics 
Port – Kingsbury (IN) to/from California Philadelphia (PA) to/from California

Green Mountain Cog Railway (Mount Desert (Mt. Desert Island), 
ME )

3 30.0% The Green Mountain Cog Railway was a narrow gauge mountain railway built to carry tourists 
to the top of Green Mountain on Mt. Desert Island in Maine.  At the end of the 19th century, 
Maine's tourist industry was developing rapidly. The islands off the coast of Maine were 
popular attractions and the possibility of a cog railway to the top of Green Mountain (now 
known as Cadillac Mountain) was first explored in the late 1870s following the success of the 
Mount Washington Cog Railway in New Hampshire. Construction of the railway started in 
February 1883 and it was built to the designs in the Marsh patents developed for the Mount 
Washington line. The first locomotive was built by the Manchester Locomotive Works, and 
was meant to be for the Mount Washington line. After the first season. Frank Clergue "owner 
and operator" bought another coach and locomotive. Both identical to their predecessors. The 
coaches and work cars were both built by the Hinckly & Egery Iron Co. The coaches had eight 
benches with open air seating that could hold six. During bad weather, canvas tarps were 
rolled down from the ceiling to protect the passengers from the wind and rain. The #1 
locomotive was named "Mount Desert" and #2 was just named #2. Both locomotives were 
used at the same time when there were large numbers of passengers. There were no 
switches on the railway, so the trains did not have the ability to pass each other.  The line 
operated during the summer season and for the first few years was successful. In 1883, the 
first year of operation, the railway hauled 2,500 passengers, and this grew to over 8,000 
passengers in 1886. The next two years showed sharp declines, with 2,500 persons, and in 
1888, only1,300 passengers rode the cog railway. Apparently, the construction of an improved 
carriage road to the summit of Green Mountain had much to do with the cog railway's decline.  
The railway ceased operations in 1890 due to declining passenger traffic. The railway's two 
steam locomotives were sold to the Mount Washington Cog Railway in 1895 after five years of 
disuse.  Source-Wikipedia

Greenbrier & Elk River Railroad (Cheat (Cheat Junction), WV ) 75 3,800 11.0% Construction on the predecessors of the Cass Scenic Railroad began in 1900. The West 
Virginia Spruce Lumber Company Railroad was built to transport logs from a large stand of 
timber at the top of Cheat Moutnain, near Spruce, WV to Cass, where a sawmill had been 
built by the same company.  Cass was located at the bottom of Cheat Mountain, and in order 
to reach Spruce at the top of the mountain,  the line required two switchbacks to ascend the  
steep grade.  The railroad was built by the West Virginia Spruce Lumber Company (West 
Virginia Pulp & Paper Company) beginning in 1900, and by 1903 the rails had reached 
Spruce, WV (elevation 3,800 ft) , where their large pulp peeling mill was located. Eventually 
billions of board feet of logs were cut and processed over the years at a lumber mill in Spruce. 
The finished lumber was sent down the mountain behind the tanks of Shay locomotives.  
Spruce was the highest town in the eastern U.S. and became the hub of the Cass rail empire 
with 82 miles of track. Three lines were built from Spruce; the first from Spruce to Cass, 
another line ran 35 miles south into the Elk River Basin to the town of Bergoo and the last line 
ran 65 miles north along Shavers Fork of Cheat River to Cheat Junction, where a connection 
with the Western Maryland Railway was made. Eventually, a total of almost 250 miles of 
mainline and logging branches were built.  In 1905, the line was renamed the Greenbrier & 
Elk River Railroad. The original Greenbrier & Elk River became the Greenbrier, Elk & Valley 
Railroad in 1909, and then became the Greenbrier, Cheat & Elk Railroad in 1910.   The 
Greenbrier, Cheat & Elk Railroad line eventually ran from Cheat Junction to Bergoo, West 
Virginia, 74.75 miles, and from Bergoo to Webster Springs, Holly Junction and Jonathan Mine, 
West Virginia, 17.51 miles. The Greenbrier, Cheat & Elk Railroad had been organized in 1910 
to conduct railroad operations of the West Virginia Pulp & Paper Company, In 1914, however, 
the Company was authorized to operate as a common carrier.  In December, 1929, it acquired 
from West Virginia Midland Railway: Bergoo to Webster Springs, West Virginia. A line 2 miles 
down Elk River from Webster. A 4 mile road along Elk River, at Webster, West Virginia. 
Controlled and operated under lease by the Western Maryland Railway.  Other area railroads-  
The Greenbrier Railway was used to transport pulpwood from West Virginia Pulp & Paper 
Company's mill at Covington to a wide variety of destinations served by the C&O. Timber was 
brought to Cass by a number of small logging railroads.  The West Virginina Central & 
Pittsburg Railway also played an important part in the development of the area. It;s line linked 
Durbin with the Greenbrier Railway. The line ran from Cumberland, MD via Elkins and Bernis. 
This line became part of the Western Maryland Railroad in 1905.  

Greenbrier Company (Lake Oswego, OR ) The Greenbrier Companies [NYSE:GBX], headquartered in Lake Oswego, Oregon, USA, is 
an international leading supplier of transportation equipment and services to the railroad 
industry. The Company builds, leases, repairs,  refurbishes and leases  freight railcars for a 
variety of customers in North America. It also manufactures and refurbishes freight wagons in 
the European market. The Company also is a leading supplier of ocean-going barges for the 
American maritime industry.  The Greenbrier Company is a holding company organized to 
own the following railrcar builders:  Gunderson, Inc. - Portland, OR Gunderson-Concarril - 
Sahagun, Mexico Trenton Works, Inc - Trenton, NS, Canada 
 
GBW Railcar Services was created on June 4, 2014 as a joint venture between the 
Greenbrier Companies and Watco to own and operate Greenbrier's and Watco's railcar repair, 
refurbishment and maintenance business. The company has 38 facilities located across North 
America with 2,100 employees. 

Greenbrier, Elk & Valley (Cheat (Cheat Junction), WV ) 75 3,800 11.0% Construction on the predecessors of the Cass Scenic Railroad began in 1900. The West 
Virginia Spruce Lumber Company Railroad was built to transport logs from a large stand of 
timber at the top of Cheat Moutnain, near Spruce, WV to Cass, where a sawmill had been 
built by the same company.  Cass was located at the bottom of Cheat Mountain, and in order 
to reach Spruce at the top of the mountain,  the line required two switchbacks to ascend the  
steep grade.  The railroad was built by the West Virginia Spruce Lumber Company (West 
Virginia Pulp & Paper Company) beginning in 1900, and by 1903 the rails had reached 
Spruce, WV (elevation 3,800 ft) , where their large pulp peeling mill was located. Eventually 
billions of board feet of logs were cut and processed over the years at a lumber mill in Spruce. 
The finished lumber was sent down the mountain behind the tanks of Shay locomotives.  
Spruce was the highest town in the eastern U.S. and became the hub of the Cass rail empire 
with 82 miles of track. Three lines were built from Spruce; the first from Spruce to Cass, 
another line ran 35 miles south into the Elk River Basin to the town of Bergoo and the last line 
ran 65 miles north along Shavers Fork of Cheat River to Cheat Junction, where a connection 
with the Western Maryland Railway was made. Eventually, a total of almost 250 miles of 
mainline and logging branches were built.  In 1905, the line was renamed the Greenbrier & 
Elk River Railroad. The original Greenbrier & Elk River became the Greenbrier, Elk & Valley 
Railroad in 1909, and then became the Greenbrier, Cheat & Elk Railroad in 1910.   The 
Greenbrier, Cheat & Elk Railroad line eventually ran from Cheat Junction to Bergoo, West 
Virginia, 74.75 miles, and from Bergoo to Webster Springs, Holly Junction and Jonathan Mine, 
West Virginia, 17.51 miles. The Greenbrier, Cheat & Elk Railroad had been organized in 1910 
to conduct railroad operations of the West Virginia Pulp & Paper Company, In 1914, however, 
the Company was authorized to operate as a common carrier.  In December, 1929, it acquired 
from West Virginia Midland Railway: Bergoo to Webster Springs, West Virginia. A line 2 miles 
down Elk River from Webster. A 4 mile road along Elk River, at Webster, West Virginia. 
Controlled and operated under lease by the Western Maryland Railway.  Other area railroads-  
The Greenbrier Railway was used to transport pulpwood from West Virginia Pulp & Paper 
Company's mill at Covington to a wide variety of destinations served by the C&O. Timber was 
brought to Cass by a number of small logging railroads.  The West Virginina Central & 
Pittsburg Railway also played an important part in the development of the area. It;s line linked 
Durbin with the Greenbrier Railway. The line ran from Cumberland, MD via Elkins and Bernis. 
This line became part of the Western Maryland Railroad in 1905.  

Greenville Steel Car Company (Greenville, PA )
Grupo México (Mexico City, Mexico) Grupo México is a Mexican conglomerate that operates through the following divisions: Mining 

(Minera Mexico), Transportation (GMxT), Infrastructure and Fundacion Grupo Mexico. The 
mining Division is the leading Copper producer in Mexico and the third largest copper 
producer in the world through ASARCO. Its transportation division (primarily FerroMex and 
Florida east Coast Railways). It operates the largest rail fleet in México, with 11,000 km of rails 
track and more than 800 engines and 26,300 coaches. It interconnects five major inland 
Mexican cities, five cities along the border with the United States, 13 seaports (5 on the 
Pacific Ocean, and 8 on the Gulf of Mexico).

Gruyère–Fribourg–Morat Railway (Palézieux, Switzerland) 5.0%
Guangzhou Metro (Guangzhou, China) 191 # Stations in system = 120
Guatemala Central Railroad (San Jose, Guatemala) 139 The Guatemala Central Railroad connected Puerto Barrios on the Atlantic Ocean (Caribbean 

Sea) with the Pacific Ocean at San Jose via Guatemala City, the capital of Guatemala. At its 
peak, it operated about 800 km of track. It was the largest railroad network in Central America. 
Bananas became the chief product transported after 1912, after the line was consolidated into 
the International Railways of Central America.

Guatemala Western Railway (Champerico, Guatemala) 80 7,605 3.5% This line was constructed initially between Champerico and Retalhuleu, and then San Felipe. 
It was subsequently extended to Quezaltenango. Champerico is a port city located on the 
Pacific Ocean.

Guayaquil & Quito Railway (Guayaquil , Ecuador) 278 11,841 The Guayaquil & Quito Railway had the reputation of “The Most Difficult Railway in The 
World”.Guilford Rail System (Mattawamkeag, ME ) 1,166 Guilford Transportation Industries was formed in 1977 and entered the railroad business in 
1981 with its purchase of the Maine Central Railroad from U.S. Filter Corporation. This was 
followed by its 1983 purchase of the Boston and Maine Corporation, and in 1984 it purchased 
the Delaware and Hudson Railway (DH). The combined MEC-BM-DH network sprawled from 
the border between Maine and New Brunswick to Boston, west to Albany, north to Montreal, 
and south (via trackage rights) to New York, Philadelphia, and Washington.  

Guilford Transportation Industries (Mattawamkeag, ME ) 1,166 Guilford Transportation Industries was organized as a holding company in 1977. The 
company then purchased the Maine Central Railroad in in June 1981. In June 1983, it 
purchased the Boston and Maine Corporation after a thirteen year bankruptcy.   Timothy 
Mellon owns Guilford Transportation Industries; the latter owns Guilford Rail System, and 
other assets. Guilford Transportation Industries purchased Pan Am in 1998 out of bankruptcy 
court.    
 
Guilford Transportation Industries purchased the name, logo, and corporate color of the 
former Pan Am Airline in 1998. Pan Am Railways was formed in 2006 to own the Guilford Rai 
System. The motivation for this may have to do with unused tax credits that Pan Am owned at 
the time of bankruptcy; or it may have to do with allowing the taxable profits (or losses) of 
Guilford and other entities owned by Pan Am to be netted, thus reducing income taxes that 
might otherwise be due by the individual entities.  Guilford Transportation System operates 
three main lines, with Boston as a hub, using trackage rights to Boston; (a) Lowell, MA to 
Mattawamkeeg, ME, via Dover, Portland, Waterville, and Bangor, with trackage rights 
extending to St. John, NF; (b) the second line begins at Lowell, MA, and runs west through 
Ayer, Fitchburg, Deerfield, the Hoosac Tunnel, Mechanicville, NY, ending at Rotterdam 
Junction, NY.; and (c) Lowell, MA to Nashua, NH, where the line splits: one going to Concord, 
NH, and the other to Wilton, NH.  Guilford Rail System operated 105 miles of track in 
Connecticut in 2000.

Gulf & Mississippi Railroad (MS ) 713 The Gulf and Mississippi Railroad (reporting mark GMSR) was the first regional railroad in the 
United States upon its creation in 1985. With over 713 miles (1,147 km) of track in the states 
of Mississippi, Tennessee, and Alabama it was among the largest spin-off railroads in the 
post-Staggers Act era. MidSouth Rail acquired the entire G&M railroad in 1988, operating it as 
a separate entity, SouthRail. Kansas City Southern purchased MidSouth Rail in 1994 and 
most of the former G&M lines are still in service under KCS. 
 
Nearly all components of the Gulf & Mississippi were previously owned by the Gulf, Mobile, & 
Ohio before the 1972 acquisition of that railroad by the Illinois Central. The GM&O previously 
maintained two parallel routes through eastern Mississippi, and the easternmost route from 
Corinth, Mississippi to Mobile, Alabama, 331 miles (533 km), formed the backbone of the 
G&M system. This route, as well as the Artesia, Mississippi through Tuscaloosa to Holt, 
Alabama line belonged to the Mobile & Ohio prior to merger with the GM&N in 1940. 
 
In addition to the Corinth - Mobile route, the G&M owned a route from Middleton, Tennessee 
to Woodland, Mississippi, including a branch to Tupelo, Mississippi through trackage rights 
with Burlington Northern. This allowed access between the main G&M system and the 
disconnected line from Middleton to Woodland. Initially the disconnected branch was reached 
through Corinth and Middleton via trackage rights with the Southern.[3] Further lines included 
Aberdeen to Laurel, Mississippi, and Union to Walnut Grove, Mississippi. 
 
Tracks between Ackerman and Laurel, Middleton and Woodland, as well as the branch from 
Union to Walnut Grove belonged to the Gulf, Mobile, & Northern prior to 1940. The Aberdeen 
to Ackerman route was an Illinois Central line and the only Gulf & Mississippi route without 
Mobile & Ohio or Gulf, Mobile, & Northern heritage. 
 
The Gulf & Mississippi purchased the lines and began service on July 10, 1985. A number of 
commodities including lumber, wood products, chemicals, and grain were hauled over the 
railroad, generated around 75,000 annual carloads. However, the railroad was short lived, and 
on April 14, 1988 the company was sold to MidSouth subsidiary SouthRail. 
 
Kansas City Southern purchased MidSouth in 1994, and SouthRail holdings were merged into 
KCS operations along with MidSouth. Most of the former Gulf & Mississippi network survives 
under KCS, although some segments have been abandoned and others sold to other 
shortline operations such as the Meridian Southern or Mississippi Tennessee. 
References

Gulf & Ship Island Railroad (Gulfport (Ship Island), MS ) 413 The construction of the Gulf & Ship Island, and its successors, was strategically important to 
the development of Mississippi giving other railroads access to the then developing Gulfport 
(Ship Island) on the Mississippi coast. Early attempts to build what became the Gulf & Ship 
Island began in 1837. The railroad, however, was not opened until 1897 between Gulfport and 
Hattiesburg. [5]

Gulf Coast Lines (Baton Rouge, LA ) 1,013 The Gulf Coast Lines consisted of the following roads:  
 
* New Orleans, Texas & Mexico,  
* St. Louis, Brownsville & Mexico,  
* International-Great Northern,  
* San Antonio Uvalde & Gulf,  
 
- Beaumont, Sour Lake & Western,  
- Houston & Brazos Valley,  
- San Antonio Southern,  
- Orange & Northwestern,  
- New Iberia & Northern,  
- Iberia, St. Marys & Eastern,  
- Louisiana Southern 
- Asphalt Belt,  
- San Benito & Rio Grande Valley,  
- Sugarland,  
- Asherton & Gulf,  
- Rio Grande City.  
- Houston North Shore)  
 
* Important lines  
 
The GCL and its subsidiaries were absorbed into Missouri Pacific system in March 1956.   
 
History-  The Gulf Coast Lines was conceived by B. F. Yoakum. Yoakum was the chairman of 
the board of the Rock Island and Frisco Lines.  He planned to combine operations of the Rock 
Island and Frisco,while building several other railroads in Texas and Louisiana. The new 
railroad would provide a a single rail line running from Chicago, St. Louis, Memphis, Baton 
Rouge, Houston, and Brownsville eventually reaching Mexico City.     
 
The St. Louis, Brownsville and Mexico was built from Robstown to Brownsville, Texas. 
Construction started in August, 1903 and the line was placed in operation July 4, 1904. 
Construction continued north from Robstown and reaching Houston on December 31, 1907.     
 
The Beaumont, Sour Lake and Western was started in 1903 by a group of local citizens in 
Beaumont in Yoakum purchased the railroad in 1905 and placed it in service between 
Beaumont and Houston on December 31, 1907.   
 
The New Orleans, Texas and Mexico played a key part of a brilliant master plan by B.F. 
Yoakum  to connect Beaumont with Baton Rouge and Chicago. At the time, Yoakum was the 
President of the Rock Island Railroad and the Frisco Railroads at that time. He planned to 
combine operations of the Rock Island and Frisco,while building several other railroads (the  
St. Louis, Brownsville & Mexico, and the Beaumont, Sour Lake & Western, along with the 
New Orleans, Texas & Mexico Railway) in Texas and Louisiana. The new railroad would 
provide a a single rail line running from Chicago, St. Louis, Memphis, Baton Rouge, Houston, 
and Brownsville eventually reaching Mexico City.    
 
A branch line would run from Baton Rouge to Memphis connecting the southwest system with 
Yoakum's Rock Island and the Frisco, both of which ran to Memphis. Construction began in 
1905 at Anchorage, Louisiana, on the west bank of the Mississippi River opposite Baton 
Rouge, and the line was completed to DeQuincy, Louisiana, September 1, 1909. Soon after 
construction began, the line and its connecting partners, began to be known unofficially as the 
Gulf Coast Lines. To bridge the gap between DeQuincy and a connection with the Beaumont, 
Sour Lake and Western at Beaumont, arrangements were made with the Kansas City 
Southern to use their tracks between these two cities.    
 
The projected line between Baton Rouge and Memphis line never progressed much beyond 
the early construction efforts. Trackage rights were, therefore, acquired from the Louisiana 
Railway and Navigation Company between Baton Rouge and New Orleans and through train 
service was established between Houston and New Orleans on September 1, 1909. In 1916 
the trackage arrangements with the L.R.&N. were discontinued and since that time Gulf Coast 
trains used the Illinois Central route between Baton Rouge and New Orleans.     
 
By 1915, the NOT&M had secured trackage rights via the Illinois Central, and therefore 
cancelled its rights over the LR&N.     When the Yoakum controlled Frisco railroad entered 
receivership in 1913, the Gulf Coast Lines went into receivership as well. The Frisco 
receivership included the three Yoakum-projected roads in Texas and Louisiana.The Interstate 
Commerce Commission and the court ordered the receivers to divest the Frisco of their 
Texas-Louisiana lines.    
 
The bankruptcy court forced the Frisco to divest the Gulf Coast Lines and in 1916, the Gulf 
Coast Lines name was officially adopted by the NOT&M. The road subsequently acquired the 
St. Louis, Brownsville & Mexico, and the Beaumont, Sour Lake & Western in 1916, following 
the bankruptcy of the Frisco.   In June 1924, the GCL acquired the International-Great 
Northern, and then in December of that year, the Missouri Pacific acquired the GCL, including 
the IGN. 
---------------------------------------------------------------------------------- 
The Gulf Coast Lines was the name of a railroad system comprising three principal railroads, 
as well as some smaller ones, that stretched from New Orleans, Louisiana via Baton Rouge 
and Houston to Brownsville, Texas. Originally chartered as subsidiaries of the Frisco Railroad, 
the system became independent in 1916 and was purchased by the Missouri Pacific Railroad 
in 1925. 
 
The parent company of the independent Gulf Coast Lines was the New Orleans, Texas and 
Mexico Railway, incorporated in Louisiana on February 28, 1916, which bought the property 
and assets of the Frisco-owned New Orleans, Texas and Mexico Railroad. The NOT&M was 
headquartered in New Orleans, and owned or leased a number of other railroads in Louisiana 
and Texas, operating them all together as the Gulf Coast Lines. As of December 31, 1916, the 
total trackage operated by the Gulf Coast Lines system was 1,013 miles (1,630 km), including 
branches, sidings, trackage rights, and leased lines. 
 
Primary lines 
 
According to a corporate history published in the 1950s by the Missouri Pacific Railroad, 
  
The Gulf Coast Lines was projected originally by B. F. Yoakum, chairman of the board of the 
Rock Island and Frisco Lines. Yoakum's plan envisioned using the Rock Island and Frisco, 
together with.several railroads to be built in Texas and Louisiana and now known as the Gulf 
Coast Lines, to form a continuous line of railroad extending from Chicago, St. Louis and 
Memphis to Baton Rouge, Houston, Brownsville, Tampico and Mexico City. 
 
The Frisco and Rock Island were conjoined under his leadership in 1905 and known as the 
"Yoakum Line." 
 
The first section of the GCL was the St. Louis, Brownsville and Mexico Railway. Construction 
was done by the B.F. & P.M. Johnson Co. of St. Elmo, Illinois, which began in 1903 from 
Robstown, Texas (near Corpus Christi) to Brownsville, Texas. The line was opened for 
business on July 4, 1904. By the end of 1907, the StLB&M was extended to Houston, with 
trackage rights via the Gulf, Colorado and Santa Fe Railroad between Algoa and Houston. 
The railroad was the first to reach the Rio Grande Valley, where it had a great effect on the 
region. According to the Handbook of Texas Online, 
 
The coming of the railroad and irrigation made the Valley into a major agricultural center. In 
Hidalgo County, land that had been selling for twenty-five cents an acre in 1903, the year 
before the St. Louis, Brownsville and Mexico Railway arrived, was selling for fifty dollars an 
acre in 1906 and for as much as $300 an acre by 1910. 
 
In 1905, Yoakum purchased the Beaumont, Sour Lake and Western Railway, which connected 
with the StLB&M at Houston. 
 
The next link eastward was the New Orleans, Texas and Mexico Railway, construction of 
which began in 1905 from Anchorage, Louisiana (opposite Baton Rouge), to DeQuincy, 
Louisiana, with trackage rights purchased from Kansas City Southern Railway from DeQuincy 
to Beaumont. NOT&M trains were ferried across the Mississippi River at Baton Rouge until 
1947, several years after the Huey P. Long Bridge (carrying a highway and a railroad track) 
was built in 1940. This segment opened for service on September 1, 1909, with trackage 
rights via the Louisiana Railway and Navigation Company from Baton Rouge to New Orleans; 
after 1916, GCL trains used trackage rights on the parallel Illinois Central route instead. 
  
Yoakum's planned extensions of the GCL from Brownsville to Tampico and Mexico City, as 
well as from Baton Rouge to Memphis, never materialized. In 1913, the Frisco and the GCL 
roads fell into bankruptcy, which was terminated in 1916 when Frisco's receivers were ordered 
by a court to sell the Texas-Louisiana lines. The StLB&M and the BSL&W were acquired by 
the New Orleans, Texas and Mexico, and operated under the Gulf Coast Lines name after 
that. 
 
On June 30, 1924, the NOT&M bought the International-Great Northern Railroad, and in 
December of the same year, the Missouri Pacific bought the Gulf Coast Lines and operated it 
as a subsidiary. In March 1956, all of the GCL lines were merged into the Missouri Pacific 
system, losing their separate identity. The Missouri Pacific was merged into the Union Pacific 
Railroad in 1997. 
 
Secondary lines 
 
Before 1925, the following railroads were also part of the Gulf Coast Lines system who 
retained their separate legal identities: 
 
San Benito and Rio Grande Valley Railway 
Orange and Northwestern Railroad 
New Iberia and Northern Railroad 
Iberia, St. Mary and Eastern Railroad 
 
Acquired by the New Orleans, Texas & Mexico on February 1, 1924: 
 
Houston and Brazos Valley Railway 
 
Acquired by the New Orleans, Texas & Mexico on behalf of the Missouri Pacific in 1925 to 
keep the Missouri Kansas Texas from taking control of it, but operated as a separate division 
from the Gulf Coast Lines until all were merged into the Missouri Pacific in March 1, 1956: 
 
International-Great Northern Railroad 
 
After 1925, the following railroads were purchased by the Gulf Coast Lines division of Missouri 
Pacific, though maintaining their separate legal identities. 
 
Acquired by the New Orleans, Texas & Mexico on December 1, 1925: 
 
San Antonio, Uvalde and Gulf Railroad 
 
Acquired by the New Orleans, Texas & Mexico on January 2, 1926: 
 
Sugar Land Railway 
Asherton and Gulf Railway 
Rio Grande City Railway 
 
Acquired by New Orleans, Texas & Mexico in November 1926: 
 
Asphalt Belt Railway 
 
Acquired by New Orleans, Texas & Mexico on January 1, 1927: 
 
San Antonio Southern, formerly the Artesian Belt Railroad 
 
Acquired by the Beaumont, Sour Lake & Western on May 1, 1927: 
 
Houston North Shore Railway (electric interurban railway) 
 
The Beaumont, Sour Lake & Western also owned a 25 percent share of the Houston Belt and 
Terminal Railway; the StLB&M owned a 50 percent share of the Brownsville and Matamoros 
Bridge Company. 
 
Passenger trains 
 
After 1925, numerous Missouri Pacific passenger trains used the various segments of the Gulf 
Coast Lines route, which although legally separate entities for tax, tariff, and accounting 
purposes, were marketed to the public as a seamless continuation of MoPac passenger 
service. 
 
One notable passenger train of the postwar era was the streamlined Valley Eagle, introduced 
on October 31, 1948, which covered the 372 miles between Houston, Corpus Christi, and 
Brownsville in 8 1/2 hours at an average speed of 44 miles per hour. Two trainsets of five cars 
each were built by ACF to make the daytime run in both directions:139 The train was 
discontinued on July 1, 1962. 
 
Also in the postwar era, MoPac's Houstonian and Orleanean ran between New Orleans and 
Houston, covering the 367 miles in nine or ten hours.

Gulf Refining Co. (Pittsburgh, PA )
Gulf, Colorado & Santa Fe Railway (Galveston, TX ) 2,107 The Gulf, Colorado & Santa Fe Railroad was the second longest in Texas in 1931, with 1,143 

miles. The Galveston, Harrisburg & San Antonio was the longest with 1,367 miles. By 1889, 
the Southern Kansas Railroad and the Gulf, Colorado & Santa Fe had become part of the 
Atchison, Topeka & Santa Fe; their combined lines provided the Santa Fe Railway with a 
through route from Kansas City to Galveston, TX. The two systems connected at Purcell, 
Indian Territory. 

Gulf, Mobile & Northern Railroad (Mobile, AL ) 827 The Gulf, Mobile & Northern Railroad is the successor to the New Orleans, Mobile & Chicago 
Railroad which was sold under foreclosure August 18, 1915. Due to litigation, this Company 
did not take possession until January, 1917.  Isaac "Ike" Tigrett, a banker in Jackson, TN was 
appointed the receiver of the GM&N. He revived the GM&N, and was responsible for the 
sucess of the GM&O.   The GM&N operated two principal routes: the principal line ran from 
Mobile to Jackson, TN via Union, MS; a secondary line ran from New Orleans to Jackson, TN; 
both lines merged into a common line at Union, MS to Jackson. 
 
In 1913, it was reported that the Chicago, Burlington & Quincy had almost completed 
arrangements to acquire control of the New Orleans, Mobile and Chicago RR [later Gulf, 
Mobile & Northern, later still Gulf, Mobile & Ohio]. At that time The Burlington tracks ran as far 
south as Metropolis on the Ohio river, opposite Paducah, Ky., and the tracks of the New 
Orleans, Mobile & Chicago ran northward as far as Middletown, Tenn., and the Burlington 
would have to build a short connecting line. The New Orleans, Mobile & Chicago RR, 
according to the report, was planning to begin work in the near future on its extension from 
Beaumont, Miss., into New Orleans, LA. This, of course, never happened, but it is interesting 
speculation. [4,5]  
 
Beginning around 1918, the Chicago, Burlington & Quincy began buying stock in the GM&N, 
eventually owning about a 33% interest. The stock purchase may have been related to the 
completion of the Metropolis Bridge, with the thought of establishing a connection between the 
GM&N and the CB&Q via Metropolis, tapping into the Gulf Coast traffic via the GM&N-
NC&StL (Nashville, Chattanooga & St. Louis( through the "Paducah Gateway". [3] 
 
The GM&N acquired and merged, and then operated under lease, in September, 1929, the 
Birmingham & Northwestern Railway, the Meridian & Memphis Railway, and the Jackson & 
Eastern Railway. Acquired control of New Orleans Great Northern Railroad, Dec 30, 1929; 
Leased New Orleans Great Northern Railroad, July 1, 1933.    
 
The purchase of the New Orleans Great Northern came at a critical point in the history of the 
Gulf, Mobile & Northern, since this gave the GM&N direct access to New Orleans, something 
it did not have before.   Following the bankruptcy of the Gulf, Mobile & Northern, the Mobile & 
Ohio acquired control of the Gulf, Mobile & Northern on September 13, 1940. Then, the 
GM&N and the Mobile & Ohio Railroads were merged to form the Gulf, Mobile & Ohio 
Railroad, on September 13, 1940.  The GM&N had several significant connections: at 
Paducah, KY, it interchanged with the Chicago, Burlington & Quincy, whose southbound traffic 
was destined for either New Orleans or Mobile, and with the New Orleans Great Northern 
(which came under the control of the GM&N) which provided access between Jackson, MS 
and New Orleans. Without these two key connections, the GM&N might not have survive.

Gulf, Mobile & Ohio Railroad (Mobile, AL ) 2,898 The Gulf, Mobile & Ohio (GM&O) was a Class I railroad in the central United States whose 
primary routes extended from Mobile, Alabama, and New Orleans, Louisiana, to St. Louis and 
Kansas City, Missouri, as well as Chicago, Illinois. The railroad also served Montgomery and 
Birmingham, Alabama, and Memphis, Tennessee from two parallel routes extending from 
Mobile, AL through Miisssissippi.   
 
History   
 
The Gulf, Mobile & Ohio had its origins in the Gulf, Mobile and Northern Railroad, which was 
created from the reorganization of the New Orleans, Mobile and Chicago Railroad in 1917. 
The GM&O was incorporated in 1938 to merge the Gulf, Mobile and Northern Railroad and 
the Mobile and Ohio Railroad, which was accomplished in 1940. The GM&O later bought and 
merged the Alton Railroad in 1947.  Isaac B. Tigrett, a native of Jackson, Tennessee, was 
president of the GM&N from 1920 and of the GM&O from 1938 to 1952, and oversaw the 
development of the road from a nearly bankrupt operation into a thriving success.    
 
Tthe headquarters of the GM&O were located in Mobile, Alabama at 104 St.Francis street 
during the period 1952 to 1972. The President of the GM&O Railroad during this period was 
G.Paul Brock. The Railroad retained the passenger terminal at Beauregard Street for 
additional offices.  At the end of 1944 GM&O operated 1950 miles of road, including the New 
Orleans Great Norrthern; at the end of 1950 it operated 2898 route-miles. At the end of 1970 
route mileage was 2734 (3946 miles of track); GM&O reported 8285 million ton-miles of 
revenue freight and 44 million passenger-miles for that year.   
 
The GM&O Railroad was the first "large" railroad in the United States to replace all its steam 
locomotives with diesels.  On August 10, 1972 the Gulf, Mobile and Ohio Railroad merged into 
the Illinois Central Railroad, forming the 9600-mile north-south Illinois Central Gulf Railroad. In 
1996 Illinois Central spun off some of its redundant trackage, including most of the former 
Gulf, Mobile and Ohio. Most of this trackage was acquired by other railroads.  On February 
11, 1998 the Illinois Central was purchased by the Canadian National Railway (CN) with the 
integration of operations beginning on July 1, 1999.   
 
Passenger Operations   
 
In addition to the GM&O's most popular train, the streamlined Rebel (New Orleans - Jackson, 
Tennessee 1935-1941; extended to St. Louis thereafter), the railroad also operated a number 
of other named trains. These include:   • Alton Limited (later simply The Limited): (Chicago - 
St. Louis)  • Abraham Lincoln: (Chicago - St. Louis)  • Ann Rutledge: (Chicago - St. Louis) 
(operated 1937-1947 by the Alton, 1947-1971 by GM&O, 1971-2009 by Amtrak)  • Gulf Coast 
Rebel: (originally Mobile - Union, Mississippi, later extended to St. Louis)  • Midnight Special: 
(Chicago - St. Louis)  • Night Hawk: (St. Louis - Kansas City)  • Prairie State Express: (St. 
Louis - Chicago)  • The Mail: (Chicago - St. Louis)   
 
 -----------  
The GM&O was formed by merger of the M&O and the Gulf, Mobile & Northern in 1940. The 
GM&O acquired the Alton Railroad in 1947.

Gulf, Texas & Western Railway (Jacksboro, TX ) 98 Joseph J. Jermyn of Scranton, PA came to Texas in 1902 and began coal development in far 
western Jack County.  He financed the Gulf, Texas & Western Railroad in 1908 to build 
westward from Jacksboro (60 NW of Fort Worth), on the Rock Island to Seymour, on the 
Wichita Valley RR.  Tracks were completed into Olney, 40 miles, by October 1909 and another 
35 miles to Seymour on March 26, 1913.  But, GT&W's promise and fortunes were never to 
be. 
 
Absorbed Dallas & New Mexico Railroad 1908.  In July, 1930, the St. Louis-San Francisco 
Railway purchased the entire capital stock of this Company, and was leased to St. Louis, San 
Francisco & Texas Railway. This Company is a subsidairy of the St. Louis-San Francisco 
Railway. The Jacksboro to Seymour line, previously abandoned by this Company was 
acquired by the Chicago, Rock Island & Gulf Railway, March 15, 1940. Leased to the 
Chicago, Rock Island & Gulf Railway, April 20, 1939.

Gunderson Co. (Portland, OR ) In 1970, the Commercial Metals Company and M.D. Friedman companies jointly formed a 
flatcar leasing company called Greenbrier Leasing Corporation. In 1981, Commercial Metals 
sold the company to Alan James and William A. Furman, the owners of James-Furman & 
Company and founders of The Greenbrier Companies. In 1985, Greenbrier entered the 
Oregon manufacturing market through the acquisition of MRED and renamed it Gunderson, 
Inc.

H. D. Williams Cooperage Company (Leslie, AR ) 20 At its height, the Williams Company plant purported to be the largest barrel manufacturer in 
the world. Most of its barrels were used in the production of whiskey, which was outlawed by 
the Prohibition Act in 1920; the company ceased operation a year later.

H. K. Porter Locomotive Company (Pittsburgh, PA ) H.K. Porter, Inc. (Porter) manufactured light-duty railroad locomotives in the US, starting in 
1866. The company became the largest producer of industrial locomotives, and built almost 
8,000 of them. The last locomotive was built in 1950

Hakone Tozan Railway (Hakone, Japan) 9 8.0% A ride on the Hakone Tozan Railway (akone Tozan Densha), Japan's oldest mountain railway, 
is a treat for more than just railway fans. The small trains wind themselves through a narrow, 
densely wooded valley over many bridges and tunnels, stopping at small stations along the 
way and changing directions at three switchbacks. 
 
The Hakone Tozan Line consists of two sections. The lower section from Odawara to Hakone-
Yumoto is used by Odakyu trains from central Tokyo and is not particularly noteworthy. Far 
more spectacular is the upper section from Hakone-Yumoto to Gora, which is served by the 
small mountain trains. At Gora, many travelers transfer to the cablecar for Lake Ashi. 
 
The 35 minute train ride from Hakone-Yumoto to Gora is especially beautiful in June and July 
when thousands of hydrangea (ajisai) are in bloom along the tracks and are illuminated during 
the evenings. The ajisai are usually best around the beginning of July and can be seen from 
the trains and around the stations. 
Special trains run from mid June through mid July between Hakone-Yumoto and Gora 
Stations for the viewing of the illuminated flowers. They depart in the evenings, twice in each 
direction, and require seat reservations.

Halifax & South Western Railway (Halifax, NS Canada) 355 The Halifax & South Western Ry purchased the following roads:  Nova Scotia Central Railway 
(Mahone Bay to Bridgewater) - July 1, 1902 Nova Scotia Southern Ry (no construction; 
chartered to build from New Germany to Caledonia) April 11, 1903 Liverpool & Milton 
Tramway April 1905  Yarmouth was located at the very southern tip of Nova Scotia; Ferry 
service was provided to Bar Harbor, ME, Portland, ME and Boston.  1910 Acquired:   Nova 
Scotia Central Railway, acquired in 1903 Nova Scotia Southern Railway.   Absorbed: Halifax & 
Yarmouth Railway, in 1905  1940 South Western Junction to Yarmouth, Nova Scotia, 245.03 
miles. Bridgewater Junction to Granville Centre, 75.54 miles. Malone Junction to Lunenburg, 
6.96 miles. Caledonia Junction to Caledonia, 21.92 miles. Liverpool to Milton Junction, .95 
miles. Middleton Junction to Middleton, .25 miles. Lockeport to Lockeport Town, 4.23 miles.  
Owned by Canadian National Railway, and operated for the account of the Halifax & South 
Western Railway. Incorporated, August 21, 1901, to construct a road from Yarmouth to 
Halifax, Nova Scotia, 250.00 miles. Acquired Nova Scotia Southern Railway, 1904. Acquired 
Central Railway of Nova Scotia, 1904. Absorbed Halifax & Yarmouth Railway, 1905. Acquired, 
Liverpool & Milton Railway, 1911.

Hall Signal Company) The Hall Signal Company was an American manufacturer of railway signaling equipment in 
the 19th and 20th centuries. Hall's equipment was widely used by American railroad 
companies. The company's founder, Thomas S. Hall, was an inventor who developed several 
important devices in the history of railway signalling. The company manufactured automatic 
block signaling systems, disc signals (also called "banjo" signals), a rotating semaphore 
signal, grade crossing signals, and the first searchlight-style signal. 
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Hamburg S-Bahn  (Hamburg, Germany) 90 # Stations in system = 68
Hamburg-Bergedorf Railway (Hamburg, Germany) 56 The Hamburg-Bergedorf railway opened in 1842 is one of the oldest lines in Germany and 

was the first railway line in Northern Germany.Hamilton & Barton Incline Railway (Hamilton, ON Canada) 31.0% The first inclined railway in Hamilton was the Hamilton and Barton, connecting the City of 
Hamilton at the top of James Street south with the township of Barton at Caledonia Rd (now 
Upper James St).

Hamilton & Barton Railway (Hamilton, ON Canada) 40.0%
Hammond Lumber Company - Mill City (Mill City, OR ) The Mill City Hammond Lumber Co. mill was the largest Douglas fir mill on the Pacific coast. 

(Ref 1)Hammond Lumber Company Railroad - Samoa (Samoa, CA ) In 1892, Vance Lumber Company purchased the Humboldt Bay frontage from Samoa Land 
and Improvement Company for construction of a large sawmill. The Eureka & Klamath River 
Railroad was chartered in 1893 to connect the Samoa, CA sawmill and associated worker 
housing facilities to the city of Arcata and timberlands near the Mad River. The Samoa sawmill 
was the largest in Humboldt County when purchased by Andrew B. Hammond in 1900. A sash 
and door factory was added to the mill complex by 1909, [3] and the company was 
reorganized as the Hammond Lumber Company in 1912. [3]

Hammond Refrigerator Company (Hammond, IN ) Hammond Refrigerator Car Company's first car was built by Michigan Car Company in 1868. 
By 1885, Hammond owned a fleet of over 600 cars. Fifteen years later, the company had 
twice as many. Although the company's operations were established in Detroit, the company 
moved its packing house and refrigerator car operations to Hammond, IN. The Hammond 
Refrigerator Company operated 800 refrigerator cars by the middle of the 1880's. [2]

Hannibal & St. Joseph Railroad Company (Hannibal, MO ) 297 In 1913, the Hannibal & St. Joseph was looked upon as the greatest single track railroad in 
America, in point of business, handling more trains in proportion to its mileage than any other 
line of the Burlington system. On this railroad, there is an average of 285 trains each twenty-
four hours, running over parts or between the Mississippi and Missouri rivers, on this less than 
300 miles of the Burlington system. It is no uncommon thing for meat, stock, and merchandise 
trains to run over the line between St. Joseph and Hannibal, or Kansas City and Quincy, in 
less time than passenger trains were carded to make the run between the same points 
previous to the putting on of the pioneer fast passenger train between Chicago and the 
Missouri river, ("The Eli,") in 1887. [7] The railroad formed a strategic link between the 
Missouri River and Kansas City, eventually being purchased by the Burlington Railroad, giving 
the Burlington a continuous line between Chicago and Kansas City. It was the first railroad to 
operate within the state of Missouri between the Mississippi River on the east, and the 
Missouri River on the west.  It was also the only railroad to connect with the Pony Express at 
St. Joseph. [8] 

Harlan & Hollingsworth Co (Wilmington, DE ) Harlan & Hollingsworth was a leading manufacturer of railroad passenger cars in the 1870's. 
The Holland Palace Car Company was formed to own and operate sleeping cars 
manufactured by Harlan & Hollinsworth.  In 1884 its annual production capacity of 400 cars 
included all types of parlor, boudoir, sleeping, passenger, and baggage cars. Listed in 1890 
Directory of Iron & Steel Works in the U.S. and Canada.  The company was consolidated into 
Bethlehem Steel Company on December 10, 1904, along with Samuel L. Moore & Sons Co., 
Elizabethport, Eastern Shipbuilding Co., New London, Conn. N. J. Canda Manufacturing Co., 
Carteret, N. J. Crescent Shipyard Co., Elizabethport, N. J. Union Iron Works, San Francisco. 
Harlan & Hollingsworth Co., Wilmington, Del.  Company History-  Mahlon Betts, a carpenter, 
arrived in Wilmington in 1812. After helping construct many prominent buildings in the city, 
Betts branched out into foundry work in 1821. In 1836, Betts partnered with Samuel Pusey (a 
machinist) and began manufacturing railcars at a plant on West and Water Streets in 
Wilmington. The next year, cabinetmaker Samuel Harlan joined the firm, then known as Betts, 
Pusey & Harlan. By 1839, the company claimed to have manufactured 39 passenger and 28 
freight cars over the past two years. The next year, they hired Jacob F. Sharp, a former house 
carpenter, to build railroad cars. He would rise to become foreman at the plant, and eventually 
co-founded the rival firm of Jackson and Sharp.  In 1841, Elijah Hollingsworth, brother-in-law 
of Harlan, bought out Pusey, and the firm became known as Betts, Harlan & Hollingsworth. 
Pusey later formed competing Pusey and Jones. In 1849 Mahlon Betts withdrew from the firm, 
which became simply Harlan & Hollingsworth; J. Taylor Gause was admitted as a partner in 
1858, and the company became known as Harlan, Hollingsworth & Co..  Harlan & 
Hollingsworth began business as a ship builder, achieving considerable success in these 
activities. In 1850, there were only four iron shipbuilding yards of any consequence in this 
country - Harlan & Hollingsworth Company at Wilmington, DE; Reanie Neafie & Co., at 
Philadelphia, PA, Pusey & Jones Company, Wilmington, DE, and the Robert L. Stevens' 
works at Hoboken, NJ. Part of its success came from being the first shipbuilder in the country 
to integrate a foundry with the shipyard, thus reducing the time to complete construction, while 
reducing its costs accordingly.  By 1880, about 3,000 men were be employed by Harlan & 
Hollingsworth, primarily in shipbuilding activities. Its 43 acre facility in Wilmington, DE included 
a 1,350 foot long waterfront, the shipyard, and a large drydock.  The waterfront shipbuilding 
areas were doubled to 2,800 feet in the next five years.  The firm was founded in 1836, as a 
partnership by Belts, Pusey and Harlan on a two acre site. Pusey soon retired, and the name 
of the firm was changed to Betts, Harlan & Hollingsworth in 1841, and then to Harlan & 
Hollingsworth in 1849.   The iron- and steel-ship building industry was established at 
Wilmington, on the Delaware, at an early date. The city was  near to cheap coal and iron 
supplies in Pennysylvania, thus making Wilmington an ideal location for shipbuilding.  The two 
yards in Wilmington devoted to this industry in the 1870s were those of The Harían & 
Hollingsworth Company and The Pusey & Jones Company. Although both concerns built 
railway cars, they were best known for their extensive ship-building facilities. By 1880 the two 
companies ranked among the four leading establishments in the United States devoted to 
shipbuilding.  Harlan & Hollingsworth was consolidated into the Bethlehem Steel Corporation, 
which was formed under the laws of New Jersey, December 10, 1904, as successor to the 
United States Shipbuilding Co. The last named company, which was formed under the laws of 
New Jersey, June 17, 1902, acquired all the stock of the Bethlehem Steel Co., South 
Bethlehem, Pa., and also acquired the following properties : Samuel L. Moore & Sons Co., 
Elizabethport, Eastern ShipbuildingCo., New London, Conn. N. J. Canda Manufacturing Co., 
Carteret, N. J. Crescent Shipyard Co., Elizabethport, N. J. Union Iron Works, San Francisco. 
Harlan & Hollingsworth Co., Wilmington, Del.  In November, 1917, the Bethlehem Steel 
Corporation, which had gone largely into the shipbuilding business through the purchase of 
the Fore River shipyard at Quincy, Mass., the Harlan & Hollingsworth yard at Wilmington, Del, 
the Maryland Shipbuilding & Dry Dock Co.-s plant at Baltimore, and a plant at San Francisco, 
arranged to consolidate its shipyards under one management so that they might eliminate all 
duplicate engineering and overhead work, and adopt standardization of design and 
centralization of labor so far as possible, thus permitting the greater proportion of its energy to 
go into the actual building of ships.  By 1918 the Bethlehem Shipbuilding Corporation had 
operations at the Fore River Shipbuilding Corporation at Quincy, Mass.; the old Samuel Moore 
& Sons, now the Moore plant, located at Elizabethport, N. J. ; the old Harlan & Hollingsworth 
Co., now the Harlan plant, located at Wilmington, Del. ; the Sparrows Point plant, that used to 
be the Maryland Steel Co., located at Sparrows Point. Md. : and the old Union Iron Works Co., 
now the Union Plant, located at San Francisco. Cal.   
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The Harlan & Hollingsworth Co. began the manufacture of railway passenger cars in 1836 
and commenced iron shipbuilding in 1843. Energetic management, competent production, 
and expanding markets for its products established the firm as Wilmington's leader in both 
fields. In 1845, Harlan & Hollingsworth launched the "Bangor," the first American-built iron 
vessel for deep sea use. By 1860, at which time Wilmington assumed pre-eminence in the 
field of iron shipbuilding, Harlan & Hollingsworth was the city's leading concern in that 
industry. During the second half of the 19th century, Harlan & Hollingsworth established a 
national reputation for high-quality railway passenger cars, iron-hulled steamers, steam 
engines, and boilers. By 1880, the firm's work force numbered over 1,000 and the plant, 
situated between the Pennsylvania Railroad and the Christina River, spread over 43 acres on 
Wilmington's south side. In 1904, high cost of materials, labor unrest, and problem-ridden 
contracts brought the sale of the firm to the Bethlehem Shipbuilding Corporation. Production 
of ships ceased in 1926 and car manufacture ended in 1939. 
 
Survey number: HAER DE-8 
 
From ref 3

Harrisburg, Portsmouth, Mt. Joy & Lancaster Railroad (Harrisburg, PA ) 53 In 1837, the Commonwealth of Pennsylvania chartered the railroad, one of the earliest in the 
United States having been organized only nine years after the first U.S. railroad, the Baltimore 
& Ohio Railroad.

Harz Narrow Gauge Railways (Nordhausen Nord, Germany) 87 4.0% The Harz Narrow Gauge Railways (German: Harzer Schmalspurbahnen) or HSB is a network 
of 1,000 mm (3 ft 3 3⁄8 in) gauge railways in the Harz mountains, in central Germany. It 
connects the principal towns of Wernigerode, Nordhausen and Quedlinburg and several 
smaller towns in the area with about 140 kilometres of track, much of which is steeply graded 
and picturesque.  
 
The Harz Narrow Gauge Railways consists of three principal railways: 
 
* The  Trans-Harz Railway, the interconnecting railway in the network, runs from Wernigerode 
south to Nordhausen 
* The Brocken Railway branches off the Trans-Harz Railway at Drei Annen Hohne and runs to 
the top of the Brocken, and 
* The Selke Valley Railway branches off the Trans-Harz Railway at Eisfelder Talmühle, and 
runs to Quedlinburg 
 
The most popular destination on the network is the Brocken, an old Soviet listening post on 
top of the tallest peak in the Harz mountains, accessed by a spiral railway line, the Brocken 
Railway. The railway is notable for running a significant number of its trains with steam 
haulage, mostly employing 1950s vintage 2-10-2 tank locomotives, hauling traditional open-
platform bogie carriages. The network is currently operated by the Harzer Schmalspurbahnen 
GmbH, whose members are chiefly the various local authorities whose territories it serves. 
 
Forerunners 
 
The present day narrow gauge network emerged as a result of the merger of originally 
separate railway lines which belonged to two different railway companies: 
 
In 1887 the first narrow gauge line in the Harz, from Gernrode to Mägdesprung, was opened. 
It was owned by the Gernrode-Harzgerode Railway Company (Gernrode-Harzgeroder 
Eisenbahn-Gesellschaft) or GHE. In the years that followed the line was extended and the 
network enlarged. The GHE network included the railway lines from Gernrode to Harzgerode, 
Hasselfelde and Eisfelder Talmühle. Because the line followed a section of the valley of a 
small river, the Selke, it was also nicknamed the Selke Valley Railway (Selketalbahn); another 
pet name was the Anhalt Harz Railway (Anhaltische Harzbahn). 
 
In 1896 a second railway company was entered into the commercial register who wanted to 
build a narrow gauge railway through the Harz. On 22 December 1898 the Nordhausen-
Wernigerode Railway Company (Nordhausen-Wernigeroder Eisenbahn-Gesellschaft) or NWE 
opened special services on the line from Wernigerode to the Brocken (Brocken Railway), the 
so-called Trans-Harz Railway (Harzquerbahn) from Wernigerode via Drei Annen Hohne to 
Nordhausen was fully opened to traffic on 27 March 1899. 
The GHE and NWE were subordinated to the Deutsche Reichsbahn in East Germany on 
1 April 1949. 
 
The HSB period 
 
On 1 February 1993 the private railway company, Harzer Schmalspurbahnen GmbH (HSB) 
took over all stock, lines, staff, etc., from the Deutsche Reichsbahn and since then has acted 
as both the railway operating company (EVU) and railway infrastructure company (EIU). 
Shareholders in the HSB are the districts of Harz and Nordhausen, the communes along the 
railways, the town of Quedlinburg, the municipality of Tanne and the spa company of 
Braunlage. Its head office is in Wernigerode, where its shops are located. Today the HSB has 
the longest single network of narrow gauge railway in Germany with a total length of 140.4 km 
(87 miles), 44 stations and halts. 
 
Its trains run daily to a timetable and it operates more than ten steam locomotives, seven 
diesel railbuses and three trams (on the Nordhausen Tramway). All the lines are worked by 
steam trains, only in the winter timetable does the Stiege–Eisfelder Talmühle section of the 
Selke Valley Railway have no regular steam services due to its relatively low workload at that 
time of year. 
The best-known line is the Brocken Railway which is worked by steam locomotive-hauled 
trains to a daily scheduled timetable running from (Wernigerode –) via Drei Annen Hohne to 
the Brocken and back. Regional services between Nordhausen and Ilfeld, on the other hand 
were transferred to diesel railbuses and (since 1 May 2004) trams, apart from one steam train 
pair. In addition the HSB still operates regular goods trains from Hartsteinwerk Unterberg (on 
the Selke Valley Railway) to Nordhausen Übergabebahnhof (on the Trans-Harz Railway) 
using diesel locomotives of Class 199.8 and piggy-backed standard gauge wagons. 
 
On 1 May 2004 a link line was opened in Nordhausen between the Nordhausen Tramway and 
the Trans-Harz Railway. Since then, the above-mentioned tramway between Nordhausen 
Hospital and the HSB halt of Ilfeld-Neanderklinik (Line 10) has been worked by electric and 
hybrid vehicles of the Combino duo class. On the Trans-Harz Railway (which has no 
catenary), haulage is diesel-electric. As a result of the connecting track to the Nordhausen 
Tramway, the station of Nordhausen Nord, in particular, lost its significance. Apart from one 
pair of steam trains from Nordhausen and a few HSB railcars all trains since then have 
terminated at the tramway stop of Nordhausen Bahnhofsvorplatz. 
 
On 18 April 2005, work started on the extension of the Selke Valley Railway from Gernrode to 
Quedlinburg (length 8.5 km) after DB AG had closed this standard gauge section and sold it to 
the HSB. First, the Gernrode terminus was converted into a through station. On 4 March 
2006, the first narrow gauge train Quedlinburg station and, since 26 June 2006, there have 
been scheduled services by the Harz Narrow Gauge Railways to Quedlinburg with at least 
two pairs of steam trains per day. In Quedlinburg the HSB stops at a platform with trains of the 
Harz-Elbe Express to Halberstadt. 
 
In 2009, with the support of the state of Saxony-Anhalt, the standard gauge steam engine no. 
95 1027 was in overhauled at the Meiningen Steam Locomotive Works. It was used on the 
HSB and is now running museum railway services on the Rübeland Railway. 
On 30 November 2009 construction was started in Nordhausen on a new halt (Schurzfell). 
This halt is intended to further improve access to the railway network for the population of 
Nordhausen. Building work continued until shortly before Christmas 2009 and was mainly 
carried out during the overnight pause so as not to interfere with services. The new halt was 
opened in time for the summer timetable in 2010. 
 
In 2009 Lower Saxony tried to co-finance a connection of the town of Braunlage to the HSB 
network using an accumulation of capital from the economic stimulus package, Konjunktur II. 
(see also South Harz Railway). This initiative was shelved on 29 April 2010 due to the 
unacceptably high costs that were predicted. 
 
Lines 
 
The network can be divided into three principal railways, which are interconnected: 
 
 • the Trans-Harz Railway, the interconnecting railway in the network, runs from Wernigerode 
(the network's headquarters) south to Nordhausen, the largest city in the region, 
 
 • the Brocken Railway branches off the Trans-Harz Railway at Drei Annen Hohne and runs to 
the top of the Brocken, and 
 • the Selke Valley Railway branches off the Trans-Harz Railway at Eisfelder Talmühle, and 
runs to Quedlinburg, with branch lines to serve Hasselfelde and Harzgerode. 
 
The Trans-Harz Railway serves as an important link between the two main towns of 
Wernigerode and Nordhausen. At Nordhausen, facilities exist to mount standard gauge goods 
wagons on narrow gauge transporter bogies so that goods wagons from the DB network as a 
whole can access the HSB. At the southern end of this line, south from Ilfeld Neanderklinik, 
Combino dual mode electric and diesel trams on Nordhausen's line 10 make use of the line as 
far as the tram stop in Bahnhofplatz. A journey between Nordhausen and Wernigerode 
requires (in the summer 2007 timetable) a change at either Eisfelder Talmühle or Drei Annen 
Hohne; one trip each way per day can be made entirely by steam, a second partly by steam, 
while the remaining two workings are diesel railcars. There is only one steam working per day 
from Nordhausen. 
 
The Brocken Railway served the Soviet listening post at the summit of the Brocken during the 
cold war, and for this reason it was not generally open to the public. Since the end of the cold 
war, this has no longer been the case. Because of the relatively short journey time from Drei 
Annen Hohne, and more generally from Wernigerode, as well as the steep gradients which 
tax the locomotive fleet and the fine views from the summit, this is the most popular route with 
tourists, and the service on this line is the most frequent on the network, with exclusively 
steam haulage. 
 
The Selke Valley Railway has the least traffic on the network, although both of the active 
goods sidings on the network are on this line. The most important of these is a quarry near 
Eisfelder Talmühle, but there is also a link to a mill near Silberhütte with signs of recent use 
(as of summer 2007). This line features two branches: from Stiege to Hasselfelde, and from 
Alexisbad to Harzgerode. The main line reverses at Stiege, and a loop is provided so that 
locomotive hauled trains can reverse without having to run the locomotive round the train. 
Steam passenger trains over this line are more restricted (one diagram on weekdays, two at 
weekends in the summer 2007 timetable), working from Quedlinburg via Gernrode to 
Alexisbad and sometimes on to Harzgerode (one visit per day on weekdays, two at 
weekends) or Stiege and Hasselfelde (one visit per day). There is no scheduled steam 
between Stiege and Eisfelder Talmühle (summer 2007).

Haskell & Barker Car Manufacturing Company (Michigan City, IN ) The Haskell & Barker Car Company was the largest manufacturer of freight cars in the world, 
being Michigan City's largest industry, building as many as 10,000 cars per year and 
employing 3,500 men in a complex of 34 buildings on 116 acres of land.

Hatton Colliery Road (Hatton, England) The Hatton Colliery was the first successful steam railroad in England
Hawaii Consolidated Railway (Hilo, HI ) 33 4.0% The Hawaii Consolidated Railroad was operated by the large sugar plantations to haul their 

sugar cane from the field to the processing plant. On April 1, 1946, a tsunami devasted Hilo, 
damaging the railroad beyond repair, which was closed rather than being repaired.

Hearne & Brazos Valley Railroad (Hearne, TX ) 20 The Hearne & Brazos Valley Railroad was an important short line, connectingg 
Heisler Locomotive Works (Erie, PA ) The Heisler was the fastest of the geared steam locomotive designs. During the life of the 

Heisler Locomotive Works, it produced 657 geared locomotives used primarily in logging 
railroad operations. The design was durable and reliable: some of these locomotives are still 
in use.

Hejaz Railway (Beriuit, Lebanon) 828 The Hejaz Railway was built by the Ottoman Empire partly as a "military lifeline"  to supply the 
military garrisons along the line between its original intended terminals: Istanbul, Turkey to 
Mecca, Saudi Arabia. Most of it was destroyed during World War I.

Hellenic Railways Organisation (Greece) 1,578 TrainOSE S.A.s a railway company in Greece which currently operates all passenger and 
freight trains on OSE lines. The company, formerly a subsidiary of the Hellenic Railways 
Organisation (OSE), has been from 2008 an independent state-owned company. TrainOSE 
employs all train crews, operators and manages the rail services throughout the Greek railway 
network, but does not own any rolling stock, leasing rolling stock owned by OSE instead. 
TrainOSE is planned to be privatised (March 2016) 
 
The Hellenic Railways Organization or OSE  is the Greek national railway company which 
owns, and previously operated all railway infrastructure in Greece with the exception of 
Athens' rapid transit lines. Train services on these lines are run by TrainOSE S.A., a former 
OSE subsidiary. In addition OSE owns and maintains the rolling stock used by TrainOSE and 
maintains preserved special rolling stock, withdrawn locomotives and railcars. OSE was 
founded in 1971, taking over from the Hellenic State Railways, which was founded in 1920. 
 
As in most European Union countries, administration of the railway infrastructure is separate 
from the railway operating companies using the network to provide passenger and freight 
transportation services. Up until November 2010, company EDISY S.A. was the actual 
manager of the Greek national railway infrastructure until it became a subsidiary of OSE. 
Specifically on 29 November 2010 EDISY S.A. was merged back into the parent company 
OSE S.A., which is today the manager of the rail infrastructure of Greece. 
 
The major lines of the Greek railway network consist of the mostly electrified standard gauge 
double track line from Piraeus-Athens to northern Greece-Thessaloniki, a single track 
electrified line from Thessaloniki to Idomeni (at the border with the Republic of Macedonia) 
and the mixed-gauge line from Athens to Peloponnese. Almost all other lines link directly with 
these two lines. The main line of the Greek Railway System from Athens to Thessaloniki, 
covers a distance of 520 kilometres (320 mi). 
 
According to the 2007 Network Statement, the total length of the standard gauge lines was 
approximately 1,665 kilometres (1,035 mi), while the length of the metre gauge lines 
(excluding Krioneri-Missolonghi-Agrinio line) is about 725 km (450 mi). In addition, about 150 
km (93 mi) of new standard gauge lines towards Athens Airport and to replace metre gauge 
lines, became fully operational in July 2007. 
 
See Wikipedia article for description of the various lines

Hellenic State Railways (Adrianople, Kavala, Greece) 1,600 4,626 The Hellenic State Railways or SEK was a Greek public sector entity which was established in 
1920 and operated most Greek railway lines until 1970. 
 
History 
 
The Hellenic State Railways took over the standard gauge railway line from Piraeus to 
Papapouli at the pre-1912 borders, the extension from Papapouli to Platy and most of the 
former Ottoman railway lines that were within the Greek borders after 1919. These lines were: 
 
Piraeus, Demerli & Frontiers Railway (Greek: ™È‰ËÚfi‰ÚÔÌÔ˜ ¶ÂÈÚ·ÈÒ˜-¢ÂÌÂÚÏ‹-
™˘ÓfiÚˆÓ), also known as Larisaikos 
 
Part of the former Thessaloniki & Monastir Railway (French: Chemin de fer de Salonique à 
Monastir or SM) 
 
Part of Chemins de fer Orientaux or CO, between Thessaloniki and Idomeni. The line from 
Alexandroupolis to Ormenio was transferred to the French-Hellenic Railway Company 
(Chemin de fer Franco-Hellenique, CFFH) of Evros (Greek: °·ÏÏÔÂÏÏËÓÈÎ‹ ∂Ù·ÈÚÂ›· 
™È‰ËÚÔ‰ÚfiÌˆÓ or °∂™) which was absorbed by SEK much later, in 1954 
 
The section of Thessaloniki-Constantinople Railway (French: Jonction Salonique-
Constantinople or JSC) between Thessaloniki and Alexandroupolis. 
 
The 66 km long Sarakli-Stavros line, a former military line (600 mm (1 ft 11 5?8 in) gauge) 
constructed during World War I. 
 
The 50 km long Skydra local railway, a former military line (600 mm gauge) constructed during 
World War I and initially operated until 1936 by a company called Local Railways of 
Macedonia (Greek: ∆ÔÈÎÔ› ™È‰ËÚfi‰ÚÔÌÔÈ ª·ÎÂ‰ÔÓ›·˜). 
 
After World War II the Hellenic State Railways absorbed most other Greek railways, including: 
 
Piraeus, Athens and Peloponnese Railways (1962), which had already absorbed other minor 
metre gauge railways. 
Thessaly Railways (1955), including Pelion railway. 
The French-Hellenic Railway Company (Chemin de fer Franco-Hellenique) of Evros (1954). 
Only Ellinikoi Ilektrikoi Sidirodromoi (E.I.S., later Athens-Piraeus Electric Railways), operator 
of Piraeus-Kifissia railway and Piraeus-Perama light railway, and the private mining and 
industrial lines remained independent. 
 
The Hellenic State Railways existed until December 31, 1970. On the next day all railways in 
Greece with the exception of private industrial lines and E.I.S. were transferred to Hellenic 
Railways Organisation S.A., a state-owned corporation. 
 
Network and other infrastructure 
 
During this period very little expansion of the existing network took place, the most notable 
being: 
 
The Amyntaio-Kozani branch (1955). 
 
The 15 km long line from Strymon to Kulata (1966), connecting the Greek and Bulgarian 
railway networks. 
Another 25 km long branch line from Nea Zichni (Mirini) to Amphipolis (1931), which was later 
abandoned and the track was lifted in 1970. 
 
Conversion of the line between Athens and Inoi to double track. 
 
A contract was signed in 1928 for a new line connecting Kalampaka to Kozani, but the project 
was abandoned in 1932 due to lack of funds. 
 
The Greek railway system (both infrastructure and rolling stock) suffered serious damages 
during World War II (especially in 1943-1944) and did not become fully operational until 1950. 
However the viaduct of Achladokampos in Peloponnese, destroyed in 1944, was rebuilt only 
in 1974. 
 
In 1960 the line from Larissa to Volos, of the former Thessaly Railways, was converted to 
standard gauge and was connected in Larissa with the line from Athens to Thessaloniki. 
 
New station buildings were constructed in Thessaloniki (known as Thessaloniki New 
Passenger Station or ¡∂™£) (1952), Larissa (1962), Lianokladi (1950), Sindos, Aiginio, 
Platamon, Florina, Edessa, Agras, Arnissa, Polykastron, Ptolemais and Kozani. 
 
Locomotives 
 
Until 1962 the Hellenic State Railways used a variety of steam locomotives from various 
sources. Some of them belonged to the pre-1920 networks, a number were acquired as part 
of foreign aid programs after the war and a small number was procured. 
 
Conversion to diesel traction began in the early 1960s. The first diesel locomotives were 
delivered in 1962 and included 30 Krupp Y60 shunters (Class A-101), 10 ALCo DL532B 
(Class A-201) and 10 ALCo DL500C (Class A-301). They were followed by classes A-221, 
A-321, A-351, A-401 and A-411 for the 1,435 mm (4 ft 8 1?2 in) standard gauge network and 
classes A-9101, A-9201 and A-9401 for the 1,000 mm (3 ft 3 3?8 in) metre gauge networks. 
 
Diesel multiple units were first introduced in 1936 and became more common in the 1950s 
and 1960s. Steam locomotives were slowly phased out but were still in limited use in 
December 1970. 
 

Henderson Mine Railroad (Empire, CO ) 15 9,500 This railroad was operated by electricity.
Herzog Transit Services Inc. (St. Joseph, MO ) HTSI is now the largest private passenger rail operations and maintenance (O&M) provider in 

the U.S. [1]Hessian Ludwig Railway (Germany) 432 The Hessian Ludwig Railway was one of the largest privately owned railway companies in 
Germany.Hetch Hetchy Railroad (Jamestown, CA ) 68 5,064 4.0% The Hetch Hetchy Railroad (HHRR) was a 68-mile (109 km) standard gauge Class III railroad 
constructed by the City of San Francisco to support the construction and expansion of the 
O'Shaughnessy Dam across Hetch Hetchy Valley.

Hicks Locomotive & Car Works (Chicago Heights, IL ) The Hicks Locomotive & Car Works initially focused on refurbishing and rebuilding steam 
locomotives. It subsequently entered the car building business, manufacturing narrow gauge, 
and interurban cars. [1]

Hilo Railroad (Hilo, HI ) 33 4.0% The Hilo Railroad was organized by Benjamin F. Dillingham to transport sugar cane from his 
plantation to Hilo. Hinkley & Williams Locomotive Works (Boston, MA ) A steam locomotive builder, circa 1860, located at 552 Harrison Avenue, Boston, MA.  The 
Hinkley name was synonymous as a builder of early steam locomotives.   The company took 
the following names over the years:  Hinkely & Feeney (1840-1848), succeeded by Boston 
Locomotive Works Boston Locomotive Works (1848-1860) Hinkley, Williams & Co. 
(1860-1864) (an advertisement from 1860 states: "Hinkley & Williams Works" Hinkley & 
Williams Locomotive Works (1864-1872) Hinkley Locomotive Works (1872-1880) Hinkley 
Locomotiive Co. (1880-1888)  Advertisement from 1860 states: "Sole manufacturers of the 
"Hinkley Patent Boiler" for Locomotive and Stationary engines. Jarvis Williams, Treasurer and 
General Manager.

Hinkley Locomotive Works (Boston, MA ) The Hinkley Locomotive Works, and its predecessors, was one of the nations earliest 
established locomotive builder.Hiwassee Railroad (Loudon (on the Hiawassee River), TN ) 0 The Hiwassee Railroad was the first railroad to begin construction in Tennessee. 

Hoboken Inclined Cable Railway (Hoboken, NJ ) 1 3,500 5.0% The Hoboken Inclined Cable Railway was constructed in 1873 by the North Hudson County 
Railway Company. The line was built in order to provide a means of transferring horse cars 
(with their horses) from the docks at Hoboken, over the Palisades. This was the first horse car 
elevator ever build in either the United States or Europe.  The structure starts from the ferry at 
an elevation of about 8 feet, and gradually rises until it reaches the first street, where it is 15 
feet high. It then continues level for about 3,500 feet, when it begins to rise at the rate of 5 feet 
in the hundred.  
 
Note-Ref 3 appears to the the same, except that it notes the date of construction was 1893.

Hocking Valley Railway (Toledo, OH ) 818 The Hocking Valley Railroad, at its peak, was the longest intra-state railroad in Ohio. 
Hokkaido Railway Company (Japan) 1,974 The Hokkaido Railway Company  is one of the constituent companies of Japan Railways 

Group (JR Group), and is often referred to using its official abbreviation of JR Hokkaido. It 
operates intercity rail services in Hokkaido, Japan. The company introduced Kitaca, a smart 
card ticketing system, from autumn 2008. 
 
At the time of its privatization in 1987, JR Hokkaido operated 21 railway lines totalling 3,176.6 
kilometres (1,973.8 mi) of narrow-gauge (1,067 mm (3 ft 6 in)) track, as well as a ferry service 
to Aomori. Since then, that number has dwindled to just below 2,500 kilometres (1,600 mi), as 
unprofitable lines have been shut down or spun off (in the case of the Hokkaidÿ Chihoku 
Kÿgen Railway). The ferry service has also been replaced by the Seikan Tunnel. 
 
Hokkaido Railway's headquarters are in Chuo-ku, Sapporo. 
 
History 
 
April 1, 1987: Upon the privatization of the Japanese National Railways (JNR), the Hokkaido 
Railway Company was formed 
 
October 25, 2008: Kitaca contactless smart card introduced in Sapporo area 
 
March 26, 2016: First Hokkaido Shinkansen service between Shin-Aomori and Shin-
Hakodate-Hokuto launched. 
 
Lines 
Shinkansen 
 
Hokkaido Shinkansen: 
Shin-Aomori - Shin-Hakodate-Hokuto (148.9 km (92.52 mi)) 
 
Trunk lines 
 
Chitose Line: 
 
Shiroishi - Numanohata (60.2 km (37.41 mi)) 
 
Minami-Chitose - New Chitose Airport (2.6 km (1.62 mi)) 
 
Hakodate Main Line 
 
Hakodate - œnuma-Kÿen - Otaru - Sapporo - Asahikawa (423.1 km (262.90 mi)) 
 
Nanae - Oshima-Sawara - Mori (35.3 km (21.93 mi)) 
 
Muroran Main Line 
 
Oshamanbe - Higashi-Muroran - Oiwake - Iwamizawa (211.0 km (131.11 mi)) 
 
Higashi-Muroran - Muroran (7.0 km (4.35 mi)) 
 
Nemuro Main Line 
 
Takikawa - Obihiro - Nemuro (443.8 km (275.76 mi)) 
 
Sekishÿ Line 
 
Minami-Chitose - Shintoku (132.4 km (82.27 mi)) 
 
Shin-Ybari - Ybari (16.1 km (10.00 mi)) 
 
Most trains run between Sapporo and Oshamanbe. 
 
Other lines 
 
Sapporo Station 
Furano Line 
Furano - Asahikawa (54.8 km (34.05 mi)) 
Hidaka Main Line 
Tomakomai - Samani (146.5 km (91.03 mi)) 
Sekihoku Main Line 
Shin-Asahikawa - Kitami - Abashiri (234.0 km (145.40 mi)) 
Kaikyÿ Line 
Naka-Oguni - Tsugaru-Imabetsu - Kikonai (87.3 km (54.25 mi)) 
Rumoi Main Line 
Fukagawa - Mashike (66.8 km (41.51 mi)) 
Sasshÿ Line 
Sÿen - Shin-Totsukawa (76.5 km (47.53 mi)) 
Senmÿ Main Line 
Higashi-Kushiro - Abashiri (166.2 km (103.27 mi)) 
Sÿya Main Line 
Asahikawa - Nayoro - Wakkanai (259.4 km (161.18 mi)) 
 
Hokkaido Shinkansen 
Shin-Hakodate-Hokuto - Sapporo (211.3 km (131.30 mi)) scheduled to open in 2031 
 
Former lines 
 
Chihoku Line 
Ikeda - Kitami (140.0 km (86.99 mi)) transferred to Hokkaidÿ Chihoku Kÿgen Railway 
Company on June 4, 1989 
 
Esashi Line 
Goryÿkaku - Kikonai (37.8 km (23.49 mi)) transferred to South Hokkaido Railway Company on 
March 26, 2016 
Kikonai - Esashi (42.1 km (26.16 mi)) closed on May 12, 2014 
 
Hakodate Main Line branch 
Sunagawa - Kami-Sunagawa (7.3 km (4.54 mi)) closed on May 16, 1994 
 
Horonai Line 
Iwamizawa - Ikushumbetsu (18.1 km (11.25 mi)) and Mikasa - Horonai (2.7 km (1.68 mi)) 
closed on July 13, 1987 
 
Matsumae Line 
Kikonai - Matsumae (50.8 km (31.57 mi)) closed on February 1, 1988 
 
Nayoro Main Line 
Nayoro - Engaru (138.1 km (85.81 mi)) and Naka-Ybetsu - Ybetsu (4.9 km (3.04 mi)) 
closed on May 1, 1989 
 
Shibetsu Line 
Shibecha - Nemuro-Shibetsu (69.4 km (43.12 mi)) and Naka-Shibetsu - Attoko (47.5 km 
(29.52 mi)) closed on April 30, 1989 
 
Shimmei Line 
Fukagawa - Nayoro (121.8 km (75.68 mi)) closed on September 4, 1995 
 
Tempoku Line 
Otoineppu - Minami-Wakkanai (148.9 km (92.52 mi)) closed on May 1, 1989\ 
 
Utashinai Line 
Sunagawa - Utashinai (14.5 km (9.01 mi)) closed on April 25, 1988 
 
The company also operated the Seikan Ferry until 1988. 

Höllentalbahn (Freiburg, Germany) 46 5.5% The Höllentalbahn (literally, "Hell Valley Railway") is a railway line that partially runs through 
the Höllental valley in the Black Forest of Germany. The railroad has one of the steepest 
grades in Germany; it was built as a rack railway in 1887, and was electrified in 1936. The line 
connects Freiburg im Breisgau with Donaueschingen, a distance of 74.7 km (46.4 mi). 
Freiburg is 43 miles north of Basel, Switzerland.

Holly Sugar Company Railroad (Swink, CO ) 275
Homestake Mining Company Railroad (Lead, SD ) 100 The Homestake Mining Company Railroad was the first narrow gauge railroad in the Black 

Hills. It had over 100 miles of underground track in operation in 1910. Hooven-Owens-Rentschler (Hamilton, OH ) Hooven-Owens-Rentschler Company was an early manufacturer of diesel engines, which led 
to their  eventual acquisition by Lima Locomotive Company in 1947 and the renaming of the 
company as Lima-Hamilton. Lima-Hamilton was then acquired by the Baldwin Locomotive 
Company, which was renamed Baldwin-Lima-Hamilton, or BLH. During World War I, the 
Hooven-Owens-Rentschler Company operated the largest exclusive Corliss Steam Engine 
plant in the country, employing nearly 800 men.

Hornell Shops (Hornell, NY ) The Hornell Shops were the largest repair and manufacturing shop location on the Erie 
Railroad. At its peak, up to 20 steam locomotives could be repaired, by a work force totalling 
5,000. When Conrail was formed in 1976, it announced it was going to close the shops. The 
shops were eventually sold to General Electric, then  Morrison-Knudsen in 1983, and then to 
Alstom.

Houston & Great Northern Railroad (Houston, TX ) 350 The Houston & Great Northern was the first major railroad to begin construction in Texas 
following the Civil War. The charter for this railroad provided for construction from Houston to 
the Red River. The original plans called for extending the line to Canada, but construction was 
stopped in Palestine, where a connection was made with the International Railway.   The 
Houston & Great Northern system included the Houston Tap and Brazoria Railroad, and the 
Huntsville Branch Railway, which were merged into the Houston & Great Northern on May 8, 
1873. On September 30, 1873, the Houston & Great Northern was merged with the 
International Railroad Comapny to form the International-Great Northern, which eventually 
became part of the Missouri Pacific system.  This railroad was merged with the International 
Railway to form the International & Great Northern Railroad Company, which became part of 
the Missouri Pacific.   The Houston & Great Northern was incorporated in 1866 to build a line 
from Houston by way of Huntsville and Tyler to the Red River at or near Clarksville. 
Construction began at Houston in 1870, and was completed to the Trinity  In 1870, the 
Houston and Great Northern purchased and consolidated with the Houston Tap and Brazoria, 
extending from Houston to Columbia on the Brazos, a distance of fifty miles.18  1871-72 
Houston to Red River, Texas, 350.00 miles. Tthe Houston, Tap & Brazoria Railroad, 
(completed in 1860) was purchased by the Houston & Great Northern Railroad in 1871. 
Construction under contract: Houston across Trinity River, about 90.00 miles, to be finished 
January 1, 1872. Opened to Palestine, 1872. Huntsville Branch of the Houston & Great 
Northern Railroad was chartered, April 4, 1871, and completed in 1872.   1872-73 Houston, 
Texas to Red River (Indian Border), 350.00 miles. In operation: Houston to Trinity River, 
Texas, 88.00 miles. Branch Line: Walker to Huntsville, Texas, 7.00 miles. Purchased and 
consolidated, Houston Tap & Brazoria Railroad, May 8, 1873, Houston to Columbia, Texas, 
50.00 miles. Purchased Victoria & Columbia Railroad, an extension of the Houston Tap & 
Brazoria Railroad.

Houston & Texas Central Railway (Dallas, TX ) 872 Prior to the arriva  of the Houston & Texas Central Railroad in 1872, Dallas had been a small 
community of approximately 3,000. 
The railroad linked Dallas with Houston and with Galveston's well-established deep-water 
port. In l873 after a long and bitter struggle, [1]  The railroad was the first Texas railroad to 
begin construction after the close of the Civil War, and played an important part in the 
economic growth of Dallas and Houston, largely because of its route connecting at the 
Denison Gateway with Kansas City, St. Louis and the east. The line was an important one, 
opening up the fertile lands in Central and Northern Texas to the railroads. At the time of its 
completion, the H&TC was regarded as one of the premier railroads in Texas.   

Houston Electric Company  (Houston, TX ) 76 Operates the entire street railway system in Houston, including the Westmoreland Railroad. 
Connects Houston with Brunner, Harrisburg and Houston Heights.Hudson & Manhattan Railroad (New York, NY ) 20 The  H&M RR built a subway line under the Hudson River connecting the railroad and 
streetcar terminals on the New Jersey waterfront with points in Manhattan. It was the first time 
that passengers could avoid transferring to ferryboats to cross the Hudson River-a major 
milestone in New York history.

Hudson Bay Railway (The Pas, MB Canada) 810 A predecessor, the Hudson Bay Railway & Steamship Company, was incorporated in 1883. 
The Hudson Bay Railway was constructed during the period from 1910-1929. The original 
plan had been to connect The Pas to Port Nelson, a new harbor that was to be constructed on 
Hudson Bay.  Surveys were run, and plans were made in 1912 to construct the line to Port 
Nelson, using a bridge over the Saskatchewan River was completed by the Canadian 
Northern Railway. The Canadian government later cancelled its plans to develop Port Nelson, 
the Canadian Northern bankrupted in 1918, and further work on the railway was halted. 
Eventually construction on the Hudson Bay Railway reached its northern terminus at 
Churchill, MB on September 29, 1929.

Hudson River Railroad (New York, NY ) 144 The New York & Harlem Railroad (1831) was constructed using an inland route to New 
Albany, via Chatham, not following the Hudson River. The inland route, which bypassed 
Poughkeepsie, resulted in the founding of the Hudson River Railroad, which was built from 
New York to Albany, following the Hudson River most of the way. 
 
The Hudson River Railroad was organized by a group of Poughkeepsie businessmen, who 
wanted to develop an alternate shipping route along the Hudson River from New York to 
Albany In order to provide (1) access to Poughkeepsie, and (2) to provide access to ports on 
the Hudson River that were serviced by cargo and passenger ships. This required that the rail 
line be constructed along the river.   
 
Its line ran on the east side of the Hudson River, and partially opened 1849. Construction of 
the entire line was completed, and the entire line opened October 3, 1851. The Hudson River 
Railroad was merged with the New York Central in 1869 to form the New York Central and 
Hudson River Railroad.   
 
The Hudson river provided an inexpensive and easy water shipping route, but northern 
portions of the river would freeze during the winter, shutting down this vital commerce route 
for goods shipping between New York City and Albany. Thus was born the Hudson River 
Railroad.    
 
The first leg of the rail route ran between New York City and Peekskill, which opened in 1849. 
Construction proved to  difficult. The tracks needed to either bypass or tunnel through the 
mountains of the Hudson Highlands.   
 
In other areas, the tracks needed to cross soft river marshes. Seasonal flooding and flooding 
caused the tracks unusable at times.  In 1851, the Hudson River Railroad began service to 
Albany, but like the Harlem, actual service to Albany was not by rail but by a ferry across the 
Hudson River. The Harlem connected with the Boston & Albany , but ithe Boston & Albany 
could not access to Albany by rail; it also needed to ferry its trains across the Hudson River. 
The Hudson River Railroad was not prosperous and fell into disrepair, and was sliding into 
bankruptcy when Cornelius Vanderbilt began acquiring its stock.  
 
Construction and development details.  
 
The Hudson River Railroad, was chartered in 1846, and began construction northward from 
New York City. It completed the first forty miles (64 km) to Peekskill on September 29, 1849, 
reaching Poughkeepsie by the end of that yea. The railroad was completed to Albany in 1851.  
 
The New York City terminus was at the junction of Chambers and Hudson Streets; the track 
was laid along Hudson, Canal, and West Streets, to Tenth Avenue, which it followed to the 
upper city station at 34th Street. Over this part of the right-of-way, the rails were laid at grade 
along the streets, and since by the corporation regulations locomotives were not allowed, the 
cars were drawn by a dummy engine, which, according to an 1851 description, consumed its 
own smoke. While passing through the city the train of cars was preceded by a man on 
horseback known as a "West Side cowboy" or "Tenth Avenue cowboy" who gave notice of its 
approach by blowing a horn. 
 
The New York Central Railroad and Hudson River Railroad were merged in 1869 to form the 
New York Central and Hudson River Railroad. The railroad acquired the former Episcopal 
church's St. John's Park property and built a large freight depot at Beach and Varick streets 
which opened in 1868. The tracks south to Chambers Street were then removed. In 1871, the 
Spuyten Duyvil and Port Morris Railroad opened, and most passenger trains were rerouted 
into the new Grand Central Depot via that line along the northeast bank of the Harlem River 
and the New York and Harlem Rail Road, also part of the New York Central system. The old 
line south of Spuyten Duyvil remained for freight to the docks along Manhattan's west side 
and minimal passenger service to the West Side Station on Chambers Street was used until 
1916.

Hudson's Bay & Pacific Railway (Churchill, MB Canada) 1,000 The Hudson's Bay & Pacific Railway was an ambitious plan to build a 1,000 mile railroad 
connecting Churchill, Manitoba, and Vancouver, where it would connect with steamship lines 
across the Pacific. The plan envisioned authorizing the Dominion Parliament of Canada to 
build the railway from Churchill to a junction with the Canadian Pacific Railway at Calgary, a 
distance of about 1,000 miles.  
 
Churchill is located on Hudson's Bay, and was served by steamships operating between 
England and Churchill. The line, if built, would have reduced the existing steamship route by 
1,300 miles between Liverpool and Montreal, and then via the Canadian Pacific to Vancouver.

Hungarian State Railways (Budapest, Hungary) 13,670 At the beginning of World War I, MAV was one of the largest railway systems in Europe, with 
11,840 route miles of track.Hunsrück Railway (Simmern, Germany) 33 6.1% The section of the Hunsrück Railway from Boppard to Emmelshausen is the steepest 
adhesion railway in western Germany. On the six-kilometre section from Boppard to Boppard-
Buchholz it climbs 336 metres. The grade is 6.09% or 1 in 16.4. 

Hunters Point Shipyard Railway (San Francisco, CA ) Originally built in 1870, the shipyard was privately owned until 1940, when it was purchased 
by the US Government, just prior to the commencement of World War II. he original docks 
were built on solid rock. In 1916 the drydocks were thought to be the largest in the world. At 
over 1000 feet in length, they were said to be big enough to accommodate the world's largest 
warships and passenger steamers.

Huntsville, Lake Of Bays & Lake Simcoe Railway Company 
(Huntsville, ON Canada)

1 7.0% The Huntsville & Lake of Bays Transportation Company was organized to connect lake 
steamships operating on the Lake of Bays, Lake Mary, Lake Fairy, and Lake Penninsula. 
Huntsville was a major stop on the Grand Trunk Railroad, serving local mining and forest 
products needs, along with the tourist market. The line was regauged in 1947 to 42", owing to 
the replacement of their primary steam locomotive. 

I & M Rail Link LLC (Chicago, IL ) 1,336 Operates former Soo Line St. Paul and Kansas City lines. Once owned by Canadian Pacific, a 
two-thirds interest was sold to Washington Companies (who owned Montana Rail Link). In 
early 2002, the Dakota, Minnesota & Eastern announced it would purchase IMRL by forming 
the Iowa, Chicago & Eastern to take over the IMRL lines. The Cedar American Rail Holdings, 
a subsidiary of DME, would own all of the stock of the IC&E. 

Idaho Northern Railway (Nampa, ID ) 133 3.0% The incorporators of the Idaho Northern had mining interests in the area that the Idaho 
Northern eventually traversed. The idea was to build a railroad that would allow the investors 
to haul their ores to the smelters at Butte, MT. Thus, their original plan called for building a 
700 mile long railroad from Nampa, ID to Butte, MT with a branch running from the mainline to 
Spokane, WA. Construction of the entire project was delayed for a number of years because 
of the high cost of construction in the mountainous areas that surrounded Nampa, and the 
difficulties in arranging financing for this costly project. It appears that the Union Pacific 
became the "rich uncle", by purchasing the company under its Oregon-Washington Railway & 
Navigation Company on November 23, 1910, before construction was completed. The railroad 
was then sold to the Oregon Short Line Railroad in on December 30, 1912.    
 
The first 27 miles of the line was originally built between Nampa and Emmett. The line at this 
point was relatively flat, with the exception of one short section of 2% grade between Jenness 
and Emmett.  Construction on this section of the line was completed in 1902. Construction of 
the balance of the line was far more difficult. Four tunnels had to be bored, and a killer grade 
of 2.5% between Banks and Smith's Ferry had to be built. Thus, the extension from Emmet to 
Cascade and beyond was not completed until 1914.  Purchased Boise, Nampa & Owyhee 
Railway 7/1906.  

Illinois Central Gulf Railroad (Chicago, IL ) 9,600 The Illinois Central Gulf was the largest north-south railroad in the country after its merger 
with the Gulf, Mobile & Ohio.Illinois Central Railroad (Chicago, IL ) 8,347 The Illinois Central was the largest North-South railroad in the country: at 706 miles, it was the 
longest railroad in the world, after initial construction was completed in 1856. It was the first 
railroad in the country to receive a grant of public lands (called a land grant) to aid in the 
financing of construction of the railroad and was the first railroad to connect Chicago with the 
south (New Orleans and Miami). The line was completed with the construction of a railroad 
bridge at Cairo, IL in 1889. The bridge crossed the Ohio River at Cairo and eliminated the 
need to transfer railroad cars by car ferry across the Ohio River.

Illinois Central Railroad (Chicago, IL ) 5,463 The Illinois Central was created under a land grant to the State of Illinois by Congress in 
September 1850. On the 10th of February, 1851, the legislature of Illinois granted a charter to 
the Illinois Central.The road had a total length of 706 miles, connecting Chicago with New 
Orleans: from Chicago to Cairo, IL via the Illinois Central and then to New Orleans via a 
steamboat operated by the railroad. The initial construction was completed in 1856.  Following 
the bankruptcy of the Union Pacific in 1893, the UP was sold to an investor group headed by 
E. H. Harriman, who was at that time, the President of the Illinois Central. The railroads 
owned by E.H. Harriman included the Illinois Central, the Southern Pacific, and the Union 
Pacific; these lines became known as the Harriman Lines, and a distinctive 'Harriman 
Common Standard' was followed for all passenger cars built for the IC, the SP, and UP during 
the period of Harriman ownership.     On August 10, 1972 the Illinois Central Railroad merged 
with the Gulf, Mobile and Ohio Railroad to form the Illinois Central Gulf Railroad (reporting 
mark ICG). On October 30 that year the Illinois Central Gulf commuter rail crash, the 
company's deadliest, occurred. In the 1980s the railroad spun off most of its east-west lines 
and many of its redundant north-south lines, including much of the former GM&O. Most of 
these lines were bought by other railroads, including entirely new railroads such as the 
Chicago, Missouri and Western Railway, Paducah and Louisville Railway and  it's Iowa Lines 
(Chicago-Sioux City, IA) to Chicago, Central & Pacific in 1985. In 1988 the railroad's then 
parent company IC Industries spun off its remaining rail assets and changed its name to the 
Whitman Corporation (which became PepsiAmericas in 2000 and acquired outright by 
PepsiCo in 2010). On February 29 of that year the newly separated ICG dropped the "Gulf" 
from its name and again became the Illinois Central Railroad.  On February 11, 1998 the IC 
was purchased by the Canadian National Railway (CN) with the integration of operations 
beginning on July 1, 1999.

Illinois Central Railroad Electric Commuter Train Service (Chicago, IL ) 130 In 1947, Illinois Central's electrified commuter trains operated on more than 130 miles of 
suburban main track. Its several hundred trains transported well over 140,000 passengers 
daily, which is the second heaviest suburban travel in the United States. [1]

Illinois Northern Railway (Chicago, IL ) 9 The Illinois Northern was a switching carrier. In 1920 [4] it advertised that it carried LCL freight 
at McCormick Station to and from all railroads, 26th Street and Western Avenue. The Santa 
Fe used the 26th Street Line (Grand Trunk) when they first went into Chicago to reach 
Dearborn Station. The Santa Fe bought the 26th Street Line from the Grand Trunk Railway 
Company, on July 20th, 1887, and leased the line to the Illinois Northern Railway Company, 
August 1st, 1902, for fifty years.  Illinois Northern Railway (INR), became a switching carrier 
owned by International Harvester (IH). IH sold its capital stock in the INR to a group of 
railroads, one of which was The Atchison, Topeka and Santa Fe Railway Company (ATSF). 
Later, ATSF (now BNSF) acquired all of the former INR interests in the Chicago area. The 
New York Central Railroad held a very small interest (($5,000) in 1950. (Ref 2)

Illinois Terminal Railroad (St. Louis, MO ) 550 The Illinois Terminal Company "was (originally organized) built to supply terminal facilities to 
the railroads entering the Alton district, and to develop the manufacturing interests of the Alton 
industrial area" ("Illinois Terminal Railroad Serving Area Over 50 Years," Lincoln Evening 
Courier, Centennial Edition, Section Five, 8-26-53, p. 10).The ITS connected Peoria, Lincoln, 
Bloomington, Urbana, Champaign, Danville, Decatur, Springfield, and Carlinville, Hillsboro, 
Staunton, Edwardsville, and St. Louis. A separate ITS line connected Princeton, LaSalle, 
Ottawa, Joliet, and Chicago.  (Ref 3) 
 
The Illinois Terminal Company, a predecessor, was consolidated with the Mississippi Valley 
Terminal Company into the Illinois Terminal Railroad on July 6, 1895. The Illinois Terminal 
Company then became sucessor to the Illinois Terminal Railroad on August 8, 1895. The 
Illinois Terminal Company and Mississippi Valley Terminal had been formed to supply terminal 
facilities for the railroads entering Alton, IL.  On January 1, 1928, the Illinois Terminal 
Company executed a 99 year lease of the properties of the Illinois Traction Company (which 
was then renamed the Illinois Terminal Railroad), the St. Louis & Alton,  the St. Louis, Troy & 
Eastern, and the St. Louis & Illinois Belt Railway, and and was then reorganized as the Illinois 
Terminal Railroad on October 18, 1937. The October 18, 1937 reorganization merged the 
Illinois Terminal Railroad with the Alton & Eastern Railroad, Alton Terminal Railway, Illinois 
Traction Inc., St. Louis & Illinois Belt Railway, and the St. Louis, Troy & Eastern Railroad. 
Subsequent to that event, Illinois Terminal acquired substantially all of the assets of the St. 
Louis Electric Terminal Railway, and the McKinley Bridge. Illinois Terminal operates properties 
of the St. Louis & Alton Railway under a 10 year lease, and the O'Fallon freight line of the St. 
Louis & Belleville Electric Railway, (both controlled by Union Electric Company of Missouri) 
under 99 year lease, expiring, June 30, 2029. On May 1, 1940, the company purchased the 
St. Louis & Alton Railway, and the St. Louis & Belleville Electric Railway O'Fallon freight line.  
On December 14, 1945, Illinois Light & Power sold the railroad, and it became a publicly 
owned company named the Illinois Terminal Railroad Company.  The principal lines of the 
Illinois Terminal were: (1) Peoria- Springfield- St. Louis; (2) Danville- Champaign- Decatur- 
Springfield: (3) Peoria- Bloomington -Decatur- Springfield  Passenger service ended on March 
3, 1956, and on June 15, 1956, Illiniois Terminal was sold to a consortium of eleven railroads 
that served the St. Louis area. On May 8, 1982, Illinois Terminal was merged into the Norfolk 
& Western Railway. 

Illinois Traction System (Peoria, IL ) 628 At its peak, the Illinois Traction Company was the largest electric interuban railway in the 
world, operating over 600 miles of track. [5] It was also the only interurban in the world to 
operate sleeping cars.

Imperial Oil Company Railroad (Dartmouth, NS Canada) Imperial Oil Limited (French: Compagnie Pétrolière Impériale Ltée) is a Canadian petroleum 
company. It is Canada's second-biggest integrated oil company. ExxonMobil has a 69.6 
percent ownership stake in the company. It is a significant producer of crude oil, diluted 
bitumen and natural gas, Canada's major petroleum refiner, a key petrochemical producer and 
a national marketer with coast-to-coast supply and retail networks. It supplies Esso-brand 
service stations. It is also known for its holdings in the Alberta Oil Sands.

Imperial Royal Austrian State Railways (Austria) 11,692 After the Austro-Hungarian Compromise of 1867, the Transleithanian (Hungarian) lines of the 
Dual Monarchy were nationalized as the Hungarian State Railways (MÁV). Already in 1866, 
the Austrian trade minister Bernhard von Wüllerstorf-Urbair had urged for a greater 
government commitment. A re-evaluation started in the Long Depression, sparked by the 
Panic of 1873. The Vienna stock market crash resulted in the bankruptcy of several Austrian 
railway companies, and the state took them over. 
 
With effect from 1 January 1884, the k.k. Generaldirektion der Staatsbahnen ("Imperial-Royal 
General Directorate of the State Railways") was founded, situated at the Austrian Ministry of 
Trade; this was the birth of the Imperial-Royal State Railways. Operations Divisions were 
established in Vienna, Linz, Innsbruck, Villach, Budweis, Pilsen, Prague, Cracow, Lemberg, 
Pola, and Spalato. By the end of 1884 the state railway network covered 5,103 km. 
 
On 15 January 1896, Emperor Franz Joseph I, at the suggestion of Minister President Count 
Kasimir Felix Badeni, approved the establishment of the k.k. Eisenbahnministerium ("Imperial-
Royal Rail Ministry"). Further divisions were founded in Triest, Olmütz and Stanislau. Minister 
Heinrich von Wittek promoted the expansion of the Wiener Stadtbahn network and the Neue 
Alpenbahnen project providing the Alps with major rail crossings, including the Tauern Railway 
and the Bohinj Railway, realised upon a 1901 resolution passed by the Imperial Council 
legislature. 
 
By nationalizing other companies or taking over their traffic, the State Railways obtained a 
practical monopoly in rail transport. After the acquisition of the Emperor Ferdinand Northern 
Railway Company in 1906, followed by the Imperial Royal Privileged Austrian State Railway 
Company and the Austrian Northwestern Railway in 1909, the Southern Railway was the only 
major company that remained private until the end of Empire. In 1914, of a total of 22,981 km 
of railway tracks on Austrian territory, 18,859 (82%) were state owned. 
 
Dissolution 
 
After the end of the World War I and the dissolution of Austria-Hungary, the Imperial-Royal 
Rail Ministry was disestablished on 12 November 1918 by resolution of the Provisional 
Assembly of German-Austria. The vehicle fleet and infrastructure of former kkStB were 
divided among state railway companies of the successor states of the Dual Monarchy: 
 
Austria: Deutschösterreichische Staatsbahnen (DÖStB), renamed Österreichische 
Staatsbahnen (ÖStB) in 1919 and Österreichische Bundesbahnen (BBÖ) in 1923 
Poland: Polskie Koleje Państwowe (PKP) 
Czechoslovakia: Československé státní dráhy (ČSD) 
Yugoslavia: Jugoslovenske Železnice (JŽ) 
Italy: Ferrovie dello Stato (FS) 
Romania: Căile Ferate Române (CFR). 
With the promulgation of the Austrian Federal Constitutional Law on 10 November 1920, the 
supervision of the national railway system passed to the newly established Ministry of 
Transport.

Incline Railway at Lake Tahoe (Incline Village, NV ) 7,625 In 1880, the Sierra Nevada Wood & Lumber Co built a 4,000 foot long incline railway to lift its 
sawed lumber from its mill on Crystal Bay on the northeast shore of Lake Tahoe up 1,400 feet 
to the crest of the mountain in specially built rail cars. Incline Village , located at the northern 
end of Lake Tahoe, was named after this historic incline railway. Each trip took about 20 
minues to haul 1,500 board feet of lumber. At the top of the Incline, the lumber was dumped 
into a large wooden V flume that carried it south to the Virginia & Gold Hill water tunnel. There 
the lumber floated through the mountain in its own flume in the 3994 foot long tunnel, then 
down into Little Valley, landing down on the Virginia & Truckee Railroad at Lakeview Station, 
on the divide between Washoe Valley and the Carson City.
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Inco Railway (Sudbury, ON Canada) 100 Inco Railway was a private railway, connecting Inco's Nickel mines and processing plants that 
dominates the city's Sudbury skyline. The line serves Copper Cliff North Mine, Copper Cliff 
South Mine, Creighton Mine, Frood Mine, Stobie Mine, Clarabelle Mill, Copper Cliff Smelter, 
and Copper Cliff Nickel Refinery. The isolated Levack mine spur in the north end of the city 
serves Coleman Mine and is operated by the Canadian Pacific Railway. The line was 
electrified beginning in 1926 [5] but was ended in 2000 in favour of diesel locomotives. 
Sudbury is about 200 miles north of Toronto. 

Independent Subway System (New York, NY ) The IND was owned and operated by the City of New York. It's original name was the 
Independent City-Owned Subway System (ICOS), the Independent Subway System (ISS) or 
the Independent City-Owned Rapid Transit Railroad. It became known as the IND after it's 
merger of the BMT and the IRT in 1940. 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The Independent Subway System (IND or ISS), formerly known as the Independent City-
Owned Subway System (ICOS) or the Independent City-Owned Rapid Transit Railroad, was a 
rapid transit rail system in New York City that is now part of the New York City Subway. It was 
first constructed as the "Eighth Avenue Line" in Manhattan in 1932. 
 
One of three rail networks that became part of the modern New York City subway, the IND 
was intended to be fully owned and operated by the municipal government, in contrast to the 
privately operated or jointly-funded Interborough Rapid Transit Company (IRT) and Brooklyn–
Manhattan Transit Corporation (BMT) companies. It was merged with these two networks in 
1940. 
 
The original IND service lines are the modern subway's A, B, C, D, E, F and G services. In 
addition, the BMT's M and R now run partly on IND trackage. The Rockaway Park Shuttle 
supplements the A service. For operational purposes, the IND and BMT lines and services are 
referred to jointly as the B Division. 
 

Indian Railways (India) 44,000 The Indian Railway system is the largest individual railway in the world, in terms of miles 
operated, in passengers carried, and workers employed. With over 1.6 million employees, it is 
the world's 9th largest employer. In 2014, it carried over 8 billion passengers. The United 
States operates the largest network of railroads, at 139,000 miles (2012). It is also the world's 
most dangeous railroad: over 25,000 people die annualy while using the railway (Ref 3.

Indiana & Ohio Railroad (Flat Rock, MI ) 570 The Indiana & Ohio Railroad is the successor to the Detroit, Toledo & Ironton Railroad. [See 
Ref 2],Indiana & Ohio Railway (Flat Rock, MI ) 570 The Indiana and Ohio Railway (reporting mark IORY) is an American railroad that operates 
570 miles (920 km) of track in Ohio and parts of southeastern Indiana. It is owned and 
operated by RailAmerica, having been acquired in 2000.  
 
The Indiana and Ohio Railroad (reporting mark INOH) (merged into the IORY in 1997) was 
formed in 1978 to operate a branch between Valley Junction, Ohio and Brookville, Indiana. 
The IORY's original line, acquired in 1985, connected Mason and Monroe, Ohio. The IORY 
set up a tourist operation known as the Indiana and Ohio Scenic Railway which operates over 
this line. Another line, acquired in 1986, runs from Norwood to Brecon, Ohio. The system 
expanded north into Michigan when in 1991 it acquired the former DT&I line between Diann, 
Michigan and Washington Court House, Ohio. In 1994, it acquired two lines from Conrail in 
Springfield, Ohio: one between Springfield and Bellefontaine; and one between Springfield 
and Mechanicsburg. The Indiana and Ohio Central Railroad (reporting mark IOCR) was the 
designated owner of these two lines until 2004. One of the I&O's major events took place in 
1996 when it was acquired by RailTex. In 2000 RailTex was absorbed by RailAmerica and in 
2004 the I&O absorbed the Indiana and Ohio Central Railroad.  
 
--------------  
The following companies were merged into the Indiana & Ohio Railway on December 31, 
1997 to simplify accounting, tax and reporting functions:  -  Indiana & Ohio Railroad - The 
Indiana & Ohio Railway Company - The Indiana & Ohio Central Railroad - The Indiana & Ohio 
Railway Company - The Cincincinnati Terminal Railway   
 
On January 1, 1998, the new IORY began operations over 324 miles of line from Flat Rock, 
MI to Cincinnati.  In addition, on December 31, 1997, the following were merged into the 
Indiana & Ohio Central Railroad (IOCR), resulting in 166 miles of track.:  - The Indiana & Ohio 
Central Railroad - The Indiana & Ohio Eastern Railroad  
 
--------   
The former Detroit, Toledo & Ironton Railroad was sold to the Canadian National. Railtex 
Corporation then purchased CN's interest in the former DT&I, creating the Indiana & Ohio 
Railroad.  Railtex was subsequently purchased by Rail America.  Consolidated into the 
Indiana & Ohio Railway (IORY) on December 31, 1997 to simplify accounting, tax and 
reporting functions.   
 
The Indiana & Ohio Railway line runs from Flat Rock, MI to Dundee, MI  (Diann-3 mi west of 
Dundee) over trackage rights, and then south and west to Leipsi, OH, where it has trackage 
rights to Lima; its own tracks begin at Lima and run south to Washington County Court House, 
OH via Springfield, OH. A secondary line runs from Columbus, OH to Cincinnati via 
Washingtonton Court House and Midland City. A branch runs east from Midland City to 
Greenfield, OH. 

Indiana Harbor Belt Railroad (Whiting, IN ) 320 On June 29, 1907, the name of the East Chicago Belt Line Railroad Co was changed to the 
Indiana Harbor Belt Line Railroad Co. The Chicago Junction Railway was also acquired by the 
Indiana Harbor Belt on June 29, 1907, and the properties were purchased on October 31, 
1907. This purchase included trackage rights to operate over the Chicago Terminal Transfer 
Railroad Company from Blue Island, IL to McCook, IL and over the Calumet Western Railway, 
the South Chicago and Southern Railroad and the Calumet River Railroad.  Corporate History 
1917. 
 
The New York Central transferred ownership of the IHB to the two of its major subsidiary 
railroads that passed through northern Indiana:  the Michigan Central and the Lake Shore & 
Michigan Southern. Each owned 50% of the Harbor. In 1911, however, two major connections 
to the west, the Milwaukee Road and the Chicago & North Western, bought 20% stakes in the 
IHB. Then in 1914, NYC merged LS&MS. So by 1915, IHB ownership consisted of 30% New 
York Central, 30% Michigan Central, 20% C&NW and 20% Milwaukee, thus giving NYC in 
effect a 60% controlling interest. This ownership arrangement would last for many years. [4] 
 
History 
 
Incorporated in Illinois., originally as the East Chicago Belt RR Co; name changed to present 
title on June 29, 1907. The company purchased the capital stock of the Indiana Harbor RR 
Co. of Illinois. and took a conveyance of the entire railroad properties, operating rights, etc., 
possessed by that company, and assumed Michigan Central RR Co. 4% bonds amounting to 
$725,000 covering the line from Chappell to the Union Stock Yards.  The company purchased 
from the Chicago Junction Ry Co. the "Outer Belt" line, extending from Franklin Park to 
McCook and from Blue Island to Whiting, and has taken an assignment of the later company's 
rights over the Calumet Western Ry, the South Chicago & Southern RR and the Calumet 
River Ry, also acquiring one-half of the capital stock of the Calumet Western Ry Co. The 
Indiana Harbor Belt RR has assumed the $2,500,000 6% bonds of the Chicago, Hammond & 
Western RR Co. outstanding on the "Outer Belt" line of the Chicago Junction Ry Co.  In 
accordance with an agreement dated April 13, 1911, between the Chicago, Milwaukee & St. 
Paul Ry Co., Chicago & North Western Ry Co., The Michigan Central RR Co. and The Lake 
Shore & Michigan Southern Ry Co., the two latter companies sold in equal proportions to the 
Chicago, Milwaukee & St. Paul Ry Co. and the Chicago & North Western Ry Co., 40% of their 
entire holdings in the capital stock and a like interest in certain other obligations of the Indiana 
Harbor Belt RR Co. The Lake Shore & Michigan Southern Ry Co., and the Michigan Central 
RR, through this transaction each disposed of 4,900 shares of the capital stock and 
$447,538.65 of promissory notes of the Indiana Harbor Belt RR Co.  Agreement behtven 
Company and its Controlling Companies—Capital Increase.—Art Agreement dated Jan 1, 
1916, between the company and the four owning companies provides that during a period of 
five years from Jan 1, 1916, none of the owning companies shall take any action to collect 
from the Indiana Harbor Belt RR Co. amounts loaned on account of working funds and of 
operating deficits, which loans aggregated as of that date $2,595,413.17, secured by demand 
notes; and no interest shall be charged on such amount during that period; the owning 
companies will, in event of the disability of the Indiana Harbor Belt RR Co. to meet its fixed 
charges, operating expenses, etc., contribute to it qua,rter-yearly and in proportion to stock 
ownership the amounts necessary to meet such payments. This agreement further provided 
that the Indiana Harbor Belt RR Co. should immediately take necessary action to increase its 
capital stock from $2,450,000 to $5,000,000 and to issue to the owning companies stock at 
par to reimburse them for amounts loaned for investment purposes; the owning companies to 
take the remainder of such increased stock at par in proportion to their several holdings as 
and when the directors of the Indiana Harbor Belt Co. shall decide to issue same to provide 
funds for additions and betterments, equipment, etc.  As of June 30, 1917, the Indiana Harbor 
Belt RR owed to the owning companies the following amounts: Covered by notes: New York 
Central RR, $1,548,508; Michigan Central RR, $1,548,508; Chicago, Milwaukee & St. Paul 
Ry, $1,032,339; Chicago & North Western Rv, $1,032,339—total, $5,161,693; not covered by 
notes: New York Central RR, $262,617; Michigan Central RR, $262,617; Chicago, Milwaukee 
& St. Paul Ry, $175,078; Chicago & North Western Ry, $175,078—total, $875,389, a total 
indebtedness of $6,037,082.  Line of Road Owned, Dec 31, 1916.—Argo, IL., to Union Stock 
Yards, 10.62 miles; Franklin Park to McCook, IL., 10.52 miles; Blue Island, III., to Whiting, 
Ind., 14.06 miles; Grasselli, Ind., to Illinois State line, 5.52 miles; branches, 4.75 miles—total 
owned,45.47 miles. Operated under contract: New York Central RR, 19.18 miles; Gary & 
Western Ry, 8.08 miles—total under contract, 27.26 miles. Operated under trackage rights: 
Atchison, Topeka & Santa Fe Ry, 0.83 mile; Baltimore & Ohio Chicago Terminal RR, 14.02 
miles; Calumet River Ry, 4.39 miles; Calumet Western Ry, 3.41 miles; Chicago Junction Ry, 
2.94 miles; Chicago River & Indiana RR, 3.08 miles; Elgin, Joliet & Eastern Ry, 1.45 miles; 
Grand Trunk Ry System, 0.50 mile; Michigan Central RR, 2.76 miles; South Chicago & 
Southern RR, 1.78 miles; tracks Shedd-Field to Robey, 1.49 miles—total trackage rights, 
36.65 miles. Total mileage operated, 109.38 miles; second track, 61.02 miles; sidings, etc., 
263.10 miles. Gauge, standard.  Equipment, Dec 31, 1916.—Locomotives, 76; freight cars—
box, 28; flat, 12; coal and coke, 17; caboose, 63—total, 120; service cars, 52. Of this 
equipment, 25 locomotives are leased under equipment trust.   

Indiana Railroad (Indianapolis, IN ) 1,255 The Indiana Railroad was the nation's longest interurban electric railway.
Indiana, Bloomington & Western Railroad (Columbus, OH ) 688 The Indianapolis, Bloomington & Western Railway developed into a sprawling railroad running 

east from Peoria, IL eventually reaching Columbus, OH in 1881 via the perpetual lease of 
Columbus, Springfield & Cincinnati Railroad (Springfield-Columbus, OH) in 1881. The railroad 
followed the original National Road from Columbus, Ohio through Indianapolis to Peoria, 
Illinois. [4] The road was built by a combination of mergers, leases and construction, which 
was completed in May of 1882, [1] The railroad was unsuccessful, however, and foreclosure 
ensued in 1889. After the reorganization, the line from Indianapolis westward was sold to 
the Peoria and Eastern Railway, while the newer track east of Indianapolis was purchased by 
the Cleveland, Cincinnati, Chicago and St. Louis Railway (Big Four).

Indiana, Illinois & Iowa Railroad (South Bend, IN ) 315 The Indiana, Illinois & Iowa Railroad line connected South Bend, IN and Fulton, IL on the east 
side of the Mississippi River, opposite Clinton, IA. The line bypassed the congestion in 
Chicago by running through Kankakee, and Streator. 

Indianapolis & Madison Railroad (Madison, IN ) 90 5.9% The Madison & Indianapolis Railroad opened in 1847. It was then sold under forclosure and 
reorganized as Indianapolis & Madison Railroad,  March 28, 1862. Consolidated May 1, 1866, 
with Jeffersonville Railroad Company to form Jeffersonville, Madison & Indianapolis Railroad 
Company. The Jeffersonville, Madison & Indianapolis Railroad Company was consolidated 
with other railroads effective September 30, 1890, to form Pittsburgh, Cincinnati, Chicago and 
St. Louis Railway Company. The Pittsburgh, Cincinnati, Chicago & St. Louis Railway 
Company was then consolidated with other railroads effective January 3, 1917, to form 
Pittsburgh, Cincinnati, Chicago and St. Louis Railroad Company, which was then leased to 
Pennsylvania Railroad Company March 26, 1921, for 999 years, and was then merged into 
tge Philadelphia, Baltimore and Washington Railroad Company (100% owned subsidiary of 
Pennsylvania Railroad Company), on September 28, 1955.  The line was noted for its 
extremely steep grade of 5.9% that was required to connect the line's original terminal at the 
Ohio River with the mainline.

Indianapolis Car & Foundry (Indianapolis, IN ) The Indianapolis Car Works was founded by the president's of the Vandalia Railroad and the 
Terre Haute.  Shortly after the company began construction of its car works, the Terre Haute 
Car Company merged into the Indianapolis Car Works. The merged company's first contract 
was with the Terre Haute & Indianapolis Railroad. 
 
Ref [3] indicates company operated from 1870-1900. This would have been a substantial car 
manufactuer, having a capacity of building up to 90 cars at a time. [3] 
 
The Indianapolis Car Works was located in Martindale, which was adjacent to Brightwood. 
Brightwood became an important railroad yard, roundhouse and shop location for the 
Indianapolis & St. Louis Railroad, which became part of the Big Four. The Big Four built a new 
roundhouse and shops in Brightwood-where by the early 1900's, four-fifths of the workers 
worked for the railroad. Thus, it is easy to see the connection between the Indianapols & St. 
Louis and the Car works. 
 
In 1892, the company announced that it would locate in South Milwaukee, using a 25 acre 
land parcel. It expected to employ 1,200 men at this shop location. 
Side note: Clement A. Greenleaf invented the turntable and in 1872, organized the Greenleaf 
Manufacturing Company in Brightwood, IN (Indianapolis), alongside the tracks of the 
Indianapolis & St. Louis/Cleveland, Columbus, Cincinnati & Indianapolis (CCC&I or Bee Line)) 
Railroad. The manufacturing business became bankrupt in the Panic of 1873, and eventually 
(1877?) the Bee Line purchased the Greenleaf Manufacturing Company buildings. (http://
scholarworks.iu.edu/journals/index.php/imh/article/view/10336/14383)

Industrial Brownhoist (Bay City, MI ) Since 1873, Industrial Brownhoist Corporation has been building locomotive cranes and 
heavy duty materials handling equipment for 
America's railroads, steel mills, mines, docks and large manufacturing plants. In over 80 
years, more than 20,000 Brownhoist Cranes have been produced. As to Brownhoist 
ruggedness: 15,000 of these 20,000 units are still in service today! [3]

Industry Hills Incline (City of Industry, CA ) 33.0%
Ingersoll Rand Corp (Phillipsburg, NJ ) Ingersoll Rand is a $17 billion global diversified industrial company that was founded in 1871. 

The Ingersoll Rand name came into use in 1905 through the combination of Ingersoll-
Sergeant Drill Company and Rand Drill Company  Ingersoll Rand was an early supplier of 
diesel engines for use in ALCO (American Locomotive Company) diesel locomotives. A loose 
"partnership" developed between ALCO, which supplied the mechanical components, 
Ingersoll Rand, which supplied the engines, and General Electric which supplied the electric 
motors and other electrical equipment. Eventually, after 30 years of working as a "partner", GE 
decided in 1927 to terminate its cooperative agreement, and began producing its own line of 
diesel engines. 
 
See ALCO-General Electric-Ingersoll Rand (AGEIR 1924) and General Electric-Ingersoll Rand 
(GEIR 1921).

Interborough Rapid Transit Company (New York, NY ) 190 The Interborough Rapid Transit (IRT) was the first of New York's three subway systems 
Intercolonial Railway (Port Levis, QC Canada) 688 The Intercolonial Railway was chartered December 21, 1867 to consolidate the Nova Scotia 

Railway, and the European & North American Railway. Initial construction was not completed 
until 1876, and it was March 1, 1898 before the line between Moncton and Montreal was 
completed.    
 
Line in Quebec: Riviere du Loup to River Restigouche, 175.00 miles. Line in New Brunswick: 
River Restigouche to Moncton, 199.00 miles. St. John to Point du Chene (Shediac), 108.00 
miles. Painsec to Amherst, 41.00 miles. Total Milage, 348.00 miles.   Point Levis (Quebec) to 
Halifax (Nova Scotia), 688.00 miles. Extensions: Moncton to St. John (New Brunswick), 89.00 
miles. Painsec to Shediac (New Brunswick), 11.00 miles. Truro to Pictou (Nova Scotia), 52.00 
miles. Local Branches to Wharves: Rimouski (Quebec), 2.00 miles. New Castle (New 
Brunswick), 2.00 miles. Dorchester (New Brunswick), 1.00 Mile. Sackville (New Brunswick), .
50 Mile. Stewiacke (Nova Scotia), 1.00 miles.    
 
Halifax to Truro opened, 62.00 miles, 12/31/1858. Opened from Truro to Pictou, 52.00 miles, 
6/3/1858, Shediac Extension, 11.00 miles opened, 1857. St. Johns Extension, 89.00 miles, 
opened, 8/1/1860. Painsec to Truro, 118.00 miles, opened, 1870-78. New construction was 
done 1874-75-76, and the whole line was opened 6/26/1876. The portion of the Grand Trunk 
Railway, extending from Hadlow (on the St. Lawrence, opposite Quebec), to Riviere du Loup, 
124.50 miles, was purchased, 8/1/1879 and transferred to the Dominion Government, 
8/13/1879. The Pictou Branch, 32.00 miles, will be transferred to the Halifax & Cape Breton 
Coal & Railway.    
 
1885 Extensions: Dalhousie Junction to Dalhousie, New Brunswick. Moncton to St. John, New 
Brunswick. Painsec to Point du Chene, New Brunswick. Truro to Pictou Landing, Nova, 
Scotia. Branches: Rimouski, Quebec. New Castle, New Brunswick. Dorchester: New 
Brunswick. Sackville: New Brunswick. Stewiacke: Nova Scotia.    
 
1900: Halifax to Point Levis (via Harlaka), 674.87 miles. Dartmouth to Windsor Junction, 13.00 
miles. Truro to Sydney, 214.17 miles. North Sydney Junction to North Sydney, 4.50 miles. 
New Glasgow to Pictou Landing, 8.00 miles. Stellarton to Oxford Junction, 79.63 miles. 
Brown's Point to Pictou, 1.70 miles. Pugwash Junction to Pugwash Station, 4.70 miles. 
Painsec to Point du Chene, 11.38 miles. Moncton to St. John, 89.22 miles. Derby Junction to 
Indiantown, 13.51 miles. Dalhousie Branch, 7.00 miles. St. Charles Junction to Chaudiere 
Junction, (via St. Henri), 16.38 miles. Hadlow to Chaudiere Curve, 5.64 miles.   Owned and 
operated by the Canadian Government.   General Offices: Moncton, New Brunswick.

International & Great Northern Railway (Laredo, TX ) 1,159 The I & GN was ideally located, connecting San Antonio, Galveston, Houston with 
connections at Longview, TX to Texarkana, and St. Louis. The principal route of the 
International & Great Northern Railroad ran from San Antonio to Palestine and another line 
ran from Palestine to Houston & Ft. Worth, with Palestine being the hub of the railroad. The  
connection at Palestine (135 miles southeast of Ft. Worth) was an important one for the 
railroad, which came under the control of the Missouri Pacific system in 1924*; in addition, the  
mainline continued to Longview, TX, 65 miles east of Shreveport. 

International Association of Sheet Metal, Air, Rail and Transportation 
Workers)

SMART is the largest railroad operating union in North America, with more than 500 
Transportation locals. International Railways (Buffalo, NY ) 375 Consolidation of: Buffalo Railway. Buffalo & Niagara Falls Electric Railway. Buffalo & Lockport 
Railway. Lockport & Olcott Railway. Buffalo, Tonawanda & Niagara Falls Electric Railroad. 
Niagara Falls & Suspension Bridge Railway. Niagara Falls Suspension Bridge Company. 
When the company was formed, it operated 983 streetcars. Peak ridership reached 4.3 million 
riders in July of 1916.  On January 27, 1902, the following were merged into the Buffalo 
Railway. Buffalo Traction Company. Buffalo, Bellview & Lancaster Railway.   On January 27, 
1902, the Elmwood Avenue & Tonawanda Electric Railway was merged into the Buffalo & 
Lockport Railway.   On January 27, 1902, the Niagara Falls, Whirlpool & Northern Railway 
was merged into the Niagara Falls & Suspension Bridge Railway.   On July 1, 1902, the 
International Railway Company, having been authorized to do so by special legislation of the 
Dominion of Canada, and the Province of Ontario and the State of New York, purchased and 
took over the entire assets, business, undertaking property, name, franchises and good will of 
the Niagara Falls Park & River Railway Company, Clifton Suspension Bridge Company, 
Lewiston Connecting & Queenstown Heights Bridge Companies.  The Company leased the 
line of the Erie Railroad from Buffalo to Lockport, New York, a distance of 19.72 miles, for 999 
years, and owns the entire capital stock of the Crosstown Street Railway of Buffalo, and the 
Electric City Railway.. The International Railway owns the entire capital stock of: Crosstown 
Street Railway of Buffalo. Electric City Railway Company, Niagara, New York.  The 
International Railway Company formed a subsidiary, the International Bus Company in 1923, 
to take over some of the streetcar routes of its parent company on Bailey Avenue.   
International Railways became bankrupt in 1947, and was reorganized in 195t0 as the 
Niagara Frontier Transit System in 1950.

International Railways of Central America (San Jose, Guatemala) 737 The International Railways of Central America resulted from the consolidation of four railroads 
in 1912 totalling 410 miles. It was the largest "banana railroad" in Central America, operating 
about 800 km of track in Guatemala (the former Guatemala Central Ry)  from the Pacific to 
the Caribbean with a branch down through Salvador on the West coast. The system extends 
wes to Ayutla on the Mexican border, where it connects with the Pan-American Railway of 
Mexico. The system expanded from its initial configuration of 410 miles to 737 miles in 1932. 

International-Great Northern Railroad (Longview, TX ) 1,159 Texas has several roads that cross the State from north to south and two that extend entirely 
across it from east to west, but the International and Great Northern is the only road that 
crosses the State from 'the northeast to the southwest. The original line began at Longview, 
TX, a city in eastern Texas, 45 miles west of the Louisiana State Line, and extended to 
Laredo, a city on the Mexican border, 150 miles southwest of San Antonio. Eventually, the line 
was linked to other parts of the Missouri Pacific at Longview, thus providing a through route 
between St. Louis, San Antonio, Laredo and Mexico City.

Iowa Interstate Railroad (Bureau, IL ) 487 Iowa Interstate Railroad was organized to acquire the mainline of the Chicago, Rock Island & 
Pacific between Bureau, IL and Council Bluffs. It has trackage rights between Chicago and 
Bureau.

Iowa, Chicago & Eastern Railroad (Chicago, IL ) 1,343 The Iowa, Chicago and Eastern Railroad (IC&E) (reporting mark ICE) was a Class II railroad 
operating in the north central United States. It has been controlled by the Canadian Pacific 
Railway and operated as a part of its system since October 30, 2008. Formerly, the IC&E was 
jointly owned with the Dakota, Minnesota and Eastern Railroad by Cedar American Rail 
Holdings (CARH), making the combined system the largest class II railroad in the US. Created 
by the purchase of I&M Rail Link, IC&E commenced operations on July 30, 2002. The 1,400-
mile (2,300 km) line, based in Davenport, Iowa, serves the states of Illinois, Iowa, Missouri, 
Minnesota and Wisconsin. Principal commodities include chemicals, coal, steel, automobiles, 
and agricultural products. Train dispatching is performed at a joint DM&E/IC&E facility in Sioux 
Falls, South Dakota. On December 26, 2008, the IC&E was merged into parent CARH, which 
immediately merged into the DM&E. ------- The Iowa, Chicago & Eastern was organized by the 
Dakota, Minnesota & Eastern Railroad and began operations on July 31, 2002 when it took 
over operations on approximately 1,400 miles of track formerly operated by I & M Rail Link, 
LLC. The railroad currently operates 1,100 miles of track on two mainlines: Chicago-
Davenport-Kansas City; and Chicago-Sabula, IL-Winona-Minneapolis.  Operates former Soo 
Line St. Paul and Kansas City lines. Once owned by Canadian Pacific, a two-thirds interest 
was sold to Washington Companies (who owned Montana Rail Link). In early 2002, the 
Dakota, Minnesota & Eastern announced it would purchase IMRL by forming the Iowa, 
Chicago & Eastern to take over the IMRL lines. The Cedar American Rail Holdings, a 
subsidiary of DME, would own all of the stock of the IC&E.

Iranian State Railways (Bandar Shah (Caspian Sea), Iran) 864 8,200 3.0% The Trans-Iranian Railway was constructed originally to transport oil, linking the Caspian Seat 
at Bandar Turkmen with Bandar Imam Khomeini on the Persian Gulf. During World War II, the 
railroad played an importnat part in transporting military equipment and troops. In 1963, a line 
was added connecting Tehran to the mainline. During the period 1928-2018, the railroad 
contructed 5,480 miles of line. The line is now known as the Iranian State Railways (Islamic 
Republic of Iran Railways).

Iraqi Republic Railways 
 (Rabiya, Iraq)

1,412 Iraqi Republic Railways Company (IRR) (Arabic: الشركة العامة لسكك الحديد العراقية) is the 
national railway operator in Iraq. IRR comprises 2,272 kilometres (1,412 mi) of 4 ft 8 1⁄2 in 
(1,435 mm) standard gauge. IRR has one international interchange, with Chemins de Fer 
Syriens (CFS) at Rabiya. The system runs from Rabiya southward through Mosul, Baiji, and 
Baghdad to Basra, with a branch line from Shouaiba Junction (near Basra) to the ports of 
Khor Az Zubair and Umm Qasr, westward from Baghdad through Ramadi and Haqlaniya to Al 
Qaim and Husayba, with a branch line from Al Qaim to Akashat, and east-west from 
Haqlaniya through Bayji to Kirkuk.

Irish Rail (Irleland) 1,200 Irish Rail is the operator of the national railway network of Ireland, with the exception of 
northern Ireland. Over 6 million people live in Ireland, compared with 1.8 million in northern 
Ireland.

Iron Mountain Railroad (Marquette (Iron Bay), MI ) 12 The 18 mile Iron Mountain Railroad was the first railroad to connect the iron mines at 
Negaunee with Marquette on Lake Superior. Iron Mountain Railway Company (Iron Mountain (nr Redding), CA ) 11 3.8% The Iron Mountain Railway railroad was located northwest of Redding, California. Its line ran 
11 miles (18 km) from Keswick, California on the Southern Pacific Railroad to Iron Mountain, 
California, at the base of Iron Mountain. Keswick is at the foot of today's Keswick Reservoir.

Iron Road Railways, Inc. (Washington, DC ) 804 Iron Road Railways was a holding company that owned the Bangor & Aroostook, Northern 
Vermont Railroad, Southern Quebec Railway, Canadian American Railroad, Iowa Northern 
and Windsor & Hantsport  other short line railroads. Iron Road Railway declared bankruptcy in 
2001, followed by the Bangor & Aroostook on December 4, 2002. These events precipitated 
the sale of Iron Road Railways in January 2003 to  Rail World, owned by Ed Burkhardt 
(former Wisconsin Central owner) and other investors who then formed the the Montreal, 
Maine & Atlantic Railway to operate these properties beginning Jan. 2003. 
 
Subsidiaries 
 
Canadian American Railroad 
 
Canadian American Railroad (CDAC) which operated between Brownville Junction, Maine 
and Lennoxville, Quebec. The 178 mi (286 km) line from Brownville Junction to Lennoxville 
was a former CP Rail mainline consisting of the Moosehead and Megantic subdivisions; at the 
time of acquisition it was operated by CP Rail as the Canadian Atlantic Railway. Operation 
was transferred by CP Rail to CDAC in early January 1995 and officially sold in March 1995.  
 
Canadian American Railroad was formed in 1994 as a joint venture by IRR (Alexandria, VA) 
and Fieldcrest Cannon Inc. (Kannapolis, NC); this joint venture lasted for 8 months in order to 
complete the acquisition of the former CP Rail property, at which time IRR purchased the 
interest of Fieldrest Cannon in CDAC to assume complete control. In 1996, CDAC was 
extended west by 60 mi (97 km) to Farnham, Quebec following purchase from CP Rail. At that 
time, CDAC received trackage rights from CP Rail over the remaining 40 mi (64 km) into 
Montreal. 
 
Bangor and Aroostook Railroad 
 
Bangor and Aroostook Railroad (BAR) operated between Searsport, Maine to Madawaska, 
Maine with branches to Van Buren, Caribou, Presque Ile, Limestone and Houlton. Sale of the 
420 mi (680 km) system was finalized in March 1995 through a joint venture by IRR 
(Alexandria, VA) and Fieldcrest Cannon Inc. (Kannapolis, NC); this joint venture lasted for 8 
months in order to complete the acquisition of the BAR property, at which time IRR purchased 
the interest of Fieldrest Cannon in order to assume complete control. 
 
Windsor and Hantsport Railway 
 
Windsor and Hantsport Railway (WHR) which operated between Windsor Junction, Nova 
Scotia to New Minas, Nova Scotia with a branch from Windsor to Mantua. This was a portion 
of a former CP Rail subsidiary known as the Dominion Atlantic Railway. Sale of the 56 mi (90 
km) system was completed on August 27, 1994. 
Van Buren Bridge and Construction Company (VBB) which operated between Cyr Junction, 
New Brunswick (south of St. Leonard) to Grand Falls, New Brunswick. This was a portion of 
the former CP Rail Edmundston subdivision that used trackage rights over CN to access 
interchange with BAR at the Van Buren - St. Leonard railroad bridge. VBB leased the 7 mi (11 
km) line in March 1994. 
 
Quebec Southern Railway and Northern Vermont Railroad 
 
Quebec Southern Railway (QS) and Northern Vermont Railroad (NV), which operated 
between Brookport, Quebec and Wells River, Vermont. This was the former CP Rail Newport, 
Lyndonville and a portion of the Beebe subdivisions. Sale of the 144 mi (232 km) system was 
completed in September 1996 and extended service to the Vermont communities of Richford, 
Newport, St. Johnsbury and Lyndonville. 
 
Iowa Northern Railway 
 
Iowa Northern Railway (IANR), which operates between Cedar Rapids, Iowa and Manly, Iowa. 
IANR was formed in 1980 by several grain elevator operators to maintain rail service over a 
former Chicago, Rock Island and Pacific Railroad line while that company entered bankruptcy. 
The line was purchased by IANR in 1984 and the company was purchased by Iron Road 
Railways in 1994. 
 
2002 bankruptcy and divestment 
 
In 2002, IRR's "Bangor and Aroostook System" (BAR, CDAC, VBB, and QS/NV) entered 
bankruptcy protection and service became jeopardized. Both CN and New Brunswick 
Southern Railway applied to the Surface Transportation Board for permission to operate 
former BAR lines that served major industrial customers in northern Maine. CN was granted 
permission to operate from Van Buren, Maine to Madawaska, Maine, while NBSR was 
granted permission to operate former BAR lines from Brownville Junction south to Searsport 
and north to Madawaska; neither applications became necessary after the BAR lines were 
sold. 
 
The BAR, CDAC, and part of the QS/NV were sold in October 2002 to Rail World, Inc. which 
reorganized the lines under its newly formed subsidiary Montreal, Maine and Atlantic Railway. 
 
The NV south of Newport to Wells River, Vermont was purchased by the state of Vermont and 
operation contracted to Washington County Railroad. 
 
The VBB had been operated on tracks leased from owner CP Rail. In January 2003, CP Rail 
sold this small line to CN. 
 
Former IRR president Robert T. Schmidt retained ownership of the Windsor and Hantsport 
Railway while another former IRR officer Daniel Sabin took ownership of the Iowa Northern 
Railway. 

Islamic Republic of Iran Railways (Iran) 8,077 2.8% The Islamic Republic of Iran Railways (abbreviated as IRIR, or sometimes as RAI) is the 
national state-owned railway system of Iran. The Raja Passenger Train Company is an 
associate of the IR,[1] and manages its passenger trains. The Railway Transportation 
Company is an associate of the IR, which manages its freight transport. The Ministry of Roads 
& Urban Development is the state agency that oversees the IRIR. Some 33 million tonnes of 
goods and 29 million passengers are transported annually by the rail transportation network, 
accounting for 9 percent and 11 percent of all transportation in Iran, respectively (2011). 
 
World War II 
 
The 1,392 km (865 mi) long Trans-Iranian Railway from Bandar Torkaman on the Caspian 
Sea to Bandar-e Emam Khomeyni on the Persian Gulf was opened during the reign of Reza 
Shah Pahlavi in 1939. The railroad was built with rail weighing 33 kilograms per metre (67 lb/
yd) and required more than 3000 bridges. There were 126 tunnels in the Zagros mountains, 
the longest of which was 2.4 kilometres (1.5 mi). Grades averaged 1.5 percent south of 
Tehran, but then increased to 2.8 percent to cross the 2,220-metre (7,270 ft) pass between 
Tehran and the Caspian Sea. 
 
Anglo-Soviet Invasion of Iran 
 
After the Anglo-Soviet invasion of Iran in 1941, this Persian Corridor became one of the 
supply routes for war material for the Soviet Union during World War II (Railway trend in Iran). 
The invading British built a 121-kilometre (75 mi) branch line from the 2,953-foot (900 m) 
bridge over the Karun River in Ahvaz to a new southern port at Khorramshahr on the Arvand 
Rud river. In 1943, 3,473 American soldiers of the Military Railway Service began running 
trains between the Persian Gulf and Caspian Sea using ALCO RS-1 locomotives rebuilt with 
3-axle trucks and designated RSD-1. The Americans set up headquarters in Ahvaz, but were 
unable to tolerate the daytime heat, and generally operated the railway at night. The Persian 
Gulf Command ran trains day and night. 
 
Challenging construction 
 
The Trans-Iranian railway traverses many mountain ranges, and is full of spirals and 1 in 36 
(2.78%) ruling grades. Much of the terrain was unmapped when construction took place, and 
its geology unknown. Several stretches of line, including tunnels, were built through unsuitable 
geology, and had to be replaced before the line opened. Nevertheless, the line was completed 
ahead of schedule. In recent years the railways have undergone significant extensions 
including the 1977 linking to the western railway system at the Turkish border, the 1993 
opening of the Bandar Abbas line providing better access to the sea, and the 1996 opening of 
the Mashad–Sarakhs extension as part of the Silk Road railway to link to the landlocked 
Central Asian Countries.

Itel Corporation (Chicago, IL ) Itel was one of the larger lessors of railroad equipment. It initially focused on computer 
equipment, and then in the 1970's, began emphazing railroad equipment.Itel Railcar (Cartersville, GA ) Itel Railcar was acquired by the Lamson & Sessions Company (Cleveland) in 1979. The 
Railcar unit was then sold, becoming United American Car Company, Cartersville.Ithaca & Owego Railroad Inclined Plane (Ithaca, NY ) 2 22.0% The railroad required two inclined planes at Cayuga Lake and Owego to complete the journey. 
The railroad ascended from Cayuga Lake of 602 feet (183 m) in 8 miles (13 km) followed by a 
descent to Owego of 276 feet (84 m). Two inclined planes accomplished the lift from Ithaca, 
one driven by a stationary engine and the second by a horse-drawn windlass. 
 
The Ithaca South Hill Incline was used by the Ithaca & Owego (Ithaca & Oswego) and its 
successor line from 1833 to the early 1850's). The lower plane began near old Spencer Road 
at the foot of South Hill to point near the intersection of South Aurora St. and the present day 
Coddington Road. *   
 
* http://ecommons.library.cornell.edu/bitstream/1813/11518/6/
A%20History%20of%20Railroads%20in%20Tompkins%20County.pdf

J. G. Brill Company (Philadelphia, PA ) The J.G. Brill Company was the largest trolley builder in the world.
Jackson & Sharp Car Company (Wilmington, DE ) In 1880, it was considered to be the largest rolling stock plant in the Americas. 
Jackson & Woodin Manufacturing Co. (Berwick, PA ) This was one of AC&F's largest manufacturing facilities.
Jacksonville Terminal Co (Jacksonville, FL ) 52 Jacksonville Terminal was a very large operation. During World War II, the company handled 

300 trains per day, using 25 switch engines. Jacksonville was also the site of one of the 
country's largest Railway Express Agency terminals. During its peak years, REA could handle 
250 cars, and had its own terminal buildings and yard.

Jacksonville Traction (Jacksonville, FL ) 60 Jacksonville Traction Company was the largest streetcar system in Florida.
Jacksonville, St. Augustine & Indian River Railroad (Jacksonville, FL ) 350 As of October 6, 1892, this company leased, operated and maintained the Jacksonville, St. 

Augustine & Halifax River Railway (Tocoi Junction to Palatka), the St. Augustine & Palatka 
Railroad (Tocoi Junction to East Palatka), the St. Johns & Halifax River Railway (East Palatka 
to Daytona), the St. Johns Railway (St. Augustine to Tocoi), and the Palatka Bridge Co. and 
Jacksonville Bridge Co.   The St. Johns Railway was consolidated into this company in 1893.    

Jacksonville, Tampa & Key West Railway (Jacksonville, FL ) 236 The Jacksonville, Tampa & Key West Railway was incorporated in 1878, and was authorized 
to build a 230 mile line from Jacksonville to Tampa Florida. This railroad was the successor to 
Tampa, Peace Creek & St. Johns River Railroad in 1881.   
 
Henry Plant, who was expanding his holdings in Florida, purchased the incomplete line, in 
exchange for building a new line between Jacksonville and Sanford.  Purchased Palatka & 
Indian River Railway 1887. Purchased Atlantic Coast, St. Johns & Indian River Railway 1890. 
Purchased De Land & St. Johns River Railway 1890.    
 
The Jacksonville, Tampa & Key West also operated the Key System. This system operated  
four narrow gauge railroads: The Florida Southern, the Jacksonville, St. Augustine & Halifax, 
the St. Johns & Halifax and the St. Johns & Lake Eustis.    
 
The Jacksonville, Tampa & Key West Railway was placed in receivership in 1893, and the 
properties were divided as follows:   (1) the  Southeastern Railway bought the line from 
Enterprise to Titusville in April 22, 1899, and then sold this line to the Florida East Coast 
Railway in the same year;  (2) the remainder of the railroad properties were purchased by the 
Jacksonville & St. Johns River Railway in 1891:  these properties were sold again to the 
Savannah, Florida & Western Railway in April 21, 1899, which was purchased by Atlantic 
Coast Line Railroad in 1902.   The completed route ran from Jacksonville to Palatka, where 
the railroad constructed its first shops location, and from there to De Land, Sanford, and 
Tampa. 
-------------------------------- 
From Wikipedia 
 
The Tampa, Peace Creek and St. Johns River Railroad was incorporated in 1879, and on 
June 27, 1881 the name was changed to the Jacksonville, Tampa and Key West Railway. The 
Palatka and Indian River Railroad was incorporated in 1881 to run from Palatka south past 
Sanford. The JT&KW bought it in 1887. Eventually the JT&KW main line stretched from 
Jacksonville to the St. Johns River port of Sanford, where the separately-owned South Florida 
Railroad continued to Tampa. The full line opened on February 20, 1886.[1] 
The Atlantic Coast, St. Johns and Indian River Railroad was organized in 1883 to build a 
connection from the JT&KW's branch to Enterprise, another St. Johns River port, southeast to 
Titusville on the Indian River. The JT&KW acquired the line in 1886. 
The Jupiter and Lake Worth Railway opened in 1889 as a short connection between the 
JT&KW's Indian River Steamboat Company at Jupiter and the north end of Lake Worth, where 
steamers continued south. The line was abandoned by 1896 after the completion of the 
parallel Florida East Coast Railway. 
In 1893 the JT&KW went bankrupt. The Southeastern Railway bought the line from Enterprise 
to Titusville in 1899, and later that year sold it to the Florida East Coast Railway. Also that 
year, the rest of the system was reincorporated as the Jacksonville and St. Johns River 
Railway and sold to the Savannah, Florida and Western Railway (the Plant System). The 
Plant System became part of the Atlantic Coast Line Railroad in 1902. In 1967 the ACL 
merged into the Seaboard Coast Line Railroad, eventually becoming part of CSX. The 
JT&KW is now part of the "A" Line, one of CSX's two main lines into Florida.

Jacob Dold Refrigerator Car Line (Kansas City, MO ) 1917-Buffalo, NY is headquarters.
Jaffa-Jerusalem Railway (Jaffa (Tel Aviv), Israel) 40 The Jaffa–Jerusalem railway was constructed to link Jerusalem with Joffa. Joffa is an 

important port city located on the Mediterranean Sea. The line is considered to be the first 
Middle Eastern railway.

Jamaica Railway (Kingston, Jamaica) 230 1,700 3.3% The Railways of Jamaica, constructed from 1845, were the first railway lines opened to traffic 
outside Europe and North America, and the second British Colony after Canada's Champlain 
and St. Lawrence Railroad of 1836 to receive a railway system. Construction started only 
twenty years after George Stephenson's Stockton and Darlington Railway commenced 
operations in the United Kingdom. 
 
The public passenger railway service in Jamaica, which was closed in October 1992, had a 
brief revival in 2011 only to be closed once again in August 2012. The Parliament of Jamaica 
debate leading towards a revival under a public joint venture corporation proposed with an 
offshore partner. Private freight transport continues on limited tracks leading to the various 
docks around the Caribbean island, transporting bauxite and sugar cane for export. 
 
History 
 
1845 to World War II 
 
The first railway called the Western Jamaica Connecting Railway was built in 1845 from 
Kingston 23.3 kilometres (14.5 mi) to Angels. The railway was proposed and started by 
William Smith, originally from Manchester who owned land in Jamaica, and his sugar planter 
brother David. 
 
The system approved by the Assembly of Jamaica in 1843 was for a double track between 
Kingston and Spanish Town, with branch lines to Angels, Port Henderson and the Caymanas 
sugar estate. On 21 November 1845 the Governor of Jamaica James Bruce, 8th Earl of Elgin 
and ten carriages of passengers, pulled by the companies two locomotives Projector and 
Patriot built by Sharp Brothers of Manchester, travelled 19 kilometres (12 mi) from Kingston to 
Spanish Town. The first train came after the UK Government had enacted the Sugar Duties 
Act 1846 and just after the emancipation of slaves, meaning the sugar industry needed the 
efficiency that the railway would bring to the difficult too passage island. 
 
The construction of the first single-track section was budgeted to cost £150,000, but cost 
£222,250, or £24,747 per kilometre (£15,377 per mile). As a result of the cost of building and 
a downturn in the sugar industry, only another 18 kilometres (11 mi) were added until 1869 in 
the form of an extension from Spanish Town to Old Harbour at a cost of £60,000. 
 
After a period of decline, new Governor Sir Anthony Musgrave agreed a deal in 1879 to buy 
the existing 42 kilometres (26 mi) of the system for £93,932. After an investment and 
improvement program, the expansion of the citrus and banana industries led to two 
extensions, extending the total system to 105 kilometres (65 mi): westward from Old Harbour 
to Porus (39.4 kilometres (24.5 mi)); northwards from Angel to the interior district of Ewarton 
(22.93 kilometres (14.25 mi)). Both were completed in 1885 at a total cost of approximately 
£280,000. 
 
After debates about extensions, on 1 January 1890 the railway was transferred to an 
American consortium headed by New York merchant Frederick Wesson, and extensions from 
Porus 100 kilometres (62 mi) to Montego Bay in 1895, and an extension through the banana, 
cacao, citrus and coconut districts of St Catherine, St Mary and Portland was developed over 
87 kilometres (54 mi) from Bog Walk to Port Antonio in 1896. Main article Railways of 
Jamaica: Bog Walk to Port Antonio. 
 
The Jamaican system now had a total of 298 kilometres (185 mi) of railway lines stretching 
from the south-eastern to the north-western and north-eastern ends of the island. 
 
However, the loans taken out to secure railway ownership by the company, together with its 
purchase of 308 square kilometres (76,000 acres) of prime Crown land in various parts of 
Jamaica, proved too strenuous. After defaulting in 1897 and 1898, by order of the Jamaican 
Supreme Court the company fell into receivership. In 1900 the government assumed 
responsibility for the railway again, and made it a department of government. It appointed a 
Railway Advisory Board in 1902 to advise, which remained in place until 1960 when the 
statutory 100% government owned J$6million company the Jamaica Railway Corporation was 
created. 
 
Between 1900 and 1950, less than 80 kilometres (50 mi) of track was added, mainly to 
support opening of the interior to banana cultivation: 
 
¥ 1911 - 21-kilometre (13 mi) branch off the Montego Bay line, from May Pen to Chapelton, 
completed in 1913 and extended in 1925 by 16 kilometres (10 mi) to Frankfield.  
 
¥ 1921 - 4.8 kilometres (3 mi) from Linstead to New Works, opened on the Bog Walk to 
Ewarton extension  
 
¥ 1942 - in support of military needs for World War II, a 10.5-kilometre (6.5 mi) branch line 
from Logan's Junction near May Pen, to the US military base at Fort Simmonds in 
Vernamfield. The British government purchased four USATC S161 Class to provide transport 
for the military base. After the line closed in 1956, these were subsumed by JRC. 
 
Bauxite lines 
 
In the 1940s deposits of Bauxite were discovered in the interior, and companies developed 
both interconnected as well as independent lines to extract, process and ship the minerals 
 
¥ Alcan - used the JRC lines from Bodles to ship its product to Port Esquiville, completing 5 
kilometres (3 mi) of lines in 1951 
 
¥ Alcoa - built an 31-kilometre (19 mi) railway in 1962 to connect its Woodside mines with the 
port at Rocky Point Port. Leased to the JRC, Alcoa provided locomotives, rolling stock and its 
staff operated and maintained the line under JRC management 
 
¥ Kaiser Bauxite Company - built 19 kilometres (12 mi) of independent track and 12.1 
kilometres (7.5 mi) of sidings running from mines in upper Saint Ann Parish to Discovery Bay. 
The company tended to run Baldwin locomotives, and purchased eight between 1952 and 
1971. 
 
¥ Alpart - built 18 kilometres (11 mi) of independent track in the 1970s to connect its refinery at 
Nain with Port Kaiser near Alligator Pond 
 
¥ Reynolds - built a short independent railway to link mines, drying plants and ports 
 
¥ Windalco- Bauxite Line 
 
Post-World War II 
 
The agricultural driven growth of the railways were created by a harsh interior geography, and 
developing consumer need meant that post WW2 only two days after cutting, bananas had to 
be on a ship. Having shipped 330,000 stems in 1880 to 24 million stems in 1930, a quickening 
decline in the industry meant that by 1969 the transport of bananas by rail ceased. In 1895 
Jamaica had exported 97 million fruits; by 1940 the figure had plunged to 40 million, and hit by 
the loss of the monopoly of the British market and the 1951 hurricane, in 1975 it was just 5 
million. Passenger figures had also started to fall, as pre WW2 the government had started a 
bridge building program. By 1971 Jamaica had 11,590 kilometres (7,200 mi) of roads, 1,350 of 
which were paved; alongside motorbuses which were accessing further inland, private cars 
had increased from 15,000 in 1950 to 142,300 by 1975. 
 
After a post WW2 report by C. E. Rooke recommended closure of the Port Antonio to Spanish 
Town line, the government only closed the Linstead to Ewarton branch in 1947. The 1951 
hurricane brought about a recommendation by the United Nations envoy to invest in the 
railway to keep the bauxite traffic, and hence the passenger rates economically viable. 
 
Jamaica Railway Corporation 
 
1960 to 1975 
 
The government agreed change of the railway after the 1 September 1957 crash, the worst 
transport accident in Jamaica's history, in which a 12-car wooden body train carrying 1,600 
passengers derailed at Kendal, killing 175 passengers and injuring over 800. 
 
The first diesel power had entered Jamaica in 1939 with two D Wickham & Co diesel coaches. 
After the creation of the Jamaica Railway Corporation in 1960, management increased this 
transformation significantly from 1963 onwards: 
 
¥ 19 multi-unit Metro Cammell railcars, powered by Rolls-Royce C6T Mark IV engines of 
260 kW (350 hp) acquired at a cost of J$621,000. These were all composite in two formation, 
with 7 cars carrying 20 first-class and 58 second-class passengers; and 30 cars with 83 
second-class passengers 
 
¥ The unique "market car wheel" built by Metro Cammell, a modified boxcar fitted to carry 
passengers and their goods to market 
 
¥ Two Clayton Equipment Company shunting locomotives with the same Rolls Royce driving 
system as the Metro Cammell boxcars 
 
¥ Two English Electric 750 h.p. locomotives to handle bauxite traffic 
In 1967, two ALCO RS-3 1,050 h.p. diesel-electric locomotives were purchased. With the 
phasing out of the steam power, by 1970 Jamaica's railways had fourteen diesel-electric 
locomotives and only one steam locomotive was still in operation. Between 1972 and 1976, 
an additional 18 ALCO RS-8's, manufactured by MLW in Canada, were purchased in three 
batches of six locomotives. 
 
By 1975 there were 
 
¥ 348.4 kilometres (216.5 mi) of 1,435 mm (4 ft 8  1⁄2 in) (standard gauge) in control of JRC 
 
¥ 47 kilometres (29 mi) of private industrial railways in Jamaica. 
 
¥ Totalling 370 kilometres (230 mi) 
 
¥ Carrying 1.2 million passengers per annum 
 
¥ Transported 900 million tons of goods, 95% bauxite and alumina which had driven the 
shippage from 900,000 tonnes in 1959. 
 
Closure 
 
By 1973 JRC's operational deficit had risen to J$3.4 million, and in 1975 it was nearing J$4 
million and carrying a J$11 million loan. The government was paying over J$1.4 million in 
subsidy to keep the island's trains running. However, the financial crisis had led to a backlog 
of deferred maintenance, with stock and buildings also neglected. In 1974 the May Pen-
Frankfield line closed, with the Bog Walk-Port Antonio line closing in 1975. 
 
Public pressure forced the government to reopen the Port Antonio line at a cost of J$1.4 
million in 1977. The condition of the track resulted in reclosure of the line in 1978. Hurricane 
Allen in 1980 damaged much of the JRC railway system, and totally destroyed a section of the 
Port Antonio line running along the coast between Buff Bay and Orange Bay. 
 
In October 1992 public rail transport services finally ceased operating on Jamaica, although 
four of the private industrial lines continue to operate today, in part using JRC lines. Of the 
total of 272 kilometres (169 mi) standard gauge at the time on the island, 207 kilometres 
(129 mi) of common carrier service belonging to JRC are no longer operational, leaving 65 
kilometres (40 mi) in private hands. 
 
Current operations 
 
The Jamaican Railway Corporation still exists today -see below under "Revival". It is 
responsible for management of the JRC interests and property, and maintaining its 
locomotives but not the rolling stock. 
 
In November 1990 JRC signed a 30-year Track User Agreement with Alcan Jamaica, which 
was renegotiated with the successor Windalco in December 2001. 
 
The company makes J$40 million per year through track user fees for the hauling of alumina 
and bauxite, and the residual from the rental of real estate and its three operable locomotives. 
The company has a staff of 76, who fulfill contractual obligations to users of the company's 
facilities. 
 
Revival 
 
The Jamaican Government is discussing resumption of national rail services, initially with 
Canadian National Railway and then Rail India Technical and Economic Service (RITES); and 
now with the China Railways after a deal was signed by the Prime Minister P J Patterson with 
Chinese vice-president Zeng Qinghong in Jamaica in February 2005. During the 1990s, a 
plan was considered which would see commuter services between Kingston and Spanish 
Town, later extended to Linstead. It was proposed to cost US$8 million and be up and running 
by January 2001, with the government holding 40% of a public-private venture. 
 
Passenger service returned to Jamaica for the first time since February 1992 on 16 April 2011, 
when an inaugural train operated from May Pen to Linstead. There was also talk of 
establishing a tourist route on Jamalco's line between Rocky Point and Breadnut, however all 
passenger services were stopped once again in August 2012. 
 
From Ref 2 
 

James Street Incline (Hamilton, ON Canada) 31.0%
Japan Railways Group (Japan) 11,700 The Japan Railways Group, more commonly known as JR Group , consists of seven for-profit 

companies that took over most of the assets and operations of the government-owned 
Japanese National Railways on April 1, 1987. Most of the liability of the JNR was assumed by 
the JNR Settlement Corporation. 
 
The JR Group lies at the heart of Japan's railway network, operating a large proportion of 
intercity rail service (including the Shinkansen high-speed rail lines) and commuter rail 
service. Despite JR East, JR Central and JR West now having full private ownership, 
Japanese people often talk about "private railways" as if none of JR Group (nor third sector 
former JR lines) is part of them, since they are successors of "national railways" i.e. JNR. 
Maps almost always denoted JR and private railways differently, as does JR itself. 
 
Companies 
 
The group consists of seven operating companies and two other companies that do not 
provide rail service. The operating companies are organized into six passenger operators and 
a nationwide freight operator. Unlike some other groups of companies, the JR Group is made 
up of independent companies, and it does not have group headquarters or a holding company 
to set the overall business policy. 
 
The six passenger railways of the JR Group are separated by region. Nearly all their services 
are within the prescribed geographic area. However, some long-distance operations extend 
beyond the boundaries. The Shirasagi train service between Nagoya and Toyama, for 
instance, uses JR West rolling stock but the segment of track between Nagoya and Maibara is 
owned by JR Central, whose crew manage the train on that section. 
 
Japan Freight Railway Company operates all freight service on the network previously owned 
by JNR. 
 
In addition, the group includes two non-operating companies. These are the Railway Technical 
Research Institute and Railway Information Systems Co., Ltd. 
 
To cover various non-railway business areas, each regional operator in the JR Group has its 
own group of subsidiary companies with names like "JR East Group" and "JR Shikoku Group." 
 
Companies 
 
 - Passenger : Hokkaido Railway Company (JR Hokkaido) 
 - Passenger : East Japan Railway Company (JR East) 
 - Passenger : Central Japan Railway Company (JR Central) 
 - Passenger : West Japan Railway Company (JR West) 
 - Passenger : Shikoku Railway Company (JR Shikoku) 
 - Passenger : Kyushu Railway Company (JR Kysh) 
 - Freight : Japan Freight Railway Company (JR Freight) 
 - Research organization : Railway Technical Research Institute (RTRI) 
 - IT Services : Railway Information Systems (JR System) 
 
Network 
 
JR maintains a nationwide railway network as well as common ticketing rules that it inherited 
from JNR. Passengers may travel across several JR companies without changing trains and 
without purchasing separate tickets. However, trains running across the boundaries of JR 
companies have been reduced. 
 
JR maintains the same ticketing rules based on the JNR rules and has an integrated 
reservation system known as MARS. Some types of tickets (passes), such as Japan Rail 
Pass and Seishun 18 Ticket, are issued as "valid for all JR lines" and accepted by all 
passenger JR companies. 
 
Ownership 
 
In 1987, the government of Japan took steps to divide and privatize JNR. While division of 
operations began in April of that year, privatization was not immediate: initially, the 
government retained ownership of the companies. Privatization of some of the companies 
began in the early 1990s. By 2006, all of the shares of JR East, JR Central and JR West had 
been offered to the market and they are now publicly traded. On the other hand, all of the 
shares of JR Hokkaido, JR Shikoku, JR Kyushu and JR Freight are still owned by Japan 
Railway Construction, Transport and Technology Agency, an independent administrative 
institution of the state. 
 
Background 
 
The demise of the government-owned system came after charges of serious management 
inefficiencies, profit losses, and fraud. By the early 1980s, passenger and freight business had 
declined, and fare increases had failed to keep up with higher labor costs. 
 
What remained of the debt-ridden Japanese National Railways after its 1987 breakup was 
named the Japanese National Railways Settlement Corporation. Its purpose was to dispose of 
assets and debts not absorbed by the successor companies and to execute other activities 
relating to the breakup, such as outplacement of former personnel. 
 
The new companies introduced competition, cut their staffing, and made reform efforts. Initial 
public reaction to these moves was good: the combined passenger travel on the Japan 
Railways Group passenger companies in 1987 was 204.7 billion passenger-kilometers, up 
3.2% from 1986, while the passenger sector previously had been stagnant since 1975. The 
growth in passenger transport of private railways in 1987 was 2.6%, which meant that the 
Japan Railways Group's rate of increase was above that of the private-sector railroads for the 
first time since 1974. Demand for rail transport improved, although it still accounted for only 
28% of passenger transportation and only 5% of cargo transportation in 1990. Rail passenger 
transportation was superior to automobiles in terms of energy efficiency and of speed in long 
distance transportation. 
 
The six companies had 18,800 km (11,700 mi) of routes (mostly 1,067 mm (3 ft 6 in) gauge) in 
use in the late 1980s. About 25% of the routes were in double-track and multitrack sections, 
and the rest were single-track. In 1988 about 51% of the six companies' 1,000 locomotives 
were diesel, and the rest were electric. 
 
Japan Freight Railway Company owns its locomotives (295 diesel and 569 electric 
locomotives in 1988), rolling stock and stations, but hires track from the six passenger 
companies. It runs fewer trains on less track than Japanese National Railways freight service 
did before its demise, but at increased revenues and higher productivity. 
 
The Shinkansen Property Corporation leased Shinkansen railway facilities, including 2,100 km 
(1,300 mi) of 1,435 mm (4 ft 81?2 in) gauge high-speed track, to the passenger companies on 
Honsh. In 1991, the SPC was reorganized into the Railway Development Fund and the 
three operators bought their lines on 60-year loans. Some of the Shinkansen electric-powered 
trains operate at speeds up to 300 km/h. 
 
Another nearly 3,400 km (2,100 mi) of routes are operated by major private railways and by 
what are known in Japan as third sector railroads—new companies, financed with private and 
local government funds—which absorbed some of Japanese National Railways' rural lines. 
There were twenty-seven private and third-sector companies in 1989. 
 
 

Japanese Government Railways  (Japan) 11,433 The Japanese Government Railways (JGR) was the national railway system directly operated 
by the central government of Japan until 1949. It is a predecessor of Japanese National 
Railways and the Japan Railways Group. 
 
The English name "Japanese Government Railways" was what the Ministry of Railways of 
Japan (established in 1920) used to call its own "Ministry Lines" and sometimes the ministry 
itself as a railway operator. Other English names for the government railways include Imperial 
Japanese Government Railways and Imperial Government Railways, which were mainly used 
prior to the establishment of the ministry. This article however covers the railways operated by 
the central government of Japan from 1872 to 1949 notwithstanding the official English name 
of the system of each era. 
 
By the end of World War II in 1945, the Japanese Government Railways operated on the main 
Japanese islands of Honsh, Hokkaidÿ, Kysh, Shikoku and Karafuto. The railways in 
Taiwan and Korea were operated by the local Governor-General Offices and were not part of 
JGR. 
 
While the JGR was the only major operator of intercity railways after the railway 
nationalization in 1906-07, privately owned regional railways were also active. 
 
The gauge of the railway was 1,067 mm (3 ft 6 in) (narrow gauge) with minor exceptions 
(184.2 km total in the peak years of 1936-38) of 762 mm (2 ft 6 in) gauge lines. 
 
History 
 
The first railway in Japan was operated by the imperial government in 1872. The idea of 
centralization of the railway was promoted under the idea of "breaking down of the 
geographical barriers that existed in the feudal communities which hindered the centralization 
of authority"; placing the railways under government control was for military and political ends, 
the government had no intention for the central railway to be operated as a "model 
enterprise". Early shareholders of the railway were members of the nobility, holding "the major 
portion of (the) capital". The governmental system was largely expanded by the promulgation 
of the Railway Nationalization Act in 1906. In 1920, the Ministry of Railways was established. 
 
In 1949, JGR was reorganized to become a state-owned public corporation named the 
Japanese National Railways. 
See also: History of rail transport in Japan and Japanese National Railways 
 
Timeline 
 
 • June 12, 1872 - Provisional opening of Tokyo-Yokohama railway (Shinagawa Station - 
Yokohama Station) 
 • October 14, 1872 - Formal opening of Tokyo-Yokohama railway (ceremony at Shimbashi 
and Yokohama Stations) 
 • October 1, 1907 - Completion of nationalization of 17 private railways under 1906 Railway 
Nationalization Act 
 • December 20, 1914 - Opening of Tokyo Station 
 • November 1, 1925 - Inauguration of the Yamanote Loop Line 
 • April 1, 1943 - Inclusion of Karafuto prefectural lines into national system 
 • February 1, 1946 - Official exclusion of Soviet-occupied Karafuto lines from national system 
 • June 1, 1949 - Establishment of Japanese National Railways, i.e. end of Japanese 
Government Railways 
 • April 1, 1987 - Privatization of JNR, establishment of seven JR companies 
 
Historical operators of JGR 
 
Before the establishment of the Japanese National Railways as a public corporation on June 
1, 1949, the Japanese Government Railways were operated by the governmental agencies. 
(see Wikipedia for details) 
 
Technical details 
 
The government mandated the use of automatic couplers on all cars on the system in July 
1925. The system was transitioning from vacuum brakes to air brakes at this time, with most 
freight cars equipped with air brakes by April 1927.  
 

Japanese National Railways (Japan) 13,310 Japanese National Railways or "JNR", was the organization which operated the national 
railway network of Japan from 1949 to 1987. 
 
Railways 
 
As of June 1, 1949, the date of establishment of JNR, it operated 19,756.8 km (12,276.3 mi) 
of narrow gauge (1,067 mm (3 ft 6 in)) railways in all 46 prefectures of Japan (Okinawa, the 
47th prefecture, returned to the Japanese administration in 1972 but no JNR line existed in 
Okinawa). This figure expanded to 21,421.1 km (13,310.5 mi) in 1981 (excluding 
Shinkansen), but later reduced to 19,633.6 km (12,199.8 mi) as of March 31, 1987, the last 
day of JNR. 
 
JNR operated both passenger and freight services. 
 
Shinkansen, the world's first high-speed railway was debuted by JNR in 1964. By the end of 
JNR in 1987, four lines were constructed: 
Tÿkaidÿ Shinkansen 
515.4 km (320.3 mi), completed in 1964 
Sanyÿ Shinkansen 
553.7 km (344.1 mi), completed in 1975 
Tÿhoku Shinkansen 
492.9 km (306.3 mi), as of 1987 
Jÿetsu Shinkansen 
269.5 km (167.5 mi), completed in 1982 
 
Buses 
 
JNR operated bus lines as feeders, supplements or substitutions of railways. Unlike railway 
operation, JNR Bus was not superior to other local bus operators. The JR Bus companies are 
the successors of the bus operation of JNR. 
 
Ships 
 
JNR operated ferries to connect railway networks separated by sea or to meet other local 
demands: 
 
Kanmon Ferry (discontinued in 1964) 
Shimonoseki Station (Shimonoseki, Yamaguchi) – Mojikÿ Station (Kitakysh, Fukuoka) 
Miyajima Ferry 
Miyajimaguchi Station (œno, Hiroshima) – Miyajima Station (Miyajima, Hiroshima) 
Nihori Ferry (discontinued in 1982) 
Nigata Station (Kure, Hiroshima) – Horie Station (Matsuyama, Ehime) 
œshima Ferry (discontinued in 1976) 
œbatake Station (Yanai, Yamaguchi) – Komatsukÿ Station (Suÿ-œshima, Yamaguchi) 
Seikan Ferry 
Aomori Station (Aomori, Aomori) – Hakodate Station (Hakodate, Hokkaidÿ) 
Ukÿ Ferry 
Uno Station (Tamano, Okayama) – Takamatsu Station (Takamatsu, Kagawa) 
Out of three routes assigned to JR companies in 1987, only the Miyajima Ferry remains active 
as of 2010. 
 
Unions 
 
A number of unions represented workers at JNR, including the National Railway Workers' 
Union (Kokuro), the National Railway Locomotive Engineers' Union (Doro), and Doro-Chiba, a 
break-away group from Doro. 
 
History 
 
The term Kokuy Tetsudÿ "state-owned railway" originally referred to a network of railway 
lines operated by 17 private companies that were nationalized following the Railway 
Nationalization Act of 1906 and placed under the control of the Railway Institute. Later, the 
Ministry of Railways and the Ministry of Transportation and Communications took over control 
of the network. The ministries used the name Japanese Government Railways (JGR) to refer 
their network in English. During World War II, many JGR lines were dismantled to supply steel 
for the war effort. 
 
On June 1, 1949 by a directive of the U.S. General HQ in Tokyo, JGR was reorganized into 
Japanese National Railways, a state-owned public corporation. JNR enjoyed many 
successes, including the October 1, 1964 inauguration of high-speed Shinkansen service 
along the Tÿkaidÿ Shinkansen line. However, JNR was not a state-run corporation; its 
accounting was independent from the national budget. Rural sections without enough 
passengers began to press its management, pulling it further and further into debt.  
 
By 1987, JNR's debt was over ?27 trillion ($280 billion at 2009 exchange rates) and the 
company was spending ?147 for every ?100 earned. By an act of the Diet of Japan, on April 
1, 1987 JNR was privatized and divided into seven railway companies, six passenger and one 
freight, collectively called the Japan Railways Group or JR Group. Long-term liabilities of JNR 
were taken over by the JNR Settlement Corporation. That corporation was subsequently 
disbanded on October 22, 1998, and its remaining debts were transferred to the national 
budget's general accounting. By this time the debt has risen to ?30 trillion ($310 billion in 2009 
dollars). 
 
JNR dismissal lawsuit 
 
Many lawsuits and labor commission cases were filed over the decades from the privatization 
in 1987. Kokuro and the National Railway Locomotive Engineers' Union (Zendoro), both 
prominent Japanese railway unions, represented a number of the JNR workers. 
 
Lists of workers to be employed by the new organizations were drawn up by JNR and given to 
the JR companies. There was substantial pressure on union members to leave their unions, 
and within a year, the membership of the National Railway Workers' Union (Kokuro) fell from 
200,000 to 44,000. Workers who had supported the privatization, or those who left Kokuro, 
were hired at substantially higher rates than Kokuro members. 
 
There was a government pledge that no one would be "Thrown out onto the street", and so 
unhired workers were classified as "needing to be employed" and were transferred to the JNR 
Settlement Corporation, where they could be assigned for up to three years. Around 7,600 
workers were transferred in this way, and around 2,000 of them were hired by JR firms, and 
3,000 found work elsewhere. Mitomu Yamaguchi, a former JNR employee from Tosu in Saga 
prefecture who had been transferred to the JNR Settlement Corporation, later stated that their 
help in finding work consisted of giving him photocopies of recruitment ads from newspapers. 
This period ended in April 1990, and 1,047 were dismissed. This included 64 Zendoro 
members and 966 Kokuro members. 
 
Twenty-three years after the original privatization, on June 28, 2010, the Supreme Court 
settled the dispute between the workers and the Japan Railway Construction, Transport and 
Technology Agency, the successor body to the JNR Settlement Corporation. The agency said 
it would pay 20 billion yen, approximately 22 million yen per worker, to 904 plaintiffs. However, 
as the workers were not reinstated, it was not a full settlement. 
 
 

Jeffersonville, Madison & Indianapolis Railroad (Madison, IN ) 90 5.9% The Jeffersonville, Madison & Indianapolis Railroad was famous for its steep "Madison 
Incline" with its 5.9% grade. The Jeffersonville, Madison & Indianapolis Railroad was formed 
by the consolidation of the Jeffersonville Railroad, chartered in 1846, and the Madison & 
Indianapolis Railroads. The former completed a line between Jeffersonville, IN (opposite 
Louisville, KY) and Edinburgh, IN, 33 miles south of Indianapolis) and the latter between 
Madison, Indiana and Indianapolis. Both cities were important Ohio River towns, and 
connecting them with Indianapolis was considered vital. The Jefferson, Madison & 
Indianapolis was the first railroad to unify the two railroads, and to provide reliable service 
between the three cities.

Jeffrey Manufacturing Company (Columbus, OH )
Jewett Car Company (Jewett, OH ) The Jewett Car Company was born in Akron, Ohio, in the heyday of the electric railway boom 

in the 1890s. The company gained an excellent reputation for its elegant, well-built wooden 
cars for street railway companies, interurban lines, and rapid transit service. Many interurban 
lines employed the graceful, arch-windowed, wood interurban that Jewett was famous for. The 
company was founded in Jewett, OH, and later moved to Newark. OH.

John Morrell & Co.)
John Stephenson Company (Elizabeth, NJ ) The John Stephenson Car Company was an American manufacturer of carriages, horsecars, 

cable cars, and streetcars, based in New York City. It was founded by John Stephenson in 
1831. John Stephenson invented the first streetcar to run on rails, building this in 1832, for the 
New York and Harlem Railroad. A reorganization in 1867 included shortening of the 
company's name to the John Stephenson Company. In the latter part of the 19th century, the 
company was a major builder of streetcars, constructing some 25,000 cars in the period 
1876–1891 alone, including ones for export.  Its customers included many systems, in the US 
and other countries. Among the foreign ones were the Toronto Street Railways, Montreal 
Street Railway Company, Mexico City's Empresa de los Ferrocarriles del Distrito Federal, and 
Lisbon, Portugal's CCFL (Carris).  Stephenson's factory was located in Elizabeth, New Jersey 
after 1898. The company was acquired by the J.G. Brill Company in 1904 and continued to 
operate under the Stephenson name until 1917,[1] when the plant was sold to the Standard 
Aero Corporation for production of airplanes,[4] and the corporation was liquidated in 1919.

John Yeon Incline (Reiner, OR ) 33.0% The Incline was used to lower logs from a mountain to the Columbia River. See references 
above. The Yeon and Pelton Logging Company's iogging camp in Hudson, Oregon, circa 
1903, was located near the town of Mayger, Oregon, circa 1910.

Johnstown Inclined Plane (Johnstown, PA ) 70.9% he Johnstown Inclined Plane is a 896.5-foot (273.3 m) funicular in Johnstown, Cambria 
County in the U.S. state of Pennsylvania. The incline and its two stations connect the city of 
Johnstown, situated in a valley at the confluence of the Stonycreek and the Little Conemaugh 
Rivers, to the borough of Westmont on Yoder Hill. The Johnstown Inclined Plane is billed as 
the "world's steepest vehicular inclined plane", as it is capable of carrying automobiles, in 
addition to passengers, up or down a slope with a grade of 70.9 percent. The travel time from 
one station to the other is 90 seconds.  After a catastrophic flood in 1889, the Johnstown 
Inclined Plane was completed in 1891 to serve as an escape route for future floods, as well as 
a convenient mode of transportation for the residents of the new communities situated above 
the valley. It was operated by Cambria Iron Company and its successor Bethlehem Steel until 
1935, when it was sold to the borough of Westmont. The incline was briefly shut down in 1962 
when its supply of power from Bethlehem Steel was terminated. Twice in its history, the 
Johnstown Inclined Plane fulfilled its role as a means of evacuation from floods—once in 1936 
and again in 1977. The incline was listed on the National Register of Historic Places in 1973 
and was designated a Historic Mechanical Engineering Landmark in 1994. It had major 
renovations in 1962 and from 1983 to 1984.

Joliet & Northern Indiana Railroad (Joliet, IL ) 45 The Joliet & Northern Indiana Railroad was to connect Joliet with Lake Station, Indiana where 
a connection was made with the Michigan Central Railroad. The one advantage, which Joliet 
possessed over other Will County* communities, was the direct connection with the east over 
the tracks of the Michigan Central Railroad. This service saved a day or more in transit time 
by bypassing delays in Chicago railroad yards. * Will County is south of Chicago extending 
just south of Naperville on the north to almost Kankakee on the south. Joliet is the largest city 
in Will County. The Michigan Central connection was of great importance to Joliet. 

Joliet, Plainfield & Aurora Railroad (Joliet, IL ) 27 The Joliet, Plainfield & Aurora was built primarily to connect two important interurban systems: 
The Aurora, Elgin & Chicago (which became the better known Chicago, Aurora & Elgin in in 
1922, and the Chicago & Joliet Electric Railway. The  
 
See also: Aurora, Plainfield & Joliet Railroad.

Joplin & Pittsburg Railway (Joplin, MO ) 110 The Joplin & Pittsburg was Kansas' largest interurban system, claiming more miles of 
trackage than any other line and hiring more employees than any other electric trolley 
company in the Sunflower state. (Ref 5)

Junction Car Works (Philadelphia, PA ) Railway Locomotives and Cars, Volumes 56-57 (1883) includes this company in a list of 
"prominent car mfg". A map of Philaelphia dated 1867 (http://libwww.freelibrary.org/diglib/
SearchItem.cfm?searchKey=9658618480&ItemID=MRLBAA00006) shows this plant at the 
Walnut St. location. 
 
The car works plant site was located directly opposite the Pennsylvania RR's 30th Street Yard 
and Station tracks, west of Market and north of 30th St. (in 1872)

Jungfrau Railway (Kleine Scheidegg, Switzerland) 6 11,329 25.0% The Jungfrau railway runs 9 kilometres (5.6 mi) from Kleine Scheidegg to the highest railway 
station in Europe at Jungfraujoch.
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Kahului & Wailuku Railroad (Kahului, HI ) 16 The Kahului & Wailuku Railroad was the first railroad built in the Hawaiian Islands.
Kaiserliche Generaldirektion der Eisenbahnen in Elsaß-Lothringen or 
EL (Luxeumbourg)

1,292 The Imperial Railways in Alsace-Lorraine were the first railways owned by the German 
Empire. They were sold to France at the end of World War I.Kalka–Simla Railway (Kalka, India) 60 7,116 3.0% The Kalka–Simla Railway was constructed to transport people from the oppressive heat of 
Kalka to the cool of Shimla in the mountains. The line passes through 102 tunnels and 864 
bridges and viaducts; some are reminiscent of ancient Rome’s aqueducts.

Kanawha & Michigan Railway (Corning, OH ) 281 The Kanawha & Michigan Railway was an important link connecting the coal fields in West 
Virginia and southeastern Ohio with the Toledo & Ohio Central, the Hocking Valley, and finally 
the New York Central.

Kangra Valley Railway (Pathankot,  Punjab, India) 102 3,970 4.0% The Kangra Valley Railway is one of two mountain railways (Hill Lines)  that run in Himachal 
Pradesh, the other being Kalka-Shimla Railway, which has been designated as world heritage 
site by UNESCO. 

Kansas & Oklahoma Railroad (Wichita, KS ) 920 The Kansas and Oklahoma Railroad (KO) is one of the single largest Class III short line 
railroads by mileage in the industry. Kansas City Southern de Mexico, S.A. de C.V (Mexico City, MX 

Mexico)
2,645 Kansas City Southern de México (KCSM), formerly Transportación Ferroviaria Mexicana 

(TFM), is the name of a company dedicated to freight transportation using rail in the North 
Eastern part of Mexico.  
 
This railroad is the largest and most heavily used railroad in Mexico, and is the principal rail 
gateway between the U.S. and Mexico. The major lines include Mexco City, San Luis Potosi, 
Monterey, and Laredo, and from Matomoros, Brownsville and the port cities of Vera Cruz, 
Tampico, and Lazaro Cardenas. 
 
KCSM is fully owned and operated by Kansas City Southern, who owns its own fleet and the 
rights to operate and maintain a rail system through a concession from the Mexican 
government. The majority of the rail system spans from the Mexico City Valley to the United 
States border at Laredo, Texas; there are also tracks that connect to the port cities of Lázaro 
Cárdenas and Veracruz, giving Kansas City Southern de Mexico a unique position because 
they connect both the Gulf of Mexico and the Pacific Ocean to the United States border. 
 
History 
 
Privatization 
 
Following the passage of NAFTA (North American Free Trade Agreement in 1994), the 
Mexican government announced in 1995 that the Ferrocarriles Nacionales de Mexicano 
(Mexican National Railroad) or FNM would be privatized and divided into four main systems.  
 
The privatization created three large regional railroad systems:  
 
- TFM (Transportación Ferroviaria Mexicana) or Northeast Line 
- FerroMex (Pacific, Northern & Baja Line) 
- Ferrosur (Southeast Line) 
 
Transportación Ferroviaria Mexicana (TFM): 
 
Following the passage of NAFTA (North American Free Trade Agreement in 1994), and the 
privatization of the Mexican rail network in 1995, TFM  was created in 1996 by the Kansas 
City Southern (KCS), in a joint venture with Transportacion Maritima Mexicana (TMM), who 
bought the Northeast Railroad concession that linked Mexico City, Monterrey, the Pacific port 
at Lázaro Cárdenas and the border crossing at Laredo. It was the Mexican President, Ernesto 
Zedillo who proposed the privatisation of the Mexican railways because the Mexican railway 
system had fallen into a state of disrepair and needed drastic work to become profitable. 
Since the late 1930s, Mexican trains and tracks were property of the government as 
Ferrocarriles Nacionales de México (Mexican National Railways). The nationalized railroad 
operated successfully for many years,[citation needed] yet, by the 1990s, the system was so 
poorly run, that US railways would not even send rail cars into Mexico, for fear that they would 
not be returned. When the decision to privatize the railroad was made, only 15% of freight 
was moved by rail in Mexico (versus 42% in the US). 
 
The most sought-after portion of the concessions, called the Northeast Railroad, was bid on 
by many major companies, including the United States's largest railroad company, Union 
Pacific Railroad. This concession included about 3,638 km (2,261 mi) of track with 
connections to many key cities, including Monterrey, Mexico City, and Laredo. This track 
carried 46% of all rail traffic in Mexico and 60% of all freight coming from the United States. 
 
KCSM and TMM bid and won the concession for $1.4 Billion USD for the rights to operate the 
concession, each paying 49% and 51%, respectively. 
 
In 2005, Kansas City Southern Industries purchased Transportacion Maritima Mexicana's 
share in TFM, giving them full ownership of the company, and the TFM was officially renamed 
Kansas City Southern de Mexico, S.A. de C.V.[ Today, KCSM includes 2,261 miles 
(3,638.7 km) of track, serving northeastern and central Mexico and the port cities of Lazaro 
Cardenas, Tampico, and Veracruz among others, 11 of 14 of Mexico's auto assembly plants, 
plus two more under construction, are located on the railroad. Automobile traffic (autos and 
parts) accounted for 9% of the 2012 total carloads. 
 
Key Connections 
 
¥ Laredo 
¥ Lázaro Cárdenas 
¥ Guadalajara 
¥ México City 
¥ Monterrey 
¥ Queretaro 
¥ Saltillo 
¥ San Luis Potosí 
¥ Tampico 
¥ Veracruz 

Kansas City Southern Railway (Kansas City, MO ) 6,600 The Kansas City Southern, together with its Mexican subsidiary, Kansas City Southern de 
Mexico, links Mexico City, Mexico with two important U.S. Ports: New Orleans, LA and Port 
Arthur, TX with Kansas City and other points in the Midwest. 

Kansas City, Clay County & St. Joseph Railway (Kansas City, MO ) 80 The Kansas City, Clay County & St. Joseph Railway was the longest interurban railway 
operating from Kansas City. [3]Kansas City, Clinton & Springfield Railroad (Olathe (Cedar Junction), 

KS )
173 This company was incorporated as Kansas City, Clinton & Springfield Railroad in 1884. 

Records of the Kansas City, Ft. Scott & Gulf indicate that it was involved in the planning for 
the construction of the Kansas City, Clinton & Springfield.  It consolidated with Pleasant Hill & 
DeSoto RR in 1885 to form the Kansas City, Clinton & Springfield Railway.The company 
purchased stock in the Pleasant Hill & DeSoto RR from Atchinson, Topeka & Santa Fe in 
1884.   Company records include a 1880 proposal to organize and lease Short Creek & Joplin 
RR; Fort Scott, Southeastern & Memphis Ry.; Memphis, Kansas & Colorado Ry.; Rich Hill RR. 
These roads were consolidated with Ft. Smith, Subiaco & Eastern Railroad, Kansas & 
Missouri RR, Kansas City, Ft. Scott & Gulf RR to form Kansas City, Fort Scott & Springfield 
RR in 1888.  After the sale of the railroad to the St. Louis-San Francisco Ry on September 1, 
1928, the railroad continued as a separate corporation, with dissolution of its corporate status 
on June 28, 1949.  The Pleasant Hill & De Soto railroad was built in 1870.  In 1885 the  
Kansas City, Clinton & Springfield was incorporated when promoters acquired the Pleasant 
Hill & DeSoto railway and built Raymore junction on this road, south to Ash Grove and later 
north to Olathe, Kansas, using the Frisco to come into Spring[field] and the Frisco to enter 
Kansas City.  The Pleasant Hill end of the line, which formed a short spur, was abandoned in 
1915.

Kansas City, Ft. Scott & Memphis Railroad (Kansas City, MO ) 812 In 1888, the Kansas City, Fort Scott & Memphis RR system was formed through consolidation 
of the Kansas City, Fort Scott & Gulf RR; Ft. Scott, South-Eastern & Memphis Ry; Kansas & 
Missouri RR;  and Short Creek & Joplin RR; all consolidated to form Kansas City, Fort Scott & 
Springfield RR, which joined with Kansas City, Springfield & Memphis RR to become the 
Kansas City, Ft. Scott & Memphis RR Co.  The Arkansas Northwestern (ANW) was formed in 
1894. Gulf, Arkansas & Northwestern RR purchased ANW in 1898.    Kansas City, Missouri to 
Memphis, Tennessee, 498.93 miles. Rich Hill Branch: Miami, Kansas to Carbon Centre, 
Missouri, 25.17 miles. Joplin Branch: Washburn, Kansas to Webb City, Missouri, 80.09 miles. 
Cherryvale Branch: Arcadia to Cherryvale, Kansas, 74.50 miles. Weir City Branch: Weir City 
Junction to Weir City, Kansas, 3.94 miles. Aurora Branch: South Greenfield to Aurora, 
Missouri, 37.67 miles.    The individual lines consolidated into the Kansas City, Fort Scott & 
Memphis  Rich Hill Railroad: Main Line Kansas to Spencer Coal Mine, Missouri, 22.76 miles. 
Branch Line: Rich Hill, Missouri, South of Carbon Centre, Missouri, 4.78 miles.   Fort Scott, 
South Eastern & Memphis Railroad, Main Line, Kansas to Golden City, Missouri, 48.79 miles. 
Branch Line: Arcadia to Coal Mines, Missouri, 2.48 miles.   Short Creek & Joplin Railroad: 
Baxter Springs, Kansas to Joplin, Missouri, 15.46 miles.   Springfield & Western Missouri 
Railroad, Springfield to Ash Grove, Missouri, 19.00 miles.   Memphis, Kansas & Colorado 
Railway (Narrow Gauge): Weir City to Parsons, Kansas, 31.04 miles   Union Transit Railway: 
Spur Track to Grand Avenue in Kansas City, 1.28 miles.  Purchased Greenfield & Northern 
Railroad June 1895.  In the spring of 1901, persons acting in the interest of the St. Louis & 
San Francisco purchased substantially all of the capital stock of the Kansas City, Ft. Scott & 
Memphis Railroad and the Kansas City, Memphis & Birmingham. On June 14, 1901, the 
Kansas City, Ft. Scott & Memphis Railway was organized, and the shares were conveyed to 
it.   Following its organization date, The Kansas City, Ft. Scott & Memphis Railway then 
acquired the properties of the Kansas City, Ft. Scott & Memphis and the Kansas City, 
Memphis & Birmingham.  The corporate minutes show that board meetings were held under 
the Kansas City, Ft. Scott & Memphis Railroad name  through Apr. 29, 1908.  The GA&NW as 
then conveyed to K.C., Fort Scott, & Memphis Ry. (1901), and a relinquishment to the U.S. of 
rights to certain lands acquired by ANW. 

Kansas City, Ft. Scott & Springfield Railroad (Springfield, MO ) 289 In 1888, the Kansas City, Fort Scott & Memphis RR system was formed through consolidation 
of the Kansas City, Fort Scott & Gulf RR; Ft. Scott, Southeastern & Memphis Ry; Rich Hill RR; 
Kansas & Missouri RR; Memphis, Kansas & Colorado Ry.; and Short Creek & Joplin RR; all 
consolidated to form Kansas City, Fort Scott & Springfield RR, which joined with Kansas City, 
Springfield & Memphis RR to become the Kansas City, Ft. Scott & Memphis RR Co. on April 
23, 1888.  Main Line: Kansas to Springfield, Missouri. 100.37 miles. Rich Hill, Missouri to Coal 
Mines. 4.78 miles. Miami to Cherryville, Kansas. Weir City to Cherryville, Kansas. 49.79 miles. 
Arcadia to Weir City Junction, Kansas. 28.66 miles. Kansas City to Webb City, Missouri. 
182.30 miles. Miami, Kansas to Carbon Centre, Missouri. 22.76 miles. 

Kansas City, Galveston & Lake Superior Railroad (Kansas City, MO ) 0 The  Kansas City, Galveston & Lake Superior Railroad was charted to build a "feeder" line 
between Cameron on the Hannibal & St. Joseph Railroad and Kansas City. Although there 
was no construction, the branch line became an important cut-off or short cut in later years for 
the Burlington Railroad's mainline to Kansas City. 

Kansas City, Mexico & Orient Railway (Wichita, KS ) 857 The Kansas City, Mexico & Orient Railway was chartered in 1900 to build a railroad between 
Kansas City, MO and Topolobampo Bay, Mexico, a distance of 1,659 miles. A contract was 
negotiated with the Hamburg-American Steamship Company to provide shipping service from 
Topolobampo Bay to the Far East, across the Pacific Ocean, upon completion of the railroad. 
The company also planned to build a cut off from San Angelo, Texas to Del Rio, Texas, with a 
connection to Chihuahua, Mexico.  Construction took place in Kansas, Oklahoma and Texas:  
(1) The Kansas City, Mexico & Orient Railway of Texas was chartered July 20, 1899 to build a 
line from the Oklahoma-Texas border at Red River to the Texas-Mexico border. The charter 
apparently came from the Colorado Valley Railway, which was purchased by the KCM&O of 
Texas on March 3, 1900. The line was built from the Oklahoma-Texas State Line to Alpine, 
Texas, 462.49 miles. Paisano to Presidio, Texas, 72.44 miles. San Angelo to Sonora, Texas, 
64.95 miles. Incorporated, July 20, 1899. Leased to the Pan Handle & Santa Fe Railway for 
10 years from January 1, 1931. The Pan Handle & Santa Fe was owned by the Santa Fe 
Railway.  (2) The mainline was built from Wichita, Kansas to Foley, Oklahoma, 175.26 miles. 
Ewing, Oklahoma to Oklahoma-Texas State Line, 81.42 miles. At Anthony, Texas, .08. At 
Voila, Kansas, .08 miles. The  Kansas City, Mexico & Orient Railway was incorporated, April 
25, 1925 to acquire the property of the Kansas City, Mexico & Orient Railroad Company, 
organized July 6, 1914. This line was then leased to Atchison, Topeka & Santa Fe Railway for 
10 years from January 1, 1932.  The Kansas City, Mexico and Orient Railway of 1900, was 
reorganized as the Kansas City, Mexico & Orient Railroad on July 6, 1914; it then became the 
Kansas City, Mexico & Orient Railway for the second time on April 1, 1925; in 1929, the Santa 
Fe gained stock control over the line, giving the Santa Fe a line south from Wichita, Kansas, 
through Sweetwater and San Angelo to Presidio, TX. The line continued to Topolobampo, 
Mexico.  Santa Fe sold the rairoad assets in Mexico which eventually became the Chihuahua 
al Pacifico, or the Copper Canyon Railroad (Ferrocarril del Chihuahua Al Pacifico, S.A. de 
C.V.)  In 1931 the Orient lines in Texas were leased to another AT&SF subsidiary, the 
Panhandle & Santa Fe. In 1965 AT&SF merged all of its Texas subsidiaries into the parent 
company. Traffic declined in the 1980s on some the original KCM&O lines, and in the early 
1990s Santa Fe sold the line.    A small section of the original line is operated by the South 
Orient Railroad.  

Kansas City, Peoria & Chicago Railway (Kansas City (Northern 
Junction), MO )

86 The Kansas City, Peoria & Chicago Railway provided a "gateway" for the Chicago, Burlington 
& Quincy between the northern end of Kansas City and Pattonsburg, MO, where it connected 
with the Quincy, Omaha & Kansas City Railroad.

Kansas City, Pittsburg & Gulf Railroad (Grandview, MO ) 762 Renamed from Kansas City, Nevada & Ft. Smith Railroad Company on January 26, 1893.  
 
1897 Mileage includes: 
 
Kansas City, Pittsburg & Gulf mainline                                307 miles 
Texarkana & Ft. Smith & Kansas City, Shreveport & Gulf   382 miles (capital stock owned by 
KCP&G) 
Kansas City, Ft. Smith & Southern                                       50  miles (lines operated under 
contract) 
Kansas City Suburban Belt Ry                                             12 miles (trackage rights) 
Kansas City, Osceola & Southern                                         12 miles (trackage rights) 
     Total                                                                                 762 miles

Kansas Pacific Railway (Kansas City, MO ) 631 The Kansas Pacific operated some of the first long-distance lines in the state of Kansas in the 
1870s. Its main line furnished a principal transportation route that opened up settlement of the 
central Great Plains, with its route from Kansas City to Denver providing the last link in the 
coast-to-coast railway network in 1870. 

Kansas Southwestern Railway L.L.C (Wichita, KS ) 278 The Kansas Southwestern Railway, LLC, was incorporated on April 14, 1991 to lease about 
288 miles of track from the Union Pacific. In early 1998, the Kansas Southwestern purchased 
these line from the Union Pacific Railroad.  The original Kansas Southwestern was formed 
from a consolidation of the Wichita & Colorado Railroad, chartered July 23, 1896 (Wichita-
Hutchinson-Geneseo), and the Hardner line, which was constructed by the St. Louis, Ft. Scott 
& Western Railway in 1885, and reorganized in 1887 as the Ft. Scott, Wichita & Western 
Railway.  The Kansas Southwestern Radium line and the Iuka branch were constructed by the 
Denver, Memphis & Atlantic Railroad.   During the period from 1991 to 2000, the Kansas 
Southwestern gradually abandoned more than half of its trackage. On December 28, 1998, it 
filed to abandon a total of 108 miles: (1) the 64.27-mile line of railroad on the Iuka Branch 
between milepost 609.97, at Olcott and milepost 630.13 at Iuka, and (2) the portion of its 
Stafford Branch between milepost 610.0, at Olcott and milepost 654.11 at Radium, in Reno, 
Pratt and Stafford Counties, KS.    By eary 2000, it was operating only 106 miles of track. The 
Central Kansas Railway (also owned by OmniTRAX), became the successor-in-interest to the 
Kansas Southwestern.  In April 2000, OmniTRAX, a non-carrier holding company, merged 
Central Kansas Railway and Kansas Southwestern Railway, with Central Kansas Railway as 
surviving short line. In June 2001, Kansas & Oklahoma Railroad (WATCO company) acquired 
and operated approximately 678 miles of rail lines from the Central Kansas Railway (CKRY).  
K&O also acquired by assignment from CKRY the lease of approximately 225 miles of rail 
lines and incidental trackage rights over segments of rail lines owned by UP and BNSF. 

Kansas, Oklahoma & Gulf Railway (Baxter Springs, KS ) 343 The Kansas, Oklahoma & Gulf Railway was organized in 1919 to create a route from Ft. 
Worth to Kansas City. It reorganized June 1925 and consolidated the Missouri, Oklahoma & 
Gulf Railway, Missouri, Oklahoma & Gulf Railroad, Missouri, Oklahoma & Gulf Railroad of 
Kansas, Missouri, Oklahoma & Gulf Railway of Texas; the resulting route ran from Baxter, 
Kansas (about 15 miles southwest of Joplin, MO), via Muskogee, Oklahoma to Denison, 
Texas.  The Kansas, Oklahoma & Gulf Railway Co of Texas was organized on April 2, 1921 to 
own the rail assets in Texas as required by Texas law.  The KO&G interchanged at Dennison, 
TX with the T&P.  
 
This Kansas, Oklahoma & Gulf was placed in receivership, June 7, 1924, and the Midland 
Valley Railroad (controlled by the Muskogee Company) then acquired control of this 
Company, through acquistion of 90% of the entire capital stock, in June 1925. A 
reorganization was then affected through exchange of securities, and the property was 
returned to its owners, May 1, 1926.  The Muskogee roads were acquired by the Missouri 
Pacific in 1964, but the T&P retained operating control of the KO&G, and the MV. The OCA&A 
was sold to the Santa Fe Railroad.   
 
The KO&G was sold to the Texas & Pacific on September 25, 1964, and then merged into the 
T&P on April 1, 1970. After the MP was acquired by the UP, the UP acquired the MKT. Since 
the MKT line roughly parallelled the KO&G, and offered a straighter line, the UP abandoned 
he KO&G line. 

Kaslo & Slocan Railway (Sandon (Retallack), BC Canada) 82 5,000 3.4% The Kaslo & Slocan Railway, owning and operating a line of narrow-gauge railway from Kaslo 
to Cody and Sandon, British Columbia, 81.80 miles.  The Kaslo and Slocan Railway was a 
narrow gauge 3 ft  (914 mm) gauge railway between Kaslo, Slocan, and the mining 
community of Sandon in the Kootenay region of British Columbia between 1895 and 1955 
totalling about 53 km (33 mi) of track. It was operated originally by the Great Northern Railway 
and later by the Canadian Pacific Railway.  During Sandon's heyday over 300 mines were in 
operation within Sandon's vicinity. It took both rail lines to handle the shipments of ore going 
out and supplies for the mines coming in. Entire forests were consumed in order to supply the 
timber necessary for the operation of the mines.  The majority of the mines and camps were 
located above the 5,000 foot elevation. Since 1892, over 35 billion dollars (in today's value) of 
silver, lead and zinc have been produced from the Sandon area mines. This exceeds the 
value of the 3 major gold rushes- California, the Cariboo and the Klondike- combined!  History 
as K&S  After silver was found in the mountains near what is now known as Sandon in 1891, 
several investors obtained a provincial charter in 1892 to build a railway between Kaslo and 
the new mines. Kaslo, on the shore of Kootenay Lake was served by steamers connecting 
with railways near Creston and Nelson, British Columbia.  The railway was built west up Kaslo 
River to the pass with Seaton Creek, passed across the hill above the boom town of Three 
Forks to Sandon. The Canadian Pacific Railway had already reached Three Forks in late 1894 
by building from the west from Nakusp on the Arrow Lakes with its Nakusp and Slocan 
Railway. Both railways reached Sandon in late 1895.  Construction on the railway started in 
1895 after obtaining financial backing from the Great Northern Railway which was seeking 
advantages against the Canadian Pacific Railway and traffic for its mainline at Spokane. 
Great Northern had gained control of the Nelson and Fort Sheppard Railway in 1893 which 
gave it access to Kootenay Lake. Great Northern bought out the original investors in 1897 
making the railway part of the Great Northern system under the Kootenay Railway and 
Navigation banner. Much of the ore from the K&S was shipped to US smelters, providing 
traffic for the GN.  The Kaslo and Slocan faced stiff competition with the CPR's Nakusp and 
Slocan for the ore from the mines. On December 16, 1895, crews from the Kaslo and Slocan 
attacked and demolished the station the CPR had just built on land disputed between the two 
railways. The CPR relocated the station to other land. Both railways competed with building 
spurs to service mines in order to obtain ore traffic destined for the other railway.  The K&S 
was very profitable in the later 1890s. The railway had high operating costs because of its 
location along the side of step hills, many of which had been burned in forest fires, which 
subjected the line to frequent snow and mud slides. In 1900, Sandon burned to the ground 
and labor problems at the mines spelled an end to the boom years causing financial problems 
for the railway. By 1904, the line was losing money on each train it ran.  In 1908, service was 
suspended to Sandon, with trains only servicing as far as McGuigan because expensive 
repairs needed to be done to bridges damaged by spring slides. While the track was rebuilt, 
service was never restored. In 1910, a serious forest fire burned much of the remaining major 
bridges and snow sheds. After that, the railway was abandoned, and the Canadian Pacific 
took over its assets and tracks.  History under CPR  In 1911, GN sold the railway to Kaslo 
business people and local mine owners who revived the line enough to ship ore from the pass 
near Bear Lake down to Kaslo. With backing from the provincial government, in 1912, the 
CPR agreed to lease the K&S for 999 years. The CPR rebuilt it to standard gauge and 
connected it with its existing Nakusp & Slocan line by abandoning the exposed section across 
Payne Bluff and thereby establishing a line from Nakusp through to Kaslo in November 1913.  
The region had a moderate boom during World War I with the increased need for minerals but 
otherwise experienced gradual decline in rail tracks. The CPR operated the line until it was 
abandoned. The pass between Sandon and Kaslo was severed in 1955 due to flooding.  
Route  The railway climbed steeply (3.35%) out of Kaslo to the first bench and then the pass 
at Bear Lake. From there the railway stayed level as it rounded Payne Bluff above the 'Three 
Forks' confluence and on to Sandon on Carpenter Creek. Branch lines served the Cody mines 
higher up the valley above Sandon. Riblet tramway brought silver ore down to mill and K and 
S siding. The line suffered from several steep sections as well as tight curves.  

Kawasaki Motors Manufacturing Corp., USA - Rail Car Group (Lincoln, 
NE )

Kawasaki is the second largest manufacturer of rail passenger cars in the U.S.
Kazakhstan Temir Zholy (Kazakhstan) 9,155 Kazakhstan Temir Zholy (KTZ; Kazakh: Qazaqstan Temir Joly (QTJ)), also National Company 

Kazakhstan Temir Zholy, is the national railway company of Kazakhstan.Keihan Electric Railway (Osaka, Japan) 31 Keihan started its operation between Osaka and Kyoto in 1910. It was the first electric railway 
to connect these two cities, and the first line on the left bank of Yodo River. The mainline is 
30.6 miles long. The Keishin Line in Kyoto has a 6.67% grade. [2]

Kelley Island Lime & Transport Company Railroad (Kellys Island, OH ) The Kelley Island Lime & Transport Company was  once the world's largest producer of 
limestone and lime. In 1922, it built the world's largest stone crushing plant at Marblehead.Kenilworth & Helper Railroad  (Kenilworth, UT ) 6 6.5% The 6 mile long Kenilworth & Helper Railway was built in 1907 by the Independent Coal & 
Coke Company to transport coal from the mines of the Independent Coal & Coke's Kenilworth 
mine. The line was then incorporated on July 15, 1911 by the Independent Coal & Coke Co. 
The line was replaced in 1926 by D&RGW's newly constructed Kenilworth Branch.

Kennecott Copper Company (Bingham, UT ) 166 By the end of 1941, Kennecott's Bingham Canyon mine was producing one-third of the 
nation's copper. (Ref 4)Kent-Barry-Eaton Connecting Railway (Grand Rapids, MI ) 45 The Kent-Barry-Eaton Connecting Railway, the first African-American-operated railroad in the 
United States.Kentucky & Indiana Bridge & Railroad (Louisville, KY ) 15 Kentucky & Indiana Bridge & Railroad was a significant development for Louisville and 
southern Indiana. The railroad began electrified interurban service over the K&I bridge in 
1893. Although this railroad operated as a suburban line, the electrification of the bridge line, 
and access to Louisville opened the way for other interurbans serving Indianapolis and 
elsewhere to gain access to Louisville. The bridge remained electrified until 1946. [5]

Kenya Railways Corporation  (Mombasa, Kenya) 1,726 Kenya Railways Corporation (KRC), also Kenya Railways (KR) is the national railway of 
Kenya. Established in 1977, KR is a state corporation. 
 
History 
 
The original Uganda Railway was transformed into the East African Railways and Harbours 
Corporation (EARC) after World War I. The EARC managed the railways of Uganda, Kenya, 
and Tanganyika until the collapse of the East African Community in 1977. Subsequently KR 
took over the Kenyan part of the EARC. 
 
Operations 
 
Like the other members of the EAC Kenya utilizes the narrow gauge track gauge of 1,000 mm 
(3 ft 3 3⁄8 in) (metre gauge). The reason was that when the British started the railway 
construction in 1896 they utilized material and workers from India. The Indian gauge and 
rolling stock was 1,000 mm (3 ft 3 3⁄8 in). 
 
The mainline of the KR is based on the original Uganda Railway. Its 930 km (578 mi) main 
track connected the Indian Ocean port of Mombasa to the port of Kisumu at Lake Victoria. 
Half way is the capital of Nairobi that was founded as a rail depot of the UR. The British added 
several branch lines as well as a link to Tanzania and a link to Uganda - the total system 
eventually had 2,778 km (1,726 mi) of track. 
 
As of 2006 much of the overall railway system has been neglected or is in disrepair. 
Nevertheless, the mainline from Mombasa to Kisumu is operative though at reduced speed. 
For passengers, the "Jumbo Kenya Deluxe" connects Nairobi and Mombasa. The fourteen-
hour overnight trip runs three times a week either eastbound or westbound on the single track. 
The "Port Florence Express" connects Nairobi with Kisumu. 
 
KR also operates the Kenyan ferry system on Lake Victoria. 
 
In 2010, KRX announced plans to construct a new station on Mombasa Road in Nairobi; part 
of a planned commuter network which would include an airport link. 
 
Parameters 
 
2006 Management change 
 
The KR has suffered from inefficient management, has a bloated work force, and has run 
deficit operations in spite of its potential. For several years there had been plans to privatize 
and revitalize the system. In 2005, Rift Valley Railways Consortium (RVRC) from South Africa 
won the concession to run KR and Uganda Railways Corporation. RVRC was to take over 
operations on 1 August 2006 and intends to stream line operations, reduce the work force, 
and make major investments to upgrade the system. On 28 July 2006 the East African 
Standard reported that the planned take-over was postponed to 1 November 2006. This 
operational take-over took place in November and is scheduled to last for 25 years. 
 
On 9 October 2008, Toll Holdings of Australia announced that it has entered into a contract to 
manage the Kenya-Uganda railway, replacing the management by Rift Valley Railways 
Consortium. The consortium has been criticized for falling freight traffic in the two years since 
taking control, while RVR alleges the drop is due to the poor condition of the railway 
infrastructure and the damage done by protesters during the 2007–2008 Kenyan crisis. 
Officers from Toll subsidiary Patrick Defence Logistics were to manage the railway after the 
transition. 
 
Towards the end of 2008, after just a few months in charge, Toll pulled out of its management 
obligations after disagreements with the owners and the Toll appointed MD resigned, mirroring 
a similar reversal of appetite that occurred when Toll took over Tranz Rail (New Zealand's 
privatised rail operator) in 2003. 
 
2008 riots 
 
During the riots of the 2007–2008 Kenyan crisis sections of railway were destroyed. As a 
result, shipments to Uganda were suspended. 
 
Main stations 
 
Main article: Railway stations in Kenya 
 
New Standard Gauge Network 
 
Kisumu Line 
 
In 2012, plans were developed to expand the system with a new railway that connects to 
other countries, namely Uganda, Rwanda, and possibly South Sudan and Ethiopia. The new 
railway would be 1,435 mm (4 ft 8 1⁄2 in) standard gauge. Kenya had been negotiating with 
China to reconstruct the Nairobi-Mombasa section first. Construction of the first phase of the 
planned 2 937 km $13.5bn line was inaugurated in Mombasa on 28 November 2013. 
 
MoKaKi railway 
 
The project will connect Mombasa via Kampala to Kigali, hence MoKaKi. President Uhuru 
Kenyatta presided over the groundbreaking ceremony for the standard gauge railway in 
November 2013. The whole project is expected to cost Ksh 1.3T (327b from Msa to Nrb a 
distance of 609 km including locomotives). However the project has been riddled with 
corruption allegations, overpricing, and ignoring of procurement processes. Nandi MP Alfred 
Keter has been at the forefront on the corruption allegations that caused the Parliamentary 
committee of investment and transport to investigate the project. However Keter has been 
claimed to have been hired as a mouthpiece by a prominent investor to fight the project. 
 
First phase 
 
Main article: Mombasa-Nairobi Standard Gauge Railway 
The first phase between Nairobi and Mombasa, a distance of 609 km, is being built by China 
Road and Bridge Corporation (CRBC). The project will cost Sh327 billion, but it was later 
increased to Sh 420 billion to allow it source for locomotives and wagons as well. The 
estimated cost will be $2.9m per km. The $3.8 billion deal was signed in May, 2012 in Nairobi 
by visiting Chinese premier Li Keqiang, along with the presidents of Kenya, Rwanda, South 
Sudan and Uganda. The Exim Bank of China will provide 90% of the funds for the phase-one 
project, with Kenya providing the remainder. By May 2015, construction was underway and in 
September 2016 it was described as "almost complete." 
 
Second phase 
 
The second phase will extend from Nairobi to Malaba on the Kenya-Uganda border. There 
were protests that the second phase would cut through the Nairobi National Park and that the 
cost of the railway was excessive.[23] In September 2016, an environmental tribunal 
temporarily halted the project. On October 20, 2016, President Uhuru Kenyatta inaugurated 
construction of Phase 2A, from Nairobi to Naivasha. Phase 2A will be constructed by the 
China Communications Construction Company. 85% of the project cost will be financed by the 
Export-Import Bank of China, with the balance of the funded by the Kenyan government's 
Railway Development Levy Fund. 
 
Future phases 
 
Main article: East African Railway Master Plan 
 
Once the line from Mombasa to Malaba is completed, there are plans to extend lines to 
Kampala, Kigali, Bujumbura and Juba. 
 
LAPSSET 
 
The LAPSSET railway project is a railway that is proposed to connect Kenya, Ethiopia, and 
South Sudan. It will be built from Lamu in Kenya to Juba and Addis Ababa. 

Keokuk & Des Moines Railroad (Keokuk, IA ) 184 The Keokuk & Des Moines was incorporated January 6, 1874, for 50 years, under the general 
laws of Iowa. On February 12, 1874, it acquired the property, rights, and franchises of that 
portion of the line of the Des Moines Valley Rail Road Company located between Keokuk and 
Des Moines. The latter company had been incorporated in 1853 [as the Keokuk, Fort Des 
Moines and Minnesota Railroad; renamed June 1, 1864]. The road disposed of was 
completed in 1866 and sold at foreclosure to a purchasing committee representing its 
bondholders November 10, 1873, which committee, on February 12, 1874, conveyed the 
property to the Keokuk & Des Moines. On May 14, 1878, its railway was leased to the 
Chicago, Rock Island and Pacific Railroad Company (second corporation), since which date 
the property has been operated by the latter company and its successor, the carrier. (Ref 1) 
 
The Des Moines Valley Railroad became bankrupt in 1873. The road was sold under 
foreclosure, October 17, 1873, and divided into two companies: the Des Moines & Ft. Dodge 
Railroad (Des Moines to Fort Dodge), and the Keokuk & Des Moines Railroad (Keokuk to Des 
Moines).  The Keokuk & Des Moines Railway was operated as an independent road from 
November 11, 1873 to October 1, 1878, at which time, the Chicago, Rock Island & Pacific 
Railroad leased the railroad for term of 45 years.    Acquired by Chicago, Rock Island & 
Pacific Railway, November 26, 1923, then deeded to the St. Paul & Kansas City Short Line 
Railroad in November 1924, on the authority of the ICC.

Keokuk & Northwestern Railroad (Keokuk, IA ) 48
Keolis Commuter Services (Boston, MA ) Keolis is a multinational transportation company that operates public transport systems. The 

company manages bus, Rapid transit, Tram, coach networks, rental bikes, car parks, water 
taxi, cable car and trolleybus services. MBTA in Boston is its largest US customer.

Keretapi Tanah Melayu Berhad (Padang Besar (Thailand border), 
Malaysia)

1,054 The KTM was a crucial mode of transport for goods and passengers moving between 
Singapore and its neighbouring country Malaysia. Keystone Coal & Coke (Greensburg, PA )

Kingan Refrigerator Line  (Indianapolis, IN ) The Kingan Co.was the first company to sell sliced bacon, was the largest meat-packing 
company indianapolis. Because of its size, it owned and operated more cars than any of the 
other independent packing companies.

Kingsboro & Cataula Railway (Kingsboro, GA ) 5 The Kingsboro & Cataula Railway was the first narrow gauge railroad in Georgia. [1]
Kirby Lumber Company Railroad (Silsbee, TX ) 40 The  Kirby Lumber Company prospered, selling lumber throughout the United States, Europe, 

and Latin America. By the 1920s, it had become the largest yellow timber manufacturer in the 
Gulf Southwest. The company owned numerous lumber mills and rail connections. (see 
archives at Univ of Texas)

Klamath & Hoppow Valley Railroad (Klamath, CA ) 3 8.0%
Knox Kershaw (Montgomery, AL ) Knox Kershaw specializes in the design and building of Maintenance of Way Equipment: 

Ballast Regulars, Snow Plows, Kribber Adzer, Yard Ballast cleaner, Tie cranes, Tie replacers, 
and Plate Brooms. The company was founded by Royce Kershaw Sr. as the Royce Kershaw 
Company, who developed the first Ballast Regulator and Cribbing Machine as a solution to the 
labor shortage caused by the war.

Knoxville Inclined Plane Co (Pittsburgh, PA ) This is the longest of all the inclined planes in Pittsburgh.
Koralm Railway (Graz, Austria) 79 8.0% The Koralm railway (German: Koralmbahn) is a 127 km-long double-track, electrified, high-

speed railway that is under construction, and which will connect the Austrian cities of Graz 
and Klagenfurt. Construction started in 2001, and the entire railway line is expected to be 
operational by 2023. 
 
Overview 
 
Although construction will not finish until 2023, parts of the railway line are already open, or 
will be opened earlier, to enhance the quality of local commuter rail services. The railway is 
primarily built for intermodal freight transport but will also be used by passenger trains 
travelling at up to 250 km/h. The travel time from Klagenfurt to Graz will be reduced from three 
hours to one hour. Commissioning of the first new track section began in 2010 and 
construction is expected to be completed in 2022. 
 
The centrepiece of the new railway is the 33 km Koralm Tunnel under the Koralpe mountains 
that give the railway its name. The project is currently the largest under way to expand the 
Austrian railway network with a budget of several billion euros, and will connect the federal 
state capitals of the adjacent states of Styria and Carinthia. The connection is possible via a 
three-hour train journey via Bruck an der Mur, though ÖBB currently runs Intercitybus services 
between Graz and Klagenfurt via Wolfsberg at a frequency of approximately two hours with a 
journey time of two hours. In combination with the projected 27 km-long Semmering Base 
Tunnel the Koralmbahn will remove bottlenecks in the Austrian freight and passenger railway 
infrastructure (namely the Semmering Pass and the Neumarkt Sattel). Together with the 
already existing Italian Pontebbana railway line between Tarvisio and Udine they will be part 
of what is referred to as Baltic-Adriatic Corridor - a traffic axis connecting the Polish port city of 
Gdańsk and the Italian city of Bologna. In 2013 the Koralmbahn was included into the Trans-
European Transport Core Network. 
 
Currently, the fastest Vienna-Graz and Vienna-Klagenfurt journeys on the Railjet services are 
2h35m and 3h55m, respectively. If the Koralmbahn enables Graz-Klagenfurt journeys of 
1h00m, this will bring Vienna-Klagenfurt journeys down to 3h35m, a saving of 0h20m. If the 
Semmering Base Tunnel enables time savings of 0h30m, this and the Koralmbahn will bring 
Vienna-Graz and Vienna-Klagenfurt journey times down to 2h05m and 3h05m respectively. 
The current railway layout makes it difficult for services to and from Vienna to simultaneously 
serve both Graz and Klagenfurt (the biggest cities in the Styria and Carinthia Länder 
respectively). Unless trains backtrack to Bruck an der Mur, the shortest railway route between 
the two cities runs via Maribor, Slovenia. As a result, ÖBB currently serves Graz and 
Klagenfurt with separate railway services. The Koralm Railway will make it significantly easier 
for ÖBB to connect both cities to Vienna with the same Railjet services, making increased 
service frequencies possible. 
 
 

Korea Railroad Corporation (Seoul, Korea: South) 2,623 Korea Railroad promoted as Korail is the national railroad operator in South Korea. 
 
Korail operates commuter, subway, intercity and freight trains throughout South Korea. The 
railroad's headquarters are located in Daejeon. 
 
History 
 
What is now known as Korail was started as Railroad Administration Bureau of the Ministry of 
Transportation with the establishment of South Korean government. On September 1, 1963, 
the bureau became an agency that was known as Korean National Railroad (KNR) in English. 
In 2003, KNR adopted the current "Korail" logo in blue, but the "Korail" name was adopted 
before 2003. On January 1, 2005, KNR was split into Korea Railroad Corporation, which 
succeeded railroad operation with the Korail logo and name, and Korea Rail Network 
Authority, which succeeded maintaining tracks. In 2007, Corporate identity combining 
regarding 'Korail" was officially ended. In 2013 Dr. Choi YeonHye was appointed as the first 
female president and CEO of Korail. 
 
Lines 
 
Main article: Rail transport in South Korea 
 
Korail operates all the long distance lines in South Korea as well as local lines. The Gyeongbu 
Line with its high-speed parallel line, running between the two largest cities, Seoul and Busan, 
is by far the most heavily travelled line. Other main lines include Honam Line and Jeolla Line, 
stretching into Jeolla region, the Janghang Line and the Jungang Line. 
 
The South Korean government plans to invest $US 88 billion in the network from 2011 to 
2020, with extensive double-tracking and electrification. 

Korean State Railway (North Korea) 3,344
Kuhlman (Cleveland, OH ) Kuhlman was a large builder of electric powered street cars and interurbans. Listed in 1890 

Directory of Iron & Steel Works in the U.S. and Canada.Kunming–Singapore Railway (Kunming, China) 2,400 The Kunming–Singapore Railway is a network of railways that connects China, Singapore and 
all the countries of mainland Southeast Asia. The network consists of three main routes from 
Kunming, China to Bangkok, Thailand: the Eastern route via Vietnam and Cambodia; the 
Central route via Laos, and the Western route via Myanmar. The line is standard gauge in 
China, and 1,000 mm narrow gauge in Thailand. The railway network is expected to increase 
economic ties between China and Southeast Asia.

Kuranda Scenic Railway (Cairns, Australia) 23 The Kuranda Scenic Railway is the name for the railway line that runs from the coastal city of 
Cairns, Queensland, Australia, over the Great Dividing Range to the town of Kuranda on the 
Atherton Tableland. The tourist railway snakes its way up through the Macalister Range on the 
Cairns-to-Kuranda railway line which is no longer used for regular commuter services, but 
instead operates as a tourist service, operating every day of the year, except Christmas Day. 
It passes through the suburbs of Stratford, Freshwater (stopping at Freshwater railway 
station) and Redlynch before reaching Kuranda. The line is used for some freight services and 
other passenger services, such as The Savannahlander.

Kyle Railroad Company (Belleville, KS ) 850 The Kyle Railroad Company (KYLE) is a short line railroad line based in Phillipsburg, Kansas, 
that currently operates 550 route miles of track, 80 of which are in Colorado. The KYLE runs 
from northcentral Kansas into eastern Colorado, terminating at Limon. A portion of the KYLE 
in Colorado consists of former Chicago Rock Island & Pacific Railroad main line from Chicago 
to Denver. KYLE serves as an important link between the U.S. Wheat Belt and national 
markets. The railroad hauls agricultural commodities, including milo, corn, and sunflower 
seeds, as well as fertilizer, sunflower oil, roofing products, and construction materials.

Lackawanna Line (Buffalo, NY ) Operated in the 1880's. In 1886, the line was operated as an association of the Boston & 
Maine, the Eastern Railroad of Massachusetts, The Chesire, the Boston, Barre & Gardner, the 
Fitchburgh, the Boston, Hoosac Tunnel & Western, the Delaware & Hudson Canal Company, 
the Delaware, Lackawanna & Western, the Philadelphia & Reading, the New York, Chicago & 
St. Louis, the Wabash, St. Louis & Pacific, the Peoria, Decatur & Evansville, the Louisiville, 
New Albany & Chicago, and the Chicago & North Western Railways.

LaClede Car Company (St. Louis, MO ) LaClede was a builder of streetcars. Listed in 1890 Directory of Iron & Steel Works in the U.S. 
and Canada, with an annual capacity of 2,500 cars.Laconia Car Works (Laconia, NH ) Laconia Car Works was a manufacturer of freight and passenger cars. In 1886 it had an 
annual capacity of 1,500 freight cars, 150 passenger cars, and 1,000 streetcars. In 1890, it 
listed capacity of 600 freight cars and 30 passenger cars.

Lake Erie & Western Railroad (Sandusky, OH ) 906 The Lake Erie & Western Railway was chartered by the Seney Syndicate in 1880 to 
consolidate the Lafayette, Bloomington & Mississippi Railroad, the Lafayette, Muncie & 
Bloomington Railroad, the Indianapolis & Sandusky Railroad, and the Lake Erie & Louisville 
Railroad, and to operate a line from a connection with the Lake Shore & Michigan Southern 
near Sandusky, OH to Bloomington, IL. The Lake Erie & Western Railway was foreclosed and 
suceeded by the Lake Erie & Western Railroad on Feb 10, 1887.    
 
After the 1887 reorganization, the company purchased the Indianapolis, Peru & Chicago 
(Indianapolis - Michigaan City, IN) in 1887, and the Ft. Wayne, Cincinnati & Louisville in 1890.  
The purchase of the Northern Ohio Railroad in 1895 became the Lake Erie & Western's 
downfall and resulted in the sale of the company to the Lake Shore & Michigan Southern* in 
1899.  
 
*One of the Seney Syndicate's financiers, Charles Brice, apparently held a significant 
investment in the Lake Erie & Western. At the the time of his death, in 1899, the New York 
Central (Lake Shore & Michigan Southern) acquired stock control (from Charles Brice and the 
Seney Syndicate) of the LE & W and operated the road directly from 1900 until 1922. The 
New York Central then sold its interest in the Lake Erie & Western to the Van Sweringen 
Brothers in 1922, who then merged the Lake Ere & Western into their Nickel Plate Railroad, 
which they controlled.  
 
In 1896 the Northern Ohio's gross revenues were, $146,160; net, $8,063;  taxes, $5,713, 
interest on bonds, $125,000; deficit, $122,650. In 1896-97 the NO's deficit was $118,911. In 
1897-98, deficit, $119,142, and in 1898-99, deficit, $110,029.  The Surplus in 1891, after 
paying 4 per cent, dividends upon preferred stock, was $455,458. In 1892 dividend on 
preferred was increased to 5 percent., and surplus after paying same was $393,659. In 1893 
surplus over 5 per cent, dividend on preferred was $221,407. In 1894 same dividend was paid 
and surplus was $204,569. In 1895 dividend 5 per cent, and surplus $62,505, after devoting 
$246,669 to betterments. In 1896 company' paid interest on the Northern Ohio 5 per cent, 
bonds amounting to $125,000, and $592,000 for 5 per cent, dividends on the preferred stock, 
leaving a balance of $134,389. In 1897 balance after Northern Ohio payment and preferred 
dividends was $149,647. In 1898 dividends on preferred were reduced to 3 3/4 per cent., 
calling for $444,000, and $197,978 out of earnings was devoted to betterments. In 1899 the 
surplus was $201,144, and in 1900, after paying 4 per cent, on the preferred stock, there was 
a surplus of $242,568.   
 
 See http://www.borhs.org/Shopping/images/60311.PDF

Lake George & Muskegon River Railroad (Lake George, MI ) 6 The Lake George & Muskegon River Railroad or LG&MR Railroad is believed to have been 
the first railroad built to haul logs. The railroad terminated at the Muskegon River, near today's 
Temple. 

Lake Shore & Michigan Southern Railroad (Buffalo, NY ) 1,544 In 1869, the Michigan Southern & Northern Indiana, the Cleveland & Toledo, the Cleveland, 
Painesville & Ashtaluba (renamed the Lake Shore in 1868) and the Buffalo & Erie Railroads 
merged to form the Lake Shore & Michigan Southern Railroad.  The Michigan Southern & 
Northern Indiana route ran from Chicago to Toledo,  while the Lake Shore Railway route ran 
from Toledo to Erie, PA, and the Buffalo & Erie line running from Erie to Buffalo.  In the same 
year, the LS&MS came under the control of the New York Central & Hudson River RR and 
officially merged with the NYC&HR in 1914 to form the New York Central Railroad. Gaining 
control of the Lake Shore & Michigan Southern by the NYC&HR created a through route 
between New York City and Chicago. Prior to this event, the NYC& HR's line ran from New 
York City to Buffalo, and the Lake Shore & Michigan Southern's line ran from Cleveland to 
Chicago. Merging the two lines created a single route to Chicago.

Lake Superior & Mississippi Railroad (St. Paul, MN ) 150 The Lake Superior & Mississippi Railroad built what became an extension  of the Northern 
Pacific main line between St. Paul and Duluth-Superior. The line was built between 1867 and 
1870 using financing provided by Jay Cooke & Co. and opened in 1870, providing the first rail 
line between St. Paul and Duluth. 

Lake Tahoe Narrow Gauge Railroad (Glenbrook, NV ) 8 7,146 4.0% The Lake Tahoe Narrow Gauge Railway was built to supply lumber and cordwood for the 
Comstock Mining District. Nowhere in the United States was there such a large expenditure of 
capital and labor to supply the huge mines, mills, and smelters of the Comstock Lode.

Lake Washington Belt Line Railroad (Renton, WA ) 23 The Northern Pacific Railroad partnered with the Lake Washington Belt Line Company in 1890 
in order to build rail connections and a ship canal to connect towns on the east side of Lake 
Washington with Puget Sound. More importantly, the railroad would provide the Northern 
Pacific with a route bypassing rail congestion in downtown Seattel. 

Lancashire & Yorkshire Railway (Manchester, England) The Lancashire & Yorkshire Railway was the third largest railway system in northern England 
(after the Midland and North Eastern Railways) and the largest whose network was entirely 
within Northern England.

Lancaster Locomotive Works (Lancaster, PA ) The Lancaster Locomotive Works may have been the successor to the Norris Locomotive 
Works of Philadelphia, which closed in 1850. The company was owned by James Norris and 
produced one of the first decapods (2-10-0) for the Lehigh Valley in 1867. The locomotives 
produced by this company were called "Brandt engines" in honor of the company's 
superintendent, John Brandt. [2] The locomotive works continued to be referenced as the 
Norris Locomotive Works, Lancaster in 1870. [4]

Landquart–Davos Platz railway (Landquart, Switzerland) 31 4.5%
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Laquin Lumber Company - Little Schrader Creek & McCraney Run 
Railroad (Laquin (Towanda), PA )

8.0% The lumber company built a standard gauge railroad to reach the Little Schrader Creek & 
McCraney Run logging tract. The lograde of 4% along the Little Schrader was not unusually 
steep. However, individual spur tracks in the woods to log dumps would often literally go right 
up the side of the mountain with grades of 6 to 8% (Ref 1) 
 
Laquin is 19 miles southwest of Towanda, PA

Larry's Truck & Electric (McDonald, OH ) Larry's Truck and Electric scraps, rebuilds, leases, and resells a wide variety of second-hand 
locomotives, generally first- and second-generation road switches and yard switchers. The 
company also provides sales and repair of important locomotive parts, including prime movers 
and traction motors. 

Laurel Fork & Sand Hill Railroad (Parkersburg, WV ) 20 The Laurel Fork & Sand Hill Railroad was the first railroad completed in West Virginia and was 
constructed to transport crude oil from Volcano to Parkersburg. [2] In the 1870's, Volcano was 
larger than Parkersburg. In The route ran east from the Baltimore & Ohio's Parkersburg 
Branch, the Northwestern Virginia Railroad, which ran east to Grafton. In practice the LF & SH  
went to the oilfield at Volcano and no farther. In the photograph, the name "Maj. W. R. 
Sterling" is written across the engine.

Lawrence Machine Shop (Lawrence, MA ) The Lawrence Machine Shop was a very early small, but important builder of steam 
locomotives, ca 1850-1857. During this period, it built about locomotives.Lawrenceburg & Indianapolis Railroad (Lawrenceburg, IN ) 88 The Lawrenceburg & Indianapoli was the first railroad built in Indiana. [1] It was organized to 
build from Indiana's river port nearest to Cincinnati, up through Greensburg and Shelbyville to 
the capital city. (Lawrenceburg is located near the Ohio State Line on the Ohio River, 25 miles 
west of Cincinnati.

Leadville, Colorado & Southern Railroad (Leadville, CO ) 11,201 The Leadville, Colorado & Southern Railroad operates over the former Denver, South Park & 
Pacific and Colorado & Southern lines to the Continental Divide. Lehigh & Hudson River Railway (Maybrook, NY ) 95 The Lehigh & Hudson River Railroad was an important "Bridge" road, linking the New Haven 
Railroad at Maybrook with the Lehigh Valley, the Central Railroad of New Jersey, the 
Pennsylvania Railroad and the Delaware, Lackawanna & Western. The key connecting link 
with the New Haven Railroad was the Poughkeepsie Railroad bridge, which burned on May 8, 
1974, and was never reopened, although being sold to Conrail in 1976 for $1.00. The bridge 
remains, but is used as a pedestrian walkway. The Lehigh & Hudson River 

Lehigh & New England Railroad (Maybrook, NY ) 217 This railroad served as a bridge line, for shipment of antracite coal located in the Tamaqua, PA 
area, and cement plants in Bath, PA to an interchange with the New Haven in Campbell Hall.  
The route of the L&NE roughly paralleled the Lehigh & Hudson River line for most of its line 
between Maybrook and Penn Argyl.

Lehigh Coal & Navigation Company (Easton, PA ) 44 The Lehigh Coal & Navigation Company was an important railroad and canal company in the 
early 1800's, and was a major shipper of coal from the Lehigh anthracite coal fields. In the 
early 1800's, it connected the Wyoming coal fields near Wilkes-Barre to Philadelphia and New 
York City. These two cities were the largest in the country, and consumed huge quantities of 
coal.

Lehigh Valley Railroad (New York, NY ) 1,444 The Lehigh Valley Railroad was an important coal carrier for most of its life: Coal generated 
the revenues and profits that allowed the railroad to expand. The railroad's coal fields were 
known as the "Middle Field" of Pennsylvania's anthracite coal region. It's natural outlet was 
the Lehigh River, which ran  southeast through the mountains to join the Delaware River at 
Easton, PA. [9] The railroad eventually connected New York (via ferry or car float), New 
Jersey, Philadelphia and Buffalo with the Great Lakes. The railroad is best known for its 
relationship with Asa Packer, who financed the construction 

Leiper Railroad (Nether Providence (15 mi SW Philadelphia), PA ) The Leiper Railroad was a horse drawn railroad that operated between 1810 and 1828 in 
what is now Nether Providence Township, Pennsylvania, -- it was replaced by a canal, 
remnants of which are still visible. It was the first documented rail road in America. The credit 
of constructing the first permanent tramway in America may therefore be rightly given to 
Thomas Leiper. He was the owner of a fine quarry not far from Philadelphia, and was much 
concerned to find an easy mode of carrying stone to tide-water. 

Leon, Mt. Ayr & Southwestern Railroad (Mt. Ayr, IA ) 219 Construction began between Leon and Mt. Ayr, in May 1879 and this segment was completed 
in September 1879; the line reached Grant City, MO in September 1880, Bethany, MO in 
November 1880, and Albany, MO in October 1881.  The Leon, Mt. Ayr & Southwestern 
operated two segments: the first 57 mile segment running from Leon, IA to Grant City, MO, 
and the second 46 mile line from Bethany Junction, MO to Albany, MO.

Lewiston, Augusta & Waterville Street Railway (Lewiston, ME ) 163 The Lewiston, Brunswick & Bath Street Railway was the largest street railway system in 
Maine, having a total mileage of 163 miles. Lexington & Frankfort Railroad (Frankfort, KY ) 29 The Lexington & Frankfort constructed the first railroad tunnel in Kentucky, and the first tunnel 
west of the Appalachian Mountains. The 515 foot long Arsenal Hill Tunnel was built to 
eliminate the inefficient incline that had previously been used in order to gain access to 
Frankfort.

Lexington & Ohio Railroad (Lexington, KY ) 81 The Lexington & Ohio Railroad was the first railroad to be built west of the Allegheny 
Mountains.Lexington & Ohio Railroad Inclined Plane (Frankfort, KY ) 7.0% The Lexington & Ohio constructed an Inclined Plane at Frankfort about 2200 feet long 
descending one foot in fourteen feet. After the Lexington & Ohio was acquired by the 
Liexington & Frankfort, the latter immediately set about removing the inlcine, and making 
other major upgrades to the former's road. 
 
The incline was located just to the east of the Frankfort Tunnel, in downtown Frankfort. (Ref 3)

Lima - Shay Locomotive (Lima, OH ) Approximately 2770 Shay locomotives were built by Lima in four classes, from 6 to 160 tons 
between 1878 and 1945, making it one of the largest locomotive builders of light duty 
locomotives in the U.S.

Lima Locomotive & Machine Co. (Lima, OH ) Timeline of events 
 
 • 1877: Lima Machine Works is established to produce agricultural and sawmill equipment. 
 • 1878: Lima Machine Works builds the first Shay type locomotive. 
 • 1892: Lima Machine Works reorganizes and emerges as Lima Locomotive & Machine 
Company. 
 • 1911: Lima begins manufacturing locomotives for Class I railroads. 
 • 1912: Another reorganization and Lima emerges as Lima Locomotive Corporation. 
 • 1916: Joel Coffin purchases Lima; the company is renamed Lima Locomotive Works. 
 • 1922: Woodard's 2-8-2 NYC 8000, ancestor of "Super Power", is delivered. 
 • 1925: Woodard's A-1, the prototype "Super Power" Berkshire type, takes to the rails. 
 • 1947: Lima is merged with General Machinery Corporation of Hamilton, Ohio. The new 
company is named Lima-Hamilton. 
 • 1949: Lima's last steam locomotive (NKP 779) is built. Lima-Hamilton begins production of 
Diesel locomotives.  
 • 1951: Lima-Hamilton is merged with Baldwin Locomotive Works. The new company is 
named Baldwin-Lima-Hamilton. 
 • 1956: Baldwin-Lima-Hamilton exits the locomotive market. 
 • 1980: Production of cranes and construction equipment ends, Lima factory closed and sold.

Lima Locomotive Works (Lima, OH ) Lima Locomotive Works was an American firm that manufactured railroad locomotives from 
the 1870s through the 1950s. The company took the most distinctive part of its name from its 
main shops location in Lima, Ohio. The company was best known for producing the Shay 
geared logging steam locomotive, and for introducing the "Super Power" advanced steam 
locomotive concept - exemplified by its prototype 2-8-4 Berkshire locomotive.   
 
History   
 
The company was founded as the Lima Machine Works in 1877. In 1878 James Alley 
contracted the Lima Machine Works to build a steam locomotive that Ephraim Shay had 
designed. In April 1880, Lima rebuilt Ephraim Shay's original design, using vertically side-
mounted pistons mounted on the right, connected to a drive line on the outside of the trucks. 
The Shay was geared down to provide more slow-moving pulling ability for use in the lumber 
industry. The first Shay locomotive was built in 1880 and was such a success that many 
people in the lumber industry wanted one.  
 
To accommodate the new demand for the locomotive Shay licensed the right to build his 
locomotive to the Lima Machine Works, which began to ship Shay locomotives to lumbermen 
across the frontier. Two years later, locomotives were the main product being produced by the 
Lima Machine Works, which would produce over 300 locomotives during the next ten years.  
After a fire in 1902, Lima rebuilt with new shops and began to concentrate on the production 
of conventional steam locomotives. At the same time it also began producing other heavy 
machinery such as steam cranes and railroad rotary snow plows.   
 
Super Power Steam Locomotives 
 
Lima became famous for developing the "Super Power Steam Locomotive" in the 1920's. The 
Super Power locomotive was developed by Lima's mechanical engineer William E. Woodard 
in the 1920’s. By redesigning a number of features, Woodard’s locomotives became 
significantly more powerful and faster than similar conventional locomotives. He started with 
with a heavy 2-8-2 design and designed a larger firebox, increased superheating, a new 
feedwater heater, improved draughting, higher boiler pressure, streamlined steam passages 
and a trailing-truck booster engine, and by applying limited cutoff (the range of steam valve 
admission settings) to prevent locomotive engineers from using excessive steam at starting. 
The 2-8-2 thus produced was demonstrated to be 26% more efficient overall than its 
immediate predecessor. The NYC was impressed, and bought 301 locomotives.   
 
2-8-4 Berkshire 
 
It soon became apparent that the increased firebox size (from 66 square feet to 100 square 
feet) on the first generation of true super power locomotives would require the addition of 
another trailing axle to support the weight of the firebox. This resulted in the 2-8-4 wheel 
arrangement, which came to be known as the Berkshire. Built in the spring of 1925, the first 
Berkshire proved to be a whopping 26-30% more efficient than its 2-8-2 predecessor. After a 
highly successful series of tests in the mid-1920s it was sent around the country to advertise 
the "Super Power" design. The first forty-five were purchased by New York Central's 
subsidiary Boston & Albany following initial road testing across the summit of the Berkshire 
Hills, and the 2-8-4 wheel arrangement came to be known as the "Berkshire" on most 
railroads. The prototype itself was later sold to the Illinois Central as part of an order for 50 
similar locomotives. Woodard summed up "Super Power" by defining it as "horsepower at 
speed". Previous design principles emphasized tractive effort (pulling ability) rather than 
speed. By 1949 some 613 Berkshires had been constructed for North American service.  
 
Timeline of events 
 
 • 1877: Lima Machine Works is established to produce agricultural and sawmill equipment. 
 • 1878: Lima Machine Works builds the first Shay type locomotive. 
 • 1892: Lima Machine Works reorganizes and emerges as Lima Locomotive & Machine 
Company. 
 • 1911: Lima begins manufacturing locomotives for Class I railroads. 
 • 1912: Another reorganization and Lima emerges as Lima Locomotive Corporation. 
 • 1916: Joel Coffin purchases Lima; the company is renamed Lima Locomotive Works. 
 • 1922: Woodard's 2-8-2 NYC 8000, ancestor of "Super Power", is delivered. 
 • 1925: Woodard's A-1, the prototype "Super Power" Berkshire type, takes to the rails. 
 • 1947: Lima is merged with General Machinery Corporation of Hamilton, Ohio. The new 
company is named Lima-Hamilton. 
 • 1949: Lima's last steam locomotive (NKP 779) is built. Lima-Hamilton begins production of 
Diesel locomotives.  
 • 1951: Lima-Hamilton is merged with Baldwin Locomotive Works. The new company is 
named Baldwin-Lima-Hamilton. 
 • 1956: Baldwin-Lima-Hamilton exits the locomotive market. 
 • 1980: Production of cranes and construction equipment ends, Lima factory closed and sold.

Lima-Hamilton Locomotive Company (Lima, OH ) General Machinery Corporation of Hamilton, OH had designed and developed a diesel, and 
needed a partner to market its new design. At the time, orders for Lima Locomotive Works 
steam locomotives had come to an end-it seemed like a great opportunity for the two 
companies. General Machinery was a large manufacturer with a long and storied history. The 
merger resulted, but the results were substandard: EMD and ALCO ruled the diesel market, 
and Lima was too late and not enough to make a difference. 174 diesels were produced 
before the company shut down just 3 years after its formation. 

Linz-Budweis Railway (Linz, Austria) 74 The Linz-Budweis Railway was reportedly the first rail line on the European continent. Initially 
a horse drawn line constructed to transport salt from salt deposits in Austria to 
Czechoslovakia. The last horse drawn train operated in 1872, with a steam train replacing the 
horses.

Lisbon Tramway (Lisbon, Portugal) 47 13.8% The first tramway in Lisbon entered service on 17 November 1873, as a horsecar line. On 30 
August 1901, Lisbon's first electric tramway commenced operations. Within a year, all of the 
city's tramways had been converted to electric traction. 
 
Until 1959, the network of lines continued to be developed, and in that year it reached its 
greatest extent. At that time, there were 27 tram lines in Lisbon, of which six operated as circle 
lines. As the circle lines operated in both clockwise and anticlockwise directions, each with its 
own route number, it is more correct to speak of a total of 24 tram routes, all of them running 
on 900 mm (2 ft 11 7⁄16 in) narrow gauge tram lines. 
 
The slow decline of the network began with the construction of the Lisbon Metro and the 
expansion of the bus system.

Lithuanian State Railways (Lithuania) 1,072 Following the end of World War I, Germany, which controlled the Lithuanian Railways, 
transferred the railways to the Lithuanian State Railways.Little Book Cliff Railway (Grand Junction, CO ) 14 4,600 5.0% The Little Book Cliff Railroad was built by W.T. Carpenter, a highly successful banker and 
businessman living in Grand Junction, CO. In 1888, Carpenter purchased the Book Cliff and 
Grand Valley coal mines; these large mines were located at the base of the Bookcliffs, north of 
Grand Junction. Carpenter soon began work on building the Little Book Cliff Railroad to bring 
coal to the city; the railroad was completed in 1891. The railroad was also used to transport 
building stone from an adjacent quarry, and bottled water from a spring. The financial panic of 
1893 brought its share of financial difficulties to W. T. Carpenter, as he struggled to keep his 
bank, mines and railroad operating. Eventually, his businesses  became "secretly" bankrupt, 
as the public was unaware of his problems. He left Grand Junction and his financial difficulties 
behind, and departed for the Alaskan gold fields. He never returned.

Little Cottonwood Transportation Co (Alta (Tanner's), UT ) 8 10,550 10.8% The Little Cottonwood Transportation Company was a narrow gauge railroad built by the 
Denver & Rio Grande Railroad (Rio Grande Western), and then leased to the Little 
Cottonwood to provide a connection between the Salt Lake & Alta Railroad at Wasatch, with 
the mines and ore smelters in Little Cottonwood Canyon at Alta. A Shay locomotive was used 
because of the steep grades on this line. Ore was transported from the mines to the railhead 
at Tanner's Flat by the Michigan-Utah aerial tram. After many years of inoperative ownership, 
the track was removed above Sand Pit in 1934.  The Little Cottonwood Transportation 
Company ceased operation in 1925, with operations being taken over by the Alta Scenic 
Railway.  Alta is located on the western boundary of the Uinta National Forest, about 16 miles 
east of Sandy, UT on U.S. Hwy 89. Little Cottonwood Canyon is located 9 miles east of Alta, 
on a straight line.  

Little Miami Railroad (Cincinnati, OH ) 196 The Little Miami was the first railroad to be built into Cincinnati. It was organized with the 
objective of providing a rail connection between Cincinnati and Sandusky, where connections 
could be made with ships on Lake Erie.  The line went from Cincinnati to Springfield, Ohio 
From there it connected with the Mad River and Lake Erie Railroad, thus providing a route 
from the Ohio River to Lake Erie at Sandusky.  
 
The first train ran to Loveland in 1843, Xenia in 1844 and to Springfield in 1846. Within 20 
years the system joined Cincinnati with Pittsburgh.   
 
The city of Cincinnati organized this railroad in 1836 and provided $200,000 in initial financing. 
The first trains did not run until 1841, however. The line was opened to Springfield, in August, 
1846, and to Sandusky in 1848. and Columbus, in February, 1850.   The Little Miami 
eventually acquired the Columbus and Xenia Railroad, providing a route from Cincinnati to 
Columbus. The Pittsburgh, Cincinnati & St. Louis Railway then leased the Little Miami in 
1869, making it a part of the Panhandle division of the PRR. The Little Miami lease was 
strategically important to the Pennsylvania Railroad, since it provided access into Cincinnati 
from Columbus, and to Dayton via the Dayton & Western, which was then controlled by the 
Little Miami.  All of the locomotives and cars used on the Little Miami were constructed in 
Cincinnati, probably giving rise to the locomotive and car building enterprises that developed 
later in Cincinnati.   
 
The Little Miami Railroad Company is operated by The Pittsburgh, Cincinnati, Chicago & St. 
Louis Railway Company as follows: Tracks and facilities, Morrow to Cincinnati, Ohio, 36.44 
miles, and terminal facilities at Cincinnati, used under agreement of May, 1860, between 
owner and the Cincinnati, Wilmington and Zanesville Railroad Company, predecessor of the 
Cleveland, Akron and Cincinnati.    
 
-----  Opened to Springfield, August, 1846; to Columbus, February, 1850.  Entered into 
contract with Columbus & Xenia Railroad, 11/30/1853.  Little Miami & Columbus & Xenia 
Railroads (the "Joint Company") jointly purchased the the Dayton Western Railroad, at 
foreclosure in February, 1865, and then entered into a lease of that road.. Joint company 
purchased Dayton, Xenia & Belpre Railroad, 2/4/1865. Union was dissolved, 11/30/1868, and 
ownership of the Dayton, Xenia & Belpre Railroad was transferred to the Little Miami Railroad 
on that date.   
 
Little Miami Railroad purchased, and then leased the Columbus & Xenia Railroad for 99 years 
from December 1, 1868. Also included in the lease of the Columbus & Xenia Railroad were 
rights in: Dayton & Western Railroad. Dayton, Xenia & Belpre Railroad. Richmond & Miami 
Railroad.    
 
Mutual operations contract dissolved, 11/30/1868, when the Little Miami Railroad took a lease 
of the Columbus & Xenia Railroad and the Dayton & Western Railroad.  
 
On 12/1/1869, the Little Miami Railroad and leased lines were leased to the Pittsburgh, 
Cincinnati & St. Louis Railway for 99 years.  This Company is included in the group of 
railroads leased to the Pittsburg, Cincinnati & St. Louis Railway Company (Little Miami 
Railroad. Columbus & Xenia Railroad. Dayton & Western Railroad). This line is operated by 
the Pennsylvania Company through the control given by holding a majority of the stock by the 
Pennsylvania Company.    
 
Little Miami Railroad purchased branch from Xenia to Dayton, 16.00 miles, formerly Dayton, 
Xenia & Belpre Railroad.   
 
1877 Leased Lines:   Columbus & Xenia Railroad, Xenia to Columbus, Ohio, 55 miles. Dayton 
& Western Railroad, Dayton, OH to Indiana Line, 37 miles.  Richmond & Miami Railroad, Ohio 
Line to Richmond, IN 4 miles. 

Little River Railroad (Maryville, TN ) 150 The Little River Lumber company was one of the largest commercial lumber operations in the 
Smoky Mountains. Little Rock & Ft. Smith Railway (Little Rock, AR ) 170 This railroad was chartered in Arkansas as the Little Rock & Fort Smith Branch of the Cairo & 
Fulton Railroad. In 1855, the name was changed to the Little Rock & Fort Smith Railroad 
Company. The railroad was chartered 11 months after the Cairo & Fulton was chartered.The 
company subsequently bankrupted. A new railroad called the Little Rock and Fort Smith 
Railroad was organized in Arkansas on December 9, 1874 to acquire the Little Rock & Fort 
Smith Railroad Company (of 1855) on December 19, 1874. On June 12, 1875, the name was 
changed again to the Little Rock & Fort Smith Railway, and construction on the road was 
completed the next year.. Finally, on April 13, 1906 the railroad was sold to the St. Louis, Iron 
Mountain & Southern.  The line leased a connection from the Kansas & Arkansas Valley 
Railway to Fort Smith, Arkansas; Fort Smith, Arkansas to St. Louis & San Francisco Railway, 
(leased), 3.74 miles. Van Buren Junction (nr Hot Springs) to Argenta Junction (Ft. Smith), 
Arkansas, (leased), 158.86 miles. Van Buren Junction to Van Buren, Arkansas, (leased), .26 
miles. Fort Smith Crossing connection to near Fort Smith Crossing, (leased), .18 miles. 
Operated as the Van Buren Divison of the Missouri Pacific Railway as part of St. Louis, Iron 
Mountain & Southern Railway. Little Rock & Fort Smith Railroad was sold in December, 1874. 
Company reorganized under present title, June 12, 1875. Road completed in 1876. Leased 
for 50 years to St. Louis, Iron Mountain & Southern Railway from January 1, 1890. 

Little Rock & Memphis Railroad (Little Rock, AR ) 137 The Little Rock & Memphis Railroad The Little Rock & Memphis Railroad was sold under 
foreclosure, October 25, 1898, and was succeeded by the Choctaw & Memphis Railroad, 
chartered, September 15, 1898. The latter company took possession, January 1, 1899.

Liverpool & Manchester Railway (Liverpool, England) 35 The  Liverpool & Manchester was the first public transport system which did not use animal 
power to pull the wagons along a railroad. The railroad's engineering was designed by George 
Stephenson. His work became the groundwork for all modern railways that followed.

Liverpool Overhead Railway Company (Liverpool, England) The Liverpool Overhead Railway was the world's first electric elevated railway and the first to 
be protected by electric automatic signals.  Lobdell Car Wheel Company (Wilmington, DE ) By 1860, the firm was the largest producer of "chilled cast iron car wheels"  (cast railroad car 
wheels) in the United States. By 1912 Lobdell turned out 700 wheels per day for horse cars, 
street cars, electric railways, mine cars and overhead cranes. The employed over 300 workers 
and had the largest melting capacity in Wilmington. 

London & North Eastern Railway (London, England) 6,590 The London and North Eastern Railway (LNER) was the second largest of the "Big Four" 
railway companies created by the Railways Act 1921 in BritainLondon & North Western Railway (London, England) The London and North Western Railway (LNWR, L&NWR) was a British railway company 
between 1846 and 1922. It was created by the merger of three companies – the Grand 
Junction Railway, the London and Birmingham Railway and the Manchester and Birmingham 
Railway. In the late 19th century the L&NWR was the largest joint stock company in the world.  
In 1923 it became a constituent of the London, Midland and Scottish (LMS) railway, and, in 
1948, the London Midland Region of British Railways: the LNWR is effectively an ancestor of 
today's West Coast Main Line.  As the largest joint stock company in the United Kingdom, it 
collected a greater revenue than any other company. It served most of Britain's largest cities: 
Birmingham, Leeds, Liverpool, London, Manchester, and (through co-operation with the 
Caledonian Railway) Edinburgh and Glasgow. It also handled the Irish Mail for the 
Government between Euston and Holyhead.  The company was formed on 16 July 1846 by 
the amalgamation of the Grand Junction Railway, London and Birmingham Railway and the 
Manchester and Birmingham Railway. This move was prompted in part by the Great Western 
Railway's plans for a railway north from Oxford to Birmingham. The company initially had a 
network of approximately 350 miles (560 km), connecting London with Birmingham, Crewe, 
Chester, Liverpool and Manchester.  The LNWR became a constituent of the London, Midland 
and Scottish (LMS) railway when the railways of Great Britain were merged in the grouping of 
1923. Ex-LNWR lines formed the core of the LMS's Western Division.  Nationalisation 
followed in 1948, with the English and Welsh lines of the LMS becoming the London Midland 
Region of British Railways. Some former LNWR routes were subsequently closed, notably the 
lines running East to West across the Midlands (e.g. Peterborough to Northampton and 
Cambridge to Oxford), but others were developed as part of the Inter City network, notably the 
main lines from London to Birmingham, Manchester, Liverpool and Carlisle, collectively known 
in the modern era as the West Coast Main Line. These were electrified in the 1960s and 
1970s, and further upgraded in the 1990s and 2000s, with trains now running at up to 125 
mph. Other LNWR lines survive as part of commuter networks around major cities such as 
Birmingham and Manchester.

London & Port Stanley Railway (Port Stanley, ON Canada) 23  At  the time, the London & Port Stanley was organized, Port Stanley was an important marine 
terminal, where Ferry boats and steamboats on Lake Erie would interchange passengers and 
freight with the London & Port Stanley.The London & Port Stanley was constructed to connect 
with the Great Western Railway at London, Ontario, with Port Stanley. The Great Western 
Railway arrived in London, Ontario in 1853.

London Transport (London, England) In 1933, London's underground railways, tramway and bus operators were merged to form the 
London Passenger Transport Board, which became known as London Transport, and Harry 
Beck's diagrammatic tube map appeared for the first time. The outlying lines of the former 
Metropolitan Railway closed, the Brill Tramway in 1935, and the line from Quainton Road to 
Verney Junction in 1936. The 1935–40 New Works Programme included the extension of the 
Central and Northern lines and the Bakerloo line to take over the Metropolitan's Stanmore 
branch.  World War II suspended these plans after the Bakerloo line had reached Stanmore 
and the Northern line High Barnet and Mill Hill East in 1941. During the war many tube 
stations were used as air-raid shelters. Following bombing in 1940 passenger services over 
the West London Line were suspended, leaving Olympia exhibition centre without a railway 
service until a District line shuttle from Earl's Court began after the war. After work restarted 
on the Central line extensions in east and west London, these were complete in 1949. After 
Britain's railways were nationalised in 1948 the reconstruction of the main line railways was 
given priority over the maintenance of the Underground and most of the unfinished plans of 
the pre-war New Works Programme were shelved or postponed. 
 
However, the District line needed new trains and an unpainted aluminium train entered service 
in 1953, this becoming the standard for new trains. In the early 1960s the Metropolitan line 
was electrified as far as Amersham, British Rail providing services for the former Metropolitan 
line stations between Amersham and Aylesbury. The Victoria line was dug under central 
London and, unlike the earlier tubes, the tunnels did not follow the roads above. The line 
opened in 1968–71 with the trains being driven automatically and magnetically encoded 
tickets collected by automatic gates gave access to the platforms. In 1976 the isolated 
Northern City Line was taken over by British Rail and linked up with the main line railway at 
Finsbury Park. 
 
In 1979 another new tube, the Jubilee line, named in honour of Queen Elizabeth's Silver 
Jubilee, took over the Stanmore branch from the Bakerloo line[49] and was extended through 
to the Docklands in 1999.  Under the control of the Greater London Council, London Transport 
introduced a system of fare zones for buses and underground trains that cut the average fare 
in 1981. Fares increased following a legal challenge but the fare zones were retained, and in 
the mid-1980s the Travelcard and the Capitalcard were introduced. To comply with new safety 
regulations issued as a result of the King's Cross fire and to combat graffiti a train 
refurbishment project was launched in July 1991. In 1984 control of London Buses and the 
London Underground passed to London Regional Transport (LRT), which reported directly to 
Secretary of State for Transport. One person operation had been planned in 1968, but conflict 
with the trade unions delayed introduction until the 1980s. 
 
In the early years of the 21st century London Underground was reorganised in a Public-
Private Partnership where private infrastructure companies (infracos) upgraded and 
maintained the railway. In 2003 control passed to Transport for London (TfL) that had been 
opposed to the arrangement. One infraco went into administration in 2007 and TfL took over 
the responsibilities, TfL taking over the other in 2010. Electronic ticketing in the form of the 
contact-less Oyster card was introduced in 2003. The East London line closed in 2007 so that 
it could be converted into a London Overground line, and in December 2009 the Circle line 
changed from serving a closed loop around the centre of London to a spiral also serving 
Hammersmith. 
 
Transport for London 
 
Transport for London (TfL) was created in 2000 as the integrated body responsible for 
London's transport system. It replaced London Regional Transport. It assumed control of 
London Underground Limited in July 2003. TfL is part of the Greater London Authority and is 
constituted as a statutory corporation regulated under local government finance rules. It has 
three subsidiaries: London Transport Insurance (Guernsey) Ltd, TfL Trustee Company Ltd and 
Transport Trading Ltd (TTL), and London Underground Limited is a subsidiary of TTL. The TfL 
Board is appointed by the Mayor of London. The Mayor also sets the structure and level of 
public transport fares in London. However the day-to-day running of the corporation is left to 
the Commissioner of Transport for London. The current Commissioner is Peter Hendy. The 
Mayor is responsible for producing an integrated transport strategy for London and for 
consulting the GLA, TfL, local councils and others on the strategy. The Mayor is also 
responsible for setting TfL's budget. The GLA is consulted on the Mayor's transport strategy, 
and inspects and approves the Mayor's budget. It is able to summon the Mayor and senior 
staff to account for TfL's performance. London TravelWatch, a body appointed by and 
reporting to the Assembly, deals with complaints about transport in London. 
 
From Ref 1

London Transport Executive (London, England) The London Transport Executive (LTE) was the organisation responsible for public transport in 
the Greater London area, UK, between 1948–1962. In common with all London transport 
authorities from 1933 to 2000, the public name and operational brand of the organisation was 
London Transport. 
 
Creation 
 
On 1 January 1948, under the provisions of the Transport Act 1947, the London Passenger 
Transport Board was nationalised and renamed the London Transport Executive, becoming a 
subsidiary organisation of the British Transport Commission, which was formed on the same 
day. Another subsidiary of the Commission was the Railway Executive (which traded as British 
Railways), which meant that London Transport and the main-line railways were under the 
same management for the first and last time in their respective histories. 
 
Projects[ 
 
A great deal of the early work of the LTE was spent repairing and replacing stock and stations 
damaged during the war. LTE also oversaw the completion of the delayed Central line 
expansion, which had been part of the 1935-40 New Works Programme begun by the LPTB. 
By 1949, the westbound extension to West Ruislip and the eastbound extension to Ongar was 
finished. 
 
The main priority of the BTC was to modernise its main-line railways and many of the 
uncompleted projects which were part of the New Works programme were postponed or 
shelved. These included plans to extend the Bakerloo line to Camberwell, and to extend the 
Northern line to Bushey Heath, linking up the separate branches terminating at Edgware and 
Mill Hill East in the process. However, this latter scheme (the Northern Heights) was never 
completed, as the protection of the countryside, under the newly created Green Belt plan, 
stopped residential building in this area and reduced passenger numbers would not justify the 
expenditure. 
 
The LTE completed the electrification of the outer sections of the Central line and the 
Metropolitan line. 
 
On the Central line, steam locomotives were still operating between Greenford and West 
Ruislip in the west and between Leytonstone and Ongar in the east. Electrification to West 
Ruislip was completed in 1948, leading to the start of passenger trains, which did not require 
locomotive changes, on 21 November of that year. On the same day, electrification round the 
"Fairlop loop" in the east was completed. And from 25 September 1949, electric tube trains 
were in operation between Loughton and Epping. This left a steam shuttle service operating 
between Epping and Ongar, which was not electrified until 18 November 1957. New trains 
were introduced on the line in 1959. 
 
The modernisation of the Metropolitan line, the final part of the New Works programme which 
had not been completed or scrapped, was finally given the go-ahead by the BTC in 1956. This 
consisted of electrification between Rickmansworth and Amersham and Chesham, some 
station reconstruction and the replacement of the rolling stock. Steam locomotives were fully 
withdrawn from the Underground network on 9 September 1961. By the end of 1962, new A 
stock trains had replaced all the pre-war stock on the Metropolitan line. 
 
The London Transport Executive started direct recruitment in Ireland and the Caribbean in the 
1950s. 
 
The LTE oversaw the elimination of London's trams in 1952 and the trolleybus system in 
1962. In terms of bus transport, the iconic AEC Routemaster bus was first introduced in 1956. 
 
Abolition 
 
By the late 1950s the BTC was in serious financial difficulties, which were largely due to the 
economic performance of the railways. It was criticised as an excessively bureaucratic system 
of administering transport services which had failed to develop an integrated transport system 
(such as integrated ticketing and timetabling) It was abolished by Harold Macmillan's 
Conservative government under the Transport Act 1962. This replaced the LTE with the 
London Transport Board, which was directly accountable to the Ministry of Transport. 
 

London Underground (London, England) 252 It is the third largest metro system in the world in terms of route miles, after the Shanghai 
Metro and the Seoul Metropolitan Subway and part of the largest system in terms of route 
miles when taken together with the Docklands Light Railway.

London, Midland & Scottish Railway (London, England) 7,790 2.7% The LMS was once the world's largest corporation and was the largest of the Big Four 
Railways created in 1921. It was the only railway to operate in all parts of the United Kingdom: 
England, Northern Ireland, Scotland and Wales. 

London, South Park & Leadville Railroad (Fairplay (Alma 
Junction), CO )

7 11,600 5.0% The London, South Park & Leadville Railroad was organized by the owners of the mines in 
London, CO, to connect the mines east of Mosquito Pass with Leadville. The original plans 
called for building a roadbed over the 13,000 ft high Mosquito Pass, or to tunnel under it, on 
the way to Leadville. Eventually, it was decided to build the railroad in from Alma Junction 
(originally called London Junction) to the mines at London via Mosquito Gulch, where a 4,500 
foot air tramway connected the mine, at 12,400 ft. elevation, to the railroad, at 11,600 ft 
elevation. Two switchbacks were used on the line, and at points, the grade reached 5%. The 
railroad almost immediately incurred financial problems, and was reorganized as the South 
Park & Leadville Railroad on April 10, 1885. The South Park & Leadville Railroad was 
abandoned in 1900.  The London, South Park & Leadville Railroad connected at Alma 
Junction with the Alma branch of the Denver, South Park & Pacific. The Alma branch ran from 
Garos through the Middle Fork of the South Platte River through Fair Play to Alma. The 
branch was built in 1880, and opened in 1881.  Alma Junction was 1 mile south of Alma, and 
north of Fairplay.   (See "Colorado Byways", by Tony Huegel, pp 75, for an excellent map of 
the area). 

Long Island Railroad (Long Island City (Jamaica), NY ) 700 The Long Island Railroad is the largest commuter railroad in the United States in terms of 
ridership and  the busiest railroad in North America. [6, 9] The railroad operates 700 trains a 
day and carries 90 million passengers per year. over 319 route miles today. [7] It is the oldest 
railroad in the country still operating under its original name. [8] The Long Island Railroad was 
originally planned as an integrated transportation system, connecting Long Island to New 
York, Boston, and Newark via rail and ferry or steamboat connections. [4] Ref [5] contains a 
photo of a LIRR ferryboat terminal.

Long-Bell Lumber Co. (Longview, WA ) In 1887, Robert A. Long and Victor Bell formed the Long-Bell Lumber Company in Columbus, 
Kansas. The Long-Bell Lumber Company branched out using balanced vertical integration to 
control all aspects of lumber from the sawmills to the retail lumber yard. As the company 
expanded it moved further south and eventually had holdings in Arkansas, Oklahoma Indian 
Territory, and Louisiana, before heading west to Washington. 
 
The company grew into one of the largest conglomerates of wood products of the era, with 
holdings in many states and under many subsidiary names, and sold out to International 
Paper in 1956. 
 
History 
 
Three young men went into the business of selling hay in Columbus, Kansas. A major 
expense was the lumber to build a wagon to deliver the hay and sheds to store it. They found 
out that hay was a poor business but that lumber was in high demand. They tore down the 
sheds and sold the lumber. Robert Alexandria Long, Victor Bell, whose father was president of 
Kansas City Savings Bank, and Robert White, cousin of Long, whose father was the cashier, 
started R. A. Long & Company. Within a short time, a competitor sold out to them and they 
opened more stores. In 1887 Robert White died and the remaining partners bought his share, 
incorporated the Long-Bell Lumber Company, and moved the headquarters to Kansas City. 
 
Subsidiaries 
 
There were company names such as, Long-Bell Farm Land Corporation, Long-Bell 
Demonstration Farm Company, and Longview Development Company for property in 
Longview, Washington. Texas Naval Stores Company (For turpentine distillery), and Hudson 
River Lumber Company in DeRidder, Louisiana. Other companies were Portland and Northern 
Railroad (LP&N), in Longview, Washington, and R. A. Long Properties, Long’s personal 
holding company. The King-Ryder Lumber Company in BonAmi, Louisiana, was the first Long-
Bell venture in Louisiana, also owned mills at Thomasville, Indian Territory Oklahoma, and at 
Winthrop, Arkansas and Hudson, Arkansas just south of Ashdown, Arkansas. 
 
The company operated The Long Bell Cabinet Division located at Longview, Washington, in 
the former drying sheds of the lumber mill they operated there for decades. The division 
manufactured kitchen and bath cabinets marketed in Sears and Mongomery Ward catalog 
and retail stores as well as through the company's lumber distribution yards. The division 
occupied approximately 23 acres under roof and the supervisors used bicycles to go between 
departments. The division was sold in approximately 1981 and eventually the plant was 
closed. Old-growth timbers from the structural framework of the plant have been recycled into 
many upscale homes, and a book of photographs has been published by an architect/builder 
who took a fondness to preserving a bit of history. 
 
Sawmills in Louisiana 
 
Some of the sawmills in Louisiana and their year of startup were: Bon Ami, (King-Ryder 
Lumber Company) in 1902, DeRidder (Hudson River Lumber Company) in 1903, Merryville in 
1904, Carson in 1904/05, Longville (reportedly the largest in Louisiana) in 1906/07, Ragley in 
1907, Ludington in 1911, plus smaller mills. 
 
The Calcasieu Lumber Company began operating in 1884 and became the Bradley-Ramsey 
Lumber Company in 1886. On March 16, 1906, Long-Bell Lumber Company purchased the 
Bradley-Ramsey Lumber Company, that included two sawmills, 105,000 acres of timberlands, 
the Lake Charles and Leesville Railroad, and the Lake Charles Chemical Company. This was 
the largest transaction of sawmill property in Southwest Louisiana prior to 1906, and 
increased the Long-Bell's daily production of lumber, at all five plants, to about 800,000 feet 
daily. 
 
Kansas City, Missouri 
 
In 1907 Long-Bell built the first "skyscraper" in Kansas City, named the R.A. Long Building, for 
the company corporate headquarters. At 16 stories tall, costing a reported 14 million dollars. 
The building was bought in 1940 by City National Bank & Trust Company. 
 
The Longs 
The Long's built a mansion called Corinthian Hall that began as a plan for an expansion for 
their collection of horses and carriages. From 1913 to 1914, Longview Farm was built. It took 
18 months to complete, using Belgian craftsmen and Sicilian stonemasons, among 2,000 
other workers employed, to build the Longview Mansion and 50 other farm structures on 
1,780 acres (7.2 km2). Some of this land was eventually donated to the Longview College and 
some was sold and became Longview Lake. 
 
R. A. Long was active in charities. He built a school and other buildings in Longview, 
Washington from personal funds, was a founding member and President of the organization to 
have the Liberty memorial located in Kansas City, and others. 
 
1915 Long-Bell companies 
 
Listed in the Southern Pine Association. 
 
Arkansas Short Leaf Lumber Company in Pine Bluff, Arkansas 
Calcasieu Long Leaf Lumber Company in Lake Charles, Louisiana 
Fidelity Lumber Company in Doucette, Texas 
Hudson River Lumber Company in DeRidder, Louisiana 
King Ryder Lumber Company in Bon Ami, Louisiana (near DeRidder) 
Ludington Lumber Company in Ludington, Louisiana (now part of DeRidder) 
Lufkin Land and Lumber Company in Lufkin, Texas 
Rapides Lumber Company Ltd. in Woodworth, Louisiana 
Longville Lumber Company in Longville, Louisiana 
Long-Bell Lumber Company in Weed, California

Long-Bell Lumber Company (LA ) The company grew into one of the largest conglomerates of wood products of the era, with 
holdings in many states and under many subsidiary names, and sold out to International 
Paper in 1956.

Longfellow Mining Company Railroad (Clifton, AZ ) 5 4,800 Two mining companies were organized in the Clifton-Morenci District in the early 1870's; the 
Longfellow Copper Company (which later became the Arizona Copper Company and then the 
Phelps Doge Corporation) and the Detroit Copper Company (later became Phelps Dodge, 
Morenci Branch). The Longfellow Mine was the principal operation in the Clifton mining camp 
during the 1870s, having produced 20 million pounds of copper averaging 20% ore. [3] The 
first ore mined from the Longfellow mine assayed as high as 80% copper, and averaged 20% 
copper over the first 10 years of mining.  [2]

Lookout Mountain Incline Railway (Chattanooga (St. Elmo), TN ) 3 72.7% The  Lookout Mountain Incline Railway line ran from St. Elmo 7/8 of a mile to Lookout Inn (top 
of mountain). Direct connections at St. Elmo with street cars and dummy line.  John T. Crass 
formed the Lookout Mountain Incline Railway Company, which built a short, fast incline up the 
steepest part of the mountain by November 16, 1895. The company was succeeded by 
Lookout Point Incline Company, chartered, March 21, 1898. Its success closed down the 
competitors by 1900, and continues uninterrupted today.  The incline, 1,972 feet long and 
rising 1,450 feet, is superbly designed to suit its location. It makes use of a variable grade, 
ranging up to 72.7 percent near the top, to compensate for the changing weight of the cables 
as its cars move. One of the cars has flanges on the inside of its wheels, the other on the 
outside, allowing the cars to pass midway with no moving parts in the track turnouts. Both 
cars have self-contained emergency brakes. Originally powered by steam, the incline now is 
driven by two 100-horsepower motors. Present incline cars were installed in 1987.  The lower 
station is located at 3917 St. Elmo Ave., Chattanooga, TN.

Los Angeles & Mt. Washington Railway (Glendale, CA ) 1 42.0% Mt. Washington, which is 940 feet in height. It is located on the eastern edge of downtown Los 
Angeles and on the east shore of the Los Angeles River, running north toward the City of 
Glendale.

Los Angeles & Salt Lake Railroad (Salt Lake City, UT ) 1,208 Icorporated, March 20, 1901 as the San Pedro, Los Angeles & Salt Lake Railroad. First 
section opened in 1901. Acquired from the Los Angeles Terminal Railway. In 1903, about 500 
miles of railroad in Southern Utah and Nevada owned or under construction by the Oregon 
Short Line Railroad Company and extending Southwesterly from Salt Lake City in the 
direction of Los Angeles, including several Branches, were consolidated under the name of 
San Pedro, Los Angeles & Salt Lake Railroad Company (now Los Angeles & Salt Lake 
Railroad Company) with the railroad already owned by that Company, projected from San 
Pedro Harbor and Los Angeles Northeasterly to Salt Lake City, and then under construction 
by Senator W.A. Clark of Montana and his asscoiates. Road opened, 1907. The Union Pacific 
Railroad and the Oregon Short Line Railroad owned all the stock and bonds of this Company. 
The Union Pacific Railroad acqured control of this Company through lease, January 1, 1936.   
 
The Los Angeles & Salt Lake Railroad operated all of the Union Pacific lines west and south 
of Salt Lake City, Utah.  The Oregon Short Line, the Oregon-Washington Railway & 
Navigation Co, and the Los Angeles & Salt Lake Railroads, although being consolidated for 
operating purposes as the Union Pacific System on January 1, 1936, remained separate 
corporations until December 1987.    
 
On December 29, 1987, the Oregon-Washington Railway & Navigation Company, the Des 
Chutes Railroad, and the Yakima Valley Transportation Company were merged into the 
Oregon Short Line. On December 30, 1987, the Oregon Short Line was merged into the 
Union Pacific, and on December 31, 1987, the Los Angeles & Salt Lake Railroad, the 
Spokane International, and the Mount Hood Railway were merged into the Union Pacific.

Los Angeles Inter-Urban Railway  (Los Angeles, CA ) 325 Acquired: San Gabriel Rapid Transit Railway in 1904
Los Angeles Pacific Railroad (Los Angeles, CA ) 200 The Los Angeles Pacific was an important street and interurban railway connecting Los 

Angeles and the beaches at the Pacific Ocean. The Beach line extended from Port Los 
Angeles-Santa Monica on the north and Redondo on the south. 

Los Angeles Railway (Los Angeles, CA ) 642 The Los Angeles Railway was purchased by Henry E. Huntington, who was involved in the 
ownership of the Southern Pacific Railroad. This was a time of rapid expansion for 
Huntington, as the Los Angeles Railway purchased and then consolidated on October 1, 1898 
the Main Street & Agricultural Park Railroad. It later acquired by purchase the Mateo Street 
Railroad, the San Pedro Railroad, the Los Angeles & Pasadena Electric Railway, the Pacific 
Electric Railway, and the Pasadena & Mount Lowe Railway railroads (formerly controlled by 
this Company), have been consolidated under the name of Pacific Electric Railway. After 
these acquisitions, the Los Angeles Railway became the largest street railway system in 
Southern California, with 75 miles of track. By 1902, the system had grown to 98 miles of 
track.  In 1945, a controlling interest in the Los Angeles Railway was purchased from the 
Huntington estate by the National City Lines which was run by the five Fitzgerald 
brothers. They renamed it the Los Angeles Transit Lines.

Los Angeles Union Passenger Terminal (Los Angeles, CA ) Los Angeles Union Station (LAUPT) is the main railway station in Los Angeles, California, and 
the largest railroad passenger terminal in the Western United States.Louisiana & Arkansas Railway (Hope, AR ) 838 The Louisiana & Arkansas was originally conceived as a logging road, by William Buchanan,a 
prominent lumber man in the south.  He had a lumber mill at Stamps, Ark., and built a logging 
road into the timber, extending to Spring Hill, La. 

Louisiana & Missouri River Railroad (Louisiana, MO ) 152 The railroad was organized to build a railroad between Kansas City, MO and Louisiana, MO, 
on the Mississippi River and to construct a bridge over the Mississippi River. This right was 
assigned on July 5, 1873, to The Mississippi River Bridge Company (of May, 1873). The 
railroad became part of the Chicago & Alton Railroad mainline between Kansas City and 
Chicago. The line extended from Mexico, MO to Jefferson City, MO, thereby giving a direct 
line between Mississippi and Missouri Rivers. 

Louisiana Railway & Navigation Co. (Shreveport, LA ) 331 The Louisiana Railway and Navigation Company was a short line between Shreveport and 
New Orleans. The aquisition of the Louisiana & Navigation Company by the Kansas City 
Southern gave the KCS a through route to New Orleans, via Shreveport. 

Louisville & Interurban Railway (Louisville, KY ) 92 The Louisville and Interurban Railroad (L&I) was an interurban line that operated in and 
around Louisville, Kentucky during the first half of the 20th century.  It opened its first route 
from Louisville east to Jeffersontown in 1904. Subsequent routes were built to Okolona 
(1905), Orell (1907), and Fern Creek (1908). In 1911, L&I acquired the Louisville & Eastern 
Railroad. The L&E consisted of lines from Louisville to Shelbyville and La Grange. From 
1931-1935, all routes were abandoned.

Louisville & Nashville Railroad (Louisville, KY ) 10,396 The Louisville & Nashville was the largest north-south railroad serving the south. The railroad 
grew into one of the great success stories of American business. Operating under one name 
continuously for 132 years, it survived civil war and economic depression and several waves 
of social and technological change. The L&N grew from a road with less than three hundred 
miles of track to a 6,000-mile system serving thirteen states, including St. Louis, Memphis, 
Atlanta and New Orleans.

Louisville, Cincinnati & Charleston Railroad (Columbia, SC ) 59 The Cincinnati & Charleston Railroad was chartered in 1835 with the plan of connecting 
Cincinnati with the port city of Charleston, SC. Charleston was the terminus of the Charleston 
& Hamburg Railroad (owned by the owned by the South Carolina Canal Rail Road Company-
the first railroad in South Carolina).   Cincinnati was important because of its location on the 
Ohio River. Traffic on the Ohio River was far more important strategically than rail traffic at this 
time.  The Ohio River flowed from Pittsburgh to Cincinnati, Louisville, joining the Mississippi 
River at Cairo, IL.

Louisville, Evansville & St. Louis Consolidated Railroad (East St. Louis, 
IL )

375 Acquired by the Southern Railway in 1900 and became the St. Louis Division of the SR. 
Through service was eventually offered between Lexington, KY and St. Louis on this route.  
The mainline of the road ran from New Albany, by Huntington, Ingleton, Oakland City, 
Princeton, Mount Carmel, Albion and Fairfield to Mt. Vernon, about 192 miles. The 
consolidation added roads from Evansville to Jasper, Ind., and from Rockport to Gentryville, 
Ind., making a total of 260 miles. The road was completed from Mt. Vernon, IL., to Huntington, 
IL on March 1, 1882.

Louisville, New Albany & Chicago Railway (New Albany, IN ) 535 The Louisville, New Albany, and Chicago Railroad operated primarily in Indiana, eventually 
connecting Louisville, KY with Chicago and Michigan City, IN.  It purchased the Chicago & 
Indianapolis Air Line (railroad) in 1881. The Air Line route crossed the New Albany's line in 
Bradford, now known as Monon, IN.  Chicago, Indianapolis & Louisville / Monon Railroad. The 
railroad eventually became known as the Monon; the name came from Monon, IN, where the 
railroad's two main lines crossed.
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Louisville, New Albany & Corydon Railroad (Louisville, KY ) 8 The LNAC was first established as the Louisville, New Albany and Corydon Railway in 1881, 
for the purpose of connecting Corydon to the main Louisville-St. Louis line of the then 
Louisville, New Albany and St. Louis Railway (later acquired by the Southern Railway) that ran 
a few miles north of town. After construction was completed, the line was opened for business 
in 1883.[3] In 1887, the company was reorganized as the Louisville, New Albany and Corydon 
Railroad, a name it kept under various owners for well over a century, until 2006.

Louisville, New Albany & St. Louis Railway (New Albany, IN ) 263 The Louisville, New Albany & St. Louis was completed five years before the Kentucky & 
Indiana Terminal Bridge opened in 1886, linking New Albany and Louisville. The bridge was 
the first railroad bridge over the Ohio River at Louisville.

Louisville, New Orleans & Texas Railroad (Memphis, TN ) 798 The Louisville, New Orleans & Texas (LNO&T) was financed by C. P. Huntington, who 
believed he could build a through route connecting the Southern Pacific at New Orleans with 
the Chesapeake, Ohio & Southwestern at Memphis. Both the SP and CO&SW were financed 
by Huntington. Huntington completed construction on the LNO&T in 1884 and then purchased 
the Mississippi & Tennessee (Grenada, MS to Memphis, TN) in order to thwart the Illinois 
Central.  Eventually, following financial difficultires, Huntington sold his lines, with the Illinois 
Central purchasing the LNO&T and the Mississippi & Tennessee and then merging them with 
the its own Yazoo & Mississippi Valley.    
 
The Louisville, New Orleans & Texas Railroad was formed from the consolidation of the New 
Orleans, Baton Rouge, Vicksburg & Memphis Railroad and the Memphis & Vicksburg 
Railroads. The Memphis & Vicksburg charter authorized the construction of a railroad from 
Vicksburg, MS north to the Tennessee state line, and gave the railroad the right to appropriate 
state taxes in payment of its mortgage debts. The New Orleans, Baton Rouge, Vicksburg & 
Memphis authorized the construction of a line from the Louisiana state line, near New 
Orleans, to the Tennessee state line, near Memphis. The latter's charter did not include any 
provisions relating to appropriation of taxes. Construction of the two railroads was apparently 
virtually complete, as the Louisville, New Orleans & Texas began operations in October 1884 
between Memphis and New Orleans.  The Yazoo & Mississippi Valley was begun to build a 
line west from Jackson, MS.   
 
At the same time, another road, the Louisville, New Orleans & Texas Railway was under 
construction between Memphis and New Orleans via Vicksburg and Baton Rouge. The 
LNO&T was being financed by C. P. Huntington, who believed he could build a through route 
connecting the Southern Pacific at New Orleans with the Chesapeake, Ohio & Southwestern 
at Memphis. Both the SP and CO&SW were financed by Huntington. Huntington completed 
construction on the LNO&T in 1884 and then purchased the Mississippi & Tennessee 
(Grenada, MS to Memphis, TN) in order to thwart the Illinois Central.  Eventually, the Illinois 
Central purchased the LNO&T and the Mississippi & Tennessee and consolidated them with 
the Yazoo & Mississippi Valley.    
 
The Louisville, New Orleans & Texas Railroad was built to a point 80 miles above Vicksburg 
by July 25, 1884. The 315 mile line ran north of New Orleans along the Mississippi River. The 
road was completed  on January 1, 1885. Its branches at that time were the Glendale & Eagle 
Nest, the Leland & Huntington, the Wilzcinski & Glen Allen, the Lamont & Rondale and the 
Slaughter & Woodville.  The main line was completed in October and opened November 1, 
1884. The main line formed the connecting link between the Chesapeake & Ohio system on 
the north and the Southern Pacific system on the south.    
 
The LNO&T enjoyed an exceptionally low grade line, enabling the railroad to operate longer 
trains at higher speeds. The line ran from Memphis to Vicksburg, Baton Rouge, and then to 
New Orleans.  Leased Line: Clinton & Port Hudson Railroad: Clinton to Port Hudson, 
Louisiana. 

Lowell Machine Shop (Lowell, MA ) George Washington Whistler directed the building of the shop's first locomotive in 1835. He 
took apart an English locomotive imported from the Stephenson works at Newcastle to learn 
how it was constructed. From the components, Whistler fabricated patterns from which the 
shop manufactured its own locomotive - one of New England's earliest. Three years later the 
shop had turned out 32 locomotives. [1]

Lviv Railways (Ukraine) 2,810
Lyons & Iowa Central Railroad (Clinton (Lyons), IA ) 0 The Lyons & Iowa Central was the first railroad to begin construction in Iowa.
M.M. Blavier & Larpent (Paris, France) This company produced a monster locomotive with 9'4" diameter driving wheels, the largest 

drivers ever produced. The locomotive was sold to the Western Railroad of France (Chemins 
de fer de l'Ouest) in 1855.

M.W. Baldwin & Co. (Philadelphia, PA ) The Baldwin Locomotive Works was owned by the partnership Burnham, Parry, Williams & 
Co.   Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with an annual 
production capacity of 800 locomotives.  The founder of what became the Baldwin Locomotive 
Works was Matthias W. Baldwin. Baldwin had been forced by hard financial times to take on a 
series of partners between 1839 and 1846, and the firm's name changed repeatedly as a 
result.   It was known as   Baldwin, Vail & Hufty (1839-1842);  Baldwin & Whitney (1842-1845);  
M.W. Baldwin (1846-1853); and M.W. Baldwin & Co. (1854-1866).   After Baldwin's death in 
1866 the firm was known as   M. Baird & Co. (1867-1873);  Burnham, Parry, Williams & Co. 
(1873-1890);  Burnham, Williams & Co. (1891-1909);  It was finally incorporated as the 
Baldwin Locomotive Works in 1909. The company's phenomenal growth ended with in the 
mid-1920s as the U.S. railroad industry began its long decline. Despite various mergers and 
acquisitions--and an increased attention to the development of diesel engines--a slow but sure 
decline set in. Baldwin declared bankruptcy in 1935. World War Two brought a temporary 
respite, but after the war the steam locomotive was obsolete and orders rapidly diminished. 
The Westinghouse Corporation bought Baldwin in 1948 but was unable to turn the company 
around. In 1950 the Lima-Hamilton Corporation and Baldwin merged but in 1956 the last of 
some 70,541 locomotives was produced. (Smithsonian)

MacMillan & Bloedel Railroad (Franklin River (Port Alberni), BC 
Canada)

Bloedel, Stewart and Welch's (later MacMillan & Bloedel Limited) Franklin River camp 
became one of the world’s largest logging operations.Macon & Birmingham Railroad (Macon, GA ) 105 The Macon & Birmingham Railroad was chartered in 1891, to build a 230 mile line from 
Macon to Birmingham. Actual construction proceeded from  Sofkee to La Grange, Georgia (97 
miles), and then stopped for lack of funds. The line was placed in receivership, and was 
reorganized on May 26, 1896 as the Macon & Birmingham Railway. A second receivership 
occurred on February 1, 1908. The line was scrapped in 1927. 
 
Historical background 
 
The investors that financed the Georgia Southern & Florida had also financed two other 
smaller railroads; the Macon & Birmingham and the Macon & Atlantic. The three railroads 
were heavily indebted, and monies from the Georgia Southern & Florida were diverted to pay 
on debts owed by the twp smaller railroads.  
 
As a result of the misuse of funds, the Georgia Southern & Florida entered receivership a year 
later, and was reorganized as the Georgia Southern & Florida Railway, May 22, 1895 under 
the control of the Southern Railway.   

Macon & Brunswick Railroad (Macon, GA ) 187 The The Macon & Brunswick Railroad was organized to connect Macon with the Atlantic 
Ocean, at Brunswick, GA. Mad River & Lake Erie Railroad (Sandusky, OH ) 151 The Mad River & Lake Erie was the first railroad to be chartered west of the Allegheny 
Mountains, and the first line to be operated by steam power. The route ran from Dayton, 
Springfield, Urbana, Bellefontaine, Upper Sandusky, Tiffin, Lower Sandusky, and 
Sandusky, Huron County. 

Madison (Madison, IN ) 25 The Madison Railroad operates the remaining segment of Indiana's first railroad, the Madison 
& Indianapolis Railroad (1836), which became part of the Penn Central. [2]Madison & Indianapolis Railroad  (Madison, IN ) 86 5.9% The Madison & Indianapolis Railroad was one of the first railroads built west of the 
Alleghenies and the first railroad to reach Indianapolis. The arrival of the M&I, and the 
connection to the Ohio River at Madison proved to be a significant event in development and 
expansion of Indianapolis. The railroad was noted for the steep 5.9% grade leading from the 
Ohio River to the crest of the plain above the city. The railroad installed a rack rail (cog) in 
1848 and purchased the first of several notable heavy duty locomotives designed specifically 
for this grade. [8]

Madison & Indianapolis Railroad Inclined Plane (Madison, IN ) 5.9% The Madison & Indianapolis incline was the first step in building a railroad between the Ohio 
River at Madison and Indianapolis: it was a vital link. The railroad operated the steepest of 
any standard gage, line-haul railroad track in the country. 

Madison, Indianapolis & Lafayette Railroad (Madison, IN ) 90 5.9% The Madison & Indianapolis Railroad was the first railroad to reach Indianapolis. The arrival of 
the M&I, and the connection to the Ohio River at Madison proved to be a significant event in 
development and expansion of Indianapolis. Within a short time, eight railroads were built into 
Indianapolis. As a result of the sudden interest in the city by other railroads, the city became 
widely known as "the railroad city of the west." In 1846, the railroad built a passenger depot 
on South Street, east of Pennsylvania Street. It was a quarter mile from the south edge of 
town.  The route of the M&I ran northwesterly from Madison to North Vernon, IN, which was 
reached in 1838 (Ref 6). The line probably ran through Columbus, IN and then Indianapolis.  
 
The predecessor of the Madison & Indianapolis was chartered in 1832 by the Indiana State 
Legislature as the Madison, Indianapolis & Lafayette Railroad, and was then authorized by the 
Indiana State Legislature in the Internal Improvement Act. The latter authorized the 
expenditure of funds for construction and made the State of Indiana the owner of the railroad. 
(Ref 4)  
 
Construction begun September 16, 1836, the railroad was transferred to private ownership on 
January 31, 1843, as the Madison & Indianapolis Railroad. Construction was finally completed 
in 1847 when the tracks reached Indianapolis. (Ref 4) Successful for more than a decade, the 
railroad went into decline and was sold at foreclosure in 1862, renamed the Indianapolis & 
Madison Railroad, and after a series of corporate transfers, became part of the massive 
Pennsylvania Railroad system in 1921.   
 
Sold under foreclosure and reorganized as Indianapolis & Madison Railroad, March 28, 1862. 
Consolidated May 1, 1866, with Jeffersonville Railroad Company to form Jeffersonville, 
Madison & Indianapolis Railroad Company. The Jeffersonville, Madison & Indianapolis 
Railroad Company was consolidated with other railroads effective September 30, 1890, to 
form Pittsburgh, Cincinnati, Chicago and St. Louis Railway Company. The Pittsburgh, 
Cincinnati, Chicago & St. Louis Railway Company was then consolidated with other railroads 
effective January 3, 1917, to form Pittsburgh, Cincinnati, Chicago and St. Louis Railroad 
Company, which was then leased to Pennsylvania Railroad Company March 26, 1921, for 999 
years, and was then merged into the Philadelphia, Baltimore and Washington Railroad 
Company (100% owned subsidiary of Pennsylvania Railroad Company), on September 28, 
1955.  
----------------------------------------------------------------------------------------from http://
columbusin.proboards.com/index.cgi?board=railroad&action=print&thread=169  Post by 
admin on Oct 28, 2010, 2:22am  From The Republican, 1888:   
 
From the veteran railroader, R. J. Elvin, who has been connected with the JM&I Railroad 
since the first line was constructed, and knows more about early railroading than any other 
man in the State, the following facts are obtained as to the first trains on the first railroad in the 
State. One thing that will strike the reader in glancing at this is the great length of time 
required to construct a road then compared with the present:  First Trains On The Madison & 
Indianapolis Railroad  Excursion train from head of incline plane to Big Creek - November 28, 
1839 Regular trains from head in incline plane to Graham Creek - April 1, 1839 To Vernon - 
June 6, 1839 From Madison to Queensville - June 1, 1841 To Scipio - June, 1843 To 
Elizabethtown - September, 1843 To Clifty - February 20, 1844 To Columbus - July 1, 1844 To 
Edinburg - September 8, 1845 To Franklin - August, 1847 To Indianapolis - October 1, 1847 
The Jeffersonville Railroad was finished from Jeffersonville to Columbus in the spring of 1852 
and extended from Columbus to Edinburg in the fall of 1852. The Columbus & Shelbyville 
Railroad was commenced in June, 1853, and finished to Shelbyville the same year.  
---------------------------------------------------------------------------------------- 
The Madison & Indianapolis Railroad was the first railroad to reach Indianapolis. The arrival of 
the M&I, and the connection to the Ohio River at Madison proved to be a significant event in 
development and expansion of Indianapolis. Within a short time, eight railroads were built into 
Indianapolis. As a result of the sudden interest in the city by other railroads, the city became 
widely known as "the railroad city of the west."  
 
In 1846, the railroad built a passenger depot on South Street, east of Pennsylvania Street. It 
was a quarter mile from the south edge of town.   
 
The Indiana State Legislature chartered the railroad as the Madison, Indianapolis & Lafayette 
Railroad, and construction begun September 16, 1836. The Madison, Indianapolis & Lafayette 
Railroad began operation on November 28, 1838 over 9 miles of track at Madison, IN. It was 
not until October 1, 1847 that the first train arrived in Indianapolis. The railroad was 
transferred to private ownership on January 31, 1843, as the Madison & Indianapolis Railroad. 
 
By June 1843, the line was opened to Scipio, thirty miles from Madison.  On July 3, 1844 the 
tracks reached Columbus; by September 8, 1845 they reached Edinburgh; and on October 1, 
1847 the first M&I train ran from Madison to Indianapolis.   The M&I built its Indianapolis 
passenger depot on South Street between Pennsylvania and Delaware.   
 
Due to their monopoly for Indianapolis traffic, M&I’s most profitable years were from 1847 to 
1852.  The boom times might have lasted longer but for several factors: the Jeffersonville 
Railroad was becoming a strong competitor, and a new line from Indianapolis to 
Lawrenceburg had begun to divert traffic and revenue from the M&I.  By the end of 1853, 
Indianapolis had three competitive rail routes to the Ohio River: the railroad from Indianapolis 
to Lawrenceburg, the M&I, and the Jeffersonville Railroad.    
 
In January 1854 the M&I was consolidated with the Peru & Indianapolis Railroad Company, 
later a part of the Nickel Plate Railroad. The P&I Railroad had then been completed from 
Indianapolis fifty-four miles northeast to Kokomo. The arrangement was attacked by some 
stockholders of the Peru and Indianapolis, and the consolidation was terminated under court 
injunction September 1854.    
 
Successful for more than a decade, the railroad went into decline and was sold at foreclosure 
in 1862, renamed the Indianapolis & Madison Railroad, and after a series of corporate 
transfers, became part of the massive Pennsylvania Railroad system in 1921.   

Magnolia Petroleum Co. (Dallas, TX )
Magor Car Company (Clifton, NJ ) The Magor Car Corporation became an important railcar builder throughout much of the 

twentieth century.The company was founded in 1899 as a partnership by Basil Magor and 
Robert Wonham. The partnership then took the name Wonham-Magor Engineering Works in 
1902, and then the Magor Car Company in 1910. It was incorporated in 1917 as the Magor 
Car Corporation, with J.P. Morgan as a large stockholder. Magor built its first freight cars in 
1914, becoming a mainstay product for many years. The company was sold to Fruehauf 
Corporation in 1964. Railcar sales declined during the 1960s and led to Magor's closure in 
1973.  
 
Incorporated as a New York Corporation, which was reincorporated in Delaware on July 23, 
1921. [3]

Magyar Kiralyi Allamvasutak (Hungary) This was the first railroad to operate in Hungary
Mahanoy Plane (Frackville, PA ) 3 2,460 28.0% The Mahanoy Plane was a railroad Incline plane located along northern edge of the borough 

of Frackville, Schuylkill County in the Anthracite Coal Region of Pennsylvania.  The plane was 
located about 6 miles west of Mahanoy City, PA. 
 
The Mahanoy and Broad Mountain Railroad, predecessor of the Reading Company opened 
the Mahanoy Plane on July 16, 1861. The Plane traversed Broad Mountain between the 
boroughs of Mahanoy Plane and Frackville. With a pitch of 28 degrees at its steepest point, 
the plane rose 524 feet (160 m) over a distance of 2,460 feet (750 m).  A 2,500 horsepower 
(1,900 kW) engine could hoist a three car trip, equivalent to 200 tons in three minutes. After a 
fire in 1868, new 6,000 horsepower (4,500 kW) engines were installed. These were 
supposedly the most powerful engines in the world, later surpassed only by the engines 
operating the locks on the Panama Canal. Approximately 800 to 900 railroad cars passed 
over the plane every twenty-four hours. The Mahanoy Plane ceased operation on February 
27, 1932, due to the decline of Anthracite and the much easier route through the Mahanoy 
Tunnel.  Foundations are all that remain and there are currently no plans of historical 
preservation or restoration.

Mahoning Valley Railway (Bayard, OH ) 53 The Mahoning Valley Railway operates two line segments; the longest is from Bayard to 
Hopedale, OH and a shorter segment runs southeast from Youngstown to about Lowellville on 
the Ohio-Pennsylvania state line. This line was part of the original 6 mile line from 
Youngstown to Struthers. 

Main Line of Public Works (Philadelphia, PA ) 289 2,322 The Mainline of Public Works was consisted of a system of canals and railroads connecting 
Philadelphia and Pittsburgh. The canals reduced travel time between Philadelphia and 
Pittsburgh from at least 23 days to just four.

Maine Central Railroad (Portland, ME ) 1,358 The Maine Central Railroad Company (reporting mark MEC) was a former U. S. Class I 
railroad in central and southern Maine.It was chartered in 1856 and began operations in 1862. 
By 1884, Maine Central was the longest railroad in New England. 

Manary Logging Co. (Southbeach, OR ) 6.5% The Manary Logging Company headquarters and railroad shop was located at Southbeach, 
OR, located on Yaquina Bay, about a mile inland from the Pacific Ocean. It operated a 
network of rail lines into the Spruce forests that surrounded this area. Logs were rafted from 
Southbeach to the Pacific Spruce lumber mill at Toledo OR. Logging oerations began in 
September 1922 at Camp 1. (Ref 1)

Manchester Locomotive Works (Manchester, NH ) Manchester Locomotive Works had manufactured 1,793 steam locomotives at the time of its 
merger into ALCO in 1901. (Ref 2) The company ended locomotive production in 1913. Manhattan Railway (New York, NY ) 115 The the Manhattan Railway Company (commonly known as the Manhattan Elevated Railway, 
or the "el") dominated public transportation in late 19th-century New York City. Its four lines 
extended the length of Manhattan Island into the Bronx, with 334 steam locomotives carrying 
1,122 passenger cars over 102 miles of track. From 1880 to 1902, more passengers traveled 
the el than on any other rapid transit system in the world. (Ref 2) 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
The Manhattan Railway Company was an elevated railway company in Manhattan and the 
Bronx, New York City, United States. 
It operated four lines (See map ref): 
 
 • Second Avenue Line 
 • Third Avenue Line 
 • Sixth Avenue Line 
 • Ninth Avenue Line 
 
By the late 1870s, the elevated railways in Manhattan were operated by two companies - the 
Metropolitan Elevated Railway (Sixth Avenue) and New York Elevated Railroad (Third and 
Ninth Avenues). The Metropolitan also began constructing a line in Second Avenue. The 
Manhattan Railway was chartered on December 29, 1875, and leased both companies on 
May 20, 1879. The Suburban Rapid Transit Company, operating the Third Avenue Line in the 
Bronx, was leased on June 4, 1891; all three companies were eventually merged into the 
Manhattan Railway. The Interborough Rapid Transit Company, incorporated in April 1902 as 
the operating company for its first subway line, signed a 999-year lease on the Manhattan 
Railway Company lines on April 1, 1903, over a year before the subway opened. 
 
Finally, after 60 or more years of service, and after having operated under a series of 
companies and jurisdictions, mainly the IRT, the successor to the Manhattan Railway, the 
elevated lines began to disappear, with the first line closing in 1938, and the final section 
closing in 1973: 
 
 • service on the Sixth Avenue Line ended in 1938. 
 • the Ninth Avenue Line south of 155th Street was closed in 1940, while the section from 
155th Street north into the Bronx was continued as the "Polo Grounds Shuttle" until 1958. 
 • the final section of the Second Avenue Line closed in 1942. 
 • service on the Manhattan section of the Third Avenue Line was phased out in the early 50s 
and ended in 1955, while the service on the Bronx section terminated in 1973. 
 
Chartered, November 1, 1875, to consolidate the New York Elevated Railroad and the 
Metropolitan Elevated Railway. This Company owns all the elevated railroads in the boroughs 
of Manhattan and the Bronx, New York City.   Owns no road, but holds a 999 year lease of the 
two Elevated Railways in New York City, dating from 2/1/1879:  New York Elevated Railroad.  
Metropolitan Elevated Railroad.   

Manitou & Pike's Peak Railroad (Manitou Springs, CO ) 9 14,115 68.0% World's Highest cog train
Manitowoc & Western Railroad (Menasha, WI ) 41 The Manitowoc & Western Railroad was organized as part of a plan to build a ferry terminal at 

Manitowoc, WI, that would connect with the Flint & Pere Marquette at Ludington, MI, using the 
"Pere Marquette" car ferry.. The Manitowoc & Western was chartered to build a 27 mile line 
connecting Hilbert Junction with Manitowoc. Hilbert Junction was an important junction point 
on the rail line connecting Milwaukee and Green Bay.

Manitowoc Terminal Company (Manitowoc, WI ) 27 The Manitowoc Terminal Company was the precursor to the start of the Wisconsin Central 
Line in Manitowoc. It began in 1895, which proved to be a landmark year. Soon Wisconsin 
Central had a plan to move freight trains across Lake Michigan, from Manitowoc to Ludington, 
Mich., by car ferry. The rail line began construction from Hilbert to Manitowoc in April of 1895. 
The 27-line trek took more than a year to complete, and the first passenger train came into 
Manitowoc in June of 1896.

Manley-Moore Lumber Company (Manley-Moore (Fairfax), WA ) 5.0% Moore partnered with J.E. Manley and August Von Boecklin, and the Manley-Moore Lumber 
Company bought Arline Mills in 1907 and operated there until about 1910, selling out to 
Merrick-Robb Lumber Co. In 1909 the Manley-Moore Lumber Company moved its operations 
to a tract of old growth timber east of Fairfax in eastern Pierce County. The company built a 
large sawmill, a lumber yard, and buildings for workers on the south side of the Carbon River, 
and the town was named Manley-Moore. The plant operated until the early 1930s when it was 
closed. Manley-Moore had many outstanding debts and were forced to sell the company to a 
Mr. Gailbraith from the Eatonville Lumber Company. (Ref 1)

Mann Boudoir Sleeping Car Company) Colonel William D'Alton Mann of Perkins, Ohio founded the Mann Boudoir Sleeping Car 
Company to build and operate a sleeping car company to compete with the Pullman 
Company. The Mann Boudoir design was based on a car with two separate sections: one for 
sitting, and another with real beds. Each car accommodated only 16 passengers, or half the 
number that could share a Pullman Car. As a result of this unique design, the cars cost more 
to build and operate.   Although the Mann Boudoir Sleeping car design soon failed in the 
United States, Colonel Mann took two of his cars to Europe, where he traveled extensively to 
promote his car design. He soon met Georges Nagelmackers, the son of a wealthy Belgian 
banker, who had journeyed to the U.S. in 1869 and was impressed by Pullman's luxurious 
cars. Upon his return to Europe, Nagelmackers established a long distance sleeping car 
business, which soon failed.  When Nagelmackers met with Colonel Mann, he was "smitten" 
by the luxurious design of the Mann Boudoir Sleeping cars, and soon formed the La 
Compagnie Internationale des Wagon Lits as a joint venture with Colonel Mann, to operate 
the cars on a long distance run from Paris to Istanbul, Turkey.   The company fell on hard 
times and was merged into the Union Palace Car Co in December 1888, along with the 
Woodruff Sleeping Car company. The two companies operated a total of 34 cars in the East, 
South and Midwest at that time. Less than a year later, the Union Palace Car Company was 
sold to Pullman. Despite the sale to Pullman, the Mann Boudour Car Company retained its 
corporate identify until 1909.

Manufacturer's Street Railway (New Haven, CT ) 1 The Manufacturers Street Railway was organized as an electric trolley line to run from a 
connection with the New York, New Haven & Hartford at Mill River Junction over private right-
of-way and city streets to the junction of River and East Pearl Streets. This road extended 
1.364 miles into the Fair Haven section of the city and allowed electric operation. The railroad 
served industries along River Street. Electric service ended in 1948 and by 1955 most of the 
remaining freight customers had vanished, leaving the line with litle to do. (Ref 2) The railroad 
purchased General Electric's first electric locomotive in 1892, now on display at the National 
Transportation Museum in St. Louis as "GE-1". [4]

Marietta & North Georgia Railway (Marietta, GA ) 230 2.0% The Marietta & North Georgia was organized to transport marble from quarries in Northern 
Georgia and iron ore from mines in North Carolina.   The origins of this railroad were found in 
the  Ellijay Railroad, incorporated in 1854. This railroad planned to build a rail line from 
Marietta into the north Georgia mountains. It was succeeded by the Marietta, Canton & Ellijay 
Railroad and the Marietta and North Georgia Railroad in 1879.    
 
The Marietta & North Georgia started a new main line out of Blue Ridge, heading up along the 
Toccoa river into McCayesville and Copperhill, while the Knoxville Southern was heading 
down the gorge. Because the time limit was quickly approaching, and while they had met 
(there was a small problem of about 200 vertical feet they had to reconcile), the crews created 
a switchback - track that when looked down from the sky looked like a 'W' with extended 
strokes. The strokes, or spurs, only had room for an engine and three or four cars. A train 
would have to separate, the engine pull into one spur, throw the switch, and push back to the 
next spur, where that switch was thrown, and then went back through the process to get the 
rest of the train. Once connected, the Knoxville and Southern was consolidated into the 
Marietta and North Georgia Railroad, and by 1896, the railroad was bankrupt. (see Georgia 
Northeastern Railroad for full story)  Construction finally started in 1874, and the line from 
Marietta to Canton was completed in May 1879. The 24 mile line from Marietta to Canton, GA, 
connected with the Western North Carolina Railroad. In 1877, the line purchased the 
Memphis Branch Railroad (chartered from Rome, GA to Decatur, AL, but built only 5 miles of 
line from Rome) at forclosure in 1877. The line was extended to Marble Cliff in 1883, to Ellijay 
in 1884, then Culberson, and finally reaching Murphy, North Carolina in 1887.  On January 1, 
1887 the Marietta & North Georgia Railroad Company and the Georgia & North Carolina 
Railroad Company consolidated and renamed the Marietta & North Georgia Railway 
Company. At this time, the route extended from Marietta, Ga., to Knoxville, Tenn., via Blue 
Ridge, Ga., and from Blue Ridge, Ga., to Murphy, N. C.   
 
The track was standard gauged in 1887 after the consolidation with the Georgia & North 
Carolina, and construction was completed, when the line reached Murphy, NC that year.   The 
Knoxville Southern Railroad (under the same ownership as the Marietta & North Georgia) built 
a line from Knoxville to Blue Ridge, GA, where it connected with the Marietta & North Georgia 
Railway, which ran from Blue Ridge to Atlanta, thus creating a trhough route between 
Knoxville and Atlanta. After the Knoxville Southern line was completed, the Knoxville Southern 
was merged into the Marietta & North Georgia. The high cost of building the Hook & Eye Line, 
combined with inefficient operation led to the bankruptcy of the Marietta & North Georgia in 
1896, and its subsequent reorganization as the Atlanta, Knoxville & Northern in Apirl of 1896.  
The Knoxville Southern and the Marietta & North Georgia line between Ethowah, TN, and 
Marietta, GA, became known as the Hook & Eye Line.  The L&N acquired control in 1902.  
Marietta - Blue Ridge, GA 77 miles Blue Ridge, GA - Murphy, TN 26 miles Blue Ridge, GA - 
Knoxville, TN 127 miles  Total 230 miles

Market Street Cable Railway  (San Francisco, CA ) 26 The Market Street Cable Railway opened on August 22, 1883. The line grew rapidly, and by 
1892, was the largest cable railway in San Francisco. The Castro was then called) back when 
the Market Street Cable Railway Company, owned by Southern Pacific interests, replaced the 
steam dummy in 1887 with a direct cable car line from the Ferry to Castro on Market, then 
over the hill on Castro to 26th Street in Noe Valley. 

Market Street Railway (San Francisco, CA ) 158 The Southern Pacific Railroad formed the Market Street Railway on August 22, 1893, 
combining all the cable car operating companies in the city except Sutter, California, Geary, 
and the Presidio & Ferries. It also included the Metropolitan Railroad, the second electric line 
in San Francisco. On March 8, 1902, the United Railroads of San Francisco took over the 
Market Street Railway and the Sutter Street Railway. It also took over the San Francisco & 
San Mateo Railway, the first electric line in the city. The United Railroads of San Francisco ran 
into financial difficulties and was reorganized as the Market Street Railway (No. 2) on April 1, 
1921. 

Market Street Railway (San Francisco, CA ) 284 21.0% The Market Street Railway was a key streetcar railway line linking the worker homes around 
the city, with the offices, factories and marine terminals in the center of the city. The railroad 
painted the fronts of its cars white to show up well in San Francisco's misty weather, and for 
many years people called them "the White Front cars." [4] The company was named after the 
famous Market Street of that city, which formed the core of its transportation network. [5]

Marsh Refrigerator Service Co (Milwaukee, WI ) The Marsh Refrigerator Service Co succeeded the Milwaukee Refrigeration Transit Company. 
The latter company was owned by the Pabst Brewing Company.Maryland Area Regional Commuter (Baltimore, MD ) 187 MARC (Maryland Area Regional Commuter)[2] (reporting mark MARC), known prior to 1984 
as Maryland Rail Commuter, is a commuter rail system comprising three lines in the 
Baltimore-Washington Metropolitan Area. MARC is administered by the Maryland Transit 
Administration (MTA), a Maryland Department of Transportation (MDOT) agency, and is 
operated under contract by Bombardier Transportation Services USA Corporation (BTS) and 
Amtrak over tracks owned by CSX Transportation (CSXT) and Amtrak. 
 
With some equipment capable of reaching speeds of 125 miles per hour (201 km/h), MARC is 
purported to be the fastest commuter railroad in the United States. 
 
History 
 
Passenger service along the modern-day MARC route began on May 24, 1830, with the first 
Baltimore & Ohio Railroad (B&O) passenger train from Mt. Claire Station in Baltimore to 
Ellicott City. The train traveled the route of the current MARC Camden Line from Lansdowne 
to St. Denis. During the mid to late 19th Century, B&O passenger service was extended to 
Washington DC and over the current MARC Brunswick Line to Martinsburg. Service on the 
current MARC Penn Line originated during the same period as the local train service of the 
Pennsylvania Railroad, which was later succeeded along the same route by Penn Central and 
Conrail service. 
 
The passenger trains eventually became unprofitable, and in 1974, the B&O Railroad 
approached the State of Maryland with an intention of discontinuing the service unless a 
subsidy could be provided. The Maryland Department of Transportation (MDOT) agreed to 
provide a partial subsidy of the deficit in 1974, and in 1975 this evolved into an operating 
agreement with the B&O, where Maryland agreed to pay the total operating deficit for the 
trains and provide the rolling stock. 
 
In 1976 MDOT entered into a similar agreement with Conrail, which had ended up with 
responsibility for local passenger train operations in the Northeast Corridor after the 
bankruptcy of Penn Central and other Northeast railroads. In that same year, the State 
Railroad Administration was established by Executive Order of the Governor, to oversee these 
railroad contracts, to procure the needed rolling stock, to apply for and manage federal 
funding for the commuter rail service, and to administer a state funded subsidy program for 
shortline freight rail operations, primarily on the Eastern Shore and in Western Maryland. 
 
In 1982, Congress relieved Conrail of the responsibility to operate local passenger rail service, 
and in 1983, the State entered into an operating agreement with Amtrak to continue this 
service (now referred to as the Penn Line). The same year Maryland, along with a number of 
other Northeastern states, took control of its commuter railroads and the "MARC" (Maryland 
Area Rail Commuter) service name was established. The State Railroad Administration 
conducted a marketing study, which resulted in the creation of the name and logo of MARC to 
use as a unifying tool for marketing the service where, at that time, train crews wore either 
B&O or Amtrak uniforms, and some of the rail cars in use were leased from New Jersey 
Transit. In 1992, the former State Railroad Administration was merged with the Mass Transit 
Administration. The Mass Transit Administration was later renamed to Maryland Transit 
Administration which now oversees the operation of MARC Train Service. 
 
Operating and maintenance responsibility for the Camden and Brunswick Lines was 
transferred from CSXT to Bombardier Transportation Services USA Corporation (BTS), a 
subsidiary of the Canadian company Bombardier Transportation, effective 12:01 a.m. on June 
29, 2013. BTS crews started operating MARC trains on Monday, July 1, 2013. CSXT 
continues to dispatch MARC Camden and Brunswick Line trains after transition on behalf of 
the MTA. 
 
Train Lines 
 
Brunswick Line (74 miles) Washington, DC to Martinsburg, WV 
Camden Line (39 miles)    Washington, DC to Baltimore, MD 
Penn Line (77 miles)          Washington, DC to Perryville, MD

Maryland Transit Administration (Baltimore, MD ) 45 The Maryland Transit Administration was created by the State of Maryland to operate state 
owned transit service in Maryland. The MTA operates bus, light rail, the Metro Subway, and 
MARC trains throughout the Baltimore Metropolitan Area and a commuter bus service in other 
parts of the state.  
 
The Maryland Transit Administration was originally known as the Baltimore Metropolitan 
Transit Authority, then the Maryland Mass Transit Administration before it changed to its 
current name in October 2001. The MTA took over the operations of the old Baltimore Transit 
Company on April 30, 1970. 
 
Many routes of the agency's current bus lines are based on the original streetcars operated by 
the Baltimore Transit Company and its parent companies between the 1890s and 1960s. All of 
these routes were ultimately converted to rubber tire bus operations, and many were 
consolidated, extended into newly developed areas, or otherwise reconfigured to keep up with 
the ridership demands of the times. Additional routes and extensions were added in later 
years to serve newly developed communities and to feed into Metro and Light Rail stations. 
 
With the growth in popularity of the private automobile during the 20th century, streetcar and 
bus ridership declined, and the needs for public transportation changed. Mass transit in 
Baltimore and other cities shifted from a corporate operation to a tax-subsidized, state-run 
service. The amount of service provided was greatly reduced. Some areas once served by 
streetcars are now served minimally by buses or not at all. 
 
The demise of the Baltimore streetcar took place between the years of 1947 and 1963, as 
operators found buses to be low maintenance and more cost-efficient. With its rails 
demolished, Baltimore was no longer a streetcar city. As transit needs and trends changed, 
rail transit did return to the city, with the Metro Subway opening in 1983 and the Light Rail in 
1992. 
The track gauge was 5 ft 4 1⁄2 in (1,638 mm).[ This track gauge is now confined to the 
Baltimore Streetcar Museum. 
 
The Baltimore Transit Company (BTCO) was a privately owned public transit operator that 
provided streetcar and bus service in Baltimore, Maryland, from 1935. The company was 
purchased in 1948 by National City Lines and the streetcar system was then run down in 
favour of buses, a process repeated in many places which became known as the Great 
American Streetcar Scandal. The last streetcar ran in 1963.[4] BTCO was absorbed by what 
is now the Maryland Transit Administration in 1970. The BTC oversaw the elimination of 
streetcar service in favor of bus service in 1963 when the last streetcar routes, the number 8 
providing service from Catonsville to Towson and the number 15 (Overlea to Walbrook 
Junction) were eliminated. 
 

Marysville & Arlington Railroad (Marysville, WA ) 14 6.0% Arlington is north of Marysville.
Marysville, Palmetto & Roseport Railroad (Marysville, KS ) The ferryboat Ida hauled the locomotive "Albany" across the Missouri river in April, 1860. This 

engine was to be used on the Marysville or Palmetto & Roseport railroad, the first railroad to 
be built west of the Missouri river.  [2]

Mason City & Ft. Dodge Railroad (Oelwein, IA ) 378 On April 30, 1901, the Chicago Great Western Railway acquired control over the Mason City 
& Fort Dodge. At this time the Mason City & Fort Dodge ran from Mason City to Fort Dodge.  
On July 1, 1902, the Chicago Great Western took over the operation of MC&FtD. The 
MC&FtD line was subsequently extended from Fort Dodge to Council Bluffs in 1903, with this 
line being opened for traffic on January 3, 1904. By the end of 1904, the MC&FtD lines 
extended from Oelwein to Council Bluffs, and from Hayfield to Clarion.  The Mason City & Ft. 
Dodge was formed through acquisition of properties formerly owned by the Iowa Pacific and 
the Dubuque & Dakota. The Iowa Pacific built a 93 mile railroad grade from Fayette Junction 
through Bremer, Butler and Franklin counties to Belmond in Wright County, and laid rails for 
13 miles on this route. On June 23, 1875, the Iowa Pacific sold its right of way between 
Belmond and Ft. Dodge to J. F. Duncombe, with the balance being sold to Platt, Smith and 
Company. On June 1, 1882, the Dumcombe and Platt, Smith sold all their property from 
Belmond to Ft. Dodge to the Mason City City & Ft. Dodge Railroad.   On April 11, 1878, the 
Dubuque & Dakota Railroad was incorporated, and acquired the unfinished portion of the 
former Iowa Pacific line between Fayette Junction and Belmond. In 1878 and 1879, it 
completed construction of the line from Waverly to Hampton, and then in 1880, a line between 
Sumner and Waverly was constructed.   On January 19, 1887, the line from Sumner to 
Hampton was deeded to the Minnesota & Northwestern Railroad. The Wavely to Hampton line 
was sold to the Mason City & Ft. Dodge Railroad on April 18, 1905.

Mason Machine Works (Taunton, MA ) This manufacturer of steam locomotives was famous for its Mason Bogie design.  William 
Mason is widely known as the founder of the Mason Machine Works, in 1877, and for the 700 
beautifully designed locomotives that were produced by this firm. His locomotives were 
heralded for their ease of operation and simplicity of repair.  

Mass Rapid Transit (Singapore, Singapore) 106 # Stations in system = 89
Mass Transit Railway (HongKong, Hong Kong) 108 # Stations in system = 82
Mass Transit Railway (Hong Kong, China) 131 The Mass Transit Railway (MTR) is the rapid transit railway system of Hong Kong. Opened in 

1979, the system now includes 218.2 km (135.6 mi) of rail with 161 stations, including 93 
railway stations and 68 light rail stops. Operated by the MTR Corporation Limited (MTRCL), 
the MTR is one of the most profitable metro systems in the world, with a high farebox recovery 
ratio of 186%. 
 
Under the government's rail-led transport policy, the MTR system is a common mode of public 
transport in Hong Kong, with over five million trips made in an average weekday. It 
consistently achieves a 99.9% on-time rate on its train journeys. As of 2014, the MTR has a 
48.1% market share of the franchised public transport market, making it the most popular 
transport option in Hong Kong. The integration of the Octopus smart card fare-payment 
technology into the MTR system in September 1997 has further enhanced the ease of 
commuting on the MTR. 
 
Construction of the MTR was prompted by a study, released in 1967, commissioned by the 
Hong Kong Government in order to find solutions to the increasing road congestion problem 
caused by the fast-growing Hong Kong economy. Construction started soon after the release 
of the study, and the first line opened in 1979. The MTR was immediately popular with 
residents of Hong Kong; as a result, subsequent lines have been built to cover more territory. 
There are continual debates regarding how and where to expand the MTR network. 
 
As a successful railway operation, the MTR has served as a model for other newly built 
systems in the world, particularly in mainland China.

Massachusetts Bay Transportation Authority (Boston, MA ) 440 The Massachusetts Bay Transportation Authority, is the public operator of most bus, subway, 
commuter rail, and ferry routes in the greater Boston, Massachusetts area. It is the sixth-
busiest commuter railroad in the U.S. in terms of ridership. [4]

Matapedia & Gulf Railway (Mont-Joli, QC Canada) 225 Quebec Railway Corp. (QRC), is a short line company that operates former CN lines in 
Quebec and New Brunswick.  Canadian National sold its 301-mile rail line between Moncton, 
N.B. and Mont-Joli, P.Q., to two wholly-owned subsidiaries of the Quebec Railway 
Corporation.  The New Brunswick East Coast Railway will acquire the line between Tide Head 
and Pacific Junction, N.B., located near Moncton, and the Matapedia Railway will purchase 
the line between Mont-Joli, P.Q. and Tide Head, N.B. The Matapedia Railway will also connect 
with the Baie des Chaleurs Railway at Matapedia, P.Q.    
 
In December 1997, the Quebec Railway Corporation (QRC) and CN acquired the Matapedia 
Railway, a 105-mile line connecting Mont-Joli, Quebec, with Campbellton, New Brunswick. 
The Matapedia Railway has a transfer point at Matapedia with Chemin de fer Baie-des-
Chaleurs, also owned by QRC.  In March 1999, the QRC purchased the segments from 
Rivière-du-Loup to Mont-Joli and from Mont-Joli to Matane, thus creating the Matapedia and 
Gulf Railway, which extends over 225 miles.  
 
QRC takes over from Cogéma which provides shuttle boat-rail service from Matane to Baie-
Comeau.  The Matapedia and Gulf Railway, together with the New Brunswick East Coast 
Railway and Cogéma serve major shippers of mining and forest products. VIA Rail Inc. uses 
the Rivière-du-Loup line at Campbellton for its Maritime service. 

Mather Stock Car Co. (Chicago, IL ) Founded by Alonzo C. Mather to build stock cars. Mather is generally recognized as the first 
person to develop a successful railroad stock car.   
 
As the beginning of the 20th century, Mather began leasing stock cars to the railroads that 
used them. Railroads of the time found it less expensive to lease stock cars than to purchase 
them outright or to build them. By the 1920s, Mather had expanded their fleet to include 
boxcars and refrigerator cars along with a few tank cars. With the onset of the Great 
Depression in the US, Mather was one of a limited number of companies that saw profits in 
the 1930s. As railroads eliminated freight cars out of their own fleets, leasing companies such 
as Mather were able to step in and supply freight cars as needed. (Ref 3) 
 
Alonzo C. Mather founded the Mather Humane Stock Transportation Company, known for an 
improved stock car design that incoporated water and feeding troughs in the car, along with 
movable partitions that would prevent stampedes and injuries caused by the jolting motion of 
the train. Mather's name became closely identified with the stock car industry for many years. 
Mather's first design was accomplished in 1881. Tests performed showed that his design 
resulted in reduced weight loss and reduced injuries to cattle during transit. Although his 
design was clearly favorable, the railroads were reluctant to "pay up" for the higher cost of 
manufacturing and using his cars. This led Mather to establish a car manufacturing and 
leasing business, thus easing the financial problems associated with operating his cars.  
Mather was acquired by North American Car Company.

Matheran Light Railway (Neral, India) 13 5.0% Matheran Hill Railway is a 2 ft (610 mm) narrow gauge heritage railway in Maharashtra, India. 
The railways comes under the administration of the Central Railways. The railway covers a 
distance of 21 km (13.05 mi), over large swathes of forest territory connecting Neral to 
Matheran in the Western Ghats. UNESCO is considering giving world heritage status to 
matheran light railway. 
 
The Neral-Matheran Light Railway was built between 1901 and 1907 by Abdul Hussein 
Adamjee Peerbhoy, financed by his father, Sir Adamjee Peerbhoy at a cost of ?16 lakh 
(US$27,000). Sir Adamjee Peerbhoy visited Matheran often and wanted to build a railway to 
make it easier to get there. Hussain's plans for the Matheran Hill Railway were formulated in 
1900 and construction started in 1904. Consulting engineer was Everard Calthrop of Barsi 
Light Railway fame. The line was open to traffic by 1907. Originally, the tracks were laid with 
30 lb/yd (14.9 kg/m) rails but now has 42 lb/yd (20.8 kg/m) rails. Ruling gradient is 1:20 (5%) 
with tight curves and speeds are limited to 12 km/h (7.5 mph). 
 
The railway was closed by flood damage during 2005 and was not expected to re-open before 
April 2007. Contrary to those expectations, the first run on the repaired railway was on 5 
March 2007. The line observed its centenary on 15 April 2007. 
 
Train services were suspended during the monsoon season from June to October because of 
the danger of landslides. During the 2012 monsoon season, CR conducted 10 controllability 
tests for air-braked coaches, followed trial runs and approval from Commission of Railway 
Safety. CR ran services for the first time during the monsoon.[6] CR also plans to shorten the 
period during which services are suspended by suspending services only from July 15 and 
restarting them on October 1. 
 
In November 2012, CR added a 5-seater luxury family coach (called saloon) to trains 
operating on the line. The saloons feature cushioned sofas and LCD screens images 
displaying images captured by CCTV cameras installed outside. Earlier, these saaloons were 
available only to railway officers inspecting tracks and railway premises. 
 
 

Matterhorn-Gotthard Bahn (Zermatt, Switzerland) 89 6,700 8.5% The Matterhorn Gotthard Bahn operates the world famous "Glacier Express" train. Between 
Realp and Oberwald the line formerly crossed the Furka Pass, at a crest elevation of 2,162 m 
(7,093 ft) with a 1.87 km (1.16 mi) tunnel passing beneath the pass. 

Mauch Chunk Railroad (Jim Thorpe (Mauch Chunk), PA ) 9 1,620 29.0% The Mauch Chunk Railroad was constructed as a gravity railroad to ship coal from mines 
owned by the Lehigh Coal & Navigation Company at the top of Summit Hill down to the 
loading facility at Mauch Chunk. After the coal arrived in Mauch Chunk, it was loaded on canal 
boats operated by the Lehigh Coal & Navigation Company for a 48 mile trip to Easton, PA. 
Mules were used to haul the empty cars back up the incline. The Mauch Chunk Railroad was 
the second oldest railroad in America. It was constructed as a gravity railroad to ship coal from 
mines owned by the Lehigh Coal & Navigation Company at the top of Summit Hill, near Mt. 
Pigsah (see Ref 4), to the loading facility at Mauch Chunk on the Lehigh River. 

Mauritania Railway (Zouerate, Mauritania ) 437 The Mauritania Railway was built to haul iron ore. At 3 miles long, its trains are some of the 
longest in the world. It is considered to be the backbone of the Sahara Desert.MÁVAG (Hungary) MÁVAG was the most important Hungarian manufacturing company in the 19th century. The 
company employed thousands of workers and produced almost 7,600 locomotives. It was 
best known for its steam locomotives. (Ref 1)

McCloud Railway (Mt. Shasta (Upton), CA ) 95 4.5% The McCloud Railway (reporting mark MCR) was a class III railroad operated around Mount 
Shasta, California. It began operations on July 1, 1992 when it took over operations from the 
McCloud River Railroad. The MCR was incorporated on April 21, 1992. 
 
The MCR provided both freight service as well as passenger excursion trains like the Shasta 
Sunset Dinner Train. 
 
Freight traffic consisted of outbound lumber and forest products as well as diatomaceous 
earth (filtering). Approximately 3,000 carloads of freight (1996 estimate) were handled 
annually. 
 
The MCR interchanged with the Union Pacific railroad (formerly Southern Pacific) at Mount 
Shasta, California. 
 
On June 27, 2005, the railroad applied with the Surface Transportation Board to abandon 
most of its line. The proposal requests to abandon all MCR track beyond 3.3 miles (5.3 km) 
east of McCloud, California. 
 
Route 
 
The railroad operated on 95.5 miles (153.7 km) of track. The principal line ran from Mt. Shasta 
to Bartle. At Bartle, the Burney Branch headed south. The Burney Branch was completed in 
1955. 
 
The MCR also had a 19-mile (31 km) branch running from Bartle to Hambone, California. At 
Hambone the ownership changed to BNSF Railway (Great Northern) but was operated by the 
McCloud River Railroad. That line extended to Lookout Junction where it connected with the 
Great Northern Railway (U.S.) mainline just north of Bieber, California. The BNSF track east of 
Hambone (Hambone-Lookout) was abandoned and removed by A&K Railroad Materials in 
October 2005. 
 
On June 28, 2005, the railroad petitioned the STB to abandon most of its line. Service on all 
line east of the McCloud Sawmill (now abandoned) has been terminated. A small section of 
line between McCloud CA and Mount Shasta CA remained open briefly for excursion and 
dinner train service. As timber demand declined, the railroad slowly cut back although new 
ownership also led to its downfall. In 2009, the railroad ceased operation and closed down. 
The property is now for sale as a rail/trail as of 2012. 
 
History 
 
The MCR was originally built by the McCloud River Railroad. The McCloud River Railroad was 
chartered on January 22, 1897. By 1901 the line was running on 17.8 miles (28.6 km) of track 
between Mount Shasta and McCloud, California. 
 
The railroad was primarily a logging railroad and thus had several different owners over the 
years including: U.S. Plywood Corporation (1963), U.S. Plywood-Champion Papers (1969), 
and Champion International (1972), Itel Corporation (1977). The railroad was sold to Jeff E. 
and Verline Forbis (4-Rails, Inc.) on July 1, 1992. 
 
The railroad also had regular passenger service until 1952.

McCloud River Railway (Mt. Shasta, CA ) 95 4.5% 1900- Upton to Alturas, California, 125.00 miles. Completed up to June 30, 1899, Upton to 
McCloud, California, 13.82 miles. Chartered, January 22, 1897. Road completed as above, 
March, 1898.  1940- Mount Shasta City , McCloud, Slagger Creek and Hambone, California, 
53.64 miles. Branch Line leased from McCloud River Lumber Company, 7.61 miles. 
Incorporated, January 22, 1897. In February, 1937, merged McCloud Transportion Company, 
a former Subsidiary.

McGoldrick Lumber Company (Spokane, WA ) 35 McGoldrick Lumber became one of the largest timber companies in the northwest and was 
the chief employer in Spokane for over forty years. McGoldrick also become founded the 
Adams River Lumber Company in Chase, British Columbia and the Royal Lumber Company 
in Nelson, British Columbia. The McGoldrick Lumber Company's sawmill was located in 
Spokane on the Spokane River. [4] The sawmill connected with the Spokane & Inland Empire 
Railroad at Spokane.

McGregor & Sioux City Railway (Calmar, IA ) 312 The McGregor & Sioux City Railroad was organized to build  a line from Calmar, IA (44 miles 
west of McGregor, IA) to Yankton, SD. The McGregor Western (McGregor, IA to Calmar, IA) 
and the McGregor & Sioux City Railroad (Calmar, IA to Yankton, SD) formed a through line 
from Yankton- Sioux City- Mason City- Calmar- McGregor, IA. The Milwaukee railroad 
operated a ferry across the Mississippi River between McGregor and Prairie du Chien, WI, 
where a connection with the Milwaukee main line was made. Eventually, a pontoon bridge 
was built between the two points.   
 
The McGregor & Sioux City Railroad line leaves the McGregor Western Railroad at the point 
where that road turns to the North, and thence will extend Westward to Sioux City.    
 
Ground was broken at Calmar, Winneshiek County, by the McGregor & Sioux City Railroad on 
September 9, 1868. The road crosses the townships of Stapleton, New Hampton, Dayton, 
Chickasaw, and a small fraction of Utica. The important stations in Chickasaw County were: 
Lawler, New Hampton, Chickasaw, Ionia, and Bassett. The railroad passed into the hands of 
the Chicago, Milwaukee & St. Paul Railroad a short time later after it was projected and was 
operated by that company, as the Iowa and Dakota Division.

McGregor Western Railway (Mc Gregor, IA ) 185 The McGregor Western was an important addition to the Milwaukee Road system. Its line 
eventually provided a through line from  Milwaukee to the Twin Cities went by way of Prairie 
du Chien, WI, McGregor, IA, Cresco, IA., and Owatonna, MN . 
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McGuire-Cummings Manufacturing Co. (Paris, IL ) The McGuire - Cummings Manufacturing Co, located in Paris, IL, began business as the 
McGuire Manufacturing Co. in 1888. It built trolley cars, passenger coaches and electric 
locomotives from the 1888 until 1930. McGuire supplied rolling stock for many of the 
midwest’s street railways and interurban lines, including the Peoria Railway, Ohio & Southern, 
the Illinois Central, Louisville & Eastern, Arkansas Valley, and others. The company was 
reorganized as the Cummings Car & Coach Company in 1925, and built its last railway car in 
1930. The Cummings Car & Coach Company ceased business in 1943.   
 
Detailed history:    
 
The McGuire Manufacturing Co. was founded in 1888 in Chicago by William McGuire. He was 
one of the first in the country to begin the manufacture of power trucks for streetcars and 
interurbans in 1888, the year when Frank Sprague built the first fully successful electric 
streetcar line. McGuire expanded into the construction of complete cars as well as snowplows 
and patented snow sweepers. McGuire Manufacturing was reorganized 1 January 1904 as 
the McGuire-Cummings Manufacturing Company, with John J. Cummings as its President. 
Shortly thereafter, it appears the company established a manufacturing plant in Paris, IL. 
McGuire-Cummings built many of the heavy wood and steel "interurban" cars that traversed 
America during the first quarter of the twentieth century. McGuire-Cummings moved its main 
plant from Chicago to Paris, IL, in 1919. On 31 October 1925, McGuire-Cummings was 
reorganized as the Cummings Car and Coach Company. The factory covered 25 acres, and 
produced street cars, passenger cars, city and interurban cars, sweepers, car trucks, gas and 
electric snow sweepers, snow plows, and gas and electric buses. Electric locomotives were 
constructed and shipped worldwide.  In 1927, the factory reportedly had 100 employees at 
work, though 250 - 350 was considered "full-force." In the same year it produced the world's 
first aluminum street car, built just like a steel car, but in cast aluminum. Cummings stopped 
building rail cars in 1930, but apparently continued to stock and supply parts until 1943. In 
1934, the J.G. Brill Company had considered making an offer to purchase Cummings Car & 
Coach, but the proposal was never ratified. At the time, Walter Cummings was serving as a 
senior executive with J.G. Brill.  

McIntosh & Seymour Diesel Engine Company (Auburn, NY ) John E. McIntosh (1858-1916) and James A. Seymour invented the centrifugal governor (US 
346,302) in 1886. The centrifugal governor controls the speed of an engine, regulating the 
amount of fuel and maintaining a constant speed. The company manufactured and sold large 
steam engines for stationary generators and marine use. By 1910, the company introduced 
diesel engines for railroads. (Ref 1) 
 
McIntosh & Seymour was a builder of diesel engines. It became the primary supplier of diesel 
engines to ALCO in 1931. Prior to that it had built industrial steam engines and a Swedish 
designed diesel engine.  Alco (A-American Locomotive Company), General Electric (GE) and 
Ingersoll-Rand (IR), formed a partnership in 1925 that came to be known as AGEIR to 
produce a line of boxcab diesel locomotives known as the AGEIR boxcabs. The earliest 
boxcabs were often termed "oil-electrics" to avoid the use of the German name "Diesel", 
unpopular after World War I.   
 
ALCO (American Locomotive Company) built the chassis and running gear, General Electric 
the generator, motors and controls, and Ingersoll Rand the diesel engine. ALCO dropped out 
of the arrangement in 1928, and acquired McIntosh & Seymour, as a supplier of diesel 
engines, and went on to start its own line of diesel switchers. The first ALCO boxcab switcher 
was outshopped in January 1931 and after a brief demonstration tour was sold to Jay Street 
Connecting. The ALCO Boxcab and two end cab switchers built in early 1931 used the 
McIntosh & Seymour 330 engine. This early development of end cab switchers led ALCO to 
build the HH series based on the McIntosh & Seymour 531 engine and using GE electrical 
components by mid 1931.

McKay TransCold-Selma (Selma, CA ) 1,994
McKee, Fuller & Co. (Catasauqua, PA ) McKee, Fuller became very prosperous by 1884; it employed 1,500 men, with annual 

revenues of $4 million.McKeen Motor Car Co (Omaha, NE ) This company was founded by the former Superintendent of Motive Power for the Union 
Pacific Railroad: William R. McKeen. The business was begun during 1904, when E.H. 
Harriman, who was Chairman of the Union Pacific, asked McKeen to investigate the 
practicality of building a low cost Motor Car for use on lightly traveled branch lines. Harriman 
was looking for a motor car that could be operated by one or two men (engineer and 
conductor),  that used only a fraction of the energy that a steam locomotive required, and 
would need only minimal repairs. The McKeen Motor Car, and other designs that followed 
were a huge success. During the period from 1905-1917 over 50 railroads purchased more 
than 150 these low cost motor cars. William McKeen eventually originated over 2,000 patents 
covering his designs.    
 
The company began operations in 1904 as a part of the Union Pacific Railroad shops and 
from 1905 to 1908, the company built its products exclusively for the Union Pacific. But in July 
of 1908, the company was formally incorporated as the McKeen Motor Car Company by 
William R. McKeen.    
 
The Electro Motive Corporation entered the motor car market in 1912, just four years after the 
McKeen Motor Car Company had been incorporated, and its superior designs, which offered 
more reliable operation, and greater tractive effort, soon overtook the McKeen company 
design.  The McKeen car was readily identified, as it featured a distinctive, wedge shaped 
nose that soon led to the nickname "windsplitter". In later years, the sharp pointed nose was 
rounded. Early models featured an equally distinctive round windows, although these were 
replaced in later years by gothic, or square windows.  The Union Pacific bought out McKeen's 
interests in 1920.

McQueen & Co. (Schenectady, NY ) McQueen & Co. was founded by two Scotsmen: Ellis and Walter McQueen; the latter had 
been the Superintendent of the Schenectady Locomotive Works 1851 to 1876, and also 
served as Vice President until his death in 1893. [4] His locomotive designs in the 1860s 
became known as the McQueen engine. McQueen apparently left the Schenectady Works in 
1870, to design and build his first locomotives for the Utah Central. [1]

Mdland Linseed Despatch (Minneapolis, MN )
Memphis & Charleston Railway (Memphis, TN ) 330 The Memphis and Charleston Railroad, completed in 1857, was the first railroad in the United 

States to link the Atlantic Ocean with the Mississippi River, to be built west of the Appalachian 
Mountains. The Virginia & Tennessee, he East Tennessee & Virginia, the East Tennessee & 
Georgia, and the Memphis & Charleston Railroads were strategically important railroads that 
opened a through route from the northeast to the major cities of the south. The route extended 
from Lynchburg, VA to Memphis, TN. However, Lynchburg was connected to Richmond, and 
Norfolk, VA by other railroads. Thus, these railroads made it possible to travel from almost any 
place in the east to Memphis. [8]

Memphis & Little Rock Railroad (Hopefield (opposite Memphis), AR ) 136 The railroad's incorporation authorized the building of a line beginning on the west bank of the 
Mississippi River to Little Rock. This line was the second railroad to be chartered in Arkansas, 
and the first to lay rails in Arkansas. The line was built as to a 5ft gauge.   Construction on the 
line was begun in 1854, and  by 1857 the road was completed for a few miles from a point 
opposite Memphis to Hopefield and to Madison, AR on the St. Francis River early in 1858.  
Madison was located 40 miles west of Memphis on the St. Francis River. The line between 
Little Rock and DeVall's Bluff was completed in 1862. The western terminus of the road was 
located at Huntersville (North Little Rock), on the north side of the Arkansas River. As a result 
of its strategic location, North Little Rock became the home to many other railroad facilities of 
the Cairo & Fulton and the Iron Mountain, both of which became part of the Missouri Pacific. It 
was not until the Rock Island gained control of the line that a bridge was built between North 
Little Rock and Little Rock, thus eliminated the ferry transfer between the two cities.  Further 
construction was halted on account of the Civil War. Construction of the remaining gap 
between Madison and DeVall's Bluff was completed in 1871. The area between these two 
points was swampy, and prior to the arrival of the railroad, steamboats were used for 
transportation.   
 
The entire line between Hopefield, AR and North Little Rock  (Huntersville) was completed on 
April 11, 1871.  
 
Up until 1872, the Memphis & Little Rock did not have direct access to Memphis-its trains 
terminated at Hopefield, AR, about 7 miles east of West Memphis, AR, and located at the 
edge of the Mississippi River. An Inclined Plane was built in 1872, which allowed railroad cars 
to descend to the level of the Mississippi River where they were transported by Car Ferry to 
Memphis, TN. It appears that the Memphis & Little Rock (later Choctaw & Memphis) trains 
continued to be ferried across the Mississippi River until the end of 1899. (Ref 3) 
 
The line became bankrupt and was sold to Stillman Wit, Trustees, on March 17, 1873, and 
was reorganized as Memphis & Little Rock Railway. A second reorganization under the same 
name occurred on April 27, 1877.  The route of the line passed through an area of eastern 
Arkansas that experience frequent flooding, adding to the financial woes of the company. It 
was many years, until the line came under the control of the Rock Island, that the tracks 
between Madison and the Mississippi River were elevated, allowing operation of the railroad 
during flood conditions.  The line was acquired by the Little Rock & Memphis Railroad April 
13, 1887.  In 1898, the Chocktaw, Oklhoma & Gulf purchased the Memphis to Little Rock line, 
and then extended the line from Little Rock to Indian Territory in today's Oklahoma. It was not 
until December 15, 1899 that regular train service was begun between Memphis and 
Oklahoma City. This acquistion became strategic in the formation of the Choctaw, Oklahoma 
& Gulf system, and later, in providing the Rock Island with a through line from Memphis to 
Tucumcari and Los Angeles.

Memphis, Clarksville & Louisville Railroad (Guthrie, KY ) 83 The Memphis, Clarksville & Louisville Railroad line ran from Paris, Tennessee, to the 
Kentucky state line and connected with two other routes to create a seamless link between 
Memphis and Louisville. It shortened the travel time between major economic cities, but its 
ability to make money didn’t match its founders’ aspirations. Its detractors ridiculed the route 
as “beginning in the woods and ending in a hollow tree.” Following the Civil War, the railroad 
revitalized the line, only to run out of money and largely fade away. [1] The line was chartered 
in 1852, just two years after the Louisville & Nashville Railroad was chartered. The former was 
obviously a challenge to the latter, who leased the line in 1868.

Mendel Railway (Kaltern, Italy) 2 64.0%
Merchants Despatch Transportation  (New York, NY ) 768 The term "Fast Freight" evolved beginning in the 1870's describing a type of private (non-

railroad) company that offered expedited freight service, compared to what was then available 
from the railroads. The services became so popular, that by 1875, the majority of freight 
shipped west from New York was shipped via Fast Freight.  These companies often owned 
their own railroad cars, which were prominently marked on the outside of the car with the 
company name. Many of the companies were closely aligned with a specific railroad, or a 
group of railroads offering through service from one point to another.   
 
Some of the fast freight lines that operated west from New York during this period included:  
Merchant's Dispatch, using the New York Central & Hudson River, the Great Western of 
Canada, and the Michigan Central or Lake Shore & Michigan Southern to Chicago, Cincinnati, 
Louisville & St. Louis.   
 
Merchant's Despatch owned and leased refrigerator cars which it furnishes to railroads for 
operation and provides refrigeration service in connection with refrigerator car traffic of various 
railroads. Merged into Merchants Despatch Transportation Corporation, December 18, 1936.    
The Merchants Despatch Transportation Corporation of December 18, 1936 was organized by 
consolidation of: Merchants Despatch Incorporated, and Merchants Despatch Transportation 
Company.   
 
The New York Central Railroad owns all stock of Merchants Despatch Transportation 
Corporation. This Company owns all common and preferred stock of the Northern Refrigerator 
Line Inc.  Merchants Despatch Transportation was formed by the New York Central and 
Hudson River Railroad (12,000 shares), the American Express Company of New York (6,500 
shares), the Lake Shore & Michigan Southern (3,000 shares), the Cleveland, Columbus & 
Cincinnati (1,000 shares), and others as a freight forwarding company.  
 
In 1869, the company was reorganized, with ownership being shared by the Cleveland, 
Columbus, Cincinnati and Indianapolis Railway, the Lake Shore and Michigan Southern 
Railway, and the New York Central Railroad. As the company grew, it continued to dedicate a 
small portion of its fleet, exclusively for the use of the American Express Company.   
 
See also Merchants Dispatch Company, which appears to be related.  Merchants Despatch 
operated its own shop facilities in Despatch, NY (now East Rochester) to build and repair the 
cars that it operated. 
 
From Ref 1 
-----------------------------------------------------------------------------------------------------------------------------
------------------------------------------------- 
Merchants Despatch traced its origins to a railroad express service begun in 1855, with a 
connection to the American Express Company. From its earliest years it operated over the 
lines of the New York Central, and by 1871 its stock was owned by Vanderbilt Lines railroads. 
However, it was an independent part of the NYC family. As such, it outlived the Central, and 
this book carries its history to the year 2000. "Initially the rolling stock of Merchants Despatch 
was box cars to carry railroad "fast freight," but by 1878 refrigerator cars were included. The 
MDT fleet would eventually become almost entirely refrigerator cars, maintained (and many 
first built) at the sprawling Despatch Shops in East Rochester, NY. "Through much of its 
history MDT leased cars to railroads other than NYC. Lessees also included a variety of 
private shippers. By the 1950s the fleet included insulated box cars (bunkerless) and would 
subsequently include autoracks =, a category of rolling stock which enabled MDT to survive 
the Penn Central and Conrail mergers. Once Conrail went to CSX and Norfolk Southern in 
1998, MDT reached the end in 2000.

Merthyr Tramroad (Penydarren, England) 10 The Merthyr Tramroad (Penydarren Tramroad) was one of the first, if not the first railroad in 
the world to operate a steam locomotive. In 1804 Trevithick's pioneering steam locomotive 
made a few experimental runs along this line.

METRA (Chicago, IL ) 495 METRA is the fourth busiest commuter rail system in the United States by ridership and the 
largest and busiest commuter rail system outside the New York City metropolitan area. There 
were 83.4 million passenger rides in 2014. Its lines were formerly owned by the Chicago & 
North Western, the Chicago, Burlington & Quincy, the Chicago, Rock Island & Pacific, the 
Chicago, Milwaukee, St. Paul & Pacific, the Illinois Central Gulf Electric lines, the Gulf, Mobile 
& Ohio, and the Wabash. 

Metro de Madrid (Madrid, Spain) 182 # Stations in system = 300
Metro-North Commuter Railroad (New York, NY ) 385 The Metro-North Commuter Railroad is the third busiest commuter railroad in the United 

States in terms of monthly ridership. [2] Most of the trackage east of the Hudson River and in 
New York State was formerly owned by the New York Central Railroad (NYC) and by the New 
Haven Railroad

MetroLink (St. Louis, MO ) 46 As of the fourth quarter of 2013, it is the largest light rail system in the Midwestern United 
States in terms of ridership, and the 10th-largest in the country.[Metropolitan Atlanta Rapid Transit Authority (Atlanta, GA ) 48 MARTA is the eighth-largest rapid transit system in the United States by ridership.

Metropolitan Railway (London, England) 42 The Metropolitan Railway was the world's first underground railway.
Metropolitan Transportation Authority (Los Angeles, CA ) 200 The Los Angeles County Metropolitan Transportation Authority operates bus, light rail, heavy 

rail and bus rapid transit services in and around Los Angeles. It's daily ridership is 1.3 million 
in 2017; it is the third largest public transport system in the U.S.

Metropolitan Transportation Authority (New York City, NY ) 236 The New York City Subway is the largest rapid transit system in the world by number of 
stations, with 468 stations in operation. It is also one of the world's oldest public transit 
systems. Overall, the system contains 232 miles (373 km) of routes, translating into 656 miles 
(1,056 km) of revenue track.

Metropolitan Transportation Authority (New York, NY ) New York City Transit Authority operates the New York Subway System. 
 
The Metropolitan Transportation Authority (MTA) is a public benefit corporation responsible for 
public transportation in the U.S. state of New York, serving 12 counties in southeastern New 
York, along with two counties in southwestern Connecticut under contract to the Connecticut 
Department of Transportation, carrying over 11 million passengers on an average weekday 
systemwide, and over 800,000 vehicles on its seven toll bridges and two tunnels per weekday. 
 
Chartered by the New York State Legislature in 1965 as the Metropolitan Commuter 
Transportation Authority (MCTA) it initially was created by Governor Nelson Rockefeller to 
purchase and operate the bankrupt Long Island Rail Road. The MCTA dropped the word 
"Commuter" from its name and became the Metropolitan Transportation Authority (MTA) in 
1968 when it took over operations of the New York City Transit Authority (NYCTA) and 
Triborough Bridge and Tunnel Authority (TBTA), now MTA New York City Transit (NYCT) and 
MTA Bridges and Tunnels (B&T) respectively. The agency also entered into a long-term lease 
of the Penn Central Transportation's Hudson, Harlem and New Haven commuter rail lines, 
contracting their subsidized operation to Penn Central, until that company's operations were 
folded into Conrail in 1976. The MTA took over full operations in 1983, as the Metro-North 
Commuter Railroad. Governor Rockefeller appointed his top aide, Dr. William J. Ronan, as 
Chairman and Chief Executive Officer. Dr. Ronan served in this post until 1974. 
 
Responsibilities and service area 
 
The MTA has the responsibility for developing and implementing a unified mass transportation 
policy for the New York metropolitan area, including all five boroughs of New York City and the 
suburban counties of Dutchess, Nassau, Orange, Putnam, Rockland, Suffolk and 
Westchester, all of which together are the "Metropolitan Commuter Transportation District 
(MCTD)". Thomas F. Prendergast is currently the Chairman & CEO of the MTA. 
 
The MTA is the largest regional public transportation provider in the Western Hemisphere. Its 
agencies serve a region of approximately 14.6 million people spread over 5,000 square miles 
(13,000Äkm©˜) in 12 New York Counties and two in Connecticut. MTA agencies now move 
more than 8.5 million customers per day (2.6 billion rail and bus customers a year) and 
employ approximately 65,000 workers. 
 
Subsidiaries and affiliates 
 
MTA carries out these planning and other responsibilities both directly and through its 
subsidiaries and affiliates, and provides oversight to these subordinate agencies, known 
collectively as "The Related Entities". The Related Entities represent a number of previously 
existing agencies which have come under the MTA umbrella. In turn, these previously existing 
agencies were (with the exception of MTA Bridges and Tunnels and MTA Capital Construction) 
successors to the property of private companies that provided substantially the same 
services. 
 
Each of these Related Entities has a popular name and in some cases, a former, legal name. 
The popular names were part of an overall corporate identification effort in 1994 to eliminate 
the confusion over the affiliations of the various "authorities" that were part of the MTA. Legal 
names have since only been used for legal documents, such as contracts, and have not been 
used publicly; however, since the mid-2000s, the popular name has also been used for legal 
documents related to contract procurements where the legal name was used heretofore. Both 
are listed below. 
 
Subsidiary agencies 
 
¶U MTA Long Island Rail Road (LIRR) ( Long Island Rail Road Company) 
¶U MTA Metro-North Railroad (MNR) (Metro-North Commuter Railroad Company) 
¶U MTA Staten Island Railway (SIR) (Staten Island Rapid Transit Operating Authority) 
¶U MTA Bridges and Tunnels (MTA B&T) (Triborough Bridge and Tunnel Authority) 
¶U MTA Capital Construction (MTACC) (MTA Capital Construction Company) 
¶U MTA Regional Bus Operations (legal name °© not publicly used; but rather trading as): 
¶U MTA Bus (MTA Bus Company) 
¶U MTA New York City Bus 
 
Affiliate agencies 
 
¶U MTA New York City Transit (NYCT) (New York City Transit Authority and its subsidiary, the 
Manhattan and Bronx Surface Transit Operating Authority (MaBSTOA) 
 
NOTE: The Bus division is now managed under Regional Bus.) 

Metrovalencia  (Valencia, Spain) 109 Metrovalencia[a] is a modern amalgamation of former FEVE narrow gauge diesel and electric 
operated suburban/regional railways. It is a large suburban network that crosses the city of 
Valencia, with all trains continuing out to far-flung suburbs. It also has destinations on lines 
that make it more closely resemble commuter trains. The unique system combines light 
railway, metro and several tram operations north of the Túria riverbed park with line 4. Trains 
of lines 1, 3 and 5 Metrovalencia have automatic train operation (ATO) in 25.3 kilometers of 
underground system. Tram line 6 and the short extension of metro line 5 are operated by 
modern trams. 
 
This network consists of more than 175 kilometres (109 mi) of track, of which around 19 
kilometres (12 mi) is below ground.

Mexico City Metro  (Mexico City, MX Mexico) 140 # Stations in system = 195
Miami Transit (Miami, FL ) 193
Michigan Car Company (Detroit, MI ) Along with the competing Peninsular Car Company, Michigan Car was the largest 

manufacturer in "Gilded Age" Detroit. By the 1890s, the Detroit railroad car manufacturers 
earned some $14.7 million in revenue from the manufacture of cars, car wheels, roofs, and 
repair work, while employing around 6,000 workers. Average production rates were around 76 
cars per day.

Michigan Central Railroad (Detroit, MI ) 1,800 The Michigan Central was formed by John Murray Forbes and others to purchase what 
became known as the "Central Road" on September 23, 1846.  John Forbes was a financial 
backer for the Chicago, Burlington & Quincy, and his connections with the Michigan Central 
led to the interchange of traffic between the two roads in Chicago, becoming important links in 
early midwest commerce. It, along with the Michigan Southern were the first railroads to 
connect Detroit with Chicago in 1852. It became an importa part of the New York Central 
System in 1890. 
 

Michigan Southern Railroad (Monroe, MI ) 228 The The Michigan Southern Railroad was the first Michigan railroad to enter Chicago, in 1852. 
In the rush to beat the Michigan Central into Chicago, the Michigan Southern left a break in its 
line between Laporte and Michigan City. Michigan Southern travelers were forced to take a 
stagecoach between those two cities and reach Chicago. 

Michigan-Peninsular Car Company (Detroit, MI ) The Peninsular Car Company was incorporated by four Detroiters--James F. Joy, Russell A. 
Alger, Christian H. Buhl, and Allen Shelden. The company bought  the former Russel Wheel & 
Foundry building along the Detroit River between Walker and Adair Streets. At the beginning 
the factory could produce fifteen cars each ten-hour work day. Peninsular also bought Henry 
Angell’s Adrian Car Company, idle since the Panic of 1873, and resumed production there in 
December 1880. Operations continued in Adrian until its work was consolidated into 
Peninsular’s Detroit shops in 1884.  The Adrian consolidation and the increased business 
required that Peninsular build a new and larger factory on the north side of East Ferry Street, 
a short distance south of Milwaukee Junction. Shortly after opening the new plant, the 
financial panic in May of 1884 dramatically slowed the flow of orders. Then, in September of 
1884, a fire destroyed the foundry, and two years later both the Peninsular and Michigan Car 
companies faced their first labor strike.  The Peninsular Car Company was consolidated with 
the Michigan Car Company on September 1892 to for the Michigan-Peninsular Car Company. 
The Financial Panic of 1893 again resulted in a severe deterioration of the business, forcing 
the company to reduce its workforce of more than 4,500 workers, to only 450. The company 
was then sold to the newly formed American Car and Foundry Company in March 1899.  
American Car & Foundry closed this business in 1946.

Middle West Utilities Co. (Chicago, IL ) The Midwest Utilities system was by far the most important of the traction system holding 
companies.Middleton Railway (Middleton (West Yorkshire), England) The Middleton Railway is the world's oldest continuously working public railway. It was 
founded in 1758. The Middleton Railway became the first commercial railway to use steam 
locomotives successfully in 1812. 

Midi Railway (Toulouse, France) 2,626 3.5% The Paris-Orleans and Midi Railways were operated as a single railroad beginning in 1934. 
The two railways had a total mileage of 7.270 miles in 1934, making the combined railways 
larger than the Paris, Lyons & Mediterranean. [3]

Midland Railway (London, England) The Midland Railway was the third-largest railway  in the British Isles (after the Great Western 
Railway and the London and North Western Railway).Midland Railway of Canada (Port Hope, ON Canada) 479 The Midland Railway, as originally built, would have been an important railroad connecting 
Midland, on Georgian Bay with Port Hope on Lake Ontario, this avoiding a lengthy trip by boat 
from Midland via Lake Huron to Sarnia, Detroit, and Lake Erie, and then Lake Ontario. The 
entire trip by steamship would have taken about 795 miles or 5 days (113 hours at an average 
of 7 miles per hour), not counting delays for locks and river transit (Sarnia-Amhertsburg and 
Buffalo-St. Catharines). The train would have taken less than a day between end points.

Midland Terminal Railway (Colorado Springs, CO ) 55 When gold was discovered in Cripple Creek and Victor in 1890,  some of the Colorado 
Midland owners[a] formed the Midland Terminal Railroad, a standard gauge spur line from 
Divide, where it connected with the Colorado Midland Railroad, to the gold mines of Cripple 
Creek. This allowed for passenger travel to and from Cripple Creek, shipment of equipment 
into the area, and the transport of ore to processing mills in Colorado City beginning in 1895. 
It was the only standard gauge railroad into Cripple Creek and Victor, which made for easy 
transfer of material at the Divide junction with the Colorado Midland Railway.The Midland 
Terminal was the second railroad to begin service to Cripple Creek (the Florence & Cripple 
Creek was the first).

MidSouth Rail Corporation (Meridian, MS ) 373 MidSouth Rail Corp. was created on March 31, 1986 to purchase 373 miles (600 km) of 
Illinois Central Gulf Railroad (ICG), with start up operations on April 1, 1986. Edward L. 
Moyers served as the railroad's first president. MSRC was mostly the ex-ICG route between 
Meridian, Mississippi, and Shreveport, Louisiana, with the earliest segment of this line being 
built in 1833 by the Clinton and Vicksburg Railroad. On September 8, 1987, MSRC acquired 
the North Louisiana and Gulf Railroad and its subsidiary, Central Louisiana and Gulf Railroad, 
These properties were combined as subsidiary MidLouisiana Rail Corporation. On January 
11, 1994, Kansas City Southern Railway took over operations of all of Midsouth Rail Corp.'s 
lines, creating its Meridian Corridor to connect with the Norfolk Southern Railway.The line ran 
from Shreveport, Louisiana, going east across Louisiana, and across the state of Mississippi, 
running through the cities of Vicksburg, Jackson, Meridian, and Artesia, Mississippi, then 
across the Alabama state line to Tuscaloosa, and finally (via Norfolk Southern Railway 
trackage rights) into Birmingham. Midsouth had two other branches, with one to Counce, 
Tennessee, and a disconnected line from Gulfport to Hattiesburg, Mississippi. Total mileage 
was 1,212 miles (1,951 km) worth of mostly former Illinois Central Gulf's east-west Shreveport 
- Meridian main line.

Midwest Despatch (Chicago, IL ) MWDX series 2200-2349 are leased to the Nickel Plate-Lackawanna Dairy Line.
Mill Valley & Mt. Tamalpais Scenic Railway (Mill Valley, CA ) 8 2,500 7.0% Known as the "Crookedest Railroad in the World" the Mount Tamalpais Scenic Railway. Over 

eight miles of track and 280 curves were used to ascend the 2,500 foot high Mount Tamalpais. 
At the top of the mountain passengers could coast back to Mill Valley or to Muir Woods by 
gravity car or return by mountain train.  The Mt. Tamalpais & Muir Woods trains departed from 
the Northwestern Pacific station in Mill Valley.This line was abandoned in 1929, and was 
scrapped the following year.

Milwaukee & Northern Railway (Milwaukee, WI ) 331 The Milwaukee & Northern was initially built between Milwaukee and Cedarburg, about 22 
miles north of Milwaukee. The line was later extended north to Sidnaw, MI, 67 miles west of 
Marquette, MI. (Ref 3) 
 
The Milwaukee & Northern Railway was completed on November 5, 1874, and was leased 
from that date to the Wisconsin Central Railroad; the lease was surrendered on July 31, 1882. 
Sold at forclosure and was reorganized,  June 5, 1880 as Milwaukee & Northern Railroad. 
The road was reorganized again on September 2, 1887, taking the name Milwaukee & 
Northern Railroad.  Purchased Wisconsin & Michigan Railroad 1884. Consolidated in 1884: 
Iron River Railroad of Wisconsin. Republic Branch Railroad. Ontonagon & Brule River 
Railroad of Michigan.

Milwaukee & Northwestern Railway (Milwaukee, WI ) 64 The Milwaukee & Northwestern Railway was organized to construct a railroad from 
Milwaukee, through West Bend, Fond du Lac, and then northwesterly to an unamed point on 
Lake Superior. No construction occurred.

Milwaukee & St. Paul Railway (Milwaukee, WI ) 820 The Milwaukee & St. Paul was a predecessor of the Milwaukee Road. At the time of its 
founding in 1867, the Milwaukee & St. Paul was the largest railroad in the midwest, having 
820 miles of track.  The portion of the St. Louis, Kansas City & Northern line from Albia, IA to 
St. Louis formed the southern link in a line from St. Paul, MN to St. Louis, using the 
Milwaukee & St. Paul from St. Paul to Northwood, IA, the Central Railroad of Iowa from 
Northwood to Albia, and then the St. Louis, Kansas City & Northern to St. Louis.  

Milwaukee Line (New York, NY ) 1,114 The term "Fast Freight" evolved beginning in the 1870's describing a type of private (non-
railroad) company that offered expedited freight service, compared to what was then available 
from the railroads. The services became so popular, that by 1875, the majority of freight 
shipped west from New York was shipped via Fast Freight.  These companies often owned 
their own railroad cars, which were prominently marked on the outside of the car with the 
company name. Many of the companies were closely aligned with a specific railroad, or a 
group of railroads offering through service from one point to another. Note how the companies 
routes were fairly specific, and used railroads serving destinations along the route.  Some of 
the fast freight lines that operated west from New York during this period included:  The 
Milwaukee Line, a co-operative line, using the New York Central and Hudson River Railroad, 
the Great Western Railroad of Canada, and the Detroit & Milwaukee Railroaway, for service to 
Grand Haven, MI, Milwaukee, St. Paul, and points west and northwest of Detroit. It was 
operated in conjuction with the White Line Central Transit Company.

Milwaukee Refrigerator Transit & Car Company (Milwaukee, WI )
Milwaukee Road Pacific Coast Extension 
 (Mobridge, SD )

1,500 The Pacific Coast Extension was the last transcontinental railroad line built in the United 
States, and the shortest. The line was electrified between 1914 and 1920, becoming the 
longest electrified railroad in the world. [1] The enormous debt associated with its 
construction, combined with low traffic volumes and the opening of the Panama Canal led to 
the bankruptcy of the Milwaukee railroad. 

Milwaukee, Lake Shore & Western Railroad (Milwaukee (Lake Shore 
Junction), WI )

733 The Milwaukee, Lake Shore & Western became important as a iron ore shipper from the 
Gogebic Range (Bessemer, Ironwood, and Hurley) into Ashland, WI, where the ore would be 
loaded aboard ships and sent to the steel mills in the east. The Gogebic Range was located 
inland, and depended on the railroad for transportation. Originally built as a 376 mile line, it 
expanded to 733 miles by the time it was acquired by the Chicago & North Western.

Mineral Range Railroad (Houghton, MI ) 14 4.0% The Mineral Range Railroad was chartered primarily as a narrow gauge mining railroad to 
service the iron and copper mines in northern part of lower Michigan. It was chartered to build 
a 100 mile line from Copper Harbor to Ontonagon River, Michigan, but only placed in 
operation: Hancock to Calumet, Michigan, 12.50 miles. Organized, November 3, 1871. 
Opened, August, 1873. Line was later converted to standard gauge, but between Hancock 
and Houghton, there is a third rail for the convenience of narrow gauge cars. The Hancock & 
Calumet Railroad has trackage rights over this road, Hancock Depot to Lake Superior 
Smelting Works, .95 miles.   Leased Hancock & Calumet Railroad June 1, 1901; acquired this 
line June 12, 1935.  
----------------- 
From Wikipedia ICC Valuation 
 
The railroad of Mineral Range Railroad Company herein called the carrier, is a single-track, 
standard-gage, steam railroad, located in the most northerly part of the Upper Peninsula of 
Michigan. The owned mileage is in two separate parts: One part extends westerly from 
Keweenaw Bay to Riddle Junction and includes one short branch line extending westward 
from Mass. The other part extends northeasterly from Houghton to Laurium and from St. 
Mary's Junction on that line southeasterly to Point Mills. The two parts are joined by tracks of 
The Duluth, South Shore & Atlantic Railway Company, which runs from Houghton to 
Keweenaw Bay and beyond. The carrier also operated, under lease, other properties, as 
shown below. 
 
Corporate history.—The carrier was incorporated on November 3, 1871, under the general 
laws of the State of Michigan as the Mineral Range and L'Anse Bay Railroad Company. Its 
object was to construct and operate a narrow-gage railroad from the head of Keweenaw Bay 
in a northerly direction, via Houghton and Hancock, Mich., to the north line of Houghton 
County. On November 8, 1872, its name was changed to Mineral Range Rail Road Company 
and the proposed route to one extending in a westerly and southwesterly direction from 
Keweenaw Bay to a point on the Ontanagon River. 
 
On June 1, 1888, as a result of the mismanagement of finances by certain of its officers, C. O. 
Wright was appointed receiver of the carrier and 

Minneapolis & Pacific Railway (Minneapolis, MN ) 311 The Minneapolis & Pacific Railway Company was organized in the year of 1884.
Minneapolis & St. Louis Railway (Minneapolis, MN ) 1,646 The Minneapolis & St. Louis Railway was organized by a group of Minnesota investors 

representing the interests of the flour milling industry in St. Anthony and Minneapolis, which 
needed access for their products beyond the local market. [4]  At the time, Minneapolis was 
becoming a major milling town (flour, and related products), and needed access to the 
agricultural areas for transportation of wheat and corn to the millers. The railroad's major 
routes ran from Minneapolis to Peoria, 

Minneapolis, St. Paul & Sault Ste. Marie Railway (Sault Ste. Marie, MI ) 3,906 The Minneapolis, St. Paul & Sault Ste. Marie Railway was organized by Minneapolis grain 
milling interests to have a route to eastern markets independent of the railroads operating 
between Minneapolis and Chicago, and of James J. Hill's railroad and steamship lines 
operating to and out of Duluth-Superior. A second objective was to construct a line west of 
Minneapolis into Dakota Territory, in order to assure the millers of a secure source of hard 
spring wheat for themselves independent of Hill and his railroad. [4]

Minnesota & Pacific Railroad (St. Paul, MN ) 0 The Minnesota & Pacific Railroad was an early Minnesota Railroad, and the first to construct a 
line between St. Paul and St. Anthony. Although the railroad was never finished, the railroad 
was reorganized as the St. Paul & Pacific, which completed construction and laid the rails on 
the unfinished line. The first train operated between St. Paul and St. Anthony on June 28, 
1862, just 3 months after the railroad was sold.

Minnesota Logging Railroad (Gilpatrick Lake (Margaret Lake) , MN ) This railroad was one of the first logging railroads in Minnesota and was the only narrow 
gauge railroad in the state. (Ref 1)Mississippi & Missouri Rail Road (Davenport, IA ) 134 The Mississippi & Missouri was formed by the Chicago & Rock Island Railroad to extend its 
main line from the Mississippi River, at Davenport, to the Missouri River, at Council Bluffs. The 
extension would become the mainline of the Rock Island in Iowa. At the time of its 
incorporation, construction on the the Chicago & Rock Island would not reach Rock Island, IL 
(opposite Davenport) for another year, and no bridge had yet been constructed across the 
Mississippi River. Work on the bridge was begun in 1854, and was not completed until 1856.   

Mississippi Central Railroad (Canton, MS ) 343 The Mississippi Central was an important north-south link connecting the south with northern 
railroads. Its mainline became part of the Illinois Central mainline between Chicago and New 
Orleans. The line connected at Jackson, TN with the  Mobile & Ohio Railroad, which gave it a 
through route from Canton to Cairo, IL, and then by Ferry boat across the Ohio River into 
Illinois and Chicago using the Illinois Central.

Mississippi Valley & Ship Island Railroad (Vicksburg, MS ) 210 The Mississippi Valley & Ship Island Railroad was chartered on March 21, 1871 to build a 210 
mile line from Vicksburg to Ship Harbor (Gulfport). Construction began shortly thereafter. The 
line was opened from Vicksburg to Goodrum's in August 1872, Big Black River, in 1880, and 
Port Gibson, in 1881. 
 
The first 10 miles of this railroad was probably initially built to the Southern gauge (4'10") 
(Vicksburg-Warrenton), but was converted to narrow gauge (3'6") in 1880.  [1]

Mississippi, Ouachita & Red River Railroad (Chicot, AR ) 22 The Mississippi, Ouachita & Red River Railroad was the first railroad to be chartered in 
Arkansas.Missouri & Arkansas Railway (Joplin, MO ) 335 Abandonment approved by ICC in May, 1948   1940-Cotton Plant to Joplin, abandoned. 
Helena to Cotton Plant, abandoned. Seligman, Mo. to Harrison, abandoned. Neosho to 
Wayne, Missouri, 32.33 miles. Seligman, Missouri to Helena, Arkansas, 298.05 miles. 
Freeman to Berryville, Arkansas, 3.16 miles. Junction to Eureka Springs, Arkansas, 2.00 
miles. Trackage: Wayne to Seligman, Missouri, (St. Louis-San Francisco Railway), 8.96 miles. 
Joplin to Neosho, Missouri, (Kansas City Southern Railway), 18.95 miles. At Helena, 
Arkansas, (Yazoo & Mississippi Valley Railroad), .56 miles. Joplin Union Depot, .79 miles. 
Incorporated, April, 1935, and acquired at foreclosure sale, the property formerly owned by 
the Missouri & North Arkansas Railway, originally incorporated, 1922, as successor to the 
Missouri & North Arkansas Railroad.  
 
Ceased operation September 6, 1946, abandoned May 1948. [3]

Missouri & Mississippi Railroad (Keokuk, IA ) 173 The Missouri & Mississippi was chartered, February, 1865 to build a line from Keokuk, Iowa to 
Kansas City, Missouri. The line was built from  Keokuk, Iowa to Sedalia, Missouri, and was 
succeeded by the Keokuk & Kansas City Railroad.  The Keokuk & Kansas City Railroad 
succeeded the Missouri & Mississippi. The line was graded from Macon, Missouri to Edina, 
and placed in operation: Salisbury to Glasgow. The line from Salisbury to Glasgow, Missouri, 
purchased in 1876, is now the Salisbury Branch of the St. Louis, Kansas City & Northern 
Railway.  

Missouri & North Arkansas Railroad (Joplin, MO ) 359 The Missouri & North Arkansas was built largely for the purpose of developing timber and 
mineral resources (a zinc mine was being developed at Harrison, AR at the time) between its 
terminal points.

Missouri & Northern Arkansas Railroad (Newport (Diaz Junction), AR ) 594 The Missouri & Northern Arkansas was organized in 1992 to purchase a 102-mile line from 
the Union Pacific (Bergman to Guion, Arkansas). The balance of its lines are leased from the 
Union Pacific and Burlingtonton Northern Santa Fe. The Ft. Scott to Nevada and Clinton, MO 
line was originally part of the MKT mainline to Sedalia and St. Louis.  MNA operates freight 
service from a connection with UP at Diaz Junction, AR to a connection with UP at Pleasant 
Hill, MO (384.1 miles). Diaz Junction is located 40 miles west and south of Jonesboro, AR. In 
addition, the line utilizes trackage rights over UP from Pleasant Hill to Kansas City, MO (32 
miles), and from Diaz Junction to Newport, AR (two miles). Branch lines run from Fort Scott, 
KS through Nevada, MO to Clinton, MO (78.3 miles); from Joplin, MO to Carthage, MO (16.7 
miles); and from Webb City, MO to Atlas, MO (six miles). Connections are also made with 
BNSF at Lamar, Carthage, and Joplin, MO and with KCS at Joplin, MO.  History  The MNA 
route is a part of the former Missouri Pacific main line between Kansas City, MO and 
Memphis, TN.  The St. Louis, Iron Mountain & Southern first opened a branch from Diaz 
Junction to Batesville, AR in 1883. The White River Railway began construction from 
Batesville to Cartage, MO in 1902. It was not until 1905 that the line was completed. It was 
then combined with the MP’s Lexington & Southern branch to reach Kansas City. Passenger 
service ended in 1960.    MNA leased 491 miles of line from the Missouri Pacific Railroad, and 
60 miles of line from the Burlington Northern Railroad. MNA purchased the line between 
Bergman and Guion, AR (102 miles), from MP (UP) and the balance of the former UP lines 
are leased. MNA started service on December 13, 1992.  In 1998, the MNA acquired the local 
rail lines of BNSF at both Joplin and Cartage, allowing direct service to former customers only 
available via reciprocal switch.  The MNA operates a total of 540 miles of railroad.    Since 
1993, the Branson Scenic Railway has run “Ozark Zephyr” passenger excursions out of 
Branson, MO. Since 1997, White River Scenic Railroad has operated a passenger excursion 
train between Flippin and Calico Rock, AR.     
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Missouri Car & Foundry (St. Louis, MO ) The Missouri Car & Foundry moved its manufacturing facilities from St. Louis to the 
abandoned machine shops of the Ohio & Mississippi Railroad in East St. Louis in 1876. Listed 
in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with an annual capacity of 
8,000 freight cars.

Missouri Pacific Railroad (St. Louis, MO ) 12,000 4,668 2.1% The Missouri Pacific Railroad and the Atchison, Topeka & Santa Fe Railways were the two 
largest railroads serving the southwestern part of the U.S. Most of its traffic was between St. 
Louis and Texas. Around 1925, the railroad was known as the "Missouri Pacific Lines", in 
recognition of the many subsidiary lines that had been merged into the MP. At the same time, 
its cars were repainted with"Missouri Pacific Lines". [11]

Missouri Pacific Railway Company (St. Louis, MO ) 7,233 During the financial panic of 1872, the Pacific Railroad was forced to enter bankruptcy, and 
emerged as the Missouri Pacific Railway in 1876. In 1879, Jay Gould acquired control, and 
installed himself as the President of this company. The network of railroads owned by Jay 
Gould became known as the Southwest System, and were managed by the Missouri Pacific. 
In March 1917, the Missouri Pacific Railway merged with the St. Louis, Iron Mountain & 
Southern to form the Missouri Pacific Railroad Company. 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
From 1905-1906 Annual Report: "The original Missouri Pacific Railway Co. was incorporated 
Oct. 21, 1876, as succesor to the Pacific Railroad Co. of Missouri, which was sold under 
foreclosure. On Aug. 11, 1880, the company was consolidated with the St. Louis & Lexington 
R.R., the Kansas City & Eastern R.R., the Lexington & Southern R.R., the St. Louis, Kansas & 
Arizona R.R., tizliflMissojuri River R.R., and the Leavenworth, Atchison & Northwestern R.R., 
under the name of “ The Missouri Pacific Railway Company. 
 
The present Missouri Pacific Railway Co. was incorporated August 9, 1909, under the laws of 
Missouri, Kansas, and Nebraska, as a consolidation of the Missouri Pacific Ry. Co., the 
Kansas & Colorado Pacific Ry., the Central Branch Ry., the Rooks County R.R., the Nevada & 
Minden Ry., the Kansas City & Southwestern Ry., the Leroy & Caney Valley Air Line RR. and 
other properties. The company owns practically the entire capital stock of the St. Louis, Iron 
Mountain & Southern Ry., and in 1911 acquired the entire stock of the Boonville, St. Louis & 
Southern Ry. 
 
Location: The directly operated lines of the Missouri Pacific system on June 30, 1912, 
consisted of 7,233.61 miles, classified as follows: Owned by Missouri Pacific Ry., 3,777.55 
miles; owned by St. Louis, Iron Mountain & Southern Ry., 3,130.58 miles; leased lines and 
trackage rights, 325.48 miles. Divided by States, the mileage owned in the system was as 
follows: Missouri, 1,445 miles; Kansas, 2,353.16 miles; Nebraska, 371.37 miles; Colorado, 
152.12 miles; Illinois, 182.81 miles; Arkansas, 1,668 miles; Oklahoma, 161.62 miles; 
Louisiana, 574.05 miles. See map for general geographical location. Population of States 
named in 1890, 11,719,339; in 1900, 14,096,230; in 1910, 17,502,105.

Missouri River, Ft. Scott & Gulf Railroad (Kansas City, MO ) 159 The Missouri River, Ft. Scott & Gulf (MRFtS&G) was the first railroad to enter the newly 
opened Indian Territories; however, Congress determined that the railway had entered the 
territory at the wrong location, entering through the Quapaw Reservation lands, some sixteen 
miles from Cherokee land, and, as a result, the MK&T was given the land grant set forth in the 
act. 

Missouri-Kansas-Texas Railroad (St. Louis, MO ) 3,784 3,950 1.6% The Missouri–Kansas–Texas Railroad (reporting mark MKT) is a former Class I railroad 
company in the United States, with its last headquarters in Dallas. Established in 1865 under 
the name Union Pacific Railway, Southern Branch, it came to serve an extensive rail network 
in Texas, Oklahoma, Kansas, and Missouri. In 1988, it merged with the Missouri Pacific 
Railroad and is now part of Union Pacific Railroad. 
 
In its earliest days the MKT was commonly referred to as "the K-T", which was its stock 
exchange symbol; this common designation soon evolved into "the Katy". 
 
The Katy was the first railroad to enter Texas from the north. Eventually the Katy's core 
system would grow to link Parsons, Fort Scott, Junction City, Olathe, and Kansas City, 
Kansas; Kansas City, Joplin, Columbia, Jefferson City, and St. Louis, Missouri; Tulsa and 
Oklahoma City, Oklahoma; Dallas, Fort Worth, Waco, Temple, Austin, San Antonio, Houston, 
and Galveston, Texas. An additional mainline between Fort Worth and Salina, Kansas, was 
added in the 1980s after the collapse of the Chicago, Rock Island and Pacific Railroad; this 
line was operated as the Oklahoma, Kansas and Texas Railroad (OKKT). 
 
At the end of 1970, MKT operated 2623 miles of road and 3765 miles of track. 
 
History 
 
The Missouri, Kansas & Texas Railroad was incorporated in May 1870 in Junction City, 
Kansas. Ostensibly the original goal of the company was to build a supply railroad connecting 
the frontier military bases of Fort Riley, Fort Gibson and Fort Scott. Upon its incorporation the 
MK&T acquired the Union Pacific Railway, Southern Branch (est. 1865) and its 182 miles (293 
km) of track in Kansas. (Union Pacific Railway was, for a period of several years in the late 
19th century, the official name of the unrelated Union Pacific Railroad, which later acquired 
MKT as part of the Missouri Pacific Railroad.) 
 
At the time of its 1870 incorporation, consolidations were also made with the Labette & 
Sedalia Railway Co. and the Neosho Valley & Holden Railway Co.; MK&T also acquired the 
Tebo & Nosho Railroad Co., the St. Louis & Santa Fe Railroad Co., and the Hannibal & 
Central Missouri Railroad Co. Combined with the UP Southern Branch, these small, newly 
built railroads formed the foundation on which the Katy would build. 
 
Congress had passed acts promising land grants to the first railroad to reach the Kansas 
border via the Neosho Valley. The Katy portion of the former UP Southern Branch, which had 
begun building from Fort Riley just north of Junction City, Kansas, was in a heated competition 
for the prize. On June 6, 1870, Katy workers laid the first rails across the Kansas border, 
winning the race. Congress' promised land grants were never made, as the courts overturned 
the grants because the land was in Indian Territory and was the property of the Indian tribes. 
 
The Katy continued its push southward, laying track through the territory and reaching Texas 
in 1872,  
 
The Missouri-Kansas-Texas Railroad became part of the Jay Gould empire in the 1880's 
under the management of the Missouri Pacific, but went into receivership on Nov 1, 1888. 
 
It acquired other small railroads while extending its reach to Dallas in 1886, Waco in 1888, 
Houston in April 1893 and to San Antonio in 1901. 
 
Revenue freight traffic, in millions of net ton-miles 
Year Traffic 
1925 3317 
1933 1827 
1944 7256 
1960 3980 
1970 4999 
 
Source: ICC annual reports 
 
When the Katy railroad reached Houston, its joint ownership of the Galveston, Houston and 
Henderson Railroad gave it immediate access to the Port of Galveston and its ocean-going 
shipping on the Gulf of Mexico. 
 
In 1896, as a publicity stunt set up by William Crush, the Katy crashed two locomotives head-
on, pulling loaded trains, at a site that came to be known thereafter as Crush, Texas. The 
collision occurred before more than 40,000 spectators, three of whom died (and several were 
injured) by debris from the exploding boilers. The ragtime composer and pianist Scott Joplin, 
who was performing in the area at the time, commemorated the event in his song "The Great 
Crush Collision March" (which he dedicated to the Missouri-Kansas-Texas Railway). 
 
In 1911, the MKT purchased railroad lines held by the industrialist Joseph A. Kemp of Wichita 
Falls, Texas. These included the Wichita Falls Railway, an 18-mile line between Wichita Falls 
and Henrietta in Clay County; the Wichita Falls and Northwest Railway Company of Texas; 
and the Wichita Falls and Wellington, which provided service into Wellington in Collingsworth 
County. Kemp's brother-in-law, Frank Kell, was a partner in some of these lines, including the 
Wichita Falls and Southern Railroad, which remained a Kemp-Kell property until it was 
abandoned in 1954. In 1923, the Katy acquired another Kemp/Kell property, the Wichita Falls 
and Northwestern Railway, which extended from Wichita Falls to Forgan in the Oklahoma 
Panhandle. The route to Forgan was abandoned in 1973, and Altus, Oklahoma, became the 
northern terminus of the railroad. The remaining 77-mile link between Wichita Falls and Altus 
was absorbed in 1991 by the Wichita, Tillman and Jackson Railway. The Katy acquired the 
Beaver, Mead and Englewood Railroad in 1931. 
 
From 1915 until January 4, 1959, the Katy, in a joint venture with the St. Louis – San 
Francisco Railway (popularly known as the Frisco), operated the Texas Special from St. Louis 
to Dallas, Ft. Worth, and San Antonio. It sported rail cars with names including Sam Houston, 
Stephen F. Austin, David Crockett, and James Bowie after prominent men of the state. 
 
On August 12, 1988 the Missouri Pacific Railroad (MoPac) and its owner, Union Pacific, 
purchased the Katy with approval from the Interstate Commerce Commission. The merging 
and restructuring of railroads during the 1980s had cost the Katy much overhead traffic, and it 
had been seeking a merger partner.[citation needed] On December 1, 1989 the Katy was 
merged into the MoPac, which is now part of the Union Pacific system. 
 
In the "rails to trails" program, much of the Missouri track line has been adapted for use as the 
Katy Trail State Park, including a spur to Columbia, a Missouri State Park which runs along 
the Missouri River for the major portion of its route. In downtown Dallas, a 3.5-mile (6 km) long 
section called the Katy Trail is being converted into a multi-use trail linking White Rock Lake to 
the American Airlines Center. 
 
In 1997 the segment linking Katy, Texas to downtown Houston was abandoned, and stripped 
of rails soon after. The section between Katy and Interstate 610 was purchased by the Texas 
Department of Transportation in 1998 for the expansion of Katy Freeway. The line that went 
into Houston was purchased by the city's Parks and Recreation Department. In 2009 it was 
adapted and paved as the Heights Bike Trail. 
 
As part of a new heritage program, in July 2005 Union Pacific unveiled a new EMD SD70ACe 
locomotive, Union Pacific 1988, painted in traditional MKT colors. 
 
Passenger trains 
 
The Katy operated the following named passenger trains: 
 
Train numbers 1 and 2: The Texas Special: 
St. Louis, Missouri - San Antonio, Texas (March 4, 1917 – 1959) jointly with the St. Louis-San 
Francisco Railway), then 
Kansas City-San Antonio (1959-July 26, 1964), then 
Kansas City-Dallas (July 27, 1964 to June 30, 1965) 
Train numbers 3 and 4: Katy Limited 
Train numbers 5 and 6: Katy Flyer 
Train numbers 7 and 8: Bluebonnet 
 
Herald 
 
Paint schemes 
 
1870–1880s, Early steam locomotives were dark maroon, with large oval medallion on the 
side and back of the tenders, with a field of Chinese vermillion and the letters M. K. & T. R. W. 
inside the oval and on the side of the crew cab, a one and one-half inch gold line on the outer 
edge, and the number of the engine in the center of field in gold, black shaded and split on the 
rear of the tender. All passenger engines were finished with gold lettering and striping. Rolling 
stock used colors common in those days, i.e. boxcar brown, caboose red, etc. 
1880s–1900s, Steam locomotive livery was simplified after the Jay Gould gained control of 
the railroad. Gould instructed shop personnel to paint all engines black and place the railroad 
initials M. K. & T. in about 12 inch letters on the side of the tender tank bordered by half inch 
striping. The engine number was placed on side of the crew cab, side of the sand dome, 
coping of the tender and back of tender. Rolling stock used colors common in those days, i.e. 
boxcar brown, caboose red, etc. 
 
1900s–1923, Steam locomotive livery was simplified to overall shiny black, dark graphite 
smokebox, smokebox door and stack. The color of all lettering and numbers was changed to 
white. The road name, M. K. &. T. was moved to the side of the crew cab, along with the 
engine number. The engine number was painted on the side of the tenders in large numerals 
and on the rear in smaller numerals; the number remained on the sand dome. Rolling stock 
used colors common in those days, i.e. boxcar brown, caboose red, etc. 
 
1928–1947 Steam locomotives were shiny black with the MKT herald on their tenders. Rolling 
stock used colors common in those days, i.e. boxcar brown, caboose red, etc. 
 
1947–1957, Diesels were bright red with silver side panels and cream yellow on top of the 
nose hoods. Passenger cars were painted to match. Boxcars, cabooses, and other rolling 
stock were frequently painted Sloan Yellow (named for MKT President Matthew S. Sloan). 
 
1957–1965, Diesels were painted an inferior red (known as Deramus red) which quickly 
oxidized with yellow road numbers. The Deramus era herald was an elongated version of the 
original style but changed to read simply "Katy" in red letters on a gold background. The text 
and herald were outlined in black. 
 
1965–1971, The Katy returned to a bright red paint (known as Barriger red), perhaps deeper 
than that used 1947-1957. They also returned to the original shaped herald but still read 
"Katy". 
1971–1988, Diesel locomotives, cabooses, and other rolling stock were painted green with 
yellow stripes, lettering and numbering. The first Katy locomotive painted into this scheme 
was GP7 #123. 
 
In its final years, the Katy acquired several locomotives second-hand which, due to its 
impending acquisition by Union Pacific, were not painted into the standard green and yellow 
scheme. MKT acquired 18 GP40s from Conrail in late 1983 that were numbered 231-248. 
 
A set of nine GP39-2s were acquired from Kennecott Copper Corporation in late 1984. Ex 
KCC #779-783, 785, and 787-789 were renumbered MKT #380-388. 
 
In 1985, three additional GP38s were purchased from Conrail that were numbered 322-324 
and finally, 19 GP38ACs were purchased from Illinois Central Gulf and numbered 325-343. 
The changes in MKT's red paint were most likely due to problems with fading in the intense 
Texas sun. This may also have been the reason to change to green in 1970. 
 
Company officers 
 
Presidents of the Missouri–Kansas–Texas Railroad: 
 
Judge Levi Parsons, prior to 1878. 
Jay Gould, 1880. 
George J. Gould, 1886-1887. 
Charles E. Schaff, 1912–1926. 
Charles N. Whitehead, 1926. 
Columbus Haile, 1927–1930. 
Michael H. Cahill, 1930–1934. 
Matthew S. Sloan, 1934–1945. 
Donald V. Fraser, 1945–1956. 
William N. Deramus III, 1957–1961. 
Charles T. Williams, 1961–1965. 
John W. Barriger III, 1965–1970. 
Reginald N. Whitman, 1970–1975. 
Harold L. Gastler, 1975–1988.

Missouri, Arkansas & Southern Railway (Fayetteville, AR ) 202 4.0% The Missouri, Arkansas & Southern Railway was formed by the St. Louis & San Francisco 
Railway to construct a railroad from a junction with the St. Louis, Arkansas & Texas Railroad 
at Fayetteville, AR through the counties of Washington, Crawford, and Sebastian to a junction 
with the Little Rock & Ft. Smith Railway at Ft. Smith, where it would eventually interchange 
with the Little Rock & Fort Smith Railway, which had begun rail service in 1870 to Van Buren 
opposite Fort Smith on the Arkansas River.  The St. Louis, Arkansas & Texas Railway was 
formed in 1881 by a consolidation of the St. Louis, Arkansas & Texas Ry. of Mo.; the St. Louis, 
Arkansas & Texas Ry. of Ark.; and the Missouri, Arkansas & Southern Railway of Arkansas. 
 
This railroad constructed the Winslow Tunnel, at Winslow, AR. Work began in September of 
1881, after the MA&S had merged into the StLA&T. Although the tunnel was opened in July of 
1882, the railroad constructed a switchback line over the Boston Mountains, to allow operation 
of the railroad during the construction of the tunnel. One section of the switchback required a 
4% grade. The tunnel, when completed, was 1,693 feet long, and the Frisco Railroad said that 
it was "the most expensive and difficult part of the work” in building the Arkansas Division to 
Van Buren. (Ref 1)

Missouri, Iowa & Nebraska Railway (Keokuk, IA ) 179 The Missouri, Iowa & Nebraska Railroad Company was organized in March 1870 and the 
road was built from Keokuk to Centerville the following year. Theincorporators of this line 
included many prominent Centerville businessand professional leaders. Contributions of about 
$700,000 made this possible. In 1879 the railroad was extended to the west. 
Eventually,working with,and merging with, other small railroads, the line connected Keokuk 
and Council Bluffs, and became known as the Keokuk & Western. (Ref 1) 
 
The Alexandria & Bloomfield Railroad Company was chartered by special act of the 
Legislature on February 9, 1857, to build a railroad from Alexandria, Mo., to Bloomfield, Iowa, 
provided that the construction of the road was commenced within 10 years after the passage 
of the act. Apparently no construction activities took place, and the charter was renewed 
under the name of the Alexandria & Nebraska City Railroad on Feb 19, 1866. The Alexandria 
& Nebraska City Railroad, on May 3, 1870, consolidated with the Iowa Southern Railway 
Company, an Iowa corporation, under the name of the Missouri, Iowa & Nebraska Railway, 
forming a railroad   line from Alexandria, on the Mississippi, to a point in the state of Iowa near 
Nebraska City, on the Missouri river. Subsequently, on August 19, 1886, the Missouri, Iowa & 
Nebraska Railway Company was sold under a decree of foreclosure and in December of the 
same year, conveyed to the Keokuk & Western Railroad Company.  In 1881, the CB&Q and 
the Wabash began construction of a railroad from Van Wert, IA on the Missouri, Iowa & 
Nebraksa, to Shenandoah, IA. The line was opened on November 18, 1882. This road was 
operated independently until  May 1, 1896, when the CB&Q purchased the interest held by 
the Wabash. 
 
Construction [2] 
 
24.00 miles from Alexandria, MO (Clark County) to Luray, MO (Clark County) [9/11/1871] 
60.30 miles from Luray, MO (Clark County) to Centerville, IA (Appanoose County) [12/3/1872] 
28.10 miles from Centerville, IA (Appanoose County) to Corydon, IA (Wayne County) [August 
1876] 
30.25 miles from Corydon, IA (Wayne County) to Van Wert, IA (Decatur County) [1880]

Missouri, Kansas & Oklahoma Railway (Bartlesville, OK ) 276 Construction completed in 1903.  In 1903, the Missouri, Kansas & Oklahoma Railroad built a 
79 mile line from Wybark to Osage. It also constructed in 1903-1904 a 169 mile line from 
South Coffeyville, KS to Oklahoma City and 28 miles from Fallis to Guthrie. 

Missouri, Kansas & Texas Railway (St. Louis, MO ) 3,604 This railroad was the first railroad to be completed across Indian Territory (Ref 10, 12) and 
quickly came to dominate the Indian Territory coal industry.  (Ref 9)Missouri, Kansas & Texas Railway Co. of Texas (Red River, TX ) 1,120 The Missouri, Kansas & Texas Railroad was the first railroad to enter Texas, in 1870. When 
the Missouri, Kansas & Texas (MK&T) was chartered in 1863, the legislation provided for the 
development of a rail system that linked US Army posts in the Midwestern states and 
supported the pre-existing congressional policy that supported western development through 
the use of land grants for two routes: one to be an east-west route and the other a north-south 
route. In the late 1880's, Gould lost control over the Katy, and then in 1891, the Texas 
Railroad Commission forced the MK&T to consolidate all of the companies and railways that it 
had acquired in Texas, leading to the formation of the MK&T of Texas.

Missouri, Oklahoma & Gulf Railway (Baxter Springs, KS ) 352 Also known as the Missouri, Oklahoma & Gulf Railroad of Kansas. Red River, OK was located 
near the Oklahoma-Texas state line.Mobile & Ohio Railroad (Mobile, AL ) 1,180 Hunt's Magazine for December, 1848, declared "This will be the longest railroad in the United 
States under a single charter".Moffat Tunnel (East Portal (Baltimore/Rollinsville), CO ) 6 9,239 The Moffat Tunnel is a railroad and water tunnel that cuts through the Continental Divide in 
north-central Colorado. Named after Colorado railroad pioneer David Moffat, the tunnel's first 
railroad traffic passed through in February 1928. 
 
Fifty miles (80†km) west of Denver is the East Portal in the Front Range, about 10 miles 
(16†km) west of the town of Rollinsville, Colorado at 39Åã54Åå08ÅçN 105Åã38Åå46ÅçW 
Coordinates: ?39Åã54Åå08ÅçN 105Åã38Åå46ÅçW 
 
.he West Portal is near the Winter Park Resort ski area at 39Åã53Åå15ÅçN 
105Åã45Åå41ÅçW. The railroad tunnel is 24 feet (7.3†m) high, 18 feet (5.5†m) wide, and 6.2 
miles (10.0†km) long. The apex of the tunnel is at 9,239 feet (2,816†m) above sea level. The 
Moffat Tunnel finally provided Denver with a western link through the continental divide, as 
both Cheyenne, Wyoming to the north and Pueblo, Colorado to the south already enjoyed rail 
access to the West Coast. It follows the right-of-way laid out by Moffat in 1902 while he was 
seeking a better and shorter route from Denver to Salt Lake City. The water tunnel and the 
railroad tunnel parallel each other; the water tunnel delivers a portion of Denver's water 
supply. 
 
The tunnel was the brainchild of David Moffat of the Denver, Northwestern and Pacific 
(DNW&P) railroad as early as 1902.[1] The original DNW&P tracks climbed Rollins Pass with 
a series of switch back loops with a steep 4% grade and severe snow conditions. Snow 
removal on the original line made it unprofitable to operate. 
 
Moffat was unable to raise sufficient funds to build the tunnel before he died in 1911,  but the 
forces behind the tunnel continued, and in 1914 a Denver bond issue was approved financing 
two thirds of the construction cost of the tunnel. The issue was defeated in a court decision 
which ruled that Denver did not have the constitutional right to enter into a joint venture to 
construct the tunnel with a private corporation. 
 
In 1920 a bill was introduced in the state legislature to build three tunnels under Monarch 
Pass, Cumbres Pass, and Rollins Pass (the Moffat Route). The various regions of the state 
could not come to agreement, partly because southern and southwestern regions feared that 
Denver would gain a new advantage in commerce from the Moffat Route. Blocking this 
legislation would ultimately backfire, when Denver was finally able to secure financing for its 
tunnel. 
 
In early 1922 Denver's lawmakers in the state legislature found an opening. Pueblo had been 
devastated by a flood, and Gov. Oliver Shoup called an emergency session of the legislature. 
Denver lawmakers now had power over Pueblo. They would vote for emergency funding for 
the beleaguered town (an economic rival to Denver) in return for legislation authorizing the 
issuance of bonds for Denver's tunnel. A deal was struck, and on April 29, the Moffat Tunnel 
Improvement District was created. 
 
The district boundaries included the City and County of Denver, and all or portions of the 
counties traversed by the Denver and Salt Lake Railway. The district had the authority to levy 
taxes and issue bonds backed by real estate within the district. The following summer, bonds 
were sold and construction began. 
 
The bonds were fully paid off in December 1983, but the commission continued to exist until 
1998. It was finally disbanded after a series of political intrigues related to the Winter Park 
Resort, which was built partly on land owned by the commission (known as the Evans Tract). 
 
In 1988, Rio Grande Industries, the company that controlled the Denver and Rio Grande 
Western Railroad, purchased the Southern Pacific Railroad. The combined company took the 
Southern Pacific name because of its name recognition among shippers. On September 11, 
1996, owner Philip Anschutz sold the combined company to the Union Pacific Railroad in 
response to the earlier merger of the Burlington Northern and the Santa Fe which formed the 
Burlington Northern and Santa Fe Railway. The Union Pacific Railroad still uses Moffat Tunnel 
today. Although its primary purpose today is as a rail route for coal and freight and as a water 
tunnel from the Pacific watershed to the Denver area, tourists and cross-country passengers 
can enjoy the route on Amtrak's California Zephyr. 
 
Construction 
 
The Moffat Tunnel was cut under a shoulder of James Peak. A small pioneer tunnel was bored 
parallel with the main tunnel to facilitate the work and was eight feet high and eight feet wide.
[4] In 1925 bad rock at the west end of the tunnel delayed construction and costs soared. The 
pioneer tunnel was officially 'holed' through on February 18, 1927, the blast of dynamite being 
set off by President Calvin Coolidge's pressing a key in Washington, and the program was 
broadcast by radio from the heart of the mountain. The pilot bore later became the water 
tunnel. Three more bond issues were sold before the tunnel was completed. 
 
Although the original cost of the tunnel was pegged at $6.62†million, final assessments 
collected by the Moffat Tunnel district, including interest, were $23,972,843. The cost of the 
two tunnels was $15.6†million, which is $475 per linear foot ($1,558 per linear meter). The 
project excavated 750,000 cubic yards (570,000†m3), or 3,000,000,000 pounds (1,400,000†t) 
of rock, equal to 1,600 freight trains of 40 cars each. During the five-year project, 28 people 
died, six in a single cave-in on July 30, 1926. 
 
The tunnel is under lease to the City of Denver, which operates it as a trans-mountain line that 
transports water to the eastern slope of the range. The railroad tunnel was 'holed' through on 
July 7, 1927, and formally turned over to the lessee on February 26, 1928. Upon completion 
of the Dotsero Cutoff five years later, railroad connections through the tunnel shortened the 
distance between Denver and the Pacific coast by 176 miles (283†km). The tunnel took 48 
months to boreÅ\average daily progress being 21 feet (6.4†m). The first train passed through 
the tunnel in February 1928.

Mohawk & Hudson Inclined Plane at Albany, NY (Albany, NY ) 18 6.0% Construction began in August 1830 and the railroad opened September 24, 1831, on a 16-
mile route between Albany and Schenectady through the Pine Bush region that separates 
both cities. The civil engineer Peter Fleming surveyed the right-of-way and provided the cost 
estimates. Fleming resigned in 1830 and was replaced by John B. Jervis. The tracks were 
strap rail resting on stone blocks rather than crossties such as later became standard, 
although ties were also used for stability on curves. Initially the line ended outside the two 
cities to avoid steep grades — in Albany the line ended near the current intersection of 
Madison and Western Avenues — and the passengers covered the remaining distance in 
stagecoaches. Later at each end an inclined plane with a fixed steam engine was used to 
raise and lower the train. The inclined plane had a 1 in 18 grade.

Mohawk & Hudson Inclined Plane at Schenectady, NY 
(Schenectady,, PA )

6.0% Construction began in August 1830 and the railroad opened September 24, 1831, on a 16-
mile route between Albany and Schenectady through the Pine Bush region that separates 
both cities. The civil engineer Peter Fleming surveyed the right-of-way and provided the cost 
estimates. Fleming resigned in 1830 and was replaced by John B. Jervis. The tracks were 
strap rail resting on stone blocks rather than crossties such as later became standard, 
although ties were also used for stability on curves. Initially the line ended outside the two 
cities to avoid steep grades — in Albany the line ended near the current intersection of 
Madison and Western Avenues — and the passengers covered the remaining distance in 
stagecoaches. Later at each end an inclined plane with a fixed steam engine was used to 
raise and lower the train. The inclined plane had a 1 in 18 grade. (Ref 1) 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
In the early days of the Mohawk & Hudson Railroad the cars or coaches were let down and 
drawn up to the summit of Prospect Hill by means of an inclined plane. There was a stationary 
engine at the top, with a long rope attached to the coach and balanced by another car, loaded 
with stone, so that as the one car was being drawn up the other was descending. From the 
foot of this incline the cars were drawn to the center of Schenectady by horses. This system 
continued until 1841, when the tracks were relocated in the general line of their present route. 
Then the trains ran into the first State Street Station, drawn by their own locomotives. A large 
and handsome depot station, for those days, was erected on the site of the present 
Schenectady New York Central Station. The road, by 1841, had proved to be an almost 
phenomenal success, and, because of this, other steam roads were projected and built in 
New York and other states.  (Ref 3)

Mohawk & Hudson Rail Road (Albany, NY ) 18 The Mohawk & Hudson was one of the earliest railroads to be chartered in the U.S., and the 
first to be chartered in New York State and was the second oldest steam operated railroad in 
the U.S. It was organized to provide faster transportation than the Erie Canal. 

Mohawk & Traverse Bay Railway (Gay (Houghton County), MI ) 17 The railroad was owned by the the Mohawk Mining Company, which became the largest 
copper producer in Keweenaw County.Monon Railroad (Louisville, KY ) 573 The Monon Railroad operated primarily in Indiana, connecting Louisville, KY with Chicago and 
Michigan City, IN. It's two mainlines crossed in Monon, IN, giving rise to the "Monon" road 
nickname. John Barringer became president of the railroad in 1946, and began a program to 
rehabilitate and modernize the railroad. The railroad was the first "Class A" railroad in the 
United States to become fully dieselized, in 1948.

Monongahela Inclined Plane Railway (Pittsburgh, PA ) 71.0% Connects the Pittsburgh & Lake Erie Railroad with the Baltimore & Ohio Railroad. This was 
the steepest incline in the world when built.Monongahela Railway (Brownsville, PA ) 177 The Monongahela Railway was organized to tap the rich lower Connellsville coal fields. This 
seam was by far the most important coal bed in Pennsylvania, and has been referred to as 
the single most important mineral deposit in the world. The vastness of the Pittsburgh seam is 
reflected in the fact that after 150 years of intensive mining, the seam retains some 3.2 billion 
tons of recoverable reserves or about 15 percent of the total remaining reserves of bituminous 
coal in Pennsylvania. The significance of the Connellsville field lay in the extraordinary 
suitability of its coal for the production of coke, the fuel used in modern blast furnaces. In 1870 
there were 25 coking facilities in the country. By 1876 these operations had grown to 45 ovens 
in the Connellsville region alone, producing 26,000 tons of coke per week from 3,578 ovens. 
By 1907, over 19 millions tons of coke were produced in this area. Concurrent with the 
development of the coking furnances, the nation's largest steel producers, including Federal 
Steel, American Steel and wire, and Carnegie Steel, began buying and developing large tracts 
of the Lower Connellsville coal field.   By the mid~1880s, as coke production in the 
Connellsville field was growing exponentially, the Pennsylvania, the Baltimore and Ohio, and 
the Pittsburgh and Lake Erie railroads had each built lines into the region. Coke producers 
were quick to take advantage of this network as dozens of plants were constructed along the 
new roads.  With accelerating interest in the coke-making prospects of the region, both the 
Pennsylvania Railroad (PRR) and the Pittsburgh and Lake Erie Railroad (P&LE), representing 
the Vanderbilts' New York Central interests, made plans to expand their lines into the area. 
Indeed, by 1900, the PRR had already expended $519,676 in the construction of rail lines 
from Brownsville Junction to Brownsville (1.10 miles) and from Adah Run to Cats Run (5.80 
miles), and branches at Middle Run (2.97 miles), Cats Run (1.19 miles), and Moser Run (3.39 
miles). The railroad had also secured the right of way for a main line along the east bank of 
the Monongahela River from Brownsville to Adah Run (19 miles).  Thus, the Monongahela 
Railway was incorporated December 31, 1900 by the Pennsylvania Railroad and Pittsburgh & 
Lake Erie (jointly owned).  In the thirty years following its formation in 1900, the Monongahela 
Railway grew into one of the nation's largest coal carrying railroads. Its lines by that date 
covered much of the eastern portion of the Pittsburgh coal bed and its daily operations 
required the services of 69 locomotives. While its total main track mileage had more than 
tripled between 1905 and 1930, and the value of its assets,had increased by almost ten-fold.   
After 1930, with the onset of the Great Depression, the road entered an extended period of 
stagnation. Investment ceased while a series of circumstances sewed seeds of hardship that 
were to plague the road for much of the post-World War II era. It was during this second 
period in the Monongahela's history, from 1930 through 1948, that cracks began to appear in 
the walls.  Competition had emerged early in the twentieth century with the formation of the 
West Penn Railways Company. Organized in 1902 as an amalgamation of 62 trolley lines in 
Maryland, West Virginia, and Pennsylvania, West Penn operated a network of electric car 
lines throughout the coal fields of the Connellsville and Klondike coke regions. Extensions of 
this network reached Brownsville and Masontown in 1908 brought West Penn into direct 
competition with the Monongahela for passengers. In 1911 when the traction company 
extended its line southward from Masontown to Martin, Pennsylvania. By this time West Penn 
had trolley lines in operation that almost paralleled the Monongahela rail lines.The number of 
passengers carried on the Monongahela peaked in 1907, then declined and stagnated until 
1915.  After the Monongahela merged with the Buckhannon and Northern in 1915, the 
downturn in passenger traffic was reversed.  Unable to compete with the low fares of West 
Penn's trolley service on shorter routes, the merger allowed the company to temporarily evade 
competition by focusing on longer distance passenger traffic. At this point the Monongahela 
began running passenger trains from Fairmont as far north as Pittsburgh, generating a 
considerable increase in the road's passenger traffic. The early 1920s were the heyday of 
Monongahela passenger business as the road carried as many as 677,000 passengers per 
year.  By 1925, however, the advent of automobile and the bus service led to a second and 
permanent decline in Monongahela passenger traffic. At the close of 1931 only two passenger 
trains (one each way between Brownsville and Fairmont) remained in service.  From its 
formation until World War I, the Monongahela Railway faced little competition in its bread and 
butter business, the bulk trafficking of coal and coke. By the 1920s, however,  the construction 
of a modern lock and dam system on the Monongahela River and the development of modern 
steel barges made river transport a low cost alternative to the railroad. Interest in river 
transportation had increased following the severe car shortages of the World War I period.   
As early as 1916, the region's largest coal and coke producer, U.S. Steel, had been 
experimenting with river shipments from its operations near Gates, Pennsylvania. From 
Gates, the company began shipping approximately 1,2 00 tons of coal per day by barge and 
saving an estimated 40 cents per ton compared with rail shipment costs.88 As a result of this 
experience, the steel corporation designed its vast new by-product coking plant at Clairton to 
receive its coal by both barge and rail, and made plans to dramatically expand its use of river 
transportation.  In the 1920s, U.S. Steel installed a new coal handling system in the Klondike 
region which greatly reduced the company's reliance on rail transportation. This system was 
comprised of two coal conveyors which ran from inland shipment concentration points to new 
barge-loading dock facilities on the Monongahela River. The first of these conveyors, opened 
in 1924, collected the coal from U.S. Steel's three Colonial mines and conveyed it to the 
Colonial coal dock, which was located along the river just north of Brownsville. The second 
conveyor system, opened in 1927, originated at Filbert, collected coal mined there and at 
Buffington, Lambert, Footedale, and Ralph, and moved the fuel to the Palmer coal dock 
located several miles upriver from Brownsville. These systems were designed to move large 
amounts of metallurgical grade coal directly to Clairton and circumvent the more costly rail 
system.   With the onset of the Great Depression in the 193 0s, coal producers turned 
increasingly to low cost river transportation as a means of reducing expenses. As a result, the 
tonnages of coal shipped by barge from mines located along the Monongahela Railway 
multiplied.  In addition to the rise of competing modes of transportation, a long term decline in 
American coal consumption began to affect the glowing prospects of the Monongahela 
Railway beginning in the late 1920s and 1930s. The fortunes of the railway, for better or for 
worse, were wed to those of the region's coal industry and, for several reasons, the fortunes 
of King Coal were beginning to slip. First, many urban areas were moving to  reduce, and in 
some cases eliminate, the use of coal for home heating. Pittsburgh, for example, had long 
been known as the "Smoky City" due not only to its industry, but also because its hundreds of 
thousands of homes were heated almost exclusively by coal. This created a ghastly pall over 
the city that made day seem like night, and put so much soot in the air that businessmen were 
forced to carry a second shirt to work in order to have a clean one for the afternoon. Civic 
action groups in Pittsburgh and many other cities lbobied successfully for legislation that 
required the adoption of cleaner burning domestic fuels such as natural gas. Interestingly, it 
was just such legislation, in Manhattan, that gave rise to a second important factor in the 
decline of national coal consumption. During 1925, in response to an ordinance that prohibited 
the use of coal burning locomotives in Manhattan, the Baltimore and Ohio Railroad decided to 
experiment with a new type of locomotive, the diesel-electric.  The combined affect of these 
events had a jhuge affect on the Monongahela Railroad. During the period from 1933, the 
Monongahela's assets declined by 50%, from over $70 Million to about $35 million in 1949. 
Coal shipments, which were the lifeblood of the railroad fell by a similar amount.  The 
evaporation of artificially high industrial demand for coal during the war period and the 
collapse of passenger rail traffic, combined with problems rising from the company's 
conversion to diesel power and the ongoing transformation of the region's coal industry 
pushed the Monongahela into its first period of unprofitability and, by I960, threatened the 
solvency of the firm. A number of important coal reserves that the railroad was dependent 
upon had largely been depleted by 1960.  Dieselization required a massive investment by the 
railroad just as the region's coal industry entered a severe contraction. Indeed, the scale of 
investment in diesel engines and facilities by the Monongahela was matched, historically, only 
by the railroad's building program of the late 1910s and early 1920s. Unfortunately, the large 
capital investments came at a time when the Monongahel could least afford it, because of 
declining coal revenues.  The railroad's name was changed to Monongahela Railway, July 15, 
1915, as a result of a consolidation with the Buckhannon & Northern Railroad.  The 
Monongahela acquired control of Scott's Run Railway 1/6/1925, the Chartiers Southern 
Railway 11/1926, the Indian Creek & Northern Railway 11/1826, the  Baltimore & Ohio 
Railroad, Catawba Branch 1/1/1927 (Catawba to Rivesville Junction, West Virginia), the  
Baltimore & Ohio Railroad, Paw Paw Branch 1/1/1927 (Fairmont to Connection with B & O 
Railroad )   On April 28, 1933, It acquiredthe Monongahela & Ohio Railroad, Scott's Run 
Railway and Indian Creek & Northern Railway. All of the latter were merged into the 
Monongahela in late September of that year.  

Monson Railroad Company (Monson, ME ) 8 5.0% The Monson Railroad was a 2 ft (610 mm) narrow gauge railway, which operated between 
Monson Junction on the Bangor and Aroostook Railroad and Monson, Maine. The primary 
purpose of this railroad was to serve several slate mines and slate finishing houses in 
Monson. According to the Scientific American of May 17, 1890, it was the smallest railroad in 
the United States. The last passenger train operated Nov 1, 1938.

Montana Rail Link (Spokane, WA ) 900 Montana Rail Link is the largest privately owned railroad in the U.S.
Monterey & Salinas Valley Railroad (Monterey, CA ) 20 The Monterey & Pacific Grove was the first narrow gauge line built in California. Opened in 

1876.Montezuma Lumber Company Railroad (Dolores, CO ) 45 6,936 8.0% The Montezuma Lumber Company operated two logging lines in the area around Dolores and 
east of Norwood. It was the last lumber railroad to operate in Colorado.Montour Railroad (Coraopolis, PA ) 45 The Montour Railroad was a former important line, connecting with the Pennsylvania Railroad 
at McDonald, Pa. on the Panhandle Division main line and at Hills, Pa. on the Chartiers 
Branch, about eight miles south of Carnegie, Pa. It also connected with the Pittsburgh & Lake 
Erie, the Pittsburgh & West Virginia, the Baltimore & Ohio, the Bessemer & Lake Erie and the 
Union Railrroad at various points. The railroad was an important coal hauler, serving 22 coal 
mines along its route. 

Montreal Locomotive Works (Montreal, QC Canada) The Montreal Locomotive Works was the largest locomotive builder in Canada. In 1902, the 
Locomotive & Machine Co. was merged into the American Locomotive Company (ALCO). In 
1904 ALCO bought the Montreal plant. After ALCO purchased the plant, the primary mandate 
of Montreal Locomotive Works became the manufacture of steam locomotives for the North 
American market, as well as the world market. In 1908 the name was changed to The 
Montreal Locomotive Works Limited (MLW). In 1904 this plant produced the first steam 
locomotive in Montreal. In 1948, the original company was amalgamated with General Electric 
to manufacture diesel-electric locomotives. Montreal Locomotive Works was subsequently 
acquired by Bombardier.

Montreal Street Railway (Montreal, QC Canada)
Montreal Tramways Company (Montreal, QC Canada) 319 The Montreal Tramways Company was incorporated 24 March 1911 at Montreal. That same 

year it purchased the Montreal Terminal Railway Company and the Montreal Street Railway 
Company, as well as the Suburban Tramway and Power Company and the Montreal Park and 
Island Railway Company. On 18 June 1951 the Montreal Transportation Commission became 
the sole shareholder of the Montreal Tramways Company. The Montreal Tramways Company 
territory included all of the Island of Montreal. Its mandate was to facilitate the transport of 
passengers by means of a rapid and efficient transit system. The company also carried mail 
and merchandise. Its mandate was enlarged to allow it to extend its system to the South 
Shore of Montreal. The company is administered by ten shareholders, members of the Board 
of Directors. 

Montreal, Maine & Atlantic Railway (Montreal, QC Canada) 745 The Montreal, Maine & Atlantic Railway (reporting mark MMA) is a Class II  freight railroad 
operating in the U.S. states of Maine and Vermont and the Canadian province of Quebec. Its 
Canadian subsidiary is the Montreal, Maine and Atlantic Canada Company.  
 
MMA and its Canadian subsidiary entered Chapter 11/CCAA bankruptcy protection in August 
2013 as a direct result of the Lac-Mégantic derailment, a runaway train incident in July 2013 
which resulted in an estimated $200 million in damage and the deaths of 47 people. 
 
MMA's assets were sold at auction to Railroad Acquisition Holdings, LLC, a subsidiary of 
Fortress Investment Group, LLC on January 21, 2014. Fifteen locomotives worth $1.6 million 
were excluded from the deal and will be sold separately. The sale was approved by 
bankruptcy judges on January 23, with the transfer of assets expected to occur on or before 
March 31, 2014. Railroad Acquisition Holdings, LLC has established a new railroad named 
Central Maine and Quebec Railway (reporting mark CMQ) to operate the former MMA rail 
lines. 
 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The entire system is owned by Rail World, Inc. and is headquartered near Bangor, Maine.  In 
early February 2010, the MM&A filed a notice of intent with the Surface Transportation Board 
(STB) that it intended to abandon 233 miles (375 km) of track in northern Maine, between 
Madawaska and Millinocket, part of the original Bangor & Aroostook Railroad's mainline, 
which had been bought by the MMA in 2003.  Affected lines were located in Penobscot and 
Aroostook counties and included track serving Houlton, Presque Isle, Caribou and Fort Kent. 
MMA lines between Millinocket and Montreal, Brownville and Searsport, and Madawaska to 
Van Buren were not included in this application. The abandoned lines were sold in December 
2010 to the State of Maine; Operation of the lines were contracted by the State of Maine to 
the Irving Transportation Services, a subsidiary of J.D. Irving Ltd.   
-----  
The Montreal, Maine & Atlantic began operation in January of 2003 and owns over 745 route 
miles of track, serving customers in Maine, Vermont, Quebec and New Brunswick.   
 
The MMA operates approximately 25 trains daily with main line operations conducted daily.  
The railroad operates essentially a north-south line from Searsport (on the Atlantic coast, 
south of Bangor) to St. Leonard, NB via Derby and Brownville Junction, ME. The main line of 
the railroad, formerly the Canadian American Railroad runs in an east-west direction from 
Brownville Junction to Montreal.

Montreux Oberland Bernois Railway (Montreaux, Switzerland) 39 4,163 7.3%
Montreux–Glion–Rochers-de-Naye railway (Montreaux, 
Switzerland)

6 22.0% The Montreux–Glion–Rochers-de-Naye railway (MGN), French: Chemin de fer Montreux–
Glion–Rochers-de-Naye, is an electrically operated rack railway in Switzerland, with a track 
gauge of 800 mm (2 ft 7 1⁄2 in). It was originally built as two separate lines, the Glion–
Rochers-de-Naye railway (GN) and the Montreux–Glion railway (MGI). 
 
The line connects the resort of Montreux, on the shores of Lake Geneva, with the summit of 
the Rochers de Naye mountain. The line operates via the village of Glion, on the 
mountainside above Montreux, where it connects with the Territet–Glion funicular. 
 
History 
 
Glion to Rochers-de-Naye 
 
The first section of the line to open was the Glion to Rochers-de-Naye railway, which was built 
by the Chemin de fer Glion–Rochers-de-Naye company (GN), and opened in 1892. Initially 
Glion was reached by the Territet–Glion funicular, which departed from a lower terminus 
opposite Territet station, the first station east of Montreux station on the Simplon railway. 
 
The Glion to Rochers-de-Naye railway was built to a gauge of 800 mm (2 ft 7 1⁄2 in), and the 
line was operated by steam locomotives using the rack and pinion system devised by Roman 
Abt. 
 
Montreux to Glion 
 
In 1909, the Montreux to Glion railway opened, built by the Chemin de fer Montreux-Glion 
company (MGl). This ran from a lower terminus within Montreux station, and at its upper end 
made an end-to-end junction with the Glion to Rochers-de-Naye line. A cross platform 
interchange was retained between both lines and the Territet-Glion funicular. 
 
The Montreux to Glion railway was built to the same gauge and rack system as the Glion to 
Rochers-de-Naye railway, but was electrically operated from the start. Until 1938, when the 
Glion to Rochers-de-Naye line was electrified, trains were handed over in Glion between 
electric and steam locomotives. At the same time, electric railcars took over most services, 
leaving freight and peak traffic, service trains and snow blowing to the electric locomotives. 
 
Merger 
 
Even after through railcars took over most services, the two lines remained the property of 
different companies. The two companies finally merged in 1987, to form the Chemin de fer de 
Montreux–Glion–Rochers-de-Naye company (MGN). In 1992 this company merged with the 
Territet-Glion funicular to form the Chemin de fer Montreux–Territet–Glion–Rochers-de-Naye 
company (MTGN). 
In 2001, the MTGN was merged into Transports Montreux-Vevey-Riviera (MVR), a company 
that operates a number of railway lines in the Montreux area. It is marketed under the Golden 
Pass Services' banner. 
 
Closures 
 
In May 2008 the Montreux to Glion section of the line was closed so that work on the lining of 
the Tunnel de Valmont could be carried out. It reopened on schedule on 2 June ready for the 
summer season. During this closure the Glion to Caux and Rochers de Naye section had 
operated normally with the Montreux to Glion section being covered by a replacement bus 
service. 
 
Route 
 
The railway from Montreux, which departs from platform 8 of the main line Montreux railway 
station, begins to climb steeply almost as soon as it leaves the station and enters the first of 
many tunnels. The line changes direction by a series of minimum radius curves, views of Lake 
Geneva alternating from side to side, before reaching the station at Glion. The workshops and 
depot are alongside the line as it leaves Glion, the main shops accessed from a traverser set 
off a loop line alongside the main line. 
 
The line continues higher to the small village of Caux passing through Alpine meadows which, 
in the Springtime, are full of wild growing narcissus, forget-me-nots and others, before 
reaching its upper terminus at Rochers-de-Naye, the home of the Marmot Paradise, a centre 
where seven varieties of these small mammals can be seen in a natural environment. From 
here there are spectacular views over Lake Geneva and across to the French Alps, well worth 
the trip alone. 
 
The line is 10.3 km (6.4 mi) long and has a vertical climb of 1,575 m (5,167 ft). This is made 
up of the Montreux - Glion section, which climbs 292 m (958.0 ft) in 2.7 km (1.7 mi), whilst the 
Glion - Rochers-de-Naye climbs 1,283 m (4,209 ft) in 7.6 km (4.7 mi).[1] 
The line uses track of 800 mm (2 ft 7 1⁄2 in) gauge and the rack and pinion system devised by 
Roman Abt. It is electrified using 850 V DC supplied by overhead lines. Passing loops are 
situated in the stations at Glion, Caux, Paccot and Jaman. 

Morgan's Louisiana & Texas Railroad & Steamship Co (Algiers, LA ) 643 Morgan's Louisiana & Texas Railroad & Steamship Co was part railroad and part steamship 
operation. The railroad connected Algiers, on the Mississippi River, opposite New Orleans, 
with Lafayette, LA in May 1880 [4] where a connection with the Louisiana Western/Southern 
Pacific mainline was made. The steamship line connected New Orleans with New York and 
Cuba via Key West. It was an important carrier in the late 1800's and early 1900's. The 
company later became an important part of the Southern Pacific's Sunset Route between Los 
Angeles and New Orleans.

Morocan Railway (Tangier, Morroco) 1,180 ONCF or ONCFM (from French: Office National des Chemins de Fer du Maroc; Arabic: 
«‰Â„ »†«‰Ë◊ÊÍ†‰‰”„„†«‰ÕœÍœÍ… Al-Maktab al-Wa?aniy lil-Sikak al-?ad?diyyah; 
Moroccan National Railways Office) is Morocco's national railway operator. The Office 
employs around 7,806 employees and has a network of 1,907Åkm, all 1,435Åmm (4ÅftÅ8 1?
2Åin) standard gauge of which 1,003Åkm is electrified (2006). 
 
History 
 
ONCF was created January 1, 1963 as a merger of: 
 
- Railways of Morocco (CFM) (French Compagnie des chemins de fer du Maroc) 
- Railway of Eastern Morocco (CMO) (French Compagnie du chemin de fer du Maroc oriental) 
- Franco-Spanish company of Tanger-Fès (TF) (French Compagnie franco-espagnole du 
Tanger-Fès) 
- Mediterranean-Niger-Railway (MN) (French Chemins de Fer de la Méditerranée au Niger) 
 
The railways has been state-owned since formation in 1963. Plans were made in 2007 to re-
form ONCF into a limited compancy to be called SMCF, but this hasn't materialized by the 
planned deadline in 2012. 
 
Network 
 
Moroccan Railnet 
 
The network has a north-south track from Tangier via Rabat and Casablanca to Marrakech. 
This line connects all major cities along or close to the Atlantic coast. In September 2012, 
ONCF started upgrading the Casablanca-Kenitra main line to improve capacity. 
The other main link is the Northern East to West link from Oujda via Fes and Meknes to Rabat 
connecting to the N-S tracks in Kenitra. 
For the (main) destinations where there is no trainservice (yet) the ONCF operates their own 
bus-company Supratours offering connecting bus-services from the nearest railway station to 
places like Agadir, Tétouan or Essaouira[5][6] 
 
 

Morrell Refrigerator Car Co (Ottumwa, IA ) The company also used the reporting mark MTX.
Morris & Co. Refrigerator Line (Chicago, IL )
Morris & Essex Railroad (Hoboken (Hudson River), NJ ) 126 4.0% The Morris & Essex was chartered to construct a road from Newark to Delaware River at 

Easton.  Construction commenced in the fall of 1835. The first 23 miles of the road from 
Newark to Morristown was opened in 1837; Dover was reached in 1848, Hackettstown in 
January, 1854, and Phillipsburg in 1866.   Meanwhile, the Warren Railroad was built by 
interests of the Delaware, Lackawanna & Western, which was seeking a connection that 
would provide access to the New York harbor area. The Warren Railroad apparently made a 
connection with the Central of New Jersey. By leasing the Warren Railroad, and securing 
trackage rights over the CNJ, the DL&W was able to obtain harbor access to Elizabethport. In 
1868, the DL&W was able to lease the Morris & Essex, which provided a more favorable route 
to the harbor, and it terminated the CNJ lease. Access to the New York harbor was facilitated 
by building a tunnel on the Morris & Essex. The tunnel was completed in 1876.  The eventual 
Hoboken terminus was reached in 1862 when the Morris & Essex purchased a charter from 
the Camden & Amboy, which had planned to extend its line to Hoboken. 
 
The Morris & Essex was originally built as a 6' wide guage line in order to interchange traffic 
with the larger, and more important Delaware, Lackawanna & Western Railroad, which in turn 
was also a broad gauge railroad in order to interchange with the Erie Railroad.  The Morris & 
Essex line from Hoboken to Hackettstown, was converted from 6' broad gauge to standard 
gauge on July 12, 1866. The Delaware, Lackawanna & Western, which leased the Morris & 
Essex in 1868 did not convert its lines until 1876. [2] 
 
There was a 4% grade in Morristown. [2]

Morris Car Lines) Edward Morris was the president of Morris and Company, one of several meatpacking 
companies in having operations in Chicago, and iSouth Omaha, NE. 
 
The National Packing Company was formed in 1902 by the merger of Armour & Company, 
Swift & Company and Morris & Company. The newly formed company then purchased a 
number of smaller packing companies, including G. H. Hammond, and Fowler. The company 
eventually owned 23 stockyards and owned 2,800 refrigerator cars, and controlled about 10% 
of the U.S. meat production. It. became known as the “American Beef Trust”. Beginning in 
1905, the U.S. Government began an anti-trust investigation under the powers of the Elkins 
Act. The government  ruled in 1912 that the company had to be dissolved. 
 
Car LIne Marks (Ref 3) 
 
MCLX Morris Car Leasing 
MRLX Morris & Co. Refrigerator Line (later Armour Car Lines)

Morris County Traction Co.-Greystone Branch (Morris Plains, NJ ) 3 5.0% This line eventually became part of the Delaware, Lackawanna & Western. There was a steep 
grade needed to reach Greystone.Morrison Knudsen Rail Corporation (Boise, ID ) Morrison Knudsen Rail Corp began rebuilding locomotives for U.S. railroads in the early 1972, 
and  took the name MK Rail Corporation, as a publicly-traded company in 1994. In 1996 the 
name was changed to MotivePower Industries, and incorporated Boise Locomotive Company 
as a subsidiary.  Wabtec Corporation was formed in November 1999 when WABCO 
(Westinghouse Air Brake Company) merged with MotivePower Industries, Inc. Boise 
Locomotive Company's name was then changed to MotivePower, Inc.

Moscow Metro (Moscow, Russia) 210 # Stations in system = 188
Mosquito & Coal Creek Railroad Company (Eufaula, WA ) 10 5.0% B.F. Brock operated his narrow gauge logging railway in Coal Creek near Eufaula from 1883 

to 30 June 1904, when it was absorbed by the Eastern and Western Lumber Company.  It ran 
from the logging camp on Eufaula Heights downhill to Coal Creek Slough, where the logs 
were dumped into the river. In 1896 it was listed as having 3.2 miles of line, in 1901 it had 8 
miles and finally in 1903 even 10 miles (5.1 km, 12.9 km and 16.1 km). 
 
Takeover 
 
The company was renamed Eastern & Western Lumber Company on 1 July 1904. It leased 
the railway to the independent Eufaula Co. The network was extended to 11 miles (18 km) by 
30 June 1910, 12 miles (19 km) by 30 June 1911 and to 15 miles (24 km) by 1923.  At one 
point in history, Mosquito Creek was renamed Harmony Creek. 
 
Closure 
The Eastern and Western Lumber Company went out of business 1926.[3]

MotivePower Industries (Boise, ID ) Morrison Knudsen Rail Corp began rebuilding locomotives for U.S. railroads in the early 1972, 
and  took the name MK Rail Corporation, as a publicly-traded company in 1994. In 1996 the 
name was changed to MotivePower Industries, and incorporated Boise Locomotive Company 
as a subsidiary.  Wabtec Corporation was formed in November 1999 when WABCO 
(Westinghouse Air Brake Company) merged with MotivePower Industries, Inc. Boise 
Locomotive Company's name was then changed to MotivePower, Inc.

Mower Lumber Company (Cass, WV ) 140 4,843 11.0% Founded in 1901 by the West Virginia Pulp and Paper Company (now MeadWestvaco), Cass 
was built as a company town to serve the needs of the men who worked in the nearby 
mountains cutting spruce and hemlock for the West Virginia Spruce Lumber Company, a 
subsidiary of WVP&P. At one time, the sawmill at Cass was the largest double-band sawmill in 
the world. It processed an estimated 1.25 billion board feet (104,000,000 cu ft; 2,950,000 m3) 
of lumber during its lifetime.  In 1901 work started on the railroad, which climbs Back 
Allegheny Mountain. The railroad eventually reached a meadow area, now known as Whitaker 
Station, where a camp was set up for the immigrants who were building the railroad. The 
railroad soon reached to the top of Gobblers Knob, and then to a location on top of the 
mountain known as 'Spruce'. The railroad built a small town at this location, complete with a 
company store, houses, and a doctors office. Work soon commenced on logging out the Red 
Spruce trees, which grew in the higher elevations.  The WVP&P originally had only been 
interested in the Red Spruce timber for the purpose of making pulp, which would be turned 
into paper. It wasn't until a few years later when the company realized that the mountain held 
a fortune in hardwoods, such as maple, cherry, birch and oak. The company decided that they 
would build a mill in the town of Cass, which could process these hardwoods.  The railroad 
eventually extended its track to the top of Bald Knob, the third highest mountain peak in West 
Virginia. This area was logged of its Red Spruce, and the track was torn up in the early 1910s. 
The track was also extended to a valley near the town of Spruce, at a bend in the Shavers 
Fork of the Cheat River. The WVP&P set up a new town here, with about 30 company houses, 
a large company store, a school, and a pulp mill, where the Red Spruce trees could be 
processed on the spot. This new town was also named Spruce, and the former town received 
its current name of Old Spruce.  In June 1942, WVP&P sold the Cass operation to Mower 
Lumber Company, which operated the line until July 1, 1960, cutting second-growth timber off 
Cheat Mountain. The mill and railroad were shut down by Mower in 1960, due to rapid decline 
of the timber industry in the region.  Following the 1960 closure, the rail line, land, and all 
equipment and rolling stock were sold to a holding company named the Don Mower Lumber 
Company (no relation to the former Mower Lumber Company), and the railroad was conveyed 
to the Midwest Raleigh Corporation, which started to scrap the railroad and equipment. 
However, a group of local businessmen led by Pennsylvania railfan Russell Baum convinced 
the West Virginia state legislature to make the Cass Railroad a state park. In 1963, the first 
tourist excursion train left the Cass depot for Whittaker Station (four miles up the line).  In 
1977, the Cass Scenic Railroad State Park took possession of the entire company town of 
Cass, and the old hardwood mill in Cass.  See also Greenbrier & Elk River, the Greenbrier, 
Elk & Valley Railroad, and the Greenbrier, Cheat & Elk Railroad.

MRS Logística S.A. (Minas Gerais, Brazil) 1,021 MRS Logística S.A. (Malha Regional Sudeste, "Southeast Regional Network") is a freight rail 
company located in Brazil that operates 1,643 kilometers (1,021 mi) of track[citation needed]. 
It is the concessionary company that operates the Southeastern Federal Railroad Network 
(formerly SR3 - Juiz de Fora and SR4 - São Paulo of Rede Ferrovária Federal S/A),  in the 
populous states of Minas Gerais, Rio de Janeiro, and São Paulo. 
 

Mt. Beacon Incline Railway (Beacon, NY ) 74.0% This railway was the steepest passenger incline in the world, when it was constructed. When 
the restoration of the line is completed, it was the third steepest passenger incline in the 
world, and the second steepest in North America. It owned and operated an incline railroad, 
2200 feet in length, extending from the foot of Mount Beacon to Mount Beacon House, at the 
summit.  Contact  Mount Beacon Incline Railway Restoration Society, Beacon, NY email-
administrator@inclinerailway.org 

Mt. Cenis Pass Railway (Susa, Italy) 48 7,000 9.0% The Mt. Cenis Pass Railway connected the terminus of the Paris, Lyons & Mediterranean 
Railway at St. Michel with the Alta-Italia Railways at Susa.  [3]Mt. Lowe Railway (Pasadena (Altadena), CA ) 6 4,072 62.0% Mt. Lowe is located approximately 4 miles northeast of Altadena.  At the top of the incline, at 
Echo Mountain, passengers would get off the incline cars and get on another electric trolley 
on the Alpine Division of the railway, taking ticket holders on yet another scenic experience 
that none would forget. The trolley crossed 18 bridges and  127 curves, the longest piece of 
straight track being but 225 feet in length.  
-------------------  
From WIkipedia   
 
The Mount Lowe Railway was the third in a series of scenic mountain railroads in America 
created as a tourist attraction on Echo Mountain and Mount Lowe, north of Los Angeles, 
California. The railway, originally incorporated by Professor Thaddeus S. C. Lowe as the 
Pasadena & Mt. Wilson Railroad Co. existed from 1893 until its official abandonment in 1938, 
and had the distinction of being the only scenic mountain, electric traction (overhead electric 
trolley) railroad ever built in the United States. Lowe’s partner and engineer was David J. 
Macpherson, a civil engineer graduate of Cornell University.  
 
The Mount Lowe Railway was a fulfillment of 19th century Pasadenans' desire to have a 
scenic mountain railroad to the crest of the San Gabriel Mountains.  The Railway opened on 4 
July 1893, and consisted of nearly seven miles (11.2 km) of track starting in Altadena, 
California at a station called Mountain Junction. The railway climbed the steep Lake Avenue 
and crossed the Poppyfields into the Rubio Canyon. This part of the trip was called the 
Mountain Division. At this juncture stood the Rubio Pavilion, a small 12-room hotel. From 
there the passengers transferred to a cable car funicular which climbed the Great Incline to 
the top of the Echo Mountain promontory.  Atop Echo stood the magnificent 70-room Victorian 
hotel, the Echo Mountain House. Only a few hundred feet away stood the 40-room Echo 
Chalet which was ready for opening day. The complement of buildings on Echo included an 
astronomical observatory, car barns, dormitories and repair facilities, a casino and dance hall, 
and a menagerie of local fauna. Passengers could then transfer to another trolley line, the 
Alpine Division, which would take them to the upper terminus at Crystal Springs and Ye Alpine 
Tavern, a 22-room Swiss Chalet hospice with a complement of amenities from tennis courts, 
to wading pools, to mule rides.   
 
For the seven years during which Lowe owned and operated the railway, it constantly ran into 
hard times. For one, its location was off the beaten path of the common traveler with little 
means of transportation up to the Altadena hillside. For another, fares did not cover the cost of 
continuous construction done on money borrowed at 10?% interest, and the opening day fare 
of $5.00 would not remain attractive to the greater public. Lowe went into receivership one or 
two times before losing the railway to Jared S. Torrance in 1899. The tiny railway was 
purchased at auction by a Mr. Valentine Payton of Danville, Illinois who, after only 14 months, 
sold it to Henry Huntington of the Pacific Electric Railway in 1902.  Huntington operated it as a 
fringe venture the rest of its days alongside his expansive Red Car system that covered the 
greater Los Angeles and Orange County areas.   
 
A series of natural disasters ate away at the facilities, the first of which was a kitchen fire that 
destroyed the Echo Mountain House in 1900. A 1905 fire destroyed the rest of the Echo 
buildings except for the observatory and the astronomer's cabin. In 1909 a flash flood tore out 
the Rubio Pavilion. In 1928 a gale force wind toppled the observatory. And in 1936 an 
electrical fire wiped out the Tavern.  The Mount Lowe Railway was officially abandoned in 
1938 after a horrendous rain washed most everything off the mountain sides. Today, the ruins 
of Mount Lowe Railway remain as a monument to a once-ever experienced enterprise. It was 
placed on the National Register of Historical Places on January 6, 1993    See Wikipedia for 
additional information.

Mt. Manitou Incline (Manitou Springs, CO ) 1 8,590 68.0% The Manitou Springs Incline, also known as the Manitou Incline or simply the Incline, is a 
popular hiking trail rising above Manitou Springs, Colorado, near Colorado Springs. The trail is 
the remains of a former 3 ft (914 mm) narrow gauge[1] funicular railway whose tracks washed 
out during a rock slide in 1990. The Incline is famous for its sweeping views and steep grade, 
as steep as 68% in places,  making it a fitness challenge for locals in the Colorado Springs 
area. The incline gains over 2,000 feet (610 m) of elevation in less than one mile. 
 
This company boasted that it was the "longest and highest incline on the globe". 
 
History 
 
The Mount Manitou incline cog railway ascended a steep grade of up to 68% at its steepest 
point to reach the summit at 9,000 feet. The railway was built in 1906 to transport construction 
materials needed for Manitou Spring's water pipeline and hydroelectric plant. In 1925, the 
railway was granted the right  to carry passengers  to the 9,000- foot summit of Mt. Manitou.  
More commonly called simply the "Manitou Incline," the Mount Manitou Scenic Incline Railway 
-- actually a funicular up the side of a peak called Rocky Mountain located adjacent to Mount 
Manitou. 
 
The line's lower terminus was adjacent to the Cog Railway base station in Manitou Springs. 
The Manitou Incline averaged almost a 40% grade—gaining 2,011 feet (613 m) in elevation 
over a length of approximately 1 mile (1.6 km)-with the maximum grade being 68%.   
 
 
The Incline was constructed under the ownership of Dr. Newton N. Brumback (1854-1923) as 
a funicular in 1907, for the purpose of providing access to water tanks at the top of the 
mountain that would provide gravity fed water pressure to the cities of Manitou Springs and 
Colorado Springs. Originally, the railroad was constructed to access the hydroelectric plant 
and service the water pipes, but shortly after its construction, the railway was opened as a 
tourist attraction. The Incline's original summit house was a rudimentary building constructed 
from left over materials from the Incline's construction, and burned down in 1914. The summit 
house was quickly rebuilt into a more elaborate, comfortable, and safer structure, offering 
shelter from storms and the elements. The 1914 structure remained until replaced by an 
updated summit house in 1958, which remained until it was dismantled after the Incline's 
closure. The Incline operated under the Pikes Peak Cog Railway until a rock slide in 1990 
washed out the rail bed and the Cog Railway decided to not repair the tracks.

Mt. Oliver Inclined Plane Co. (Pittsburgh (Birmingham + Ormsby), 
PA )

25.0%
Mt. Tamalpais & Muir Woods Railway (Mill Valley, CA ) 8 7.0% The line began at the Mill Valley terminus of the North Pacific Coast ( Northwestern Pacific 

RR). Built as the Mill Valley & Mt. Tamalpais Scenic Railway the railroad ran from 1896 to 
1930. In 1913, the line was reorganized as the Mount Tamalpais & Muir Woods Railway.   
Over eight miles of track and 280 curves were used to ascend the 2,500 foot high Mount 
Tamalpais. At the top of the mountain passengers could coast back to Mill Valley or to Muir 
Woods by gravity car or return by mountain train.  

Mt. Tom Railroad (Holyoke, MA ) 2 21.0% The Mt. Tom Railroad connected with the Holyoke Street Railway, transporting passengers to 
the 1,200 ft high mountain peak and the Mt. Tom Summit House with its scenic views. Prior to 
the construction of the Mt. Tom railroad, it was difficult to  
 
The Mt. Tom Railroad was uniquely engineered to master the steep, uneven terrain using two 
special elevating cars, designed with seats that automatically leveled themselves to the 
immediate incline for passenger comfort. Each car could carry up to 80 fares. 

Mt. Vernon Car & Manufacturing Co. (Mt. Vernon, IL ) The founding of the Mt. Vernon Car Manufacturing Company appears to be closely tied with a 
disastrous tornado that passed over the city of Mt. Vernon, IL in 1888, nearly destroying the 
entire town. Among the many structures that were destroyed appears to have been one of the 
Louisville & Nashville’s subsidiary railroad shops. The shops had been abandoned after the 
tornado, and were then sold to the newly formed Mt. Vernon Car Manufacturing Company.   
Prior to it organization in Mt. Vernon, the company had been located in Litchfield, IL.  Because 
of the close historic relationship with the L&N, a significant portion of the Mt. Vernon Car 
Manufacturing’s production early output was sold to the Louisville & Nashville Railroad. In 
later years, the company produced cars for the Canadian National, and for a Mexican railroad.  
The Mt. Vernon Car Manufacturing Company became the largest place of employment in Mt. 
Vernon. By 1909, it was producing more than 25 cars a day, employing more than 1,000 
workers. By 1912, its production doubled to 50 cars per day.  During World War I it employed 
more than 2,300 people.  During the Great Depression of the 1930’s, production fell 
dramatically with the nation’s declining economy. Between 1930 and 1936, a total of only 100 
cars were manufactured. During the depression, as the business declined, Precision 
Engineering Corporation purchased a portion of the shops in 1939, and began building 
component parts for locomotives.  During World War II, the company shifted production to 
building bomb casings. And then in 1943, the company was sold to the H.K. Porter Company 
of Pittsburgh. Porter was a large builder of small industrial steam locomotives at the time. 
Around 1945 or 1946, Porter sold the company to the Pressed Steel Car Company. Although 
the original car and locomotive manufacturing and rebuilding business was restored after the 
war, the company was not able to keep pace with the demands for new steel cars and diesel 
locomotives. The plant continued to build railroad cars, but was shut down for more than a 
year between 1948 and 1950, and then reopened. The Mt. Vernon Car Manufacturing 
Company was shut down again in 1954, and operations ceased.  During the time that Mt. 
Vernon Car Manufacturing was phasing out the production of new cars, Precision Engineering 
had expanded into the business of rebuilding old diesel locomotives. Eventually Precision 
Engineering was taken over by National Railway Equipment Company, which located its 
corporate headquarters and main shop at Mt. Vernon. 

Mt. Washington Cog Railway (Mt. Washington, NH ) 3 6,288 37.0% The Mt. Washington Cog Railway was tje first railway in the world to use a cog railway, and 
the second steepest cog/rack railway in the world after the Pilatus railway, with an average 
grade of over 25% and a maximum grade of 37.41%. 

Municipal Street Railway (Seattle, WA ) 224 In 1883, Frank Osgood and Judge Thomas Burke, along with pioneer entrepreneurs David 
Denny and George Kinnear, formed a plan to build Seattle’s first streetcar line and,, Seattle’s 
first attempt at public transportation. The first streetcars of the Seattle Street Railway ran 
between Occidental Avenue and Pike Street in downtown Seattle starting in September 1884. 
This new form of transportation was an instant success and other competing streetcar 
companies formed. The first electric railway line (also the first on the West Coast) was added 
in 1889. By 1892, Seattle had 48 miles of streetcar tracks and 22 miles of cable railways. The 
Panic of 1893 put many of the street railways into financial difficulty, however. Consolidation of 
the various lines began in 1899, and over the next few years at least nine of the independent 
lines were consolidated under the Seattle Electric Railway Co., owned by Stone and Webster. 
 
The period between 1902 and 1912 was considered a golden age for the streetcar system. 
Routes covered most of the worthwhile destinations in the city, and rides cost five cents. By 
1905, Stone and Webster owned over 20 previously independent streetcar and cable lines 
totaling over 103 miles of track. With the consolidation of the independent lines, there was 
also expansion of lines into suburban neighborhoods, including Fremont, Ballard, Wallingford, 
and areas of West Seattle. Unfortunately, after 1907 the company did not invest resources 
towards upgrading and replacing worn tracks and equipment. This led to slow, erratic, and 
unreliable service in the coming years. At the end of 1912, Stone and Webster transferred the 
holdings of the Seattle Electric Co. to the Puget Sound Traction, Light and Power Company 
(later known as Puget Power and then Puget Sound Energy). By 1915, the system grew to 
include 203 miles of track, covering 111.2 miles of street. 
 
Beginning in September 1912, the city of Seattle took the plunge into municipal ownership 
and management of a bond-funded streetcar system. Four miles of track for Division A of the 
Seattle Municipal Railway (SMR) was completed on May 23, 1914. The line ran from the 
intersection of 3rd Avenue and Pine Street downtown north to the edge of Ballard at 14th 
Avenue NW. In October 1913, the owners of the Highland Park and Lake Burien Railway 
donated their 14 miles of electric railway track. The SMR took over operation of the system in 
May 1914 and renamed the line Division C. In 1918, the Loyal Railway Co., which serviced 
the Ballard area and Loyal Heights, was incorporated into the Division A line. 
 
By 1918, Seattle had serious transportation problems. World War I was underway and the city 
had to contend with an influx of war workers, many of whom were shipyard employees. 
Negotiations began between the city and Stone & Webster. Seattle Mayor Ole Hanson offered 
$15 million to purchase the streetcar system – this sum was determined later to be three 
times the actual value of the system. The agreement included the purchase of approximately 
195 miles of electric railway tracks and nine miles of cable tracks, 477 passenger cars, 
various other freight and work cars, seven car barns and yards, three cable stations, and a 
large car repair shop in Georgetown. A 20-year utility bond was issued to cover the purchase 
price. On March 31, 1919, the entire street railway system, renamed the Seattle Municipal 
Street Railway, was turned over to the city of Seattle. 
 
Monetary problems continued to plague the railway system into the 1920s. By the terms of the 
sale, the bond obligations to Stone & Webster had the first claim on the earnings of the 
system. This meant that the annual bond payment of $833,000 was the highest priority 
regardless of how desperately the money was needed for maintenance, repairs, and 
equipment. Furthermore, in December 1920, the city had a nine-month operating deficit of 
over $500,000. The city transferred $83,000 from the General Fund to the Street Railway 
Fund. Fourteen taxpayers brought a lawsuit against the city, arguing that the General Fund 
was being used for unauthorized purposes. On April 29, 1922, the State Supreme Court 
decided that the city could not encroach upon the General Fund for the purposes of 
maintaining the street railway. This decision doomed the system to eventual bankruptcy. Other 
cities had commonly permitted using the General Fund for maintenance and improvements. 
 
Competition from the automobile also had a negative impact on ridership. Not only were 
former railway passengers driving more cars, but these cars also clogged the shared 
thoroughfares and slowed down railway service. By 1930, 90,000 private automobiles and 
400 taxis were competing with the streetcars of the Seattle Municipal Street Railway. In the 
early 1930s, buses replaced streetcars on some routes. The Aurora Bridge opened on 
February 22, 1932, with streetcar tracks conspicuously absent from the road. In the early 
1930s, several commissions were formed to avert a financial crisis and reorganize railway 
management. In 1934, it became clear that without the help of an outside financial source the 
street railway system was doomed to complete bankruptcy. 
 
By 1936, the streetcar system had 224 miles of track, 8.3 miles of cable line, 83.7 miles of bus 
route, 410 electric cars, 60 buses, 66 utility and freight cars, and five motor utility cars. There 
were 28 streetcar lines and 16 feeder bus lines. A number of the streetcar lines operated at a 
loss, as did the cable lines and bus lines. The system had a $4 million deficit and still owed 
half of the principal on the 1918 bonds. 
 
Later in 1936, the city retained the John C. Beeler Organization, a New York engineering 
consultant firm that specialized in the operation, management, and financing of city 
transportation systems. The city rejected Beeler’s first plan to use federal funds to revamp the 
streetcar lines, eliminate the cable railways, and substitute buses and trackless trolleys on 
some routes. In August 1936, Beeler submitted his second rehabilitation plan. It proposed 
eliminating the entire streetcar system and replacing it with 240 trackless trolleys (electric 
buses) and 135 gasoline buses, along with $11.6 million in bonds to pay off the balance of the 
debt to Puget Sound Power & Light and finance re-equipping the system. The proposal, 
Proposition A, was defeated by voters in March 1937. Voters, in the midst of the Great 
Depression, were not inclined to allow their tax dollars to be used to finance a controversial 
and untested plan. There was also uncertainty about the superiority of rubber-tired 
transportation over the proven rail system. No city of Seattle’s size had yet to replace its entire 
streetcar system with a system of buses and trackless trolleys. 
 
In early 1938, the Seattle Municipal Street Railway went bankrupt. In April, new Seattle mayor 
Arthur Langlie turned to the Reconstruction Finance Corporation (RFC) for a loan. After 
months of negotiations, a loan of $10 million was granted. Puget Sound Power & Light 
accepted a cash payment of $3.25 million. One condition of the RFC loan was the creation of 
a three-person transportation commission appointed by the mayor and the city council. In late 
1939, a resolution was adopted to change the name of the Seattle Municipal Street Railway to 
the Seattle Transit System. The Beeler Organization was hired to develop a rehabilitation 
plan, which was substantially similar to its second proposed plan from 1936. The approval of 
this plan laid the groundwork for the end of the railway and cable lines in Seattle. 
 
In January 1940, the first of the 102 newly ordered gasoline-powered buses began regularly 
scheduled operation. In April, the first of the 235 Westinghouse trackless trolleys began 
service. The streetcar lines ceased operation one by one as the buses and trackless trolleys 
came into service. A number of the streetcar lines in and around downtown were eliminated in 
the first six months of 1940. Next, the north-south lines from West Seattle and the University 
District stopped. The cable lines were also eliminated during this time. By the spring of 1941, 
only the Phinney (Route 21) and 8th Avenue NW (Route 19) streetcar lines remained. The 
Phinney line stopped running on April 5, 1941. Car No. 706 of Route 19, the last streetcar of 
the Seattle Municipal Street Railway, made its final run on April 13, 1941. 
 
(preceding history from "Guide to the Seattle Municipal Street Railway Photograph Collection 
1913-1940") 

Music City Star (Nashville, TN ) 32 The Music City Star (reporting mark NRTX) is a commuter rail service running between 
Nashville and Lebanon, Tennessee. The service uses the existing track of the Nashville and 
Eastern Railroad. The line currently has six stops: Riverfront Station, Donelson, Hermitage, 
Mt. Juliet, Martha (Tennessee State Route 109 and U.S. Highway 70), and Lebanon. The 
operation covers 32 miles (51 kilometres) of rail line. Service began on September 18, 2006.  
The train began operations on September 18, 2006, becoming the 18th commuter rail system 
in the United States, with a projected daily ridership of 1,500 passengers. The service 
launched with an estimated cost of $3.3 million dollars, of which $1.3 million was covered by 
revenues.  In the first month after service began, ridership failed to reach the projected goals, 
a situation which continued for several years, culminating with a financial shortfall of $1.7 
million by the summer of 2008, of which the state of Tennessee covered $1 million in a bailout 
of the service.  Financial difficulties continued into the next year; in June 2009, the service 
was nearly shut down for lack of funds until state and local authorities granted the service 
$4.4 million to continue service until 2011. After the initial decline in ridership between 2006 
and 2009, service began to increase through 2011. Fiscal year 2011 saw a 24 percent 
increase in total trips from the previous year, with a daily average ride increase of 45 percent 
at 1,225 per day. During 2010, a third passenger car was added to all Music City Star trains to 
accommodate increasing ridership.

Muskogee Company (Muskogee, OK ) 767 The Muskogee (also known as the Midland Valley) was organized as a holding company to 
acquire and control  the Kansas, Oklahoma & Gulf Railway, the Kansas, Oklahoma & Gulf 
Railway Company of Texas,  the Oklahoma City-Ada-Atoka Railway Company, the Midland 
Valley Railroad, Sebastian County Coal & Mining Company, Garland Coal & Mining Company, 
Oklahoma City, Shawnee Interurban Railway Company, and the Osage Railway. The 
Muskogee roads were acquired by the Texas & Pacific Railway, a subsidiary of the MP in 
1964. The T&P retained control of the KO&G, and the MV, but sold the OCA&A to the Santa 
Fe Railroad. 

MV Transportation (Dallas, TX ) MV Transportation is the leading provider of paratransit services and the largest privately-
owned passenger transportation contracting firm in the United States. We provide safe, 
reliable, and affordable transportation services, partnering with over 200 city and county 
government transit agencies, school districts, universities, and corporations. In addition to 
paratransit, the company offers fixed route, campus and corporate shuttle, and student 
transportation services. 
 
MV provides freedom for over 110 million passengers each year across 30 states and Canada 
with a team of more than 20,000  transit professionals.

Myanma Railways (Myanmar) 5,610 Myanma Railways (MR) also spelled Myanmar Railways; formerly Burma Railways) is the 
state-owned agency that operates the railway network in Myanmar. The 5,403-kilometre 
(3,357 mi) metre gauge rail network consists of 858 stations, and generally spans north to 
south with branch lines to east and west. MR also operates the Yangon Circular Railway line, 
Yangon's commuter rail network. MR operates 18 freight trains, and 379 passenger trains, 
transporting over 100,000 passengers daily. 
 
The quality of the railway infrastructure is generally poor. Most remains in poor repair, and is 
not passable during the monsoon season. The speeds of freight trains are heavily restricted 
on all existing links as a consequence of poor track and bridge conditions. The maximum 
speed for freight trains has been quoted as 24 km/h (15 mph), suggesting that commercial 
speeds on this section could be as low as 12–14 km/h (7.5–8.7 mph). 
 
MR has steadily increased the reach of its network in the last two decades, from nearly 3200 
km in 1988 to 5403 km in 2010. MR is currently undertaking an ambitious expansion program 
that will add another 3,645 km (2,265 mi) to its network, including extensions to Myeik in the 
south, Kyaingtong in the east, Sittwe in the west. Also, conversion from metre gauge to 
standard gauge is proposed. 
 
History of rail transport in Burma 
 
Rail transport was first introduced in Myanmar in May 1877 when Lower Burma was a British 
colony with the opening of the 163-mile (262 km) Yangon to Pyay line by The Irrawaddy Valley 
State Railway. In 1884, a new company, The Sittang Valley State Railway, opened a 166-mile 
(267 km) line along the Sittaung River from Yangon to the town of Taungoo via Bago. After the 
annexation of Upper Burma following the Third Anglo-Burmese War of 1885, the British 
extended the Taungoo line to Mandalay, the fallen capital, by 1889. Following the opening of 
this section, the Mu Valley State Railway was formed and construction began on a railway line 
from Sagaing to Myitkyina and connected Mandalay to Shwebo in 1891, to Wuntho in 1893, to 
Katha in 1895, and to Myitkyina in 1898. 
 
In 1896, before the completion of the line to Myitkyina, the three companies were combined 
into the Burma Railway Company as a state owned public undertaking. The railway was 
known as Burma Railways between 1928 and 1989. The railway's reach to the Taninthayi 
coast first came in 1907 with the opening of the Bago-Mottama line. Passengers had to take a 
ferry over the Thanlwin River (Salween River) to Mawlamyaing. In 1942, the country had 
3,313 km (2,059 mi) (route-km) of metre gauge track, but during World War II the Japanese 
removed about 480 km (298 mi). By the end of the conflict only 1,085 km (674 mi) (route-km) 
was operational, in four isolated sections. They constructed the only international link the 
country has enjoyed, from Thanbyusayat Junction via Three Pagodas Pass to Thailand, the 
short-lived Death Railway. 
 
After Myanmar gained independence from the UK in 1948, the rail network was rebuilt. By 
1961 the network extended to 3,020 km (1,877 mi), and then remained constant until the 
opening of a 36 km (22 mi) line from Kyaukpadaung to Kyini in October 1970. In 1988, MR 
operated 487 railway stations over a 3,162 km (1,965 mi) long network. Since coming to 
power in 1988, the military government embarked on a railway construction program, and by 
2000 MR operated 5,068 km (3,149 mi) (track-km) divided into 11 operating divisions. Most of 
the routes are single track although large parts of Yangon-Pyay and Yangon-Mandalay routes 
are double track. 
 
Recent railway expansion 
 
1994 saw the start of construction of the initially isolated 160 km (99 mi) Ye-Dawei (Tavoy) 
railway, completed March 1998. This was later joined to the route north at Ye by the new 250 
m (270 yd) road/rail bridge across the Ye River, opened November 2003. In April 2008, the 
tracks were extended across the 2.4 km (1.5 mi) Thanlwin Bridge, a road/rail bridge located in 
Moulmein, provision having been made in its design when it was opened a few years earlier. 
This allowed the long isolated section south to Ye and later Dawei (Tavoy) to receive trains 
from the north of the country. Also in 2008/9, the Ayeyawady Valley route was extended north 
along the west bank of the river towards Pakokku in the far north of the country. The 60 km 
(37 mi) Kyangin-Okshippin (Padang) section of Kyangin-Thayet railway was opened in March 
2008 and the 56 km (35 mi) Okshippin-Kamma railway section was opened in March 2009. 
 
In 2009, planning started on a link from Lashio to Jiegao in China. This links would have a 
1,000 mm (3 ft 3 3⁄8 in) - 1,435 mm (4 ft 8 1⁄2 in) dual gauge. (International link to be 1,435 
mm (4 ft 8 1⁄2 in) standard gauge) 
 
In 2010, MR is constructing multiple new railways: Motagyi-Bhamo (130 km or 81 mi), 
Mongnai-Kyaingtong (346 km or 215 mi), Minbu-An-Yechanpyin (395 km or 245 mi), Dawei-
Myeik (213 km or 132 mi), Pathein-Nyaungdon-Yangon Hlaingthaya (143 km or 89 mi), Pyay-
Taungoo-Naypyidaw (193 km or 120 mi), Hinthada-Nyaungdon (77 km or 48 mi), Thayet-
Kyunchaung (307 km or 191 mi), Ywataw-Kanpya (105 km or 65 mi). 
 
So far, the following 4 new lines are under construction  
 
1. Kyaukyi- Sinkhan –Bamow with a distance of 94.87 Miles as a part of Katha-Bamow railway 
project to allow the passengers and cargo to reach Bamow by rails rather by the Irrawaddy 
flotilla service. So far, the opened section is 37.06 Miles while the other 57.81 Miles is still 
under construction. The opened section is 
 
1.1 Katha-Moetagyi (16.68 Miles) Construction started 16 May 2007 opened 20 May 2010 1.2 
Moetagyi - Kyaukkyi (20.38 Miles) Construction started 16 May 2007 opened 7 February 2014 
the under construction section is Kyaukkyi- Bridge across Ayarwaddy Bridge at Sinkhan –
Bamaw (57.81 Miles) Construction started 16 May 2007 with a hope to finish the project in 
2018 - 2019. 
 
2. Natmouk- KanPyar with a distance of 94.71 Miles as a part of Pyawbwe-Natmouk-Magwe 
railway project. So far, the opened section is 65.22 Miles while the other 29.49 Miles is still 
under construction. The opened section is 
 
2.1 Magwe-Kanbya (7.68 Miles) Construction started 10 November 2008 opened 19 
December 2009 2.2 Pyawbwe(Yan Aung) - Ywadaw (22.12 Miles) Construction started 10 
November 2008 opened 16 January 2010 2.3 Ywadaw-Natmauk (35.42 Miles) Construction 
started 10 November 2008 opened 16 March 2013 
 
The under construction section is Kanbya-Natmauk (29.49 Miles) Construction started 10 
November 2008 with a hope to finish the project in 2017 - 2018. 
 
3 Yechanbyin - Kwantaung and Kyauk Taw - An- Minbu with a distance of 257.00 Miles as a 
part of Minbu-An-Sittway railway project to allow the connection to Port of Sittway. So far, the 
opened section is 54.00 Miles while the other 203.00 Miles is still under construction. The 
opened sections are 
 
3.1 Sit twe-Yechanbyin (11.46 Miles) Construction started 15 February 2009 opened 19 May 
2009 3.2 Kwan Taung- Ponnagyun-Yotayouk (22.72 Miles) Construction started 15 February 
2009 opened 15 May 2010 3.3 Yotayouk-Kyauk Taw (19.28 Miles) Construction started 16 
May 2010 opened 11 April 2011 
 
The under construction section is Yechanbyin-Pardaleik (5.81 Miles) Construction started 15 
February 2009. The other sections which are waiting for budget and contract signing is 
Pardaleik-Kwan Taung (4.18 Miles) and Kyauk Taw-An- Minbu (193.01 Miles) with a hope to 
finish the project in 2021 - 2022. 
 
4 Einme-Nyaundong with a distance of 96.51 Miles as a part of Pathein(Begayet) – Einme - 
Nyaundong Yangon (Hlaing Thayar) to allow the connection between Yangon with Port of 
Pathein. So far, the opened section is 61.09Miles while the other 35.42 Miles is still under 
construction. The opened sections are 
 
4.1 Pathein(Begayet)-Einme (20.75 Miles) Construction started 1 December 2009 opened 20 
March 2011 
 
The under construction section is Einme-Nyaungdong-Hlaingthayar (75.76 Miles) 
Construction started 1 December 2009 with a hope to be done in 2017 - 2018. 
-------------- 
Also, to convert entire MR network from 1,000 mm (3 ft 3 3⁄8 in) metre gauge to 1,435 mm (4 
ft 8 1⁄2 in) standard gauge is proposed. 
 
Rail network and services 
 
Main article: List of railway stations in Myanmar 
 
MR operates 858 stations throughout the country. Yangon Central and Mandalay Central have 
been the twin anchors of the network. Recently, MR has extended rail service along the 
Taninthayi coast to Mon State and Tanintharyi Region with Mawlamyaing Station as the 
southern hub. The network generally runs north to south with branches to east and west. 
 
Lower Myanmar 
 
Yangon Central 
Line Route Notes 
Yangon-Mandalay Yangon-Bago-Toungoo-Naypyidaw-Thazi-Mandalay Express trains skip 
Bago 
Yangon-Mawlamyaing Yangon-Bago-Theinzayat-Kyaikhto-Thaton-Mottama-Mawlamyaing  
Yangon-Bagan Yangon-Taungoo-Leway-Taungdwingyi-Kyaukpadaung-Bagan  
Yangon-Aunglan-Bagan Yangon-Letbadan-Paungde-Aunglan-Kyaukpadaung-Bagan  
Yangon-Pyay Yangon-Pyay  
Tanintharyi Line Mawlamyaing-Ye-Dawei under construction to Myeik 
 
Upper Myanmar 
 
Mandalay Central 
 
Line Route Notes 
Mandalay-Myitkyina Mandalay-Sagaing-Shwebo-Myitkyina  
Northern Shan State Railway Mandalay-Pyinoolwin-Kyaukme-Hsipaw-Lashio  
Mandalay-Thazi Mandalay-Thedaw-Dahuttaw-Hanza-Ywapale-Thazi  
Monywa-Pakkoku Monywa-Khinnu-Mandalay-Pakkoku  
 
Yangon Circular Railway 
 
MR also operates a 45.9-kilometre (28.5 mi) 39-station loop system that connects Yangon's 
downtown, satellite towns and suburban areas. The railway runs 200 times and sells 150,000 
tickets daily. The loop, which takes about three hours to complete, is a way to see a cross 
section of life in Yangon for common people. 
 
Fleet 
 
In early 2011, MR operated 389 locomotives and 4673 railway coaches. In 2006, China has 
donated 130-meter gauge carriages to Burma. In 2009, another 225 donated. 
 
Locomotives 
 
In 1999 MR had 201 diesel locomotives, and a further 88 were on order. Up to 1987 the main 
suppliers were Alstom, Krupp and various Japanese companies, but since then orders have 
been placed with China owing to Myanmar's lack of access to hard currency. In 2004, MR had 
approximately 40 oil-fired steam locomotives, of which about a dozen were serviceable and 
saw occasional use on goods, local passenger and tourist trains. Up to three heavy repairs 
are performed per year using locally-manufactured parts. Between 1988 and 2009, MR 
imported 96 diesel locomotives, 55 from China and 41 from India. In December 2009, MR had 
a total of 319 locomotives. In October 2010, MR acquired 30 more locomotives from China. 
 
Coaches 
 
In 1999 MR had 868 coaches, with a further 463 on order. However many branch lines have 
only lightly built permanent way, and on these routes traffic is in the hands of a fleet of more 
than 50 light rail-buses built from lorry parts in MR's workshops. These are powered through 
their rubber-tired road wheels, and usually haul three small four-wheel coaches converted 
from goods wagons. Small turntables are used to turn the rail-buses at the termini. 
 
Wagons 
 
There were 5187 freight wagons in 1999, with 1188 due to be delivered. The majority of goods 
trains on lines without significant gradients run without any train brakes, as most of the 
serviceable wagons have been cannibalised and now lack vacuum hoses. Goods trains up to 
600 tonnes are braked by the locomotive only, and operate at a maximum speed of 32 km/h. If 
the train is particularly heavy the wagons at the front will be fitted with hoses for the duration 
of the trip. On the steeply-graded ghat sections all wagons will be braked. 

Nanjing Metro (Nanjing, China) 162 # Stations in system = 55



Biggest, Longest, Largest, Highest (Elevation), Steepest Grade (3% +) Railroads
© ExploreRailHistory -- your personal RailEncyclopedia    www.explorerailhistory.com

Railroad Name Mileage Elev (ft) Grade Comment

Home Topic List Railroad Index

Nashville & Chattanooga Railroad (Nashville, TN ) 255 The Nashville & Chattanooga was historically important, completing the link between 
Charleston and Chattanooga in 1850;  it also linked with the Western & Atlantic Railroad at 
Chattanooga, giving the N&C access to Atlanta, and other points in the south that connected 
with the Western & Atlantic.The Nashville & Chattanooga completed construction in 1854, and 
was the first complete line to operate in Tennessee. [1] It became very successful, eventually 
being renamed the Nashville, Chattanooga & St. Louis Railway and later, became part of the 
L&N. 

Nashville, Chattanooga & St. Louis Railway (Nashville, TN ) 1,284 It's predecessor, the Nashville and Chattanooga Railroad, was the first railway to operate in 
the state of Tennessee.Natal Government Railways (Durban, South Africa) 3.3% The Natal Government Railways (NGR) was formed in January 1877 in the Colony of Natal. 
The railroad connects at Volksrust with the line to Johannesburg, thus providing a through 
route between these two important cities. 
 
In 1877 the Natal Government Railways acquired the Natal Railway Company for the sum of 
£40,000, gaining the line from the Point to Durban and from Durban to Umgeni. This move, 
inspired in part by the neighbouring Cape Prime Minister John Molteno's 1873 establishment 
of the Cape Government Railways, was intended to drive the extension of Natal's railways 
inland, towards the Drakensberg and eventually the Orange Free State. The Natal 
Government Railways also adopted the Cape gauge. 
 
In 1910 the Union of South Africa was formed and in 1912 the NGR combined with the other 
colonies' railway companies (Cape Government Railways and Central South African 
Railways) to form the South African Railways and Harbours (SAR & H).

Natchez & Louisiana Transfer Co. (Natchez, MS ) 11 4.0% This was a ferry boat that crossed the Mississippi River. The ferry connected with the Natchez 
& Southern, another Missouri Pacific line, which then carried the cars up a steep (4% grade) 
embankment, using two switchbacks to reach the top of the bluffs, where the cars were 
handed over to the Mississippi Central Railroad.

Natchez & Southern Railway (Natchez, MS ) 3 4.0% This railroad was incorporated by the St. Louis, Iron Mountain & Southern, which owned all of 
its capital stock.   The Natchez & Southern Railway was organized to build a line from 
Natchez, Mississippi to a connection with the east incline of the Nachez & Louisiana Railway 
Transfer Company at the Mississippi River. The line was controlled from its beginnings by the 
St. Louis, Iron Mountain and Southern through ownership of alI capital stock; ownership 
assumed by the Missouri Pacific Railroad in 1917.   The Natchez & Louisiana Transfer 
Company (a subsidiary of the Missouri Pacific) was a ferry boat that crossed the Mississippi 
River from Vidalia, LA. The ferry connected with the Natchez & Southern, which then carried 
the cars up a steep (4% grade) embankment, using two switchbacks to reach the top of the 
bluffs, where the cars were handed over to the Mississippi Central Railroad. The Natchez & 
Louisiana Transfer also transferred cars of the Louisiana & Arkansas Railroad at Shreveport 
to Vidalia.  Filed for reorganization, December 1, 1938. Thereafter became part of the Illinois 
Central.

National Company for Rail Transport (Algeria) 2,469 The National Rail Transportation Company is Algeria's national railway operator. Out of the 
total railway network, ,795 mi) are standard gauge, 176 mi are electrified and 674 mi are 
1,055 mm (3 ft 5 1⁄2 in) narrow gauge (as of 2008).

National Despatch Refrigerator Line (St. Albans, VT ) In 1869, the Grand Trunk Western, along with the Vermont Central, the Rutland, the Michigan 
Central and the Boston & Lowell formed a company to provide fast freight service between 
New England and the Midwest. Although it had a longer route, the company offered lower 
freight rates and better service.  This company became the New York Despatch Refrigerator 
Line. The company became a large user of the Tiffany Refrigerator cars, eventually having 
100 of these cars in operation in 1880.  The New York Dispatch Refrigerator Company was 
incorporated under the laws of the state of Maine on December 27, 1886 to own, sell operate 
or lease refrigerated railway cars. Within weeks of its incorporation it had signed an 
agreement to lease its refrigerator cars to the Chicago, Boston and Liverpool Company. In 
May 1893 the two companies amalgamated to form the Chicago, New York and Boston 
Refrigerator Company.  The Chicago, Boston and Liverpool Company was incorporated on 14 
January 1880 under the laws of Connecticut to own, build, sell, lease or rent railway rolling 
stock. Its principal interest was in refrigerator cars. In addition, a large railway car repair shop 
was established in 1887 near Chicago at Elsdon, Illinois. A car lease agreement had been 
signed in 1887 with the New York Dispatch Refrigerator Company and in May 1893 this latter 
company amalgamated with the Chicago, Boston and Liverpool Company to form the The 
Chicago, Boston and Liverpool Company was incorporated on 14 January 1880 under the 
laws of Connecticut to own, build, sell, lease or rent railway rolling stock. Its principal interest 
was in refrigerator cars. In addition, a large railway car repair shop was established in 1887 
near Chicago at Elsdon, Illinois. A car lease agreement had been signed in 1887 with the New 
York Dispatch Refrigerator Company and in May 1893 this latter company amalgamated with 
the Chicago, Boston and Liverpool Company to form the Chicago, New York and Boston 
Refrigerator Company.  In 1914, the National Despatch Refrigerator Line was dissolved, 
having been succeeded by the Chicago, New York & Boston Refrigerator Company, which 
later became part of the Canadian National Railway.  The National Despatch Refrigerator Line 
(Chicago, New York & Boston Refrigerator Co), operated using the reporting marks NDRX 
until 1950.   The New York Despatch Refrigerator Line (Chicago, New York & Boston 
Refrigerator Co.), operated using the reporting marks NYDX until 1957.

National Docks Railway (Weehawken, NJ ) 9 The National Docks Railway was an important railway, connecting various facilities of the 
Central Railroad of New Jersey, the Pennsylvania RR, and the New York Central  between 
Weehawken and Bayonne.

National Express Company (Montreal, QC Canada) 1,241 The Grand Trunk Railroad and National Express entered into an agreement in 1865 providing 
that the National Express Company would ship one express car per day between Montreal 
and New York. The 1907 route mileage included 292 miles of steamboat miles. [3]

National Express Transit Co. (Lisle, IL ) National Express Transit (NEXT) is the transit division of National Express LLC (NELLC). 
NELLC is the North American subsidiary of National Express Group PLC, an international 
transportation company and transit service provider that delivers hundreds of millions of 
journeys worldwide each year to people through its bus, rail, and coach divisions. 
 
The company operates Fixed Route Public Transit (Bus Service), Commuter and Express 
Train service, Paratransit and Dial-A-Ride service, Contracted Shuttle services, Maintenance 
of Fleet and other transit related assets, and Autonomous Transit Vehicle Operation.  
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
National Express Transit (transit and paratransit bus operation in the US, formed in 2012). Its 
operations in 2020 include: 
 
Transit systems: 
 
Arlington Transit 
JATRAN 
Kern Transit 
Manteca Transit 
Merced County Transit 
Modesto Area Express 
SolTrans 
Victor Valley Transit Authority 
Westmoreland County Transit Authority 
 
Other operations: 
 
A&S Transportation (school bus operations in Florida) 
A1A Transportation (school bus operations in Florida) 
Aristocrat Limousine and Bus (limo and charter bus service in New Jersey) 
Cook DuPage Transportation (paratransit service in Chicago area) 
Diamond Transportation (paratransit and shuttle service in Washington, DC area, acquired 
2016)[75] 
Durham School Services (school bus operation in the US) 
Monroe School Transportation (school and charter bus operations in Rochester, New York) 
New Dawn Transit (school bus operations in New York City) 
Petermann Transportation (school bus and special service bus operation in US, acquired 
2011)[76] 
Quality Bus Service (school bus operations in Orange County, New York) 
Queen City Transportation (school and charter bus operations in Ohio, acquired 2017)[77] 
Stock Transportation (school bus operation in Canada) 
Suburban Paratransit (paratransit service in New York) 
Trans Express (shuttle, charter, tour, and casino service in New York, acquired 2015)[78] 
Trinity Transportation (charter and school service in Michigan, acquired 2017)[79] 
White Plains Bus (charter service in New York) 
In July 2014, National Express partners with Canadian-based online booking platform 
Busbud.[73] 
 

National Locomotive Works (Connellsville, PA ) The National Locomotive Company was operated by Dawson & Bailey. The company was 
organized specifically to manufacture narrow gauge locomotives, which were in great demand 
at the time (the peak in narrow gauge locomotive production was reached in the early 1880's).

National Lumber & Manufacturing Co. (Elma, WA ) The National Lumber & Manufacturing Company was in business from 1920 to 1927, with 
headquarters and mill in Hoquiam and logging operations first in Cedarville and then, by 1924, 
in Elma.  National Lumber was sold to Polson Lumber Company in 1927. [1]

National Malleable Castings Co. (Cleveland, OH ) National Malleable Castings Co.  was a large manufacturer of railroad equipment, including 
couplers ; journal boxes ; malleable washers ; power shovel and dragline chain ; cast steel 
chain cables ; friction draft gears ; iron tank lugs and pipe shoes ; hose clamps ; steel 
wrecking hook ; steel swivel links ; railroad yokes ; rail braces ; tie plates ; train pipe hanger 
and clamp ; iron fire shovels ; iron castings for air brake equipment ; safety car door 
fasteners ; hand brake mechanisms.  

National Railway Company of Belgium (Belgium) 3,500 SNCB is one of the busiest railroads in Europe. It operates 4,000 passenger and freight trains 
each day. Almost 230 million passengers used its network in 2014. [4]National Railway Equipment Co. (Mt. Vernon, IL ) National Railway Equipment (NRE) is the world's largest independent locomotive 
manufacturer and rebuilder National Railways of Zimbabwe (Zimbabwe) 2,100 The National Railways of Zimbabwe (NRZ) is the parastatal railway of Zimbabwe (formerly 
Rhodesia). The Zimbabwean railway system was largely constructed during the time of British 
colonial rule and was called Rhodesia Railways (RR) until 1980. Segments of its systems 
were intended to be part of the Cape to Cairo Railway. 
 
Operations 
 
NRZ operates about 3,400 km (2,100 miles) of railway lines, all of 3 ft 6 in (1,067 mm) 
providing passenger and freight services. The gauge is standard for all of southern Africa. 
NRZ has an important transit function in the southern part of Africa and is well linked with 
neighboring countries: toward the north, at Victoria Falls the system links to the Zambia 
Railways, crossing the Victoria Falls Bridge. Toward the Indian ocean the system links to the 
Beira Railroad Corporation in Mozambique. A second line toward Mozambique reaches 
Maputo. To the west, a connecting line link ups to Botswana Railways to reach South Africa, 
eventually reaching Durban and Cape Town. A direct line to South Africa from Bulawayo was 
opened in 1999 by the Beitbridge Bulawayo Railway. The 313 km (194-mile) Gweru-Harare 
section is electrified at 25 kV AC. 
 
Steam 
 
Steam locomotives are still used in Zimbabwe; they have proven so popular with tourists that 
there are plans to refurbish several more steam locomotives. However, funding is constrained, 
and diesel-hauled freight transport is a higher priority. 
Crisis 
 
The NRZ has also suffered of the general decline of the country's economy. Neglect of 
maintenance, lacking spare parts and overdue replacement of equipment have led to a 
situation were only part of the railroad net is in good condition and equipment problems have 
led to reduced service. Steam locomotives have been reintroduced since 2004 as coal is in 
relatively good supply, while diesel must be imported and electricity shortages are common. 
Further, the company is seriously indebted, making it impossible to solve this situation without 
external help. Goods transport has declined, from 18 million tonnes in 1998 to 2 million tonnes 
in 2010.

National Transcontinental Railway (Winnipeg, MB Canada) 2,015 The National Transcontinental Railway (NTR) was a historic railway between Winnipeg and 
Moncton in Canada. Much of the line is now operated by the Canadian National Railway. 
 
The Grand Trunk partnership 
 
The completion of construction of Canada's first transcontinental railway, the Canadian Pacific 
Railway (CPR) on November 7, 1885, preceded a tremendous economic expansion and 
immigration boom in western Canada during the late 19th and early 20th centuries. But the 
monopolistic policies of the CPR, coupled with its southerly routing (new scientific discoveries 
were pushing the northern boundary of cereal crops), led to increasing western discontent 
with the railway and federal transportation policies. 
 
The federal government had encouraged the Grand Trunk Railway (GTR) system in the 1870s 
to consider building the transcontinental rail line. During the same time, a government survey 
party under the direction of Sandford Fleming set out across Canada to survey routes for the 
proposed railway. The "Canadian Pacific Survey", as it was called, surveyed routes to a 
number of Pacific Coast destinations (including Victoria on Vancouver Island). When Grand 
Trunk balked at building a railway using the survey, the government turned to the privately 
owned Canadian Pacific. CPR, one of whose directors was James J. Hill, from Minnesota, 
favoured a route further south, as Hill hoped to tap into freight flows from the northern U.S. 
states. This left Canada with a single transcontinental route close to the U.S. border, since 
CPR chose to use Rogers and Kicking Horse passes rather than the surveyed route over the 
Yellowhead. 
 
By the early 1900s, the GTR was willing to consider building a second transcontinental 
system for the country – provided it received government assistance, similar to the CPR's 
deal. However, while the government and GTR were considering whether to proceed and 
negotiating terms, the Canadian Northern Railway was already building a second 
transcontinental rail line. 
 
The Canadian Northern Railway was an upstart regional system for the prairies that had 
begun in Manitoba under entrepreneurs William Mackenzie and Donald Mann in 1899 through 
their amalgamation of several smaller branch lines. The CNoR started the process of building 
Canada's second transcontinental system between 1903 and 1912. The system was built from 
Winnipeg west to Vancouver and east to Toronto and Montreal. In addition to an extensive 
network of branch lines in the prairie provinces, CNoR had many branch lines in Ontario, 
Quebec, and the Maritime Provinces. 
 
But Mackenzie and Mann had spurned the federal government's offer for assistance to 
expand the CNoR in 1903 and in doing so, the federal government under Prime Minister 
Wilfrid Laurier committed to building a transcontinental system in partnership with the GTR. In 
keeping with the trend of railways to exploit virgin territories, the government-backed 
"transcon" would run from the port of Prince Rupert, British Columbia, across the northern 
portion of the prairies to Winnipeg, and from there across northern Ontario and Quebec to 
Quebec City where it would cross the St. Lawrence River and continue on to its eastern 
terminus at Moncton, New Brunswick, by way of a route directly across central New 
Brunswick. 
 
The GTR board of directors wished to assume the financial risks only for the portion of the 
system west of Winnipeg, therefore the agreement resulted in two railway systems being 
funded by government: the Grand Trunk Pacific Railway, which would run from Winnipeg to 
Prince Rupert and be built and operated by GTR as a subsidiary, and the government-owned 
and -built National Transcontinental Railway (NTR) would run from Winnipeg to Moncton and 
be operated by GTR upon completion. 
 
Building a bridge on the National Transcontinental Railway, ca 1910. 
The GTPR/NTR deal came in the heady final days of Canada's railway boom and would soon 
prove to be the financial straw that broke the back of Canada's railway industry during the 
First World War. Canada has supported two transcontinental railway systems for many years, 
but even in 1914 it was not clear that there was enough traffic for three. The GTPR/NTR 
system was surveyed and construction began in 1905 and the entire system was finished 
(except for the Quebec Bridge) in 1913. The task was monumental and no expense was 
spared in building a railway system of minimal grades and curvature. In crossing the 
Appalachian Mountains of eastern Quebec and northern New Brunswick, the NTR used 
massive bridges to span wide valleys. The Quebec Bridge over the St. Lawrence River – the 
largest cantilever span in the world – took $40 million of the $170 million total project cost 
alone. The territory across northern Quebec and Ontario to Winnipeg, through the heart of the 
Canadian Shield, posed an extremely difficult construction obstacle. It also generated very 
little traffic. 
 
The Grand Trunk Pacific/National Transcontinental route remained intact for only a few years 
during World War I. GTP had built through the Yellowhead Pass on a route paralleled later by 
Canadian Northern, but near Mount Robson, GTP headed toward Prince Rupert. Prince 
Rupert was one of several possible Pacific termini for the line. Originally, Port Simpson on the 
Alaska border was selected, but a border dispute with the United States in the early 20th 
century left Canada concerned about the defensibility of any Pacific rail terminal, and the 
terminal for GTP was moved south to Prince Rupert. Selection of this northern terminal 
potentially saved a day of steaming for ships to or from Asia. 
 
Much GTP track through the Yellowhead Pass did not last even to the end of World War I. As 
a government-imposed war measure to garner rails for potential use in France, trackage was 
consolidated between Edmonton and Red Pass with Canadian Northern in 1917, and rails 
were lifted from the nearly brand-new GTP. 
 
Canadian Government Railways 
 
The GTR reneged on its deal with the federal government for operating the eastern section 
(the NTR) and the government folded this railway along with the Intercolonial Railway of 
Canada (IRC), the Prince Edward Island Railway (PEIR), and the Hudson Bay Railway (as 
well as some smaller lines) into the Canadian Government Railways in 1915 for administrative 
and financial purposes, although the individual systems maintained their independent names. 
CGR and its subsidiaries would last until 1918. 
 
Canadian National Railways 
 
On September 6, 1918, the CNoR was nationalized after becoming insolvent and its 
government-appointed directors were ordered to assume operation of the CGR system. On 
December 20, 1918, the federal government created the Canadian National Railways (CNR) 
under which the CNoR and CGR were to be operated. 
 
Several years later, on July 12, 1920, the GTPR was nationalized and entered the CNR fold. 
The GTR itself was placed under government control several weeks earlier on May 21, 1920; 
however, GTR was not merged into the CNR until January 23, 1923. 
 
NTR legacy 
 
Booklet published by the Conservative Party, opposing the large amount of money given by 
the Liberals for the construction of the NTR. 
 
The significant cost overruns of the NTR/GTPR construction contributed to the downfall of 
Laurier's Liberals in 1911 and Robert Borden's Tories were forced to finish the project, 
including the disastrous spanning of the St. Lawrence River with the Quebec Bridge. 
 
The NTR route across northern Quebec and Ontario, far from the major population centres, 
had been approved by Laurier's government largely due to the support of his Quebec caucus 
as the routing made Quebec City the preferred port for western grain shipments. The NTR in 
these provinces never lived up to its expectations for creating traffic, although it did aid the 
resource-rich mining communities of northern Ontario and northwestern Quebec for a time. 
 
Under CNR (CN post-1960), the NTR route across northern Quebec and Ontario became a 
marginal secondary main line with little in the way of through freight or passenger traffic. At 
Nakina, the CNR had constructed the Longlac-Nakina Cut-Off, a 29.4-mile (47.3 km) section 
of track linking the NTR with the Canadian Northern line at Longlac, completed in 1924. A 
122-mile (196 km) section of the NTR mainline between Nakina and Calstock, Ontario was 
abandoned in 1986 and the Ontario Northland Railway purchased the section of NTR mainline 
between Calstock and Cochrane, Ontario in 1993. The mainline was also abandoned by CN 
for 82 miles (132 km) east of Cochrane to La Sarre, Quebec in 1997. 
 
West of Nakina, the combined NTR/GTPR line forms CN's transcontinental mainline through 
to Tête Jaune Cache, British Columbia, and sees very heavy traffic. From Tête Jaune Cache 
(Yellowhead Pass), the GTPR line to Prince Rupert is a secondary mainline as the CNoR line 
southwest from Tête Jaune Cache to Vancouver forms the CN mainline. In recent decades, 
congestion at many ports along the west coast of North America is making the GTPR's 
development of Prince Rupert an attractive alternative. Canadian National Railways (now a 
private corporation) recently completed port facilities at Prince Rupert capable of handling two 
million 20-foot equivalent units (TEU) per year, and is lengthening passing sidings on the line 
from Jasper to Prince Rupert. CNR now offers daily container train service between Prince 
Rupert, Chicago (Illinois) and Memphis (Tennessee). 
 
East of La Sarre to Quebec City, the former NTR mainline supports a network of CN 
branchlines in northern Quebec, although the Quebec Bridge and related trackage in the 
Quebec City area is heavily used by freight and passenger traffic as part of the Quebec City–
Windsor Corridor. 
 
From Quebec City east to Pelletier, Quebec, the former NTR mainline was abandoned in the 
1980s following the completion in 1976 of a 30-mile (48 km) "cutoff" from the latter station to 
CN's former Intercolonial Railway mainline in the St. Lawrence River valley west of Rivière-du-
Loup. However, from Pelletier east to Moncton the NTR mainline across central New 
Brunswick, including the massive bridges in the Appalachian Mountains, is still heavily used 
and forms the core of CN's Montreal-Halifax mainline. 

National Tube Works (McKeesport, PA ) National Tube Works was one of the first rail car builders  in North American to manufacture 
rail cars using iron, rather than wood.Naval Ammunition Depot Fallbrook (Fallbrook, CA ) 25 The Fallbrook Ammunition Depot was an important military facility during World War II. The 
depot and its rail system were used to support the Navy's mission on the West Coast during 
World War II, from supplying ammunition for coastal defense to supporting the large 
operations in the Pacific theater. By the end of 1945, the U.S. Navy had constructed 171 
magazines and 19.5 miles of rail routes     at the depot. [3]

Nebraska & Colorado Railroad (De Witt, NE ) 431 The Holdrege-Sterling division of the Burlington, known as the Highline, was originally 
constructed by the Chicago, Burlington & Quincy as part of the Nebraska & Colorado Railroad 
company. The line extended from De Witt, on the east to Venango on the Nebraska-Colorado 
state line, near Wray, CO.  It was leased to the C. B. & Q. in 1883, and deeded to the 
Burlington in 1908. That portion of the line between Holdrege and Elwood was opened Aug. 
12, 1885. The grade was extended to Curtis, Oct. 6 of that year and to Cheyenne, Dec. 11.  
The main line ran 298 miles from De Witt to the Colorado State line via Holdrege. Other lines 
ran from Chester to Strang, NE; Fairmont to Strang, NE; Kenesaw to Oxford, NE; and Edgar 
to Superior, NE.  Nebraska & Colorado De Witt to CO line 431 miles  - De Witt to Colorado 
State Line 298.32 - Kencsaw to Oxford, Neb 60.67 - Fairmont to Hebron, Neb 83.14 - Edgar 
to Superior, Neb 26.53 - Hebron to Chester, Neb 12.05- 480.71

Nebraska & Western Railway (South Sioux City, NE ) 128 At one point, this railroad was regarded as "one of the most important railroads in the West."
Nederlandse Spoorwegen (Netherlands) 2,105 The Netherlands Railways operates all the main lines in Holland which were formerly owned 

and worked by the Dutch State Railways, the Netherlands Central Railway, the North Brabant 
Railway, and the Holland Railway. [3]

Nesquehoning Valley Railroad (Nesquehoning Jct (Mauch Chunk/Jim 
Thorpe), PA )

16 The Nesquehoning Valley Railroad was constructed to connect the rail lines operated by the 
Philadelphia & Reading Coal and Iron Company near Tamanend. The railroad was an 
important anthracite coal hauler. [3]

Network Rail (London, England) 20,000
Nevada Northern Railway (Cobre, NV ) 150 6,437 2.0% When the Nevada Northern was opened, it connected one of the largest copper mines in 

North America to the Transcontinental routes to the North. Nevada Short Line Railway Company (Oreana, NV ) 13 7,200 6.0% The Nevada Short Line Railway (Silver Belt Railroad) was a 12.6 mi (20.3 km), 3 ft (914 mm) 
narrow gauge railroad that ran east from Oreana (also known as Nenzel) to the silver mining 
area of Rochester, Nevada. The railway terminated near, but did not connect with, the 
Southern Pacific Railroad (SP) in Oreana due to the Nevada Short Line being 3 ft (914 mm) 
gauge and the SP being a standard gauge mainline. The railway intended to eventually 
transition to standard gauge, but this never happened. The railroad started in 1913 as a sole 
proprietorship in 1913 and was incorporated on April 24, 1914.  The line only operated for four 
years. In June 1918, the line was damaged by flooding and the line was abandoned on 
December 31, 1920. [2] 
 
The railway operated from Oreana (Nenzel) which was located along the east bank of the 
Humboldt River at an elevation of 4,158 ft (1,267 m) above sea level. The railroad continued 
east through the desert where it had to cross the western edge of the Humboldt Range near 
Limerick Canyon. The railway had to climb to an altitude of 7,200 ft (2,200 m) at Rochester. 
The steep terrain the necessitated the need for a switchback and a 6% grade.[2] 
 
The Nevada Short Line Railroad purchased the rails and equipment of the former Golconda & 
Adelaide Railroad in 1914. [1] 
 
Oreana is 14 miles northeast of Lovelock, NV.

Nevada-California-Oregon Railway (Reno, NV ) 238 The narrow gauge Nevada-Califorina-Oregon Railroad originally extended from Reno, NV to 
Lakeview, OR. However, it encountered financial problems that resulted in the southern 
portion of the line being cut back in 1917 from Reno to Hackstaff, CA (south of Honey Lake); 
At this time, the headquarters were relocated to Alturas, CA. Further cuts reduced the line to 
operating from Wendell, CA in 1922. The Southern Pacific purchased the NCO in 1925 to 
facilitate the construction of the Modoc Line (Oregon cutoff). The SP then converted the NCO 
to a standard gauge line, operating it as a dual gauge line for an interim period. 

New Albany & Salem Rail Road (New Albany, IN ) 289 The New Albany & Salem Railroad was the first railroad to connect New Albany, IN on the 
Ohio River with Michigan City, on the northern boundary of Indiana. It later became part of the 
Louisville, New Albany, and Chicago Railroad.  The latter purchased the Chicago & 
Indianapolis Air Line (railroad) in 1881. The Air Line route crossed the New Albany's line in 
Bradford, now known as Monon, IN.  Chicago, Indianapolis & Louisville / Monon Railroad. The 
Monon name came from Monon, IN, where the railroad's two main lines crossed.

New Albany Highland Railway (New Albany, IN ) 2 The New Albany Highland Railway is recognized by many as being the first interurban line in 
Indiana. New Brunswick Railway (Fredericton, NB Canada) 442 The New Brunswick Railway Company was established in 1846. Construction on a line 
between St. Andrews and Woodstock began in 1847 and continued for a decade before the 
first 34 miles of track were opened. In the 1880s, the New Brunswick Railway Company. [3] 
 
The New Brunswick Railway constructed a narrow gauge line to run from Fredericton to 
Edmundson, where it connected with the New Brunswick & Quebec Railway, forming a 260 
mile through line from Fredericton to River du Loup, on the St. Lawrence River. Construction 
was completed on October 1, 1878, and the line was standard guaged in June 1881.    
 
Leased  
 
Aroostook River Railroad (owns 100% stock).  
St. John & Maine Railway (owns 100%) 
Fredericton Railway (owns 100% stock) are owned and operated as branches.   
New Brunswick & Canada Railway leased for 999 years from July 1, 1882. It then sub-leased 
same to Canadian Pacific Railway for 990 years from 1890.   (which is sub-leased to 
Canadian Pacific Railway),  
St. John Bridge & Railway Extension,  
St. John & Maine Railway,   
St. John & Railway for 997 years from July 1, 1883.  
 
1940  
 
Vanceboro to St. John, 90.30 miles.  
Fairville to West St. John, 3.50 miles.  
Fredericton Junction to Fredericton, 22.20 miles.  
McAdam to St. Stephen, 33.90 miles.  
McAdam to Edmunston, 162.80 miles.  
Debec to U.S. Boundary, 5.00 miles.  
U.S. Boundary to Houlton, Maine, 3.10 miles.  
Aroostook to U.S. Boundary, 4.80 miles.  
U.S. Boundary to Presque Isle, Maine, 29.30 miles.  
Newburg to Gibson, 59.10 miles.

New Castle & Frenchtown Railroad (New Castle, DE ) 16  
The New Castle & Frenchtown Railroad was the first railroad in Delaware and one of the first 
in the United States.

New East Tintic Railway (Mammoth, UT ) 2 6,785 6.0% The New East Tintic Railway was organized to build a rail line from Mammoth, UT to the 
Mammoth Mill and Mine. The line was noted for its six percent switchback grade, and sharp 
curves that were needed to complete the line. 

New England Central Railroad  (New London, CT ) 384 This railroad is the successor to the Central Vermont Railway, which was part of the Canadian 
National Railway. The Canadian National sold the Central Vermont to RailTex in February 4, 
1995, and RailTex renamed the line as the New England Central Railroad.  The New England 
Central and the Connecticut Southern Railroad share common management and 
administrative functions; both are owned by RailAmerica.

New England Coal & Coke (Boston, MA )
New England Company (Boston, MA ) 660 The New England Railroad was formed by the reorganization on August 26, 1895 of the New 

York & New England Railroad.   Leased Lines: Milford & Woonsocket Railroad. Milford, 
Franklin & Providence Railroad. Norwich & Worcester Railroad. Providence & Springfield 
Railroad. Rhode Island & Massachusetts Railroad in Massachusetts. Rhode Island & 
Massachusets Railroad in Rhode Island. Rockville Railroad. Woonsocket & Pascoag Railroad. 

New Jersey Transit (Bayonne, NJ ) 643 New Jersey Transit is the second largest commuter railroad in the United States in terms of 
ridership. [3]New London Northern Railroad (New London, CT ) 121

New Mexico Rail Runner Express (Belen, NM ) 97 The New Mexico Department of Transportation and the Mid-Region Council of Governments 
are responsible for developing the Rail Runner. While the NMDOT is the ultimate authority 
responsible for the Rail Runner, the Mid-Region Council of Governments is the lead agency 
for implementation of the new passenger rail service.

New Orleans & Pacific Railway (New Orleans, LA ) 355 The New Orleans Pacific was of great importance to the Texas & Pacific, since it gave the 
Texas and Pacific a direct line from New Orleans to El Paso.New Orleans to Shreveport, 
Louisiana, 315.00 miles.   Branches: Opelousas, 25.00 miles. Brusie to Baton Rouge, 15.00 
miles.   This road was completed during 1881. The line connected at Shreveport with the 
Texas & Pacific Railway.

New Orleans Great Northern Railroad (New Orleans, LA ) 263 The New Orleans Great Northern was developed by a group of wealthy Yankee lumbermen 
who began their operations in the Mississippi timber regions after 1900.  This group, led by F. 
H. and C. W. Goodyear, of Buffalo, New York, purchased a large amount of standing timber in 
the southwestern part of Mississippi and adjacent areas of Louisiana.  Their plan was to erect 
a large-scale sawmill somewhere in the vicinity of their holdings and to process their timber at 
this central point.  Since there was no railroad through much of their holdings, the group, of 
necessity, had to build a line to haul their timber to the mill and the lumber to market.   
 
The investors decided to build their lumber mill, the Great Southern Lumber Company, at the 
site of what is now the city of Bogalusa, Louisiana.  The town was built alongside Bogue Lusa 
Creek and thus received its unusual name.  There was no town, lumber mill, or railroad when 
the project started, so all three essentials to this operation were begun at about the same 
time.  The plan called for a town to house 8,000 people, a mill to manufacture a million feet of 
lumber each day, and a railroad some 200 or more miles long to run between New Orleans 
and Jackson, Mississippi by way of Bogalusa. (Ref 2) 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The purchase of the New Orleans Great Northern came at a critical point in the history of the 
Gulf, Mobile & Northern, since this gave the GM&N direct access to New Orleans, something 
it did not have before.  The New Orleans Great Northern Railroad purchased the East 
Louisiana Railroad. Merged New Orleans Great Northern Railroad of Mississippi 8/6/1906.    
The New Orleans Great Northern Railroad continued to be part of the GM&O into the 1950's.

New Orleans Public Service, Inc. (New Orleans, LA ) 218 New Orleans Public Service Incorporated (NOPSI) was organized to consolidate not only 
public transit but also competing electricity and gas companies. NOPSI has since become 
Entergy New Orleans. In 1918, the New Orleans Railway & Light Company owned 584 
electric motor cars and 108 other cars. 
 
The various streetcar lines of New Orleans were consolidated under NOPSI's control in 1922. 
Throughout the 1950s and 1960s, NOPSI converted all the streetcar lines in New Orleans, 
except for the St. Charles Avenue Line to bus service. 
 
In 1983, control of the system's mass transit was transferred to a public agency, the New 
Orleans Regional Transit Authority. NOPSI later became Entergy New Orleans, a subsidiary of 
Entergy. 
 
----------------------- 
Background (Ref 2):: 
 
By 1900, more than 200 different gas, electric, and streetcar companies had operated in New 
Orleans since 1834. The resulting inefficient and wasteful duplication of service led to ruinous 
competition and financial problems. By 1919 the principal utilities were financially unstable 
and under federal receivership. 
 
By early 1921 a federal receiver appointed the city's professional and business leaders as the 
"Citizen's Committee of Forty" to study the situation and suggest a solution. They 
recommended the formation of a single utility to provide electricity, gas, and transit. 
 
In April 1922, the New Orleans City Government passed the Settlement Ordinance under 
which a new company could be created from the receivership. The Ordinance set up controls 
to bring the new company and the city into a partnership. Later in the year the entity was born 
as New Orleans Public Service Inc. On August 8, 1922, the newly formed company made its 
first incorporation by acquiring New Orleans Railway and Light Co. By September 27, it had 
taken over a number of subsidiaries and began operation. 
 
At first the new company was not really a single entity, Technically, six corporations with the 
name *New Orleans Public Service Company Inc." succeeded each other in just five years as 
the charter was redrawn to encompass the latest consolidations and acquisitions of former 
companies. The present NOPSI was chartered January 1, 1926. It was formed out of a 
consolidation of 
 
Consumers Electric Light and Power Company, which served the central business district and 
portions of residential areas; Citizens Light and Power Company, Inc., which served primarily 
the Carrollton section; and New Orleans Public Service Inc. (1925), which served other parts 
of the city. 
 
The creation of NOPSI finally ended a series of buyouts, bankruptcies and consolidations 
since 1835 that involved no fewer than six gas companies, thirty transit and street railway 
systems, and 18 electric or consolidated electric, gas, and street railway companies. 

New Orleans Railway & Light Co. (New Orleans, LA ) 218 In 1918, this company had 584 electric motor cars and 108 other cars.
New Orleans Regional Transit Authority (New Orleans, LA ) The New Orleans Regional Transit Authority (RTA or NORTA) is a public transportation 

agency based in New Orleans, Louisiana. Since 1983 it has operated bus and historic 
streetcar service throughout the city. With an annual ridership of over 18.6 million riders,[1] the 
Regional Transit Authority is the largest public transit agency in the state of Louisiana. 
 
History 
 
The oldest component of the RTA is the St. Charles streetcar line. It began in 1835 as a 
passenger railway between New Orleans and a suburb called Carrollton, which has since 
been absorbed into the city. The St. Charles line was one of the first passenger railroads in 
the country, and it remains the oldest continuously operating street railway in the world. 
 
As the city grew, so did the transportation network. In the nineteenth and early twentieth 
centuries, several different private streetcar companies operated various lines throughout 
New Orleans. They competed with one another, which ended up creating inconsistent service 
for the public and costly inefficiencies for their owners. In the 1920s, the New Orleans city 
government formed an organization called New Orleans Public Service Incorporated (NOPSI), 
to consolidate not only public transit but also competing electricity and gas companies. NOPSI 
has since become Entergy New Orleans. 
 
By the 1960s, buses had replaced many streetcar lines in New Orleans. Worried that an 
important part of the city’s heritage would be lost, preservationists succeeded in listing the St. 
Charles line on the National Register of Historic Landmarks in 1973. Because of this special 
status, all the green St. Charles streetcars need to appear and be maintained and operated as 
they were in 1920. 
In the first part of the last century, utility companies across the country were often in charge of 
operating their city’s public transit systems, but these companies began to prefer focusing on 
providing power and looked to divest themselves of the public transport function. NOPSI was 
no exception. As a result, the Louisiana State Legislature established the Regional Transit 
Authority in 1979. After a transition period, in 1983 the RTA became fully responsible for 
operating and maintaining all city bus routes and the St. Charles streetcar line. The RTA 
established the Riverfront streetcar line in 1988 and revived the Canal Streetcar line in 2004. 
In 2005, Hurricane Katrina swept through the city, damaging the city’s levees and causing 
catastrophic flooding. The flooding destroyed most of the RTA’s vehicles and facilities. 
Although recovery remains ongoing, the RTA has made tremendous progress in reviving its 
streetcar lines and bus routes, including replacing its bus and paratransit fleet with new buses, 
thereby making the city’s fleet one of the newest in the country. Improved operations, on-time 
performance, maintenance and safety have led to dramatic increases in ridership. In addition, 
the agency has won grants and raised capital for a series of new projects, including new 
streetcar service along Loyola Avenue between Canal Street and the Union Passenger 
Terminal as well as for the neighborhoods around the French Quarter. 
 
Part of the RTA’s renaissance includes higher environmental standards. Our new buses run 
on bio-diesel, which emits much lower levels of CO2 and other emissions when compared to 
standard diesel fuel. Tires are filled with nitrogen which better maintains tire pressure and 
leads to improved fuel efficiency. As always, streetcars are powered by overhead electrical 
lines, resulting in even lower net emissions than gasoline-powered vehicles.

New Orleans, Baton Rouge & Vicksburg Railroad (New Orleans, LA ) 0 The New Orleans, Baton Rouge & Vicksburg Railroad was chartered in 1869, and in 1871 
received a land grant to aid in the construction of a line from New Orleans to Vicksburg. The 
land grant was made coincident with a land grant given to the Texas Pacific Railroad on the 
same date. The railroad used the land grant to secure a mortgage in the amount of $12 
million, but apparently little or no construction occurred.  
 
On January 5, 1880, the company entered into an agreement with the New Orleans Pacific 
Railroad, in which it transferred all of its assets, including the land grant, to the New Orleans 
Pacific. The New Orleans Pacific was subsequently merged into the Texas Pacific, including 
its land grant obtained from the New Orleans, Baton Rouge & Vicksburg.    
 
On January 5, 1881, the charter to the New Orleans, Baton Rouge & Vicksburg Railroad 
(including the land grant previously transferred to the New Orleans Pacific) was transferred to 
another individual, who immediately began construction of the line. 260 miles of railroad were 
constructed between Shrevveport and White Castle, LA, via Alexandria, and Baton Rouge. 
White Castle is about 30 miles south of Baton Rouge.   
 
The Louisville, New Orleans & Texas Railroad was formed from the consolidation of the New 
Orleans, Baton Rouge, Vicksburg & Memphis Railroad and the Memphis & Vicksburg 
Railroads. The Memphis & Vicksburg charter authorized the construction of a railroad from 
Vicksburg, MS north to the Tennessee state line, and gave the railroad the right to appropriate 
state taxes in payment of its mortgage debts. The New Orleans, Baton Rouge, Vicksburg & 
Memphis authorized the construction of a line from the Louisiana state line, near New 
Orleans, to the Tennessee state line, near Memphis. The latter's charter did not include any 
provisions relating to appropriation of taxes. Construction of the two railroads was apparently 
virtually complete, as the Louisville, New Orleans & Texas began operations in October 1884 
between Memphis and New Orleans.   
 
The Yazoo & Mississippi Valley was begun to build a line west from Jackson, MS.  At the 
same time, another road, the Louisville, New Orleans & Texas Railway was under 
construction between Memphis and New Orleans via Vicksburg and Baton Rouge. The 
LNO&T was being financed by C. P. Huntington, who believed he could build a through route 
connecting the Southern Pacific at New Orleans with the Chesapeake, Ohio & Southwestern 
at Memphis. Both the SP and CO&SW were financed by Huntington. Huntington completed 
construction on the LNO&T in 1884 and then purchased the Mississippi & Tennessee 
(Grenada, MS to Memphis, TN) in order to thwart the Illinois Central.  Eventually, the Illinois 
Central purchased the LNO&T and the Mississippi & Tennessee and consolidated them with 
the Yazoo & Mississippi Valley.    
 
The LNO&T enjoyed an exceptionally low grade line, enabling the railroad to operate longer 
trains at higher speeds. The line ran from Memphis to Vicksburg, Baton Rouge, and then to 
New Orleans.

New Orleans, Jackson & Great Northern Railroad (New Orleans, LA ) 206 The New Orleans, Jackson & Great Northern, together with the Mississippi Central and the 
Illinois Central at Cairo, IL, provided a through train service with change of cars at Cairo, to 
Chicago. It was the first railroad (1873) to connect New Orleans and Chicago. 

New Orleans, Jackson & Northern Railroad (New Orleans, LA ) 446 The New Orleans, Jackson & Northern, together with the Mississippi Central/Central 
Mississippi became the main line of the Illinois Central between Cairo, IL and New Orleans.  
In an effort to quickly extend an all rail route from its then terminus in Cairo, IL, in 1872 the 
Illinois Central entered into a traffic agreement with the New Orleans, Jackson & Great 
Northern, and the Mississippi Central, which gave the IC a route from New Orleans to Canton, 
MS on the NOJ&GN, and then to Jackson, Tenn via the Mississippi Central.     The Illinois 
Central became the principal bondholder for both railroads, and in 1877 the New Orleans, 
Jackson & Great Northern was reorganized, becoming the New Orleans, Jackson & Northern, 
while the Mississippi Central became the Central Mississippi.  Both roads were then merged, 
becoming the Chicago, St. Louis & New Orleans Railroad, a subsidiary of the Illinois Central.   
On June 30, 1868, the Southern Railroad Association was organized  for the purpose of 
leasing and operating the Mississippi Central Railroad, of which Henry S. McComb had 
previously obtained a lease for himself and his associates. McComb was also a large holder 
of stock in the New Orleans, Jackson & Great Northern. On November 8, 1871, he made an 
arrangement by which he sold to the Pennsylvania Company 14,000 shares in the New 
Orleans, Jackson & Great Northern Railroad Company, at $50 per share, and 5,000 shares in 
the Southern Railroad Association at $125 a share. At the same time he transferred to the 
Pennsylvania Company an additional 14,000 shares in the New Orleans, Jackson & Great 
Northern railroad, and 5,000 shares in the Southern Railroad Association. Included in this last 
5,000 shares was the 800 shares standing in the name of McComb as trustee, which were 
transferred by an indorsement on the certificates, vesting apparently an absolute title in the 
Pennsylvania Company. By means of this transfer the Pennsylvania Company obtained 
control of the Southern Railroad Association, as well as of the New Orleans, Jackson & Great 
Northern Railroad Company.  In 1874 the New Orleans, Jackson & Great Northern and the 
Mississippi Central roads were consolidated under the title of the New Orleans, St. Louis & 
Chicago Railroad, but the new corporation defaulted on its interest in 1876. The Illinois 
Central, which was the owner of a majority of the bonds of the constituent lines which went to 
make up the New Orleans, St. Louis & Chicago Railroad, then acquired ownership of the 
whole line by foreclosure proceedings in 1877, and it was reorganized, on May 12, 1877 as 
the New Orleans, Jackson & Northern, and then on November 7, 1877 when it was merged 
with the Central Mississippi Railroad as the Chicago, St. Louis & New Orleans, being placed 
in charge of one of the Vice-Presidents of the Illinois Central Company. 

New Orleans, Mobile & Chicago Railroad (Mobile, AL ) 404 Incorporated, December 1, 1909, as the successor to the Mobile, Jackson & Kansas City 
Railroad, and the Gulf & Chicago Railway. The New Orleans, Mobile & Chicago Railroad was 
placed in receivership in 1913, and was sold under foreclosure, August 18, 1915 to be 
succeeded by the Gulf, Mobile & Northern Railroad, December 16, 1916; due to litigation 
GM&N did not take possession until January, 1917. The stock interests of the St. Louis-San 
Franciso Railway and the Louisville & Nashville were lost during the receivership and 
reorganization.  The line extended from Middleton, TN to Mobile, AL; from Beaumont to 
Hattiesburg, AL, and from Ellisville Junction to Ellisville.

New Orleans, Opelousas & Great Western Railroad (Algiers (opposite 
New Orleans), LA )

80 The New Orleans, Opelousas, and Great Western Railroad was the first railroad to be built 
westfrom New Orleans.New Orleans, Texas & Mexico Railway (Beaumont (Houston), TX ) 286 The New Orleans, Texas and Mexico played a key part of a brilliant master plan by B.F. 
Yoakum  to connect Beaumont with Baton Rouge and Chicago. At the time, Yoakum was the 
President of the Rock Island Railroad and the Frisco Railroads at that time. He planned to 
combine operations of the Rock Island and Frisco,while building several other railroads (the  
St. Louis, Brownsville & Mexico, and the Beaumont, Sour Lake & Western, along with the 
New Orleans, Texas & Mexico Railway) in Texas and Louisiana. The new railroad would 
provide a a single rail line running from Chicago, St. Louis, Memphis, Baton Rouge, Houston, 
and Brownsville eventually reaching Mexico City.   A branch line would run from Baton Rouge 
to Memphis connecting the southwest system with Yoakum's Rock Island and the Frisco, both 
of which ran to Memphis.  
 
Construction began in 1905 at Anchorage, Louisiana, on the west bank of the Mississippi 
River opposite Baton Rouge, and the line was completed to DeQuincy, Louisiana, September 
1, 1909. Soon after construction began, the line and its connecting partners, began to be 
known unofficially as the Gulf Coast Lines. To bridge the gap between DeQuincy and a 
connection with the Beaumont, Sour Lake and Western at Beaumont, arrangements were 
made with the Kansas City Southern to use their tracks between these two cities.    
 
The projected line between Baton Rouge and Memphis line never progressed much beyond 
the early construction efforts. Trackage rights were, therefore, acquired from the Louisiana 
Railway and Navigation Company between Baton Rouge and New Orleans and through train 
service was established between Houston and New Orleans on September 1, 1909. In 1916 
the trackage arrangements with the L.R.&N. were discontinued and since that time Gulf Coast 
trains used the Illinois Central route between Baton Rouge and New Orleans.      
 
By 1915, the NOT&M had secured trackage rights via the Illinois Central, and therefore 
cancelled its rights over the LR&N.     When the Yoakum controlled Frisco railroad entered 
receivership in 1913, the Gulf Coast Lines went into receivership as well. The Frisco 
receivership included the three Yoakum-projected roads in Texas and Louisiana.The Interstate 
Commerce Commission and the court ordered the receivers to divest the Frisco of their 
Texas-Louisiana lines.    
 
The bankruptcy court forced the Frisco to divest the Gulf Coast Lines and in 1916, the Gulf 
Coast Lines name was officially adopted by the NOT&M. The road subsequently acquired the 
St. Louis, Brownsville & Mexico, and the Beaumont, Sour Lake & Western in 1916, following 
the bankruptcy of the Frisco.   In June 1924, the GCL acquired the International-Great 
Northern, and then in December of that year, the Missouri Pacific acquired the GCL, including 
the IGN. 
------------------------------------------------ 
From Wikipedia ICC Valuation (events through 1911 see Ref 2) 
 
The railroad of The New Orleans, Texas & Mexico Railroad Company, herein called the New 
Orleans, Texas & Mexico, is a standard-gage, steam railroad, located in the State of 
Louisiana. Its owned mileage extends from Anchorage to DeQuincy, La., 137.630 miles, with 
branch lines from Eunice to Crowley, La., and from Erwinville to Mix, La., aggregating 35.256 
miles. Of the total mileage stated, 0.620 mile is double track. The New Orleans, Texas & 
Mexico solely uses, under lease, terminal property at New Orleans. 
Trains of the New Orleans, Texas & Mexico are transferred by boat across the Mississippi 
River between Baton Rouge and Anchorage, La. Through trackage rights over lines of other 
carriers; the New Orleans, Texas & Mexico operates from DeQuincy, La., to the Louisiana-
Texas State line, to the Louisiana-Texas State line, and from Baton Rouge to New Orleans, 
La., a total distance of 113.15 miles. 
 
The New Orleans, Texas & Mexico wholly owns 172.886 miles of road, all of which it uses. It 
also wholly uses, under lease, the property of the Louisiana Southern Railway Company, 
which consists of a single-track, steam railroad, extending from New Orleans, La., to Bohemia 
and Shell Beach, La., aggregating 65.658 miles of road. The lessor company is reported upon 
in section 2. 
 
APPENDIX 2 
 
INTRODUCTORY 
 
The New Orleans, Texas & Mexico is a corporation of the State of Louisiana, havings[sic] its 
principal office at New Orleans, La. It is controlled by the St. Louis and San Francisco 
Railroad Company through ownership of the entire capital stock, except, directors' qualifying 
shares. 
 
The property was operated by its own organization from September 1, 1909, to July 5, 1913, 
when A. D. Lightner was appointed temporary receiver. On July 9, 1913, the United States 
District Court for the Eastern District of Louisiana appointed J. D. O'Keefe receiver, who has 
continued to operate the property to date of valuation. 
 
CORPORATE HISTORY 
 
The New Orleans, Texas & Mexico was originally incorporated May 8, 1905, under the laws of 
the State of Louisiana, as the Colorado Southern, New Orleans and Pacific Railroad 
Company. By amendment to the charter on March 21, 1910, the name of the corporation was 
changed to New Orleans, Texas & Mexico Railroad Company. 
 
DEVELOPMENT OF FIXED PHYSICAL PROPERTY 
 
The owned mileage of the New Orleans, Texas & Mexico, amounting to 172.88 miles, was 
constructed by or for account of the New Orleans, Texas & Mexico and the Colorado 
Southern, New Orleans and Pacific. Preliminary surveys were begun in May, 1905, and were 
completed in the early part of 1906. 
 
Under contract dated October 18, 1905, as supplemented by another contract dated January 
22, 1906, entered into by and between the Colorado Southern, New Orleans and Pacific and 
the Gulf Construction Company, which was affiliated with the St. Louis and San Francisco 
Railroad Company, the construction company obligated itself, among other things, to 
construct about 142 miles of main line and 50 miles of branches. The construction company 
on November 8, 1905, contracted with Kenefick, Hammond, and Quigley for a portion of the 
construction of certain located mileage of the Colorado Southern, New Orleans and Pacific. 
On April 14, 1906, before any payments had been made to the contractors by the construction 
company, an agreement was entered into by and between that company and the Colorado 
Southern, New Orleans and Pacific, under the terms of which the contracts of October 18, 
1905, and January 22, 1906, were canceled and the Colorado Southern, New Orleans and 
Pacific assumed all contracts made by the construction company for the construction of the 
line, and the acquisition of certain property, and acquired the assets of that company. In 
consideration of the above the Colorado Southern, New Orleans and Pacific paid to the 
construction company $2,200,000 in cash. 
The original line of road, from Anchorage to DeQuincy, La., approximately 137.63 miles, and 
from Eunice to Crowley, La., about 22.37 miles, was constructed partly by independent 
contractors and partly by the company's own forces. The principal contractors engaged on the 
original line were Kenefick, Hammond, and Quigley; Kenefick, Hodman, and Quigley; and 
Kahmann and McMurray. Both lines were opened for operation on September 1, 1909. 
 
The roadbed and bridges of the branch line from Erwinsville to Mix, La., about 12.88 miles, 
were constructed by P. M. Johnston, Son and Allhands, under contracts of May 31, 1910, and 
May 15, 1911. The remainder of the work was completed by the forces of the New Orleans, 
Texas & Mexico and individuals and companies, with whom no formal contracts were made. 
This line was completed and opened for operation some time in 1911.

New River & Pocahontas Consolidated Coal Co. (Philadelphia, PA )
New York & Erie Railroad (Piermont, NY ) 446 The New York & Erie as the first railroad in this country to reach Dunkirk, on Lake Erie, before 

the B&O, the PRR and the NYC. Steamboat service connected Dunkirk with Detroit, MI. When 
initial construction was completed in 1851, it was the longest railroad in the country at that 
time, and was the first railroad to link seaports on the Atlantic coast with the Great Lakes. 
Dunkirk is about half way between Buffalo and Erie.

New York & Harlem Railroad (New York, NY ) 155 The New York and Harlem Railroad was one of the first railroads in the United States, and 
possibly also the world's first street railway (horse railway). New York & Manhattan Beach Railroad (Brooklyn (Greenpoint 

Flatlands Junction), NY )
23 The New York & Manhattan Beach Railroad was formed by acquisition/mergers of the Marine 

Railroad, the Prospect Park & Coney Island Rail Road, and the Brooklyn, Flatbush & Coney 
Island Rail Road. This half-steam, half-rapid transit hybrid, operated wholly within Brooklyn, 
forming a semi-circle around Brooklyn. Passengers connected with ferry boats at Bay Ridge 
to piers on the North River (west side of New York). Manhattan Beach, on the east side of 
Coney Island, was the exclusive property of the railroad. The largest hotel on the Atlantic 
Coast was constructed there. [3]

New York & Oswego Midland Railroad (Oswego, NY ) 325 The New York & Oswego Midland Railroad was intended to open a new line between New 
York and the Great Lakes (Oswego being a port on Lake Ontario). The promoters of the New 
York, Oswego & Midland financed the construction of the railroad by selling stocks and bonds 
to individuals in 50 small towns scattered across the state, promising to connect their towns 
with the NYO&M. As a result, the railroad was built in a "zig-zag" fashion connecting many 
small towns having little economic consequence, and bypassing the large cities along the 
way. [from Ref 3]. The company bankrupted, and was reorganized as the New York, Ontario & 
Western, which was abandoned in 1957. 

New York Central & Hudson River Railroad (New York, NY ) 11,286 New York Central & Hudson River Railroad became the country's largest or second largest 
railroad:The Pennsylvania RR was either the largest or second largest). It advertised itself as 
"the only four track railroad in the world" in 1889. [6]

New York Central Railroad (New York, NY ) 12,852 The Pennsylvania Railroad and the New York Central Railroads were the two largest railroads 
operating in the eastern U.S. Both were about the same size in route miles. The NYC served 
12 states having 50% of the U.S. population in 1921, and 64% of the U.S. manufactured 
products and mines. It handled about 10% of the total railroad transportation business in the 
U.S. [5] The predecessors of the New York Central built a "water level" railroad, that avoided 
the huge cost of building and operating a railroad through the Allegheny Mountains, like the 
Pennsylvania Railroad and others in that region. The NYC had another major advantage-it 
was the first railroad to build a bridge across the Hudson River in 1866. All of the other 
railroads, including the mighty Pennsylvania Railroad, had to build and operate costly, and 
slow marine ferry terminals, to transport their equipment across the Hudson River. Both of 
these factors were significant contributors to the early rapid success of the New York Central 
system.  

New York Central Railroad of 1853 (Albany, NY ) 600 When organized, the New York Central was the largest railroad in the world. It was worth $23 
Million - about half of the U.S. Annual Budget. [4] It became the largest railroad in the U.S. in 
terms of mileage, capitalization and net worth.  In 1866, the railroad bridge over the Hudson 
between Albany and Greenbush opened, linking the New York Central, which operated west 
of Albany and the Hudson River Railroad, which operated between New York City and Albany, 
following the Hudson River. The bridge allowed the New York  Central to begin running 
through trains between New York City and Buffalo. [5]

New York Central Sleeping Car Company) The New York Central Sleeping Car Company was organized by Webster Wagner in 1858 
(some sources say 1866).  Commodore Vanderbilt, the founder of the New York Central, 
appears to have been an investor in the New York Central Sleeping Car Company, and in 
Wagner's enterprise. During the span of ownership by the New York Central the Vanderbilt 
family directly controlled the company, either through Vanderbilts, Vanderbilt relatives, or by 
appointments.

New York Central System) 12,550 The New York Central System (or New York Central Lines) owned a group of subsidiary 
roads, which formed the New York Central System. The largest was the New York Central 
which operated 6,075 miles of track. The toal milege for all of the railroads owned by the NYC 
was 12,550. (Ref 1) The major components of the NYC system  included: 
 
*Boston & Albany Railroad  
*Cleveland, Cincinnati, Chicago & St. Louis Railway (Big Four)  
*Lake Shore & Michigan Southern Railway  
*Michigan Central Railroad  
*New York Central & Hudson River Railroad  
*Pittsburg & Lake Erie Railroad  
Amsterdam, Chuctanunda & Northern Railroad  
Canadian Southern Railway  
Central Indiana Railway  
Chicago River & Indiana Railroad  
Dayton Union Railway  
including the New Jersey Junction Railroad  
Indiana Harbor Belt  
Indianapolis Union Railway 
Lake Erie & Western Railroad  
Niagara Junction Railway  
Niagara River Bridge Company  
Peoria & Eastern Railway (P&E) Company  
Toronto, Hamilton & Buffalo Railway (73% NYC owned)  
West Shore Railroad  
 
* Major component of the New York Central System
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New York City Transit Authority (New York, NY ) 245 The New York City Subway system (the combined BRT, IRT, IND systems) is the largest in the 
world-larger than the London Underground, the Paris Metro, the Tokyo Subway and Seol 
Subway. (Ref 2)

New York Despatch Refrigerator Line) In 1869, the Grand Trunk Western, along with the Vermont Central, the Rutland, and the 
Boston & Lowell formed a company that became the National Despatch Refrigerator Line. The 
company became a large user of the Tiffany Refrigerator cars, eventually having 100 of these 
cars in operation in 1880.  The New York Dispatch Refrigerator Company was incorporated 
under the laws of the state of Maine on December 27, 1886 to own, sell operate or lease 
refrigerated railway cars. Within weeks of its incorporation it had signed an agreement to 
lease its refrigerator cars to the Chicago, Boston and Liverpool Company. In May 1893 the 
two companies amalgamated to form the Chicago, New York and Boston Refrigerator 
Company.  The Chicago, Boston and Liverpool Company was incorporated on 14 January 
1880 under the laws of Connecticut to own, build, sell, lease or rent railway rolling stock. Its 
principal interest was in refrigerator cars. In addition, a large railway car repair shop was 
established in 1887 near Chicago at Elsdon, Illinois. A car lease agreement had been signed 
in 1887 with the New York Dispatch Refrigerator Company and in May 1893 this latter 
company amalgamated with the Chicago, Boston and Liverpool Company to form the The 
Chicago, Boston and Liverpool Company was incorporated on 14 January 1880 under the 
laws of Connecticut to own, build, sell, lease or rent railway rolling stock. Its principal interest 
was in refrigerator cars. In addition, a large railway car repair shop was established in 1887 
near Chicago at Elsdon, Illinois. A car lease agreement had been signed in 1887 with the New 
York Dispatch Refrigerator Company and in May 1893 this latter company amalgamated with 
the Chicago, Boston and Liverpool Company to form the Chicago, New York and Boston 
Refrigerator Company.  In 1914, the National Despatch Refrigerator Line was dissolved, 
having been succeeded by the Chicago, New York & Boston Refrigerator Company, which 
later became part of the Canadian National Railway.  The National Despatch Refrigerator Line 
(Chicago, New York & Boston Refrigerator Co), operated using the reporting marks NDRX 
until 1950.   The New York Despatch Refrigerator Line (Chicago, New York & Boston 
Refrigerator Co.), operated using the reporting marks NYDX until 1957.

New York Elevated Railroad  (New York, NY ) The New York Elevated Railway (Incorporated October 27, 1871) and the Gilbert Elevated 
Railway (June 17, 1872) were the first elevated railways to operate in New York City. The lines 
became immediately successful, leading to the expansion of elevated routes throughout the 
city.

New York Locomotive Works (Rome, NY ) Breeze, Kneeland & Company entered the locomotive manufacturing business in the early 
1850's, and became known for their advanced locomotive designs. The business failed in the 
financial panic of 1857. The buildings remained idle until 1865 wheren they were rented by 
James McHenry, a speculator, who was building the Atlantic & Great Western Railway. The 
latter was in need of a large number of locomotives and McHenry leased the buildings for the 
purpose of building the required number of locomotives. Several hundred locomotives were 
built and then the shops were closed again in 1867. The shops were leased out again in 1869, 
becoming the New York Locomotive Works. A few orders were completed, and the business 
closed.   
 
Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with an annual 
production capacity of 125 locomotives. 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
History from https://en.wikipedia.org/wiki/Rome_Locomotive_Works 
 
The New York Locomotive Works, sometimes known as the Rome Locomotive Works, was a 
nineteenth century builder of steam locomotive engines located at Rome, New York. The 
company was active under various ownerships in building steam locomotives from 1882 until 
1911. The New York Locomotive Works should not be confused with the earlier Breese, 
Kneeland, and Company which traded under the same name in the 1850s. The company was 
organized in 1881 with T. G Noch, a prominent local businessman as president. J. A. Durgan, 
a well known designer of steam locomotives was appointed superintendent, a position he had 
previously held at the Rhode Island Locomotive Works. The company was an instant success, 
as railroads were expanding a feverish pace. NYLW offered a robust, no frills locomotive and 
was well connected with banking interests that allowed sales along the "Car Trust Plan" with 
payments out to ten years. 
 
Reorganizations 
 
Business collapsed suddenly after the death of President Noch in 1890 and the financial panic 
of the early 1890s dried up new orders. The company shut down in June 1891 and was 
reorganized as the Rome Locomotive and Machine Company. The new company announced 
its focus would be rebuilding steam machinery and general shop work. Some compressed air 
locomotives were constructed by the new company but only two new steam locomotives were 
built after the reorganization, the last in 1911. RL&MC merged into the Rome Manufacturing 
Company in 1916. Rome Manufacturing built trolley cars, French designed automobiles and a 
line of heavy construction equipment including road graders and continued rebuilding steam 
locomotives into the 1920s. 
 
Production 
 
Rome built 695 steam locomotives in a decade, a significant number in a highly competitive 
field, the seventeenth largest total among 19th century North American locomotive builders. 
Three NYLW locomotives survive. Northern Pacific 4-6-0 684 was built in 1884 and is 
preserved at Fargo, ND. 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
History from https://en.wikipedia.org/wiki/New_York_Locomotive_Works 
 
New York Locomotive Works. Breese Kneeland and Company was a nineteenth century 
builder of steam locomotive engines located at Jersey City, New Jersey. Initially styled the 
New York Locomotive Works, the company was active under various ownerships in building 
steam locomotives from 1853 until 1873. The original proprietors were Charles Kneeland, 
William Hamilton and S. Breese. E. P. Gould, a well known mechanic and formerly the 
mechanical superintendent of the Hudson River Railroad was the first shop foreman and 
designer. 
 
Locomotives 
 
The initial products were noted for their up to the minute designs and were well received. The 
first two locomotives went to the Hudson River Railroad in 1853. Named the Superior and the 
Baltic they were very large for their time, weighing 29 tons and were fitted with 78 inch driving 
wheels. They also featured advanced features such as straight top boilers, front end throttles 
and more heating surface than most contemporary locomotives. 
 
Reorganizations 
 
Although the company seemingly was off to a good start the "iniquitous conduct of certain 
western railroad managers... buying engines on credit while they knew their companies were 
hopelessly insolvent..."  doomed the enterprise and the financial collapse of 1857 put the 
company in the hands of its creditors. 
 
The company was reorganized as the Jersey City Locomotive Works with William Hamilton in 
charge, but the company again failed in 1865. James McHenry then leased the shop to build 
over 100 locomotives for the broad gauge Atlantic and Great Western Railroad which 
apparently was unable to supply its needs through commercial builders. 
 
When McHenry's contract concluded, the works were leased to Nathaniel McKay, brother of 
Donald McKay, of clipper ship fame, formerly associated with locomotive builder McKay and 
Aldus. McKay Iron Works built general machinery, including a few locomotives, until the works 
closed for good in 1872. 
 
Production 
 
Total locomotive production at Jersey City is estimated at about 300 under all managements. 
One locomotive, El Paso & Southwestern Railroad No. 1 (formerly Milwaukee & Mississippi 
Railroad number 40), built by Breese Kneeland, is preserved at the Centennial Museum, 
University of Texas, El Paso.

New York State Railways (Utica, NY ) 338 New York State Railways was a subsidiary of the New York Central Railroad that controlled 
several large city streetcar and electric interurban systems in upstate New York. It included 
the city transit lines in Rochester, Syracuse, Utica, Oneida and Rome, plus various interurban 
lines connecting those cities. New York State Railways also held a 50% interest in the 
Schenectady Railway Company, but it remained a separate independent operation.  
 
The New York Central took control of the Rochester Railway Company, the Rochester and 
Eastern Rapid Railway and the Rochester and Sodus Bay Railway in 1905, and the Mohawk 
Valley Company was formed by the railroad to manage these new acquisitions.  
 
New York State Railways was formed in 1909 when the properties controlled by the Mohawk 
Valley Company were merged.  
 
In 1912 it added the Rochester and Suburban Railway, the Syracuse Rapid Transit Railway, 
the Oneida Railway, and the Utica and Mohawk Valley Railway.  
 
The New York Central Railroad was interested in acquiring these lines along its Mohawk 
Valley mainline in an effort to control the competition and to gain control of the lucrative 
electric utility companies that were behind many of these streetcar and interurban railways. 
 
The company discontinued streetcar service in 1941. 
 
Early History (1905–1928) 
 
The New York Central Railroad took notice to the potential competition arising from the 
streetcar and electric interurban railways being built in its territory across upstate New York. In 
an effort to control the competition, the railroad began buying controlling interests in the 
Rochester Railway Company, the Rochester and Sodus Bay Railway, and the Rochester and 
Eastern Rapid Railway. The Mohawk Valley Company was formed in 1905 to manage these 
properties. The company also controlled the Canandaigua Gas Light Company, the Despatch 
Heat, Light and Power Company, and the Eastern Monroe Electric Light and Power Company. 
New York State Railways was incorporated on March 22, 1909, to take over the three railways 
and consolidate them into a single entity. 
 
A second wave of expansion followed when the Utica and Mohawk Valley Railway, the Oneida 
Railway, the Syracuse Rapid Transit Railway, and the Rochester and Suburban Railway were 
merged into New York State Railways on October 31, 1912. The East Side Traction Company 
was added on August 28, 1919. 
 
At its peak, New York State Railways operated 338 miles across Rochester, Syracuse, Utica, 
Oneida, Sodus Bay, Canandaigua, and Geneva. In June 1920, the total value of the New York 
State Railway Corporation franchise in Syracuse as determined by the New York State Tax 
Commission was $2,320,000 down from $2,407,000 in 1919.  
 
Patronage on the streetcar and interurban lines declined in the 1920s, thanks to autos, buses, 
and paved roads — but the electric utilities owned by the company grew. As a result, in 1928 
the New York Central sold its control of the New York State Railways system to what became 
the Associated Gas & Electric Co. 
 
Decline, Receivership and Reorganization (1929–1948) 
 
Shortly after the transaction, the stock market crashed, and on December 30, 1929, the 
company was put into receivership. Increased competition from private automobile ownership 
and the construction of better highways forced the closure of the electric interurban railways. 
An application was made to abandon the Rochester and Eastern Rapid Railway in November 
1929, but the court process was delayed until the following summer when an order was 
approved to end all service to Geneva on July 31, 1930. 
 
New York State Railways emerged from receivership in 1934, and gradually the remaining 
core city lines were sold as separate operations. The Rochester Lines were reorganized as 
the Rochester Transit Corporation on August 2, 1938. The Syracuse Transit Corporation took 
over the former Syracuse Lines on November 22, 1939. The last streetcars operated on the 
Utica Lines on May 12, 1941, but it wasn't until May 1, 1948 that the transit system was 
reorganized as the Utica Transit Corporation.[ 
 
Rochester Lines 
 
The Rochester Lines were made up of the city and suburban lines operated by Rochester 
Railway Company, the Canandaigua local service (the former Canandaigua Street Railroad), 
the Rochester and Eastern Rapid Railway, and the Rochester and Sodus Bay Railway that 
were consolidated into New York State Railways in 1909. In 1927, the city-owned Rochester 
Subway was placed under the operation of New York State Railways on a contract basis with 
the city of Rochester. Trackless trolleys were briefly operated in Rochester between 1923 and 
1932.  
 
The first streetcar lines were closed in 1929, including the Exchange, Plymouth, Emerson, 
and Driving Park routes. Service on the Rochester and Sodus Bay interurban to Sodus Bay 
was also abandoned the same year, local service to Glen Haven ended in 1933. The 
Rochester and Eastern Rapid Railway shut down its interurban line to Geneva in 1930, the 
same day local service ended in Canandaigua. The largest streetcar line conversion came in 
August 1936, when eleven routes (Durand-Eastman Park, Allen, Jefferson, South Clinton, 
Webster, Clifford, Central Park, Goodman North, Sea Breeze, Hudson, and Joseph) were 
closed. The following year the Park, West, and University lines were closed. The Rochester 
Lines were reorganized as Rochester Transit Corporation on August 2, 1938, to operate the 
remaining bus and streetcar transit lines. Streetcar operation ended in 1941, and the 
Rochester Subway shut down in 1956. All transit franchises succeeded by Rochester Transit 
Corporation in 1938 were later transferred to Rochester-Genesee Regional Transportation 
Authority in 1969. 
 
Rochester Railway Company 
 
Syracuse Lines 
 
New York State Railways - A cool ride in June 1923 
The Syracuse Lines consisted mainly of the city and suburban operations serving Syracuse. 
Several smaller streetcar and interurban lines serving the city and suburbs of Syracuse were 
consolidated into the Syracuse Rapid Transit Railway on May 21, 1896. Additional lines were 
acquired and extended throughout the 1890s. The Syracuse Rapid Transit Railway was 
merged with New York State Railways in 1912. At its peak, the Syracuse Lines operated more 
than 200 cars on 100 miles of track over 27 routes. The first streetcar line closure was the 
Green Street route in September 1927, with no replacement bus service. On May 31, 1930, 
the Valley via Elmwood and Valley via Salina routes were closed and not replaced with buses. 
The Burnet line was converted to bus operation On January 22, 1933. The West Genesee and 
West Solvay lines were closed on June 30, 1933. Additional closures followed on October 31 
when the Dudley, Oak, and Park lines were shut down. The Liverpool line succumbed on the 
last day of 1933. The Oakwood and Summit lines were closed on May 27, 1935, and the 
Solvay line was the only closure in 1936. The Elmwood, East Syracuse, and Midler lines were 
shut down on September 15, 1937, with the Minoa route following on October 11. The Court 
and Midland lines closed on July 31, 1938. The final route closure under New York State 
Railways would be the University Line on September 30, 1939. The former Syracuse Lines 
were reorganized as the privately owned Syracuse Transit Corporation on November 22, 
1939. All remaining streetcar lines were converted to bus by 1941. In 1972, all transit 
franchises were succeeded by the Central New York Regional Transportation Authority. 
 
Syracuse Rapid Transit Railway 
 
Oneida Lines 
 
The Oneida Lines consisted of the city streetcar lines, the Oneida Railway interurban line 
between Syracuse and Utica (known as the "Third Rail Line"), and the Sherrill-Kenwood 
shuttle. The earliest portion of the Oneida Lines was incorporated in 1885 as the Oneida 
Railway Company of Oneida, New York (later simplified to Onedia Railway Company in 1903). 
Opened on July 4, 1885, as a horsecar transit operation, the line stretched 1.5 miles along 
Main Street from the New York Central Railroad station to the West Shore Railroad station at 
Oneida Castle. The horsecar operation ended on July 30, 1902, and the railway was shut 
down while the system was electrified and expanded. When it reopened on December 14, the 
operation was now 4.4 miles and included an extension to Wampsville. 
 
In 1905, the Onedia Railway leased a section of the West Shore Railroad from the New York 
Central Railroad for the purpose of electrifying the line for interurban service between 
Syracuse and Utica. A connection with the Utica street railways was made at Genesee Street, 
and with the Syracuse street railways near Burnet Avenue. Service began on June 16, 1907. 
Cars were powered by a third rail, except when running on the street railways of Syracuse, 
Oneida, or Utica, where the overhead trolley wire was used instead. 
 
A 1.5 mile spur was constructed from the Onedia Railway station at Sherrill to Kenwood in 
1909, and operated as a single-car shuttle meeting all interurbran trains. In 1911, an 
extension of the city streetcar was built to serve the New York, Ontario and Western Railway 
station at Oneida. In 1912, the Oneida operations were acquired by New York State Railways. 
 
Declining ridership through the 1920s forced the Sherrill-Kenwood shuttle to suspend 
operations on August 29, 1927. The shuttle was formally abandoned nearly a year later on 
July 31, 1928. Ridership on the Onedia Railway declined through the 1920s and the company 
entered receivership. The last day of service was December 31, 1930. The electrification was 
removed and control of the line reverted to the West Shore Railroad. Local service on the 
Oneida street railway ended the same day. There was no immediate successor to the transit 
franchises of the Onedia Lines once all streetcar and interurban railway operations ceased at 
the end of 1930. The Central New York Regional Transportation Authority is now responsible 
for bus transportation in the region formerly served by the Oneida Lines. 
 
See also: Oneida Railway 
 
Utica Lines 
 
The Utica Lines of New York State Railways was composed mainly of the city and suburban 
lines serving both Utica and Rome. The various streetcar lines serving Utica were 
consolidated into the Utica and Mohawk Valley Railway in 1901. The Mohawk Valley Line was 
an interurban connecting Rome, Utica, and Little Falls, constructed between 1902 and 1903. 
This became the busiest route, with half-hourly service on its double-track main line. The 
Rome City Street Railroad was merged into the Uitca and Mohawk Valley Railway in 1907. 
The U&MV was merged into New York State Railways in 1912. The first lines to be closed 
were the Auburn Avenue and Oneida Street routes in 1925. That same year an amusement 
park was built near the main carban and shops called Forest Park, which was an immediate 
success, yet first to feel the effects of the Great Depression, which forced it to close in 1929. 
The South Woods shuttle also ended service in 1929. The Mohawk Valley Line began to show 
significant losses starting in 1926, and shut down on June 30, 1933. The steel interurban cars 
that served on the Mohawk Valley Line were purchased new in 1916, and were the newest 
equipment on the entire New York State Railways system. The cars were transferred to 
Rochester Lines in 1936 to upgrade the Rochester Subway, and entered service in 1938 
under new operator Rochester Transit Corporation. 
 
The Rome city lines were never successful, and the first service suspensions came to the 
James Street line in 1927 and the Madison Street line in 1928. All streetcar service came in 
Rome to an end on December 7, 1930. In 1931, the North Utica line was closed, and the 
Eagle Street (6) line followed in 1932. The Lenox (15), Lincoln (10), and Blandina (9) routes 
closed in 1933, with South Street and Mohawk street following the year after. In 1934 the 
South Street and Mohawk Street lines were closed, the same year New York State Railways 
emerged from receivership. The James Street and Clinton lines were shut down in 1936, 
while the Whitesboro (11) and New York Mills (12) lines were closed in the summer of 1938. 
The Capron (5) line hung on until April 8, 1941. The last day for streetcar operation in Utica 
was May 12, 1941, when the New Hartford and Forest Park (16) lines closed. The mayor of 
Utica was at the controls of Car 310, the last car to roll into the Forest Park carbarn. 
 
The transit franchises formerly operated by the streetcars were continued by the Copper City 
Bus Line and the Rome City Bus Line. It wasn't until 1948 that many parts of the former Utica 
Lines were reorganized as the Utica Transit Corporation. The city-owned Utica Transit 
Commission took over operations in 1965, which was succeeded by the Utica Transit 
Authority in 1974. In 2005, the transit operations transferred to the Central New York Regional 
Transportation Authority and it subsidiaries Centro Rome and Centro Utica. 
 
 
Ridership across the system dropped through the 1920s as operating costs continued to rise, 
coupled with competition from better highways and private automobile use. New York Central 
sold New York State Railways in 1928 to a consortium led by investor E. L. Phillips, who was 
looking to gain control of the upstate utilities. Phillips sold his stake to Associated Gas & 
Electric in 1929, and the new owners allowed the railway bonds to default. New York State 
Railways entered receivership on December 30, 1929. The company emerged from 
receivership in 1934, and local operations were sold off to new private operators between 
1938 and 1948. 
 
 
 

New York, Chicago & St. Louis Railroad (Buffalo, NY ) 2,178 In 1880 a survey was made from St. Louis to Fort Wayne, Indiana, to connect with the Lake 
Erie & Western Railroad. The survey was purchased by a group of men known as the Seney 
Syndicate and two additional surveys were made. One from Chicago to Fort Wayne, the other 
from Fort Wayne to Cleveland, which was originally intended as the eastern terminus of the 
New York, Chicago & St. Louis, which adopted the nickname Nickel Plate Road. 
 
Early in April 1881, Major Henry L. Merill, an experienced railroad builder, assumed charge of 
construction. The first rails for the NPR were laid between Arcadia and McComb, Ohio, and 
the first train was run over the road 22 October 1882. The Lake Shore & Michigan Southern, 
later a part of the New York Central System, quickly realized the value of the NPR as a 
competitor and purchased the road and held controlling interest in it until July 1916. By June 
1922 the NPR operated 523 miles of track between Chicago and Buffalo. 
In July 1922 the NPR more than doubled the miles of track it operated on. By securing control 
of the Lake Erie & Western Railroad Company 707 miles of track were added, reaching from 
Sandusky, Ohio to Peoria, Illinois, with two branches in Indiana. Another 453 miles were 
added when an affiliation with the Cloverleaf, the Toledo, St. Louis & Western railroad, was 
started. 
 
The Lake Erie & Western's mainline started in Ohio with the Fremont & Indiana Railroad 
Company in April 1853. The F&I was incorporated to build a line from Fremont southwest 
towards the Indiana State line. As years passed more track was laid and the line was 
completed in 1888. 
 
Crossing the LE&W at Tipton, Indiana was a line that extended from Indianapolis to Michigan 
City, Indiana. This line became part of the LE&W in April 1887. Built by the Peru & 
Indianapolis this was the oldest track on the Nickel Plate System. Another LE&W line 
extended from Fort Wayne, through Muncie to Connersville. The line at New Castle that split 
off to Rushville was acquired by the LE&W in 1890. 
 
In 1949, the Nickel Plate Road leased the Wheeling & Lake Erie Railway, which it had 
controlled for a number of years. The line gave the NPR a financially stable railroad that was a 
consistent money maker. 
 
In the late fifties NPR found itself in a precarious competitive position. The potential merger of 
the New York Central and the Pennsylvania forecasted competitive and financial disaster for 
the NPR. The Nickel Plate needed to find a powerful ally to assure itself a strong position in 
the merger conscious east. The Norfolk & Western Railway, looking for a way to extend its 
coal carrying to the Midwest, became that ally. The merger of the Nickel Plate and the Norfolk 
&Western could be a benefit to both railroads and develop a strong Midwest to tidewater rail 
systems carrying a broad base of commodities. 
 
With the ultimate acquisition of the Pennsylvania’s Sandusky Line as the connection between 
the Nickel Plate and the Norfolk & Western, the Akron, Canton & Youngstown and the 
Pittsburgh & West Virginia railroads were forced to ask for inclusion in the new system. After 
more than four years of hearings and planning, the merger became a reality on 16 October 
1964. 
 
From: Indiana Historical Society Nickel Plate Collection https://indianahistory.org/wp-content/
uploads/nickel-plate-railroad-collection-1934-1949.pdfsourced from the Nickel Plate Road 
Historical & Technical Society, 2005 [cited 21 January 2005]. Available from World Wide Web: 
(http://www.nkphts.org/) 
 
-----------------------------------------------------------------------------------------------------------------------------
------------------------------------------------- 
The Nickel Plate Road, which was created in 1881, to construct a line from Buffalo to Chicago 
by way of Cleveland and Ft. Wayne, with a branch to St. Louis. The route to Chicago virtually 
paralleled the New York Central system which used its Lake Shore and Michigan Central 
subsidiaries to reach Chicago. By connection with the Erie, Nickel Plate could gain access to 
NYC giving it potential to bleed traffic by undercutting rates in this pre-ICC railroad era. (Ref 3) 
 
The New York, Chicago and St. Louis Railway Company, was incorporated on April 8, 1881 
resulting from the merger of:  (1) The Buffalo, Cleveland & Chicago Railway Company of New 
York, whose articles of association were filed January 15, 1881 ;  (2)  the Buffalo, Cleveland & 
Chicago Railway Company of Pennsylvania, whose articles of association were filed January 
15, 1881  (3) the New York & Chicago Railway Company of Ohio, whose articles of 
incorporation were filed about March 15, 1881;   (4) the New York & Chicago Railway 
Company of Indiana, whose articles of incorporation were filed, March 4, 1881;  (5)  the New 
York & Chicago Railway Company of Illinois, whose articles of organization were filed, March 
23, 1881.  The New York, Chicago and St. Louis Railway Company became bankrupt 
because of foreclosure on its mortgages and was sold in May, 1887, companies incorporated 
under the laws of the five States named above, respectively, were bought from the purchasers 
the portions in their respective States.   The new companies, with the dates of their 
incorporations, were as follows:   (1) The New York, Chicago and St. Louis Railroad Company 
of New York, whose articles of association were filed June 22, 1887;  (2)  the Erie & State Line 
Railroad Company of Pennsylvania, whose articles of association were filed June 27, 1887;  
(3)  the Cleveland & State Line Railroad Company of Ohio, whose articles of incorporation 
were filed August 15, 1887;   (4) the Ft. Wayne & Illinois Railroad Company, whose certificate 
of incorporation were filed June 28, 1887;   (5) the Chicago & State Line Railroad Company, 
whose articles of incorporation were filed June 30, 1887.  The  Chicago & State Line Railroad 
was leased to the Ft. Wayne & Illinois Railroad Company, dated September 20, 1887; the 
lease was considered a merger into the Ft. Wayne & Illinois Railroad.   The individual 
companies listed above were then merged to form the New York, Chicago and St. Louis 
Railroad Company on September 27, 1887.     
 
The Lake Shore & Michigan Southern acquired the NYC&StL in the late 1880's, and the 
operated the line as part of the New York Central & Hudson River Railroad system until July 
1916, when control was acquired by the Van Sweringen Syndicate;  following the collapse of 
the Van Sweringen Syndicate the stock of this company was held by the Alleghany 
Corporation and the Virginia Transportation Corp, a wholly-owned subsidiary of the 
Chesapeake & Ohio Railway; the Cheaspeake & Ohio Railway, by authority granted by ICC 
December 29, 1937 gained stock control, which was maintained control until 1947.      
 
On June 18, 1923, the ICC approved the merger of: New York, Chicago & St. Louis Railroad, 
the Chicago & State Line Railroad, the Fort Wayne, Cincinnati & Louisville Railroad, the Lake 
Erie & Western Railroad, and the Toledo, St. Louis & Western Railroad.   At December 31, 
1939, this Company held stock of the following: Wheeling & Lake Erie Railway, Nickel Plate 
Development Company, Detroit & Toledo Shore Line Railroad (jointly with Grand Trunk 
Western Railway), Cleveland Union Terminal Company, Fort Wayne Union Railway, Peoria & 
Pekin Union Railway, Toledo Terminal Railroad, Northern Ohio Food Terminal Inc.   Pere 
Marquette Railroad was a wholly-owned subsidiary of this Company. Leased the Northern 
Ohio Food Terminal Inc. for 99 years from October, 1929. On November 6, 1929, the ICC 
approved the purchase of shares of stock of the Wheeling & Lake Erie Railway. Purchased 
80% of Wheeling & Lake Erie Railroad 1946-47. Leased Wheeling & Lake Erie Railroad Dec 
1, 1949.  In October, 1964, the Norfolk & Western acquired and merged the New York, 
Chicago & St. Louis (Nickel Plate), the Wabash Railway, the Akron, Canton & Youngstown, 
the Pittsburgh & West Virginia, and the Wheeling & Lake Erie (the W&LE had been leased to 
the NKP since 1949). The merger was designed to provide increased economies of scale and 
to diversify the N&W away from its heavy dependence on coal revenues.   

New York, Lake Erie & Western Railroad (Jersey City, NJ ) 801 The Erie began life in 1832 as the New York & Erie, having been built as a broad gauge (6 
foot guage) line. After several bankruptcies and reorganizations, the Erie Railroad began life 
in 1878 as a broad gauge line. Conversion to standard gauge began the same year, but was 
not completed until 1885.

New York, New Haven & Hartford Railroad (Boston, MA ) 2,234 For almost one hundred years the New York, New Haven, and Hartford Railroad, better known 
as the New Haven Railroad, was the primary means of passenger and freight transportation in 
southern New England, over its 225 mile line between New York and Boston, Approximately 
one hundred small independent railroads were built in southern New England between 1826 
and the 1880s and became part of the New Haven system; In 1890, company revenue 
exceeded $100,000,000 per year, and the railroad served twelve million passengers annually-
more passengers than any other line in U.S. history. 

New York, Ontario & Western Railway (Cornwall, NY ) 568 The NYO&W's route ran from New York City north on NYC trackagage rights through 
Weehawken, NJ to Cornwall, NY, where the NYO&W's own rails began. The company was an 
important coal carrier in the early years.  In 1899, the New York, Ontario & Western 
announced it had acquired a large coal property and collieries near Scranton*. In 1900, a 
related company, the Elk Hill Coal & Iron Co. acquired a number of additional collieries near 
Scranton. The railroad's earnings more than doubled during the first 10 years following the 
opening of the Scranton line. [1] (*Scranton access was provided by the Ontario, Carbondale 
& Scranton Railroad, which was leased by the New York, Ontario & Western)

New York, Susquehanna & Western Railroad (Jersey City 
(Susquehanna Transfer, NJ )

580 The New Jersey Midland was planned to provide a link with the New York & Oswego Midland, 
a predecessor of the New York, Ontario & Western. The planned joint route would connect 
New York City (via ferry connection) and Oswego, NY.  The initial route of the NJM ran from 
Jersey City to Unionville, NJ at the New York/New Jersey state line. The Middletown, 
Unionville & Water Gap Railroad was then leased to connect the New Jersey Midland and the 
New York & Oswesgo Midland at Middletown, NY.  Eventually, the expected prosperity of 
Oswego port city, as an alternative to Buffalo, never materialized, and both the New York & 
Oswego Midland, and the New Jersey Midland collapsed in the financial panic of 1873.  
 
Following the reorganization, the New Jersey Midland separated its interests with the NY&OM 
and became the New York, Susquehanna & Western.   
 
The Wilkes Barre & Eastern and the Susequehanna Connecting Railroads were constructed 
by the New York, Susquehanna & Western in 1892 in order to reach the anthracite coal 
deposits in the Wyoming Valley of Pennsylvania. The new line proved to be immensely 
profitable, and in 1898, J. P. Morgan acquired control of the NYS&W, and leased it to the Erie 
Railroad, which he also controlled. The NYS&W and the WB&E were part of the Erie until they 
bankrupted in 1937.   
 
During the fist decade of the 20th Century, the railroad's principal lines ran 101 miles from 
Jersey City, NJ to Gravel Place, PA (10 miles northeast of Stroudsburg, PA, and 65 miles from 
from Stroudsburg to Wilkes-Barre, where it connected with the Wilkes-Barre & Eastern), with 
53 additional miles of branch line. The railroad operated a total of 236 miles of track in 1912.  
During the reorganization, the Wilkes Barre & Eastern was abandoned and in 1940 the Erie 
lost control of the NYS&W.  Changing economic conditions resulted in the bankruptcy of the 
NYSS&W in 1976, and sale of the company to the Delaware Otsego Corporation in August 
1980. At the time of the reorganization, the NYS&W was operating 41 miles of mainline from 
Little Ferry to Butler, and the Passaic and Lodi Branches.  
 
The system was expanded by the acquisition of   
 
(1) In 1982, the former Lehigh & Hudson River Railroad line from Franklin to the State line 
was purchased from Conrail.  This became the northern section of Hudson Branch.   
 
(2) The southern portion of the Hudson Branch from Sparta Junction to Franklin was 
purchased by Sussex County, and leased to the NYS&W.   
 
(3) In 1986,  the remainig portion of the NYS&W mainline between Sparta Junction and Butler 
was placed in service.  The railroad now provides service from Little Ferry, NJ to Binghamton, 
NY over its own lines. 
 
The New York, Susquehanna and Western Railroad (NYS&W) is a regional carrier with over 
400 miles (640 km) of track in New York, New Jersey and Pennsylvania. The company started 
service in the Syracuse Metropolitan Area in the early 1980s. The former Delaware, 
Lackawanna and Western Railroad line from Syracuse to Binghamton was proposed for 
abandonment by Conrail and subsequently taken over by the NYS&W in 1982. 
 
Conrail maintained the portion of the line from Jamesville to Syracuse and interchange of 
freight traffic with the NYS&W took place at Jamesville. In 1993, the Jamesville Secondary 
Track, which was the 9 miles (14 km) segment from Jamesville to a connection with the 
Conrail main line in Syracuse, was put up for sale. As part of an effort to begin a passenger 
shuttle service, Conrail agreed to convey the property to the County Industrial Agency (IDA), 
which leased it to the Syracuse, Binghamton and New York Railway (SB&NY), a subsidiary of 
Delaware Otesgo, the parent company of NYS&W. 
 
The railroad also had track rights over the Norfolk Southern (NS) to Buffalo, New York. The 
range of commodities in transport included feed ingredients, lumber and other building 
materials, chemicals and aggregates for customers in New York State. 
 
The Syracuse Main Line runs 73.4 miles (118.1 km) from Binghamton to Jamesville, where 
the freight line is the former Delaware, Lackawanna and Western Railroad Syracuse Branch 
which continued north to Oswego. South of the city, the line traverses Jamesville, Tully, 
Cortland and Binghamton. 

New Zealand Government Railways (New Zealand) 3,531 The New Zealand Railways Department, NZR or NZGR (New Zealand Government Railways) 
and often known as the "Railways", was a government department charged with owning and 
maintaining New Zealand's railway infrastructure and operating the railway system. The 
Department was created in 1880 and was corporatised on 1 April 1982 into the New Zealand 
Railways Corporation. Originally, railway construction and operation took place under the 
auspices of the former provincial governments and some private railways, before all of the 
provincial operations came under the central Public Works Department. The role of operating 
the rail network was subsequently separated from that of the network's construction. From 
1895 to 1993 there was a responsible Minister, the Minister of Railways. He was often also 
the Minister of Public Works. 
 
 
Originally, New Zealand's railways were constructed by provincial governments and private 
firms. The largest provincial operation was the Canterbury Provincial Railways, which opened 
the first public railway at Ferrymead on 1 December 1863. Following the abolition of the 
provinces in 1877, the Public Works Department took over the various provincial railways. 
However, since the Public Works Department was charged with constructing new railway lines 
(among other public works) the day to day railway operations were transferred into a new 
government department on the recommendation of a parliamentary select committee.  At the 
time 1,136 miles (1,828 km) of railway lines were open for traffic, 339 miles (546 km) in the 
North Island and 797 miles (1,283 km) in the South Island, mainly consisting of the 390 miles 
(630 km) Main South Line from the port of Lyttelton to Bluff. 
 
See Wikipedia for more detailed history

New Zealand Railways Corporation (New Zealand) 3,531 New Zealand Railways Corporation (NZRC) is the state-owned enterprise that owns the land 
beneath KiwiRail's railway network on behalf of the Crown. The Corporation has existed under 
a number of guises since 1982, when the old New Zealand Railways Department was 
corporatised following deregulation of the land transport sector. In 1986, the Corporation 
became a State-owned enterprise, required to make a profit. Huge job losses and cut backs 
ensued, and the rail network, rail operations and ferry service of the Corporation were 
transferred to New Zealand Rail Limited in 1991. The Corporation retained ownership of the 
land beneath the railway network, and charged a nominal rental to New Zealand Rail, which 
was privatised in 1993, and renamed Tranz Rail in 1995. In 2004, following a deal with Tranz 
Rail's new owners Toll NZ, the Corporation took over responsibility for maintaining and 
upgrading the rail network once more, trading under the name ONTRACK. However 
negotiations with Toll over track access charges concluded after four years with no agreement 
reached, so the government purchased the entire rail and ferry operations, naming the service 
KiwiRail. KiwiRail was initially a subsidiary of the Corporation, until 31 December 2012 when 
the Corporation once again became the land owner. 
 
See Wikipedia for further inforamtion

Newark & Granville Street Railway (Newark, OH ) 7 The Newark and Granville Street Railway was one of the first interurban lines put into 
operation in the United States, It began service in December 1889.Newark Car Works, Carter Brothers (San Francisco, CA )

Newfoundland Government Railway (NL Canada) 700 Operated a 700 mile 42 Inch narrow gauge line on Newfoundland Island. Construction was 
begun in August 1881 and was completed in 1898. Company was taken over by the colonial 
government in 1923 because of operating deficits, and acquired by CN in 1949. Regular train 
operations ended on September 30, 1988.

Newfoundland Northern & Western Railway (Halls Bay, NL Canada) 250 The Newfoundland Northern & Western was built as an extension of the Newfoundland 
Railway, which had been organized to build from St. John's to Halls Bay.Newfoundland Railway (St. John's, NL Canada) 906 The Newfoundland Railway was essential to the economic development of Newfoundland. 
Prior to the railway, there was an almost complete lack of modern transport in NF, other than 
crude roads and horse and wagon. Many of the island's largest communities developed along 
the main line, largely because of their location and the economic advantage of rail transport. 
The railway operated from 1898 to 1988 when all rail operations ceased and most track was 
taken up. With a total track length of 906 miles (1,458 km), it was the longest 3 ft 6 in 
(1,067 mm) narrow-gauge railway system in North America. 

Newton & Northwestern Railroad (Newton, IA ) 106 In 1902, the Newton & Northwestern began construction of the original line from Fraser to 
Newton, IA, and from Gowrie to Rockwell City. Operations began on the new line on January 
3, 1904.  
-----------------------------------------------------------------------------------------------------------------------------
------------------------------------------------ 
[In 1902] a new company was formed, the Newton & Northwestern, . . .with [Hamilton] Browne 
as chief executive. The N&NW, to quote Poor’s Manual of Railroads for 1903 owned “two 
large bituminous coal properties, which have been profitable producers for years . . . The 
output from the mines at present is about 400 tons per day, but this will be increased upwards 
of 1,500 tons per day during the current year. . . “  
 
Extensions of the road were pushed from Fraser to Newton on the east and from Gowrie to 
Rockwell City on the west. The biggest engineering feat, however, was bridging a tributary of 
the Des Moines River east of Fraser. To span this valley a lofty wooden trestle 156 ft high and 
784 ft long was erected. Over a million board feet of lumber went into this bridge. This bridge 
is know as the High Bridge and is still in service today on the Boone & Scenic Valley Railroad. 
The entire line from Newton to Rockwell City was completed in 1904. 
 
One of the new towns along the line, Napier, took the maiden name of Hamilton Browne’s 
wife, Mary L. Napier. In 1905, Browne was replaced as chief executive by Homer Loring from 
Boston, representing a group from that city that had purchased control of the railroad. Among 
the new directors was Henery W. Poor, a well know private banker who, with his father Henery 
V. Poor, inaugurated Poor’s Manual of Railroads. A branch was built from Goddard to Colfax 
in 1905 to serve the coal mines located there. The Newton & Northwestern was now a line 
over 100 miles long. But it went from the small community of Newton with a small farm 
implement manufacturer called Maytag on the east to Rockwell City, a smaller town on the 
west. (Ref 3)

Niagara Falls Suspension Bridge (Niagara Falls, ON Canada) The Niagara Falls Suspension Bridge was the first successful railway suspension bridge. The 
bridge was designed by John A. Roebling who constructed the suspension cables using a 
proprietary wire rope that he had designed. Roebling was recognized as a world wide 
engineer following the success of the Niagara Suspension Bridge.

Niagara, St. Catharines & Toronto Railway (St. Catherines, ON 
Canada)

50 The railroad and predecessors include the first electric railway in Canada to have operated 
without interruption, and the last interurban rail passenger service.Niles Car & Manufacturing Company (Niles, OH ) Entering an already crowded and established industry, the Niles Car & Manufacturing 
Company in Ohio began business with surprising success, producing well over 1,000 electric 
and steam railway cars"cars so durable they rarely needed to be replaced. That durability 
essentially put the company out of business, and it vanished from the scene as quickly as it 
had appeared, leaving little behind except its sturdy railway cars. The story of this highly 
regarded company spans just 16 years, from Niles’s incorporation in 1901 to the 
abandonment of railway car production and sale of the property to a firm that would briefly 
build engine parts during World War I.  --------- From Wikipedia  Niles specialized in building 
wooden-bodied cars in the heyday of interurban building. Its cars had a reputation of being 
well-built and stylish; Niles advertising called them "The Electric Pullmans."  The Niles Car 
and Manufacturing Company was a United States manufacturer of railroad equipment, 
including many streetcar and interurban cars. It was founded in 1901 in Niles, Ohio, and 
ceased producing railroad cars in 1917; the plant and equipment were purchased by the 
Engel Aircraft Company to produce aircraft parts for the United States Army Signal Corps. The 
company also produced equipment for the trucking industry, an industry reference citing 2 
models of 1 and 2 tons respectively, costing $1500 to $2400, utilizing a worm drive and 
custom bodies to suit.  Niles' clients included the:  • Aurora Elgin and Chicago Railroad (later 
the Chicago Aurora and Elgin Railroad); including the oldest operating interurban in the US 
(#20)  • Bamberger Electric Railroad  • Buffalo, Lockport and Rochester Railway  • Fort 
Dodge, Des Moines and Southern Railway  • Northern Electric Railway (later part of the 
Sacramento Northern Railway)  • The Milwaukee Electric Railway and Light Company  • 
Northern Ohio Traction & Light  • Pacific Northwest Traction Company  • Rock Island Southern 
Railway  • San Francisco, Napa and Calistoga Railway  • St. Paul Southern Railway  • Toledo, 
Port Clinton and Lakeside Railway  • Toronto Civic Railways (DE DT M - late TTC Class H, H1 
and H3 cars).  • Washington, Baltimore and Annapolis Electric Railway  • Yakima Valley 
Transportation Company  • Youngstown and Ohio River Railroad 

Nilgiri Mountain Railway (Mettupalayam, India) 29 7,225 8.0% The Railway is the only rack railway in India. This was one of the most difficult railway 
construction projects in India. Built in 1908 and still operating its original fleet of steam 
locomotives, this rack railway in Tamil Nadu is Asia's steepest and World Heritage listed. It 
runs from Mettupalayam to former colonial hill station Ootacamund. The train journey is one of 
the world's most dramatic, packing in 16 tunnels, 250 bridges and 208 bends and taking 
nearly five hours (on the uphill journey) to travel just 46 kilometres. [5]

Ninth Avenue Elevated (New York, NY ) The 9th Avenue El opened its doors on April 20th, 1871 as the first-ever elevated railway in 
New York City.Nordland Railway (Trondheim, Norway) 452 The highly scenic Nordland Line railway line runs between Trondheim and Bodø, Norway. It is 
the longest in Norway.Norfolk & Petersburg Railroad (Norfolk, VA ) 81 The Norfolk & Petersburg Railroad became part of the Norfolk & Western Railway mainline 
from Norfolk to Bristol, TN. It was the first railroad to serve Norfolk, VA.Norfolk & Western Railway (Norfolk, VA ) 7,000 The Norfolk & Western Railway and the Chesapeake & Ohio Railways were the largest coal 
hauling railways in the country, prior to the opening of the Powder River Basin in Wyoming. 
The Norfolk & Western Railway was formed at a time when the development of coal fields in 
western Virginia and West Virginia had become important. The availability of large coal 
deposits led the managers of the Norfolk & Western to design their new railroad as a coal-
focused enterprise. Since its inception, the  railroad has acquired more than 200 other 
railroads. 

Norfolk County Railroad (Dedham, MA ) 26 The Norfolk County Railroad was one of the first ventures linking the suburbs west of Boston 
by rail. The project began in 1835 when the Boston and Providence Railroad built a branch 
line connecting Dedham to Readville (Hyde Park), which enabled connection with the main 
rail line from Boston to Providence. In 1846 the Walpole Railroad was charted to build a 
railroad from Dedham to Walpole, a distance of seven miles further extending the RR lines 
westward. In 1847 the Norfolk County Railroad was charted to continue this line on to 
Blackstone, MA - 26 miles of track - passing through the towns of Norfolk, Franklin, 
Bellingham and intersecting with the Providence and Worcester Railroad in in the town of 
Blackstone - 26 miles distant from Dedham - bringing Norfolk into the age of the Iron Horse 
with stops at Highland Lake, North Wrentham (Norfolk Center) and City Mills. A few months 
later the Walpole RR and Norfolk County RR companies merged under the name of the 
Norfolk County Railroad. The existence of quick freight service tended to prompt a burst of 
industrial development in towns with access to the rail lines and likewise could put at a 
disadvantage and further isolate those without. 

Norfolk Southern Corporation (Atlanta, GA ) 21,759 CSX and Norfolk Southern (NSX) operate the former Conrail assets. The two railroads are 
currently the largest railroads operating in the eastern U.S.Norfolk Southern Railroad (Norfolk, VA ) 864 Operates under 91 year lease the Atlantic & North Carolina Railroad from September 1, 1904 
until Jan 1, 1996. Acquired in November, 1911: Aberdeen & Ashboro Railroad, Durham & 
Charlotte Railroad, Raleigh & Southport Railroad. Consolidated Raleigh, Charlotte & Southern 
Railroad Jan 1, 1914. Controls by ownership of their entire capital stock: Kinston Carolina 
Railroad, Carolina Railroad. Leased Durham & South Carolina Railroad for 99 years from May 
27, 1920. 

Norfolk Southern Railway (Norfolk, VA ) 21,457 CSX and Norfolk Southern (NSX) operate the former Conrail assets. The two railroads are 
currently the largest railroads operating in the eastern U.S.Norfolk Southern Railway (Norfolk, VA ) 933

Norris Locomotive Works (Philadelphia, PA )  The Norris Locomotive Works was a steam locomotive manufacturing company based in 
Philadelphia, Pennsylvania, that produced about a thousand engines between 1836 and 
1860. It was the dominant American locomotive producer during most of that period, and was 
even selling its popular 4-2-0 locomotives to European railways. [1] Although its main factory 
was located in Philadelphia, it produced at least one locomotive in Schenectady, NY in 1849. 
[8]

North American Car Corp (Chicago, IL ) Reporting Marks used by the company included: NATX, NADX, NAHX, AESX, HERX, HYGX  
National Car Company was founded by the Fruit Growers Express Company, as a subsidiary 
of Fruit Growers,  to provide refrigerated rail transportation service for meat products. Its first 
customers included Kahns, Oscar Mayer, and Rath.  Filed for bankruptcy December 6, 1984, 
and purchased by General Electric Credit Corporation

North American Coal (Powhatan Point, OH ) In 1961, the company was the ninth-largest coal producer in the United States, with annual 
sales of over 6 million tons. (Ref 2)North American Railnet, Inc. (Bedford, TX ) 1,500 RailNet owned a group of shortline railroads, including the   Alberta RailNet (1999) - sold in 
2005 to Savage Companies Camas Praire RailNet (1998) - solid in 2004 to Watco Georgia & 
Florida RailNet (1999) - sold in 2005 to OmniTrax Illinois RailNet (1997) sold in 2005 to 
OmniTrax Mississippi & Tennessee RailNet (1998) Sold in 2003 to Ironhorse Resources 
Nebraska, Kansas & Colorado RailNet (1996) Sold in 2005 to OmniTrax  The Nebraska, 
Kansas & Colorado (NKCR), Illinois RailNet (IR), and Georgia & Florida RailNet (G&FR) were 
sold to OmniTRAX on May 2, 2005.   Patrick D. Broe (Mr. Broe) and BNS Holdings, Inc. (BNS 
Holdings),acquired control of the Nebraska, Kansas & Colorado RailNet, Inc. (NKCR), Illinois 
RailNet, Inc. (IR), and Georgia & Florida RailNet, Inc. (G&FR) on May 2, 2005. Mr. Broe 
directly controls BNS Holdings, a noncarrier company that currently controls RN Rail 
Holdings, Inc. North America RailNet, Inc. is a noncarrier holding company that controlled rail 
carriers NKCR, IR and G&FR. RN Rail was merged into NA RailNet whereupon RN Rail 
ceased to exist and NA RailNet was the surviving subsidiary of BNS Holdings. After the 
transaction was consummated, Mr. Broe and BNS Holdings will indirectly control NKCR, IR 
and G&FR via NA RailNet.  

North American Refining Co.)
North British Locomotive Company (Glasgow, Scotland) The North British Locomotive Company was the largest locomotive manufacturing company in 

Europe and the British Empire. It constructed steam, diesel and electric locomotives.North British Railway (Edinburgh, Scotland) 2,739 The North British Railway was the largest railway company in Scotland, and the fifth largest in 
the United Kingdom in 1923.North Carolina Railroad  (Goldsboro, NC ) 317 The North Carolina Railroad was the largest business corporation in North Carolina, and the 
longest railroad in the state when completed in 1856.  It ran from Goldsboro to Raleigh, 
Greensboro, Salisbury, and Charlotte. [6]

North East & South West Alabama Railroad (Meridian, MS ) 27 The North-East and South-West Rail Road Company was chartered to connect the Mobile & 
Ohio Railroad with Knoxville, Tennessee through Alabama's mineral district.North Eastern Railway (London, England) 4,990 The NER's main line formed the middle link on the Anglo-Scottish "East Coast Mainline" 
between London and Edinburgh. It merged with the first railway in England: the Stockton & 
Darlington and serves one of the most congested areas of England.[2]

North Louisiana & Arkansas Railroad (McGeehee, AR ) 62 The railroad owns 21 miles of this line, and leases another 41 miles from the Lake Providence 
Port Authority Commission and Southeast Arkansas Economic Development District.North Shore Power, Railway & Navigation Company (Clarke City, QC 

Canada)
8 The pulp mill was the second largest in Canada when built.

North Shore Railroad (Sausalito, CA ) 65 First long electrically powered railroad; The North Pacific Coast, a predecessor of the 
Northwestern Pacific, was one of the first railroads in the country to complete a "long 
distance:" (16 miles+) electrically powered railroad. The North Shore Railroad operated an 
electrically powered commuter train operation from Sausalito to San Rafael, and a 
conventional steam line on the northern portion of its line. The electric division began 
operation August, 1903. See Archive reference for additional information. Pacific Gas & 
Electric helped to provide the power by building a 150 mile power line. [1]

North Western Railway (Pakistan) 6,995 4.0% North Western Railway (NWR) was a railway company in India during British rule. It was 
established in January 1886 under the name of "North Western State Railway" by merging the 
Scinde Railway, Punjab Railway, Delhi Railway, Punjab Northern State Railway, Indus Flotilla 
Company, Indus Valley State Railway, eastern section of Sind-Sagar Railway, southern 
section of Sind-Pishin Railway, and Kandhar State Railway. It was later renamed as "North 
Western Railway (NWR)". 
 
In 1947, at the time of partition, a major portion of North Western Railways 8,122 route 
kilometres (5,048 mi) was transferred to Pakistan. It was renamed "Pakistan Western 
Railway" in February 1961 and "Pakistan Railways" in May 1974. The remaining 3,133 route 
kilometres (1,947 mi) to transferred to Indian control as the Eastern Punjab Railway. 
 
Operated various gauges: 762-1000-1674 mm

North–South Railway (Hanoi, Vietnam) 1,072 The North–South Railway (Vietnamese: ???ng s?t B?c–Nam, French: Chemin de fer Nord-
Sud) is the principal railway line serving the country of Vietnam. It is a single-track metre 
gauge line connecting the capital Hanoi in the north to Ho Chi Minh City in the south, for a 
total length of 1,726 km (1,072 mi). Trains travelling this line are sometimes referred to as the 
Reunification Express (referring to the Reunification of Vietnam), although no particular train 
carries this name officially. The line was established during French colonial rule, and was 
completed over a period of nearly forty years, from 1899 to 1936. As of 2005, there were 278 
stations on the Vietnamese railway network,[3] of which 191 were located along the North–
South line. 
 
From World War II through to the Vietnam War, the entire North–South Railway sustained 
major damage from bombings and sabotage. Owing to this damage, and to a subsequent lack 
of capital investment and maintenance, much of the infrastructure along the North–South 
Railway remains outdated or in poor condition; in turn, lack of infrastructure development has 
been found to be a root cause for railway accidents along the line, including collisions at level 
crossings and derailments. Recent rehabilitation projects, supported by official development 
assistance, have improved the safety and efficiency of the line. As of 2007, 85% of the 
network's passenger volume and 60% of its cargo volume was transported along the line. The 
national railway company Vietnam Railways owns and operates the line. 
 
History 
 
In 1895, outgoing Governor-General of French Indochina Jean Marie de Lanessan, convinced 
of the necessity of building railways to connect the different parts of Indochina, urged his 
successors to give priority to the construction of a north–south railway connecting Hanoi and 
Saigon, calling it "the backbone of Indochina" from which all other routes would radiate. It was 
Paul Doumer, who was appointed as Governor-General in 1897, who put de Lanessan's call 
into action. Soon after his appointment, Doumer submitted an overarching proposal for railway 
development in Indochina, including plans for what would eventually become the Yunnan–
Vietnam Railway and the North–South Railway. The French government approved the 
construction of the entire Yunnan line and several sections of the North–South line, approving 
a loan of 200 million francs within the following year. Work began swiftly thereafter, with the 
Phu Lang Thuong—L?ng S?n line being upgraded and extended from Hanoi to the Chinese 
border at Dong Dang by 1902, and the first section of the Yunnan line between Hanoi and 
Haiphong opening in the same year. 
 
Construction of the first sections of the North–South Railway itself began in 1899, and lasted 
over thirty years, with individual sections completed serially. The first section to be laid down 
was the Hanoi–Vinh section, built from 1899 to 1905. Next to be built was the Nha Trang–
Saigon section from 1905 to 1913; the Saigon–Tan Linh portion was opened in 1908, followed 
by the Tan Linh–Nha Trang portion in 1913. During this time, tracks were also laid around the 
city of Hu?, leading south to Tourane, and north to ?ông Hà. The Hu?–Tourane section 
opened in 1906, and the Hu?–Dong Ha line opened in 1908. The Vinh-Hu? section was 
constructed from 1913 to 1927, and finally, the remaining Hu?–Nha Trang section was 
constructed from 1930 to 1936. On 2 October 1936, the entire 1,726 km (1,072 mi) Hanoi–
Saigon link was formally put into full operation. 
 
As elsewhere in the world, the railways were the sites of active union and labor organization. 
 
The first journeys from end to end of the newly completed line, dubbed the Transindochinois, 
generally took about 60 hours, or two days and three nights. This decreased to about 40 
hours by the late 1930s, with trains travelling at an average speed of 43 km/h (27 mph). Trains 
were generally pulled by French Pacific or Mikado locomotives, and included dining cars and 
sleeping cars (voitures-couchettes). 
 
Wartime 
 
After the Japanese invasion of French Indochina during World War II, Japanese forces used 
the Vietnamese railway system extensively, inviting sabotage by the Viet Minh as well as 
American bombing from the air. Following the exit of the Japanese at the end of the war, 
efforts were made to repair the seriously damaged North–South line. 
 
Shortly after World War II ended, however, the First Indochina War began, and the Viet Minh's 
sabotage of the rail system continued, this time against the armies of the French Union. In 
response, the French began using the armed armoured train La Rafale as both a cargo-carrier 
and a mobile surveillance unit. In February 1951 the first Rafale was in service on the Saigon-
Nha Trang section of the North–South line. Use of the Rafale failed to deter the Viet Minh 
guerrillas, however, who continued sabotaging the line, making off with its rails under cover of 
night and creating a 300 km rail network between Ninh Hoa and Da Nang, in a Viet Minh-
controlled area. In 1953, the guerrillas attacked La Rafale itself, mining and destroying stone 
bridges as they passed by.  In 1954, following the signature of Geneva Accords, Vietnam was 
temporarily divided into two parts: the communist North and anti-communist South. The 
North–South Railway was bisected accordingly at Hi?n L??ng Bridge, a bridge over the B?n 
H?i River in Qu?ng Tr? Province. 
 
Throughout the Vietnam War, the North–South Railway was a target of bombardments and 
sabotage by both North Vietnamese and South Vietnamese forces. The South, supported with 
the United States, reconstructed the track between Saigon and Hu? in the late 1950s, a 
distance of 1,041 km (647 mi). Nevertheless, a relentless campaign of intense bombing and 
sabotage by the Viet Cong and North Vietnamese regular units resulted in the South 
Vietnamese railway system being unable to carry significant tonnages. 795 attacks were 
launched between 1961 and 1964 alone, eventually forcing the South to abandon many large 
sections of the track. The U.S. Army operating in South Vietnam had considerable interest in 
the North–South line because of the potential it offered in the bulk movement of cargo at low 
rates. The system was used to support the Military Assistance Command, Vietnam, 
construction program and transported hundreds of thousands of tons of rock and gravel to air 
base and highway sites. 
 
In North Vietnam, American bombing of railways was concentrated on key targets such as 
railway bridges, both along the North–South Railway and along the lines north of Hanoi, such 
as the Hanoi–Lào Cai and Hanoi–Dong Dang lines. Operation Rolling Thunder was the first 
large-scale bombing campaign carried out by the U.S. Air Force, taking place from March 2, 
1965 until November 1, 1968, when US President Lyndon B. Johnson temporarily called off air 
raids. Large-scale air raids resumed from May 9 to October 23, 1972, for Operation 
Linebacker, and again from December 18–29, 1972, for Operation Linebacker II, with fewer 
target restrictions than Rolling Thunder. 
 
A particularly difficult target for the U.S. Air Force was the Thanh Hóa Bridge, a well-defended 
combined road/rail bridge in Thanh Hóa Province. One of the first attacks on the bridge took 
place on April 3–4, 1965. Despite dropping 239 tons of bombs on the bridge during the raid, 
the bridge remained serviceable; additionally, three American F-105 aircraft were shot down 
during the raid. The U.S. Navy also conducted Alpha strikes on the bridge. Several times, 
traffic over the bridge was interrupted, but every time, the North Vietnamese dutifully repaired 
the damage. The bridge was eventually destroyed by laser-guided smart bombs during 
separate raids on April 27 and May 13, 1972, as part of Operation Linebacker. 
 
After the Fall of Saigon on 30 April 1975, the Communist government of the newly unified 
Vietnam took control of the former South Vietnamese railway. Heavily damaged, the war-torn 
North–South Railway line was nevertheless restored and returned to service on 31 December 
1976, promoted as a symbol of Vietnamese unity. In the short time between the surrender of 
the South and the reopening of the line, 1334 bridges, 27 tunnels, 158 stations and 1370 
switches had been repaired. Other railway lines that once existed, such as the Da Lat–Thap 
Cham Railway, were dismantled during this period to provide materials for the repair of the 
main line. 

Northeast Illinois Regional Commuter Rail Corp (Chicago, IL ) 487 Northeast Illinois Regional Commuter Rail Corp operates 7 of Chicago's commuter rail lines. 
The other lines are operated under contract by Union Pacific (formerly Chicago & North 
Western: 3 lines) and BNSF (formerly Chicago, Burlington & Quincy)

Northern Central Railway (Baltimore, MD ) 449 The Northern Central provided an important rail link during the Civil War, and the Battle of 
Gettysburg. This line eventually became the mainline of the Pennsylvania Railroad between 
Harrisburg and Baltimore. The route extended from Baltimore to Canadaigua and Great 
Sodus Bay, New York, connecting with the PRR main line at Harrisburg, PA.    

Northern Electric Railway (Sacramento, CA ) 217 The Northern Electric Company, formed in 1905, was reorganized and merged with the 
Shasta Southern to become the Northern Electric Railway on December 2, 1907. The 
Northern Electric Railway entered receivership in October, 1914 and was then sold to the 
Sacramento Northern in 1918. In 1921, the Western Pacific gained control of the Sacramento 
Northern, and over time it merged much of the SN business where it could, and abandoning 
the rest. The Union Pacific acquired the SN when it acquired the Western Pacific in 1982.  
The main line ran from Red Bluff via Chico, Durham, Oroville, Yuba City, Marysville to 
Sacramento.  The line operated 217 miles of track from Chico to Sacramento, with branches 
from Oroville Junction and Chico to Hamilton, and street car tracks in Chico and in 
Sacramento. The line constructed trackage for the Sacramento Terminal Company, which it 
controlled, in 1909-1910, and acquired the Vallejo and Northern Railroad in December 1912. 
This latter company constructed only 1.8 miles of street trackage in Sacramento and a line 
between Suisun and Vacaville. The Northern Electric Railway Company entered receivership 
in October 1914. In 1918 it was sold at auction to the newly-formed Sacramento Northern 
Railroad Company. 
 
Subsidiaries: Sacramento & Woodland Railroad and Sacramento Terminal. 
Branch: Marysville & Colusa 
 
Connects Chico, Oroville, Colusa, Live Oak, Yuba City, Marysville, Sacramento and 
Woodland.

Northern Express Company) 6,240 Northern Express was incoprorated by the Northern Pacific to handle all of the Northern 
Pacific's express shipments. The 1907 route mileage included 327 miles operated by 
steamboat. [2]

Northern Indiana Commuter Transportation District (Chicago, IL ) 90 During the 1960's, the Chicago, South Shore & South Bend Railroad began to run into 
financial difficulties, as labor costs escalated due to inflation, while revenues were constrained 
by its public policies. When Amtrak began operating in May, 1971, the South Shore refused to 
join because of costs; two years later, in 1973, the freight operations were sold to the 
Chesapeake & Ohio. Then, in 1977, the South Shore entered bankruptcy, and the state of 
Indiana formed the Northern Indiana Commuter Transportation District to fund the on going 
passenger operations of the railroad. In 1989, the NICTD took over all responsibility for 
operating the line, and then purchased the track and remaining passenger assets the next 
year.

Northern Ohio Traction & Light Co (Cleveland, OH ) 256 It was the first interurban in the nation to be operated by electric power.  The railroad operated 
a number of interurban lines using Akron as a hub for lines running to Cleveland, Canton-
Massillon-Uhrichsville, Wadsworth, and Ravenna.    

Northern Pacific Railroad (St. Paul, MN ) 7,749 5.6% Although the Northern Pacific Railroad Company was created as a land grant charter by the 
U.S. Congress in 1864, construction financing was not available until after the end of the Civil 
War. It was the second transcontinental railroad chartered in the United States. Construction 
of the mainline was not completed until 1883.  Much of its route would follow the trail blazed 
by Lewis and Clark on their landmark expedition across the uncharted West in 1804-06. The 
NP's line from Bismarck, ND followed the Lewis & Clark trail along the Missouri, Yellowstone, 
Gallatin and Jefferson rivers to Helena, MT and from the Snake River to its confluence with 
the Columbia River near Pasco, WA. (Ref 2) 
 
The Northern Pacific engaged Jay Cooke's firm, Cooke & Company, to promote the railroad, 
and to sell its bonds. Jay Cooke was well known as a major seller of Civil War bonds, and 
seemed to be a logical choice for selling the Northern Pacific's bonds. Cooke & Company 
advanced the bond money to the Northern Pacific, in order that it could begin construction 
immediately. Meanwhile, Cooke began the process of promoting the line, and selling its 
bonds. The cash it received would be used to pay back the money the Cooke had advanced 
to the Northern Pacific and produce a tidy profit. Unfortunately, Cooke & Company was unable 
to sell sufficient bonds to cover its expenses;  on September 18, 1873, the company closed its 
doors, leading to a general loss of confidence by the general public in financial institutions, 
and the onset of the Financial Panic of 1873. The Northern Pacific then defaulted on the 
payment of interest on its bonds on January 1, 1874. As a result of the default, the lease with 
the Northern Pacific was terminated, May 1, 1874.   Construction began from both ends of the 
line in 1870: between Duluth, MN and Kalama, WA. Kalama is located about 100 miles south 
of Tacoma, and 38 miles north of Portland on the Columbia River. During the years between 
1870 and 1873, the line was constructed west from Duluth to Bismarck, ND, and northward 
from Kalama to Tacoma.   
 
In late 1873, The Jay Cooke Company became overextended, and entered bankruptcy, 
forcing the Northern Pacific into bankruptcy in 1874 as well, since the NP was totally 
dependent upon Jay Cooke for its on going construction financing. As a result of its default, 
the Northern Pacific Railroad was reorganized by Frederick Billings under the same name on 
September 29, 1875. Frederick Billings became the President of the Northern Pacific in 1879. 
In order to complete their line across Stampede Pass, the railroad  constructed a series of 
switchbacks with up to 5.6% grades. The switchbacks were used for about a year from June 
2, 1887 until the Stampede Tunnel was opened.   
 
The cost of building the Northern Pacific was much greater than Jay Cooke and other 
investors anticipated, pushing the Northern Pacific into bankruptcy in 1873 during the Panic of 
1873, which the railroad succeeded in escaping through austerity measures, though the 
company had to reorganize in 1879.  The company fell into bankruptcy again during the Panic 
of 1893 because the Northern Pacific had incurred huge costs, but was earning insufficient 
revenues to cover its costs.  The railroad reorganized in 1896. (Ref 5) 
 
In 1893, the Northern Pacific encountered great financial difficulties: it had just completed 
construction of its transcontinental line between the Pacific and St. Paul, and the Financial 
Panic of 1893 had resulted in the bankruptcies of many railroads, including the NP. To make 
matters worse, the depressed stock price of the NP allowed interests of the Great Northern 
Railway to purchase a half interest in the NP in 1894.   
 
In 1901, the NP and GN purchased 98%of the stock in the CB&Q and became joint owners. In 
the same year, the Northern Pacific Securities Company was formed by James J. Hill and J.P. 
Morgan as a holding company for the NP and GN. The US Supreme Court dissolved Northern 
Securities in 1904.   In 1905, the GN and NP organized the SP&S, which was completed in 
1908.

Northern Railroad of Guatemala (Guatemala City, Guatemala) 183 3.0% The Northern Railway of Guatemala was organized to build from the Caribbean to Guatemala 
City. But the difficulty of building through dense jungle and rugged mountains, combined with 
inadequate financing, delayed completion of the Atlantic line until 1908. As some point its 
name was changed to the Guatemala Railway Company. 

Northern Railroad of New Hampshire (Concord, NH ) 83 The Northern Railroad is historically one of New Hampshire’s earliest and longest railroads 
and also one of the state’s more important railroads in terms of the amount of freight carried 
and linear area served. The Northern was the fifth railroad to operate in the state. 

Northern Texas Electric Co (Ft. Worth, TX ) 66 Owned the Northern Texas Traction Company and the Tarrant Country Traction Co. (formerly 
Ft. Worth Southern Traction( and the Artlington Light & Power Co. These companies provided 
the entire electric railway business in Ft. Worth, and operate interurban railways between Ft. 
Worth & Dallas (35 miles) and between Ft. Worth and Cleburne (31 miles). 
 
This Company is under the management of the Stone & Webster Management Association.

Northern Texas Traction Co. (Ft. Worth, TX ) 114 The  Northern Texas Traction Co. operated a street railway in Ft. Worth, and an interurban line 
connecting Ft. Worth, Handley, Arlington, Grand Prairie and Dallas. By 1911, it had 
consolidated all of the competing street railways in Ft. Worth. The railroad ordered new cars in 
1913 from the St. Louis Car Company. These cars served on the interurban lines between Ft. 
Worth and Dallas and occasionally from Ft. Worth to Cleburne. These cars traveled at speeds 
up to 70 m.p.h. The company became famous for its "Crimson Limited" cars in 1924. The 
attractive cars were repainted from their original dark green with gold trim, whichwas replaced 
with a red and white scheme with gold trim. 

Northstar Commuter Rail (Minneapolis, MN ) 40 The Northstar Line (reporting mark MNRX) is a commuter rail route which began service on 
November 16, 2009. The rail line serves part of the Northstar Corridor between Minneapolis 
and St. Cloud, and has been in planning since the Northstar Corridor Development Authority 
(NCDA) formed in 1997.  
 
The corridor is served by Interstate 94 and U.S. Highway 10. Northstar runs 40 miles (64 km) 
from Big Lake to downtown Minneapolis at Target Field using existing track and right-of-way 
owned by the BNSF Railway. Feasibility studies explored extending service an additional 42 
miles (68 km) northwest, to connect Becker, St. Cloud, and Rice.   
 
The Northstar Corridor Development Authority (NCDA) is a joint powers board made up of 
counties, regional railroad authorities, cities and townships along the Northsstar Commuter 
Rail Corridor. The NCDA is made up of the following members:  Anoka County Anoka County 
Regional Railroad Authority Becker Township Big Lake Township  City Of Anoka City Of 
Becker City Of Big Lake City Of Blaine City Of Clear Lake City Of Columbia Heights City Of 
Coon Rapids City Of Elk River City Of Fridley City Of Minneapolis City Of Ramsey City Of 
Rice City Of Sauk Rapids City Of Spring Lake Park City Of St Cloud Clear Lake Township 
Haven Township Hennepin County Langola Township Morrison County Sherburne County 
Sherburne County Regional Railroad Authority St. Cloud Metro Transit Commission Stearns 
County Stearns County Regional Railroad Authority

Northwest Industries (Chicago, IL ) Northwest Industries was created as a byproduct of Ben Heineman's rescue of the Chicago & 
North Western Railway in 1956. Heineman had joined the railroad in 1952 and was promoted 
to President of the company in 1956, with a directive to improve profitability of the railroad, 
which at the time was losing money. During the next ten years, Heineman made a number of 
operational improvements, that eventually turned into a small profit for the railroad. Heineman 
created Northwest Industries in 1967 as a subsidiary of the railroad. Northwest Industries then 
purchased a number of companies between 1968 and 1971. A number of the companies that 
he purchased were well known in their industries at the time of purchase. Significant debt was 
taken on to finance the acquisitions, and Heineman was soon faced with a "double bogey" the 
debt generated by his acquisitions, and the railroad’s debt. In order to continue buying 
companies, and to provide a better return for his stockholders, Heineman sold the railroad to 
its employees, creating the Chicago & North Western Transportation Company on June 1, 
1972. With the sale, Heineman was able to transfer $360 Million of the railroad’s debt to the 
employee group, while gaining $415 Million in tax credits resulting from the sale. The 
pruchase price to Northwest Industries was paid in annual installments of $19 million over a 
20 year period. The transaction freed Northwest Industries from the enormous losses being 
experienced by the C&NW and allowed Heineman to continue his acquisition strategy. 
Stockholders in the new Chicago & North Western Transportation Company profited 
handsomely in the long run-when the company was bought by the Union Pacific Railroad in 
1995.  Companies owned by Northwest Industries and year acquired  Philadelphia & Reading 
Corporation -1968 Lone Star Steel (div of Philadelphia & Reading) - 1968 Acme Boot (div of 
Philadelphia & Reading) - 1968 Universal Manufacturing (div of Philadelphia & Reading) - 
1968 Union Underwear (div of Philadelphia & Reading) – 1968 Buckingham Corp (importer of 
wines & liquors (Mouton Cadet and Cutty Sark)- 1971 Sold to Beatrice in 1981 General 
Battery – 1973 Microdot – 1976 Sold to Investor group in 1983 BVD Underwear line 1976 
Coca-Cola Bottling Company of Los Angeles –1977 Sold to Beatrice in 1981 Velsicol – 
unknown  Northwest Industries was purchased by Farley Industries on July 31, 1985 
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Northwestern Pacific Railroad (Sausalito, CA ) 507 The Northwestern Pacific Railroad at one time operated an extensive rail system, providing 
conventional steam operated trains from San Rafael to Eureka, and an impressive interurban 
system in Marin County. The  Interurban lines in Marin county were abandoned in 1940 with 
the opening of the Golden Gate Bridge in 1937. The bridge connected the southern tip of 
Marin County with San Francisco. The railroad provided vital freight services, shipping lumber 
products from northern California to the San Francisco Bay area until the 1970s, as 
improvements to US Highway 101 cut highway hauling times, making trucking competitive 
with the rail line. The line was extensively damaged by a flood in the Eel River Canyon in 
1964, but the line reopened. . In 1971, the NWP ended all passenger service.  Then a tunnel 
fire in 1978 shut the line completely. In 1984, a section of trackage from Outlet (near Willets) 
to Korblex, CA was sold to the Eureka Southern, which then became the North Coast 
Railroad. The California Legislature formed the NCRA (North Coast Railroad Authority in 1989 
to save the NWP from total abandonment. and Sonoma–Marin Area Rail Transit (SMART) 
commuter trains. SMART trains are high speed commuter trains that operate over a 
reconstructed and upgraded Northwestern Pacific roadbed between San Rafael, Santa Rosa 
and Cloverdale. Then in 1996, the North Coast Railroad purchased the south end of the 
Northwestern Pacific to form a new publicly owned corporation, also called the Northwestern 
Pacific.   

Northwestern Virginia Railroad (Grafton, WV ) 104 he Northwestern Virginia Railroad was organized to build a line from a junction with the B&O 
railroad at Three Forks Creek to Parkersburg by the Baltimore & Ohio Railroad to satisfy 
political pressures to make Wheeling its first terminus on the Ohio River. Once the Virginia 
legislature had ceded to Wheeling's pressure, the following year, a group of businessmen 
were granted a charter for the formeation of the new road, thus firmly establishing the 
railorad's importance to future growth.  

Norwegian State Railways (Norway) 2,584 Norges Statsbaner AS, known in English as the Norwegian State Railways and commonly 
abbreviated NSB, is a government-owned railway company which operates most passenger 
train services in Norway. Owned by the Norwegian Ministry of Transport and Communications, 
it is also engaged in real estate through Rom Eiendom, bus transport through Nettbuss, cargo 
trains through CargoNet and Swedish train transport through Tågkompaniet. NSB transported 
52 million train passengers and 104 million bus passengers in 2009. 
 
The Norwegian passenger train division has a fleet of 36 Class 72 and 82 Class 69 electric 
multiple units (EMU) and 14 Class 92 diesel multiple units (DMU) for commuter services. The 
company has a further 22 Class 73 and 16 Class 70 EMUs and Class 93 DMUs for regional 
and intercity trains, which are also provided by 22 El 18 and 5 Di 4 locomotives which haul 
Class 5 and Class 7 passenger cars. NSB receives subsidies to operate unprofitable route 
from its owner, while services on the Gjøvik Line have been made subject to public service 
obligations, which is operated by NSB's subsidiary NSB Gjøvikbanen. 
 
The current company was established on 1 December 1996, when the former Norwegian 
State Railways (1883–1996) was split into the new NSB, the infrastructure company the 
Norwegian National Rail Administration and the Norwegian Railway Inspectorate. In 2002 the 
freight operations were split to the subsidiary CargoNet, and the maintenance department 
became Mantena.

Nunnery Hill Incline Plane Co  (Pittsburgh (Allegheny City), PA ) 26.0%
Nuovo Trasporto Viaggiatori (Milan, Italy) Nuovo Trasporto Viaggiatori (Italian: New Travellers Transport) is an Italian train operating 

company. Commencing services in early 2012, it became Europe's first private open access 
operator of 300 km/h (190 mph) high-speed trains. The company operates the Italo high 
speed passenger service.

Oahu Railway & Land Company (Honolulu, HI ) 160 The opening of this 36-inch narrow-gauge railroad track led to an agricultural boom. The 
railroad carried sugar produced at 6 plantations on the island to the docks in Honolulu. It also 
connected Pearl Harbor, and many towns to Honululu.

Ohio & Mississippi Railroad (Cincinnati, OH ) 621 The Ohio & Mississippi Railroad was the first railroad to reach the Mississippi River from the 
east coast (via its broad rail connections with the Erie). When the railroad was completed, it 
was possible to travel all the way from the Hudson River in New Jersey to St. Louis, via broad 
gauge (6' gauge) railroads. The railroad also shortened the distance between Cincinnati and 
East St. Louis by one-half, compared with travel by canal and riverboat. The line later became 
part of the Baltimore & Ohio's mainline between Washington and St. Louis. 

Ohio & Pennsylvania Railroad (Pittsburgh (Allegheny City), PA ) 187 The Ohio & Pennsylvania Railroad was the first railroad to enter Pittsburgh-two years before 
the Pennsylvania Railroad began operation betweem Philadelphia and Pittsburgh.Ohio Central Railroad (Clinton (Warwick), OH ) 70 Commenced operating in April 1988 on 70 miles of line formerly owned and operated by the 
Norfolk Southern Railroad. The OC Main Line extends from Warwick, Ohio to Zanesville, 
Ohio.

Ohio Connecting Railway (Pittsburgh, PA ) When completed, the Parker through truss was the world's longest riveted simple truss span.
Ohio Electric Railway (Cincinnati, OH ) 617 The Ohio Electric operated the largest interurban railway system in Ohio. It was organized in 

1907 with the consolidation of 14 smaller interurban railways. Ohio Falls Car Company (Clarksville, IN ) Shortly after the company was founded, it was called "one of the largest in the West". (Ref 6). 
By 1876, the company was one of the nation's leading producers of railroad cars.Ohio Locomotive Crane Co. (Bucyrus, OH ) 2001  In 2001, ERS Industries, Inc. purchased the American & Ohio Locomotive Crane Co., 
including all of the property, original engineering files, drawings & inventory.  1987  Originally, 
American Hoist & Derrick Co. (Locomotive Crane Division) in St. Paul, Minnesota and the 
Ohio Locomotive Crane Co. in Bucyrus, Ohio merged in 1987 as American & Ohio 
Locomotive Crane Co.  1960   In June of 1960, Ohio Locomotive Crane purchased the 
locomotive crane division from the Wellman Engineering Company and started building diesel 
electric locomotive cranes. In 1960, American Hoist & Derrick purchased the Industrial 
Brownhoist Co., originally named Industrial Works of Bay City, Michigan.  1909  Ohio 
Locomotive Crane Co. was founded in 1909 by Charles F. Michael.  Located on North 
Sandusky Avenue in Bucyrus, Ohio, the first crane that was built only had four wheels, a 
framed cab with a coal burning boiler and a stubby boom made mostly of channel.  In 1915 
the plant was relocated to Southern Avenue where is it still located today.  1892 - American 
Hoist & Derrick  Initially in September of 1882, Frank J. Johnson and Oliver T. Crosby formed 
The Franklin Manufacturing Company.  In June 1883 the company's name changed to The 
American Manufacturing Company and in 1892 changed its name again to American Hoist & 
Derrick Company.  American started building cranes in 1897.  Over 100 years ago, American 
Hoist & Derrick Company designed and built the first "Steam Powered" locomotive cranes.  In 
1928 they built the first locomotive crane that used an internal combustion engine and then in 
1941 they developed the first "Diesel Electric" powered locomotive crane.  The Diesel engine 
powered the upper machine works and electric power for travel.  

Ohio River & Western Railroad (Zanesville, OH ) 73 The Ohio River & Western was the longest narrow gauge railroad east of the Mississippi.
Ohio Southern Railroad (Lima, OH ) 265 The Ohio Southern Railroad was organized as part of an ambitious plan to resurrect the failed 

Springfield Southern Railroad (the successor to the Springfield, Jackson & Pomeroy) and to 
construct  an extension of the railroad north of Lima, OH. All together, the railroad was 
planned (see map) to extend from Columbus, OH on the east to Springfield, OH, terminating 
in Indianapolis, where it connected with the Indianapolis, Bloomington & Western, which 
continued west to Peoria, IL. A branch line was to extend southeast from Springfield, OH to 
Hamden, OH with a projected line south from Hamden to Huntington, WV. (see map). The line 
was foreclosed and was purchased by the Detroit Southern, which became part of the Detroit, 
Toledo & Ironton. An important connection with the Cincinnati, Sandusky & Cleveland was 
made at Springfield.

Oklahoma Railway (Guthrie, OK ) 105 This line operated streetcar lines in Oklahoma City and interurban routes between Guthrie, 
Oklahoma City and Norman and El Reno to Oklahoma City. The line ceased operation in 
1947, and the remaining trackage was sold to the Santa Fe and the Rock Island Railway.  
Lines connected Oklhahoma City, Yukon, El Reno, Britton, Edmond, Guthrie, Moore, Putnam 
City, Bethany, Banner and Norman. Acquired North Canadian Valley Railway on Jan 1, 1917. 
100 motor cars and 48 other cars. 
 
------------  
In the early half of the 20th century, the Oklahoma Railway Company acquired existing 
electric railway lines and linked them together into a large trolley system. The system began in 
1902 in the Oklahoma City area. Eventually, the Interurban lines linked Oklahoma City with 
the surrounding towns of Putnam City, Bethany, Yukon and El Reno to the west; Moore and 
Norman to the south; and Nichols Hills, Britton, Edmond and Guthrie to the north. 

Oklahoma, Kansas & Texas Railroad (Herington, KS ) 767 The Oklahoma, Kansas and Texas Railroad (OKT) was formed in 1980 to operate the former 
767 mile Rock Island line between Ft. Worth and St. Joseph, MO, after the Rock Island had 
ceased operation due to its bankruptcy. 

Old Colony Railroad (Boston, MA ) 503 The Old Colony Railroad was organized to connect Plymouth, MA and Boston. When the 
orignial 38 mile line was completed in 1846, seven railroads radiated from Boston. Tne Old 
Colony line approached Boston from the south, using a inland route from Plymouth to Quincy, 
and then north to Dorcester. The line skirted the edge of Dorchester Bay before crossing 
South Boston and the Fort Point Channel.  During the first year of operation, it shared a 
terminal with the Boston & Worchester, and then in May of 1847, it moved into its own 
terminal.   The Old Colony was successful. By the 1870's, it controlled traffic over most of the 
lines of southeastern Massachusetts. Much of its business was seasonal summer resort traffic 
from residents who summered on Cape Cod or the Islands. The company also owned the Fall 
River Line, a highly successful steamship company, with boat that sailed nightly from the 
railroad's Fall River terminus to New York City via Long Island Sound. The Fall River line 
continued for almost 90 years, long after more competitve, high speed all rail connections had 
been built by the New Haven Railroad, between New York City and Boston.  In 1888, partly to 
prevent the New Haven from gaining access to Boston, the Old Colony acquired the Boston & 
Providence Railroad, which had its terminus in Boston's Park Square. The much larger New 
Haven was not to be outdone, and in 1893, it acquired the Old Colony.  (from http://
lcweb2.loc.gov/pnp/habshaer/ma/ma1200/ma1232/data/ma1232data.pdf)  Incorporated, 
March 16, 1844. Organized, June 25, 1844. Work of construction commenced immediately. 
Line between South Boston and Plymouth opened, November 10, 1845. Abington Branch 
constructed in 1846-47, and opened in June, 1847. By 1850, the Old Colony was operating an 
11 mile double track railroad between Boston and South Braintree, and 27 miles of single 
track line from South Braintree to Plymouth.  Leased railroads in 1847:   South Shore Railroad 
for 5 years; the Old Colony Railroad was to run and maintain the road. Lease was terminated, 
1854.   Dorchester & Milton Railroad. Old Colony ran this railroad up to it's consolidation with 
the Fall River Railroad, September 7, 1854.   Dorchester & Milton Railroad: Neponset to 
Mattapan.  Lowell & Framingham Railroad: South Framingham to Lowell.  Fall River Railroad: 
New Bedford to Fall River, Massachusetts.  Boston, Clinton, Fitchburg & New Bedford 
Railroad.   Consolidated, March 25, 1854, with Fall River to Become Old Colony & Fall River 
Railroad. Consolidation affected, July 1, 1854.   Owned by the Old Colony & Newport Railroad 
and operated as part of its line of road.   ----------------------   

Old Colony Railroad (Boston, MA ) 617 The Old Colony Railroad of 1872 was  chartered March, 1844 as the Old Colony Railroad 
Company, which was then consolidated with Fall River Railroad, July 1, 1854 to form the Old 
Colony & Fall River Railroad; opened to Plymouth, Massachusetts, December 21, 1846; to 
Newport, February 25, 1864; to Provincetown, July 23, 1873. The new bridge at Fall River 
was completed for business, December 1, 1875. The Fall River & Providence Railroad was 
also transferred to this Company, but the transfer was not completed until after the close of 
the fiscal year.   The Old Colony Railroad purchased Cape Cod Railroad, May 1, 1872;   
Obtained control of Fall River, Warren & Providence Railroad, Dec 1, 1875.   To consolidate: 
Dorchester & Milton Railroad. South Shore Railroad. Operates Union Freight Railway.   
Purchased the following: South Shore Railroad, Oct 1, 1876. Duxbury & Cohasset Railroad, 
Oct 1, 1878. Fall River, Warren & Providence Railroad Dec 1, 1875. Operated Middleborough 
& Taunton Branch Railroad from 1856. Old Colony Railroad and Boston, Clinton, Fitchburg & 
New Bedford Railroad operated perpetually as one line from Feb 1, 1879.  Leased Lines: 
Dorchester & Milton Railroad, Framingham & Lowell Railroad, Boston, Clinton, Fitchburg & 
New Bedford Railroad.   The Company owns a controlling interest in the Old Colony Steam 
Boat Company and the New Bedford, Martha's Vineyard & Nantucket Steam Boat Company.   
Leased Lines:   Attleborough Branch Railroad Boston & Providence Railroad Chatham 
Railroad Nantasket Beach Railroad Plymouth & Middleborough Railroad Providence, Warren 
& Bristol Railroad.   Disaffirmed lease of Old Colony disaffirmed by New York, New Haven & 
Hartford Railroad, June 3, 1936, thus rejecting the lease. Disaffirmed lease of Boston & 
Providence Railroad by New York, New Haven & Hartford Railroad, in July, 1938. This is a 
leased line of the New York, New Haven & Hartford Railroad. Subsidiary of New York, New 
Haven & Hartford Railroad. JUNE 1893 RAILWAY GUIDE Boston, Mass.

Old Hickory DuPont Gunpowder Plant (Nashville, TN ) Old Hickory was a Gunpowder plant built by DuPont during World War I near Nashville. The 
plant was the largest munitions plant in the world at the time of operation, 1918-1919, 
occupying some 4,700 acres and producing half a million pounds of powder a day. 50 miles of 
narrow gauge railway were constructed to connect the facilities.

Olean, Bradford & Salamanca Traction Co. (Olean, NY ) 21 6.0%
Olean, Bradford & Warren Railroad (Olean, NY ) 27 6.0% The Olean, Bradford & Warren Railroad of New York (Olean-Pennsylvania State Line near 

Bradford) and the Olean, Bradford & Warren Railroad of Pennsylvania (New York State Line to 
Bradford) operated a through line between Olean & Bradford over Rock Mountain. The line 
was abandoned in 1896, however the terminal trackage in Olean, and the yard tracks at 
Bradford remained in use after conversion to standard gauge. [2, page 4]

Olean, Rock City & Bradford Railroad (Olean, NY ) 16 6.0% The Olean, Rock City & Bradford Railroad purchased the former roadbed of the recently 
abandoned narrow gauge Olean, Bradford & Warren Railroad, and converted it to  standard 
gauge. It eventually was acquired by the Olean, Bradford & Salamanca, which ceased 
operation in 1927.

OmniTRAX Leasing (Denver, CO ) Locomotive sales, leasing and maintenance.
Ontario Northland Railway (North Bay, ON Canada) 700 Ontario Northland operates a 700 mile rail system which spans from Moosonee in the north to 

North Bay in the south, from Calstock (just west of Hearst) in the west to Rouyn-Noranda, 
Quebec in the east. 

Ontario, Simcoe & Huron Railway (Toronto, ON Canada) 96 The Ontario, Simcoe & Huron Railway(OS&H) succeeded the Toronto, Simcoe & Huron 
Railway which had been chartered in 1849, but failed to complete its obligations. The OS&H 
connected Toronto, located on Lake Ontario, and Collingwood, located almost directly north of 
Toronto, on a neck of Georgian Bay. It was the first steam railroad to operate in Ontario.

Ontonagon & Brule River Railroad (Ontonagon, MI ) 46 The Ontonagon & Brule River Railroad was the first part of the Milwaukee Railroad built in 
Michigan. Orange & Alexandria Railroad (Alexandria, VA ) 146 The Orange & Alexandria  was the first railroad to be constructed on the south side of the 
Potomac River. The railroad initially opened in 1851 between Alexandria and Union Mill with 
steamboat connections to Wilmington, and stages to Charleston and points south.[4]

Orange & Northwestern Railroad (Orange, TX ) 62 The Orange & Northwestern Railroad was built as a tram road by Lutcher & Moore, who had 
built one of the largest sawmills in Texas at Orange, TX in the 1870's. Lutcher & Moore first 
built the Glf, Sabine & Red River Railroad to connect their timeberlands in western Louisiana 
near the Sabine River with Orange. They followed this by building the Orange & 
Northwestern, which reached Buna and eventually Newton. This line is operated as a 
subsidiary of the New Orleans, Texas & Mexico Railway, and is part of the "Gulf Coast Lines".

Orange Belt Railroad (Sanford (Lake Monroe), FL ) 152 The Orange Belt Railway was one of the longest narrow gauge railroads in the United States 
at the time of its completion in 1888, with a mainline 152 miles in length. The line almost 
crossed the entire state of Florida from the east at Sanford to St. Petersburg on the west side 
of Florida and theGulf of Mexico. The railroad was important because of its origin at Sanford: 
Sanford became an important early railroad center in Florida beginning in 1880. (See Sanford, 
FL description)

Orange Mountain Cable Railway (Orange, NJ ) 14.0% Orange Mountain, N. J., Cable Incline Railway.  The top of Orange Mountain, located in the 
well known and beautiful town of Orange, N. J., twelve miles from New York City, will soon be 
accessible by means of a cable incline railway. This incline, which is now being installed by 
the John A. Roebling's Sons Company, of 117 Liberty St., New York, will connect at its lower 
terminus with the Delaware, Lakawanna & Western Railroad at Highland Avenue, and with the 
Orange & Newark Electric Railway, and will bring the top of Orange Mountain within sixty-five 
minutes of Wall Street, New York City.  The incline is 3,700 ft. in length, and has an average 
width of thirtyfour feet. The minimum grade is 8 per cent., and the maximum grade 14 per 
cent., the average being 11 per cent. The gauge of each of the tracks is eight feet. The 
roadbed consists of broken trap rock to a depth of eighteen inches, upon which rest the ties 
which are twelve feet in length, and spaced thirty inches between centers. T rails are used, 
weighing sixty pounds to the yard, breaking joints alternately; the rails are spiked directly to 
the ties and the joints are connected by six-bolt angle fishplates. The tracks for the greater 
part of the line are eighteen feet between centers, but converge slightly at the foot. 
Considerable grading had to be done, and as the railway employs no trestles the construction 
of the road necessitated at one point a rock cut 60 ft. deep and 400 ft. in length.  The Orange 
Mountain Cable Railway was built to stimulate the development of land owned by the 
investors of the Orange Mountain Land Company, which built the cable railway. Although 
construction began in 1887, the line was not completed until April 1893. The incline railway 
was then placed in receivership in September of 1894, and in October of 1895, the railway 
was sold under foreclosure, with operations appearing to continue on a month to month basis. 
The railway appears to have ceased operation at some time after 1896.

Oregon & California Railroad (Portland, OR ) 697 The construction of the Oregon & California Railroad was an important project linking 
Roseville, California with Oregon. The line eventually became the Southern Pacific's mainline 
to Portland.

Oregon City and Canemah Horse Tramway (Oregon City, OR ) 1 The Oregon City and Canemah Horse Tramway was the first "railroad" to operate in Oregon. 
It was built as a portage tramway.Oregon Railway & Navigation Company (Portland, OR ) 1,143 The Oregon Railway & Navigation Company traces its roots back to the 1860s when it began 
as a steamship company plying the waters of the Columbia River. Eventually after the 
consolidation of several smaller railroads it was reorganized as the Oregon Railroad & 
Navigation Co. in 1896. [4]

Oregon Short Line & Utah Northern Railway (Granger, WY ) 1,427 6.0% The original Oregon Short Line began construction in 1881 and was completed in November 
1884,  connecting the Union Pacific main line at Granger, Wyoming to the Pacific Northwest, 
via the Oregon-Washington Railroad & Navigation Company, which connected with it at 
Huntington.   The Oregon Short Line & Utah Northern Railway was then organized in 1889 to 
merge the first Oregon Short Line, along with several other lines.   
 
The Oregon Short Line & Utah Northern Railway fell into receivership in October 1893, and 
was reorganized as the Oregon Short Line Railroad in February 1897.  Following the 
acquisition of the Oregon Short Line by the UP, the Oregon Short Line operated all of the 
Union Pacific lines in Idaho, Montana and northern Utah.   
 
The Oregon Short Line & Utah Northern Railway routes included the following  Granger, 
Wyoming to Huntington, Oregon, 541.81 miles.  Pocatello, Idaho to Silver Bow, Montana, 
256.02 miles.  Shoshone to Ketcham, Idaho, 69.96 miles.  Nampa to Boise City (including 
milage of Boise City Railway & Terminal Company, 5.56 miles), 21.98 miles.  Ogden to Frisco, 
Utah, 275.93 miles.  Ogden, Utah to McCammon, Idaho, 110.63 miles.  Cache Junction, Utah 
to Preston, Idaho, 42.35 miles.  Syracuse Junction to Syracuse, Utah, 5.85 miles.  Lehigh 
Junction to Tintic, Utah, 53.52 miles.  Mammoth Junction to Eureka, Utah, 3.24 miles.  Ironton 
to Northern Spy Mine, Utah, 6.81 miles.    
 
NARROW GAUGE:   Salt Lake City, Utah to Terminus, 37.32 miles.  Salt Air Junction to Great 
Salt Lake, Utah, 2.42 miles.   This Company owns 61% of the stock of the Oregon Railway & 
Navigation Company. Operated as an auxilliary line of the of the Union Pacific Railway. This 
Company is operated by the Union Pacific Railway as part of the Union Pacific System.  

Oregon Short Line Railroad (Granger, WY ) 2,337 6.0% The Oregon Short Line was completed in 1884, connecting the Union Pacific main line at 
Granger, Wyoming to the Huntington, OR, where it connects with the Oregon-Washington 
Railroad & Navigation Company. Following the acquisition of the Oregon Short Line by the UP, 
the Oregon Short Line operated all of the Union Pacific lines in Idaho, Montana and northern 
Utah.   
 
The Oregon Short Line, the Oregon-Washington Railway & Navigation Co, and the Los 
Angeles & Salt Lake Railroads, although being consolidated for operating purposes as the 
Union Pacific System on January 1, 1936, remained separate corporations until December 
1987.    
 
On December 29, 1987, the Oregon-Washington Railway & Navigation Company, the Des 
Chutes Railroad, and the Yakima Valley Transportation Company were merged into the 
Oregon Short Line. On December 30, 1987, the Oregon Short Line was merged into the 
Union Pacific, and on December 31, 1987, the Los Angeles & Salt Lake Railroad, the 
Spokane International, and the Mount Hood Railway were merged into the Union Pacific.  
Granger, WY to Huntington, OR, 541 miles,  Pocatello, ID to Silver Bow, MT, 256 miles,  
Ogden, UT to McCammon, ID, 110 miles,   
 
Salt Lake City to Ogden, 51 miles, branches 983 miles, and Ogden, UT to Calientes, NV, 396 
miles (sold in 1904 to the San Pedro, Los Angeles & Salt Lake Railroad).

Oregon Short Line Railway (Granger, WY ) 473 6.0% The OSL was a vital part of the Union Pacific, whose mainline ended at Ogden, Utah by 
providing access to the Pacific Northwest. After the Southern Pacific completed its southern 
Transcontinental line (Los Angeles-New Orleans) it began to route its traffic off the original 
transcontinental line (Oakland-Ogden), and instead routed it via the southern 
Transcontinental. This became the impetus to build an alternate line to the west Coast by the 
Union Pacific.

Oregon-American Lumber (Veronia, OR ) During its heyday, the Oregon-American Lumber Company was one of the most important 
lumber firms in the Pacific Northwest. The Oregon-American Lumber Co. operated from a 
connection with the Veronia Branch of the Portland, Astoria & Pacific at Keasey, OR (near 
Veronia) and continued on into the woods until it reached the ridges above the Salmonberry 
River.  The Vernonia branch was built as the Portland, Astoria & Pacific in the early 1920’s it 
later became part of the United Railways and then the SP&S. The Vernonia branch runs from 
Wilkesboro Jct. to Vernonia and on to Keasey to the Columbia County line. The Oregon-
American Lumber Co. continued on into the woods and reached the ridges above the 
Salmonberry River.

Oregon-Washington Railway & Navigation Company (Huntington, 
OR )

2,067 3.0% The Oregon Washington Railway & Navigation Company operated all the Union Pacific lines 
in Oregon and Washington. It provided a vital connection with the Union Pacific system from 
its junction with the Oregon Short Line Railroad at Huntington, Oregon.   The Oregon Railroad 
& Navigation Company was incorporated in 1897 as the reorganization of the Oregon Railway 
& Navigation Company, which entered receivership in 1893. The Oregon Railway & 
Navigation Company was organized in 1879.  The Oregon Short Line, the Oregon-
Washington Railway & Navigation Co, and the Los Angeles & Salt Lake Railroads, although 
being consolidated for operating purposes as the Union Pacific System on January 1, 1936, 
remained separate corporations until December 1987.   On December 29, 1987, the Oregon-
Washington Railway & Navigation Company, the Des Chutes Railroad, and the Yakima Valley 
Transportation Company were merged into the Oregon Short Line. On December 30, 1987, 
the Oregon Short Line was merged into the Union Pacific, and on December 31, 1987, the 
Los Angeles & Salt Lake Railroad, the Spokane International, and the Mount Hood Railway 
were merged into the Union Pacific.  The line was orignally constructed with grades of up to 
3%; however upon completion of the North Coast Railroad project, the maximum grade was 
reduced to 0.6%.

Osgood Bradley Car Company (Worcester, MA ) The Osgood Bradly Car Company was founded in 1822 to manufacture stagecoaches and 
sleighs. It became an important manufacturer of Street Railway cars and Railroad passenger 
and freight cars.  Its most notable product was the "American Flyer" cars, designed by Walter 
Dorwin Teaque. These cars weighed 15 tons less than conventional heavyweight steel cars. 
The A.C. Gilbert Company copied the design for its American Flyer model trains, produced 
from 1946 to 1958.

Österreichische Bundesbahnen (Austria) 3,500 The Austrian Federal Railways (German: Österreichische Bundesbahnen, ÖBB) is the 
national railway system of Austria, and the administrator of Liechtenstein's railways.Otis Elevating Railway (Otis Junction, NY ) 1 34.0% The Otis Elevating Railway was constructed by the owners of the Catskill Mountain House, a 
luxury mountain top resort located in the Catskill Mountains. Before the railroad reached the 
area of the resort, travelers faced a 12 hour ride by stage coach from the Hudson River steam 
boat landing. The Otis Elevating Railway connected with Catskill Mountain Railroad to provide 
a fast and easy ride to the top of the mountain. The cars were pulled up to the mountaintop at 
an elevation of 1,600 ft by a mile long cable. [6]

Ottawa Car Manufacturing Company (Ottawa, ON Canada) This company was one of the two principal builders of interurban cars in Canada. The Preston 
Car and Coach Company was the other.Ottawa, Oswego & Fox River Valley Railroad (Geneva, IL ) 67 The Ottawa, Oswego & Fox River Valley Railroad (Fox River  Branch Railroad)  built the Fox 
River branch of the Burlington between Geneva and Streator on the east side of the Fox 
River. The line that we know as the Fox River branch ran from a junction just south of Aurora, 
near Montgomery, to Oswego, Yorkville, and Streator, where large supplies of coal were 
located. The railroad was an important artery connecting the coal mines in north-central 
Illinois with northern Illinois. At the time the railroad was chartered, there was no direct 
connection to the Chicago markets from Streator. 

Overseas Railroad (Miami, FL ) 156 Henry Flagler's Florida East Coast Railway built the Key West Extension, between 
Homestead and Key West, Florida to further promote passenger traffic on his mainland 
railroad. The Key West Extension was built on a series of pilings between small islands that 
dotted the ocean between Florida and Key West. Opened in 1912, the line was destroyed by 
a hurricane on September 1935;  the receiver for the Florida East Coast Railway on January 
4, 1937, sold the Key West Extension to the Overseas Bridge Toll Commission and the Florida 
State Road Department. The original plan was based, in part, on gaining access to steamship 
traffic from the newly opened Panama canal. The Panama Canal traffic never amounted to 
much, but the railroad did improve the efficiency of shipping goods between Havana, Cuba 
and the U.S. The Cuban connection was so important that the "Havana Special" passenger 
train was introduced providing through passenger & steamship service from Boston-Key 
West-Havana.

Pacific Car & Foundry (Portland, OR )
Pacific Coast Company) The Pacific Coast Company rail, shipping and coal operations served the West coast from the 

mid 19th century until its last railways were abandoned or sold in the mid 20th century. By the 
1930s, it was the largest coal producer in Washington State. 

Pacific Electric Railway (Los Angeles, CA ) 1,061 The Pacific Electric was probably the largest interurban railroad in the world. At its peak, 
Pacific Electric operated 6,200 trains daily over 1,061 miles of track.  As the railroad 
completed construction to outlying areas around Los Angeles, the population growth 
accelerated and property values increased-the railroad had a dramatic affect on the growth of 
Los Angeles in the early 1900's. 

Pacific Express Company (Omaha, NE ) 23,661 The Pacific Express Company grew out of the express department of the Union Pacific 
Railway, was incorporated under the laws of Nebraska in November, 1879. The business has 
grown from one line of railway until it now covers over ten thousand miles of railway, besides 
many miles of stage lines. Having about twelve hundred agencies and lines extending from 
the Gulf of Mexico on the south to Montana on the north, and as far north as Toledo and 
Detroit. Through way bills are made to all the principal cities of the Union. The principal 
offices, including the auditing of the accounts, are in Omaha, and all remittances come to this 
City. 
 
About two thousand five hundred employees are on the pay-rolls, fifty of whom are employed 
in and about Omaha; 225 men are employed as express messengers. 
 
From Ref 2 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The Pacific Express Company appears to have been the fourth largest express company in 
the United States in 1910, when it operated over 17,000 route miles of track, and generated 
$7.7 million in revenues. American Express was the largest, followed by Adams Express, and 
Southern Express. 
 
This company operated primarily over the western and southwestern railroads (1897 report) 
 
Arkansas Midland 50 
Boise City, Nampa & Owyhee 22 
Brinkley, Helena & Indian Bay 24 
Denver, Leadville & Gunnison 321 
Denver, Lakewood & Golden 18 
Des Moines & Kansas City 112 
Excelsior Springs 9 
Fort Worth & Denver City 469 
Fort Worth & Rio Grande 142 
Galveston, Houston & Henderson 50 
International & Great Northern 775 
Kansas City & Northwestern 172 
Kansas City & Omaha 202 
Kansas City, Watkins & Gulf 98 
Keokuk & Western 148 
Little Rock & Memphis 133 
Mississippi River & Bonne Terre 48 
Missouri Pacific system 5,326 
Montana Union 60 
Natchitoches & Red River Valley 11 
Omaha & St. Louis 144 
Oregon Railway* Navigation Co 1,219 
Oregon Short Line 1,428 
Pecos Valley 164 
St. Joseph & Grand Island 252 
St. Louis, Avoyelles & Southwestern 36 
St. Louis & Hannibal 104 
St. Louis Southwestern 1,227 
Salt Lake & Mercur 8 
San Antonio & Golf 28 
San Pete Valley 43 
Sedalia, Warsaw & Southwestern 42 
Stuttgart & Arkansas River 41 
Texas & Pacific 1,496 
Texas, Sabine Valley & Northwestern 40 
Toledo, Peoria & Western 244 
Union Pacific, Denver & Gulf 888 
Union Pacific system 3,031 
Utah Central 32 
Velasco Terminal 20 
Wabash system 1,990 
White & Black River Valley 66 
Wichita Valley 51

Pacific Fruit Express Co. (Salt Lake City, UT ) Pacific Fruit Express was, at one time, the world's largest refrigerator car owner/operator in 
the world. [6] In total, it owned about 40,000 cars. By 1970, it handled 25% of the nation's 
perishable produce. [8] PFE was larger than Fruit Growers Express (FGE),Santa Fe 
Refrigerator Despatch (SFRD), American Refrigerator Transit (ART) and others. By 1970, it 
handled 25% of the nathion's perishable produce. (Ref 5, pp 7) It was also the largest 
producer of ice in the world in the 1920s. [9]

Pacific Great Eastern Railway (Vancouver, BC Canada) 1,100 2.2% The Pacific Great Eastern was the third largest railroad in Canada.
Pacific Harbor Line (Los Angeles (Port of), CA ) 59 Pacific Harbor Line, Inc. provides rail transportation, maintenance and dispatching services to 

the Ports of Long Beach and Los Angeles, which together form the largest container port in 
the United States. PHL provides rail switching services for nine on-dock intermodal terminals 
and provides dispatching services for about ninety intermodal or unit trains per day. Pacific 
Harbor Line handles 140 Intermodal Trains per day. [2]

Pacific National (Australia) Pacific National is one of Australia's largest rail freight businesses. 
Pacific Railroad (St. Louis, MO ) 440 The Pacific Railroad was the first railroad to operate west of the Mississippi River, from St. 

Louis, in 1852. It was the first railroad chartered to create a Transcontinental Railroad, linking 
St. Louis with San Francisco.

Pacific Railroad (Buenaventura, Colombia) The Pacific Railroad became the largest railroad in Columbia. The railroad was organized to 
connect Buenaventura, on the Pacific Ocean, with Cali. The original line was 107 miles long, 
and required 15 tunnels, and 103 bridges.

Pacific Railroad of Mexico (Nogales, MX Mexico) 1,307 This railroad was transferred to Ferrocarriles Nacionales de Mexico, becoming the Pacific 
Region (Region Pacifico) for that railroad in 1988.Pacific Railway & Navigation Co. (Tillamook, OR ) 101 The PR&N was built to haul logs to the lumber mills and finished lumber to connections with 
the Southern Pacific. It built more than 60 bridges to complete its line. Nehalem became an 
important location on the railroad: "It was the hottest spot north of Bay City". [1] The railroad 
made possible the building of the Whitney Company saw mill at Garibaldi and other mills at 
Cochran, Timber, and Tillamook. [3] 
Tillamook is located on the Pacific Ocean and Hillsboro is 15 miles west of Portland.

Pacific Spruce Corporation; Pacific Spruce Northern RR (Toledo, 
OR )

7 3.0% The Pacific Spruce Corporation was organized to purchase from the U.S. Government, the 
U.S. Pacific Spruce Production Corporation Lumber Mill and railroad at Toledo, OR. 
 
The C.D. Johnson Lumber Company was organized at the same time as the Pacific Spruce 
Corporation (see U.S. Spruce Production Corporation) to sell the products of the Pacific 
Spruce Corporation.  
 
The Pacific Spruce Northern Railway was organized to purchase a section of railroad running 
north  from Depot Slough, near the mill of the Pacific Spruce Corporation at Toledo, OR  The 
railroad was organized on March 3, 1923. 

Pacific Surfliner (San Diego, CA ) 350 The Pacific Surfline is an Amtrak rail service that is funded by the State of California (Division 
of Rail of the California Department of Transportation).  
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Pajaro Valley Consolidated Railroad (Watsonville, CA ) 32 In 1888, Spreckels established the Western Beet Sugar Company in Watsonville, which was 
at that time the largest beet sugar factory in the U.S. By 1890, Spreckels' main growing 
operations had shifted to the Salinas Valley, so he built the 42-mile narrow gauge Pajaro 
Valley Consolidated Railroad to ship his sugar beets from the fields near Salinas to 
Watsonville

Pakistan Railways (Pakistan) 4,841 The Pakistan Railway system operated a mix of narrow gauge and wide gauge lines up until 
the 2000s, when most of the narrow gauge lines were converted to 5'6" broad gauge. Palouse River & Coulee City Railroad (Wallula, WA ) 420 The Palouse River and Coulee City (PCC)  is the second largest rail system in the state, and 
consists of three separate railroads located in Spokane, Lincoln, Grant, and Whitman 
Counties. 

Pan Am Railways (Mattawamkeag, ME ) 1,166 Pan Am Railways operates lines formerly owned by the Boston & Maine,the Maine Central, 
the Portland Terminal and Springfield Terminal Railways. It operates three main lines, with 
Boston as a hub, using trackage rights to Boston; (a) Lowell, MA to Mattawamkeeg, ME, via 
Dover, Portland, Waterville, and Bangor, with trackage rights extending to St. John, NF; (b) the 
second line begins at Lowell, MA, and runs west through Ayer, Fitchburg, Deerfield, the 
Hoosac Tunnel, Mechanicville, NY, ending at Rotterdam Junction, NY.; and (c) Lowell, MA to 
Nashua, NH, where the line splits: one going to Concord, NH, and the other to Wilton, NH.

Pan Handle & Santa Fe Railway (Amarillo, TX ) 1,879 The Santa Fe incorporated the Panhandle and Santa Fe Railway to consolidate its trackage in 
west Texas The line through Pampa, Amarillo, and Hereford became part of the Santa Fe's 
route from Chicago to California. Though many corporations were formed to construct these 
lines, the GC&SF and P&SF were the major subsidiaries of the Santa Fe in Texas.   A 
controlling interest in an affiliated road, the Pecos River Railroad, which ran between Clovis, 
NM and Pecos, TX was owned/controlled by the Santa Fe, which acquired its ownership 
control on April 24, 1901. Subsequently, on July 1, 1913, the Santa Fe leased its controlling 
interest to the Panhandle & Santa Fe.  The Santa Fe filed an application with the Interstate 
Commerce Commission in early 1963 to merge its two Texas operating railroads, the Gulf, 
Colorado & Santa Fe, and the Pan Handle & Santa Fe Railway, into the Santa Fe. The ICC 
approved the merger on March 2, 1965, and the merger was completed on August 1, 1965.  
Leases the Following: Pecos River Railroad; North Texas & Santa Fe Railway; South Plains & 
Santa Fe Railway;  Clinton-Oklahoma-Western Railroad of Texas; Kansas City, Mexico & 
Orient Railway of Texas;  North Plains & Santa Fe Railway; Pecos & Northern Texas Railway.  
Operated Elkhart & Santa Fe Railway

Paris Métro (Paris, France) 136 The Paris Metro is the second-busiest subway system in Europe, after Moscow.
Paris-Orleans Railway (Paris, France) 4,840 From 1852 to 1934, the Paris-Orleans Railway was the second largest French private railway. 

From the Gare d'Austerlitz in Paris, the network extended over the territory from the Loire and 
Garonne to Orléans and Tours. From there, the branches led to Vendôme, Le Mans, the 
Atlantic coast of Angers, Nantes, St Nazaire to Landerneau, south of Villefranche, Clermont-
Ferrand and Toulouse, south-west of Poitiers and Angoulême to Bordeaux.

Paris, Lyons & Mediterranean Railway (Paris, France) 6,960 The PLM was the largest railway system in France (prior to the creation of SNCF). [2]
Parmelee Tranfer Company (Chicago, IL ) Franklin Parmelee founded the Parmelee Transfer Company in 1853, to provide passenger 

"taxi" service between all of Chicago's eight railroad terminals. At the time the company was 
founded, there was no organized method of transferring passengers and baggage from one 
railroad station to another. Parmelee conceived the idea of providing a "full service transfer", 
in which an agent would meet the train when it arrived in the city, and would arrange for the 
passenger's baggage to either accompany the passenger, or to be forwarded to the 
passenger's destination. His service began by providing horse drawn carriages for his 
passengers, and horse drawn baggage wagons for the baggage. Eventually, the firm had 
offices in all of Chicago's railroad stations, and would sell the passenger tickets and check 
baggage to any point in the United States, Canada and Mexico. By providing a full, reliable 
service, the Parmelee Transfer Company grew to be the largest of its kind in the Chicago 
area, and became a "national landmark" for that city.

Paterson & Hudson River Rail Road (Jersey City, NJ ) 14 The Paterson & Hudson River Rail Road was one of the first railroads to begin operating in 
the U.S.Path Valley Railroad (New Germantown, PA ) 0 4.0%

Patriot Rail Corp. (Boca Raton, FL ) 630 Patriot Rail Corp. is a short line and regional freight railroad holding company based in Boca 
Raton, Florida. The Company is led by Gary O. Marino, former Chairman, President and CEO 
of RailAmerica, Inc. The company was started in 2006 by RailAmerica co-founders Gary 
Marino and John Marino.  The company owns or operates the following railroads:   • 
Tennessee Southern Railroad  • Butte, Anaconda and Pacific Railway  • Utah Central Railway  
• Sacramento Valley Railroad  • Louisiana and North West Railroad  • Temple and Central 
Texas Railway  • DeQueen and Eastern Railroad/Texas, Oklahoma and Eastern Railroad  • 
Golden Triangle Railroad  • Columbia and Cowlitz Railway/Patriot Woods Railroad  • Piedmont 
and Northern Railway  The following railroad are no longer listed on the Patriot Rail website 
owing to its loss of its interchange connection.   • Mississippi and Skuna Valley Railroad  
Patriot Rail was sold to SteelRiver Infrastructure Partners in 2012   

Patton Motor Car (Chicago, IL ) The Patton Motor car was the first gasoline powered electric driven rail car in the U.S.
Paul & Beggs (Paterson, NJ ) Paul & Beggs is believed to be the first company to build locomotives in Paterson.
Peak Tram (Hong Kong, China) 1 1,300 25.7% The Peak Tram is a funicular railway in Hong Kong, which carries both tourists and residents 

to the upper levels of Hong Kong Island. Running from Garden Road Admiralty to Victoria 
Peak via the Mid-Levels, it provides the most direct route and offers good views over the 
harbour and skyscrapers of Hong Kong. Operated since 1888, it was the first funicular railway 
in Asia. he Peak Tram is owned and operated by Hongkong and Shanghai Hotels (HSH), the 
owner of Hong Kong's Peninsula Hotel along with other properties. The line, along with HSH's 
Peak Tower leisure complex at the line's summit, is promoted using the brand The Peak.[

Peerless Tank Line (Cleveland, OH ) Operated in the 1880's.
Peking–Kalgan Railway (Beijing, China) 518 The Imperial Peking–Kalgan railway was the first railway designed and built by Chinese. 
Peninsular Car Company (Detroit, MI ) The Peninsular Car Company was incorporated by four Detroiters--James F. Joy, Russell A. 

Alger, Christian H. Buhl, and Allen Shelden. The new company bought  the former Russel 
Wheel & Foundry building along the Detroit River between Walker and Adair Streets. At the 
beginning the factory could produce fifteen cars each ten-hour work day. Peninsular also 
bought Henry Angell’s Adrian Car Company, idle since the Panic of 1873, and resumed 
production there in December 1880. Operations continued in Adrian until its work was 
consolidated into Peninsular’s Detroit shops in 1884.  The Adrian consolidation and the 
increased business required that Peninsular build a new and larger factory on the north side 
of East Ferry Street, a short distance south of Milwaukee Junction. Shortly after opening the 
new plant, the financial panic in May of 1884 dramatically slowed the flow of orders. Then, in 
September of 1884, a fire destroyed the foundry, and two years later both the Peninsular and 
Michigan Car companies faced their first labor strike. The company, however, quickly rebuilt 
its sales, and in 1890, had a production capacity of 9,000 freight cars per year.  The 
Peninsular Car Company was consolidated with the Michigan Car Company on September 
1892 to for the Michigan-Peninsular Car Company. The Financial Panic of 1893 again resulted 
in a severe deterioration of the business, forcing the company to reduce its workforce of more 
than 4,500 workers, to only 450. The company was then sold to the newly formed American 
Car and Foundry Company in March 1899.

Peninsular Railway (San Jose, CA ) 91 7.5%  
The Peninsular Railway was an interurban electrified railway in the U.S. State of California in 
the United States of America. It served the area between San Jose, Los Gatos, and Palo Alto, 
comprising much of what is today known as "Silicon Valley". For much of its existence it was a 
subsidiary of the Southern Pacific Railroad. 
 
The Peninsular Railway was incorporated in January 1906 as a subsidiary of the Southern 
Pacific in response to calls for an interurban line from San Francisco to San Jose. In addition 
to the line to Los Gatos, branches were also planned to extend to Alviso, Oakland and Lick 
Observatory. However, due to the Colorado River flood of 1905 (which created the Salton 
Sea), many of the rails to be used for this construction had to be rushed to the Imperial Valley 
to rebuild the Southern Pacific line between Los Angeles and Yuma, Arizona. Therefore, only 
the lines connecting San Jose, Palo Alto and Los Gatos were constructed, and interurban 
service did not exist between Palo Alto and San Mateo. Another attempt to complete this line 
came in the next decade, but construction was again delayed by a scarcity of steel rails, this 
time due to World War I. 
 
By 1920, the sixty-eight-mile system had several main tracks: 
 
- San Jose to Monta Vista via Stevens Creek Road (now Stevens Creek Boulevard) 
 
- San Jose to Los Gatos, via several county roads and San Jose-Los Gatos Road (now 
Bascom Avenue and Los Gatos Boulevard) 
 
- Meridian Corners (what is now the junction of Stevens Creek Boulevard and Saratoga 
Avenue) to Los Gatos, via Saratoga-Santa Clara Road (now Saratoga Avenue) and Saratoga-
Los Gatos Road, with a branch from Saratoga to Congress Springs 
 
- Vasona Junction (near what is now the intersection of Highway 85 and Winchester 
Boulevard) to Palo Alto, along current Southern Pacific track, Foothill Expressway, and a route 
parallel to Page Mill Road, with a branch to Stanford University. (This route, the so-called 
"Mayfield cutoff", was also used by Southern Pacific starting in 1908 as part of its steam train 
passenger service between San Francisco and Santa Cruz.) 
 
By 1931, the system was operating 34 streetcars on 91.1 miles (146.6 km) of track. 
 
Electric passenger service between San Jose and Palo Alto began on March 5, 1910 and 
ended on October 1, 1934.

Penn Central Transportation Company) 20,372 The merger of the Pennsylvania Railroad, and the New York Central Railroad created the 
largest railroad, by mileage, in the eastern U.S. It operated 35% of the country’s passenger 
trains, and 66% of the rail service east of the Mississippi River. (Ref 6)

Penn Gas Coal Co. (Philadelphia, PA )
Pennsylvania Company (Pittsburgh, PA ) 1,750 The Pennsylvania Company was organized by the Pennsylvania Railroad to simplify the 

management of its railroad lines west of Pittsburgh. These lines became known as the 
Pennsylvania Lines West of Pittsburgh, and included the Pittsburgh, Ft. Wayne & Chicago, the 
Toledo, Columbus & Ohio River, the Cleveland, Akron & Cincinnati, the Cleveland & 
Pittsburgh, and the Pittsburgh, Cincinnati, Chicago & St. Louis Railway. Operation of the 
Company began on April 1, 1871, on which date the Pennsylvania Railroad assigned to it 
leases of the properties of the Pittsburgh, Ft, Wayne and Chicago and the Erie and Pittsburgh 
Railroads.

Pennsylvania Northeast Regional Railroad Authority (Carbondale, PA ) 100 The Pennsylvania Northeast Regional Railroad Authority resulted from the merger of the 
former Monroe County Railroad Authority and the Lackawanna County Railroad Authority.   
The goal of regionalizing the rail assets of Northeastern Pennsylvania came to a successful 
fruition with the creation of the Pennsylvania Northeast Regional Railroad Authority (PNRRA) 
in May 2006.  This regional rail system stretches from Carbondale to Scranton through the 
Pocono region all the way to East Stroudsburg and the Delaware Water Gap.  This efficient 
100 mile regional rail system operates freight and passenger service in four counties in 
northeast Pennsylvania and has been very successful in locating new rail dependent 
industries in Monroe and Lackawanna Counties which have created hundreds of new jobs for 
the region.   The rail freight services over the regional system are provided by the private 
common carrier rail operator, the Delaware-Lackawanna Railroad Co., Inc. (DLRR), under 
contract with the PNRRA who owns the rail assets and properties.  The Rail Authority and the 
DLRR work closely together to market the region and our regional industries to the global 
economy in order to help existing industries expand and to attract new rail dependent 
industries to locate in Northeastern Pennsylvania.  Examples of a major new industry that the 
Rail Authority helped locate in our region was the $40+ million flour mill in Mt. Pocono.  We 
currently serve about 25 active rail industries in our region and are currently working with 
several new rail dependent industrial prospects for our region.  The long term goals of the 
PNRRA are to continue to be a major economic development force in Northeast Pennsylvania 
and to continue to solicit, market and expand new industries along our 100 mile regional rail 
network.     Another major goal of PNRRA is to successfully complete the restoration of rail 
passenger commuter service between Scranton, the Pocono Region, New Jersey and New 
York City.  The PNRRA currently is the project sponsor of this vital project in Pennsylvania and 
in partnership with New Jersey Transit, the project sponsor in New Jersey, we are advancing 
this Bi State Project on an expeditious schedule.    

Pennsylvania Railroad (New York, NY ) 11,991 During the 19th cenutry, the Pennsylvania railroad was the largest corporation in the world. "In 
1900, the Pennsylvania RR employed over 100,000 and its operating budget was second only 
to the Federal Government" (from "Rise and Fall of Penn Station"). During the 1920s it 
advertised that "The PRR carried 20% of all rail passengers in America". in the 1920s, it 
carried nearly three times the traffic as other railroads of comparable length.

Pennsylvania Tank Car Co. (Sharon, PA )
Pennsylvania Tank Line (Pittsburgh, PA ) The Pennsylvania Tank LIne was a subsidiary of the Pennsylvania Tank Car Company, and 

operated tank cars manufactured by its parent.Pennsylvania-New York Central Transportation Co. (Philadelphia, PA ) 20,372 The Pennsylvania-New York Central Transportation Co. is the legal name of what became the 
Penn Central in 1969. At the time of the merger, the combined Penn Central was the largest 
railroad in the country, and was the 13th largest corporation in the country. 

Pennsylvania, Ohio & Detroit Railroad (Cincinnati, OH ) 752 The Pennsylvania, Ohio & Detroit Railroad was formed by the Pennsylvania Railroad to 
consolidate its various interests in Ohio. The consolidated rail network ran from Cincinnati to 
Dayton, Ohio;  Hudson to Columbus, Ohio; Sandusky to Columbus, Ohio; Carleton to Ecorse, 
Michigan; the Marietta and Strasburg Branch; Zanesville Branch; and trackage in Toledo, 
Ohio. The Consolidation, January 1, 1926 of: Pennsylvania-Detroit Railroad. Cincinnati, 
Lebanon & Northern Railway. Cleveland, Akron & Cincinnati Railway. Toledo, Columbus & 
Ohio River Railroad. Manufacturer's Railway of Toledo. Leased to Pennsylvania Railroad for 
999 years from December 10, 1925. M1975 This Company was a consolidation, 1925, of the 
following: Cleveland, Akron & Cincinnati Railway. Toledo, Columbus & Ohio River Railroad. 
Cincinnati, Lebanon & Northern Railway.

Pennsylvania, Poughkeepsie & Boston Railroad (Slatington, PA ) 97 The Pennsylvania, Poughkeepsie & Boston Railroad was noted for its construction of the 
Poughkeepsie Bridge across the Hudson River, linking Poughkeepsie, on the west side of the 
Hudson, with Highland on the east. The bridge, which opened Jan 1, 1889,  became an 
important alternate crossing of the Hudson for many years after, until it was taken out of 
service on May 8, 1974, following a fire.

Pensacola & Atlantic Railroad (Pensacola, FL ) 160 The Pensacola & Atlantic Railroad was built by the L&N to connect the L&N with other 
railroads east of the Apalachicola River in northern Florida and southern Georgia. It became a 
very important link in the Louisville & Nashville network.

Pere Marquette Railway (Chicago, IL ) 2,351 In 1906, the Pere Marquette Railway was the largest railroad in Michigan. [9] Although it 
operated primarily in Michigan, it had  trackage in the states of Michigan, Ohio, Indiana and 
the Canadian province of Ontario. Its primary connections included Buffalo; Toledo; and 
Chicago. [11]

Perley & Crockett Company Railroad (Black Mountain City, NC ) 21 5.2% Corporate or commonly used name: Mount Mitchell Railroad
Perley A. Thomas Car Company (High Point, NC ) An builder of streetcars.  After Southern Car Company discontinued its manufacturing 

business, the High Point manufacturing plant was purchased by the Perley A. Thomas Car 
Works, which continued production until 1930. Apparently, the manufacturing plant was 
relocated to Memphis, TN at some point  
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
Perley A. Thomas Car Works, Inc. was a 20th-century builder of wooden and steel streetcars, 
based in High Point, North Carolina in the United States. It was named for its founder, Perley 
A. Thomas. Thomas had been employed by Southern Car Works in High Point, then formed 
his own company when Southern went out of business. 
 
The company built many of the wooden electric overhead-trolley powered streetcars used 
throughout the United States primarily in the first half of the 20th century. Known for their 
workmanship and durability, some of the cars built by Perley A. Thomas Car Works in the 
early 1920s are still operating today in New Orleans. Thomas based the design of these cars 
on New Orleans' first order for double-ended, double-trucked, arch-roofed electric streetcars, 
the 400-series from Southern Car Works. 
 
A famous Tennessee Williams play and later film of the same name was set in New Orleans, 
Louisiana where Perley A. Thomas streetcars were operated on the Desire line around the 
period of 1947 in which the story was set, hence the name: A Streetcar Named Desire. 
 
The Perley A. Thomas Car Works was reorganized as Thomas Built Buses, Inc., and became 
one of the three principal builders of large school buses in the United States by the end of the 
20th century. It is still based in High Point, and is part of Freightliner Trucks of Daimler AG. 
 
Perley A. Thomas, who died in 1958, was inducted into the North Carolina Hall of Fame. 
 
Perley Thomas cars continue to run on New Orleans' historic St. Charles Avenue Streetcar 
line, and have "filled-in" for the Von Dullen Canal Street cars damaged in Hurricane Katrina. 
New Orleans Regional Transit Authority, the operator of the streetcars in New Orleans, 
maintains a parts shop that is capable of producing a fully functional replica of a Perley A. 
Thomas streetcar from scratch, in order to maintain the cars and make replacement parts for 
them. The shop, in fact, produced the Thomas replicas used on the Canal Street Line and the 
Riverfront Line. 
 
A few Perley Thomas cars have been preserved outside of New Orleans. Examples include 
New Orleans Public Service car #836 at the Connecticut Trolley Museum, #966 at the 
Seashore Trolley Museum, #832 at the Pennsylvania Trolley Museum and #850 at the Shore 
Line Trolley Museum. Two cars, Car #913 and Car #952, are preserved in San Francisco's F 
Market & Wharves line. Car #913 is currently undergoing restoration. 
 

PeruRail (Matarani, Arequipa, Peru) 14,150 It is the third highest railway in the world after the Qinghai–Tibet Railway to Tibet and the 
FCCA line Lima Huancayo..Peruvian Central (Callao, Peru) 303 15,865 Since 1999, the Central Railway is managed by the private enterprise “Ferrocarril Central 
Trasandino” for having a contract with the Peruvian State, this enterprise transports minerals 
prevenient from the most important mining centers located in Lima and Pasco departments. 

Petersburg Railroad (Petersburg, VA ) 61 The Petersburg Railroad was the oldest predecessor of the Atlantic Coast Line Railroad. It 
was the first railroad to operate in North Carolina, and was the first railroad to be chartered for 
interstate railroad use.

Phelps Dodge Morenci Mine Industrial Railroad (Morenci, AZ ) 15 4.0% Phelps Dodge states that its Morenci Mine is North America’s leading producer of copper.
Philadelphia & Camden Ferry Company  (Philadelphia, PA ) 15 The Philadelphia & Camden Ferry Company operated an important ferry service between 

these two cities. It was the Pennsylvania Railroad's connection with Camden..Philadelphia & Reading Coal & Iron Company  (Locust Summit (Mt. 
Carmel), PA )

The Philadelphia and Reading Coal and Iron Company, a subsidiary of the Philadelphia and 
Reading Rail Road, was founded in 1871 to allow its parent corporation to control the 
transportation and pricing of anthracite coal mined in eastern Pennsylvania. The Philadelphia 
& Reading Coal & Iron Company purchased & operated Coal Properties for Philadelphia & 
Reading Railroad.  Chartered as Laurel Run Improvement Company, May 18, 1871, for the 
purpose of acquiring and operating the coal properties with Philadelphia & Reading Railroad 
was connected. Present name adapted, December 12, 1871. Sold under Foreclosure 
September 23, 1896, and purchased by the Philadelphia & Reading Railroad, conveyed to 
Reading Iron Company. Controlled by Reading Company through ownership of of the capital 
stock.  This property was conveyed to the National Company, which on December 7, 1896, 
changed it's name to Reading Company.

Philadelphia & Reading Railroad (Philadelphia, PA ) 2,427 In 1871, the railroad was the largest corporation in the world. At one time, the railroad owned 
or controlled 63% of all of the unmined anthracite coal in Pennsylvania. Prior to World War II, 
it was one of the most prosperous corporations in the United States. It purchased in 1871 
what quickly became the largest coal mine in the world at Locust Summit, PA. The railroad 
was organized to build a route to carry anthracite coal from upper Schuylkill Valley mining 
areas to Philadelphia's ports. [9]

Philadelphia & Trenton Railroad (Philadelphia (Kensington), PA ) 30 The Philadelphia & Trenton Railroad was organized to lay tracks on the historic Lower Trenton 
Bridge, which connected Trenton and Philadelphia across the Delaware River. The bridge was 
opened in 1806, and had been purchased by the Camden & Amboy Railroad. The bridge was 
strategically important, as it connected the New York/New Jersey area (northern terminus of 
the Camden & Amboy) with Trenton and Philadelphia. The Camden & Amboy then purchased 
the Philadelphia & Trenton, putting an end to the latter's plans.

Philadelphia Car Works, J.G. Brill Co.. (Philadelphia, PA ) 1883 annual capacity of 700 streetcars, 500 freight cars, 100 passenger cars. Listed in 1890 
Directory of Iron & Steel Works in the U.S. and Canada, with same production capacity as 
1883.  Operated as a corporation related to, but separate from the J.G. Brill Company.

Philadelphia Company (Pittsburgh, PA ) 640 The Philadelphia Company was organized as a natural gas utility in 1884. In October, 1899, it 
entered the street railway industry, and purchased the United Traction Co, by an exchange of 
stock. Since that time, it purchased a number of street railways in Pittsburgh, Allegheny, 
McKeesport and the vicinity. It's holdings in 1902 included:  Allegheny, Bellevue & Perryville 
(all capital stock)* Beaver Valley Traction (all capital stock)* Consolidated Traction Co. (92% of 
capital stock)* East McKeesport Street Ry Monongahela Street Railway Morningside Electric 
Street Ry (all capital stock)* Mt. Washington Street Ry (all capital stock)* Pittsburg & Beaver 
Street Railway Pittsburg & Birmingham Traction Co. Pittsburg & Castle Shannon Railroad 
Pittsburg & Charleroi Ry (all capital stock)* Pittsburg Railways (all capital stock) Suburban 
Rapid Transit Street Railway Tustin Street Ry United Traction Co of Pittsburg (virtually all 
capital stock)* Washington & Cannonsburg Ry (all capital stock)* (purchased Jan 1, 1909)  * 
on January 1, 1902, the Pittsburg Railways assumed control, under an operating contract, of 
all the street railways owned by the Philadelphia Co. 

Philadelphia, Baltimore & Washington Railroad (Philadelphia, PA ) 717 The Philadelphia, Baltimore and Washington Railroad was an important component of the 
Pennsylvania Railroad (PRR) system between Philadelphia and Washington.. Its 131-mile 
main line ran from Philadelphia to Washington and is now part of the Northeast Corridor, 
owned by Amtrak.

Philadelphia, Germantown & Norristown Railroad (Philadelphia, PA ) 24 The Philadelphia, Germantown & Norristown Railroad was one of the oldest railroads in this 
country. It was the first to be built in Philadelphia.Philadelphia, Wilmington & Baltimore Railroad (Philadelphia, PA ) 669 The Philadelphia, Wilmington & Baltimore Railroad was the first railroad to build a line south 
from Philadelphia into the South (Maryland was a "border state" and was considered part of 
the south when this railroad was constructed). It became part of the important Pennsylvania 
Railroad line between Philadelphia and Washington.

Philippine National Railways (Philippines) 659 The Philippine National Railways (Filipino: Pambansang Daambakal ng Pilipinas), or P.N.R, is 
a state-owned railway company in the Philippines, operating a single line of track on Luzon. 
As of 2010, it operates one commuter rail service in Metro Manila and a second in the Bicol 
Region. PNR restored its intercity service to the Bicol region in 2011. The Bicol Express and 
Isarog Express are scheduled to run daily between Manila and Ligao but as of September 
2013 the trains were suspended. 
 
PNR began operations on November 24, 1892 as the Ferrocarril de Manila-Dagupan, during 
the Spanish colonial period, and later becoming the Manila Railroad Company (MRR) during 
the American colonial period. It became the Philippine National Railways on June 20, 1946 by 
virtue of Republic Act No. 4156. The PNR is an agency of the Department of Transportation 
and Communications. 
 
PNR used to operate over 479 km (298 mi)[citation needed] of route from La Union up to 
Bicol. However, continued neglect in past decades reduced PNR's efficiency and railroad 
coverage. Persistent problems with informal settlers in the 1990s contributed further to PNR's 
decline. In 2006, Typhoons Milenyo and Reming caused severe damage to the network, 
resulting in the suspension of the Manila-Bicol services. 
 
In 2007 the Philippine government initiated a rehabilitation project aiming to remove informal 
settlers from the PNR right-of-way, revitalize commuter services in Metro Manila, and restore 
the Manila-Bicol route as well as lost services in Northern Luzon. In July 2009, PNR unveiled 
a new corporate identity and inaugurated new rolling stock. 
 
History 
 
On June 25, 1875, under a royal decree issued by King Alfonso XII of Spain, the required 
Inspector of Public Works of the Philippine Islands was requested to submit a railway system 
plan for Luzon. The plan, which was submitted five months later by Don Eduardo Lopez 
Navarro, was entitled Memoria Sobre el Plan General de Ferrocarriles en la Isla de Luzón, 
and was promptly approved. A concession for the construction of a railway line from Manila to 
Dagupan was granted to Don Edmundo Sykes of the Ferrocarril de Manila-Dagupan on June 
1, 1887. The Ferrocarril de Manila-Dagupan which constitutes much of the North Main Line 
today, began construction in July 31 1887 with the laying of the cornerstone for Tutuban 
station. The railway was 195 kilometers (120 miles) long at the time of its opening on 
November 24, 1892, running from Manila to Dagupan City in Pangasinan. 
 
The maiden voyage of the Bicol Express was on September 13, 1931. The track from 
Dagupan to Legaspi was completely connected on May 8, 1938. 
 
Later the Ferrocarril de Manila-Dagupan became the Manila Railway Company Ltd. of 
London. It was nationalized and its assets were acquired by the Philippine government, which 
expanded the rail network, only to have most of those improvements lost during World War II. 
Of the 1,140 route-kilometers (706 miles) before the war, only 452 route-kilometers (280 
miles) were operational after it. The extensive damage to the system took several years to 
repair. During the 1950s the Manila Rail Company fleet of trains was converted from steam to 
diesel engines. The Manila Railway Company was given a new charter under Republic Act 
No. 4156, and the company changed its name to Philippine National Railways. 
 
Natural calamities such as the 1973 and 1975 floods disrupted services and forced the 
closure of several parts of the main lines. On July 23, 1979, President Ferdinand Marcos 
issued Executive Order No. 546, which designated the Philippine National Railways as an 
attached agency of the Department of Transportation and Communications.[3] In 1988, during 
the administration of Corazon Aquino, the North Main Line was closed, with trains unable to 
reach various provinces in the country. Even the South Rail was also closed due to typhoons 
and floods, and the eruption of Mayon Volcano in 1993, in which ash flows and lava destroyed 
the rail line and its facilities. However, jeeps, buses and taxis were popular, and many people 
are swayed from the present service until 2009. The previous administration of Gloria 
Macapagal-Arroyo was actively pursuing the rehabilitation of the Philippine National Railways 
through various investments and projects designed to revive Philippine rail transport, despite 
the numerous problems involved. Total reconstruction of rail bridges and tracks, including 
replacement of the current 35-kilogram (77-pound) track with newer 50-kilogram (110-pound) 
tracks[6] and the refurbishing of stations, were part of the rehabilitation and expansion 
process. The first phase, converting all the lines of the Manila metropolitan area, were 
completed in 2009. On July 14, 2009, Philippine President Gloria Macapagal-Arroyo presided 
over the launch of the new diesel multiple-units of the Philippine National Railways. As part of 
its new image, a new brand name, PNR Filtrack was added. 
 
The San Cristobal bridge in Calamba, Laguna was rebuilt in May, 2011. The Bicol Express 
train service was inaugurated on June 29, with a maiden voyage between Manila and Naga 
City plus a return trip back to the terminus on July 1. This inaugural trip was marred by the 
collapse of the embankment at Malaguico, Sipocot. It was discovered before the train passed 
through and was repaired. The restored Bicol Express intercity service is offered nowadays on 
a daily basis, running mostly during night time. 
 
The PNR currently operates in the Manila metropolitan area and the provinces of Laguna, 
Quezon, Camarines Sur(Naga City) and Albay. In the past, the PNR also used to serve the 
provinces of Bulacan, Pampanga, Tarlac, Nueva Ecija, Pangasinan and La Union on the North 
Main Line, and Batangas on the South Main Line. 
 
¥ June 25, 1875 - King ALFONSO XII of Spain promulgates the Royal Decree directing the 
Office of the Inspector of Public Works of the Philippines to submit a general plan of railroad in 
Luzon 
 
¥ February 5, 1876 - Don Eduardo Lopez Navarro of Public Works submits his Memoria 
Sobre el Plan General de Ferro-Carilles en Isla de Luzon, a very comprehensive and detailed 
study of railroad exploitation 
¥  
¥ November 1, 1883 – the study of the first railroad project between Manila and Dagupandone 
by Antonio delaCamara is appoved 
¥  
¥ January 1, 1887 – Royal Decree grants Mr. Edmund Syker the concession to the original 
plan as approved 
¥  
¥ July 8, 1887 – the concession is transferred to Don Carlos E. Bertodano representing the 
Manila Railroad Company (MRRCo) 
¥  
¥ July 31, 1887 – construction of the Manila-Dagupan railroad is started 
¥  
¥ March 24, 1891 – the first section of the railroad from Manila to Bagbag (about 45 kms) is 
completed and put to commercial operations 
¥  
¥ November 24, 1892 – the entire line from Manila to Dagupan, with a total length of 195.4 
kms, is completed and put into commercial operations 
¥  
¥ November 1896 – the Philippine revolution against the Spanish Government breaks out, 
interrupting railroad traffic at various points 
¥  
¥ August 13, 1898 – the railway operations is resumed only to be interrupted again one year 
after when the Philippine-American War breaks out 
¥  
¥ April 20, 1900 – the US military authorities returned the railroad to its owner 
¥  
¥ July 1, 1902 – the US Congress authorizes the Philippine Government to grant franchise 
and concession for the construction of public utilities and services 
¥  
¥ December 8, 1902 – the first Railroad Legislation Act (Philippine Commission Act No. 554) 
is passed granting the MRRCo the right to construct branch lines 
¥  
¥ July 7, 1906 – Philippine Commission Act No. 1510 is enacted giving the concession of the 
railway to Speyer and Co. with Mr. Horace Higgins as General Manager 
¥  
¥ February 4,1916 – By authority of Philippine Legislature Act No. 2574, former Governor 
General Harrison negotiates the acquisition of the MRRCo by the Philippine Government 
¥  
¥ January 1917 – the acquisition of the MRRCoby the Philippine Government is 
consummated and the final transfer of ownership effected 
¥  
¥ January 31, 1938 – the first Bicol train is put into operation 
¥  
¥ May 8, 1938 – the unified system of railroad from San Fernando, La Union in the North to 
Legazpi in the South is formally inaugurated 
¥  
¥ 1942 – 1945 – the railway comes under the control of the Imperial Japanese Army 
¥  
¥ February 1, 1946 – the US Army restores the control of the railway to the Commonwealth 
Government 
¥  
¥ 1954 – 1956 – Dieselization period of the railroad 
¥  
¥ June 20, 1964 – Republic Act No. 4156 is enacted. It changes the corporate name of 
MRRCo to Philippine National Railways (PNR) 
¥  
¥ August 20, 1971 – Republic Act No. 6366 is passed amending the PNR Charter 
¥  
¥ January 26, 1973 – PNR is placed under the Civil Service Commission by virtue of PD No. 
110 
¥  
¥ July 3, 1975 – PD 741 is issued, providing for the strengthening of the financial structure of 
the PNR and expanding its role and participation in the total economic and social 
development of the country 
¥  
¥ July 23, 1979 – by Executive Order No. 546, PNR becomes one of the attached agencies of 
the Ministry of Transportation and Communications, now DOTC 
¥  
¥ August 23, 1989 – the Tutuban Station and part of the railroad yard is leased out for 
shopping mall development.  PNR Management Center transfers to its Training Center site in 
Caloocan City and PNR Operations Center transfers to its railway station in Paco, Manila. 
¥  
¥ February 2, 1992 – PNR inaugurates its first modern maintenance workshop in Caloocan.  
The workshop can accommodate 88 diesel rail car units at any given time 
¥  
¥ February 22, 1992 – PNR acquires six (6) new DEL units from Japan thru the OECF loan 
¥  
¥ June 1992 – the rehabilitation of the Main Line South Project funded by the OECF of Japan 
starts 
¥  
¥ June 26, 1992 – PNR acquires an additional ten (10) new DEL units from Japan thru the 
OECF loan 
¥  
¥ February 21, 1994 – President Fidel Ramos lays the cornerstone for the new Tutuban 
Terminal Building 
¥  
¥ November 30, 1995 – Super typhoon Rosing heavily damages the tracks and bridges 
between Lucena and Naga, suspending train operations.  The line is restored after one year. 
¥  
¥ September 28, 2006 – Typhoon Milenyo damages San Cristobal Bridge and other PNR 
infrastructure in Quezon and Camarines Sur, resulting in the closure of line to long distance 
train operations 
¥  
¥ November 30, 2006 – Typhoon Reming further damages the railroad infrastructure, 
particularly Travesia Bridge in the Ligao-Guinobatan section, and most of the station buildings 
and communication facilities 
¥  
¥ December 22, 2008 – efforts start in the Reopening of the Bicol Line Project 
¥  
¥ June 15, 2010 – President Gloria Macapagal - Arroyo launches the opening of San Cristobal 
Bridge 
¥  
¥ June 29, 2010 – Train coming from Manila reaches Naga Station 

Pike's Peak Cog Railway (Manitou Springs, CO ) 9 14,110 24.0% The Manitou & Pike's Peak Railway operates the world's highest cog railway. The railway 
climbs 8,000 feet and was completed Oct. 20, 1890. Pilatus railway (Obwalden, Switzerland) 3 6,801 48.0% The Pilatus railway is the steepest rack (Cog) railway in the world, with a maximum gradient of 
48% and an average gradient of 35%. Pioneer RailCorp (Peoria, IL ) 675 The Company operates in two business segments,  railroad operations and railroad 
equipment   leasing.   Railroad   operations   are  provided  by  the  Company's wholly-owned  
short  line  railroad  subsidiaries (see list below). The Company's railroad  equipment leasing 
operation provides  locomotives,  railcars and other railroad  related  vehicles and  equipment 
to the Company's  operating  railroad subsidiaries.  In addition,  the Company's  railroad 
equipment leasing operation leases railcars and locomotives to unaffiliated third parties. As of 
2001, it owned  RAILROAD SUBSIDIARIES    Alabama Railroad Co. (ALAB) 60  miles 
Alabama & Florida Railway Co. (AF) 43  miles Decatur Junction Railway Co. (DT) 38  miles 
Elkhart & Western Railroad Co. (EWR) 34  miles Fort Smith Railroad Co. (FSR) 18  miles 
"The Garden City Western Railway, Inc. (GCW)" 40  miles Georgia Southern Railway Co. 
(GS) 74  miles Gettysburg & Northern Railroad Co. (GET) 25  miles Indiana Southwestern 
Railway Co. (ISW) 23  miles Kendallville Terminal Railway Co. (KTR) 1  miles Keokuk 
Junction Railway Co. (KJRY) 141  miles Michigan Southern Railroad Co. (MSO) 63  miles 
Midwest Terminal Railway Company (formerly Rochelle Railroad Co.) (RRCO) (inactive 
subsidiary)   "Minnesota  Central  Railroad Co. (MCTA) (sold May 6, 1999), "   Mississippi 
Central Railroad Co. (MSCI) 62  miles Pioneer Industrial Railway Co. (PRY) 9  miles Ripley & 
New Albany Railroad Co. (RNA) 23  miles Shawnee Terminal Railway Company (STR) 3  
miles Vandalia Railroad Company (VRRC) 3  miles West Michigan Railroad Co. (WMI) 15  
miles     Total 675  miles 

Pittsburg & Shawmut Railroad (Brockway (Erie Junction), PA ) 208 The Pittsburg and Shawmut Railroad is often confused with the similarly named Pittsburg, 
Shawmut and Northern Railroad from which the P&S had its origins. Further adding to the 
confusion is the fact that both were nicknamed the Shawmut Line, both operated in roughly 
the same geographic area, and both used similar diamond logos during their history. In fact 
the two were separate and unrelated companies after their 1916 split. 
 
The main line consisted of approximately 88 miles (140 km) of standard gauge track 
extending from Brockway, Pennsylvania to Freeport, Pennsylvania. The main shops were 
located in Brookville, Pennsylvania. 
 
The Pittsburg and Shawmut Railroad Company began life on July 21, 1903 as the Brookville 
and Mahoning Railroad, leased by the Pittsburg, Shawmut and Northern Railroad. When the 
PS&N declared bankruptcy in 1905, the B&M was spun off into a separate entity and was 
renamed in 1909 due to confusion with the Boston and Maine Railroad's initials. Like its 
parent, the P&S was also financially troubled in its early years. The company struggled until 
corporate fortunes improved with the war mobilization of the 1940s. Coal was the principle 
commodity for the line for its entire existence. Doodlebugs and passenger trains ran on the 
route in the early years but had all been eliminated by 1939. 
 
The company acquired a ten mile (16 km) section of Conrail track running from Sligo to 
Lawsonham in 1989 and reorganized it as the Red Bank Railroad. On December 31, 1991 the 
company purchased about 110 miles (180 km) of "low grade secondary" track from 
Lawsonham to Driftwood, Pennsylvania from Conrail and organized it as the Mountain Laurel 
Railroad. 
 
The Pittsburgh & Shawmut was sold to the Genesee & Wyoming in 1996, and was then 
consolidated into another Genesee & Wyoming railroad, the Buffalo & Pittsburgh on January 
1, 2004.   On December 31, 1991, the company acquired a 110 mile line from Conrail 
(Driftwood to Lawsonham, PA) and renamed it the Mountain Laurel Railroad.  On January 1, 
2004, the Pittsburgh & Shawmut was consolidated and merged into the Buffalo & Pittsburgh 
Railroad. 
 

Pittsburg, Shawmut & Northern Railway (Meadville (Wayland), PA ) 308 The Pittsburg, Shawmut & Northern Railroad linked the coal mines of Elk County, 
Pennsylvania, with markets in Cattaraugus, Allegany, and Steuben Counties in central and 
western New York State. [2]

Pittsburgh & Lake Erie Railroad (Youngstown (Haselton), OH ) 224 Although relatively small (the railroad operated only 1/10th of 1% of the nation's rail mileage in 
1978, it moved a huge amout of tonnage for that distance: over 1% of the nation's tonnage. 
(Ref 3) It hauled so much tonnage in iron ore, steel, bituminous coal, coke. oil, and limestone 
that it became the largest revenue per ton mile railroad that ever operated in America. [4] The 
railroad prospered with the growth of the steel industry, and when the steel industry decline, 
the railroad declined even faster.

Pittsburgh Locomotive & Car Works (Allegheny, PA ) Pittsburgh Locomotive and Car Works was organized in Allegheny City, Pennsylvania in 
August 1865. The shop opened in the fall of 1866, and the first locomotive was finished in 
April 1867. By 1872 the shop had doubled its size, and by the following year, the 326th engine 
was completed. Orders fell off for several years until the company selected D.A. Wightman as 
the new superintendent. Wightman upgraded the plant with new tools, improved methods of 
production and a comprehensive building program. The annual manufacturing capacity was 
increased from 130 locomotives per year to 250 in 1890.  It was merged into the American 
Locomotive Company (ALCO) on  June 24, 1901. Pittsburgh ended all locomotive 
manufacturing in 1919, and the site was closed.

Pittsburgh Railways (Pittsburgh, PA ) 606 The Pittsburgh Railways became the operator of one of the third largest streetcar and 
interurban systems in the U.S. At its peak, Pittsburgh Railways operated 606 miles of trackage 
(1918) over 68 streetcar routes. [4]

Pittsburgh, Cincinnati, Chicago & St. Louis Railway (Pittsburgh, PA ) 1,472 The Pittsburgh, Cincinnati, Chicago and St. Louis Railroad was an important part of the 
Pennsylvania Railroad system. The railroad was commonly called the Pan Handle Route 
(Panhandle Route in later days). Its common name came from its main line, which began at 
Pittsburgh, Pennsylvania, crossed the Northern Panhandle of West Virginia, and continued 
west to Bradford, Ohio, where it split into a northern line to Chicago and a southern one 
through Indianapolis, Indiana, to East St. Louis, Illinois.

Pittsburgh, Ft. Wayne & Chicago Railway (Pittsburgh, PA ) 465 The Pittsburgh, Fort Wayne and Chicago Railway was an important part of the Pennsylvania 
Railroad mainline, extending the PRR west from Pittsburgh, Pennsylvania via Fort Wayne, 
Indiana to Chicago, Illinois. It was constructed to the "Ohio Gauge" of 4'10", which 
necessitated changing cars from the Pennsylvania Railroad at Pittsburgh, to the PFtW&C.

Pittsburgh, Knoxville & St. Clair Electric Railroad (Pittsburgh, PA ) 2 15.5% The Pittsburgh, Knoxville & St. Clair Electric Railroad was one of the earliest electric street 
railways. A licensee of the Daft System, the line struggled with difficult terrain, required 
expensive bridges, and failed financially within just 3 years of opening.  

Pittsburgh, Westmoreland & Somerset Railroad (Ligonier, PA ) 17 12.0%
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Placerville & Lake Tahoe Railroad (Placerville, CA ) 9 5.0% The Placerville & Lake Tahoe Railroad was built as a standard guage line to haul lumber from 
the El Dorado National Forest.  The railroad connected with a branch line of the Southern 
Pacific Railroad at Placerville.   The Placerville & Lake Tahoe Railway was organized by the 
owners of the El Dorado Lumber Company, who began construction in late 1903, and opened 
the line the next year. The 8 mile line climbed 1,200 feet from Placerville on a 3% grade 
(peaking at 5%) over 8 trestles and 72 curves. 

Plant Investment Company) 2,235 The Plant System was the second largest railroad system in the deep south, other than the 
Louisville & Nashville. The Southern Railway had not been organized until after the Plant 
system reached it's peak.

Plasser American (Chesapeake, VA ) Plasser American is a leader in the design and manufacturing of railroad equipment used in 
maintenance and construction of railroad tracks. Its primary products include tampers, balllast 
distribution equipment, ballas cleaning equipment.

Plymouth Locomotive Works (Plymouth, OH ) This company built small, industrial diesel locomotives.  Fate-Root-Heath was formed in 1919 
when Fate joined with Root-Heath in Plymouth, Ohio. A variety of machines were 
manufactured, but locomotives were the primary business. Seeking to diversify their line, the 
company designed a small tractor named the Plymouth. The tractor division was sold by Fate-
Root-Heath management in 1954 to the Plymouth Locomotive Works, which had been 
organized for that purpose. Plymouth Locomotive was purchased by Ohio Locomotive Crane 
in 1999.  
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
All Plymouth locomotives were built in a plant in Plymouth, Ohio until 1997 when the company 
was purchased by Ohio Locomotive Crane and production moved to Bucyrus, Ohio in 1999. 
Production of locomotives has now ceased, and rights to the spare parts business have been 
sold to Williams Distribution. 
 
History 
 
Plymouth locomotives were first built in 1910 by the J. D. Fate Company, which became Fate-
Root-Heath in 1919. The J.D. Fate patent application filed in 1917 shows the engine driving a 
clutch and a continuously variable transmission that allowed varying the speed through zero 
to reverse the locomotive. The output of the transmission drove a transverse jackshaft through 
a chain drive, with additional drive chains to the two driving axles. All early Plymouth 
locomotives used this drive scheme. The Fate-Root-Heath patent application filed in 1925 
shows a far-more conventional 4-speed transmission and reverse gears driving the jackshaft 
and final chain drive to the 2 driving axles. 
 
All early Plymouth locomotives were powered by gasoline-burning internal combustion 
engines, but in 1927 the first diesel was produced. The company changed its name to match 
its locomotive plant in the late 1950s, becoming Plymouth Locomotive Works, changing again 
to Plymouth Industries in the late 1970s. 
 
Production 
 
In 1937, Plymouth constructed prototype short-line railroad locomotives as ran on butane and 
propane, one of each. Plymouth was one of the world's most prolific builders of small 
industrial locomotives, with over 7,500 constructed of which 1,700 are believed to still be in 
active use, some over 50 years old. Almost all Plymouth locomotives were under 25 tons. 
Some of the first gas burning locomotives used Chrysler engines. Plymouth produced 
locomotives in most rail gauges, mostly with mechanical torque converter transmissions. 

Polish State Railways (Poland) 14,558 Polskie Koleje Paƒstwowe SA (PKP SA, English: Polish State Railways, Inc.) is the dominant 
railway operator in Poland. The company was founded when the former Polskie Koleje 
Paƒstwowe state-owned operator was divided into several units based on the requirements 
laid down by the European Union. PKP SA is the dominant company in PKP Group collective 
that resulted from the split, and maintains in 100% share control, being fully responsible for 
management of all of the other PKP Group component companies. The group's organisations 
are dependent upon PKP SA, but proposals for privatisation have been made. 
 
In Poland there are 23,429 kilometres (14,558 mi) of railway tracks managed by PKP SA and 
owned by the state. 
 
Development of current services, infrastructure and high-speed rail 
 
PKP's current plans to develop high-speed rail in Poland call for a "Y" line that will connect 
Warsaw–¸ódê–Kalisz, and then split into two branches, one to Wroc∏aw and another to 
Poznaƒ. The geometric layout of the line will be designed to permit speeds of 360 km/h. 
Construction is planned to begin around 2014 and finish in 2019. In April 2010, the tender for 
a feasibility study was awarded to a consortium led by Spanish company Ingenieria IDOM. 
The feasibility study has been granted ?80 million in subsidy from the European Union.  The 
total cost of the line including construction and train sets has been estimated at ?6.9 billion 
and is planned to be financed partially by EU subsidies. In September 2010, Alstom was 
revealed to have been the sole bidder on a tender for high-speed trainsets. Alstom will supply 
20 New Pendolino trains to PKP Intercity; they will be capable of running international 
services to Germany, Austria, and the Czech Republic using existing infrastructure rather than 
the still planned "Y". The contract for Alstom to then supply and maintain these trains for PKP 
Intercity was signed on 30 May 2011. As part of the deal, Alstom will construct a new rolling 
stock maintenance facility in Warsaw. 
 
In the centre of the city of ¸ódê the "Y" line will travel through an underground tunnel which 
would link two existing railway stations. One of them: ¸ódê Fabryczna would be reconstructed 
as an underground station (reconstruction scheduled to start July 2010). 
 
Since 2009 PKP's subdivision Polskie Linie Kolejowe (Polish Railway Lines) has being using 
the new 'Dworzec Polski' (Polish Station) brand. This branding and its corresponding PR 
campaign 'ROBI SI¢!' (IT'S GETTING READY!) was developed in order to shed more light on 
station redevelopments all around the country. The ethos of the brand essentially requires that 
the station in question be completely transformed to meet the highest modern standards of 
comfort and technical service before being allowed to become a member of the 'Dworzec 
Polski' network. Currently there are 77 stations taking part in the 'ROBI SI¢!' programme, 
amongst which are included the main stations of Warsaw, Katowice, Kraków, Wroc∏aw, and 
Gdynia. 
 
History 
 
Gaining independence on 11 November 1918 allowed Poland to reclaim the former Russian 
and Austrian sectors from military railways. The Railway Department in the Ministry of 
Communication was created and the Polish railways were officially named Polskie Koleje 
Paƒstwowe. 
 
PKP's Pm36 locomotive won a gold medal at the 1937 International Exposition of Art and 
Technology in Paris. 
 
In December 1918, the Great Poland Uprising started. The rebels took over the former 
Prussian sector of railways. One year later, the fights for Lwów were over and the former 
Austrian railway directorate was taken over by Poland. Taking over the railways from 
Prussians lasted until 1921. 
 
After the victory over the Red Army in the Polish-Bolshevik War (1920), a great deal of 
damage in railway structure was discovered on the route along which the communists were 
retreating. At the same time, the tense relations with Lithuania led the railways around Wilno 
and Minsk to a partial disintegration and stagnation. The Libau–Romny Railway was not 
recovered. 
 
Polish railways administration finally took over the railways in Upper Silesia in 1922. That 
same year, a decision was made to divide railways in Poland into nine administrative districts. 
 
An economic crisis in 1930s forced the state to cut back its budget for railway investment. 
Profit decreased by 50% compared to 1929. The next year, over 23,000 PKP employees had 
been dismissed and protests and strikes causes authorities to try to find a solution. The end of 
the crisis and an increase of cargo transport and income came in 1937. 
 
On 1 September 1939, the railwaymen of Szymankowo stopped a German armoured train 
before its arrival on the bridge over the Vistula River and the Polish soldiers reattached the 
explosive charges disconnected by the German dive bombers and blew up the bridge. The 
railwaymen and some of their innocent family members were executed by the Germans the 
same day, 1 September 1939. After the Soviet invasion of eastern Poland on 17 September 
1939, most Polish rolling stock fell into Soviet hands. 
 
The Polish railways in Silesia, Wielkopolska and Pomorze were adopted by German railways 
Deutsche Reichsbahn on 25 September. 
 
Until the last moment before the German attack on the Soviet Union in 1941, cargo trains 
transported goods from the Soviet Union to Germany. The beginning of German attacks on 
the Soviet Union on 22 June 1941 resulted in the possession of railway and rolling stock by 
the Ostbahn and the possession of PKP rolling stock with broad gauge track and 
reconstruction to standard gauge. The beginning of organized sabotage by the Polish 
resistance movement on railways took place about the same time. 
 
In 1942, production of simple military-use DR Kriegslok BR52 (PKP class Ty2) steam 
locomotives began in Poznaƒ and Chrzanów; the steam boilers for these locomotives were 
produced in Sosnowiec. 
 
The Warsaw Uprising caused widespread damage of Warsaw rolling stock, network and 
electric traction; both bridges over the Vistula River and the underground tunnel on the 
Warsaw Cross-City Line were destroyed. At the beginning of 1945, the Ministry of Transport 
was created, as well as the Regional Directorate of National Railways. Many pre-war 
locomotives were sent to the Soviet Union. Poland received many German locomotives as a 
compensation for war losses. In June, the rail connection with Warsaw was opened, using a 
temporary railway station made of warehouses. On 15 September 1945, PKP took over 
management of all railway lines on new Polish territory from the Soviet Union. Most of these 
lines were either destroyed or inaccessible. The railways in the country were divided into ten 
districts. 
 
During the mid-to-late communist era, the state of the Polish railways deteriorated to a large 
extent. Once a large and profitable network, the systemic lack of funding and failure to acquire 
new rolling stock left PKP far behind the railway operators of Western Europe in terms of 
technical advances and passenger comfort. In addition to this, the poor state of many rail lines 
throughout the country led to ever-increasing journey times for passengers, and as a result 
left the railways far less able to compete with intercity bus and air services. During the entire 
communist period, only one major infrastructural project relating to the railways was 
completed. This, the Central Trunk Line, was a prestige project completed in 1976, intended 
both for heavy coal transport and fast passenger services. This line for the first time allowed 
passengers to travel in comfort and at relatively high speed from Kraków and Katowice to 
Warsaw; however, high-speed services have never started, although test runs reached 250 
km/h in 1994. Moreover, despite the successful completion of the section from southern to 
central Poland, the planned extension to Gdaƒsk and the country's Baltic ports was never 
realised, and this significantly curtailed both the usefulness and potential of the line. 
 
Since Poland's return to liberal democracy in the early 1990s, the Polish State Railways have 
faced ever increasing competition from private automotive transport and the country's rapidly 
expanding network of motorways and express roads. However, ever decreasing journey 
times, better schedules which allow for well-coordinated connections, the rise of private 
operators and large-scale investment in infrastructure as well as new rolling stock is slowly 
enticing people back onto the railways. 
 
Corporate Subdivisions 
 
PKP Intercity 
 
PKP Intercity is a semi-independent division of PKP that operates long-distance passenger 
trains in Poland. It was founded in 2001 when, in preparation for joining the European Union, 
the Polish State Railways were reorganised into a number of independent operating 
companies under the unified direction of the PKP Group. 
 
PKP Intercity operates all InterCity trains in Poland as well as most of the country's EuroCity 
services throughout Europe. Although competition is rising in the long-distance rail travel 
market in Poland, PKP Intercity still holds a de facto monopoly in the industry, as its current 
market share represents almost 100% of the segment. 
 
PKP Intercity's trains are currently operated under the following brands: 
 
EuroCity (EC): International trains which operate major routes and require a travel reservation 
in advance, 
 
Express InterCity (EIC): Trains which operate on the most important domestic routes and 
require a travel reservation in advance, 
 
Tanie Linie Kolejowe (TLK): Low cost, long-distance trains (advance reservations possible in 
first class). 
 
In December 2009 the EIC brand was introduced, as a result the train categories EX and IC 
were phased out. 
 
PKP Intercity's trains are currently operated under the following brands: 2015 
 
Express InterCity Premium (EIP) - Pendolino 
Express InterCity (EIC) / EuroCity (EC) - 
InterCity (IC) - new train & Dart, Flirt 3, 
Twoje Linie Kolejowe (TLK) - Low cost, 
InterCityBus (ICBUS)- Bus 
 
PKP Cargo 
 
PKP Cargo (WSE: PKP), founded in 2001 so as to satisfy a European Court ruling on the 
required restructuring of the Polish State Railways prior to joining the EU, is the PKP group 
company responsible for freight transport operations. It is currently the largest railway cargo 
carrier in Poland, and second largest in the European Union. The company was founded after 
dividing Polskie Koleje Paƒstwowe (all-national rail operator) into several dozens companies 
to meet European Union Standards. 
 
PKP Cargo is owned by the PKP S.A. (50% + 1 share) and private investors. 
 
PKP Szybka Kolej Miejska 
 
Main article: Szybka Kolej Miejska (Tricity) 
 
a railway transportation service that originally functioned in Poland's Tricity area (Gdynia, 
Sopot and Gdaƒsk). The system has since grown to cover a longer route, reaching towns like 
S∏upsk, L´bork and Wejherowo. 
 
It is serviced by electric multiple unit cars at a frequency of 6 minutes to half an hour between 
trains (depending on the time of day). It is comparable to subway service or light rail in other 
European cities. The Tricity area is uniquely suited for this mode of transport, as it's shaped in 
a relatively narrow north-south corridor between the Gdaƒsk Bay and the Tricity Landscape 
Park. 
 
PKP Linia Hutnicza Szerokotorowa 
 
PKP LHS is a company of the PKP Group responsible for infrastructure operation and freight 
transport on the Broad Gauge Metallurgy Line. The line runs for about 400 km from the 
Polish-Ukrainian border in Izow-Hrubieszów to S∏awków Po∏udniowy (near Katowice). 
 
The line was opened in 1979 and was used to import iron ore from the USSR, as well as to 
export coal and sulphur from Poland. After the fall of communism and the economic changes 
of 1989 traffic on the line has much diminished. At present various schemes are being tried to 
increase its profitability. This line runs as a single track line for almost 400 km, from the Polish-
Ukrainian border crossing just east of Hrubieszów to S∏awków Po∏udniowy (near Katowice). 
It is used only for freight traffic, mainly iron ore and coal. It is the westernmost broad gauge 
railway line in Europe that is connected to the broad gauge rail system of the countries which 
before 1991 constituted the Soviet Union. 
 
Transfer of regional services to Przewozy Regionalne 
 
Regionalne 
 
Until December 22, 2008 Przewozy Regionalne was a wholly owned subsidiary of the PKP 
Group; after that date all of its shares have been transferred to Poland's 16 regional 
governments. Thus, the company is no longer part of the PKP Group and on interregional 
routes its InterRegio trains compete with PKP Intercity TLK trains. This was done in order to 
increase competition amongst operators on the Polish rail network. The company finally 
changed its name from PKP Przewozy Regionalne to Przewozy Regionalne on December 8, 
2009. 
 
Przewozy Regionalne now operates a large range of domestic rail services under the 
following brands: Regio (local passenger services which stop at all stations), RegioPlus (semi-
fast local passenger services which stop at a lesser number of stops than Regio but for which 
tickets do not cost more), InterRegio (low-cost, fast inter-regional services with 2nd class only 
and which stop at medium and major stations only) and RegioEkspres (fast trains on 
international routes with both 1st and 2nd class). 
 
For domestic routes InterRegio and RegioEkspres trains share the same fare for 2nd class 
(meaning you can board an RE train with an IR ticket and vice versa). With the exception of 
the Szczecin-Warsaw and Poznaƒ-Warsaw RegioEkspres trains, there is no reservation 
required in any of Przewozy Regionalne's trains. 
 
Until December 1, 2008 the company also used to run over 300 interregional and international 
fast trains (pociàg pospieszny), but per the government's decision, all its interregional and 
international fast train services were transferred back to its then-sister company, PKP Intercity 
S.A. and rebranded to 'Tanie Linie Kolejowe' (Cheap Railway Lines), this was then itself 
renamed in 2010 to 'Twoje Linie Kolejowe' (Your Railway Lines). 
 
Przewozy Regionalne trains are currently operated under the following brands: 2015 
 
Regio 
InterRegio 
RegioExpress 
InterRegioBus – BUS 
 
Power supply 
 
The electric power supply of Polish State Railways is an example of a power supply system 
used for a railway system operated at 3 kV. In this system all power is taken from the public 
grid and rectified in substations. Most substations are fed with voltages between 15 and 30 
kV. Where lines have heavy traffic and higher speed, the substations are fed from the 110 kV-
grid. 
 
The switchyard of substations fed from voltages below 30 kV is indoors, outdoor switchgear is 
used at 110 kV. The distance between substations is between 15 and 28 kilometres. For 
reliability of supply, substations are usually fed by at least two powerlines. Each substation 
normally feeds two segments of the overhead wire, which are separated by a switch. As is 
common with DC systems, the negative pole is grounded. Half-way between two substations, 
there is a switch, which can be used to connect the overhead wires together. At some lines a 
three-phase AC line operated with 6 kV, 15 kV or 20 kV runs parallel to the railway line, either 
on the poles of the overhead wire or on separate poles. It is used for power supply of signals, 
level crossing equipment and other devices requiring electric power used for the rail. This line 
can be also used for emergency power supply of substations. 
 
Other PKP subsidiary companies 
 
Polskie Linie Kolejowe 
 
The PKP Group company responsible for maintanace of rail tracks, conducting trains across 
country, scheduling trains' timetables and management of railway property such as lines and 
stations. 
 
PKP Energetyka 
 
A company of PKP Group, responsible for supplying Polish railroad operators with electric 
energy. PKP Energetyka was founded after dividing PKP into a group of several dozen 
independent companies to meet European Union Standards. 
 
PKP Group plans to privatise PKP Energetyka in 2014. 
 
WARS S.A. 
 
WARS is the PKP subsidiary responsible for the servicing of restaurant and sleeper cars on 
long-distance and international trains operated by PKP Intercity and their partners. 

Polson Logging Co. (Hoquiam, WA ) 85 Polson Brothers Logging Company began business in 1895 in Hoquiam. In 1903, the name 
was changed to Polson Logging Company. Polson was bought out by Rayonier in 1948. (Ref 
2)

Pontiac & Sylvan Lake Railway (Pontiac, MI ) 9 The Pontiac & Sylvan Lake Railway was the first interurban railway to serve Oakland County. 
The interurban line, as originally constructed, ran from Pontiac to Farmington via Sylvan Lake, 
Keego Harbor, down Orchard Lake Road to Farmington. In 1895, the line was purchased by 
the Detroit & Northwestern Railway, which (apparently) extended the line from Farmington to 
Detroit. [3]

Poole & Hunt Foundry & Machine Works (Baltimore, MD ) Poole & Hunt was one of the largest employers in the Jones Falls Valley, after the textile mills. 
The company produced a variety of metal goods and machinery including railroad gondolas 
for the Baltimore & Ohio Railroad during the period from 1848-1851, when the B&O was 
equipping its Western Division. [2]

Pori Loop Line Railroad (Pori, MI ) 15 20.0% This logging railroad was built as a standard gauge line, running rod locomotives (ie, non-
geared/Shay) over a line with grades of up to 20% in the Ontonagon River Valley. Pori is 
located about 20 miles southeast of Ontanagan, MI.  (See Deep woods frontier: a history of 
logging in northern Michigan By Theodore J. Karamanski; there is an excellent map of the 
area on page 180).

Port Authority of Allegheny County (Pittsburgh, PA ) 25 The Port Authority of Allegheny County is the second-largest public transit agency in 
Pennsylvania and the 11th-largest in the United States. It carries about 27,000 passengers 
per day.

Port Authority of New York & New Jersey  (New York, NY ) 43 The Port Authority of New York and New Jersey (PANYNJ) is a bi-state port district authority, 
established in 1921 (as the Port of New York Authority) through an interstate compact, that 
oversees much of the regional transportation infrastructure, including bridges, tunnels, 
airports, and seaports, within the Port of New York and New Jersey. This 1,500 square mile 
district is the region generally within 25 miles (40 km) of the Statue of Liberty in New York 
Harbor. The Port Authority is headquartered at 225 Park Avenue South in Manhattan.  The 
Port Authority operates the Port Newark-Elizabeth Marine Terminal, which handled the third 
largest amount of shipping of all ports in the United States in 2004 and the largest on the 
Eastern Seaboard.[3] The Port Authority also operates Hudson River crossings, including the 
Holland Tunnel, Lincoln Tunnel, and George Washington Bridge connecting New Jersey with 
Manhattan, and three crossings that connect New Jersey with Staten Island. The Port 
Authority Bus Terminal and the PATH rail system are also run by the Port Authority, as well as 
LaGuardia Airport, John F. Kennedy International Airport, Newark Liberty International Airport, 
Teterboro Airport and Stewart International Airport. The agency has its own 1,600-member 
Port Authority Police Department, which is responsible for providing safety and deterring 
criminal activity at Port Authority–owned-and-operated facilities.  Although the Port Authority 
manages much of the transportation infrastructure in the area, most bridges, tunnels, and 
other transportation facilities are not included. The New York City Department of 
Transportation is responsible for the Staten Island Ferry and for the majority of bridges in the 
city. The Triborough Bridge and Tunnel Authority is responsible for other bridges and tunnels 
in the area. New York City Transit Authority buses and subways, Metro North and Long Island 
Rail Road, and buses, commuter rail, and light rail operated by New Jersey Transit are also 
independent of PANYNJ.  Events leading to formation of PATH  In the early years of the 20th 
century, there were disputes between the states of New Jersey and New York, over rail 
freights and boundaries. At the time, rail lines terminated on the New Jersey side of the 
harbor, while ocean shipping was centered on Manhattan and Brooklyn. Freight had to be 
shipped across the Hudson River in barges. In 1916, New Jersey launched a lawsuit against 
New York over issues of rail freight, with the Interstate Commerce Commission (ICC) issuing 
an order that the two states work together, subordinating their own interests to the public 
interest. The Harbor Development Commission, a joint advisory board set-up in 1917, 
recommended that a bi-state authority be established to oversee efficient economic 
development of the port district. The Port of New York Authority was established on April 30, 
1921, through an interstate compact between the states of New Jersey and New York. This 
was the first such agency in the United States, created under a provision in the Constitution of 
the United States permitting interstate compacts. The idea for the Port Authority was 
conceived during the Progressive Era, which aimed at the reduction of political corruption and 
at increasing the efficiency of government. With the Port Authority at a distance from political 
pressures, it was able to carry longer-term infrastructure projects irrespective of the election 
cycles and in a more efficient manner.  ----------------------- History of the Hudson Tubes and 
Subway   PATH was originally known as the Hudson and Manhattan Railroad, and later as the 
H&M Hudson Tubes. The railroad was first planned in 1873 to link the major railroad stations 
in New Jersey with New York City, but early construction was intermittent. The first trains ran 
in 1907 and revenue service started between Hoboken and 19th Street at midnight on 
February 26, 1908. On July 19, 1909, service began between Lower Manhattan and Jersey 
City, through a new set of tunnels located south of the first pair. After the completion of the 
uptown Manhattan extension to 33rd Street and the westward extension to Newark (and the 
now-defunct Manhattan Transfer in 1911), the Hudson and Manhattan Railroad was 
considered to be complete.  The construction of the Holland Tunnel, Lincoln Tunnel and the 
George Washington Bridge between the 1920s and 1940s led people away from the railroad 
and ridership declined steadily. In the 1950s, H&M fell into bankruptcy, but continued to 
operate. The planning of the World Trade Center enabled the Port Authority to eventually 
purchase and maintain the Tubes in return for the rights to build the World Trade Center on 
the land occupied by H&M's Hudson Terminal, the Lower Manhattan terminus of the Tubes. 
The Port Authority Trans-Hudson Corporation (PATH), a subsidiary organization of the Port 
Authority, began operation in 1962. The Port Authority of New York & New Jersey operates 
PATH. 

Port Everglades Railway (Ft. Lauderdale, FL ) The Port Everglades Railway was organized to connect the Port of Fort Lauderdale with the 
Florida East Coast Railway. The Port, and its railway, now operated by the Florida East Coast 
Railway, has grown in importance. Today, the port is one of the largest in Florida, other than 
Miami.

Port Terminal Railroad Association (Houston, TX ) The Port Terminal Railroad Association (PTRA) was formed in 1924 to provide access to the 
industries along the Houston Ship channel for all railroads entering Houston. It was originally 
owned by the 18 railroads that served Galveston.

Portec - Georgia Railcar Operations (Winder, GA )
Porter, Bell & Co. (Pittsburgh, PA ) Smith and Porter, followed by Porter, Bell, and then H.K. Porter became the dominant  

manufacturer of small and medium size industrial locomotives in the United States. The 
companies produced over 8,000 locomotives between its founding in 1867 as Smith & Porter, 
and later as Porter, Bell & Co. It sold its inventory in 1950 to the Davenport Besler 
Corporation, a successor to Davenport Locomotive Works. Davenport Besler discontinued its 
locomotive production in 1955. A fire in February of 1871 destroyed the Smith & Porter 
Locomotive Works in Pittsburgh, following the completion of their 100th locomotive. Following 
the fire, Bell became a partner with Porter (becoming Porter & Bell). [3]

Porterfield & Ellis Railroad (Pori, MI ) 15 20.0% This logging railroad was built as a standard gauge line, running rod locomotives (ie, non-
geared/Shay) over a line with grades of up to 20% in the Ontonagon River Valley. Pori is 
located about 20 miles southeast of Ontanagan, MI.  (See Deep woods frontier: a history of 
logging in northern Michigan By Theodore J. Karamanski; there is an excellent map of the 
area on page 180). 
 
Pori is just south of McKeever, MI.

Portland & Ogdensburg Railroad (Portland, ME ) 110 The Portland & Ogdensburg route and the Canadian Pacific provided a through route between 
Portland and Montreal. Through traffic was interchanged  with the Candian Pacific at St. 
Johnsbury on this route. The railroad was instrumental in opening the White Mountains to 
tourism, logging and freight service. Its steep grades in the White Mountains prevented it from 
becoming an important line, however. 

Portland & Western Railroad (Portland, OR ) 520 The Portland and Western Railroad (reporting mark PNWR) is a 520-mile (837 km) Class II 
railroad serving the U.S. state of Oregon, and is a wholly owned subsidiary of shortline and 
regional railroad holding company Genesee & Wyoming Inc. The PNWR includes a 
subsidiary, the Willamette and Pacific Railroad (reporting mark WPRR).  The Willamette and 
Pacific was acquired by Genesee & Wyoming in 1993, and was then merged into the Porland 
& Western in 2000. The railroad operates primarily out of three cities: Tigard (9 miles 
southwest of Portland), Albany and Eurgene. 
 
PNWR's tracks lie entirely within Oregon, extending from Astoria to Portland along the 
Columbia River, from Portland to Eugene through the Willamette Valley, and along several 
spurs through the Northern Oregon Coast Range.   
 
The Portland & Western's roots are in sister company Willamette and Pacific Railroad, 
founded in 1993. This company was created to take over operations on many branchlines of 
the Southern Pacific, a class one railroad. These branches included the Toledo Branch from 
Albany to Toledo and the Westside Branch from Monroe to St. Joseph (near McMinnville), 
plus the Bailey Branch west from Monroe to a sawmill, the Dallas Branch from Gerlinger to 
Dallas, the Willamina Branch from Whiteson (near Amity) to Willamina, and the southern 
portion of the Newberg Branch from St. Joseph to Springbrook (north of Newberg). Lumber 
products and paper were the predominate commodity on these branches, along with some 
agricultural products from various shippers. The Cascade Steel Rolling Mill in McMinnville was 
an important shipper as well, and propane shipments were handled to several distributors.   
 
PNWR was created in 1995 to take over operations of the remainder of the SP's branchlines 
in the state consisting of the former Southern Pacific Tillamook Branch between Willsburg 
Junction (near Milwaukie) and Hillsboro, the Westside-Seghers Branch from Hillsboro to 
Seghers (near Gaston), and the remaining segment of the Newberg Branch between Cook 
(near Tualatin) and Springbrook (near Newberg), connecting to the existing Willamette & 
Pacific network to McMinnville and Corvallis.  
 
The W&P had trackage rights on the Newberg Branch and the portion of the Tillamook Branch 
between Cook and Willsburg Junction, along with trackage rights on a short portion of SP's 
mainline to Brooklyn Yard to facilitate interchange with SP, however in the year prior to the 
P&W's formation the W&P had been interchanging with SP exclusively through the Eugene 
Yard gateway.  Shortly after startup in fall of 1995, class one railroad Burlington Northern 
"spun off" part of its Oregon Electric Railway branchlines north of Salem to the new carrier.   
 
According to former WPRR/PNWR General Manager Robert I. Melbo, the Portland & Western 
was created to take over the new lines, rather than just extending the WPRR, due to 
regulatory issues then in force.  Most of the former SP branches are operated via a lease 
agreement, which in the wake of the 1996 Union Pacific-Southern Pacific merger, are now 
held by UP. The operations on the former BN branches are mixed between leases and 
outright ownership.  
 
-----------  
In 1867, the Oregon Central Railroad Company had been incorporated to build a line toward 
Forest Grove and McMinnville, a route requiring heavy construction through the hills west of 
Portland. After a number of physical and financial problems, the first 20 miles from Portland to 
Hillsboro were completed December 18, 1871.  
 
Today, P&W's track from Lombard Street crossing in Beaverton to Hillsboro is part of the old 
Oregon Central.  
 
The Astoria Line between Willbridge and Goble--35 miles--is of historic significance, having 
been first operated by Northern Pacific Railroad Company, October 1884, as part of its route 
between Portland and Tacoma. A ferry carried cars and locomotives across the Columbia 
River between Goble and Kalama until June 25, 1908, when massive new bridges opened 
across the Columbia and Willamette Rivers to link Vancouver, Washington and Portland. 
Trackage along the Washington side of the Columbia then became the main rail route 
between Portland and Puget Sound, and the Goble-Willbridge line, which had been extended 
to Astoria in 1898, was relegated to branch line status. 

Portland Company (Portland, ME ) The Portland Company was a large builder of locomotives, ships, railcars, and other 
equipment. During the period from 1850-1880, the Company produced in its Fore Street 
facilities over 600 steam locomotives as well as 160 merchant and naval vessels, railcars, 
construction equipment, Knox automobiles, and the like. 

Portland General Electric (Portland, OR ) 300 Portland Railway Light & Power consolidated Portland's street railways into a single entity.  By 
1916, it was operating 40 lines over 300 miles of track with 583 streetcars. Streetcar use 
peaked in 1922, and then began to decline, as automobiles became into greater use. The last 
city streetcars stopped operation in 1950, and the last interurbans ceased operation in 1958.

Portland Railroad (Portland, ME ) 12.0% Portland, Maine. Chartered, March 19, 1860. Organized, March 19, 1863. Road opened, 
(horse) October 13, 1863. Motive power changed to electric system in 1891. Purchased the 
Portland & Cape Elizabeth Railway on February 28, 1899. Operates: Ocean Street Railroad. 
Portland & Yarmouth Electric Railway. Westbrook, Windham & Naples Railway. The line was 
noted for a steep 12% grade to ascend to the top of Council Crest Hill.

Portland Railway Light & Power (Portland, OR ) 150 Portland Railway Light & Power consolidated Portland's street railways into a single entity.   
By 1916, it was operating 40 lines over 300 miles of track with 583 streetcars. Streetcar use 
peaked in 1922, and then began to decline, as automobiles became into greater use. The last 
city streetcars stopped operation in 1950, and the last interurbans ceased operation in 1958. 
 
The railroad operated four main lines:   
 
(1) Portland to Bull Run via Ruby Junction and Gresham  
(2) Ruby Junction to East Portland   
(3) Montravia (east Portland) to Ruby Junction  
(4) East Portland to Oregon City. 

Portland Terminal Co (Portland, ME ) Rigby Yard, in Portland, ME,  was the biggest rail yard in New England. It was operated by 
Portland Terminal Company, jointly owned by Maine Central and Boston & Maine RailroadPortland Traction Co. (Portland, OR ) 300 Portland Railway Light & Power consolidated Portland's street railways into a single entity.  By 
1916, it was operating 40 lines over 300 miles of track with 583 streetcars. Streetcar use 
peaked in 1922, and then began to decline, as automobiles became into greater use. The last 
city streetcars stopped operation in 1950, and the last interurbans ceased operation in 1958.

Portsmouth & Weldon Railroad (Norfolk, VA ) 94 The Portsmouth & Weldon Railroad was the first railroad to reach Norfolk, connecting the 
Roanoke River and its canal system near Weldon with Norfolk. Norfolk was an important 
seaport, and the surrounding area produced cotton in large quantities. The railroad was an 
important economic advantage, giving the cotton farmers the ability to export their crops, and 
thereby achieve higher prices. [3]

Pöstlingbergbahn (Linz (Urfahr), Austria) 2 11.6% The Pöstlingbergbahn (German pronunciation: [ˈpœstlɪŋˌbɛʁkbaːn] (About this soundlisten)) is 
a narrow-gauge electric railway, or "mountain tramway", in Linz, Austria. It connects the main 
square in the centre of Linz with the district of Pöstlingberg, located at the top of a hill (or 
small mountain) at the northern end of the city. Opened in 1898, for 110 years the metre-
gauge railway ran from a terminal station in Linz's Urfahr neighbourhood, located across from 
the terminus of urban tram route 3, to Pöstlingberg. In 2009, service was extended from 
Urfahr to the city centre. To permit this change, the railway was regauged from 1,000 mm (3 ft 
3 3⁄8 in) metre gauge to 900 mm (2 ft 11 7⁄16 in) and a track connection to the Linz tram 
network was built. Service was suspended from March 2008 until May 2009 for this work. With 
a maximum grade of 11.6%, the Pöstlingbergbahn is one of the steepest adhesion railways in 
the world. There are steeper grades on at least one other tram system, that of Lisbon but the 
Pöstlingbergbahn is still among the world's steepest adhesion railways and has the steepest 
grade of any in Austria.

Potlatch Corporation (Potlatch, ID ) 99 Built the largest sawmill in the world at Potlatch, ID, when orgainzed as the Potlach Lumber 
Co in 1903. Pressed Steel Car Company (Pittsburgh, PA ) The manufacturing of steel railroad cars can largely be attributed to the efforts of Charles T. 
Schoen and Samson Fox, who designed and manufactured the components necessary to 
build a steel railroad car, and Diamond Jim Brady, who garnered the initial orders that made 
the business possible.  All three became involved in the steel car manufacturing business 
around 1887 and 1888. In 1897 Schoen completed and presented the drawings and 
specifications for a pressed steel freight car, which is now in general use in nearly all parts of 
the world.   

Preston Car & Coach (Preston, ON Canada) This company was leased by Brill in 1921, taking the Brill name. The company ceased 
business in 1922. This company was one of the two principal builders of interurban cars in 
Canada. The Ottawa Car Manufacturing Co. was the other.

Price Hill Inclined Plane Railway (Cincinnati, OH ) 44.0% Originally named: Price's Inclined Plane Railway 
Prince of Grand Para Railway (Mauá (Sao Paulo), Brazil) 300 15.0% This was the first railway in Brazil
Proctor Coal Co's Railroad (Proctor (Beattyville), KY ) The Proctor mine was the largest in the Jellico coal field at that time.
Progess Rail (Albertville, AL ) Progress Rail Services Corporation, based in Albertville, Alabama, is a supplier of products 

and services to the rail and transit industry. The company is made up of two divisions: 
Engineering & Track Services (ETS) and Locomotive & Railcar Services. Progress Rail 
currently operates facilities throughout the Americas: some 110 facilities in the USA, 4 in 
Canada, 34 in 15 Mexican states, and 2 plants in Brazil.  The Locomotive & Railcar Services 
Division manufactureres state of the art GenSet locomotives, powered by Caterpillar engines 
in modular power packages. This division can repower older locomotives.  The vast majority of 
its revenues come from the Engineering and Track Servies Division. 

Prospect Mountain Incline Railway (Caldwell, NY ) 1 2,250 38.0%
Providence & Worcester Railroad (New Haven, CT ) 545 The Providence & Worcester Railroad, was formed by the consolidation, on November 25, 

1845 of the Providence & Worcester Railroad of Massachusetts (chartered March 12, 1844), 
and the Providence & Worcester Railroad of Rhode Island (chartered May 1844). The 
Company was authorized to purchase the Blackstone Canal, between Providence Worcester, 
and the road is located on the bank of that work as far as practicable.    
 
Construction commenced, 1845, and the Southern portion of the line opened for business on 
September 27, and the Northern portion on October 20, 1847. The line for about 4.50 miles 
out of Providence, is common to this and the Boston & Providence Railroad. The two 
companies own 1/2 each of the passenger station at Providence. Extension from Valley Falls 
to East Providence, 7.00 miles, was built in 1874.  When construction was completed, the line 
operated 50 miles of track.  Leased Milford & Woonsocket Railroad 6/2/1868 - 5/1/1883. 
Hopkinton Railroad until 5/1/1883. Neither lease renewed.    
 
Became independent of New Haven in April 1973  The Providence & Worcester Railroad 
operated 312 miles of track in Connecticut in 2000.   
 
Genesee & Wyoming Inc. announced on August 15, 2016 that it had entered into an 
agreement to purchase the Providence & Worcester Railroad. Closing is expected in the 
fourth quarter. 
 
The Providence & Worcester owned 163 miles of track at the time it was purchased by 
Genesee & Wyoming Industries and had about 350 miles of trackage agreements.

Prussian Eastern Railway (Berlin, Germany) 1,370 The Prussian Eastern Railway (German: Preußische Ostbahn) was the railway in the 
Kingdom of Prussia and later Germany until 1918. Its main route, approximately 740 
kilometers (460 mi) long, connected the capital, Berlin, with the cities of Danzig (now Gdańsk, 
Poland) and Königsberg (now Kaliningrad, Russia). At Eydtkuhnen (now Chernyshevskoye, 
Russia) it reached the German Empire's border with the Russian Empire. The first part of the 
line opened in 1851, reaching Eydtkuhnen in 1860. By March 1880 the total route length 
reached 2,210 kilometers (1,370 mi), with a main parallel route in the south via Bromberg 
(now Bydgoszcz, Poland) and Thorn (now Toruń, Poland) to Insterburg (now Chernyakhovsk, 
Russia). The lines were the first part of the later Prussian State Railways (German: 
Preußische Staatseisenbahnen).

Prussian State Railways (Germany) 23,000 The term Prussian state railways (German: Preußische Staatseisenbahnen) encompasses 
those railway organisations that were owned or managed by the State of Prussia. The words 
"state railways" are not capitalized because Prussia did not have an independent railway 
administration; rather the individual railway organisations were under the control of the 
Ministry for Trade and Commerce or its later offshoot, the Ministry for Public Works. 
 
The official name of the Prussian rail network was Königlich Preußische Staatseisenbahnen 
(K.P.St.E., "Royal Prussian State Railways") until 1896, Königlich Preußische und 
Großherzoglich Hessische Staatseisenbahn (K.P.u.G.H.St.E., "Royal Prussian and Grand-
Ducal Hessian State Railways") until the end of the First World War, and Preußische 
Staatsbahn (P.St.B., "Prussian State Railway") until its nationalization in 1920. A common 
mistake is the use of the abbreviation K.P.E.V. in supposed reference to a mythical "Royal 
Prussian Railway Administration" (Königlich Preußischen Eisenbahn-Verwaltung). No such 
entity ever existed and Prussian railway cars acquired the K.P.E.V. logo apparently through an 
error originating in their Cologne division. 
 
The first Prussian railways were private concerns, beginning with the Berlin-Potsdam Railway 
in 1838 and which was therefore known as the "Stammbahn" (roughly translates as 'original 
line'). The state of Prussia first financed railways around 1850. These were the Royal 
Westphalian Railway Company (Königlich-Westfälische Eisenbahn-Gesellschaft) and the 
Prussian Eastern Railway or Prussian Ostbahn (Preußische Ostbahn). In 1875 they funded 
two more important new railways: the Prussian Northern Railway or Prussian Nordbahn 
(Preußsische Nordbahn) and the Marienfelde–Zossen–Jüterbog Military Railway. 
 
After the Austro-Prussian War of 1866, various private, commercially oriented lines were 
brought under Prussian control through annexation, outright purchase or the provision of 
financial support depending on their situation. Between 1880 and 1889 most of the private 
lines were nationalised thanks to Prussia's strong financial situation making it the biggest 
company in Germany in 1907. 
 
Prussia nationalized its railways in 1880 in an effort both to lower rates on freight service and 
to equalize those rates among shippers. Instead of lowering rates as far as possible, the 
government ran the railways as a profitmaking endeavour, and the railway profits became a 
major source of revenue for the state. The nationalization of the railways slowed the economic 
development of Prussia because the state favoured the relatively backward agricultural areas 
in its railway building. Moreover, the railway surpluses substituted for the development of an 
adequate tax system. 
 
The individual railways acted as if they were independent operations and developed their own 
rolling stock. The extent of this independence is illustrated in an 1893 street plan of Berlin that 
shows the Silesian station (Berlin's departure point for the Ostbahn since 1882) and a few 
hundred yards apart from each other the main workshops for the Royal Berlin Division and the 
Royal Bromberg Division of the Ostbahn. 
 
At the end of the First World War the network of the state-owned Prussian railways had a total 
length of almost 37,500 kilometres. The history of the Prussian state railways ended in 1920 
with the nationalization and absorption of the various German state railways into the Imperial 
Railways (Reichseisenbahn), later the Deutsche Reichsbahn. 
 
Steam Locomotives 
 
Origin and Classification 
 
For the most part the locomotives listed in the Prussian classification system were not built 
under state direction, but independently procured by the individual railway companies. In 
many cases they were only brought into the Prussian railway inventory when the ownership of 
their respective railway organisations was later transferred to the state authorities. 
 
This explains their unusually high numbers with about 80 classes and variants, the 
overwhelming majority of which were constructed between 1877 and 1895. In 1889, Prussian 
standards were laid down in order that the number of classes could be reduced in the future. 
 
The division of locomotives into class variants and different designs showed a clear 
predominance of tank engines. These were procured in widely varying, sometimes, large 
quantities totally some 9000 in all. That reflects a structure that largely consisted of 
unconnected branch lines (Kleinbahnen) for which no long-range locomotives - i.e. tender 
locomotives - had to be built. In terms of pure numbers, goods locomotives dominated, 
representing some 12,000 out of a total fleet of around 30,000 in Prussian state ownership. 
 
Classification System 
 
According to Hütter and Pieper the original classification system for Prussian locomotives was 
largely drawn from the Prussian Eastern Railway (Prussian Ostbahn). Under that, the 
locomotives only had running numbers without class designation. From the locomotive's 
running number however its purpose could be deduced based on the following allocation of 
numbers: 
 
First Prussian Steam Locomotive Classification System 
 
Type                                                                            Numbering 
Uncoupled Locomotives                                              1 - 99 
Coupled Express and Passenger Train Locomotive   100 - 499 
Double-coupled Goods Train Locomotives             500 - 799 
Triple-coupled Goods Train Locomotives            800 - 1399 
Double-coupled Tank Locomotives                         1400–1699 
Triple-coupled Tank Locomotives                              1700–1899 
Special Classes                                                          1900–1999 
 
Because each railway division numbered its locomotives independently using this scheme, 
there was a locomotive number 120, for example, almost everywhere. As a result, the name of 
the division was used with the number in order to distinguish them. The full designation for a 
locomotive with the number '120' went something like "Hannover 120" or "Cöln linksrheinisch 
120". However it soon became evident that the numbering structure was too limited, because 
over time more locomotives entered service than its sequence of numbers had allowed for. In 
addition, new types of engine were produced, for which no numbers had been allocated, for 
example four-couplers. This resulted in locomotives being allocated unused numbers outside 
of their designated sequence. 
 
This all led to the introduction of a new system in 1906. For express train, passenger train, 
goods train and tank locomotives the group letters 'S', 'P', 'G' and 'T' were used together with 
a type number that specified the main classes. 
 
So locomotives of average power were allotted to the '3' classes: S3, P3, G3 and T3. Less 
powerful engines were given lower numbers and more powerful engines higher numbers. In 
addition, superheated steam engines were to be given an even class number, whereas wet 
steam engines of a similar type were to be given the number below. Later further sub-divisions 
were introduced that had higher numbers. Furthermore, within the classes, running numbers 
were arranged in clear groups. Nevertheless, the complete designation still included the 
division name and the running number as well as the class letters and numbers. 
 
Classes 1 to 3 mainly comprised the old private railway locomotives, left in the order of the 
individual divisions. In the lower-numbered classes there were the most varied types of engine 
sometimes with different wheelbases. So one could not really speak of a standard 
classification to begin with. It was expected that over time the older locomotives would be paid 
off so that only the newer standard locomotives would remain, classified in a logical and 
orderly fashion. 
 
The Prussian state railways were, like all other German state railways, subordinated to the 
authority of the German Empire after 1920 and then went into the Deutsche Reichsbahn-
Gesellschaft in 1924. Quite a few of the locomotives formerly ordered by Prussia continued to 
be supplied until 1926 and were still defined as Prussian locomotive classes in the 
Reichsbahn fleet until they were eventually renumbered.

Prussian-Hessian Railway Company (Germany)  With 486,318 employees in 1907, Prussian-Hessian Railways was the largest company in the 
German empire. Public Service Railway (Newark, NJ ) 415 The Public Service Railway, owned by the Public Service Corporation of New Jersey, 
operated most of the streetcar lines in New Jersey by the early 20th century. Public Service 
lines stretched from northeast New Jersey to Trenton, and then south to Camden and its 
suburbs.  
 
Major parts of the system were: 
 
* The Newark Public Service Terminal, a two-level terminal in downtown Newark. 
* The Hoboken Inclined Cable Railway, an elevated railway from Hoboken Terminal up the 
New Jersey Palisades into Jersey City and south to near Journal Square. 
* The Newark-Trenton Fast Line, an interurban streetcar line mostly on private right-of-way 
from Newark to Trenton, and run by the Public Service Railroad. 
 
For many years, the only streetcar route still in operation was the #7 line, in the form of the 
Newark City Subway. The #7 at the turn of the 21st century underwent a line rehabilitation 
including new modern light rail cars, and was extended northward into Bloomfield. 
Additionally, a portion of an old NCS spur tunnel to the abandoned Cedar Street Subway 
(#13-Broad St., #27-Mt. Prospect, and #43-Jersey City), another Public Service trolley 
conduit, has been rehabilitated and opened for service in 2006 as another portion of the 
subway, to serve as a connection between Newark's two train stations and provide access to 
the Performing Arts Center, Newark Bears Stadium, Washington Park and the Newark Public 
Library. The other two light rail systems in New Jersey Hudson Bergen Light Rail and River 
Line are built along freight railroad rights-of-way and public streets, and do not date back to 
Public Service days. 
In later years, Public Service bustituted most routes; many of these lines are still run by New 
Jersey Transit and even use the same number. In 1928 the operations were merged with 
Public Service Transportation, which operated these buses, into Public Service Coordinated 
Transport. 
 
The Public Service Railway was organized in August. 1907, as a consolidation of the North 
Jersey Street Ry. Co., the Jersey Ry, Hoboken and Patterson Street Ry. Co., and the United 
Street Ry. Co. of Central Jersey. In October, 1907, the Newark and South Orange Ry, Co.,  
the North Hudson Turnpike Co. and Pavonia Horse RR. Co. were merged with this company. 
The North Jersey Street Ry. Co. had in January, 1898, absorbed the Newark and South 
Orange Mt. Co., and In May, 1898, leased the lines of the Consolidated Traction Co. of N. J. 
for 999 years.   
 
The Public Service Corporation of New Jersey owned 98.6% of the stock of this Company. 
Company's leased or owned by the Public Service Railway include the Bergen Turnpike 
Company, the Camden & Suburban Railway, the Camden Horse Railroad through lease of 
Camden & Suburban Railway, the Camden, Gloucester & Woodbury Railway, the 
Consolidated Traction Company of New Jersey, the Jersey City & Bergen Railroad through 
lease of Consolidated Traction Company of New Jersey, the Jersey City, Harrison & Kearney 
Railway through lease of Consolidated Traction Company of New Jersey.  The Jersey City, 
Hoboken and Paterson St. Ry. Co. was a consolidation in November, 1899, of the following: 
Jersey City, Hoboken and Rutherford Electric Ky. Co., North Hudson County Ky. Co. 
(controlling the Hudson and Bergen Traction Co. and the Pavonia Horse RR. Co.). Palisades 
RR. Co.. Paterson Central Electric Ky. 0o., Paterson Horse RR. Co..  
 
The Paterson, Passaic and Rutherford Electric By. Co., Paterson Ky. Co., Saddle River 
Traction Co., White Line Traction Co.. formerly the New Jersey Electric Ky. Co. The United 
Street Ky. Co. of Central Jersey was a consolidation in July. 1907. of the Elizabeth, Plainfield 
and Central Jersey Ry. Co. (which was chartered in 1900 as a consolidation of the Plainfield 
Street Ky. Co. end other companies), and the Elizabeth and Raritan River St. Ry. Co. (which 
was a consolidation on April 30, 1904, of the Middlesex and Somerset Traction Co. and the 
East Jersey Street By. Co., which latter company had previously absorbed the Raritan 
Traction Co., the Perth Amboy RR. Co. and the East Jersey Traction company.  PUBLIC 
SERVICE RY.—Mileage, Jan. 1, 1909: 1st main track. 415.42 miles.; 2d main track, 241.86 
miles; turnouts, etc., 17.38 miles total, 674.66 miles. Gauge, 4 ft. 8 1/2 in. Standard rail is T; 
weight per yard, 96 and 114 lbs. Motor cars (passenger), 2,030; service cars, 150; snow-
plows, 26; sweepers, 72; sprinklers, 32; electric motors, 5,795. 

Pueblo & Arkansas Valley Railroad (Granada, CO ) 290 The Pueblo & Arkansas Valley was formed by the Santa Fe Railroad to complete what 
became part of its main line from Pueblo south to Rockvale, La Junta and the Colorado-New 
Mexico state line. The line ran from Granada via Pueblo to La Junta.  The Canon City & San 
Juan was organized by the Santa Fe to build a line from Canon City through the Royal Gorge, 
to a point near Texas Creek. The Canon City & San Juan apparently failed to complete the 
construction, and was acquired by the Pueblo & Arkansas Valley, which purchased the former, 
and completed the construction. The track was eventually sold to the D&RG in settlement of a 
dispute over the route through the Royal Gorge, in settlement of what became known as the 
"Royal Gorge War".

Puget Sound & Willapa Harbor Railway Co. (Maytown, WA ) 66 11.0% The Puget Sound & Willapa Harbor Railway was incorporated April 9, 1913, under the general 
laws of Washington, to acquire and operate railroad property, including that of the Pacific and 
Eastern Railway Company. The date of organization was April 10, 1913. On May 1, 1913, it 
purchased the property of the Pacific and Eastern Railway Company which had been 
incorporated October 22, 1906, under the general laws of Washington. It purchased on August 
12, 1913, the property, rights, and franchises of the Olympia Terminal Railway Company 
which had been incorporated September 6, 1911, under the general laws of Washington. On 
September 16, 1913, it purchased the property, rights, and franchises of the Olympia 
Southern Railway Company, which had been incorporated July 1, 1913, under the general 
laws of Washington. 
 
DEVELOPMENT OF FIXED PHYSICAL PROPERTY 
 
The Puget Sound & Willapa Harbor Railway purchased the railroad extending from P. & E. 
Junction to Willapa, 8.56 miles built in 1907-1910. It constructed a road from P. & E. Junction 
to Maytown, 54.56 miles, and from Willapa to Raymond, 2.75 miles in 1914-1915, a total of 
65.87 miles. The inventoried mileage is 66.212. Some right of way, some grading, and certain 
rights under which the constructed line was built, were acquired from the Olympia Terminal 
Railway Company and the Olympia Southern Railway Company. 
 
Predecessor Companies 
 
PACIFIC AND EASTERN RAILWAY COMPANY 
 
No accounting records of the Pacific and Eastern Railway Company were obtained. The 
information given below has been taken from records of the Puget Sound & Willapa Harbor 
Railway. The Pacific & Eastern Railway Company is an active corporation on date of 
valuation, but does not own or operate common-carrier property. 
 
This company was organized by three lumber corporations which controlled it on May 1, 1913, 
date of sale of its railway property to the Puget Sound & Willapa Harbor Railway. 
 
It constructed a road, extending from P. & E. Junction to Willapa, Wash., about 9 miles, during 
1907 to 1910, and operated it to September 11, 1915, when the property was taken over by 
the Puget Sound & Willapa Harbor Railway. 
 
The Pacific and Eastern Railway Company has guaranteed, in the event that 40 percent of the 
"gross earnings" of the Puget Sound & Willapa Harbor Railway for a 5-year period beginning 
April 1, 1916, do not exceed $750,000, to pay the deficiency. Further information is given 
under history of corporate financing in the report on the Puget Sound & Willapa Harbor 
Railway. 
 
OLYMPIA SOUTHERN RAILWAY COMPANY 
 
No records of the Olympia Southern Railway Company were obtained. According to records of 
the Puget Sound & Willapa Harbor Railway, it was organized to take title to right of way in 
Lewis County, Wash., and to acquire the right to cross streets and construct tracks in the cities 
of Centralia and Chehalis, Wash. A portion of the right of way so acquired was owned and 
graded by another carrier [Portland and Puget Sound Railroad?], but abandoned before 
completion of construction. 
 
The Puget Sound & Willapa Harbor Railway acquired the property, rights, and franchises of 
this company by deed dated September 16, 1913. 
 
OLYMPIA TERMINAL RAILWAY COMPANY 
 
No records of the Olympia Terminal Railway Company were obtained. According to the 
records of the Puget Sound & Willapa Harbor Railway, it was organized to take title to right of 
way in Lewis County, Wash. The Puget Sound & Willapa Harbor Railway acquired the 
property, rights, and franchises of the Olympia Terminal Railway Company by deed dated 
August 12, 1913.

Pullman Car & Manufacturing Corp (Chicago, IL ) The Pullman Car & Manufacturing Co., was organized from the previous car manufacturing 
department of the Pullman Company, to consolidate the car building interests of the Pullman 
Co.    

Pullman Company (Chicago, IL ) The Pullman Company history began in 1859, when George M. Pullman to remodeled two 
railroad passenger coaches into sleeping cars. His first enterprise, the Pullman's Palace Car 
Co. was incorporated in Illinois in 1867. From that date until 1948, the Pullman Company 
constructed, owned and operated its vast fleet of sleeping cars.  Pullman later arranged to 
partner with Andrew Carnegie, who held several important patents on sleeping car designs. 
He then purchased two important competitors: the Detroit Car & Manufacturing Co., and the 
Central Transportation Co. By 1875, the Pullman Sleeping Car Company was operating 700 
sleeping cars on railroads around the country. His business grew rapidly, and by 1893, his 
company was operating over 2,000 cars. In 1880, Pullman built a new manufacturing plant 
and company town in Pullman, a town 14 miles south of Chicago.  In 1900, the company 
name was changed to Pullman Co. after acquiring the assets of  the Wagner Palace Car 
Company. In 1922, it acquired Haskell & Barker of Michigan City, IN.  A holding company 
called Pullman Inc. was established in 1927 to own the Pullman Car & Manufacturing Corp., 
and the Pullman Co., which operated (staffed) the passenger cars. In 1929, Pullman Car  & 
Manufacturing merged with the Standard Steel Car Company and its subsidiary Osgood-
Bradley.  In 1934, the Pullman Car & Manufacturing Company was renamed the Pullman-
Standard Car Manufacturing Company. During the 1930s, Pullman-Standard was the nation's 
largest manufacturer of freight cars and passenger cars.   In 1936, the Budd Company 
introduced its own line of lightweight, streamlined passenger cars, including sleeping cars. 
Pullman initially refused to operate these cars, and became involved in an anti-trust suit. 
Following the end of World War II, in 1947 the U.S. Department of Justice ordered the  
Pullman Company to to divide its railroad car manufacturing and sleeping car businesses.   
The Pullman Company constructed, owned and operated its vast fleet of sleeping cars until 
December 31, 1948, at which time Pullman transferred ownership to the railroads on which 
they operated and arranged a lease-back contract with the railroads by which Pullman would 
operate and maintain the cars. This transfer was the result of a federal government anti-trust 
action, which mandated that Pullman separate its car manufacturing from its car operations 
and required the sale of its fleet of cars. Older heavyweight cars were replaced by more 
modern, streamlined sleeping cars with private rooms. Postwar railroad travel saw a long 
decline in the need for sleeping cars as other means of travel eclipsed the passenger train 
and ultimately the Pullman Company ceased operations on December 31, 1968.   Pullman 
sold its sleeping cars to the 59 railroads over whose routes the cars operated. This cleared 
the way for Budd and American Car & Foundry to begin taking orders for new sleepers.   
Pullman Inc. retained the Pullman-Standard Car Manufacturing Co. In 1980, Pullman Inc. was 
purchased by Wheelabrator-Frye Inc., a New Hampshire–based conglomerate. Two years 
later, the Pullman Car Works closed. Most of its rail-car manufacturing assets and its 
remaining freight car plants were subsequently sold to Dallas-based Trinity Industries.

Pullman Inc. (Chicago, IL ) The Pullman Company history began in 1859, when George M. Pullman to remodeled two 
railroad passenger coaches into sleeping cars. His first enterprise, the Pullman's Palace Car 
Co. was incorporated in Illinois in 1867 to build and operate sleeping cars and parlor cars.  He 
later arranged to partner with Andrew Carnegie, who held several important patents on 
sleeping car designs. He then purchased two important competitors: the Detroit Car & 
Manufacturing Co., and the Central Transportation Co.  
 
By 1875, the Pullman Sleeping Car Company was operating 700 sleeping cars on railroads 
around the country. The business grew rapidly, and by 1893, his company was operating over 
2,000 cars.  In 1880, Pullman built a new manufacturing plant and company town in Pullman, 
a town 14 miles south of Chicago.   
 
In 1900, the company name was changed to Pullman Co. after acquiring the assets of the 
Wagner Palace Car Company.  
 
In 1922, it acquired Haskell & Barker of Michigan City, IN.   
 
A holding company called Pullman Inc. was established in 1927 to own the Pullman Car & 
Manufacturing Corp., and the Pullman Co., which operated (staffed) the passenger cars.  
 
In 1929, Pullman Car  & Manufacturing merged with the Standard Steel Car Company and its 
subsidiary Osgood-Bradley. In 1934, the Pullman Car & Manufacturing Company was 
renamed the Pullman-Standard Car Manufacturing Company. During the 1930s, Pullman-
Standard was the nation's largest manufacturer of freight cars and passenger cars.    
 
In 1936, the Budd Company introduced its own line of lightweight, streamlined passenger 
cars, including sleeping cars. Pullman initially refused to operate these cars, and became 
involved in an anti-trust suit. Following the end of World War II, in 1947 the U.S. Department 
of Justice forced the Pullman Company to divide its railroad car manufacturing and sleeping 
car businesses.    
 
Pullman sold its sleeping cars to the 59 railroads over whose routes the cars operated. This 
cleared the way for Budd and American Car & Foundry to begin taking orders for new 
sleepers.    
 
Pullman Inc. retained the Pullman-Standard Car Manufacturing Co. In 1980, Pullman Inc. was 
purchased by Wheelabrator-Frye Inc., a New Hampshire–based conglomerate. Two years 
later, the Pullman Car Works closed. Most of its rail-car manufacturing assets and its 
remaining freight car plants were subsequently sold to Dallas-based Trinity Industries. 

Pullman Pacific Car Company (Omaha, NE ) The Pullman Pacific Car Co. was incorporated to provide sleeping car service on the Central 
Pacific and the Union Pacific Railroad. In October 1871, it was agreed that Pullman Pacific 
would cease operation. The business was not dissolved until 1884, however.

Pullman Rail Journeys (Chicago, IL ) 934 Pullman Rail Journeys operates a luxury train service between Chicago and New Orleans, 
and other cities. The train is a carefully reconstructed version of the Pullman cars that 
operated in the 1930s and 1940s, when the Pullman name represented a guarantee of 
gracious service and comfort. The company's training manual is based on the Pullman 
rulebook, adapted to today.. Thus, while the train reminds the passengers of the 1940s, the 
refurbished interiors include Wi-Fi, air conditioning and showers. The typical train, pulled by 
Amtrak's City of New Orleans, includes sleeping, dining and lounge cars. Some runs include a 
dome car. Inclusive food and beverage service is provided during the 19-hour overnight 
journey. The trains typically carry from 20 to 100 passengers per run. 
 
Other itineraries run between Chicago and New York City. These trips will travel either 
Amtrak’s Northern route, the Lake Shore Limited, or the Cardinal route, which dips south 
through the Blue Ridge Mountains, the Shenandoah Valley and the New River Gorge, 
stopping in Indianapolis, Cincinnati, the Greenbrier resort in West Virginia and Washington, 
D.C.

Pullman Sleeping Car Company)
Pullman Sleeping Car Company (New York, NY ) 804 Planned for an October 2012 launch, the Pullman Sleeping Car Company will have regularly 

scheduled “journeys” from Chicago to New York and Chicago to New Orleans. These are 
overnight journeys complete with meals and an on-board service that we guarantee you’ve 
never experienced.  A team with tremendous knowledge and appreciation for all things 
"passenger trains" has been assembled and they have studied and analyzed the Pullman 
service for many years. For those involved, this is the culmination of a life-long passion. Work 
is being done right now to restore 10 Pullman cars to reflect their original beauty and function, 
and to develop authentic Pullman on-board service.  Whether or not you have ever 
experienced rail travel in its glory days, we’ve selected several videos that we consider 
exemplary and hope you will gain a feel for travel by Pullman.

Pullman-Standard (Bessemer, AL ) Pullman became Bessemer's largest employer.
Pullman-Standard Car & Manufacturing) Pullman-Standard was the largest freight car builder in the U.S. from about 1940 to 1980. 

During that time, it built more freight cars (cumulative production) than any other builder in 
North America.

Pullman's Palace Car Company (Chicago, IL ) George M. Pullman founded his Pullman Palace Car Company in 1867. The company quickly 
became the leading manufacturer of railroad sleeping cars. 
 
The Pullman Palace Car Company, founded by George Pullman, manufactured railroad cars 
in the mid-to-late 19th century through the early decades of the 20th century, during the boom 
of railroads in the United States. Its workers initially lived in a planned worker community (or 
"company town") named Pullman. Pullman developed the sleeping car which carried his name 
into the 1980s. Pullman did not just manufacture the cars: He also operated them on most of 
the railroads in the United States, paying the railroads to attach the cars to trains. The labor 
union associated with the company, the Brotherhood of Sleeping Car Porters, which was 
founded and organized by A. Philip Randolph, was one of the most powerful African-American 
political entities of the 20th century. The company also built thousands of streetcars and trolley 
buses for use in cities. 
 
History 
 
After spending the night sleeping in his seat on a train trip from Buffalo to Westfield, New York, 
George Pullman was inspired to design an improved passenger railcar that contained sleeper 
berths for all its passengers. During the day, the upper berth was folded up somewhat like a 
modern airliner's overhead luggage compartment. At night the upper berth folded down and 
the two facing seats below it folded over to provide a relatively comfortable bunk for the night. 
Although this was somewhat spartan accommodation by today's standards, it was a great 
improvement on the previous layout. Curtains provided privacy, and there were washrooms at 
each end of the car for men and women. 
 
Pullman established his company in 1862 and built luxury sleeping cars which featured 
carpeting, draperies, upholstered chairs, libraries and card tables and an unparalleled level of 
customer service. Once a household name due to their large market share, the Pullman 
Company is also known for the bitter Pullman Strike staged by their workers and union 
leaders in 1894. During an economic downturn, Pullman reduced hours and wages but not 
rents, precipitating the strike. Workers joined the American Railway Union, led by Eugene V. 
Debs. 
-----------------------------------------------------------------------------------------------------------------------------
----------------------------------------------------------------- 
The following is a fascinating account of operations of the Pullman Palace Car Company in 
1894, taken from a statement by George M. Pullman, that appeared in the 1894 volume of 
Railway World, Volume 38, pp 712- (selected portions of this text have been deleted; the full 
text is available at http://books.google.com/books?id=SS1CAQAAIAAJ&pg=PA712  
Statement: "The object in building Pullman was the establishment of a great manufacturing 
business on the most substantial basis possible, recognizing, as we did, and do now, that the 
working people are the most important element which enters into the successful operation of 
any manufacturing enterprise.   
 
We decided to build in close proximity to the shops homes for working men of such character 
and surroundings as would prove so attractive as to cause the best class of mechanics to 
seek that place for employment in preference to others. We also desired to establish the place 
on such a basis as would exclude all baneful influences, believing that such a policy would 
result in the greatest measure of success, both from a commercial point of view, and also, 
what was equally important, or perhaps of greater importance, in a tendency toward continued 
elevation and improvement of the condition not only of the working people themselves, but of 
their children growing up about them.  Accordingly the present location of Pullman was 
selected.  
 
That region of the county was then very sparsely populated, a very few hundred people, 
mostly farmers, living within a radius of perhaps a mile and a half of the site selected, where 
there are now living some 25,000 people.  It was not the intention to sell workmen homes in 
Pullman, but to so limit the area of the town that they could buy homes at convenient 
distances from the works if they chose to do so. If any lots had been sold in Pullman it would 
have permitted the introduction of the very baneful elements which it was the chief purpose to 
exclude from the immediate neighborhood of the shops and from the homes to be erected 
about them.   
 
The plan was to provide homes, in the first place, for all people who should desire to work in 
the shops, at reasonable rentals, with the exception that as they became able, and should 
desire to do so, they would purchase lots and erect homes for themselves within convenient 
distances, or avail themselves of the opportunity to rent homes from other people who should 
build in that vicinity.    
 
The company has not now, and never has had, any interest whatever in the business of any of 
the stores or shops in the town. They are rented to and managed by outside parties, free of 
any control by the company. The people living in the town are entirely free to buy where they 
choose.  In carrying out this general plan every care was taken in making perfect sanitary 
conditions by a water supply and an extensive and scientific system of sewerage, paved and 
well lighted streets, and open places properly ornamented with trees and shrubbery, all of 
which are kept in perfect repair and cleanliness by the company, and at its expense. Due 
attention was paid to the convenience and general well-being of the residents by the erection 
of stores and markets, a church, public schools, a library, and public halls for lectures and 
amusements; also a hotel and boarding houses. The basis on which rents were fixed was to 
make a return of 6 per cent.on the actual investment, which at that time, 1881, was a 
reasonable return to be expected from such an investment; and in calculating what, for such a 
purpose, was the actual investment in the dwellings on the one hand and the other buildings 
on the other, an allowance was made for the cost of the streets and other public 
improvements, just as it has to be considered in the valuation of any property for renting 
anywhere, all public improvements having to be paid for by the owner either directly or by 
special taxation, and by him considered in the valuation.   
 
The actual operations have never shown a net return of 6 per cent., the amount originally 
contemplated. The investment for several years returned a net revenue of about 4 per cent., 
but during the last two years additional taxes and heavier repairs have brought the net 
revenue down to 3 per cent.   
 
DISBURSEMENTS IN WAGES AND VALUE OF MATERIALS.  From September, 1880, to 
July 31st, 1894, there has been paid to wage earners in Pullman $32,847,934.44, and there 
has been consumed in materials used in the manufacturing business in that time 
$73,457,000.68. 
 
PROPORTION OF EMPLOYES WHO ARE TENANTS.  In connection with the rents, I may 
say that only one-tbird of the shop employes at the time of the strike were tenants of the 
Pullman company.  SURPLUS OF THE COMPANY.   
 
The surplus of the company has been accumulating through a period of twenty-seven years, 
in conformity with a policy of conservatism adopted to keep the company at all times 
financially strong, so that its owners would be assured a regular and permanent income, and 
confidence in the intrinsic value of the company's securities would be so established as to 
make them at all times negotiable in the market, and, furthermore, to enable the company to 
meet just such conditions as exist at this time.   
 
The commission no doubt is aware that the principal business of the company is the operation 
of its sleeping-car service which covers about 125,000 miles of railway, being about three-
fourths of the railway system of the country. Its manufacturing business consists primarily of 
the manufacturing and repairing of the company's own cars, to which is added the 
manufacture for sale of railway cars of every sort. The company has shops which are 
operated exclusively for the repairs of its own cars, at Wilmington, Del., where there are 
ordinarily engaged about 700 employes; at St. Louis, Mo., where there are ordinarily engaged 
about 360 employes, and at Ludlow, Ky., where are ordinarily engaged about 130 employed. It 
has also a large manufacturing plant at Detroit, Mich., which has been operated until about a 
year ago for the manufacture of passenger and sleeping cars. The Detroit shops were closed 
in August, 1893, in consequence of the great depression in business, and in order to 
concentrate all car building at Pullman, and they have not been reopened. The number of 
employes ordinarily engaged at the Detroit shops was 800 or 900.   
 
The principal manufacturing and repair shops of the company are located at Pullman, and 
have been in operation about twelve years. The largest number of employes engaged at any 
one time in these shops alone was about 4,800. Besides the employed of the car shops at 
Pullman there are about 1,000 other employes of the company at Pullman who have been 
included in some of the totals given in the published statements of the company; there is no 
oceasion to refer to them at this time, and all the statements I am about to make refer to the 
car-shop employes only, and unless otherwise stated, to those employed at Pullman.   
 
The average number of names on the pay-roll for the shops at Pullman for our fiscal year 
ending July 31st, 1893, was 4,497, and the amount of earnings paid was $2,760,548.99, 
making an average amount for each employee for the year, of $613.86.  The great business 
depression of the summer of 1893 affected us at once. We closed our Detroit shops; we 
stopped building new cars for ourselves, for we had a large surplus of them, and that fact laid 
off a great many employes. Negotiations with intending purchasers of railway equipment that 
were pending for new contract work were stopped by them; orders already given by others 
were canceled, and during the month of August, 1893, the company was not invited to make a 
bid on a single proposal for new work, large or small. By October 1st we had the opportunity 
of making six bids for new work at prices aggregating $211,465.50, and these bids showed an 
aggregate net loss of nearly $1,700 over the shop cost, one of them being made at a loss of 
over $3,200. Only three of our six bids were accepted. On the bid showing the greatest loss, 
which was for 300 freight cars, constituting three-fourths of all the work we bid for, we were 
underbid, and the contract was awarded elsewhere.  To sum up: From August 1st, 1893, to 
May 1st, 1894, our net loss on accepted bids was $52,069.03 and the net estimated loss on 
unaccepted bids was $18,303.56.  
 
We had tried to get work for our employees by bidding for work the estimated shop cost of 
which was $2,775,481.81, and we only got contracts for work the estimated shop cost of 
which is $1,421,205.75. We had been underbid on work the estimated shop cost of which was 
$1,354,276.06, notwithstanding that our bids on $1,057,355.97 of that amount not only 
excluded all profit, but showed a loss, based though they were on the reduced scale of 
wages.  (a lengthy discussion of the 1894 strike and the American Railway Union has been 
deleted).   
 
I present two statements, one for the month of April, 1893, and the other for  the month of 
April, 1894, showing for each class of journeymen mechanics the  number of men employed, 
the number of hours employed, and the actual wages  earned and paid. From this it will be 
seen that for the month of April,1893, the  average pay of all the journeymen mechanics in the 
shops was at the rate of  $2.63 per day of ten hours and that for the month of April, 1894, the 
average  pay per day of ten hours to each journeyman mechanic was $2.03 and not $1.50 as  
testified by the witness Heathcote. This statement shows that the reduction of  the average 
daily rate of earnings of journeymen mechanics between April, 1893,  and April, 1894, was 
22/5 per cent.    
 
I present also similar tables for all other shop employees, excluding superintendents, foremen 
and the shop office force, showing an average reduction between April, 1893 and April,1894, 
of 11 percent. Considering all the shop workmen together, that is excluding from the pay-roll 
all the superintendents, foremen, and shop office force, the reduction of the average daily rate 
of earnings between April, 1893, and April 1894, was 19 per cent.   In the matter of rents, 
comparisons have been made before the commission between  the rent of houses in the 
adjacent towns of Kensington and Roseland, it being  made to appear that the rents at 
Pullman are slightly higher than they are in  those adjacent towns.    
 
As to this it is to be said that the Pullman houses are built of brick, with a  thorough system of 
drainage, with modern improvements such as gas, water  closets, faucets, and sinks in every 
house, and that these houses are situated  on broad, paved, and shaded streets, with 
sidewalks, parks, and lawns, all of  which are cared for by the company, the whole town being 
kept in thorough  cleanliness. The dwellings in the adjacent towns, with which they are 
compared,  are almost wholly frame structures on streets which have sidewalks, but are not  
paved or cleaned, and are without sewers, and the houses themselves are without  water 
closets or drainage provision therefor. They are no doubt to be had at a lower rent than 
dwellings in Pullman because they could not compete with  dwellings in Pullman except at a 
lower rent.   
 
I may call the attention of the commission to the fact that at the time of the  strike less than 
one-third of the shop employes were tenants of the company.  There were 3,284 shop 
employes on April 30th, 1894, and of these 563 owned their  own houses, and 560 others 
lived outside of the town of Pullman; 1,026 were  tenants in the town, and 1,135 were lodgers 
in the town.    
 
Of the force of 2,337 now employed in the shops, 461 own their own homes, and  871 others 
live outside of the town of Pullman; 466 are tenants in the town, and  539 are lodgers in the 
town.   These facts serve also to make a sufficient answer to the statement made to the  
commission by the witness, Heathcote, that living in the town of Pullman has now  or at any 
time been made a condition of getting employment. This was not and has  not ever been the 
case.   The chairman of the commission interrogated Mr. Carwardine as to the statement  
made by him in his book that the company paid 4 cents a thousand gallons for  water, and 
retailed it to the tenants for 10 cents per thousand gallons, to which Mr. Carwardine replied 
that the statement was true so far as be could find  out; and in response to an inquiry whether 
the cost to the Pullman company was  not now six cents instead of four, Mr. Carwardine 
added that he believed the  city's charge was now higher, and that he believes Mr. Pullman is 
not making as  much on water as he had done, but that no change had been made in the 
water  rates since the readjustment with the city.   The witness, Heathcote, "from hearsay," 
makes the profit on water supplied the  tenants $32,000 a year.   (detailed comments on cost 
of water deleted)    
 
As a mention has been made of the library at Pullman, it is perhaps worth while to say that it 
is a circulating library, consisting of about 8,000 books, a gift to the association. A charge of 25 
cents a month for adults and one-third that amount for young persons, is made for 
membership, not for profit, but to give subscribers a sense of ownership. The fund thus 
created is currently exhausted in buying the regular issues of about a hundred magazines and 
papers, and in partly repairing book binding. All other expenses are paid by the company.    
 
It is quite true that building lots are not offered for sale in Pullman. The town is of restricted 
area, and designedly so, in order that workmen can, if they wish, live outside of it, and still be 
near their work, and the buying by them of homes near by has been hoped for and always 
encouraged. The purpose of the town was to give such employes as chose to live in it, 
dwellings of varying sizes and accommodations, well built and kept in good repair, and with 
perfect sanitary arrangements; with streets well paved and kept in perfect order as to repair 
and cleanliness; and proper open spaces, with trees and grass; with the other requisites of 
civilization, a church, a market, and an arcade for shops, schools, and a library, and a place 
for amusement; all to be so arranged and built under the most competent architectural and 
engineering skill as to be not only comfortable and healthy, but as to have as high a character 
for beauty as was practicable.  
 
This could only be accomplished under a single control of plan and expenditure which would 
have failed if a single lot had been sold. Such a sale would also have opened the way to dram 
shops and other disreputable places which are excluded from the town. No paternalism has 
ever been in the plan. Reasonable rents were fixed which were  not increased in times of 
increased wages, nor have they been lowered to the level of those in unpleasant parts of 
Chicago, or to the level of those charged in the adjacent country for cheaply built houses 
without sewerage, and on streets unpaved and uncleaned.   It was the hope and belief of the 
management that the character of the buildings and houses and streets at Pullman, and the 
order in which they are kept, would raise the standard of desire of working people for such 
surroundings; and that such surroundings would improve their character as citizens, and the 
quality of their work, and whatever has happened, there is gratification at so much of a result 
as was shown by the ease with which order was maintained there during the recent 
deplorable disturbances so violent in many other places."  

Qingzang Railway (Xining, Qinghai Province, China) 1,215 16,640 The Qingzang railway, Qinghai–Xizang railway, or Qinghai–Tibet railway , is a high-altitude 
railway that connects Xining, Qinghai Province, to Lhasa, Tibet Autonomous Region, in 
People's Republic of China.  The total length of Qingzang railway is 1956 km (1215 mi). 
Construction of the 815 km (506 mi) section between Xining and Golmud was completed by 
1984. The 1142 km (709 mi) section between Golmud and Lhasa was inaugurated on 1 July 
2006 by president Hu Jintao: the first two passenger trains were "Qing 1" (Q1) from Golmud to 
Lhasa, and "Zang 2" (J2) from Lhasa.  
 
This railway is the first to connect the Tibet Autonomous Region to any other province, which, 
due to its altitude and terrain, is the last province-level entity in mainland China to have a 
conventional railway. Testing of the line and equipment started on 1 May 2006. Passenger 
trains run from Beijing, Chengdu, Chongqing, Guangzhou, Shanghai, Xining and Lanzhou.[3] 
The line includes the Tanggula Pass, which, at 5,072 m (16,640 feet) above sea level, is the 
world's highest rail track. The 1,338 m Fenghuoshan tunnel is the highest rail tunnel in the 
world at 4,905 m above sea level. The 4,010-m Guanjiao tunnel is the longest tunnel from 
Xining to Golmod and the 3,345-m Yangbajing tunnel is the longest tunnel from Golmod to 
Lhasa. More than 960 km, or over 80% of the Golmud-Lhasa section, is at an altitude of more 
than 4,000 m. There are 675 bridges, totalling 159.88 km, and about 550 km of the railway is 
laid on permafrost.  From http://en.wikipedia.org/wiki/Qingzang_railway

QR National (Queensland Australia)
Quebec, Montreal, Ottawa & Occidental Railroad (Montreal, QC 
Canada)

35 This railroad was the first link that became the Canadian Pacific Railway.
Queensland Rail (Cairns, Australia) 6,510 Queensland Rail, also known as QR, is a railway operator in the state of Queensland, 

Australia. Owned by the Queensland Government, Queensland Rail operates suburban and 
long-distance passenger services. It also owns and maintains approximately 8,000 kilometres 
of track. The rail line begins in Cairns, which is located on the north east coast of Australia, on 
the Pacific Ocean, and generally follows the Pacific coast south to Brisbane. Various long 
branches head west off the main line ( see map). 
 
History 
 
Beginnings 
 
Queensland Railways was the first operator in the world to adopt narrow gauge (in this case 
1,067 mm (3 ft 6 in)) for a main line, and this remains the systemwide gauge within 
Queensland today. 
 
The colony of Queensland separated from New South Wales in 1859, and the new 
government was keen to facilitate development and immigration. Improved transport to the 
fertile Darling Downs region situated west of Toowoomba was seen as a priority. As adequate 
river transport was already established between the capital Brisbane and the then separate 
settlement of Ipswich, the railway commenced from the latter locality and the initial section, 
built over relatively flat, easy country opened to Bigge’s Camp, at the eastern base of the Little 
Liverpool Range, on 31 July 1865. Called the Main Line, the only significant engineering work 
on that section was the bridge over the Bremer River to North Ipswich. 
 
Tunneling excavation through the Little Liverpool Range delayed the opening of the next 
section to Gatton by 10 months, but the line was opened to Toowoomba in 1867, the ascent of 
the Main Range being the reason for the adoption of narrow gauge. 
 
Built by the Queensland government to the unusual (for the time) gauge of 1,067 mm 
(3 ft 6 in)), the line largely followed the alignment surveyed by a private company, the Moreton 
Bay Tramway Company, which had proposed to build a 1,435 mm (4 ft 8 1⁄2 in) horse-drawn 
tramway but had been unable to raise funds to do so beyond an initial start on earthworks. 
 
The adoption of narrow gauge was controversial at the time, and was largely predicated by 
the government’s desire for the fastest possible construction timeframe at least cost. This 
resulted in adoption of sharper curves and a lower axle load than was considered possible 
using standard gauge, and an assessment at the time put the cost of a narrow gauge line 
from Ipswich to Toowoomba at 25% of the cost of a standard gauge line. In a colony with a 
non-indigenous population of 30,000 when the decision was made, it is understandable. 
 
Queensland Rail went on to develop an extensive network of railways to facilitate the 
economic and social development of the state, totaling 10,500 km at its peak in 1932. 
 
Changing transport patterns resulted in the closure of many development branch lines from 
1948 onwards, but at the same time the main lines were upgraded to provide contemporary 
services, and from the 1970s an extensive network of new lines was developed, particularly to 
service export coal mines. 
 
Electrification 
 
Rail electrification in Queensland 
 
Commencing in November 1979 the Brisbane suburban network was electrified. 
 
In 1978, discussions were commenced on possible electrification of the Blackwater and 
Goonyella coal networks. This was due to an expected increase in coal traffic across the 
networks, ageing diesel-electric locomotive fleet and the increase in diesel fuel costs. By early 
1983, a decision had been made to electrify the networks and by early 1984 contracts were 
already starting to be let for the new locomotives and other works for the project. The decision 
was made to electrify with the 25 kV AC railway electrification system as used on the Brisbane 
suburban network. This would allow future connection of the Brisbane network with the coal 
networks via the North Coast line. 
 
The project was to be carried out in four stages: 
 
Stage 1: Electrification of the main line from Gladstone to Rockhampton, including parts of 
Rockhampton marshalling yard, then west to Blackwater and the coal mines in the area. This 
was a total of 720 kilometres (450 mi) of track. 
 
Stage 2: Electrification of the coal lines south of Dalrymple Bay and Hay Point, then west 
through the Goonyella system, south-west to Blair Athol and south to Gregory - linking the 
Goonyella system to the Blackwater system. This was a total of 773 kilometres (480 mi) of 
track. 
 
Stage 3: Electrification of the main western line from Burngrove to Emerald. This would allow 
electric freight from Rockhampton to Emerald. 
 
Stage 4: Electrification of the line from Newlands coal mine to Collinsville and north-east to 
Abbott Point. This stage never went ahead. In 1986 it was decided to electrify the North Coast 
line between Brisbane and Gladstone instead and this became known as Stage 4. 
 
450 miles Gladstone - Rockhampton 
480 miles Dalrymple Bay - Hay Point; 
169 miles Burngrove (Rockhampton) - Emerald 
332 miles Brisbane - Gladstone  
1431 miles Total electrification 
 
Interstate expansion 
 
In September 1999 Queensland Rail was rebranded as QR. In March 2002 Queensland Rail 
purchased Northern Rivers Railroad and rebranded it Interail, fulfilling a long held ambition of 
to expand beyond its state borders. 
 
In March 2003 Queensland Rail entered the Hunter Valley coal market when Interail 
commenced a contract from Duralie Colliery to Stratford Mine. Another coal contract was won 
in late 2003 for the haulage of coal from Newstan Colliery, Fassifern to Vales Point Power 
Station. In 2004 Interail began running Brisbane to Melbourne and Sydney to Melbourne 
intermodal services. In June 2005 Queensland Rail acquired the CRT Group. 
 
In June 2006 the Western Australian business of the Australian Railroad Group was 
purchased. 
Privatisation 
 
In June 2009 the Queensland Government announced the privatisation of Queensland Rail’s 
freight business. This resulted in Queensland Rail's freight assets being transferred to QR 
National (now Aurizon) from 1 July 2010. 
 
Passenger Services 
 
Citytrain 
 
Queensland Rail, in partnership with TransLink, provides Urban and Interurban rail and bus 
services throughout South East Queensland. These rail services operate on eleven rail lines 
including Beenleigh, Caboolture, Cleveland, Doomben, Exhibition, Ferny Grove, Gold Coast, 
Gympie North, Ipswich, Rosewood and Shorncliffe lines. Queensland Rail provides train 
services on these lines with its rolling stock of electric multiple units, which includes the 
Electric Multiple Units (EMU), the Suburban Multiple Units (SMU), the Interurban Multiple 
Units (IMU) and the InterCity Express (ICE). 
 
Due to low patronage, lines such as the Pinkenba line have been closed and replaced by bus 
services known as a RailBus. During some times of the day trains on the Nambour line and 
Doomben line are also replaced by the RailBus. 
 
Long Distance Trains 
 
Queensland Rail operate these long range passenger rail services: 
 
 • Electric Tilt Train: Brisbane to Rockhampton 
 • Spirit of Queensland Tilt Train: Brisbane to Cairns 
 • Spirit of the Outback: Brisbane to Longreach 
 • The Inlander: Townsville to Mount Isa 
 • The Westlander: Brisbane to Charleville 
 
Annual patronage for these services in 2011/12 was 795,000. In 2007/08, the subsidy for the 
Brisbane-Cairns route was $130 million, or $900 per passenger. In 2001/02 it was $270 
million. 
 
Queensland Rail also operate these tourist trains: 
 
 • Kuranda Scenic Railway: Cairns to Kuranda 
 • The Gulflander Normanton and Croydon 
 • The Savannahlander: Cairns to Forsayth 
 

Quincy & Torch Lake Cog Railway (Hancock, MI ) 0 35.0% The Quincy and Torch Lake Cog Railway is a 1⁄2-mile-long (0.80 km), 4 ft 8+1⁄2 in (1,435 mm) 
standard gauge cog railway in Hancock, Michigan.[1] It opened in May 1997 to transport 
tourists to the adit entrance of the Quincy Mine's Number 5 shaft. Its tram car has a capacity 
of 28 people and travels at a maximum grade of 35%.[1] It is one of only a few rack railways in 
the United States.

R. J. Corman Railroad Group (Nicholasville, KY ) 1,225 The R.J.Corman Railroad Group is part of the R.J. Corman Company. The Railroad Group 
operates17 short line railroads, totalling over 1,200 miles of track. The company provides 
construction services, emergency services for wrecks, derailments, etc., switching services 
and other related rail services.

R. J. Corman Railroad-Pennsylvania Lines (Keating, PA ) 243 R. J. Corman's longest short line railroad, is the Pennsylvania Lines. The line operates in the 
Pennsylvania coal fields east of Pittsburgh between Cresson in the south and Keating in the 
north. Coal is the primary freight, though trains also move brick, lumber and rock salt. 

Rail Logistics (Quincy, WA ) 1,738 The RRLX (Rail Logistics) “COLD TRAIN” today is 75 totally reconditioned, mechanical 
refrigerated, boxcars. These are the staple of the industry, the 70 ton, 50‘ car. Both the 
exterior and interiors have been resealed and repainted. Each car is equipped with new 
Carrier refrigeration units coupled with the newest satellite technology. This allows for daily 
monitoring (location, time and temp), data logging services, remote sensors, fresh air 
exchange, diagnostic testing and “pre-tripping”.  The company currently operates a 
refrigerated train service between Quincy, WA and Cicero, IL 
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RailAmerica (Boca Raton, FL ) 17,800 In 2004, RailAmerica was the world's largest short line and regional railroad operator with 49 
railroads operating approximately 17,800 miles in the United States, Canada, Australia, Chile 
and Argentina, including track access arrangements. 

Railex (Wallula, WA ) 2,425 Railex operates a unit train of 55 sixty-four ft. refrigerated cars containing fresh produce 
( potatoes, onions, apples, pears, cherries, asparagus, broccoli and carrots) between 
terminals in Wallula, WA and Delano, CA anb Rotterdam, NY. Railex invested $40 Million 
building two refrigerated warehouse facilities-one in Wallula to load the produce, and the other 
in Rotterdam for unloading. Each 1,500 foot long warehouse has a 2 mile oval railroad track, 
allowing the train to pass through the warehouse without turning around. Frontier Rail 
provides the switching services.

Railjet (Austria) The Railjet is a high-speed train of the Austrian Federal Railways (ÖBB) and Czech Railways 
(ČD) that perates at speeds of up to 230 km/h (143 mph). It is the premier service of the ÖBB 
and operates both domestically within Austria and on international services to adjacent major 
cities in Germany, Hungary, Switzerland, the Czech Republic and Italy. Railjet trains serve 
Zurich-Innsbruck-Salzburg-Vienna-Budapest and other cities. See map reference above.

RailLink Canada (Canada) 2,358 RailLink was incorporated in 1986.
RailTex (TX ) 4,100 RailTex operated 26 railroads over about 4,100 route miles. At the time of its sale to 

RailAmerica, RailTex was North America's largest short line railroad company, with operations 
concentrated in the southeastern, Midwestern and New England regions of the United States, 
as well as Eastern Canada and Mexico. 
 
RailTex was a transportation holding company that specialized in owning and operating short 
line railroads across North America. 
Based in San Antonio, Texas, the public company was a leader in making unprofitable lines 
shed by Class I railroads into viable transportation routes. 
 
History 
 
Railtex was founded in 1977 by Bruce Flohr a business that leased rail cars. Flohr had 
invested $50,000 of his own money and had investor help for another $50,000 from investors. 
Flohr had started as a Southern Pacific train-crew brakeman in 1965 and rose to 
superintendent of Southern Pacific's San Antonio Division until he became deputy 
administrator of the Federal Railroad Administration in 1975. 
 
Seeking to broaden the revenue base he purchased the San Diego and Imperial Valley 
Railroad. Operating the railroad the company quickly developed a formula for a series of 
successful takeover the short line railroad including: 
 
 • Taking over only railroads where he could operate on a non-union basis - Railtex trains 
operated with two employees paid $10 to $15 an hour while union trains operated with three 
to four paid an average of $25 an hour. Railtex employees were called transportation 
specialists or "transpecs," 
 
 • Deploying three marketing managers rather than the usual one for the line and then 
marketing to businesses five to 10 miles from the track as opposed to the usual next the track 
customers 
 
 • Purchasing older locomotives which could be acquired for a fraction of new locomotives. 
 
In 1986 it acquired its second Austin and Northwestern Railroad. 
 
In 1989 it sold its rail car business to Chrysler. 
 
The company went public in 1993 trading on NASDAQ under the sign RTEX. 
 
At the time of its acquisition by RailAmerica it had 26 railroads over approximately 4,100 route 
miles in the southeastern, midwestern and New England regions of the United States, as well 
as Eastern Canada and Mexico. The acquisition was valued at $325 million.

Railway Express Agency) The Railway Express Agency (REA) was the primary means for shippers and railroads 
needing to ship LCL shipments, from a manufacturer or distributor such as Sears to a railway 
station nearest the ultimate customer’s destination. Its operations were extensive: in 1950, it 
had 23,000 offices, and operated on 197,000 miles of railway lines, 13,000 miles of steamship 
lines, 87,000 miles of air lines, and 17,000 miles of motor-carrier lines. Every day, its cars 
operated on 10,000 passenger trains per day, and employed 50,000 workers, using 18,000 
motor trucks to handle 400,000 separate shipments. [10]

Ralston Steel Car Co. (Columbus, OH ) Ralston's premier design was the drop bottom gondola designed to dump the contents of the 
gondola to the side of the tracks, not the center.This design was patented in 1904. Ramapo Wheel & Foundry Company (Ramapo, NY ) This company produced wheels used for locomotives, tenders, passenger cars, and freight 
cars. It was a very competitive field, and the process of making wheels changed rapidly: the 
use of steel wheels rapidly obsoleted iron wheels. It was established by J. G. Pierson fi 
Brothers in 1790-its water power having been employed in the manufacture of nails, iron, 
steel, cotton goods, and wood screws. The first cut nails made in this country were made 
here, as also the invention of machinery for making wood screws, which has since been 
transferred to Providence, R. I., and has resulted in the extensive concern of the American 
Screw Company. [2]

Rapid City, Pierre & Eastern Railroad (Tracy, MN ) 743 On January 2, 2014 Canadian Pacific announced that it would sell all track west of Tracy, 
Minnesota, previously owned by the Dakota, Minnesota & Eastern and sold to the Canadian 
Pacific, to Genesee and Wyoming, a short line operator, for around $210 Million. The Rapid 
City, Pierre & Eastern Railroad was incorporated to operate the lines The Canadian Pacific 
had purchased the DM&E for $1.48 Billion in September 2007.

RATP Dev USA) RATP Dev operates and maintains urban and intercity transportation systems on four 
continents.  
 
Founded in Paris nearly 120 years ago, RATP Dev’s first Metro line crossed the French 
Capital and opened for the Paris World Fair on July 19, 1900 after eighteen months of 
construction. Today, RATP Group is one of the world’s largest providers of transit. RATP Dev, 
a wholly owned subsidiary of RATP Group, offers services to urban networks in 12 countries, 
including North America. 
 
RATP Dev (Dev being a contraction of Développement, French for development), a 100% 
subsidiary of the RATP Group created in 2002, provides operations and maintenance of 
passenger transport services outside of the "historical" RATP network in the Greater Paris 
area although it also operates some specialised services within Paris. RATP Dev is present in 
13 countries, namely Algeria, Egypt, China's special administrative region Hong Kong, France, 
Italy, Morocco, the Philippines, Qatar, Saudi Arabia, South Africa, Switzerland, the United 
Kingdom, and the United States.  
 
RATP operates various transportation systems in the United States under the name RATP 
Dev USA: 
 
Arlington, Texas 
Asheville Rides Transit, North Carolina (since 2017) 
Augusta, Georgia, Georgia (since 2013) 
Bloomington Transit, Indiana 
THE Bus, Hernando County, Florida 
Charlotte Area Transit System, North Carolina (bus only) 
Citibus, Texas 
Citylink Edmond, Oklahoma 
City of Ocala SunTran, Florida 
The COMET, South Carolina (starting July 2020) 
DC Circulator, Washington, D.C. (six routes and 72 vehicles, since 2018) 
LakeXpress, Lake County, Florida (seven fixed routes, paratransit and 54 vehicles, 
management contract since 2017) 
Mountain Metropolitan Transit, Colorado Springs, Colorado 
Needles Area Transit, California 
Roadrunner, California, U.S. (fixed routes, paratransit, charter and black car services, >200 
vehicles, acquired in 2018) 
Camarillo Area Transit 
City of Lompoc Transit 
VCTC Intercity 
Santa Maria Area Transit (SMAT), Santa Maria, California, U.S. (management contract since 
2018) 
Trinity Metro, Texas 
Votran, Florida 
Waco Transit System, Texas 
Yuma County Area Transit, Arizona (fixed routes and paratransit, since 2018) 
Zion National Park, Utah, shuttle system (since 2000, renewed in 2020)

Rayonier, Inc. (Hoquiam, WA )
Reading Company (Reading, PA ) 4,558 By 1871, the Reading was the largest company in the world. [4] The Reading was also one of 

the most profitable corporations in the United States and aggressively purchased and 
operated anthracite coal mines in  Pennsylvania, eventually securing 40 percent of the U.S. 
anthracite coal reserves. The related debts led to its bankruptcy.  
until coal traffic began to decline following the end of World War II. In the late 1950's, just after 
the end of the steam era, the company employed 10,000. Employment declined rapidly in 
later years, with only 6,700 employees and 1,200 miles of track.

Red Line Transit (Buffalo, NY ) The Red Line was the first cooperative fast freight line in the US, running over the New York 
Central and the Wabash Railroads. [4]Red River Lumber Company (Westwood, CA ) The Red River Lumber Company mill in Westwood was the most elaborate and modern mill 
anywhere in the country. Purchased Lassen Lumber & Box Company of Westtwood, CA in 
1929.

Rede Ferroviária Federal, Sociedade Anônima (Juiz de Fora Juiz de 
Fora, MG,, MG Brazil)

The Rede Ferroviária Federal, Sociedade Anônima (RFFSA) (Portuguese: Rede Ferroviária 
Federal S.A., Federal Railroad Network) was the state owned national railway company of 
Brazil created from Brazilian Federal Law #3.115 on March 16, 1957 after several railroads 
were nationalized by the Brazilian government. However, the railroad did not take full effect 
until September 30, 1957. The RFFSA unified 42 railways together (both on documents and 
actual railroads), creating a regional system composed of 22 railroads.  
 
 - Ceará Road Network 
 - Estrada de Ferro Bahia-Minas 
 - Estrada de Ferro Central do Brazil 
 - Estrada de Ferro Central do Piauí 
 - Estrada de Ferro de Bragança 
 - Estrada de Ferro Dona Teresa Cristina,  
 - Estrada de Ferro Goiás 
 - Estrada de Ferro Leopoldina 
 - Estrada de Ferro Madeira-Mamoré 
 - Estrada de Ferro Mossoró-Sousa 
 - Estrada de Ferro Sampaio Correia 
 - Estrada de Ferro Santos a Jundiaí 
 - Fepasa 
 - Northwest railroad of Brazil,  
 - Railroad São Luís-Teresina 
 - Rede Ferroviária do Nordeste 
 - Rede Mineira de Viação 
 - Road Network Paraná-Santa Catarina 
 - Viação Férrea Federal do Leste Brasileiro 
 
The goal of the RFFSA was to promote and advance the railroad sector of Brazil, creating a 
north-south-east-west rail network in all five regions of Brazil. Unfortunately, it failed and the 
RFFSA only served four of the five regions with a north-south rail network within 19 units of 
the federation of Brazil.  
 
By 1999, the railroad was liquidated and privatized, with the last liquidations occurring in 
2007.  The twenty-two railways that composed the RFFSA were mostly nationalized by the 
Brazilian government which chose to merge them administratively. The following railways 
were:  • Estrada de Ferro Madeira-Mamoré  • Estrada de Ferro de Bragança  • Estrada de 
Ferro São Luís-Teresina  • Estrada de Ferro Central do Piauí  • Rede de Viação Cearense  • 
Estrada de Ferro Mossoró-Sousa  • Estrada de Ferro Sampaio Correia  • Rede Ferroviária do 
Nordeste  • Viação Férrea Federal do Leste Brasileiro  • Estrada de Ferro Bahia-Minas  • 
Estrada de Ferro Leopoldina  • Estrada de Ferro Central do Brasil  • Rede Mineira de Viação  
• Estrada de Ferro Goiás  • Estrada de Ferro Santos a Jundiaí  • Estrada de Ferro Noroeste 
do Brasil  • Rede de Viação Paraná-Santa Catarina  • Estrada de Ferro Dona Teresa Cristina 
The following railroads were later merged into the RFFSA:  • Estrada de Ferro Ilhéus (added 
in 1959 after a two year legal battle between the English owners and the Government of 
Brazil)  • Estrada de Ferro Nazaré (added in 1968 for unknown circumstances even though 
the railroad was already out of service)  • Estrada de Ferro Santa Catarina and the Viação 
Férrea do Rio Grande do Sul (originally leased to the RFFSA, later merged into the RFFSA)  • 
Estrada de Ferro Tocantins (remained under a special regime until 1974, when it was 
abolished; the railroad was merged away into the RFFSA that same year)

Regional Transportation Authority (Chicago, IL ) 495 The RTA's mission, as stated by the Illinois General Assembly and adopted by the voters of 
our region, is to insure financially sound, comprehensive and coordinated public transportation 
for northeastern Illinois. RTA is the second largest public transportation system in North 
America as measured by unlinked passenger trips and provides more than two million rides 
daily.   
 
The RTA operated railroad owned cars and locomotives over suburban commuter railroad 
lines owned by the Chicago, Burlington & Quincy (Burlington Northern), the Chicago & North 
Western, the Chicago, Rock Island & Pacific, the Chicago, Milwaukee, St. Paul & Pacific, 
Wabash, Gulf, Mobile & Ohio, Chicago, South Shore & South Bend and the Illinois Central. 
 
The combined assets of the RTA are valued at more than $34 billion and include 5,100 bus 
and rail cars plus 600 vanpool vehicles.  The system covers 7,200 route miles in the six-
county region that currently has a population of approximately eight million people.  The RTA's 
primary responsibility became financial and budget oversight of CTA, Metra and Pace.  
 
The RTA also was given responsibility for regional transit planning issues. The RTA's 
oversight responsibility is guided by the RTA's Board of Directors, who approve an annual 
budget and two-year financial plan. The Board consists of 15 members and a chairman 
appointed from the six-county region. The RTA Board also is required annually to review and 
approve a five-year capital plan, which is a blueprint of the capital activities to be funded by 
the RTA and executed by the CTA, Metra, and Pace.   
 
The RTA was created in 1974 upon approval of a referendum in the northeastern Illinois 
region of Cook, DuPage, Kane, Lake, McHenry and Will counties. The RTA is a special 
purpose unit of local government and a municipal corporation of the State of Illinois. Initially, 
the RTA provided financial assistance to the then-existing public transit operators. The RTA's 
role subsequently expanded to include the acquisition and operation of public transportation 
carriers as well as contracting to provide service.  
 
 In 1983, the RTA Act was amended to make substantial changes in the RTA's organization, 
funding and operations. The amended Act placed all operating and fare responsibilities in 
three "Service Boards" (the Chicago Transit Authority, or CTA, Metra and Pace) and gave the 
RTA increased oversight powers concerning budgets and a responsibility to monitor the 
financial condition of the Service Boards. Additionally, the RTA was given responsibility for 
issues requiring a regional perspective, including the coordination of transportation planning 
activities, market development, and insuring compliance with federal and state guidelines. To 
guide the RTA's financial oversight, the Act requires the RTA Board of Directors to approve an 
Annual Budget and Two-Year Financial Plan. The Act further requires that half of the operating 
expenses of the entire RTA system must be covered by farebox revenue. Additionally, the RTA 
Board of Directors is required annually to review and approve a Five-Year Capital Plan, which 
is a blueprint of the capital activities to be funded by the RTA and executed by the CTA, Metra 
and Pace.

Regional Transportation Authority of Middle Tennessee (Nashville, TN ) Regional Transportation Authority of Middle Tennessee operates 40 bus routes around 
Nashville. It also operates the Music City Star commuter rail system.Regional Transportation District (Denver, CO ) 86 The Regional Transportation District, or RTD, was organized in 1969 and is the regional 
authority operating public transit services in eight of the twelve counties in the Denver-Aurora-
Boulder Combined Statistical Area in Colorado.    
 
RTD currently operates a bus and light rail system that has a service area of 2,337 square 
miles (6,050 km2). It employs 2,526 people and reported over 100 million boardings in 
calendar years 2007 and 2008. It had a $372 million budget for the year of 2008 and a $382 
million for 2009. Google has RTD schedules attached to its trip planner, and 3rd party mobile 
applications are now available for the iPhone and other platforms.  RTD is working to deliver 
the voter-approved FasTracks rapid transit expansion that will add 122 miles (196 km) of new 
commuter rail and light rail, 18 miles (29 km) of bus rapid transit service, 21,000 new parking 
spaces at rail and bus stations, and enhance bus service for easy, convenient bus/rail 
connections across the eight-county district.  Denver's Regional Transportation District 
(RTD )was established in 1974 to take over the operations of the Denver Tramway Company. 
RTD opened its first light rail line in 1994. The light rail system has expanded to a 16 mile 
system, with an additional 19 miles scheduled to be opened soon. 
 
The Regional Transportation District, or RTD, was organized in 1969 and is the regional 
authority operating public transit services in eight of the twelve counties in the Denver-Aurora-
Boulder Combined Statistical Area in Colorado.  
 
RTD Denver operates a combination of heavy rail, light rail, and bus lines in the Denver 
metropolitan area. 
 
The current and project system extenstions include 
 
47 Mile Light Rail currently operating 
23 mile East Rail Extension to Denver International Airport (to open in 2016) 
11 mile Gold Line to Wheat Ridge (to open in 2016) 
18 mile North Metro Rail Line to Thornton and Northglen 
41 mile Northwest Rail Line to Westminster  
 
122 mile FasTracks system (planning underway) 
 
RTD is working to deliver the voter-approved FasTracks rapid transit expansion that will add 
122 miles (196 km) of new commuter rail and light rail, 18 miles (29 km) of bus rapid transit 
service, 21,000 new parking spaces at rail and bus stations, and enhance bus service for 
easy, convenient bus/rail connections across the eight-county district. 
 
 

Renfe Operadora (Madrid, Spain) 9,300 The name "https://www.youtube.com/watch?v=2Wz-WZLkffA) created on 24 January 1941 
with the nationalisation of Spain's railways. As per EU Directive 91/440, RENFE was divided 
into Renfe-Operadora (operations) and ADIF (infrastructure) on 1 January 2005. At the same 
time, the existing RENFE double-arrowed logo (nicknamed the "galleta", Spanish for biscuit), 
first introduced in 1971 and given a facelift in 1983, with a sans-serif font, and again in 2000, 
with a mixed-case italic font, has been replaced by a dark purple lower-case wordmark 
designed by Interbrand, and also replaces some of the separate logos used by the other 
sectors, although the old RENFE logo remains in use in some stations in Spain and on maps 
to indicate an ADIF station. 
 
The Railway Sector Act of 2003 separated the management, maintenance and construction of 
rail infrastructure from train operation. The first activity is now the responsibility of 
Administrador de Infraestructuras Ferroviarias (ADIF), the legal successor of RENFE, while 
the newly created Renfe-Operadora (commercial name "Renfe Operadora" or simply "Renfe") 
owns the rolling-stock and remains responsible for the planning, marketing and operation of 
passenger and freight services (though no longer with a legal monopoly). 
 
The company operates some 15,000 km of railways, 7,000 km of them electrified. Most of 
which are constructed to the broad "Iberian" gauge of 1,668 mm (5 ft 5 21⁄32 in), the same as 
that used in Portugal but wider than the gauge of 1,435 mm (4 ft 8 1⁄2 in) which is standard in 
France and most of western and central Europe. The newer high-speed (AVE) network has 
been built to the international standard gauge of 1,435 mm in anticipation of its eventual 
connection to the rest of the European railway system. For this reason, the 1435-mm gauge is 
generally termed "European gauge" in Spain. 
 
The Spanish high-speed system is called AVE. (Alta Velocidad Española—Spanish High 
Speed). The logo incorporates a feature which resembles a bird (ave in Spanish). The high-
speed lines are built to the standard European gauge (1,435 mm (4 ft  8 1⁄2 in)). 
 
Construction of the high-speed rail line between Madrid and Seville began in 1988 and 
operation commenced in 1991. Train speed on the Seville line is 300 km/h. The second high-
speed rail line (Madrid to Barcelona) was completed in 2007 with the inaugural service 
commencing at 06:00 on 20 February 2008. The operational speed on this route is 350 km/h. 
The greater part of the line (Madrid to Lleida) was placed into service on 11 October 2003, 
with connection to Huesca from Zaragoza. The third high-speed line (Madrid to Toledo) was 
opened in November 2005, followed by the spur from Córdoba to Málaga as far as Antequera 
in 2007. Another high-speed route from Madrid to Valladolid was opened in 2007, the line from 
Madrid to Valencia was opened in 2010 and the first stage of the high-speed line in Galicia 
opened in 2011. A line to Lisbon is being designed. 
 
Other lines operated by Renfe include Euromed, a moderate-speed line between Barcelona 
and Valencia. 
In addition to intercity transport, Renfe operates commuter train systems, known as Cercanías 
(or Rodalies in Catalonia and Cercanías-Aldirikoak in the Basque Country), in eleven 
metropolitan areas, including Madrid and Barcelona. In some cities, Renfe shares the market 
with other commuter railway operators, such as FGC in Barcelona.

Republican Valley Railroad (Hastings, NE ) 565 The Republican Valley Railroad became part of the Chicago, Burlington & Quincy mainline 
between Hastings and McCook.Rhaetian Railway (Chur, Switzerland) 239 7,391 7.0% This line is often described as one of the greatest railway journeys of the world. The line 
features 55 tunnels, 196 bridges and viaducts. The lline is best known for its Bernina Express 
passenger train, which travels between the above points.

Rhode Island Company  (Providence, RI ) 354 The Rhode Island Company was Incorporated by special act of the Rhode Island Legislature 
in April, 1902, to consolidate all the street railway, gas and electric light properties of 
Providence and vicinity. It operated over 354 miles of street railway and 8.41 miles of steam 
railroad lines. Of the total mileage 39.93 miles were owned and 322.64 operated under lease. 
 
Under the government dissolution decree for the New Haven the stock and obligations of the 
Rhode Island Company were put in the hands of trustees who were to exercise their best 
efforts to complete the sale of the securities before July 1, 1919. in March, 1919, however, 
Federal Judge Mayer extended the period during which the trustees might dispose of the 
securities to July 1, 1921. 
 
The  Rhode Island Company was organized by Marsden Perry, Nelson Aldrich and William 
Roelker to consolidate a number of street railways. These men bought up the shares in the 
Union Railroad Company. The Union Railway had begun operation in 1865 as a horse-railway 
in Providence. The Union Railway grew rapidly, and expanded into suburbs of Providence.  
They also purchased the Pawtucket Street Railway Company, and then formed a holding 
company called United Traction and Electric Company (the "Traction Company"). The Traction 
Company organized the Rhode Island Suburban Railway Co. (1899), which bought the 
Pawtuxet Valley Street Railway Co., the Cumberland Street Railway Company and a 
Barrington/Warren company in 1900. The Interstate Consolidated Street Railway Company 
was absorbed into the Suburban system in 1901.  The United Traction and Electric Company  
was never a big financial success. In order to combine the Traction Company's holdings, the 
United Gas Improvement Company of Philadelphia was organized and the Traction Company 
formed the Rhode Island Company in 1902.  The Rhode Island Company then leased the 
Rhode Island Suburban Ry, the Union Railorad, the Pawtucket Street Ry, and the United 
Traction holdings and their leases. The Rhode Island Company's first year was plagued by 
striking workers that crippled the streetcar company for part of the year. By 1906, the Rhode 
Island Company's stock had lost most of its value, and was being passed around from one 
company to another. The Rhode Island Securities Company, a holding company for the United 
Gas and Improvement Company, owned most of the stock.  By 1907, J.P. Morgan's New 
Haven Railroad Company controlled most of the stock of the Rhode Island Company.  By 
1910 the ownership of companies was:  J.P. Morgan owned stock in NY, New Haven and 
Railroad Company which owned all the stock of the Providence Securities Company. The 
Providence Securities company held securities and owned stock in the Rhode Island 
Company which in turn owned the Columbian Street Railway Company, Providence and 
Burrillville Street Railway Company and Woonsocket Street Railway Company.  The Rhode 
Island Company also leased and operated the United Traction and Electric Company. The 
latter company owned shares and bonds of the Rhode Island Suburban Railway Company, 
Pawtucket Street Railway Company and the Union Railroad Company. The Union Railroad 
Company owned stock and leased the Providence Cable Tramway Company.  In 1914, 
because of antitrust laws, the New Haven Railroad was ordered to divest itself of New 
England streetcar companies. The Rhode Island Company floundered as it found itself with 
little money to pay leases and competing with automobiles and the forerunner of the bus, the 
jitney. By 1918 the Company was deep in debt and the Rhode Island Superior Court 
terminated the leases of the Rhode Island Company.  The Rhode Island Company was placed 
in receivership and in January 1919 all Rhode Island Company lines (except the Seaview line 
and the Providence Danielson Railway co.) were consolidated under the United Electrical 
Railways Company (UER), which had been chartered at the same time.   All of the United 
Traction properties (Union Railroad, Pawtucket Street Railway and RI Suburban and 
Providence Cable Tramway) were transferred to UER also. To avoid future public 
inconvenience because of the streetcars' financial affairs, the legislature placed the 
corporation under the control of the Public Utilities Commission. At this time, the UER 
controlled all of the transit systems in Rhode Island.  Two years later, in 1923, passenger trips 
reached an all-time high of 154 million passengers per year.  In 1926, the New England Power 
Company purchased the UER and organized a holding company, the Rhode Island Service 
Company to take over the operations of the UER transit system.   By the early fifties, the UER 
faced financial difficulties as commuters began to rely on automobiles rather than buses 
(which replaced the streetcars).   The United Transit Company (UTC) took over UER in 1952.  
Ridership in that year totaled 100 million passengers. By 1955, diesel and gasoline buses had 
replaced the trackless trolleys that were then in use. Ridership declined in the next 15 years, 
dwindling from 100 million passengers per year in 1952 to 20 million in 1967.   Finally in 1964, 
Rhode Island created the Authority (RIPTA) which allow the state to acquire any private 
company if abandonment of their service would hurt the public. In 1966 it acquired UTC and 
the public transportation system became state-owned.   From Rhode Island Historical Society 
Manuscripts Division http://www.rihs.org/mssinv/Mss094.htm

Rhode Island Locomotive Works (Providence, RI ) Rhode Island Locomotive Works produced more than 3,400 steam locomotives between 1867 
and 1906, when the plants locomotive production was shut down. The locomotive works 
employed about 1,400 men, The locomotive works employed about 1,400 men,

Rhodes, Curry & Company (Amherst, NS Canada) Canada Car Co., Dominion Car & Foundry, and Rhodes, Curry & Co. were consolidated in 
1909 to form the Canadian Car & Foundry Company.   This plant started as a small railway 
car manufacturer in 1892, and grew to become a large concern. It was equipped for the 
construction of wood passenger and freight cars. The plant also had a wheel foundry, a grey 
iron foundry, forging and machine shops, rolling mills, malleable iron foundry and axle shop. 
The plant was able to produce up to 20 freight cars a day and 60 passenger cars a year.  
When Rhodes, Curry was merged into Canadian Car & Foundry, Nathaniel Curry, who was 
then the President of Rhodes, Curry, became the President of Canadian Car & Foundry.  The 
Rhodes, Curry plant continued in full production until the end of World War I, and then was 
operated only occasionally, being closed in 1931.

Richard Norris & Son) The Norris Locomotive Works was a steam locomotive manufacturing company based in 
Philadelphia, Pennsylvania, that produced about a thousand engines between 1836 and 
1860. It was the dominant American locomotive producer during most of that period, and was 
even selling its popular 4-2-0 locomotives to European railways. 

Richmond & Danville Railroad (Richmond, VA ) 3,353 The Richmond and Danville formed the early core of the Southern Railway. Its route 
connected railroads operating in the Northeast with Atlanta and New Orleans via Richmond, 
Charlottesville, VA and Lynchburg, VA. 

Richmond & Petersburg Railroad (Manchester (Richmond), VA ) 25 The Richmond & Petersburg Railroad as strategically important to the Confederacy during the 
American Civil War, when it provided a vital supply and transportation route in late 1864 and 
early 1865 for Robert E. Lee's entrenched Army of Northern Virginia, which was protecting the 
Confederate capital of Richmond and Petersburg. It 

Richmond & West Point Terminal Railway & Warehouse Co. 
(Richmond, VA )

8,883 The Richmond & West Point Terminal Railway & Warehouse Company ("The Terminal") was 
organized March 8, 1880 as a holding company formed to finance the control over the East 
Tennessee, Virginia and Georgia and the Richmond & Danville Railroads. The Terminal 
ultimately became the core of the Southern Railway.    
 
The Richmond & West Point Terminal Railway and Warehouse Company was created to 
avoid a limitation in the Richmond & Danville charter, which prevented that railroad from 
entering into leases of other railroads, thereby giving the lessor control over the leased 
railroad. The Richmond & West Point Terminal had this ability, and used  to own the shares of 
Richmond & Danville Railroad and for the purpose of acquiring control of railroads not directly 
connecting with that Company's lines. The Richmond & West Point Terminal Railway & 
Warehouse Company gained control of the the Richmond & Danville Railroad System, on 
November 19, 1886, the East Tennessee, Virginia & Georgia Railroad System, January, 1887,  
the Georgia Railroad (controls Central of Georgia Railroad and Banking Company), the 
Baltimore, Chesapeake & Richmond Steamboat Company, and the Ocean Steamship 
Company.     
 
In 1890, the Terminal acquired the Queen & Crescent Route, consisting of the Alabama & 
Vicksburg, the Alabama Great Southern, the Cincinnati, New Orleans & Texas Pacific, the 
New Orleans & Northeastern, the Vicksburg & Meridan, and the Vicksburg, Shreveport & 
Pacific railroads. These lines extended from Cincinnati south to Vicksburg and Shreveport. 
Altogether, the Terminal operated almost 8,500 miles of line after this merger.  By 1891, the 
Terminal was near bankruptcy, because of overly rapid expansion, and the Terminal and all 
railroads controlled by that company were placed in receivership June 22, 1892.  
 
 In 1893, J.P. Morgan and Company was brought in to reorganize and refinance the company 
and its many subsidiary lines. The reorganization was completed on February 20, 1894, 
resulted in the formation of the highly successful Southern Railway.

Richmond & York River Railroad (Richmond, VA ) 38 The Richmond & York River Railroad was organized to facilitate the transportation of Tobacco 
from Richmond to the York River, which provided access to the Atlantic Ocean steamships. In 
1853, Virginia was a major agricultural state, with the tobacco a major crop. Richmond 
became an important U.S. Tobacco business location: the Phillip Morris Company. The Port of 
Richmond, located a few mlles north of West Point, became an important deepwater shipping 
point in later years.

Richmond Light & Railroad (New Brighton, NY ) 32  
in: 
Defunct New York streetcar operators 
Richmond Light & Railroad Company 
 
 
EDIT 
 
 
SHARE 
 
 
The Richmond Light & Railroad Company was the largest street railway company on Staten 
Island (the borough of Richmond in New York City) from 1902 until the 1920s, [3]

Richmond Locomotive Works (Richmond, VA ) Richmond Locomotive Works began operation in 1887, and produced upward of 4,500 
engines during its 40 years of operation.At its peak, the company employed 1,600 workers, in 
1901.

Richmond Tank Car Co. (Houston, TX ) Richmond declared bankruptcy on February 23, 1987. The bankruptcy was caused when a 
major unsecured creditor sought to have a court issue a summary judgement against the 
assets of the company. Richmond Tank Car had been in default on the repayment of its debts 
since 1982.  The former Richmond Tank Car property was eventually acquired in 1995 by 
Union Tank Car Company, in a move to expand its operations.

Richmond Union Passenger Railway Company  (Richmond, VA ) 10.0% The Richmond Union Passenger Railway Company was the first railway to operate a public 
electric streetcar system in the world.Richmond, Fredericksburg & Potomac Railroad (Washington, DC ) 107 The Richmond, Fredericksburg & Potomac Railroad was the "connecting link" between the 
north and the south. Virtually all trains from Washington, DC and the northeast that were 
bound for the south passed over the RF&P Railroad. It was the sixth railroad to be chartered 
in the commonwealth, receiving exclusive rights from the General Assembly to connect 
Richmond and Fredericksburg to the Potomac River steamboat lines. RF&P also played a key 
role in the Civil War and World War II. [8]

Rigi Railways (Lake Luzerne, Switzerland) 5,748 The Rigi Railways are the highest standard gauge railway in Europe. The Vitznau–Rigi Bahn 
is also notable as the first mountain rack railway in Europe, and only the second in the world, 
after the Mount Washington Cog Railway in the United States.

Rimutaka Incline Railway (Wellington, New Zealand) 1,141 6.7% The railway from Upper Hutt to the Wairarapa included five tunnels, several large bridges and 
many steep grades. The railway reached the summit of the Rimutaka Range by conventional 
means, but such a route could not be found to descend to the Wairarapa valley. The three-
mile section of track between Summit and Cross Creek on the Wairarapa side of the range 
had an average grade of 1 in 15. The patented Fell centre-rail system was employed to 
enable specially-fitted locomotives to negotiate the steep grade safely while hauling larger 
loads than otherwise would have been possible. 
 

Rio Grande Pacific Corporation (Ft. Worth, TX ) 732 RIO GRANDE PACIFIC CORPORATION is a short line and regional railroad holding company 
with operations in six (6) states.  It owns the    
 
- Nebraska Central Railroad (340 miles)  
- Idaho Northern & Pacific Railroad (210 miles)  
- Wichita, Tillman & Jackson Railroad (100 miles)  
- New Orleans & Gulf Coast Railway (32 miles)  
- Thunder Mountain tourist line (50 miles)  (Operated by Idaho Northern & Pacific)

Rio Grande Southern Railway (Durango, CO ) 182 10,222 5.0% The Rio Grande Southern was built to connect the gold and silver mines around Silverton and 
Ouray, CO, where a branch of the Denver & Rio Grande terminated. The Rio Grande 
Southern was built by Otto Mears, known as the "Pathfinder of the San Juans:. Mears had 
begun his business career by building a series of toll roads in western Colorado about the 
same time that the Rio Grande Railroad had completed its narrow gauge mainline over 
Marshall Pass to western Colorado, and eventually Salt Lake City.

Rio Grande Western Railway (Grand Junction, CO ) 725 The Denver & Rio Grande Western Railway was built as a narrow gauge line, to extend the 
narrow gauge Denver & Rio Grande Railroad line from the Colorado State line into Ogden. 
Completion of this railroad provided a continuous narrow gauge railroad line from Denver to 
Pueblo, Salida, Grand Junction through to Salt Lake City. 
 
The Rio Grande Western Railway was formed in June 1889 by a consolidation of the 
reorganized, Denver & Rio Grande Western Railway (1881). and the Denver & State Line 
Railway. Shortly after this date, the line was converted to standard gauge. 
 
In 1901, the Rio Grande Western was consolidated into the Denver & Rio Grande. The 
Denver & Rio Grande was: Denver & Rio Grande Railroad,  State Line to Ogden, Utah, 
310.12 miles.   Branches Owned:   Mounds to Sunnyside and Spurs, 17.86 miles;  Quarry 
Spurs, 5.55 miles;  Colton to Clear Creek and Spurs, 25.18 miles;  Thistle to Manti, 61.63 
miles;  Provo to Heber, 26.00 miles;  Utah Sugar Spur, .98 miles;  Bingham Junction to 
Wasatch, 10.16 miles;  Bingham Junction to Bingham and Spurs, 14.26 miles;  Wasatch to to 
Alta, 7.76 miles;  Dalton & Lark Railroad, 3.88 miles;  Bingham Tramway, 2.14 miles;  Roper to 
Penitentiary, 3.25 miles;  Salt Lake Copper Plant Spur, 1.49 miles;  Union Stock Yard Spur, 
1.11 miles;  Lake Park Spur, 1.55 miles;  Ogden Sugar Works Spur, 2.57 miles;  Garfield 
Junction to Garfield, 15.94 miles;  Hooper Spur, 4.02 miles;  Bingham Branch, 12.29 miles.   
Proprietary Roads:   Sevier Railway, Manti to Marysvale, 70.88 miles.  Castle Valley Railway, 
Salina to Nioche, 20.00 miles.  Tintic Range Railway: Springville to Silver City, 43.75 miles. 
Spurs, 4.68 miles. Copper Belt Railroad, Bingham to Mines, 4.27 miles.  Utah Central 
Railroad: Penitentiary to Park City, 29.03 miles. Spurs, 6.62 miles.   Owns all securities of:   
Utah Eastern Railway.  Utah Fuel Company.   Reorganized as the Denver & Rio Grande 
Western Railroad Company in 1908. The new company merged the properties of the D&RG 
and the Rio Grande Western (RGW) into a single railroad, thus providing under a single 
ownership and control, a continuous line from Denver to Ogden.  Proprietary Roads:   
Trackage  Crevasse (Colorado-Utah state line) to Grand Junction, Colorado, 18.20 miles.   
Purchased and practically merged into Denver & Rio Grande Railroad during year June 30, 
1901.  

Risdon Iron & Locomotive Works (San Francisco, CA ) The Risdon Iron and Locomotive Works, the supplier to SF & SM of their Corliss type steam 
engines, was San Francisco's fourth largest manufacturer of heavy machinery. Founded in the 
early eighteen fifties as the Coffey and Risdon Boiler Works, at the corner of Bush and Market 
Streets.The company operated until 1911. The company operated on what became Pier 70.

Ritom funicular (Piotta (Ticino canton), Switzerland) 1 87.8% At its opening, and until the opening of the Gelmerbahn funicular, the Ritom funicular was the 
steepest funicular in Switzerland.[Ritter (Columbus, OH ) The Ritter Lumber Company became the the largest manufacturer of hardwood lumber in the 
world with operations in eight states, a major producer of coal. It owned over 300,000 acres of 
land and at one time owned 72 locomotives. 

Roaring Camp & Big Trees Narrow Gauge Railroad (Felton, CA ) 7 9.5% A switchback was constructed to return the line to service after a fire that destroyed the 
Corkscrew Loop. The switchback has an estimated 9.5% grade, making it the steepest 
passenger grade still in use.

Rock Island-Frisco Lines merger) 14,376 The short-lived Yoakum Empire, a merger of the Rock Island and the Frisco lines, made it one 
of the largest railroad networks in the U.S. Rock Island, Arkansas & Louisiana Railroad (Haskell (near Benton, 

AR), AR )
315 The Rock Island incorporated the Rock Island, Arkansas & Louisiana, to build a line from Little 

Rock to New Orleans via Eunice. This line was placed in operation on Feb 1, 1908, and was 
leased for 999 years to the Chicago, Rock Siland & Pacific on January 31, 1906. The line was 
eventually consolidated into the Rock Island in May 1932.  Rock Island Arkansas & Louisiana.
—The Arkansas Southern, the Little Rock & Southern and the Arkansas Southern Extension 
Railroad companies, all controlled by the Chicago Rock Island & Pacific, have been 
consolidated under the above name and articles of consolidation have been filed with the 
secretary of state of Arkansas. The Little Rock & Southern is under construction from 
Traskwood southeast to Crossett, Ark., 107 1/2 miles, with a branch, 35.6 miles long, from 
Summerville to Eldorado, where connection is made with the Arkansas Southern, extending to 
Winfield, La., 101 miles, which was recently acquired by the Rock Island. Under the charter of 
the Arkansas Southern Extension Company an extension is being built from Winfield to 
Alexandria. La., 41 1/2 miles. The articles state that the company will operate the following 
lines: First, from Crossett to some point on or near the Mississippi River in Louisiana; second, 
from a point upon the Haskell-Eldorado line to Malvern, Ark.; third, from Haskell, Ark., to Little 
Rock; fourth, from a point at or near Junction City, Ark., to Shrovoport, La.; fifth, from a point at 
or near the southern boundary of Winn Parish, La., to Alexandria, La. Capital stock, 
$15,000,000. Directors: E. P. Pierce, II. W. Morrison. W. S. Tinsman, T. S. Buzebee of Little 
Rock and A. E. Sweet of Ruston, La. General offices, Little Rock, Ark.

Rock of Ages (Graniteville, VT ) 11 9.0% The famous granite quarries at Barre had been developed in the beginning in the late 1790, 
with horses and mules used to transport the stone to Montpelier. However, the use of 
horsepower to transport the granite limited the capacity of the quarry and was very costly. As 
a result, the quarries were not competitive and the business declined.  
 
The Central Vermont Railroad was extended from Montpelier to Barre in 1875, providing a 
modern means of transportation, with the potential to greatly expand the quarry output. The 
quarry, however, was located 1,000 feet above the city, and a 9% grade was required to reach 
the quarry, using a series of switchbacks. The quarry company constructed a railroad to 
connect the quarry with the city of Barre, where a connection with the Central Vermont 
Railway could be made.  
 
The  railroad has eleven miles of track, fifty flat cars, twenty-seven grout cars . . . and now one 
diesel locomotive . . . replacing the three steam locomotives still owned by the company. 
Along with its older sister, # 5, known at one time as "The Monarch", and old # 27, a standard-
type switcher, Hercules was retired late in 1957. Locomotives # 5 and # 6 are similar to the 
first locomotives built in America one hundred and twenty-five years ago." [4]

Rockford, Rock Island & St. Louis Railroad (Rock Island, IL ) 206 This line was originally chartered as the Rock Island & Alton in 1855; the charter was then 
revised in 1865, extending the line to run between Sterling, Rock Island, East Burlington & 
Alton as the Rockford, Rock Island & St. Louis; the Rockford, Rock Island & St. Louis 
constructed the line in 1870 at a cost of $11,000,000, with construction being completed on 
November 11, 1870. The line was then reorganized in 1875, and was purchased for 
$1,600,000 by the Chicago, Burlington & Quincy  on April 21, 1876 along with two smaller 
lines in February 1877.  The line formed a "T" with the west leg of the T running to Rock 
Island, and the East leg running to Sterling.   
----------------  
From http://books.google.com/books?id=5H8_AAAAYAAJ&pg=PA777   
 
The Rockford, Rock 1sland & St. Louis Railroad Company was incorporated by an Act of 
Legislature on February 16,. 1865.  
 
Construction in Beardstown:  
 
This railroad company secured from Beardstown a lease, ou April I, 1869, for the right to lay a 
track from the southeastern limits of the town over Morgan and Jackson streets to the Illinois 
River, and to lay a track along the north ends of all streets from Morgan to Jackson street. 
Pursuant to the authority granted, work was commenced that year and pushed rapidly 
forward. After the road bed was graded to a certain extent, it was deemed advisable to have a 
construction or work train to assist, so arrangements were made to get an engine and some 
flat cars. One bright morning in the summer of 1869, the sound of a boat whistle was heard up 
by Muscouteen Bay, and a large and interested crowd of Beardstown people rushed to the 
river to "see the train come in," and the first train, or at least the engine, came in on a boat 
from Peoria, was promptly unloaded and placed on an improvised track, and in a day or two 
was at work, with Louis Rodgers as engineer. A track laid along the river front, had enabled 
the train to gather the material from along the bank, but the first or second trip resulted in a 
disaster from the road bed having slipped and the rails spreading, precipitating the engine into 
the river. 1t was a problem how to extricate it, but the genlnus and muscle of those hardy 
constructlonlsts soon conquered, and the rails were raised and a track built under them. As 
soon as the damage was repaired, work was resumed.  The first train out of Beardstown was 
in the summer of 1870, and was an excursion one to Arenzville. Flat cars were provided with 
seats and they and the engine well decorated with willow boughs and branches from 
shrubbery. 1t was a gala occasion and brought joy to the people who had worked so faithfully 
and spent such large sums of money to secure a railroad. A bridge had been built across the 
Illinois River the year previous and this road has always been a success, although it has 
changed hands several times, and is now a part of the vast and magnificent system of the 
Chicago. Burlington & Quincy Railroad Company. 

Rocky Branch Railroad (Glen, NH ) 16 9.0%
Rogers Locomotive & Machine Works (Paterson, NJ ) Rogers was the second-most popular American locomotive manufacturer of the 19th century 

behind the Baldwin Locomotive Works among almost a hundred manufacturers.  It built more 
than six thousand steam locomotives for railroads around the world. Most railroads in 19th-
century United States rostered at least one Rogers-built locomotive. Rogers was one of the 
most important locomotive producers in this country in terms of techinal improvements and 
productivity. The company helped introduce such design reforms as spread-leading trucks, 
wagon-top boilers and link-motion valve gears. Between 1837 and 1913 it produced nearly 
6,200 locomotives. The company's most famous product was a locomotive named The 
General, built in December 1855, which was one of the principals of the Great Locomotive 
Chase of the American Civil War. 

Rogers Locomotive Works (Paterson, NJ ) Rogers Locomotive and Machine Works built more than 6,000 steam locomotives for railroads 
around the world. Most railroads in 19th-century United States rostered at least one Rogers-
built locomotive.

Rogers, Ketchum & Grosvenor Company (Paterson, NJ ) Rogers, Ketchum & Grosvenor Company was an early locomotive builder located in Paterson, 
NJ. The firm built six locomotives for the Lackawanna & Western as early as 1851.Rohr Industries (Chula Vista, CA ) Rohr Industries built the cars used on San Francisco's BART system.

Rome Locomotive Works (Rome, NY ) Rome built 695 steam locomotives in a decade, a significant number in a highly competitive 
field, the seventeenth largest total among 19th century North American locomotive builders.Rome, Watertown & Ogdensburg Railroad (Niagara Falls, NY ) 625 The Rome, Watertown & Ogdensburg Railroad (RW&O) began in 1842 as the Watertown & 
Rome Railroad (W&R) to link Watertown with Rome, New York on the Syracuse & Utica 
Railroad, later consolidated as part of the New York Central Railroad (NYC). The Potsdam & 
Watertown Railroad was formed at this time to link Watertown with Potsdam, New York in St. 
Lawrence County near Massena. In 1861 these two railroads merged as the RW&O. 
 
A branch line from DeKalb Junction (near Canton, New York) to Ogdensburg was later built. In 
1864 the RW&O constructed a line from Pulaski to Oswego and merged with the Syracuse & 
Northern Railroad. In 1858 the Lake Ontario Shore Railroad (LOS) was chartered from 
Oswego to Suspension Bridge, New York (now Niagara Falls, New York). RW&O merged LOS 
in 1875; by that time it was bankrupt. 
 
The RW&O was nicknamed "Rotten Wood & Old Rusty Rails" due to its crumbling 
infrastructure. By 1878 the RW&O had been merged into the Delaware, Lackawanna & 
Western Railroad (DL&W). DL&W built the Ontario Secondary in 1882 (Beebee line) from 
Charlotte, New York (where the Genesee River flows into Lake Ontario) to Rochester, New 
York. By 1891 RW&O became a subsidiary of NYC. On April 12, 1913 the RW&O was formally 
merged into the NYC. 
 
The Rome, Watertown & Ogdensburg Railroad was organized in the interest on the 
Watertown & Rome Railroad. The Watertown & Rome had guaranteed the payment of bonds 
by the Potsdam & Watertown Railroad, which then defaulted in its bond payments. The 
Watertown & Rome was able to restore the defaulted payments and formed the Rome, 
Watertown & Ogdensburg to consolidate the two companies.   
 
The Rome, Watertown & Ogdensburg was leased by the New York Central & Hudson River 
Railroad in 1891, in order to gain access to Montreal, Canada via the Grand Trunk Railway. At 
the time of its lease, the RW&O operated the longest and most important summer tourist 
traffic route in America.   
 
The Rome, Watertown & Ogdensburg was used to ship large quantities of of ores and metal 
from the mines and iron works in the vicinity primarily to Ogdensburgh and thence to Canada 
and the West.  
 
In 1867-68 the Clifton Iron & Steel Company Railroad finished and operated a railroad from 
their works to a point on the Rome, Watertown & Ogdensburgh Railroad, near De Kalb 
Junction, 24.00 miles. The mines and works in the vicinity of this main road supply large 
quantities of of ores and metal, which are shipped chiefly to Ogdensburgh and thence to 
Canada and the West.    
 
Rome to Ogdensburgh, New York. 141.11 miles.  Massena Springs to Richland, New York, 
119.14 miles.  Richland to Rome, New York, 41.12 miles.  Oswego Junction to Niagara 
Junction, New York, 144.21 miles.  Rochester to Windsor Beach, New York, 7.27 miles.  
Woodward Junction to Fulton, New York, 17.11 miles.  Watertown Junction to Cape Vincent, 
New York, 24.41 miles.  De Kalb Juncton to Ogdensburgh, New York, 19.40 miles.  Syracuse 
to Pulaski, New York, 37.40 miles.   Branches:   Cape Vincent, Watertown Junction to Cape 
Vincent. 24.28 miles. (Cape Vincent Branch) Potsdam, DeKalb to Potsdam Junction. 24.24 
miles. (Potsdame Branch) Sandy Creek, Syracuse to Sandy Creek. 44.50 miles.  Lewiston, 
Oswego to Lewiston. 146.17 miles. (Lake Ontario Division)    Reorganized as the Rome, 
Watertown and Ogdensburg Railroad Company on April 20, 1885.   

Røros Railway (Hamar, Norway) The Roros Railway was important to Norway as the main north-south railway until the 1921 
completion of the Dovre Line. Since then, the Røros Line has been relegated to regional 
passenger and freight trains

Ross Winans Locomotive Works (Baltimore, MD ) Ross Winans steam locomotive designs impacted the future of U.S. Railroads. His first work 
was helping Peter Cooper build the revolutionary "Tom Thumb" locomotive. His early 
locomotives were sold to the Baltimore & Ohio Railroad. In total, he built about 300 
locomotives. Although his first locomotive was produced in 1841 [1], in 1831 he built the first 
eight-wheel passenger car--"Columbus" in the company's shop, from his own drawings. [2]

Royal City Planning Mills (New Westminster, BC Canada) In 1888, Royal City Planning Mills as the largest lumber company in British Columbia.
Royal Gorge Incline Railway (Cañon City,, CO ) 7,465 100.0% The incline railway at Royal Gorge is the world's steepest, boasting a 100% grade (meaning 

the track is at a 45 degree angle).  Engineering Facts  • Construction began in 1930 and 
completed in 1931 • Length of incline: 1,550 feet (473 meters) • 100% grade, 45-degree angle 
• Powered by Otis Elevator with a completely automatic SCR drive system • Standby 
emergency diesel engine • Maximum speed: 11.4 mph • Rate of descent: 3 mph • Weight of 
cars: 4,500 lbs. • Travel time: 5.5 minutes each way • Same engineering and construction 
crews that built the Bridge • Safety: 19 manually operated stopping devices, also equipped 
with automatic governor to stop each car • Listed on the National Historic Register

Royal Saxon State Railways (Germany) 2,089 The Royal Saxon State Railways (German: Königlich Sächsische Staatseisenbahnen) were 
the state-owned railways operating in the Kingdom of Saxony from 1869 to 1918. From 1918 
until their merger into the Deutsche Reichsbahn the title 'Royal' was dropped and they were 
just called the Saxon State Railways (Sächsische Staatseisenbahnen). The railroad operated 
a combination of 1,767 miles of standard guage and 322 miles of narrow gauge lines in 1920.
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Royal Trans-African Railway (Mahungu, Zambia) 1,260
Russell Car & Foundry Co. (Ridgway, PA ) Russell was a well respected manufacturer of snow plows, snow sweepers, and other work 

equipment. The company also was known as the "Russell Snow Plow Company", after its 
principal product. This company was not related to the Russel Wheel and Foundry Company 
of Detroit, MI.

Russian Railways (Russia) 53,000 In 2012 it became one of the three largest transport companies in the world.
Rutland Railroad (Bellows Falls, VT ) 468 The Rutland and other Vermont railroads opened Vermont's lumber, dairy, granite, marble and 

slate industries to large eastern market, while promoting Vermont as a tourist attraction.   The 
Rutland Railroad was chartered as the Champlain & Connecticut River Railroad on November 
1, 1843 and opened on December, 1849. The name was then changed to the Rutland & 
Burlington Railroad on November 6, 1847. Following a reorganization in 1853, the line 
became the Rutland Railroad.  The Rutland reached an agreement with the Canadian 
National Railway in 1929 that enabled the Rutland to connect with the CN at Rouse's Point. 
This became an important link between Montreal and Boston.  The Rutland Railroad entered 
bankruptcy in 1938 and emerged from bankruptcy on November 1, 1950 as the Rutland 
Railway. Even greater difficulties arose during the 1950's because of labor problems. A three 
year labor strike shut the railroad down in 1953, resulting in the discontinuance of all 
passenger service. Another strike began in 1960, and the last train operated on September 
25, 1961.   A series of abandonment hearings were held by the Interstate Commerce 
Commission in 1962, and the abandonment application was approved in early 1963.   The 
Burlington-Bennington line was then sold to the State of Vermont, resuming operation under 
Vermont Railway name in January 1964. The Rutland-Bellows Falls line resumed operation as 
the Green Mountain Railway in April 1965. Both operate jointly as the Vermont Railway 
System.  A new railroad-the Ogdensburg-Norwood Railway was formed on August 15, 1967 to 
operate a portion of the former Rutland between Ogdensburg and Norwood.  

S-train  (Copenhagen, Denmark) 110 # Stations in system = 84
Sächsische Maschinenfabrik (Chemnitz, Germany) The Sächsische Maschinenfabrik in Chemnitz was one of the most important engineering 

companies in Saxony in the second half of the 19th century and the first two decades of the 
20th century. Including its various predecessor businesses, the firm existed from 1837 until its 
liquidation in 1930, and individual branches of the company taken over by others continued to 
operate until 1990. The company is closely linked with the name of its founder and long-time 
manager, Richard Hartmann, whose name formed part of the new company title in 1898: the 
Sächsische Maschinenfabrik vormals Richard Hartmann ('Saxon Engineering Factory, 
formerly Richard Hartmann'). It produced 4,699 locomotives between 1848 and 1929, most 
being delivered to the Royal Saxon State Railways (Königlich Sächsische Staatseisenbahnen)

Saco Valley Railroad (Bartlett, NH ) 7 6.5% This logging road began at Sawyer River, a mile or so north of Bartlett.
Sacramento Mountain Lumber Company (Alamogordo, NM ) 14 9,600 6.5% The Sacramento Mountain Lumber Company (SMLCo)  took over the half-dismantled mill and 

part of the timber holdings of the Alamogordo Lumber Company that had ceased operation in 
1907. The latter firm continued to function, but only as a landowner and holder of timber rights 
on a mixture of National Forest and state lands. The logging railroads, locomotives and 
Loaders went to the new company as well (N. M. Corp. Comm. 1916) (Figure 14).  New 
SMLCo railroads were built starting in late 1916 from the end of the ALCo line in Penasco 
Canyon, near the upper end of Benson Ridge. One line followed the canyon slope high on the 
west side of Penasco Canyon. A longer line wandered out of Benson Ridge, overlooking 
several heavily wooded valleys. This line served a logging camp and then split to follow ridges 
along both sides of Benson Canyon (Figures 15 and 16).  Rail operations remained much as 
before with the Shay locomotives gathering up short strings of log cars and hauling them up 
the steep climb to Russia. From the terminal, full trains were taken by the EP&SW down the 
mountain to Alamogordo (Weekly Cloudcrofter 1917a, 1917b).  The prosperity brought by 
regular operation in the wartime market was not to last. In January 1919 the sawmill was 
destroyed by fire. And, at nearly the same time, the boom markets ended. The entire 
operation was shut down at this time. The company's interest in further development of the 
property ended, and in July 1920 the business was sold to the Southwest Lumber Company 
(Neal 1966:61; Alamogordo News 1919).

Sacramento Northern Railway (Oakland, CA ) 183 4.0% The Sacramento Northern was the longest interurban line in this country.
Sacramento Regional Transit District Light Rail (Sacramento, CA ) 43 7.0% The RT began operations on April 1, 1973, with the acquisition of the Sacramento Transit 

Authority. Later that year RT completed a new maintenance facility and purchased 103 buses.  
Over the next decade RT continued to expand bus service to the growing Sacramento Region 
while a cooperative effort emerged among city, county and state government officials to 
develop a light rail system. In 1987 the 18.3-mile (29.5 km) light rail “starter line” opened, 
linking the northeastern (Interstate 80) and eastern (Highway 50) corridors with Downtown 
Sacramento. As light rail ridership increased, RT continued to expand the light rail system. RT 
completed its first light rail expansion along the Highway 50 corridor in September 1998 with 
the opening of the Mather Field/Mills Station. Five years later (September 2003) RT opened 
the first phase of the South Line, a 6.3-mile (10.1 km) extension to South Sacramento. In June 
2004, light rail was extended from the Mather Field/Mills station to Sunrise Boulevard, and on 
October 15, 2005 a 7.4-mile (11.9 km) extension from the Sunrise station to the city of Folsom 
was opened.  In December 2006, the final leg of the Amtrak/Folsom project was extended .7-
mile (11 km) to the downtown Sacramento Valley Station, connecting light rail with Amtrak 
inter-city and Capitol Corridor services as well as local and commuter buses. Within the next 
several years, RT plans to extend light rail beyond Meadowview in South Sacramento to 
Cosumnes River College and north to Sacramento International Airport. 

Sacramento Shops, Southern Pacific (Sacramento, CA )
Saginaw Timber Company (Aberdeen, WA ) 51 70.0% The Saginaw Timber Company incorporated on March 18, 1908 and organized in 1909. The 

company was to be capitalized at $100,000. The organizers were A J Morley and W G 
Hopkins. The company constructed and operated a 40 mile logging railroad in the Aberdeen 
area. In 1919, the company merged the E H Lester Logging Company, a two mile logging 
railroad in the Montesano area. In 1933, the company merged the Gray's Harbor and Pacific 
Railroad Company, a 9.25 mile railroad in the Aberdeen area. The company also merged the 
Saginaw Southern Railway Company. By 1934 the company was known as the Saginaw 
Logging Company and operated in the Brooklyn area. In 1947, the company acquired the 
Bridges to Vesta track from the Gray's Harbor and Puget Sound Railway Company. In 1946, 
the company was reorganized as the Saginaw Lumber Company. On February 14, 1947 the 
company was dissolved.

Saint-Gervais-Vallorcine Railway (Saint-Gervais-les-Bains, France) 23 4,478 9.0% The Saint-Gervais-Vallorcine Line is a single-track 36.5 km (22.7 mi) long metre gauge railway 
in France connecting SNCF's Saint-Gervais-Le Fayet station with Vallorcine and the border 
with Switzerland (Le Châtelard[1]) through Chamonix. Opened in 1901 by the Chemins de fer 
de Paris à Lyon et à la Méditerranée, it is part of the main SNCF network as far as Vallorcine. 
To Le Châtelard (3 km or 1.86 mi) is run by the Swiss company TMR, which also operates the 
Martigny–Châtelard railway.

Salem & Lowell Railroad (Tewksbury (Lowell), MA ) 17 The Salem and Lowell Railroad was organized to connect two great commercial centers: 
Lowell and Salem. During the 1870s, Salem became a major coal port and many coal trains 
ran along the Salem and Lowell to bring the product to Lowell, Lawrence and points beyond. 
Salem is located on the Atlantic Ocean, 22 miles Northeast of Boston. By 1790, Salem had 
become the sixth largest city in the country, and a world-famous seaport. Shipping declined 
throughout the 19th century.  Consequently, the city turned to manufacturing. Industries 
included tanneries, shoe factories, and the Naumkeag Steam Cotton Company. [2] Lowell was 
incorporated in 1826 as a textile mill town. By the 1850s, Lowell had the largest industrial 
complex in the United States. The textile industry wove cotton produced in the South. In 1860, 
there were more cotton spindles in Lowell than in all eleven states combined that would form 
the Confederacy. [3]

Salt Lake & Denver Railroad (Craig, CO ) 0 The Salt Lake & Denver Railroad was organized to extend the Denver & Salt Lake Railroad, 
which terminated in Craig. The Salt Lake & Denver was never constructed, due largely to the 
lack of economic opportunity in the area west of Craig.

Salt Lake & Eastern Railway (Salt Lake City, UT ) 22 6.0% The first company to construct a line to Park City was the Utah Eastern Railway, completing 
its narrow-gauge line between Coalville and Park City in 1880. Both the Summit County and 
the Utah Eastern companies reached Park City on the same day over virtually parallel routes. 
Union Pacific soon gained control of the Utah Eastern company, however, and shut it down in 
December 1883.   Much to Union Pacific's chagrin, another local road soon was successful in 
reaching Park City. This time it was the Salt Lake and Eastern Railway, completed up Parley's 
Canyon from Salt Lake City in 1890. Just before its track reached Park City, the company was 
reorganized as the Utah Central Railway.   After the Utah Central purchased the line, the 
railroad was converted to standard gauge, and the line was relocated, elminating almost 
entirely all grades on the line.

Salt Lake & Mercur Railroad (Fairfield, UT ) 10 6,700 4.5% The Salt Lake & Mercur Railroad was a standard gauge railroad that connected the fabulous 
gold-mining district of Mercur with Union Pacific's former Salt Lake & Western line at Fairfield. 
The track was constructed along some of the most tortuous curves and grades of any railroad 
track in the state. (Ref 1, and Don Strack)

Salt Lake & Western Railway (Draper (Lehi Junction), UT ) 61 6.0% The Salt Lake & Western was originally organized by the Union Pacific Railroad to access the 
rich ore deposits in the Tintic Mining District, located about 70 miles southwest of Salt Lake 
City. The Union Pacific had a larger goal, however: the Salt Lake & Western was to be part of 
a plan to extend the Union Pacific's lines west to San Francisco.   The road begam at a 
junction with the Utah Southern Railroad at Lehi and followed the old Pony Express and stage 
trail through Fairfield and old Camp Floyd, south through Vernon to Ironton, about eight miles 
west of Eureka, and on to Tintic before it turned west to Cherry Creek and then northwest to 
Fish Springs and Deep Creek on the Utah-Nevada border at the 40th parallel. Surveys were 
run in Nevada, where the road planned to build along the Pony Express and stage line 
through Cherry Creek, Newark, Eureka, Carson City, and then into California.  Tracklaying 
began with the financial assistance of the Union Pacific in 1881, and was completed between 
Lehi and Boulder by June 1, 1882.The remainder of the line to Tintic was completed in July of 
1882.  No further construction was attempted to link the Union Pacific with California.

Salta–Antofagasta railway (Salta, Argentina) 585 13,850 The Salta–Antofagasta railway, also named Huaytiquina, is a non-electrified single track 
railway line that links Argentina and Chile passing through the Andes. It is a 1,000 mm (3 ft 
3+3⁄8 in) metre gauge railway with a total length of 941 km (571 in Argentina and 330 in 
Chile), connecting the city of Salta (Argentina) to the one of Antofagasta (Chile), on the Pacific 
Ocean, passing through the Puna de Atacama and Atacama Desert.

San Antonio & Aransas Pass Railway (Kerrville, TX ) 687 The San Antonio and Aransas Pass Railway was an early important railroad that was 
developed to connect San Antonio with Aransas Bay on Texas' Gulf coast, where a deepwater 
port was being developed. It was one of three railroads lines constructed in Texas to improve 
connections from major cities to smaller ones, and to trading areas in Mexico. The other two 
railroads were the Corpus Christi, San Diego and Rio Grande Narrow Gauge Railroad, which 
connected Corpus Christi and Laredo and tge St. Louis, Brownsville and Mexico Railway, 
which ran from Houston to Brownsville through the Rio Grande Valley and related stops.

San Antonio, Uvalde & Gulf Railroad (San Antonio, TX ) 340 The San Antonio, Uvalde & Gulf was acquired by the New Orleans, Texas & Mexico, which 
was partof the Missouri Pacific Railroad in 1925.  The San Antonio, Uvalde & Gulf was the 
successor to the Crystal City & Uvalde Railroad, April 19, 1909. Name changed to above, April 
4, 1912. This Company is operated as a subsidiary of the New Orleans, Texas & Mexico 
Railway, and is part of the "Gulf Coast Lines".

San Bernardino Valley Traction Co. (San Bernardino, CA ) 25 The San Bernardino Valley Traction Company was the first electric streetcar railway to 
operate in San Bernardino.San Diego & Arizona Eastern Railway (San Diego, CA ) 148 The SD&AE was famous for its scenery, particularly the Carrizo Gorge crossing west of 
Plaster City, CA. The line runs south from San Diego, into Mexico, and then turns north again 
to re-enter California at Lindero, a point about five miles east of Tecate, Mexico.   Regular 
passenger service ended in 1951. In 1976, a huge storm washed out the tracks and service 
was suspended. Most of the route is still in operation, and subsequently the line became 
independent of the SP, which abandoned the route in May of 1977.    The predecessor of the 
San Diego & Arizona Eastern was the San Diego & Arizona, which was incorporated by John 
D. Spreckels (who made his money in the Spreckels Sugar Company). Spreckels received 
financial backing to build the line from E.H. Harriman, the President of the Union Pacific.   The 
railroad's goal was to provide a direct link between San Diego and the Southern Pacific at El 
Centro, thereby shortening travel and freight transit times considerably. The terrain was 
difficult, and a total of 21 costly tunnels were built, but finally, in December 1919, the line was 
completed.   The huge cost of building the road, along with subsequent costly natural 
disasters, led the Speckels heirs to sell the railroad in 1932 to the Southern Pacific. Traffic 
declined following WWII, and a hurricane in 1976 washed out track in the Carrizo gorge. SP 
filed to abandon, but the San Diego Metropolitan Transit Development Board purchased the 
line west of Plaster City on November 1, 1979. The latter then leeased operation of the freight 
line to the San Diego & Arizona Eastern Transportation Company, which had been organized 
as a subsidiary of Kyle Railways for this purpose. Tunnel fires closed the east end of the line 
in 1980. The section of the line between Plaster City and Tecate, Mexico has not reopend. 
The remaining portion of the line between Tecate and San Diego is currently operated by 
RailAmerica (formerly RailTex) under the name San Diego & Imperial Valley.  Incorporated, 
September 9, 1931, for the purpose of acquiring and operating the properties of the San 
Diego & Arizona Railway, which were taken over, February 1, 1933, and operations 
commenced on that date. On the same date, the former Company also acquired 100% stock 
interest of the latter in the Tijuana & Tecate Railway Company in Mexico. Entire capital stock 
of this Company is owned by the Southern Pacific Company.   The San Diego & Arizona 
Eastern Railway was chartered on September 9, 1931:  San Diego to San Ysidro, 15.16 
miles.  Divisions to Seeley, 79.26 miles.  Leased Line: Southern Pacific Company, Seeley to 
El Centro, 8.73 miles.  Trackage Rights: Atchison, Topeka & Santa Fe Railway at San Diego, .
54 miles.  Southern Pacific Company, at El Centro, .27 miles.  

San Diego & Arizona Railway (San Diego, CA ) 148 2.2% The San Diego & Arizona Railroad was constructed by John D. Spreckels of the Spreckels 
Sugar company to provide a direct link between San Diego and the Southern Pacific at El 
Centro, CA thereby shortening travel and freight transit times considerably. Prior to the 
construction of the railroad, train traffic had to be routed through Los Angeles, before 
beginning their eastbound journey. The terrain was difficult, and a total of 21 costly tunnels 
were built, but finally, in December 1919, the line was completed. The line was operated with 
great difficulty, and eventually lay dormant after the 1976 hurricane.

San Diego Electric Railway  (San Diego, CA ) 165 Purchased Coronado Railroad, July 1, 1908. Acquired South Park & East Side Railway, 1909.
San Diego Metropolitan Transit System (San Diego, CA ) 165
San Diego Trolley, Inc. (San Diego, CA ) 54 The San Diego Trolley (reporting mark SDTI) is a light rail system operating in the 

metropolitan area of San Diego. It is known colloquially as The Trolley or by tourists as The 
Red Trolley. The Trolley's operator, San Diego Trolley, Inc. (SDTI),  is a subsidiary of the San 
Diego Metropolitan Transit System (MTS). The Trolley began service on July 26, 1981, 
making it the oldest of the "second generation" light rail systems in the United States. The 
entire Trolley network serves 53 stations, and comprises 53.5 miles (86.1 km) of route, and 
three primary lines named the Blue Line, the Orange Line, and the Green Line, as well as a 
supplementary heritage streetcar downtown circulator known as the Silver Line that operates 
on select weekdays, weekends and holidays. In Q4 2013, the Trolley was the 4th most-ridden 
light rail system in the United States, with an average of 122,400 riders per weekday. 
The San Diego Trolley is operated by MTS which is one of the oldest transit systems in 
Southern California dating back to the 1880s. Although its operating names have changed 
over the years, the two modes of transportation, buses and trolleys, have remained consistent 
over the past 125 years. 
 
San Diego Trolley initially used the same German-built Siemens-Duewag U2 vehicles as the 
Edmonton Light Rail Transit system in Edmonton and the C-Train in Calgary, Alberta, Canada, 
and the Frankfurt U-Bahn in Frankfurt, Germany. The fleet has since been expanded to 
include Siemens SD-100 vehicles, and most recently Siemens S70 vehicles manufactured by 
Siemens. 
 
Early history 
 
The planning for the San Diego Trolley began in 1966 under the auspices of the 
Comprehensive Planning Organization (CPO), an intergovernmental agency of 13 cities and 
San Diego County.[9] San Diego’s streetcar system had been replaced with buses in 1949. In 
1966 the local bus company, San Diego Transit, was facing a financial crisis and public 
takeover. The CPO developed a mass-transit plan to address the long-range transportation 
issues of the metropolitan area. 
 
Little progress was made in the decade 1966–1975. CPO continued to research options for 
addressing the region’s transportation needs. Several prominent stakeholders submitted their 
own mass-transit master plans for the region. The alternatives studied in the decade included: 
 
 • Restoration of the 1949 streetcar system for $1.3 billion 
 • BART-like system featuring 417 stations on a system of 284 miles (457 km) for $2–5 billion 
 • Elevated system featuring automatic rapid transit vehicles for $1 billion 
 • Short demonstration light-rail line (Airport to Downtown), for $20 million 
 • Express bus system on freeways 
 
The debate between rail rapid transit and light rail was conducted without reference to any 
specific right-of-way or railroad tracks. The CPO’s 1975 Regional Comprehensive Plan 
described a $1.5 billion rail-rapid transit system in San Diego featuring a system of 58 miles 
(93 km) and 11 lines. However, by this time, it was widely acknowledged by public officials that 
the BART-like system would be much more expensive than light rail. Rail rapid plans were 
stalled due to high costs. Proponents of the rail rapid system were concerned about the low 
speed of at-grade streetcar systems. Operating deficits were also a concern. A 1974 CPO 
study concluded that a streetcar system would incur operating deficits of $1.9 million annually. 
It was also understood that any BART-like system would incur substantial deficits.

San Francisco & Alameda Railroad (Alameda, CA ) The San Francisco and Alameda Railroad was the first railroad to operate a ferryboat between 
Oakland Point and San Francisco. San Francisco Bay Ferry Boats (San Francisco, CA ) Over time, the Southern Pacific became the owner and operator of the largest fleet of ferries 
in the world. It owned 43 boats at the peak in the 1920's.San Francisco Municipal Railway (San Francisco, CA ) 72 The San Francisco Municipal Railway is the seventh largest transit system in the United 
States, with 210,848,310 rides in 2006 and the second largest in California behind Metro in 
Los Angeles. 

San Francisco Municipal Railway-Cable car lines (San Francisco, 
CA )

112 21.0% The San Francisco Municipal Railway (SF Muni or Muni) is the public transit system for the 
city and county of San Francisco, California. Its network presently includes 3 cable car lines.San Francisco-Oakland Terminal Railway (Oakland, CA ) 256 The Key System was built initially to provide high speed streetcar service to the areas around 
Oakland, CA. Eventually, with the building of the Bay Bridge, the line was extended into San 
Francisco, thus eliminating the need to transfer to a ferry for a ride across the bay. The 
operation on the bridge was short lived, as most people preferred to drive their cars directly to 
San Francisco resulting in the end of passenger service.  The Key sold off the freight 
operation in 1941 to the Santa Fe and Western Pacific and the new operation was called the 
Oakland Terminal Railway.  In 1895, Realty Syndicate was formed as a holding company, to 
begin consolidation of the local street railways in Oakland. In 1898, Realty Syndicate formed 
an operating company Oakland Transit Co., which would acquire the street railways. In 1902, 
Oakland Transit Co. was reorganized as Oakland Transit Consolidated Co., in 1904 as 
Oakland Traction Consolidated Co., and in 1906 as Oakland Traction Co. In 1912, Oakland 
Traction Co. was merged with the trans-bay San Francisco Oakland & San Jose Consolidated 
Railway, forming San Francisco-Oakland Terminal Railways. Although the local and the trans-
bay systems continued to be operated separately. Sold in 1923 to Key System Transit Co., 
and sold in 1946 to National City Lines as subsidiary Key System Transit Lines. Acquired 
1960 as publicly owned Alameda Contra Costa County Transit District.

San Joaquin & Eastern Railroad  (Friant (El Prado), CA ) 55 5.3% It was know as the “crookedest railroad in the world” because of its 1073 curves; the 
maximum was 60 degrees. The railroad had 43 wooden trestles, and 255 steep grades; the 
steepest grade in the world was at Webstone with an average grade of 5.3%. 

San Luis & Rio Grande Railroad (Walsenburg, CO ) 150 9,242 The San Luis & Rio Grande operates the highest rail freight line in North America, passing 
over La Veta Pass at 9,242 ft elevation. The SLRG evolved from the Denver & Rio Grande 
Railroad, that constructed the line across La Veta Pass. .SLRG runs west from a connection 
with the Union Pacific Railroad at Walsenburg, CO, over the Sangre de Cristo Mountains at La 
Veta Pass and into the fertile valley of the San Luis and Rio Grande Rivers. At Alamosa, the 
railroad splits with a branch extending south to Antonito -- just north of the New Mexico border 
-- and northwest to South Fork. In addition to the Union Pacific, the SLRG connects with the 
shortline San Luis Central Railroad (SLC) at Monte Vista and the Denver and Rio Grande 
Historical Foundation at Derrick, just west of South Fork. [2]

San Pedro, Los Angeles & Salt Lake Railroad (Los Angeles, CA ) 1,451 At the turn of the century, Montana copper-king and Senator William A. Clark incorporated the 
San Pedro, Los Angeles and Salt Lake Railroad intending to connect the Los Angeles port of 
San Pedro, California with Salt Lake City, Utah. The route was chosen because of the 
numerous mines that were near the proposed route. The city of Las Vegas was built and 
prospered because of the railroad. [5]

San Rafael & San Quentin Railroad (San Rafael, CA ) 3 The first trains on the San Rafael & San Quentin began service on March 17, 1871. The 
primary purpose of the railroad was to connect San Rafael with the ferry landing at San 
Quentin.

Santa Fe Central Railway (Santa Fe, NM ) 105 7,000 Two Pennsylania entrepreneurs, Francis J. Torrance, and William H. Andrews, arrived in New 
Mexico, and a year later organized the Santa Fe Central Railway and the Albuquerque 
Eastern Railway, planning to connect Albuquerque and Santa Fe with El Paso via the 
Estancia Valley. A branch line, to be known as the Albuquerque Eastern Railroad, will leave 
Moriarty Station, in Santa Fe County, and, through Tijeras Pass, will enter the city of 
Albuquerque. This branch line is 45 miles long. 
 
By 1903, the line was completed between Torrance (which connected the line with the El Paso 
& Northeastern Railway) and Santa Fe. The same year, the company proposed to extend the 
line 43 miles from Morarty to Frost, which was located on the eastern slope of the Sandias 
Mountains. Only eight miles of the extension were built. The two lines subsequently ran into 
financial difficulties, and were reorganized as the New Mexico Central. Most of the line was 
abandoned in 1929, and by 1943, only 28 miles of track between Moriarty and Estancia was 
in use. The entire line was abandoned in September of 1974.  Torrance is 10 miles northeast 
of Corona.  From http://books.google.com/books?id=fussAAAAYAAJ, pp 2040 (Interstate and 
Foreign Transportation: Hearings before the Joint Subcommittee on Interstate and Foreign 
Commerce, US. Congress (May 1917):  Receivership Of New Mexico Central Railroad Co.  
This railroad enterprise was fostered by a group of Pennsylvania capitalists operating under 
the name of Pennsylvania Development Co. Among these were Francis J. Torrance; Arthur 
Kennedy, of Pittsburgh; and T. Lee Clark, of Allegheny. Their New Mexico associates were M. 
H. Andrews, of Albuquerque, and W. S. Hopkins, of Hlllsboro, N. Mex.  The Santa Fe, 
Albuquerque & Pacific Railway Co., the predecessor in interest of the existing company, was 
organized under the laws of New Mexico in 1900. In 1902 this company was reorganized 
under the name of the Santa Fe Central Railroad Co. The present name was assumed in 
August, 1908. On September 3, 1908, the company was consolidated with the Albuquerque 
Eastern Railway.  In its issue of July 26, 1902, the Commercial and Financial Chronicle (vol 
75, p. 186) reported that the Santa Fe Central Railway had executed a $2,500,000 mortgage 
to the Pittsburgh Trust Co.  The road constructed by the Santa Fe Central extends from a 
Junction with the Denver & Rio Grande and the Santa Fe at Santa Fe south to Torrance. N. 
Mex., a junction with the Rock Island and El Paso & Southwestern Railroad Co.. a distance of 
117 miles. The altitude of this line of railway varies from 6,125 to 7,000 feet. Subsequent to 
this construction the parties interested in the Santa Fe Central Railway, but what is now the 
New Mexico Central Railway Co., organized the Albuquerque Eastern Railway; the Durango. 
Albuquerque & Gulf; the Colorado, New Mexico & Gulf; and the Torrance, Roswell & Gulf.  
The Albuquerque Eastern Railway Co. was incorporated to build a line from Moriarity on the 
Santa Fe Central to Albuquerque, N. Mex., a distance of 47 miles; the Durango, Albuquerque 
& Gulf from a point near Algodones on the Santa Fe northward into Colorado 200 miles; the 
Colorado, New Mexico & Gulf from Durango, Colo., to connect with the Durango, Albuquerque 
& Gulf at the Colorado-New Mexico State line and the Torranee. Roswell & Gulf from Torrance 
on the Santa Fe Central to Roswell, a distance of 125 miles. None ol these companies, 
excepting the Albuquerque Eastern Railway have constructed any of their projected lines. In 
1905, as a result of the defalcation and suicide of T. Lee Clark, cashier of the Enterprise 
National Bank, of Allegheny, Pa., construction of the various New Mexico lines was 
discontinued. It was generally understood that tie bank defaulted because of Its heavy 
investments in the New Mexico. While the officers of the railway and the Pennsylvania 
Development Co. strenuously denied this, nevertheless the success of the railway enterprise 
became very doubtful as soon as the Comptroller of Currency closed the doors of the 
Enterprise National Bank.  In 1906 it was rumored that C. W. and E. R. Tallmadge, of Chicago, 
had arranged for the purchase of these properties. The sale was never consummated.  On 
September 6, 1909, Dominion Construction Co., of Pittsburgh, filed a $1,500,000 lien against 
the New Mexico Central Railroad Co. because of its failure to pay for the partial construction 
of the CO-mile extension to the Hagan coal fields.  In 1910 a foreclosure suit was brought by 
the Pittsburgh Trust Co. on the grounds that the railroad had defaulted In the payment of 
Interest. Following this suit, C. C. Murray, of Pittsburgh, Pa., was appointed receiver on 
January 10,  1910. In December, 1914. Ralph C. Ely, of Santa Fe, N. Mex., was appointed 
receiver to succeed Charles Murray.  A committee of the bondholders, of which C. C. Murray, 
the former receiver. is a member, desires to scrap the road. Opposed to this committee is 
Ralph C. Ely, the present receiver, who is endeavoring to bring about the reorganization and 
adaption of the road to the present needs of the communities it served. On July 22. 1916, the 
court denied a petition for the removal of Receiver Ralph C. Ely.  The primary difficulty causing 
the receivership of this railway system is the lack of traffic, resulting in many years of 
unprofitable operation. 

Santa Fe Industries (Chicago, IL ) Santa Fe Industries was formed to own the Santa Fe Railroad. In 1983, it purchased the 
Southern Pacific Railroad, planning to merge the Southern Pacific with its Santa Fe railroad. 
The two railroads were subsequently combined, but not merged as part of the Santa Fe 
Southern Pacific. The Interstate Commerce Commission objected to the merger, and in July 
1986 ordered that the Santa Fe Southern Pacific divest one or the other of the two railroads. 
As a result of this ruling, Rio Grande Industries, which controlled the Denver & Rio Grande 
Western, agreed to purchase purchase the Southern Pacific Railroad from Santa Fe Southern 
Pacific in December 1987. On August 10, 1988, the Interstate Commerce Commission 
approved the purchase of the Southern Pacific Railroad by Rio Grande Industries for $1.2 
Billion. Rio Grande Industries then formed Southern Pacific Rail Corporation, to own the 
Southern Pacific and the Denver & Rio Grande Railroad (Rio Grande Industries).

Santa Fe Northwestern Railway (Bernalillo, NM ) 47 8,000 The Santa Fe Northwestern Railway (SFNW) was incorporated in New Mexico on August 20, 
1920 to develop the coal, copper, timber and sulphur resources of the Jemez Mountains. The 
proposed route, however, skirted the west side of the mountains instead of heading up the 
canyons into the center of the Cañon de San Diego Grant/ 
 
As initially envisioned the line was to have been a 55 mile long standard gauge railroad 
extending from Bernalillo, New Mexico, to the tiny village of La Ventana in northern Sandoval 
County. The route would have taken it through the pueblos of Santa Ana and Zia, past the 
village of San Ysidro, and across a long stretch of arid land suitable only for grazing. Its 
projected terminal at La Ventana was close to some promising but undeveloped coal deposits. 
A few miles to the north lay the copper mines at Senorita, while the timbered Nacimiento 
Mountains lay to the east. Undeveloped gypsum deposits were known to exist near San 
Ysidro as well. 
 
During the mid 1930's, shipments and revenues declined due to the Depression, and in the 
first week of May, 1941, unusually heavy rains fell throughout the Jemez country. The rivers 
and streams flowed in torrents, eating away at their banks and the sandy, unprotected railroad 
bed. Before the rain ceased, major damage had been done in the area. Many fields and 
pastures had been destroyed, seriously damaging the crops for that season. The railroad itself 
was washed out in innumberable places. Several bridges were damaged, and three miles of 
track were washed away.  
 
On September 10, 1937, the ICC authorized the Company to abandon part of its line, 
extending from milepost 37 to Deer Creek, approximately 4.00 miles, and to abandon 
operation of a line of the New Mexico Lumber & Timber Company, extending from Deer Creek 
to Porter, approximately 6.32 miles, all in Sandoval County, New Mexico.   Deer Creek is 
located about 5 miles west of Jemez Springs. The SFNW applied to the ICC on September 4, 
1941, for permission to abandon the entire railroad with the exception of 1.2 miles of track 
connecting the sawmill with the AT&SF tracks at Bernalillo. In view of the lack of real common 
carrier traffic over the SFNW, the ICC swiftly granted its permission on October 28, 1941 (249 
ICC 342). Dismantling the SFNW was accomplished quickly. Wartime demands for scrap steel 
and usable locomotives provided a ready market for the property. The rails and rolling stock of 
the SFNW were sold on an "as-is, where-is" basis to the Hyman Michaels Company of 
Chicago, and the rail and fastenings were pulled up before the end of 1941. 

Santa Fe Pacific Railroad (Isleta, NM ) 875 The Santa Fe Pacific Railroad was organized to purchase the Western Lines of the Atlantic & 
Pacific Railway, which was then in receivership.Santa Fe Refrigerator Despatch (Chicago, IL ) The Santa Fe was the largest operator of refrigerator cars in the country until Pacific Fruit 
Express was founded the Union Pacific.Santa Fe Trail Transportation (Wichita, KS ) 17,000

Santa Fe, Prescott & Phoenix Railroad (Ash Fork, AZ ) 257 3.0% This line was completed, and opened for business on March 13, 1895. Following completion 
of their construction, the Arizona & California Railway Company, the Santa Fe, Prescott & 
Phoenix, the Prescott & Eastern Railroad, and the Bradshaw Mountain Railroad had been 
operated by the Santa Fe, Prescott & Phoenix Railway, and affiliate of the Santa Fe.    
 
On January 22, 1912, these lines, were sold to the California, Arizona & Santa Fe Railway 
Company. The CA&SF was then leased on the same date to the AT&SF for operation. After 
this date, the lines were known as the Atchison, Topeka & Santa Fe Railway-Santa Fe, 
Prescott and Phoenix lines.  The Prescott & Eastern (aka "The Peavine Railroad) was the 
second attempt for a successful railroad in Prescott. The first railroad, The Prescott and 
Arizona Central, also known as the Bullock line, transversed 72 miles through Seligman, 
Chino and Prescott. The route was constructed on low ground and was plagued with frequent 
washouts, becoming a financial disaster.     
 
A new rail line, the Prescott & Eastern would link Prescott with Ash Fork through the Granite 
Dells. From Prescott, the Prescott & Eastern continued south to Phoenix.   Building the 
railroad cost $5 million and required 500 workers to hammer and blast through 198 miles of 
rock and to construct 334 bridges. The new railroad soon brought enormous growth and 
wealth to Prescott, as miners and investors came to capture the riches of the Bradshaw 
Mountains. 

Santiago Mine & Railroad (Waldorf (Argentine Pass/Silver Plume), 
CO )

12,600 The Santiago Mine is in Colorado’s East Argentine Mining District. It became known as the 
Mother Lode of the district because of the uniform tenor of ore with gold increasing at depth. 
The Santiago ore body is productive for over a mile, and is traceable for 15 miles. (Ref 2) The 
Santiago has been opened for a distance of 1400 feet and a depth of 700 feet on a vein width 
of 2 feet - 10 feet. (Ref 3) 
 
The mine began shipping ore out over the Argentine Central in February 1906. (Ref 4)

São Paulo Railway (São Paulo, Brazil) 10,299 10.3% The São Paulo Railway Company (SPR, nickname Ingleza, transl.: The English) was a 
privately owned British railway company in Brazil, which operated the 1,600 mm (5 ft 3 in) 
gauge railway from the seaport at Santos via São Paulo to Jundiaí. The company was 
nationalised in 1946 and became the Estrada de Ferro Santos-Jundiaí. 
 
The São Paulo Railway consists of three parts: 
 
 • The 20 km long adhesion railway at the coast from Santos to Piassaguera near Cubatão 
 • The 8 km long steep grade from Piassaguera to Paranapiacaba 
 • The adhesion railway on the plateau from Paranapiacaba via São Paulo to Jundiaí 
 
Three different systems have been used to climbs the steep grade between Piassaguera and 
Paranapiacaba: 
 
 • A four section cable ry:wstationary steam engines, in use from 1867 till 1970, called Serra 
Velha, transl.: Old Mountain 
 • A five section cable ry with stationary steam engines, in use from 1901 till 1982, called Serra 
Nova, transl.: New Mountain 
 • An electrified rack-and-adhesion railway built on the right of way of the abandoned Serra 
Velha opened in 1974, called Sistema Cremalheira-Aderência, transl.: System Rack-and-
adhesion 
 
Planning 
 
In 1859, a group of people led by the Barão de Mauá convinced the Brazilian government that 
it was important to construct a railroad connecting São Paulo to the seaport at Santos. The 
main purpose of the project was the transport of the coffee grown on the inland plateau to the 
Atlantic coast for export. The biggest difficulty was the task to overcome the steep east slope 
of the 800 meter high Serra do Mar, which was considered to be nearly impracticable. 
Therefore, Barão de Mauá asked England to clarify the feasibility of a railway line for 
locomotive hauled trains within a budget limit of 200,000 £. The biggest technician for this 
subject was consulted: the Scottish railroad engineer James Brunlees. 
 
Brunlees visited Brazil and considered that the project was feasible. He recommended the 
engineer Daniel Makinson Fox to Barão de Mauá for the execution of the project. Fox was at 
that time only 26 years old but had experience in the construction of railways through the 
mountains of northern Wales and the hillsides of the Pyrenees. He realised that the railway 
can only climb the slope in the Serra do Mar if a 5 miles (8.0 km) long incline system is built. 
An adhesion railway would have used 26 miles (42 km) to overcome the slope and would 
have also overrun the 200,000 £ budget. 
 
Construction 
 
Daniel Fox's proposal for the railway line from Santos to Jundiaí including the incline system 
was approved by Brunlees and the São Paulo Railway Company (SPR) was established to 
build the railway system and operate it for 90 years. Since the capital of the company was 
mainly British also the official company name was in English, not Portuguese. The railway 
company contracted with Robert Sharpe & Sons to acquire the land, execute the works, and 
supply all rolling stock and plant. 
 
Construction on the 20 km long adhesion railway Santos - Piassagüera began on March 15, 
1860 and on the incline system in the year 1861. 
 
The road was constructed without explosives, since it was felt that the slopes are very 
unstable. The rock was excavated only with plug and feathers. Embankments of 3 to 20 m in 
height were constructed to protect the tracks from the frequent torrential rains in the area, 
which used about 230,000 cubic metres (8,100,000 cu ft) rocks. The line did not have any 
tunnels. 
 
In spite of all the difficulties, the construction finished 10 months ahead of the date specified in 
the contract, which was eight years. The São Paulo Railway was opened on 1867-02-16. 
 
Serra Velha - the first incline system 
 
Brake van, which was used to attach the standard railway wagons to the cable of the Serra 
Velha incline system between Piassaguera and Paranapiacaba 
 
The part of the route climbing the Serra do Mar consisted of four 10.3% grade cable railway 
sections with the following length: 
 
 • section 1: 1,781 metres (5,843 ft) 
 • section 2: 1,947 metres (6,388 ft) 
 • section 3: 2,096 metres (6,877 ft) 
 • section 4: 3,139 metres (10,299 ft) 
 
At each section the wagons were attached to a steel wire rope with the help of a special fitted 
brake van called Serrabreque (transl.: Hill Brake). The steel cables was driven by a stationary 
steam winding engine at the top end of the section, where also a 75 metres (246 ft) extension 
with a 1.3% grade was fitted, so that the wagons could be led to the next section. 
 
The incline system was later called Serra Velha (transl.: Old Mountain) to distinguish it from 
the later built second incline system called Serra Nova. 
 
Serra Nova - the second incline system 
 
The large volume of coffee shipments and the growth of the cities in the São Paulo region 
required more transport capacity. Therefore, construction of a second incline system started in 
1895. The new line runs parallel to the already existing one in about two miles distance. It had 
five sections using continuous steel wire ropes which were moved by stationary 1,000 hp 
steam engines. Each section was about 2,000 metres (6,600 ft) long and had a grade of 8%. 
Two to three wagons have been coupled to the rope with the help of small locomotives fitted 
with grip engaging with the cable. These locomotives were also able to handle the wagons in 
the terminal station and between the sections, so that the operation of the incline system was 
facilitated. The locomotives have been called Locobreque (transl.: Locomotive Brake). In case 
the weight of the wagons to be lifted was too heavy compared to the wagons lowered at the 
same time, tank cars filled with water where used to counterbalance the system. The incline 
system was used in revenue service till 1982. 
 
Nationalisation 
 
On 1946-09-13, the railroad was nationalised by the Brazilian government, and renamed the 
Estrada de Ferro Santos-Jundiaí, and on 1948-09-27, it was merged with most of the other 
Brazilian railways in to the Rede Ferroviária Federal SA (RFFSA).

Sarambey-Ladzhene-Nevrokop Narrow Gauge Railway (Septemvri, 
Bulgaria)

78 3.2% The Septemvri–Dobrinishte narrow-gauge line is the only operating 760 mm narrow-gauge 
line in Bulgaria. The railway was built in several stages between 1921 and 1945 with total 
length of 125 km (78 miles) but it reaches only until the town of Dobrinishte. During the 
communism it was never continued until the town of Nevrokop (Gotze Delcheff) as originally 
planned. 

Saratoga, Mt. Mcgregor & Lake George Railroad (Saratoga, NY ) 12 1.5% In November 1883, Leo Daft tested the electric locomotive Ampere, generating 12 horsepower 
along the line. This locomotive, which pulled a 10 ton load up a 1.5 percent grade in 11 
minutes has been called "the first standard gauge electric locomotive to be built in the country.

Saudi Railway Company (Saudi Arabia) 1,705 The Saudi Railway Company (SAR) is one of two state-owned companies that operates Saudi 
Arabia's rail network.  It was established in 2006 to build, operate, and manage the north-
south railway project.

Savanilla Railroad (Cuba) The Sanvilla Railroad was one of the first railroads in Cuba.
Savannah & Albany Railroad (Savannah, GA ) 204 The Savannah & Albany Railroad was chartered December 25, 1847, but no road was built by 

this Company.Savannah & Atlanta Railway (Savannah, GA ) 240 The Savannah & Atlanta Railway was organized to construct a link connecting the Savannah 
& Northwestern Railway with the Georgia Railroad; the Savannah & Atlanta then acquired the 
Savannah & Northwestern Railway on July 16, 1917.  By 1951, the S&A's mileage had shrunk 
to just 141 miles when the railroad was purchased by the Central of Georgia on August 22. It 
was consolidated into the CofG on December 31, 1963.  After the Southern Railway acquired 
the CofG, the CofG was renamed the Central of Georgia Railroad Company, a subsidiary of 
the Southern on June 1, 1971. The new Central of Georgia Railroad was the parent 
corporation for the Central of Georgia Railway, the Georgia & Florida, the Savanna & Atlanta, 
and the Wrightsville & Tennille Railroads.   The railroad maintained a connection to Atlanta via 
the Georgia Railroad.

Savannah & Charleston Railroad (Savannah, GA ) 104 The Charleston & Savannah Railroad was opened in 1860, and became a vital supply line for 
the Conferate troops in Savannah. The line was severely damaged during the war, however, 
and was forced to reorgainze on December 21, 1866 as the Savannah & Charleston Railroad 
to begin the rebuilding process. The road was re-opened for through traffic, March 11, 
1870.The new company defaulted on the interest on all classes of their bonds in September, 
1873, and that the road was then placed in the hands of a receiver whom it was operated to 
July, 1880. The line was purchased at foreclosure by Henry B. Plant, who reorganized the line 
as Charleston & Savannah Railway, June 7, 1880. 

Savannah & Western Railroad (Americus, GA ) 368 The Savannah & Western Railroad Company was incorporated on October 9, 1885. (Ref 2) 
 
In July of 1888, the Central of Georgia merged seven railroads that it owned or controlled into 
the Savannah & Western Railroad. The railroads merged included the Savannah & Columbus 
Railway, Buena Vista & Ellaville Ry, Columbus & Rome Railway, Columbus & Western 
Railway, the Eufaula and Clayton Railroad, the Eufaula and East Alabama Railway and 
another Alabama Railroad.    
 
The goal of the Savannah & Western was to acquire or build a line connecting Americus, GA 
with Birmingham, Alabama, and Savannah, GA. Following the completion of the merger, a 57 
mile line was constructed between Meldrim and Lyons in order to connect the system with 
Savannah.   
 
Savannah & Western Railroad Company purchased the property, rights, and franchises of the 
Savannah, Dublin & Western Short Line Railway Company, July 29, 1890; of the Savannah, 
Griffin and North Alabama Railroad, November 26, 1890, which ran from Grffin to Carrollton, 
GA; and of the Chattanooga, Rome & Columbus Railroad Company, May 5, 1891, which ran 
northward from Carrollton, GA to Chattanooga, TN. (Ref 2) 
 
Shortly after the completion of this acquisition, the Savannah & Western, and its parent, the 
Central of Georgia, fell into receivership.  As a result, on June 1, 1891, the Central Railroad & 
Banking Company of Georgia leased certain of its owned, leased, and controlled properties to 
the Georgia Pacific Railway Company for operation by the Richmond and Danville Railroad 
Company, and the Savannah & Western Railroad Company was included in this lease. 
 
In October, 1895, the Savannah & Western was sold at a foreclosure auction, and was 
reorganized as the Central of Georgia Railway.  The following Companies were consolidated 
into the Central of Georgia Railway, October 17, 1895: Central Railroad & Banking Company 
of Georgia, Savannah & Atlantic Railway,  Macon & Northern Railway, Savannah & Western 
Railroad, Montgomery & Eufaula Railway,  Mobile & Girard Railroad. 

Savannah, Americus & Montgomery Railway (Lyons, GA ) 300 The Savannah, Americus and Montgomery Railway (SA&M) was founded in 1888 to take over 
operations from the 3 ft (914 mm) narrow gauge Americus, Preston and Lumpkin Railroad 
which ran from Louvale to Abbeville. In 1890, the line was extended from Abbeville to Lyons 
and from Louvale to the Chattahoochee River, connecting with the Savannah and Western 
Railroad in Savannah. During construction, the gauge of the track was converted from 3 ft 
(914 mm) narrow gauge to the 4 ft 8 1⁄2 in (1,435 mm) standard gauge. By 1891 the railroad 
operated five riverboats on the Ocmulgee River and the Altamaha River, and the railroad 
reached Montgomery, Alabama. In 1892, the SA&M leased the Albany, Florida and Northern 
Railway which ran between Albany and Cordele. At its peak, the railroad had a length of 340 
miles. 
 
In 1895, the SA&M went bankrupt and was reorganized into two separate railroads, the 
Georgia and Alabama Railway and the Albany and Northern Railway.

Savannah, Florida & Western Railway (Savannah, GA ) 930 The Savannah, Florida & Western was the largest component of what became known as the 
Plant System. When Plant died in 1899, the railroad was purchased by the Atlantic Coast Line 
Railroad in 1903.

Saxby & Farmer (England) Saxby & Farmer is believed to be the first manufacturer of interlocking equipment. The 
company used a design developed by John Saxby in 1856.  John Saxby, as an employee of 
the London, Brighton & South Coast Railway in England, was the firs to develop an 
interlocking system using mechanical safeguards. He developed an interlocker mechanism 
the controlled six switches and eight signals. He patentented his design, and joined with John 
Farmer in 1863 to manufacture signal interlocking equipment.   

Schafberg Mountain Railway (St. Wolfgang im Salzkammergut, 
Austria)

4 5,848 26.0% The Schafberg Mountain Railway is Austria's steepest steam cog railway has been hauling 
passengers from lakeshore St Wolfgang to the summit of the Schafberg since 1893.Schafer Brothers Logging Co. (Satsop, WA ) 150 In 1913, they bought a 45-ton Heisler locomotive and laid tracks into the woods from Brady to 
begin their railroad logging operation. A shingle mill was purchased in Montesano in 1919, the 
first of many manufacturing plants the company would own throughout Grays Harbor County. 
At the peak of operation, the Schafers were running one of the largest logging, milling and 
shipping concerns in the lumber industry of the Pacific Northwest. Their properties and 
equipment at that time, not counting ships and tugs, included five sawmills in operation, 
served by six camps sending logs over 100 miles of rail. This required 18 locomotives, both 
geared and mainline types, and a total of 70 donkeys and 325 logging cars. To operate all of 
this equipment called for approximately 3000 employees. Simpson Timber Company 
purchased Schafer Brothers Logging Company in 1955. (Ref 2) The company operated a 
network of logging camps, more than 500 over time. [4]

Schafer Brothers Logging Company (Grays Harbor, WA ) 100 At its height the Schafer Brothers Logging Company ran one of the largest logging, milling and 
shipping operations in the Pacific Northwest. The company operated a network of dozens of 
logging camps, a railway network of over 100 miles of track, 18 locomotives, 325 logging cars, 
70 donkey engines, 5 mills and a fleet of tugs and cargo ships. Its 3,000 workers hailed from 
across the world. [1]
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Schenectady Locomotive Works (Schenectady, NY ) The Schenectady Locomotive Works was one of the early locomotive builders to be 
established, and one of the first west of the Hudson River. In 1900, it had became the second 
largest locomotive builder in the country, next to the Baldwin Locomotive works. Schenectady 
became the cornerstone of the American Locomotive Company (later known as ALCO) in 
1901. The company was owned and controlled by members of the Ellis family from its 
founding in 1851 until the 1901 merger with the American Locomotive Company.

Schilthornbahn Cable Car (Murren, Switzerland)
Schneeberg Railway  (Puchberg am Schneeberg, Austria) 6 6,811 20.0% The Schneeberg Railway (German: Schneebergbahn) is one of three rack railways in Austria 

still operating, and runs from the small town of Puchberg am Schneeberg in Lower Austria up 
to a plateau beneath the Schneeberg summit. At 2,076 metres (6,811 ft), the Schneeberg is 
the highest mountain in Lower Austria. The other two working cog railways in Austria are the 
Schafberg Railway (opened in 1893) and the Achensee Railway (opened in 1889). 
 
The line is 9.85 kilometres (6.12 mi) long and has a rail gauge of 1,000 mm (3 ft 3 3⁄8 in), and 
uses the Abt rack system to overcome a height difference of 1,208 metres (3,963 ft). With the 
emergence of tourism in the second half of the 19th century, the region experienced a growing 
number of city dwellers looking for destinations close to Vienna. The area of the Vienna 
Hausberge ("Viennese Local Mountains"), the Schneeberg and Rax region, soon emerged as 
a favourite summer resort of Vienna's wealthy residents and lovers of the countryside. The 
Schneeberg Railway began its operation in 1897. Designed by Leo Arnoldi, it was built 
between 1895 and 1897 in two sections: a regular, connecting railroad from Wiener Neustadt 
to Puchberg; and the cog railway from Puchberg to the mountain plateau.

Schynige Platte Railway (Wilderswil, Switzerland) 5 6,520 25.0% From Wilderswil, the historic Schynige Platte Railway runs over the Breitlauenen Alp to the 
Schynige Platte. The ride on the historic cog railway takes about an hour. The Alpine Garden 
awaits you on the Schynigen Platte, with different trails and the new mountain restaurant with 
impressive views of the Jungfrau region. 
 
The Schynige Platte railway (German: Schynige Platte Bahn, SPB) is a mountain railway in 
the Bernese Oberland area of Switzerland, which connects the town of Wilderswil, near 
Interlaken with the famous wildflower gardens of the Schynige Platte.[1][2] 
An impressively and varied natural landscape unfolds on the journey, including forests, Alpine 
pastures and views of the Bernese Oberland. Towards the top of the line, there are also views 
of the imposing peaks of the Eiger, Mönch and Jungfrau. The line opened, using steam 
traction, in May 1893, and was electrified in 1914. 
 
The line is owned by the Berner Oberland Bahnen AG, a company that also owns the Berner 
Oberland Bahn railway. Through that company it is part of the Allianz - Jungfrau Top of Europe 
marketing alliance, which also includes the separately owned Wengernalpbahn, Jungfraubahn 
and Bergbahn Lauterbrunnen–Mürren railways. 
 
The key milestones in the history of the line are: 
 
 • 1890 The concession for the line was given and the company is founded on 16 September. 
 • 1891 Construction starts. 
 • 1893 A train with special guests reaches the top on 5 May and the line opens to the public 
on 14 June. 
 • 1896 The Berner Oberland Bahn become the new owners. 
 • 1913 The first electric trial run operates on 15 October.[2] 
 • 1914 Public electric services start on 9 May.[2] 
 • 1928 The Schynige Platte Alpine Garden opens on the Schynige Platte. 
 • 1964 The Schynige Platte Railway receives 4 locomotives from the Wengernalpbahn. 
 • 1970 The Schynige Platte Railway receives 2 more locomotives from the Wengernalpbahn. 
 • 1978 The Schynige Platte Railway receives another locomotive from the Wengernalpbahn. 
 • 2001 Teddyland opens on the Schynige Platte on 7 June. 
 
The Schynige Platte Railway commences from Wilderswil station at an altitude of 584 m 
(1,916 ft), where it connects with the 1,000 mm (3 ft 3 3⁄8 in) metre gauge line of the Berner 
Oberland Bahn (BOB), which operates to Interlaken Ost, Lauterbrunnen and Grindelwald. 
Wilderswil is within the built-up area around Interlaken, and buses also provide a connection 
from the station to the town centre and Interlaken West station. 
 
The line initially runs alongside the BOB for just over 0.5 km (0.31 mi) before crossing the 
Lütschine river and starting its climb up the valley side. Initially it passes through forest, with a 
passing loop at Rotenegg at an altitude of 886 m (2,907 ft). The forest is followed by alpine 
pastures which offer views of the Bernese Oberland including the town of Interlaken bracketed 
by Lake Thun and Lake Brienz. Another passing loop is located at Breitlauenen station, the 
line's only intermediate station at an altitude of 1,542 m (5,059 ft). 
In the final stretch of the ascent, views open up of the glistening giants of the Eiger, Mönch 
and Jungfrau mountains to the south. The line terminates at Schynige Platte station at an 
altitude of 1,987 m (6,520 ft), after a journey of 7.25 km (4.50 mi) and a height gain of 1,420 m 
(4,659 ft). The Schynige Platte alpine botanical garden, a hotel and a mountain restaurant are 
all located near the summit station. 
 
Operation 
 
The Schynige Platte Railway is built to 800 mm gauge (2 ft 7 1⁄2 in gauge) and is electrified 
using a 1500 V DC overhead supply. It is a rack railway, using the Riggenbach rack with a 
maximum gradient of 25% (1 in 4). The line's depot and workshops are located adjacent to 
Wilderswil station. 
 
The line is timetabled to only operate in summer months, from the beginning of June to the 
middle of October. As the upper section of the route, between Breitlauenen and the summit, is 
subject to heavy winter snowfall and occasional avalanches, the overhead catenary on this 
section is dismantled after the last train of the year, and reinstated before the first train of the 
next year can run. The process of removal or replacement normally takes a team of six 
employees a day to complete, and employs the line's one remaining steam locomotive. 
 
The line provides some 15 return services per day, with services every 40 minutes and a 
journey time of 52 minutes. Any given service may be operated by a convoy of more than one 
train, with each train usually comprising an electric rack locomotive and two coaches. The 
locomotive always operates at the lower end of the train, pushing the train up the mountain 
and leading it down.[7] 
Rolling stock

Scullin Steel Co. (St. Louis, MO ) The company that once was the nation's second largest manufacturer of freight car castings. 
It's most notable product was the Scullin Driver (Disc Driver).Sea-Land)  
 
Sea-Land introduced the worlds first container ship in 1956, using containers designed by 
Malcom McLean, a trucking company owner. Sea-Land container service revolutionized 
ocean freight, eliminating the need for stevedores to handle freight.

Seaboard Air Line Railway (Richmond, VA ) 3,262 The Atlantic Coast LIne Railroad and the Seaboard Airline Railroads were the two largest 
railroads operating between Washington, DC and Miami, FL. Eventually, they were merged. 
The mainline connected Gulfport, MS, an important port on  the Gulf of Mexico, with the State 
Capital at Jackson, MS. At Gulfport, the railroad provided switching services for the piers. (see 
https://hawkinsrails.net/shortlines/gsi/gsi.htm)

Seaboard Coast Line Railroad (Richmond, VA ) 9,809 The combined Seaboard Coast Line system totaled 9,809 miles, making it the eighth largest 
railroad in the United States at the time of the merger in 1967.Seaboard System Railroad) 12,028 The Seaboard System Railroad (SBD) Created by CSX on Jan 1, 1983 to merge the 
SeaboardCoast Line Railroad, the Louisville & Nashville Railroad, Clinchfield, and Georia 
Railroad.  The Chessie System and the Seaboard System were then merged to form CSX in 
1986. 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
The Seaboard System Railroad, Inc. (reporting mark SBD) was a short-lived former US Class 
I railroad that was created after the consolidation of the Family Lines System railroads 
(notably the Louisville & Nashville, Seaboard Coast Line, and Clinchfield) on December 29, 
1982. Under the Family Lines era, the railroads shared common ownership but used different 
names when conducting business. On July 1, 1986, the Seaboard System renamed itself as 
the CSX Transportation and absorbed the Chesapeake & Ohio Railway on August 31, 1987 
which ended the CSX Corporation's shared ownership of the Seaboard System and Chessie 
System railroads. 
 
History 
 
The Seaboard System's roots trace back to SCL Industries, a holding company created in 
1968 that combined the SCL's subsidiary railroads into one entity. In 1969, SCL was renamed 
Seaboard Coast Line Industries. Known as the Family Lines System, this entity adopted its 
own logo and colors, but each railroad maintained its own identity. Over time, this caused 
confusion among customers. In comparison to the neighboring Chessie System, which had 
three railroads, the Family Lines had five railroads. 
 
On November 1, 1980, the holding company CSX Corporation was created after the merger of 
Seaboard Coast Lines Industries and Chessie System. This now simplified ownership of both 
the Chessie and Seaboard's railroads under one holding company while still keeping their 
identities separate. On December 29, 1982, the Seaboard Coast Line and Louisville & 
Nashville (under the Family Lines entity) were merged to form the Seaboard System Railroad, 
Inc. This was the first step under the CSX Corporation holding company to combine all 
railroads into one railroad. 
 
Considered as a "temporary railroad", the Seaboard System quickly began to merge away the 
smaller railroads that were owned under the Family Lines System entity, as well as to simplify 
equipment and management alongside the Chesapeake & Ohio/Baltimore & Ohio/Western 
Maryland (Chessie System) railroads. This included the Georgia Railroad (1983), South 
Carolina Pacific Railway (April 30, 1984), Louisville, Henderson & St. Louis Railway (July 
1984), Gainesville Midland (1985), Atlanta & West Point Railroad (June 1986) and the 
Columbia, Newberry & Laurens (June 1986). 
 
After the Seaboard System simplified itself as one railroad, it was renamed CSX 
Transportation on July 1, 1986. On April 30, 1987, the Baltimore & Ohio railroad was merged 
away into the Chesapeake & Ohio. Finally, on August 31, 1987, the Chesapeake & Ohio (still 
under the Chessie System entity for corporate reasons) was merged into CSX Transportation. 
All the major railroads under CSX Corporation were now one company. (The Western Railway 
of Alabama would remain an operating subsidiary until December 2002, when it was finally 
merged into CSX. 
 
Equipment colors and painting 
 
Even before the creation of the Seaboard System, locomotives began to receive a simplified 
paint scheme of the Family Lines. However, only the iron-grey, red, and yellow colors were 
actually recycled, in combination with a completely redesigned logo featuring a coupled 
variation font of ITC Eras Demi. The first locomotive to be decorated with the new Seaboard 
System paint scheme was UCETA GP16 #4802 in October 1982. Because the merger did not 
occur until December, locomotives after October 1982 were to receive the Seaboard System 
paint scheme with the existing railroad's reporting marks applied. 
 
When the merger officially took effect on January 1, 1983, all former reporting marks were to 
be either removed or patched with SBD initials. Shortly before taking delivery of the L&N 
specified EMD SD50's, Seaboard adopted a Swis721[5] type font for reporting marks and 
numbers, instead of the customized Seaboard Coast Line lettering seen on pre-1983 repaints. 
To simplify its locomotive roster and meet Chessie System specifications, Seaboard 
introduced a numbering system that partially became meshed within the Chessie System 
locomotive fleet, and removed any existing Mars Lights or Gyralights from locomotives. Any 
new locomotives purchased by Seaboard would be built to meet Chessie specifications; of 
which only three, EMD SD50, EMD MP15T and GE B36-7, were actually ordered. 
 
Operating divisions 
 
The  operating divisions of the Seaboard System as of January 1, 1985 were: 
 • Atlanta 
 • Birmingham 
 • Corbin 
 • Evansville 
 • Florence 
 • Jacksonville 
 • Louisville 
 • Mobile 
 • Nashville 
 • Raleigh 
 • Savannah 
 • Tampa 

Seattle & Walla Walla Railroad (Seattle, WA ) 23 The Northern Pacific Railroad was expected to construct its railroad into Seattle around1870, 
but its bankruptcy in 1873, and announcement that it's line would terminate in Tacoma ended 
the hope that Seattle would be part of the transcontinental rail network. As a result, the Seattle 
& Walla Walla railroad was organized to connect Seattle and the farmlands of Spokane. The 
railroad never got that far, but it was a start for Seattle. [6] The Seattle & Walla Walla Railroad 
transported coal from coal mines at Renton, reached in 1877, and later at the New Castle 
mine, east of Lake Washington, to the waterfront coal bunkers in Seattle, where it would be 
transshipped to other locations by steamship. [2] It was the first railroad to serve Seattle. [3] 

Seattle Coal & Transportation Company (Seattle, WA ) The Seattle Coal & Transportation Company was Seattle's first railroad.
Seattle Street Railway (Seattle, WA ) On September 23, 1884, Seattle entrepreneur Frank Osgood (1852-1934) inaugurates service 

on the city's first streetcar line. For a nickel, passengers can ride Seattle Street Railway cars 
drawn by a team of horses on tracks down the center of 2nd Avenue. 

Selke Valley Railway (Quedlinburg, Germany) 87 4.0%
Selke Valley Railway (Quedlinburg, Germany) 20 4.0% The Selke Valley Railway (German: Selketalbahn) is the name of the 1,000 mm (3 ft 3 3⁄8 in) 

(metre gauge) railway in the lower Harz mountains that originally belonged to the Gernrode-
Harzgerode Railway Company (GHE). The Selke Valley Railway main line connects the towns 
Quedlinburg and Hasselfelde, passing through Gernrode, Alexisbad and Stiege. There are 
also two branch lines: one connects Alexisbad with Harzgerode, the other connects Stiege 
with Eisfelder Talmühle, on the Harz Railway. 
 
Between Mägdesprung and Albrechtshaus, the track passes through the valley of the river 
Selke, hence the name was given to the track. 
 
In Spring 1946, all but a small section of the Selke Valley Railway was dismantled and the 
resources were recycled and carried off to the Soviet Union. Because of its importance for the 
transport of fluorospar, the part between Gernrode and Lindenberg (present-day Straßberg) 
was rebuilt starting in Fall 1946. Because of scarcity of materials, the reconstruction took until 
1950. In 1946, the GHE was expropriated and was taken over by the Deutsche Reichsbahn of 
the GDR in 1949. The section Lindenberg (present-day Straßberg) - Stiege was not rebuilt 
until 1983. 
 
On February 1, 1993, the Harz Narrow Gauge Railways (Harzer Schmalspurbahnen GmbH or 
HSB), which had already acquired the Harz Railway and the Brocken Railway, took over the 
Selke Valley Railway from the DR. 
 
In 2006 the Selke Valley Railway was extended to Quedlinburg by regauging the abandoned 
standard gauge DB line between Gernrode and Quedlinburg. This may make the Selke Valley 
Railway more popular with tourists visiting the World Heritage Site of Quedlinburg. 
 
The Selke Valley Railway is today part of the Harz Narrow Gauge Railways but is relatively 
unknown. It is a well-kept secret among railway enthusiasts for the following reasons: 
 
 • The stretch out of the northern edge of the Harz is a very varied landscape up to the high 
levels of the middle Harz mountains. 
 
 • On the track between Wernigerode and Brocken, one-of-a-kind steam engines are used on 
the Selke Valley Railway, of which there are only 17 built. 
 
 • The Selke Valley Railway traverses a slope of 1:25 (4%), which is the steepest track used in 
the Harz mountains. The Brocken Railway traverses more elevation but does so at a 
shallower gradient of 1:30 (3.333%). 
 
 • Stiege Station has the smallest terminal loop of any public railway. This is a balloon loop 
which was constructed specifically to allow heavy trains to the power station at Silberhutte 
from Nordhausen to continue in the direction of Silberhutte without reversing. 

Semmering Railway (Gloggnitz , Austria) 25 4.0% The Semmering Railway is one of the great feats of civil engineering and railway building. The 
scenic railway in Austria passes through Semmering Pass between Vienna & Graz. Its 
completion allowed trains to travel directly from Vienna to the Adriatic sea.

Seoul Metropolitan Subway (Seoul, Korea, South) 206 The Seoul Metropolitan Subway is the world's second most highly used rapid transit system 
after Tokyo Subway, and the world's longest.Serbian Railways (Serbia) Serbian Railways (Serbian: ÜÂÎÂÁÌËˆÂ ë·Ë¿Â / ?eleznice Srbije) is the national railway 
company of Serbia. Serbian Railways is a member of the International Union of Railways 
(UIC). The UIC Country Code for Serbia is 72. 
 
History 
 
See also: Narrow gauge railways in Serbia 
 
Serbian Railways headquarters in Belgrade 
 
Part of the exhibition at the Museum Railway in Belgrade 
The history of rail transport in Serbia began in the mid-19th century when most of the territory 
was still held by the Austro-Hungarian and Ottoman Empires. The first rail line on the present-
day territory of Serbia was inaugurated on 20 August 1854, between Lisava-Oravica-Bazija? 
and the train operated on horse-drawn traffic which were replaced in 1856 by steam 
locomotives. Part of the line is located in Serbia passing through Bela Crkva while the rest is 
in Romania. All subsequently built lines were laid towards Budapest as the territory was still 
part of the Austro-Hungarian Empire back then. On the territory which was under the 
Otomans, the line Skopje-Kosovska Mitrovica was inaugurated in 1874. However, the major 
expansion begins after the Berlin Congress and the formation of the Kingdom of Serbia during 
the second half of the 19th century. 
 
Serbian Railways as a company is traced back to 1881 when King Milan I declared formation 
of the Serbian National Railways. The first train departed from Belgrade to Ni? on 23 August 
1884, which is considered by Serbian Railways as the official year when the company was 
created. 
 
This was not the first operational railway on the territory of then-Kingdom of Serbia, though, as 
the one in opened in 1882, a primarily industrial, though occasionally used for passenger 
transport, 12 km long 600 mm wide gauge track from Majdanpek copper processing plant to 
Velike Livade and constructed by the ◊Serbian Copper & Iron Co" (official name in English, 
most stock holders were British) had its first run on the track in June 1882. 
 
Another one in Eastern Serbia followed suit in 1888, the 82 km long dual purpose (industrial 
and passenger transport) 760 mm gauge track from Vr?ka ?uka mine to the port of Radujevac 
on the Danube, built by the Societ? Anonyme "L'Industrielle Serbe" registered at Brussels in 
Belgian, French, (Austro-)Hungarian, and Serbian ownership (in order of the percentage of 
stock owned). 
 
From the 1920s to the dissolution of Yugoslavia it operated under the name Yugoslav 
Railways. The first electrified line was opened between Belgrade and ?id in 1970. 
 
The Blue Train which was a luxorious train specially built and used by the former Yugoslav 
President Josip Broz Tito, is still put in service for the Serbian Railways on special occasions. 
 
Modernisation 
 
In 2010, Serbian Railways joined Cargo 10, a joint venture with other railways in the region. 
The European Bank for Reconstruction and Development has given a series of four loans to 
Zeleznice Srbije to support modernisation. 
 
After decades of neglect, new investments took place since 2010. Twelve new trains from the 
Metrovagonmash were ordered and are in service, with additional 35 on order. Because of 
this, there are preliminary reports that the passenger ridership has skyrocketed on the 
services operated by the new trains. 
 
Moreover, on the 4th of March 2013, Serbian railways signed a contract with Swiss company 
Stadler Bussnang on the acquisition of 21 new passenger trains (Stadler FLIRT). The first 
train is expected be delivered in late September 2014, while the last will arrive in August 2015. 
The new trains will mostly serve regional traffic.  Railroad tracks are also under reconstruction, 
and new tracks are being built. Under new management, the Serbian railways were able to 
cut operating costs by 2.8 billion Serbian dinars for Q1 2013. Previously, the newly appointed 
CEO referred to the overall situation in Serbian railways as "disastrous". 
 
In July 2013, Serbian Railways signed a modernisation agreement with RZD International, 
funded by the Russian government, worth US$800M. This will focus on improving key 
sections of railway, doubling tracks, and the purchase of several Russian-built DMUs. 
 

Sewanee Mining Company (Tracy City, TN ) 20 3.0% The "Mountain Goat Railroad" was built in 1853 as a spur of the Nashville & Chattanooga 
Railroad, which carried coal from local mines, and, later, passengers. The line ran from 
Sewanee in Franklin County to Monteagle, Tracy City, Coalmont, Gruetli- Laager and Palmer 
in Grundy County. Westward, the rail line ran to Cowan down one of the steepest railroad 
slopes in the world, from which it got its name. (Ref 6) 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
The Sewanee Mining Company built a railroad to connect its mines in Tracy City with the 
Nashville & Chattanooga mainline at Cowan, 64 miles from Chattanooga. The line opened, 
November 7, 1857.  One source states that this was the steepest railroad grade in the country 
in the late 1800's...(there were other, much steeper grades. For further information, press the 
"Max Grade" bar above this text.)  
 
The railroad became known locally as the “Mountain Goat Railroad” because of the steep 
ascent up the Cumberland Plateau. 
 
The railroad operated from 1856 to 1985, when the line was abandoned. The abandoned right 
of way has been converted to a hiking and biking recreational trail in Grundy and Franklin 
Counties. 
 
----------------  
 
Background   
 
A large coal deposit was discovered on Cumberland Mountain, not far from Cowan, TN in the 
1840's. In 1852, businessmen, who had backed the Nashville and Chattanooga Railroad, 
incorporated the Sewanee Mining Company and opened the mines in the Sewanee area.  The 
Nashville and Chattanooga Railroad Company had completed its road bed and track through 
Cowan, but the mining company still had to construct its privately owned railroad from the N & 
C line at the base of the tunnel to the mines on Sewanee Mountain.  It was not until the 
summer of 1855 that this nine mile branch line was completed.     
 
The mines on Sewanee Mountain proved to be inadequate and major mining operations were 
moved to the Tracy City area, where better coal deposits were found, resulting in the 
extension of the railroad from Sewanee through Tracy City to Palmer, TN. 
 
The Sewanee Mining Company operated until 1860.  It was then reorganized under a new 
charter and became the Tennessee Coal and Railroad Company.   
 
The Tennessee Coal and Railroad Company was rechartered in 1881 as the Tennessee Coal, 
Iron and Railroad Company.  In this same year a group of local company personnel built the 
Sewanee Furnace Company.  It operated for three months and then sold out to Tennessee 
Coal, Iron and Railroad Company which marketed coal, coke and pig iron.  It operated as 
three units: Tracy City, Cowan, and South Pittsburg.   
 
The decline of this industry in the Cowan area began when this company opened operations 
in the Birmingham, Alabama area in 1886.  The Cowan plant was closed in 1899, the Tracy 
City operations in 1903, and the South Pittsburg plant in 1904.  In 1907 the Tennessee Coal, 
Iron and Railroad Company was absorbed by United States Steel Corporation.  

Shanghai Metro (Shanghai, China) 365 This is the world's longest rapid transit system
Sheffield Supertram (Sheffield, England) 21 10.0% The Sheffield Supertram (branded as Stagecoach Supertram) is a light rail tram network, 

covering Sheffield and Rotherham, in England. The infrastructure is owned by the South 
Yorkshire Passenger Transport Executive (SYPTE), with Stagecoach responsible for the 
operation and maintenance of rolling stock. 
 
Interest in building a modern tram system for Sheffield had mounted during the 1980s. After 
detailed planning by SYPTE, the Supertram proposal was approved by Act of Parliament in 
1991. Construction of the network, incorporating several existing heavy rail sections as well as 
new track, was carried out in sections, allowing revenue services to start during 1994. Early 
operations, hindered by a complex ticketing system and the initially small coverage area, had 
disappointing ridership figures.[1] In an effort to turn around the performance, operations were 
privatised to Stagecoach in 1997, at price of £1.15 million, who took over from South 
Yorkshire Supertram Limited. After management and operational changes, and further 
expansion of the system, ridership numbers rose considerably. 
 
From 2008, interest had been expressed in hybrid tram-train operations, which would be able 
to use sections of the main line rail network as well as tramways. During 2012 an 
experimental trial was planned, as this was to be the first deployment of tram-trains anywhere 
in the United Kingdom. The start of tram-train operations, using a purpose-built fleet of new 
Class 399 Vossloh Citylink electric multiple units, was repeatedly delayed, but on 25 October 
2018, operations of the new tram-train line commenced. 
 
The Supertram network now consists of 50 stations across four colour-coded lines, the Blue, 
Purple, Yellow and Tram-Train (Black) routes, which connect with local and national bus and 
rail services and six park and ride sites.

Sheffield Velocipede Car Co. (Three Rivers, MI ) George S. Sheffield of Three Rivers invented a three-wheel, hand-pumped “track velocipede” 
in 1877 for use by track inspectors; his company ultimately produced thousands for worldwide 
use. (Ref 5)  
 
Based on his invention, George Sheffield founded the Sheffield Motor Company in 1878, He 
developed an early velocipede with flanged wheels, that could be used as a railcar. His efforts 
may have led to the founding of the Kalamazoo Velocipede and Motor Car Company 
(1880-1968). 
 
Founded by George Sheffield, in 1880 the company manufacturered hand cars, velocipedes, 
push cars, and other railroad maintenance cars. It developed one of the first gasoline powered 
hand cars, which became known as motor cars, or more commonly, speeders. Fairbanks-
Morse purchased the company a few years after Sheffield introduced its motor car. (Ref 2) 
After the company became part of Fairbanks Morse, it expanded, becoming a sizable 
business. At one point, the company employed about 1,500 men manufacturing velocopedes, 
and other types of railroad cars. (Ref 3)

Shenzhen Metro  (Shenzhen, China) 111 # Stations in system = 137
Shinetsu Main Line (Takasaki, Japan) 113 6.7% The Shinetsu Main Line (信越本線, Shin'etsu-honsen) is a railway line, consisting of three 

geographically separated sections, operated by the East Japan Railway Company (JR East) 
in Japan. It was originally one continuous line connecting Takasaki and Niigata via Nagano; 
however, with the opening of the Hokuriku Shinkansen, some sections were transferred to the 
third-sector railway companies or abandoned. 
 
The name of the line refers to the old names for Nagano and Niigata Prefectures, Shinano (信
濃) and Echigo (越後). 
 
The abandoned section through the Usui Pass was famous for its steep 66.7‰ (6.7%) 
gradient.[1]

Shinkansen (Japan) 1,893 The Shinkansen is a network of high-speed railway lines in Japan operated by five Japan 
Railways Group companies. Starting with the Tōkaidō Shinkansen (515.4 km, 320.3 mi) in 
1964, the network has expanded to currently consist of 2,764.6 km (1,717.8 mi) of lines with 
maximum speeds of 240–320 km/h (150–200 mph), 283.5 km (176.2 mi) of Mini-shinkansen 
lines with a maximum speed of 130 km/h (80 mph), and 10.3 km (6.4 mi) of spur lines with 
Shinkansen services. The network presently links most major cities on the islands of Honshu 
and Kyushu, and Hakodate on northern island of Hokkaido, with an extension to Sapporo 
under construction and scheduled to commence in March 2031. The nickname bullet train is 
sometimes used in English for these high-speed trains. 
 
The maximum operating speed is 320 km/h (200 mph) (on a 387.5 km section of the Tōhoku 
Shinkansen). Test runs have reached 443 km/h (275 mph) for conventionall in 1996, and up to 
a world record 603 km/h (375 mph) for maglev trains in April 2015. 
 
Shinkansen literally means new trunk line, referring to the high-speed rail line network. The 
name Superexpress initially used for Hikari trains, was retired in 1972 but is still used in 
English-language announcements and signage. 
 
The original Tōkaidō Shinkansen, connecting the largest cities of Tokyo and Osaka, is the 
world's busiest high-speed rail line. Carrying 151 million passengers per year (March 2008), 
and at over 5 billion total passengers it has transported more passengers[8] than any other 
high-speed line in the world. The service on the line operates much larger trains and at higher 
frequency than most other high speed lines in the world. At peak times, the line carries up to 
thirteen trains per hour in each direction with sixteen cars each (1,323-seat capacity and 
occasionally additional standing passengers) with a minimum headway of three minutes 
between trains. 
 
Japan's Shinkansen network had the highest annual passenger ridership (a maximum of 353 
million in 2007) of any high-speed rail network until 2011, when Chinese High Speed Rail 
network surpassed it at 370 million passengers annually, though the total cumulative 
passengers, at over 10 billion, is still larger. While the Shinkansen network has been 
expanding, Japan's declining population is expected to cause ridership to decline over time. 
The recent expansion in tourism has boosted ridership marginally. 
 
Though largely a long-distance transport system, the Shinkansen also serves commuters who 
travel to work in metropolitan areas from outlying cities one or two stops removed from the 
main cities, and there are some services dedicated to this market.

Shore Line East (New London, CT ) 59 Shore Line East (SLE) is a commuter rail service operating in southern Connecticut, USA. A 
fully owned subsidiary of the Connecticut Department of Transportation (ConnDOT), SLE 
provides service seven days a week along the Northeast Corridor from New London west to 
New Haven, with continuing service to Bridgeport and Stamford, and connecting service to 
New York, New York via the Metro-North Railroad's New Haven Line. It operates along tracks 
owned by Amtrak (New London to New Haven) and the state of Connecticut (New Haven to 
Stamford).

Shore Line Electric Railway (New Haven, CT ) 300 This famous line was organized by Commodore Morton F. Plant to link New Haven with 
Eastern Connecticut, taking a route that paralleled Long Island Sound between New Haven to 
Old Saybrook, and then north throught the Connecticut River Valley to Essex. The company 
suffered a disasterous head on collision in 1917. An employee strike shut down the system in  
July 1919, and the line was never operated after that time.  The remaining 50 miles of line 
between New Haven and Saybrook was sold for scrap on July 29, 1920 to United States Rail 
and Equipment Company, which planned to scrap the line.

Shuttlewagon Mobile Railcar Movers (Kansas City, MO ) The Shuttlewagon Mobile Railcar Mover is a light duty industrial locomotive equipped with 
rubber tires for off rail use.  It is designed to couple to railroad cars, and moved them from one 
location to another on private rail lines: typically within an industrial complex, a grain elevator, 
coal mine, etc. The models are powered by engines or batteries, and can move up to 60 cars, 
depending on the model. The largest model develops 85,000 lbs of tractive effort.

Siemens & Halske AG (Berlin, Germany) Siemens & Halske AG (or Siemens-Halske) was a German electrical engineering company 
that later became part of Siemens. 
 
It was founded on 12 October 1847 as Telegraphen-Bauanstalt von Siemens & Halske by 
Werner von Siemens and Johann Georg Halske. The company, located in Berlin-Kreuzberg, 
specialised in manufacturing electrical telegraphs according to Charles Wheatstone's patent 
of 1837. In 1848, the company constructed one of the first European telegraph lines from 
Berlin to Frankfurt am Main. Siemens & Halske quickly expanded with representatives in 
Great Britain (Carl Wilhelm Siemens) and Russia (Carl Heinrich von Siemens) as well as its 
own cable-manufacturing plants at Woolwich and Saint Petersburg. The company's rise was 
supported by Werner von Siemens' patent of the electrical generator (dynamo) in 1867. 
 
In 1881, Siemens & Halske built the Gross-Lichterfelde Tramway, the world's first electric 
streetcar line, in the southwestern Lichterfelde suburb of Berlin, followed by the Mödling and 
Hinterbrühl Tram near Vienna, the first electrical interurban tram in Austria-Hungary. 1882 saw 
the opening of the experimental "Elektromote" track, an early trolleybus concept in the Berlin 
suburb of Halensee. The rising popularity of telegraphs and electrical tramways, as well as in 
generators and electric motors, ensured steady growth for Siemens & Halske. 
 
Siemens & Halske was not alone in the realm of electrical engineering. In 1887, Emil 
Rathenau had established Allgemeine Elektrizitäts-Gesellschaft (AEG), which became a long-
time rival. 
 
Werner von Siemens retired in 1890, while Johann Georg Halske had already left the 
company in 1867. Werner von Siemens' brother Karl Heinrich, together with Werner's sons 
Arnold and Georg Wilhelm, grew the firm and erected new Siemens & Halske premises along 
the banks of the western Spree river, in the Berlin suburb of Charlottenburg, in 1897. The 
firm's vast new site continued to grow, and from 1899 onwards it was known as Siemensstadt. 
 
When Siemens & Halske merged parts of its activities with Schuckert & Co., Nuremberg in 
1903 to become Siemens-Schuckert, Siemens & Halske AG specialized in communications 
engineering. During World War I, rotary engines of advanced and unusual design were 
produced under the Siemens-Halske brand, like the Siemens-Halske Sh.I and Sh.III. Later, 
Siemens established several company subsidiaries for which the Siemens & Halske AG 
functioned as a holding company. 
 
During the Second World War, Siemens & Halske employed slave labor from concentration 
camps. 

Siemens Mobility (Sacramento, CA ) Siemens is the third largest manufacturer of rail passenger cars in North America.
Silver City, Pinos Altos & Mogollon Railroad (Silver City, NM ) 17 7,311 6.0% Silver City, Pinos Altos and Mogollon Railroad (SC,PA&M) was a 2 ft (610 mm) narrow gauge 

railway serving copper mines along the Continental Divide in the mountains of southwestern 
New Mexico. The communities of Silver City and Pinos Altos developed as 19th century 
miners recovered easily extracted gold and silver from ore deposits of the area. Standard-
gauge Santa Fe Railroad reached Silver City in 1886, and SC,PA&M was incorporated 24 
August 1889 to build a railway north to Mogollon, New Mexico.  
 
Construction was limited to 5 miles (8.0 km) of grading until Wisconsin-based Comanche 
Mining and Smelting purchased the railroad and the Pinos Altos mining claims of George 
Hearst in 1903 after horse-drawn ore transport became uneconomical. The Silver City smelter 
burned shortly after purchase, but was rebuilt with three blast furnaces and a reverberatory 
furnace to handle 225 tons of ore per day. Two Shay locomotives were moved to Silver City in 
August 1905 from the Gilpin tramway of Gilpin County, Colorado. The railroad was built 
through iron and limestone mines on Chloride Flat west of Silver City.  The limestone was 
used as a flux for smelting the copper ore. 
 
The railroad climbed 1,100 feet (340 m) using 48 bridges or trestles with 15.4 miles (24.8 km) 
of track at grades of 1.5 to 6 percent to cross the 6 miles (9.7 km) from Silver City to Pinos 
Altos. The Continental Divide summit was at an elevation of 7,311 feet (2,228 m) near Pinos 
Altos. Ore was carried in 33 ten-ton capacity drop-bottom hopper cars built in Silver City[6] 
from riveted or bolted steel channels, angles and sheets. The railroad also built ten wooden 
flatcars which were modified upon occasion to serve as excursion cars, lowside gondolas, a 
steam-powered derrick for recovering derailed cars, a corrugated steel boxcar, and a tank car 
to carry boiler water for the locomotives. There was also one caboose. Two new locomotives 
were purchased while the older locomotives handled construction trains. When regular service 
was established on 4 July 1906, the newer locomotives pulled trains of nine or ten ore cars 
from the mines to ore concentrators and smelters in Silver City.  Mining equipment was 
transported back to the mines in empty ore cars.[9] No railway air brakes were fitted, and a 
runaway ore train derailment on 7 February 1907 killed the locomotive fireman and a visiting 
representative from Lima Locomotive Works. The older locomotives shunted cars around the 
smelters and transported slag from the smelters to disposal sites. Another larger locomotive 
was purchased in 1907. A 25 miles (40 km) southwesterly extension was considered to reach 
Burro Mountain.  A 7-stall engine-house was constructed in anticipation of two more 
locomotives, but operations ceased on 10 October 1907 after the price of copper dropped 50 
percent within a few weeks. Comanche Mining and Smelting merged with Minnesota-based 
Savannah Copper Company in 1908. The line operated briefly after copper prices recovered 
in 1910, and was scrapped in 1913.

Silverton Railroad (Silverton, CO ) 17 11,110 5.0% the Silverton Railroad  connected the communities of Albany, Ironton, Guston, Red Mountain 
Town, Congress (Red Mountain City), and Chattanooga with the bustling city of Silverton. The 
railroad had four wyes, a switchback with a covered turntable, a 200-degree loop, and an 
average grade of 5% over the 11,113-foot summit of Red Mountain Pass. [6]

Simpson Timber Co. (Shelton, WA ) 100 The Simpson Timber Company was one of the oldest and largest privately owned companies 
in the Pacific Northwest. It was the last logging company in the US to operate a railroad in 
conjunction with its logging and mill activities.   It owned 10 lumber mills. A portion of the 
former trackage is operated by the Peninsular Railway & Lumbermen's Museum in Shelton, 
WA. An important Simpson sawmill was located at McCleary, WA 17 miles Southwest of 
Shelton, WA. Shelton is located on an arm of Puget Sound. west of Tacoma. Thus the location 
on Puget Sound gave Simpson Timber the ability to ship is lumber products via the Pacific 
Ocean.

Sinclair Refining Co. (Chicago, IL ) Sinclair operated its own tank cars under the SDRX mark, and the Cudahy Refining Company 
(CDRX), of which it was the successor.Sinnemahoning Valley Railroad (Keating Summit, PA ) 66 10.9% The Sinnemahoning Valley Railroad was built from Keating Summit, Pennsylvania on the 
Buffalo, New York & Philadelphia Railroad (later part of the Pennsylvania Railroad) to his 
sawmill in Austin, Pennsylvania. The Sinnemahoning Valley Railroad ran from Keating Summit 
(Forest House) east to a switchback and then south down the north branch of Freeman Run 
toward Austin .   
 
The railroad opened officially as a common carrier on December 14, 1885. Although most of 
the lumber railroads of the time and area were 3-footers (narrow gauge), Goodyear used his 
foresight in building his logging railroads of permanent quality to a standard gauge and laid 
with 70 pound rail, which really paid off in the future. In Austin, Pennsylvania, Goodyear built a 
huge sawmill, and brought all his timber here by rail to get cut. Then in 1886 he extended the 
line 13 miles (21 km) south to Costello, Pennsylvania where there was a large sole leather 
tannery. The leather tanneries used the hemlock bark, which was a by-product of the saw 
mills, to create tannin. This allowed him to benefit greatly by supplying one industry with the 
waste product of another.  In 1887 he joined with his brother to create the firm of F. H. & C. W. 
Goodyear. In the end, it was this firm that owned most of the properties, mills, railroads, 
locomotives and many other assets. Starting in 1891, the Sinnemahoning Valley Railroad 
would be extended north west up past Galeton, all the way to Ansonia, where it would make a 
connection with the Fall Brook Railway. To get here, the railroad had to cross a large ridge. To 
accomplish this, the railroad built four large switchbacks, instead of tunnels. This may have 
been acceptable thinking at the time, as the line was still primarily a logging railroad, where 
switchbacks were quite common. These switchbacks would limit trains to 15 cars.  Starting in 
the early 1890s, an initiative was started to build a number of smaller lines linking the 
Sinnemahoning Valley Railroad at Costello, up to Galeton and east to Ansonia. At this point 
that there already was a narrow gauge line running from Galeton north east up to Addison. 
The Addison and Pennsylvania Railway was started in 1882 from Addison, reaching Gaines 
and Galeton by 1885.

Sino-Afghan Special Transportation Railway (Nantong (Haimen)
(Shanghai), China)

1,864 The Sino-Afghan Special Transportation Railway was constructed to reduce the transit time 
between China and Afghanistan. The line connects Nantong, on the Yangtze River with the 
port of Hairatan, on the Amu Darya River, near Afghanistan’s third largest city of Mazar-e-
Sharif. The ine passes through Uzbekistan and Kazakhstan. 
 
The Sino-Afghan Special Transportation Railway bypasses Pakistan and cuts the former 
transport time between these cities by half, or more. The first train left China on Aug. 25, the 
day the railway was inaugurated, slated to arrive in Afghanistan 15 days later. It arrived two 
days early. 
 
The Amu Darya, also called the Amu River  is a major river in Central Asia. It is formed by the 
junction of the Vakhsh and Panj rivers, at Qal`eh-ye Panjeh in Afghanistan, and flows from 
there north-westwards into the southern remnants of the Aral Sea. In ancient times, the river 
was regarded as the boundary between Greater Iran and Turan.

Sioux City & Pacific Railroad (Sioux City, IA ) 107 The Sioux City & Pacific and the Northern Nebraska Air Line railroads provided a through 
route from connections with the Chicago & North Western Railroad line between Council 
Bluffs and Sioux City, IA to the Fremont, Elkhorn & Missouri Valley Railroad, which connected 
with the Sioux City & Pacific at Fremont, 40 miles northwest of Omaha. Ultimately, all three 
railroads came under the ownership of the C&NW.  Construction on the Sioux City & Pacific 
was begun in the spring of 1867. It was built from California Junction, in Iowa, to the Missouri 
river and from the Missouri river near Blair, Nebraska, to Fremont, completed in February, 
1869.  It maintained a steamboat ferry at Blair in summer, and generally, in extreme cold 
weather, built a track on the ice across the Missouri river in winter, to the time of the 
completion of the present Missouri Valley & Blair railway and bridge, August 9, 1882. Blair was 
located at the crossroads of the north-south tracks of the Chicago St. Paul Minneapolis & 
Omaha line (CStPM&O) and the east-west tracks of the Sioux City & Pacific line.  The Sioux 
City & Pacific acquired the Northern Nebraska Air Line by (organized June 7, 1867) 
consolidation on September 15, 1868. The Northern Nebraska Air Line route began at 
DeSoto, NE, a point about 20 miles north of Omaha, and only 5 miles from the terminus of the 
Sioux City & Pacific line at Blair, NE.  The Fremont, Elkhorn & Missouri Valley railway 
company was organized January 20, 1869. It commenced construction at Fremont, after the 
completion of the Sioux City & Pacific to that point in 1869.   In 1880, the Chicago, Iowa & 
Nebraska and the Cedar Rapids & Missouri River Railroad  companies purchased over 90% 
of the outstanding stock of the Sioux City & Pacific Railroad. The stock remained in their 
control, until their purchase by the Chicago & North Western in 1884.  Although being 
purchased by the C&NW, the Sioux City & Pacific remained an unconsolidated subsidiary of 
the C&NW in 1903. Opened to Fremont Feb 11, 1869. Leased Line: Fremont, Elkhorn & 
Missouri Valley Railroad.

Sioux City, O'Neill & Western Railroad (Sioux City, IA ) 128 At the time the Nebraska & Western was constructed, Sioux City, IA had several railroad 
connections to the east, but none to the west. The Sioux City & Pacific (became part of the 
Chicago & North Western) was the first to arrive in 1868. The next was the Dubuque & Sioux 
City (Illinois Central) in 1870 and the last was the Chicago, Milwaukee & St. Paul constructed 
their branch, connecting the mainline at Manilla, with Sioux City, IA in 1887. And, the Wilmar & 
Sioux Falls Railway (Great Northern) put in operation a line from Willmar on the St. Paul-
Breckenridge line to Sioux Falls in South Dakota, 147 miles.  In 1888 local parties at Sioux 
City. Iowa, began construction of a line from the latter point northward to a connection with the 
Willmar & Sioux Falls Railway at Garrison. (Ref 5) 
 
Thus, Sioux City was ripe for connecting with the western U.S. An obvious, and only 
connection with the Central Pacific existed at Ogden, while at Sioux City, the Sioux City & 
Pacific (C&NW) would not have made a good partner because of its alliance with the Union 
Pacific. Thus, one or of the remaining roads-the Dubuque & Sioux City (IC). the Milwaukee 
Road, or the Willmar & Sioux Falls (GN) would have been considered. 
 
Eventually, the Nebraska & Western defaulted, and was reorganized as the Sioux City, O'Neill 
& Western in 1891, Several years later, in 1893, the Great Northern partnered with the Sioux 
City, O'Neill & Western to build a bridge across the Missouri River, connecting Sioux City, IA 
with Nebraska and the west, thus the Sioux City, O'Neill & Western became part of the Great 
Northern. 
-----------------------------------------------------------------------------------------------------------------------------
------------------------------------------------- 
The Nebraska & Western Railway (Pacific Short Line) was organized to build a line from 
Sioux City (Laketon) to the Wyoming state line, where it would connect with the Wyoming & 
Eastern, whose line would continue to the Utah state line; another road, the Salt Lake Valley & 
Eastern would build east from Ogden, UT to the Utah-Wyoming state line to connect with the 
Wyoming & Eastern. Construction contracts were let in May 1889, and surveys from Ogden 
almost to the Nebraska border were completed. (Ref 2) The line was built by the Wyoming 
Pacific Improvement Company (Ref 4). 
 
At Ogden, UT, the railroad would connect with the Central Pacific.  At the time of its 
construction, there was a dispute between the Central Pacific/Union Pacific and the Nebraska 
& Western  regarding the sharing of traffic at the Ogden Gateway. Apparently, the Nebraska & 
Western/Pacific Short Line (and connections) was organized to give the Central Pacific an 
alternative route from Ogden to Sioux City, SD, where connections with the Chicago, 
Milwaukee & St. Paul could be made. The line between Sioux City and Ogden was surveyed 
and located, crossing the mountains via the Sweetwater Valley (Rock Springs, WY or UT?) 
and the South Pass. Construction was begun just two years before the company defaulted "in 
the winter of 1890". Several reasons can be put forth for the failure of the company: (1) 
Insufficient funds to complete such an ambitious project (a failure of many similar projects); (2) 
The repeal of the Sherman Silver Purchase Act of 1890 which resulted in the bankruptcy of 
many railroads in the west; and (3) The Central Pacific, which had fallen into the hands of Jay 
Gould, who, along with Huntington, would have not favorably viewed a connection with a 
competing road at Ogden. 
 
Only 130 miles were built, from South Sioux City, NE (Opposite Sioux City, SD) to O'Neill, NE. 
This railroad at one time was regarded as "one of the most important railroads in the West." 
 
From Ref 3 
 
The Nebraska & Western entered receivership in 1891, and was acquired by a group of men 
with close ties to the Great Northern. Additional financing was secured, and the line was 
renamed the Sioux City, O'Neill & Western. This road also had financial problems and 
collapsed in November 1893. The line again emerged from bankruptcy as the Sioux City & 
Western Railway in 1899.

Skagit Incline (Seattle, WA ) 34.0%
Skokie Swift Line (Chicago-Howard Street, IL ) The Skokie Swift high-speed (5 miles in 6 1⁄2 minutes) shuttle service, between Howard 

Street in Chicago and Dempster Street in Skokie, was inaugurated on April 20, 1964. The 
project became immediately successful and attracted nationwide attention On its first day of 
service, Skokie Swift carried nearly 4,000 passengers in a 16-hour period compared to 
approximately 1,600 passengers carried by the North Shore Line from the Dempster Terminal 
in a 12-hour period before the railroad terminated. Ridership continued to increase and by the 
end of the first year, nearly 6,000 passengers were riding the new line each weekday. 

Smith (Coos Bay, OR )
Smith & Porter Locomotive Works (Pittsburgh, PA ) The H. K. Porter Locomotive Company became the dominant  manufacturer of small and 

medium size industrial locomotives in the United States. It produced over 8,000 locomotives 
between its founding in 1867 as Smith & Porter, and later as Porter, Bell & Co. It sold its 
inventory in 1950 to the Davenport Besler Corporation, a successor to Davenport Locomotive 
Works. Davenport Besler discontinued its locomotive production in 1955.

Snowdon Mountain Railway (Llanberis, Wales England) 5 6,688 18.0% Snowdon Mountain Railway is the only public rack and pinion railway in the United Kingdom.
Société de transport de la communauté urbaine de Montréal) The Commission de transport de Montréal (CTM) became the Commission de transport de la 

communauté urbaine de Montréal (CTCUM) in January 1970, and in 1985, rebranded itself 
again by becoming the Société de Transport de la Communauté Urbaine De Montréal 
(STCUM). Commuter trains ceased to be the managed by the STCUM in 1996 and 
responsibility for this service was transferred to the newly created Agence métropolitaine de 
transport. 
 
It was not until 2002, at the time of the time of the merger of Montreal with other municipalities 
on the Island of Montreal that the Société de transport de Montreal was created, taking the 
place of the STCUM.

Société de transport de la Communauté urbaine de Montréal (Montreal, 
QC Canada)

l'Agence Métropolitaine de Transport       1. Montréal - Deux-Montagnes. Assumed 
responsibility for the Deux-Montagnes electric line from CN Rail 01 July 1982.    2. Montréal - 
Dorion - Rigaud. Assumed the Rigaud line from CP Rail 01 October 1982 (Tom Box 1996).   
Société de transport de la communaute urbaine de Montréal (19 June 1985 - 31 December 
1995) STCUM is the general Montréal transit operator. Two commuter lines, the former CP 
Rail line from Windsor Station to Sainte-Anne-de-Bellevue, Île-Perrot, Dorion (Vaudreuil), 
Hudson, and Rigaud, and the former CN Rail electrified line to western Laval and Deux-
Montagnes.  l'Agence Métropolitaine de Transport

Société de transport de Montréal (Montreal, QC Canada) The Société de transport de Montréal (STM) (English: Montreal Transit Corporation) is a 
public transport agency that operates transit bus, and rapid transit services in Montreal, 
Quebec, Canada. Established in 1861 as Montreal City Passenger Railway Company, it has 
grown to comprise four metro lines with a total of 68 stations, as well as over 186 bus routes 
and 23 night routes. 
 
The STM operates the fourth most heavily used urban mass transit system in North America, 
after the New York City Transit Authority, the Mexico City Metro, and the Toronto Transit 
Commission.[2] As of 2011, the average daily ridership is 2,524,500 passengers: 1,403,700 by 
bus, 1,111,700 by rapid transit and 9,200 by paratransit service. 
The Société de transport de Montréal (STM) was created in 2002 to replace the Société de 
Transport de la Communauté Urbaine De Montréal (STCUM). 
 
Several other public transport companies existed prior to the creation of the STM. From 1861 
to 1886, the Montreal City Passenger Railway Company operated a small network of horse-
drawn streetcars. 
 
Then in 1886, the company changed its name to Montreal Street Railway Company. The first 
electric tram appeared in 1892 and was nicknamed the Rocket. The company underwent 
another name change in 1893: MSTR became the MTR for Montreal Island Beltline Railway. A 
year later, the network was fully electrified and in 1894, the last horse-drawn tram was taken 
out of service. From 1910 to 1911 the company was renamed Montreal Public Service 
Corporation before changing again to Montreal Tramways Company. 
Although they were put into service in 1919, buses only began to be widely used starting in 
1925, with the creation of several regular lines. Then in 1937, the first trolleybuses were used. 
In 1939, the company had 929 trams, 224 buses and 7 trolleybuses, serving about 200 million 
passengers per year. The replacement of tram lines by buses began in 1951, when a law was 
passed by the provincial government transferred the overall management of transport in 
Montreal to a public organization, the Commission de transport de Montréal (CTM). The last 
tram was withdrawn from service in 1959. 
 
The metro was inaugurated in 1966 and the same year saw the end of the movement of 
trolley. 
 
The CTM became the Commission de transport de la communauté urbaine de Montréal 
(CTCUM) in January 1970, and in 1985, rebranded itself again by becoming the Société de 
Transport de la Communauté Urbaine De Montréal (STCUM). Commuter trains ceased to be 
the managed by the STCUM in 1996 and responsibility for this service was transferred to the 
newly created Agence métropolitaine de transport. 
 
It was not until 2002, at the time of the time of the merger of Montreal with other municipalities 
on the Island of Montreal that the Société de transport de Montreal was created, taking the 
place of the STCUM. 
 
Streetcars 
 
From 1861 to 1959, Montreal had an extensive streetcar system. The streetcar network had 
its beginnings with the horsecar era of the Montreal City Passenger Railway in 1861. That 
private company would become the Montreal Street Railway in 1886 and the Montreal 
Tramways Company in 1911. The assets of the company were taken over by the city-owned 
Montreal Transportation Commission in 1951. 
 
Regional transit service 
 
The STM was formerly involved in the operation of regional transit services. The first such 
service was a set of bus routes inherited from the October 1980 expropriation of a private bus 
company called Metropolitan Provincial (1967) Inc. These regional bus routes operated from 
downtown Montreal to the western part of the Island of Montreal, as well as to off-island points 
located west, south-west, and north east of the Island of Montreal. By the end of 1985, the 
STM (then known by the initials CTCUM) had exited the regional bus business to focus on its 
core territory (the Island of Montreal). Most of the regional bus routes were passed to private 
operators who provided services under contract to newly formed intermunicipal transit 
councils. 
 
The second regional service involved the management of two commuter train lines. On July 1, 
1982, the CTCUM and the Canadian National Railway (CN) entered into an agreement to 
integrate the Montreal-Deux Montagnes commuter train line into the regular CTCUM bus and 
metro network. The CTCUM paid CN to staff, run, and maintain the trains, while it set the 
fares and schedules. Passengers travelling within the CTCUM operating territory were able to 
transfer between the trains and the bus or metro, no fare supplement was required to make a 
bus/metro to train transfer . On October 1, 1982, a similar agreement with the Canadian 
Pacific Railway (CP) went into effect and CP's Montreal-Rigaud commuter train line was 
integrated into the CTCUM network. 
On January 1, 1996, responsibility for the commuter trains was transferred to the AMT, a 
Quebec provincial government agency formed to coordinate all public transportation in the 
metropolitan Montreal region.

Société Nationale des Chemins de fer français (France) 20,000 As of 2010 the SNCF was ranked as the 22nd largest company in France and 214th globally 
on the Fortune Global 500 list. Soho Locomotive Building Company (Shilton, England) The Soho Works were likely the first locomotive shop in England.

Sonoma-Marin Area Rail Transit (Larkspur, CA ) 70 SMART (Sonoma-Marin Area Rail Transit District)  is a commuter rail service operating 45 
miles of railroad between Larkspur, San Rafael, Novato, Petaluma, Cotati, Rohnert Park, 
Santa Rosa and the Sonoma County airport area; An extension to Windsor, Healdsburg, and 
Cloverdale is planned.  The full project will provide 70 miles of passenger rail service, 
connecting SMART passengers with jobs, education centers, retail hubs and housing along 
the Sonoma-Marin corridor, and a bicycle-pedestrian pathway.

Soo Line Railroad Company (Chicago, IL ) 3,211 See also Minneapolis, St. Paul & Sault Ste. Marie Railway. In 1987, the Soo sold most of its 
Wisconsin track to the Wisconsin Central, which was subsequently acquired by the CN in 
2001. The former Soo Line Railroad is now operated d/b/a CP Rail System.  The Soo Line 
Railroad (reporting mark SOO) is the primary United States railroad subsidiary of the 
Canadian Pacific Railway (CP), controlled through the Soo Line Corporation, and one of 
seven U.S. Class I railroads. Although it is named for the Minneapolis, St. Paul and Sault Ste. 
Marie Railroad (MStP&SSM), which was commonly known as the Soo Line after the phonetic 
spelling of Sault, it was formed in 1961 by the consolidation of that company with two other 
CP subsidiaries, the Duluth, South Shore and Atlantic Railroad and Wisconsin Central 
Railroad. It is also the successor to other Class I railroads, including the Minneapolis, 
Northfield and Southern Railway (acquired 1982) and Chicago, Milwaukee, St. Paul and 
Pacific Railroad (Milwaukee Road, acquired at bankruptcy in 1985). On the other hand, a 
large amount of mileage was spun off in 1987 to Wisconsin Central Ltd., now part of the 
Canadian National Railway. The Soo Line and the Delaware and Hudson Railway, the CP's 
other major subsidiary (before the 2008 DM&E acquisition), presently do business as the 
Canadian Pacific Railway, and most equipment has been repainted into the CP's scheme, but 
the U.S. Surface Transportation Board groups all the CP's U.S. subsidiaries under the Soo 
Line name for reporting purposes.  System description  The company's main line begins at 
Portal, North Dakota on the Canadian border, and extends southeast along former 
MStP&SSM trackage to the Twin Cities (Minneapolis-St. Paul). Ex-Milwaukee Road trackage 
takes the Soo Line from the Twin Cities to Chicago via Milwaukee. Between Chicago and 
Detroit, where the CP-owned Detroit River Tunnel connects back into Canada, the Soo Line 
has trackage rights over the Norfolk Southern Railway and haulage rights over CSX 
Transportation. Major branches include a connection from the border at Noyes to Glenwood, 
Minnesota and, until it was sold to the Indiana Rail Road in 2006, a line from Chicago to 
Louisville, Kentucky. Through trackage rights over the BNSF Railway, the Soo Line also  
serves Duluth from the Twin Cities.  History  The present Soo Line Railroad Company was 
actually incorporated October 19, 1949 in Minnesota as the Duluth, South Shore and Atlantic 
Railroad, as part of the plan for reorganizing the Duluth, South Shore and Atlantic Railway and 
subsidiary Mineral Range Railroad. When the CP consolidated several subsidiaries on 
January 1, 1961, it used this company to merge the Minneapolis, St. Paul and Sault Ste. 
Marie Railroad and Wisconsin Central Railroad into, and renamed it to the present name, Soo 
Line Railroad. The Soo Line gained control of the Minneapolis, Northfield and Southern 
Railway (MN&S), a Twin Cities-area short line, in June 1982.  In 1984, the CP incorporated 
the Soo Line Corporation in Minnesota as a holding company, exchanging stock in December 
to give the Soo Line Corporation total control over the railroad. Two months later, on February 
19, 1985, the Soo Line purchased the property of the bankrupt Chicago, Milwaukee, St. Paul 
and Pacific Railroad and assigned it to a newly-created subsidiary, The Milwaukee Road, Inc. 
This company and the MN&S were both merged into the Soo Line Railroad effective January 
1, 1986. To cut costs, the Soo Line created the Lake States Transportation Division (LSTD) on 
February 10, 1986 to operate the less-important lines, including the ex-Wisconsin Central line 
between Chicago and the Twin Cities. Unable to implement its proposed labor rule changes, 
the Soo Line sold the approximately 2,000-mile (3,200 km) LSTD to a new regional railroad, 
Wisconsin Central Ltd., in 1987 for $133 million. In 1990, the CP gained full control of the Soo 
Line Corporation, of which it had previously owned about 56% of the common stock.  

Soo Line Railroad Lake States Transportation Division (Forest Park, 
IL )

2,300 Lake States Transportation Division (LSTD) was a wholly-owned division of the Soo Line 
Railroad that was created to purchase out of bankruptcy the Chicago, Milwaukee, St. Paul 
and Pacific Railroad (MILW)  routes between Chicago and the Twin Cities in 1985. 

Sound Transit (Seattle, WA ) 100 Sound Transit has been the popular name of Washington state's Central Puget Sound 
Regional Transit Authority since September 19, 1999. It was formed in 1996 by the 
Snohomish, King, and Pierce County Councils. It operates express bus, commuter rail, and 
light rail service in the region and constructs capital projects in support and expansion of 
those services.  Operates the Sounder rapid transit train. 
 
History 
 
In 1996, central Puget Sound voters approved implementation of the Sound Move plan to 
build a high-capacity public transit system. Since then, Sound Transit has built and now 
operates 24 ST Express bus routes, 75 miles of Sounder Commuter Rail and 17 miles of Link 
Light Rail. Sound Transit is working on completing other elements of the Sound Move plan, 
including extending Link Light Rail from downtown Seattle to the University of Washington, 
and extending Sounder Commuter Rail an additional 7.5 miles from Tacoma to Lakewood. 
 
Sound Transit 2. In 2008, voters approved Sound Transit 2 as a second phase of the System 
Plan to finance the expansion of light rail, commuter rail and express bus service over a 15-
year period ending in 2023. Sound Transit 2 also included improved access to transit through 
expanded bike facilities, better pedestrian access and additional parking in certain locations. 
New services will be phased in over several years. The ST Express bus service began 
increased service in 2009. Several additions to Link Light Rail are under construction and 
scheduled to begin service in 2021, and several others are in beginning phases of discussions 
and design.

South African Railways & Harbours  (Cape Town, South Africa) 14,000 7,000 The South African Railways (SAR) was the largest railway operator in South Africa. Its lines 
evolved from the historic "Cape to Cairo" railway that was planned beginning in 1874 by Cecil 
Rhodes between Cape Town  and Port Said, Egypt. The Cape to Cairo project was never 
finished, however. All of South African Railways lines were built to the "Cape Gauge" (3'6") 
except for 800 miles of 2 ft gauge tracks. The latter were built mainly to service the sugar 
cane fields. The line is famous for its huge Garratt Steam Locomotives used during the steam 
era-some continue in use on tourist trains today.

South Branch Railroad (Somerville, NJ ) 16 The South Branch Railroad, controlled by the CNJ, opened July 1, 1864, as a branch from 
Somerville to Flemington. The CNJ's extension to its new terminal in Jersey City, including the 
first CRRNJ Newark Bay Bridge, opened on July 29, 1864, with a ferry transfer to Cortlandt 
Street in New York City, ending operations over the NJRR. 

South Carolina Canal & Rail Road (Charleston, SC ) 136 The South Carolina Canal and Railroad Company was the longest continuous railroad line in 
the world when opened in 1833. The line was originally intended to connect Charleston with 
Hamburg, SC, which was located on the Savannah River opposite to Augusta.  It became 
famous as the first railway to operate a scheduled passenger service pulled by the steam 
locomotive "Best Friend of Charleston". The Best Friend of Charleston made it's maiden run 
on December 25, 1830. 

South Carolina Central Railroad (Florence, SC ) 274 The South Carolina Central Railroad, a subsidiary of RailTex, was formed in November 1988 
to own and operate three divisions:  (1) the 258 mile Georgia Southwestern Railroad 
operating between Rhine, GA and Mahrt, AL, and Columbus, GA and Bainbridge, GA (the 
lines made junction at Richland, GA), both line segments were acquired from CSXT.    (2) also 
in 1988, the 99 mile Georgia & Alabama Division began operating the Smithville, GA to 
Eufaula, AL line leased from the Norfolk Southern Corp.    (3) the 25 mile Georgia Great 
Southern division began operating the Dawson, GA to Albany, GA line acquired from CSXT.    
All three divisions operated as separate units of the South Carolina Central Railroad.   RailTex 
then leased the South Carolina Central Railroad Company, Inc. (Smithville, GA to White Oak, 
AL) on Dec 22, 1988 from Central of Georgia and the South Western Rail Road.  In the early 
1990s, South Carolina Central Railroad, operated in three divisions:   the South Carolina 
Central Railroad Co.,  Carolina Piedmont Division (the Carolina & Piedmont Railroad, CPDR), 
and the   Georgia & Alabama Division.  In September 1996, the Georgia Southwestern 
Railroad Co.,(GWSR) was incorporated to consolidate the operations of the 3 divisions of the 
South Carolina Central (GSW, GAAB, and GGS) under one operating entity.  This was the 
official beginning of today’s Georgia Southwestern Railroad. In early 2002, Rail America sold 
the GSWR to local ownership.  SCRF currently operates two unconnected lines in South 
Carolina. One extends 42 miles from a connection with CSX at Florence to Bishopville. The 
other lline extends 13 miles from a CSX connection at Cheraw to Society Hill, SC.  The South 
Carolina Central Railroad name was changed to the Georgia Southwestern Railway in 2007

South Carolina Rail Road (Charleston, SC ) 242 Business interests in Charleston, South Carolina financed the construction of America's first 
commercial railroad in 1833 in an effort to capture a greater share of the upland cotton, was 
formerly transported by raft or steamboat to Savannah, Charleston's rival port. 

South Central Florida Express (Sebring, FL ) 171 SCXF  is  a  Class  III  railroad  serving  the  agricultural  industries  of  South Central Florida.  
It is the largest private   agricultural   railroad   in   the United States. South Dakota Rail Authority (SD ) 1,240 Createded to plank, acquire, develop, maintain and equip railroad facilities, principally those 
abandoned by the Milwaukee Railroad which ceased operation of Feb 29, 1980 on 4,600 
miles of track. Mos of South Dakota's tracks were operated by the Milwuakee Railroad. In 
November of 1980, SDRA purchased 760 miles of Milwaukee Railroad track with operations 
focused on Mitchell, SD. At a later date, it purchased 480 more miles of track.

South Florida Railroad (Sanford, FL ) 114 The South Florida Railroad turned Tampa into a deep water center for freighters and steamers 
from Cuba and South America. The rail line opened up the region to citrus and vegetable 
growers for it no longer took twenty days to reach Northern markets by boat.[2] In addition, the 
railroad played an important part in opening access to Orlando, Winter Park and Sanford with 
other areas in Florida, marking an important beginning of Florida's tourism business. [5] The 
south Florida was also an important early part of Henry B. Plant's railroad empire.
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South Indian Railway (Indian) 8.0% The South Indian Railway includes the famous "Nilgiri" Hill Line, with a gradient of 1 in 12.
South Manchuria Railway (Dalian, China) 2,320 The South Manchuria Railway, officially South Manchuria Railway Company was a large 

National Policy Company [ja] of the Empire of Japan whose primary function was the 
operation of railways on the Dalian–Fengtian (Mukden)–Changchun (called Xinjing from 1931 
to 1945) corridor in northeastern China, as well as on several branch lines. 
 
In 1905, after Russia's defeat in the Russo-Japanese War, this area was taken over by Japan 
as the South Manchuria Railway Zone. Mantetsu was established in 1906 to operate the 
railways taken over from the Russians. Subsequently, Mantetsu expanded by building new 
lines for itself and for Chinese-owned undertakings, and after the establishment of the puppet 
state of Manchukuo was established in 1932, it was also entrusted with the management of 
the Manchukuo National Railway. Between 1917 and 1925, Mantetsu was also responsible for 
the management of the Chosen Government Railway in Japanese-occupied Korea. 
 
However, it was also involved in nearly every aspect of the economic, cultural and political life 
of Manchuria, from power generation to agricultural research, for which reason it was often 
referred to as "Japan's East India Company in China". Nisshō Inoue, the founder of the 
interwar Japanese far-right militant organization Ketsumeidan was employed by Mantestu 
from 1909-1920. 
 
In 1945, the Soviet Union invaded and overran Manchukuo, and following Japan's defeat in 
the Pacific War, Mantetsu itself was dissolved by order of the American occupation authorities 
in occupied Japan. The railway was operated by the Soviets for a time, and handed over to 
China Railway after the establishment of the People's Republic of China in 1949. Fengtian 
has been called Shenyang since 1945, and the line from there to Dalian is today part of the 
Shenda Railway from Changchun to Dalian, whilst the Shenyang–Changchun section is now 
part of the Jingha Railway; the branch lines have also been part of China Railway since then.

South Pacific Coast Railroad (Newark, CA ) 104 1.5% The South Pacific Coast Railroad was incorporated on March 29, 1876 to build a narrow-
gauge railroad from Dumbarton Point, located near Newark, to San Jose, Los Gatos and 
Santa Cruz. The terminal at Dumbarton Point was inadequate, and as a result the line was 
extended to Alameda where ferry connections were made to San Francisco. The SPC was 
leased by Southern Pacific and formally incorporated by SP as the South Pacific Coast 
Railway on May 23, 1887. Assets sold to Southern Pacific Company December 9, 1937.  
 
------   
 
From Wikipedia   
 
The South Pacific Coast Railroad was a 3 ft  narrow gauge steam railroad running between 
Santa Cruz, California and Alameda, with a ferry connection in Alameda to San Francisco. 
The railroad also included a branch line from Campbell, California to the New Almaden, 
California Quicksilver mines. The railroad was created as the Santa Clara Valley Railroad, 
founded by local strawberry growers as a way to get their crops to market in San Francisco 
and provide an alternative to the Southern Pacific Railroad. In 1876, James Graham Fair, a 
Comstock Lode silver baron, bought the line. He extended the line into the Santa Cruz 
Mountains in order to capture the significant lumber traffic coming out of the redwood forests.   
 
In 1887, the line was acquired by the Southern Pacific and 1906 the gauge was standardized. 
Some of the line's narrow gauge engines (nos. 9, 23, and 26) were eventually acquired by 
another narrow gauge railroad, the Ilwaco Railway and Navigation Company. Others ran on 
the former Carson and Colorado Railroad. In later years, the segment running between San 
Jose and Santa Cruz was used by SP's "Suntan Special" which came down the San 
Francisco Peninsula and took passengers right to the beach and boardwalk in Santa Cruz. 
Service was disrupted by the 1906 Earthquake. The tracks through the Santa Cruz Mountains 
suffered major damage during a storm in the winter of 1940, and the line was abandoned the 
same year. Under contract to Southern Pacific, the F.A. Christie railroad salvage firm removed 
the track and trestles and, when this was completed in April 1942, dynamited the tunnels. 
Although a long-persistent rumor holds that destruction of the tunnels was motivated by post-
Pearl Harbor fears of a Japanese invasion of the US West Coast, the decision to dynamite 
them predated the Pearl Harbor attack and was made solely for business reasons. Of the four 
abandoned tunnels, the longest, at 6,200 feet, ran from Wrights Station to Burns Creak near 
Laurel, crossing underneath Summit Rd. The second longest tunnel, at about a mile long, 
went from Laurel to Glenwood, crossing underneath the present location of HWY 17. The third 
tunnel, about 900 feet long, went from Clems, under a ridge, to Mountain Charlie gulch. The 
shortest of the abandoned tunnels is in Zayante. It is currently being used as a records 
storage facility by Iron Mountain.   
 
The bridge across San Leandro Bay was damaged in the 1906 earthquake and then 
abandoned. The isolated track in Alameda could then only be used for local service. It was 
electrified in 1911 and operated as part of the SP's East Bay Electric Lines until 1941.   
 
Ferry Service   
 
The first ferry terminal was built on Dumbarton Point in 1876. The Alameda terminal opened 
on 20 March 1878 for a shorter ferry ride to San Francisco. With two ferries, the company 
offered hourly trips between Alameda and San Francisco beginning in July 1878. These three 
side-wheel passenger ferries with vertical beam engines saw service on other routes under 
Southern Pacific ownership.

South Park & Leadville Shortline Railroad (Fairplay, CO ) 20 11,600 5.0% The London, South Park & Leadville Railroad was organized by the owners of the mines in 
London, CO, to connect the mines east of Mosquito Pass with Leadville. The London, South 
Park & Leadville Railroad connected at Alma Junction with the Alma branch of the Denver, 
South Park & Pacific. The Alma branch ran from Garos through the Middle Fork of the South 
Platte River through Fair Play to Alma. The branch was built in 1880, and opened in 1881.  
Alma Junction was 1 mile south of Alma, and north of Fairplay.  
 
The original plans called for building a roadbed over the 13,000 ft high Mosquito Pass, or to 
tunnel under it, on the way to Leadville. Eventually, it was decided to build the railroad in from 
Alma Junction (originally called London Junction) to the mines at London via Mosquito Gulch, 
where a 4,500 foot air tramway connected the mine, at 12,400 ft. elevation, to the railroad, at 
11,600 ft elevation. Two switchbacks were used on the line, and at points, the grade reached 
5%. The railroad almost immediately incurred financial problems, and was reorganized as the 
South Park & Leadville Railroad on April 10, 1885. The South Park & Leadville Railroad was 
abandoned in 1900.  

South Side Railroad Co of Long Island (Brooklyn, NY ) 65 The main line of the South Side Railroad is now the Montauk Branch of the LIRR from Long 
Island City to Jamaica, the Atlantic Branch from Jamaica to Valley Stream, and the Montauk 
Branch again from Valley Stream to Patchogue. The South Side Railroad of Long Island was 
chartered in 1860 and first opened in 1867 as a competitor to the Long Island Rail Road, it 
was reorganized in 1874 as the Southern Railroad of Long Island and leased in 1876 to the 
LIRR. After a reorganization as the Brooklyn and Montauk Railroad in 1879 (immediately after 
which it was again leased to the LIRR) it was merged in 1889.

South Western Railroad (Macon, GA ) 332 The South Western Railroad of Georgia, later became the Southwestern Railroad of Georgia. 
The line connected southwestern Georgia with Macon and was organized by the Central of 
Georgia Railroad. 
 
The South Western Railroad of Georgia was chartered December 15, 1845 and constructed a 
106 mile line from Macon to Albany, GA, with branches from Fort Valley to Butler, Smithville to 
Eufala, and Cuthbert to Fort Gaines. The South Western Railroad of Georgia was then 
succeeded by consolidation with the Muscogee Railroad into Southwestern Railroad of 
Georgia, on November 1, 1868. The main line was subsequently extended to run directly 
between Macon and Eufaula.  The Fort Valley branch was extended to Columbus, GA; the 
Smithville branch was extended to Albany, thus extending the mainline to Eufaula. New 
branches were built from Fort Valley to Perry, and from Albany to Blakeley, and Newton. 
 
  
1868-Macon to Albany, Georgia, 106.10 miles.  
Branches: Fort Valley to Butler, 22.00 miles. 
Smithville to Eufaula, 59.08 miles.  
Cuthbert to Fort Gaines, 21.89 miles.  
 
1877 Macon, Georgia to Eufaula, Alabama, 144.00 miles.  
Branches: Fort Valley to Columbus, 74.00 miles.  
Smithville to Albany, 23.50 miles.  
Cuthbert to Fort Gaines, 20.00 miles.  
Fort Valley to Perry, 13.50 miles.  
Albany to Arlington, 35.50 miles.    
 
1885-Macon to Columbus, Ga. 100 miles.  
Branches: Fort Valley to Perry, Ga. 15.00 miles.  
Smithville, Ga. To Eufaula, Al. 60.30 miles.  
Cuthbert to Fort Gaines. Ga. 17.70 miles.  
Albany to Columbus, Ga. 62.50 miles. Fort Valley to Albany, Ga. 77.50 miles.   
 
Also operates Vicksburg & Brunswick Railroad. 
 

South-West Branch Pacific Railroad (Pacific (nee Franklin), MO ) 71 The Pacific Railroad was the genesis of what became a transcontinental railroad connecting 
St. Louis with Southern California. The Pacific Railroad and its South-West Branch eventually 
became the Atlantic & Pacific Railroad, which gave rise to the mainlines (in part) to the St. 
Louis-San Francisco Railway and the Atchison, Topeka & Santa Fe. The South West Branch 
of the Pacific Railroad began 35 miles west of St. Louis branching southwesterly from the 
Missouri Pacific Railroad at Franklin, MO (now Pacific) and continuing to Rolla. The line was 
not opened until December of 1860, however.

Southeastern Pennsylvania Transportation Authority (Trenton, NJ ) 450 SEPTA is the 5th-largest U.S. rapid transit system by ridership, and the 5th largest overall 
transit system, It operates 290 stations, 450 miles of track, 2,295 revenue vehicles, 196 routes 
and carries 120,000 passengers/day. Its regional rail network is comprised of the former 
passenger routes served by the Pennsylvania Railroad and the Reading Railroad, which 
SEPTA assumed from Conrail, the previous operator, in 1963.

Southern California Fruit Exchange) The Southern California Fruit Exchange was organized in 1895 to market citrus fruits from 12 
exchanges in seven counties in Southern California. IN 1900, it represented about 1,700 
organ growers handling about 75% of Southern California production. The company was 
related to the Overland Fruit Despatch, which supplied the refrigerator cars for the Southern 
California Fruit Exchange. The Overland Fruit Despatch was also organized in 1895 and 
operated about 1,000 cars. It (Overland) ceased operation in 1897 when the Southern Pacific 
and Santa Fe Railroad refused to renew their contracts, claiming they had all the cars they 
needed.

Southern California Railway (Barstow, CA ) 478 The Southern California Railway was formed in 1889, as a consolidation of the California 
Central Railway, the California Southern Railroad, and the Redondo Beach Railroads. The 
San Bernardino & Eastern, and the Santa Fe & Santa Monica Railway were subsequently 
consolidated.  The Valley Railroad and the Southern California Railroads were consolidated 
under legislation passed by the State of California in April, 1899. Although the main line of the 
Southern California ran from Barstow to Los Angeles, branch lines ran from LA to National 
City (San Diego), with other lines serving San Bernardino-Orange and Highland, Temecula, 
Perris, Elsinore, Redondo, Fallbrook (CA), and Escondido.

Southern California Regional Rail Authority (Los Angeles, CA ) 534 Metrolink provides a network of commuter rail services between Los Angeles, Orange, 
Riverside, San Bernardino, San Diego, and Ventura Counties. During FY 2015-2016, 
Metrolink carried approximately 10.9 million passengers in FY 2015-2016. Metrolink operates 
total of 534 route-miles of track, making it one of the largest commuter railroads in the country. 
[4]

Southern Express Company (Augusta, GA ) 31,434 In 1910, Southern Express Company operated over 32,200 route miles, and generated $13.8 
million in revenes. Originally headquartered in Augusta, GA, it later moved its offices to 
Atlanta, and then Chattanooga.

Southern Iron & Equipment Company (Atlanta, GA ) The Southern Iron & Equipment Company, located in Atlanta, Georgia, was a major re-builder 
of locomotives in the period 1900-1960. The company purchased locomotives, refurbished 
them, and then resold them. In addition, the company supplied parts and subassembly "car 
building kits" to railroads and smaller car builders. The car building kits were designed to 
speed the construction of railroad cars: rather than building from the groundup the builider 
was able to quickly assemble the components supplied by Southern Iron into a finished car. It 
also did repair and reconditioning work on behalf of various railroads.

Southern Minnesota Railroad (La Crescent (Grand Crossing), MN ) 347 The Southern Minnesota Railroad was the successor to the Root River Railroad (also known 
as the Root River Valley and Southern Minnesota Railway). The charter was a broad charter, 
giving the railroad the rights to most of southern Minnesota, with a terminus in Hokah, MN. 
The line began at a point opposite La Crosse, WI , in Minnesota, and went west, following the 
Root River Valley.  
 
The opening of this railroad was an important event in the development of southern 
Minnesota- being the first railroad to be constructed west from the Mississippi River. The 
railroad established an important connection with the Minnesota Central at Ramsey, MN. The 
Minnesota Central operated a north-south line between Minneapolis (with connections to Lake 
Superior) and Austin, MN. The Minnesota Central became part of the Milwaukee road as well.  
 
For a brief period of time, the road provided the shortest route between La Crosse and St. 
Paul, despite the fact that it did not go directly between these points.  The railroad defaulted 
on its bond payments on April 1, 1860, and the line was sold at foreclosure to the state of 
Wisconsin, which had assisted in the financing the mortgage.  
 
The railroad was reorganized by Colornel Stoddard using the same name on March 4, 1864, 
and the eastern terminus was changed from Hokah to Grand Crossing. Construction began 
near La Crescent, MN, opposite La Crosse, WI, at a place named Grand Grossing.  Grand 
Crossing was a transfer point crossing the Mississippi River at La Crosse, prior to the building 
of the bridge connecting La Crosse with Minnesota. A terminal and transfer depot was 
constructed at Grand Crossing. The first 10 miles of track were constructed in 1865, and 
another 10 miles in 1866; Rushford was reached in 1867, and in 1868, the rails reached 
Lanesboro. Construction was halted for a period, and then resumed in 1869, reaching 
Ramsey, Wells, and then Winnebago City, in Fairibault County. The 167 mile line was officially 
opened on November 17, 1870.  Although the intial phase of construction had been 
completed, further westward construction needed to be accomplished. The route of the 
railroad ran through a sparsely settled area of southern Minnesota, making it almost 
impossible for the railroad to meet its mortgage payments. The road was placed in 
receivership on November 23, 1872. This was followed in 1873, with the disastrous failure of 
the Jay Cooke & Co. banking firm, followed by a four year period in which capital for 
expansion was virtually nonexistant.  The bond holders contacted William C. Van Horne (who 
later became the President of the Canadian Pacific) to become the General Manager of the 
Southern Minnesota, replacing its founder, Colonel Stoddard. Van Horne moved to La Crosse 
to take on the task in October 1, 1874. Van Horne set about rehabilitating the railroad by 
reducing expenses, and replacing his predecessor's staff with a staff personally selected by 
him. Revenues gradually began to increase, and with lower expenses, the company returned 
to profitability. He made sure that the dining facilities (then owned by entrepreneurs) used by 
his passenger trains along the line met his high standards of quality. He also came to realize 
that one of the keys to success lay with inducing more settlers to buy land alongside his 
railroad. The prices that had been set for land sales by the railroad's land department were 
too high to attract settlers, and so he reduced the prices, bringing a flood of new settlers, 
resulting in increased freight and passenger business in future years.  Despite the formidable 
obstacles, he had one major advantage: a railroad with an almost exclusive transportation 
franchise between La Crosse and points in southern and western Minnesota. This franchise, 
coupled with an improving economy, allowed the railroad to survive and eventually prosper.  
The railroad was succeeded in February 1877 by the Southern Minnesota Railway.   The line 
was later extended west from Winnebago City in Fairibault County,  through Fairmont and 
Jackson to a point on the western boundary of the state of Minnesota under the charter of the 
Southern Minnesota Railway Extension Co. Van Horne worked his charm on the politicos and 
financiers to secure the charter and financing for the extension. Work on the extension was 
begun on April 19, 1878, being completed to Jackson in July, 1878. 

Southern Pacific Railroad (San Francisco, CA ) 15,959 8,663 3.1% The Southern Pacific grew rapidly in scope, revenues and profitability. By 1877, the Southern 
Pacific controlled 85 percent of California’s railroad mileage. In  the mid 1930's, the Southern 
Pacific had become the largest corporation in California and the third largest industrial 
corporation in the U.S., trailing the Pennsylvania Railroad and the New York Central. In 1959, 
it moved more ton-miles of freight than any other US railroad. It was owner and operator of 
the largest fleet of ferries in the world, owning 43 ferry boats in the 1920's.

Southern Pacific Railroad of California (San Francisco, CA ) 2,670 The original Southern Pacific Railroad  (the Southern Pacific Railroad of California) was 
chartered in 1865 to build a line from San Francisco, California to the Colorado River, in 
Arizona Territory, where the road is to meet the Atlantic & Pacific Railroad (this part of the 
Atlantic & Pacific later became the Atchison, Topeka & Santa Fe).  The Southern Pacific then 
came under the control of Central Pacific and on October 12, 1870 the Central Pacific 
incorporated the second Southern Pacific as a consolidation of the SF&SJ, the first Southern 
Pacific Railroad and the California Southern Railroad.  On May 4, 1888, the following were 
consolidated into the Southern Pacific Railroad of California:   Long Beach Railroad.  Long 
Beach, Whittier & Los Angeles County Railroad.  Los Angeles & Independence Railroad.  Los 
Angeles & San Diego Railroad.  Monterey Extension Railroad.  Monterey Railroad.  Pajaro & 
Santa Cruz Railroad.  Ramon & San Bernardino Railroad. San Joaquin Valley & Yosemite 
Railroad.  San Jose & Almaden, Railroad.  San Pablo & Tulare Extension Railroad.  San 
Pablo & Tulare Railroad. San Ramon Valley Railroad.  Southern Pacific Branch Railway.  
Southern Pacific Railroad Extension.  Stockton & Copperopolis Railroad.  Stockton & Tulare 
Railroad.    On April 14, 1898, the following Companys were merged into the Southern Pacific 
Railroad of California:   California Pacific Railroad.  Northern Railway of California.  Northern 
California Railway  Mileage:  Alcalde to Mojave, 202.178 miles.  Aptos to Monte Vista, 7.083 
miles.  Avon to San Ramon, 20.269 miles.  Baden to South San Francisco, 1.513 miles.  
Bakersfield to Stevens, 15.116 miles.  Bassett to Covina, 9.557 miles.   Berenda to Raymond, 
21.000 miles.  Burbank to Chatsworth Park, 21.621 miles. Carnardero to Salinas City, San 
Miguel, 90.893. Castroville to Lake Majella, 19.554 miles.  Clement Junction to Santa Monica, 
15.515 miles.  Collis to Fresno, 15.154 miles.  Declez to Declezville, 2.552 miles.  Elmwood to 
Saugus, 91.500 miles.  Florence to Santa Ana, 27.820 miles.  Fresno to Famoso, 102.275 
miles.  Hillsdale to New Almaden, 7.71 miles.  horb to Monrovia, 10.750 miles.  Lokern to 
Asphalto, 10.268 miles.  Long Beach to Thenard, 4.023 miles.  Los Angeles to San Pedro, 
24.650.  Martinez to Armona, 193.226 miles.  Miraflores to Tustin, 11.703 miles.  Mojave to 
Yuma, 319.171 miles.  Oakdale to Merced, 40.332 miles.  Ontario to Chino, 5.780 miles.  
Pajaro to Santa Cruz, 21.200 miles.  Peters to Oakdale, 18.930 miles.  Redlands Junction to 
Crafton, 7.190 miles.  Rio Bravo to Lokern, 14.912 miles.  San Bruno to South San Francisco, 
2.159 miles.  San Francisco to Tres Pinos, 100.490 miles.  San Luis Obispo to Lake, 28.299 
miles.  San Miguel to Santa Margarita, 27.802 miles.  San Pedro to Point Fermin, 2.915 miles.  
Santa Margarita to San Luis Obispo, 16.90 miles.  Santa Monica to Port Los Angeles, 2.351 
miles.  Shorb to Pasadena, 4.834 miles. S Soldier's Home Branch, 2.971 miles.  Stevens to 
Rio Bravo, 7.761 miles.  Stockton to Milton, 25.820 miles.  Studebaker to Whittier, 5.914 
miles.    

Southern Pacific Railroad of Mexico (Nogales, MX Mexico) 1,355 The Southern Pacific Railroad of Mexico was incorporated on June 24, 1909 as the successor 
to the Cananea, Yaqui River and Pacific Railroad, as well as other concessions granted by the 
Mexican government to the Southern Pacific. It was originally to run from Empalme in the 
State of Sonora to Guadalajara. Over the years, the SP de Mex transported millions of 
passengers as well as millions of tons of freight both within Mexico and across its northern 
border.  
 
Work began on this line, but was interrupted by the Mexican Revolution of 1910-1920. In 1912 
the Sonora Railway was consolidated with the company to form a line which extended north to 
the United States / Mexico boundary at Nogales, Arizona. During the 1920s, work on the line 
south of Empalme progressed, and through trains between Nogales and Guadalajara began 
running in April 1927. In 1951 the Southern Pacific Railroad of Mexico was sold to the 
Mexican government and the name changed to the Ferrocarril del Pacifico. 
 
The Southern Pacific Railroad of Mexico (reporting mark SPM) was a railroad subsidiary of 
the Southern Pacific Company in Mexico, operating from Nogales, Sonora, to Mazatlán, 
Sinaloa. The Sonora Railway Company began construction in 1880 and opened a link to 
Nogales in 1882; it was a subsidiary of the American "Sante Fe" line and was subsidized by 
the Mexican government. The Southern Pacific bought the Sonora Railway Company in 1898 
and operated it as the "Southern Pacific of Mexico" until 1951. 
 
Became part of Southern Pacific Company 6/24/1909.   Merged into Southern Pacific Railroad 
3/10/1902. Operated as Part of Southern Pacific Company.   Nogales, Hermosillo, Guaymas, 
Corral, Navojoa, Culiacan, Tepic, Guadalajara  Nogolas to Guaymas, Sonora, 260.00 miles.  
Empalme to Orendain Junction, Jalisco, 819.00 miles.   BRANCH LINES:  Naco to Cananea, 
Sonora, 38.00 miles. Del Rio to Nogales, Sonora, 78.00 miles.  Corral to Tonichi, Sonora, 
96.00 miles.  Hermosillo to Union, 2.00 miles.  Quila to El Dorado, Sinaloa, 14.00 miles.   
Incorporated, June 24, 1909, as successor to the property of Cananea, Yaqui River & Pacific 
Railroad. The Southern Pacific Company operated the property Sonora Railway Ltd., under 
lease until June 30, 1912, when the property was sold to the Southern Pacific Railroad of 
Mexico.

Southern Pacific Transportation Co) 1,970 The Southern Pacific Transportation Company was organized as a holding company for the 
railroad assets, and is a wholly-owned subsidiary of Southern Pacific Rail Corporation, a Utah 
corporation ("SPRC").  On September  11, 1996, pursuant to the Amended and Restated 
Agreement and Plan of Merger     (the "Merger Agreement"), dated as of July 12, 1996, 
between Southern Pacific Rail Corporation ("Southern Pacific"),  the Union Pacific Corporation 
("UP"), tje Union Pacific Railroad Company, the UP Holding Company, Inc. ("Holding") and 
Union Pacific Merger Co. ("Mergerco"), Southern Pacific was merged with and into Holding 
(the "Merger") with Holding as the  surviving corporation.  Immediately following the Merger, 
the name of the surviving corporation was changed to "Southern Pacific Rail 
Corporation" ("SPRC").    SPRC, the successor to Southern Pacific, is a wholly-owned 
subsidiary of UP.    During the early 1980s rapid changes were occurring in the economy-
competiton from trucking firms increased and inflation caused labor costs to increase rapidly. 
It became increasingly evident that the Southern Pacific would have to merge with another 
railroad to survive. The Santa Fe railroad had come to the same conclusion at the same time. 
On December 23, 1983, the parent companies of the two railroads merged to form the Santa 
Fe Southern Pacific Corporation (now Santa Fe Pacific Corporation), and an application was 
filed with the Interstate Commerce Commission to merge the two railroads. The ICC refused 
to allow the merger in July 1966, and ordered the holding company to sell one of the carriers. 
This resulted in the sale of the Southern Pacific Transportation Company (SPTC) to Rio 
Grande Industries, parent company of the Denver and Rio Grande Western Railroad 
Company, on October 13, 1988. A new system consisting of the SPTC, Rio Grande, and 
Cotton Belt was thus formed. Initially each company continued to operate under its own name, 
but in 1992 operations of the Rio Grande and Cotton Belt were consolidated with those of the 
SPTC, and the system became known as the Southern Pacific Lines. On April 30, 1993, the 
name of Rio Grande Industries was changed to Southern Pacific Rail Corporation. 

Southern Peru Copper Company Railway (Toquepala, Peru) 150 Based on 2007 reserves data, Southern Copper is the world's largest publicly traded copper 
mining company and the world's seventh largest copper mining company based on 2007 
sales.

Southern Railway (Atlanta, GA ) 10,057 The Southern Railway along with the Louisville & Nashville were the largest railroads serving 
the south. The Southern Railway (reporting mark SOU) was a US class 1 railroad. It was the 
product of nearly 150 predecessor lines that were combined, reorganized and recombined 
beginning in the 1830s, formally becoming the Southern Railway in 1894. It was placed under 
control of the Norfolk Southern Corporation, along with the Norfolk and Western Railway 
(N&W), in 1982, and was renamed Norfolk Southern Railway in 1990. (The N&W continued to 
exist as a subsidiary until 1997.)

Southern Railway (London, England) 2,186 The Southern Railway pioneered electrification in the UK; its electrified suburban railway 
network was the largest in the world. It was  the first to run true international services, 
introducing the 'Night Ferry' through-trains from London to Paris using special ferries. [3]

Southern Railway in Mississippi (MS ) 236 The Southern Railway in Mississippi was organized to operate the former Georgia Pacific 
Railway west of Columbus. The railroad was organized as a requirement of Mississippi state 
law that required a railroad operating in Mississippi to be incorporated in Mississippi. The 
Georgia Pacific bought the 36" gauge railroad of the Greenville Columbus & Birmingham RR 
in October 1881 and converted it to standard gauge a few years later and completed the line 
between Columbus and Greenville on June 18, 1889, completing the railroad from Atlanta to 
Greenville. As the Richmond & Danville was being reorganized in 1894, they formed a new 
company called Southern Railway in Mississippi to take over the former Georgia Pacific 
trackage in Mississippi on August 30, 1894. [1]

Southern Railway Securities Company) 2,000 Southern Railway Securities was formed by the Pennsylvania RR to acquire control of 
important southern railroads, and to build connections from the north to Richmond and 
Atlanta. The company collapsed in the 1873 Financial Panic. (Ref 3)

Southwest Lumber Company (Alamogordo, NM ) 30 9,420 6.5% In July 1920, Southwest Lumber Company (SWLCo) bought out the interests of the 
Sacramento Mountain Lumber Company.  During 1921 SWLCo began a new railroad down 
Penasco Canyon from the end of track near Benson Ridge. The first two miles or so of this 
line were built over the deteriorating roadbed of the old Alamogordo Lumber Company (ALCo) 
line started in 1907 (Alamogordo News 1921d). To supplement the well worn Shays, a new 
Shay locomotive was purchased during 1921. October 1921 saw a production of one million 
board feet, with a ten percent increase predicted for November. This pace continued into 
1922, and was apparently based on the general recovery of the Arizona copper industry 
following the post-war depression. The railroad was using three Shay locomotives in the 
woods and was moving an average of 15 or 16 loads daily and an equal number of empties 
(Ibid. 1922a, 1922c).  During 1922 SWLCo built its new permanent camp at a place called 
Marcia (Spoerl 1981). This became the terminal point for logging railroad operations with the 
woods engines bringing in loaded cars from the outlying areas to be consolidated into longer 
trains to be taken up to Russia.  WLCo extended its new logging railroad following Penasco 
Canyon down from Russia. The line passed by the camp of the Penasco Lumber Company at 
Longwell (see the Cloudcroft Lumber and Land Company section), and for a time ended near 
the permanent camp being established at Marcia. Water was plentiful here, and the canyon 
was wide enough for the numerous camp buildings and dwellings needed to support the 
logging crews. A locomotive shop, called the "roundhouse", and a machine shop were built 
and equipped to perform the necessary maintenance on the locomotives and steam loaders 
used in the woods (Spoerl 1981).  During 1923 and 1924 SWLCo continued to expand. The 
railroad was pushed to the south and east of Marcia. The decision was made to climb up and 
over the intervening ridges rather than build twenty miles of track in the canyons to reach the 
timber in Wills and Hay Canyons (Figure 18). The new line climbed the south slope of 
Penasco Canyon and curved around the point into Willie White Canyon. Toward the head of 
this canyon, the track switched back and climbed to the ridge overlooking Wills Canyon. From 
this point the track followed the contours of the land and followed the slope southward for 
several miles. Logging in these distant canyons proceeded through the 1920s (Albuquerque 
Morning Journal 1923a; The Timberman 1924a). 

Southwestern Railroad (Clovis, NM ) 234 The Southwestern Railroad (reporting mark SW) is a Class III railroad operating since 1990, 
and until 2017 consisted of two unconnected railroad sections in New Mexico, with no shared 
functions. These and a third section in the Texas panhandle and Oklahoma, now closed, all 
operated separately. Since January 2017, only the Whitewater Division is operated by 
Southwestern. Southwestern is one of several short-line railroads which were operated by 
The Western Group of Ogden, Utah. On November 1, 2020, Southwestern was sold by 
Western to Jaguar Transport Holdings of Joplin, Missouri.

Southwestern Railways of Russia (Kiev, Ukraine) 2,901 Southwestern Railways headquartered in Kiev, the capital of Ukraine, is a component part of 
the Ukrzaliznytsia company. SWR's route map includes all the railroads in the Kiev, Zhytomyr, 
Chernihiv, Vinnytsia, Khmelnytskyi and Sumy oblasts (provinces of Ukraine). 
 
As of 2008, SWR's rail system included 4,668 km (2,901 mi) of track, of which 93,3% were 
electrified. The SWR consists of five sections (directions), the Kyivska, Kozyatynska, 
Zhmerynska, Korostenska and Konotopska directions. There are 315 railway stations in the 
SWR system. 
 
History 
 
The first railway to be built in the Ukrainian part of the Russian Empire was a track from 
Odessa to Balta. It was 213 km (132 mi) in length, and was built in 1865. This railroad 
connected the agricultural regions of the northern part of today's Odessa Oblast with Odessa, 
a seaport on the Black Sea coast. In 1870 Kiev was linked with this railroad system by a line 
from Balta to Kiev. In that year Kiev was also connected to the Russian Empire's railroad 
system by a track from Kiev to Kursk. The history of the SWR began on 7 June 1870, when 
the construction of these railroads was launched. The Kiev Passenger Railway Station, the 
main railway station of the SWR and the Ukrzaliznytsia was also built in that year. 
 
Between 1871 and 1876 lines from Zhmerynka to Volochysk and from Berdychiv to 
Shepetivka were added, and between 1890 and 1897, the lines from Zhmerynka to Mohyliv-
Podilskyi, Kozyatyn to Uman, Khrystynivka to Shpola and Berdychiv to Zhytomyr; 1897 was 
also the year when the Fastiv Railways were added to the SWR. Volyn Railways were brought 
into the SWR in 1902, the same year that the line from Kiev to Korosten was built. By the 
beginning of World War I the total length of the SWR system was 3,096 km (1,924 mi).

Soviet Railways (Russia) 91,600   The Soviet Railways were the largest unified railway in the world and the backbone of the 
Soviet Union's economy. Soviet Railways greatly upgraded and expanded the Russian 
Imperial Railways to meet the demands of the Soviet Union. The railway was directly under 
the control of the Ministry of Railways in the Soviet Union.

Spartanburg & Asheville Railroad (Spartanburg, SC ) 68 5.1% The first railroad to reach Hendersonville was the Spartanburg & Asheville Railroad (acquired 
by the Southern Ry in 1902) in 1879.  The railroad was completed between Hendersonville 
and Asheville in 1886. The railroad connected with the Western North Carolina Railroad in 
Asheville, linking Hendersonville with the Atlantic coast. [3] This line included the famous 
"Saluda Grade", 11 miles south of Hendersonville, NC. Saluda Grade, is the steepest current 
grade on a mainline U.S. railroad, except for the hill at Madison, IN.

SPCSL Corporation (Chicago, IL ) 292 The SPCSL Corporation was a critical holding for the Southern Pacific, by giving the SP direct 
access into Chicago via Kansas City and St. Louis. The Chicago-St. Louis line was purchased 
by Rio Grande Industries, the parent of the Southern Pacific.

Spokane, Portland & Seattle Railroad (Portland, OR ) 962 2.6% The Spokane Portland & Seattle Railway line ran from Portland, Oregon, to Pasco, 
Washington, via the northern bank of the Columbia River, and then along the edge of the 
Coulees and the Palouse rivers to Spokane, Washington. The line was completed in 1908. 
The Spokane Portland & Seattle Railway operated primarily with second hand equipment 
handed down from the parent roads, even though the parent companies were not always on 
good terms with each other.  In 1901, the NP and GN had purchased 98%of the stock in the 
CB&Q and became joint owners of the CB&Q. In the same year, the Northern Pacific 
Securities Company was formed by James J. Hill and J.P. Morgan as a holding company for 
the NP and GN. The US Supreme Court dissolved Northern Securities in 1904.    
 
In 1905, the GN and NP organized the SP&S, which was completed in 1908.  The Corporation 
was dissolved, following the completion of its merger with the Burlington Northern on 
November 1, 1979. 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
 
The Spokane, Portland & Seattle Railway (SP&S) (reporting mark SPS) was a United States-
based railroad incorporated in 1905. It was a joint venture by the Great Northern Railway and 
the Northern Pacific Railway to build a railroad along the north bank of the Columbia River. 
Remnants of the line are currently operated by BNSF Railway and the Portland and Western 
Railroad. 
 
The railroad was chartered in 1905 by James J. Hill to connect the two transcontinental 
railroads owned by him, the Northern Pacific (NP) and Great Northern (GN), to Portland, 
Oregon from Spokane, Washington,[1] to gain a portion of the lumber trade in Oregon, a 
business then dominated by E.H. Harriman's Union Pacific and Southern Pacific railroads. 
Construction began in 1906 under the name Portland & Seattle Railway,   proceeding 
eastward from Vancouver, Washington. 1906 also saw the start of construction of the line 
between Vancouver and Portland, including work on three major new bridges, crossing the 
Columbia River, the Oregon Slough and the Willamette River. The northernmost of these was 
the first bridge of any kind to be built across the lower Columbia River. 
 
Despite legal challenges from Harriman, within a year the line had been built as far as Pasco, 
Washington along the Columbia River, where it connected with NP. The first section to open 
was from Pasco west to Cliffs (near Maryhill), a length of 112 miles (180 km), on December 
15, 1907. Operation was extended west to Lyle, 33 miles (53 km) further west, on January 15, 
1908, as construction continued on the 221-mile (356 km) section from Pasco to Vancouver. 
 
In January 1908 "Spokane" was added to the railroad's name, making it the Spokane, 
Portland & Seattle Railway.  SP&S freight and passenger service (from Pasco) to Portland 
was inaugurated in November 1908.[8] By 1909 the railroad had completed construction of its 
line up to Spokane along the Snake River. In 1910 SP&S gained control of the Oregon 
Electric interurban railway, which the Great Northern had acquired two years before. Under 
the control of the SP&S the railroad was extended southward to Eugene, Oregon by 1912. 
SP&S also operated a second subsidiary railroad in western Oregon, the Oregon Traction 
Company, which owned a route to Seaside, Oregon. 
 
A third route on which the SP&S operated extended southward from Wishram, Washington to 
Bend, Oregon was the Oregon Trunk Railroad. Edward Harriman's Oregon & Washington 
Railway & Navigation Company also was building a railroad south from the Columbia River to 
Bend resulting in a railroad war in which each railroad attempted to sabotage the other. In the 
end, the railroad opened using mostly the track of the Oregon Trunk, with a short portion of 
the Oregon & Washington Railway & Navigation Company track, and both railroads used the 
route (an arrangement that still exists with BNSF owning the majority of the line and UP 
having trackage rights). 
 
During World War II the SP&S carried war materials to the Pacific Theatre; new industries 
located along the Columbia River, taking advantage of cheap electricity from hydroelectric 
dams on the river. New industries served by the SP&S included aluminum plants, sawmills, 
chemical factories and grain elevators. 
 
Passenger trains 
 
The SP&S's passenger operations mostly involved hosting connections with parents' trains, 
such as the Empire Builder and North Coast Limited, which were combined to form the 
Streamliner (#1/#2). Oriental Limited, Mainstreeter, and Western Star connected with (#3/#4).
[citation needed] However, some of these SP&S trains were named. The Inland Empire 
Express (daytime) and North Bank Limited (overnight) provided daily, through service 
between Portland (Union Station) and Spokane.[11] The Columbia River Express (#5/#6) 
operated between Portland and Pasco, connecting at Pasco with Northern Pacific #5/#6 for 
service to/from Spokane. 
 
-----------------------------------------------------------------------------------------------------------------------------
-------------------------------------------------- 
Around 1987, the line from Spokane to Pasco was abandoned by the railroad. [4]

Sprague Electric Railway & Motor Company (New York, NY ) The Sprague Electric Railway & Motor Company was organized by Frank J. Sprague to 
manufacture electrically powered streetcars. Sprague had worked for Thomas Edison, and his 
work contributed to the development of the electric motor, electric railways, and electric 
elevators. His motor was the first to maintain constant speed under varying load. It was 
immediately popular, and was endorsed by Edison as the only practical electric motor 
available. He is generally recognized as the "Father of Electric Traction" because of his work. 

Spreckels Sugar Company (Spreckels, CA ) When it was completed in 1899, Spreckels' "Factory 1" was the largest sugar refinery in the 
United States and the third-largest in the world.Springfield, Jackson & Pomeroy Rairoad Co (Springfield, OH ) 109 The Springfield, Jackson and Pomeroy R.R. Co. incorporated in Ohio December 17, 1874, 
built a 109 mile long narrow gauge line from Springfield, Ohio to Jackson. This line became 
the longest division of the Detroit, Toledo & Ironton, built by one corporation.

Spruce Railroad #2 
 (Pysht (near Port Angeles), WA )

5 3.2% The Spruce Production Division was a unit of the United States Army, established in 1917 to 
supply the army with high-quality Sitka spruce and other wood products needed for the 
production of aircraft and boats for the United States war effort in World War I. As originally 
conceived, the railroad construction program called for the completion of thirteen railroads in 
Washington and Oregon, totaling 173 miles of main line and 181 miles of tributary lines or 
spurs. Seven of these railroads were planned for Western Washington and six for coastal 
Oregon. The U.S. Army intended most of these railroads to be temporary. In some instances, 
to minimize cost and construction time, sections of railroad were built entirely on logs, piles, or 
stringers supported by log cribbing. 
 
The following is taken from from pp 39-41 of Ref 1. See also Maps following pp 171 in this 
document. 
 
Spruce Railroad #2 
 
The first railroad was constructed at Pysht in the remote timber districts of Clallam County, 
WA. Pysht is located on the Strait of San Juan de Fuca (near Port Angeles) and runs west 
from Pyst about parallel with the coast for five miles. The government contracted with the 
Merrill and Ring Logging Company, to which the property would revert at the end of the war. 5 
miles. 
 
The Spruce Railroad #2 was a small part of the Merrill & Ring Lumber Company operations. 

SPSF Corporation (San Francisco, CA ) 25,000 The proposed merger of the Southern Pacific and the Santa Fe Railroads would have resulted 
in the largest railroad in the U.S. by revenue and second largest in track mileage. [3] Bpth 
CEO's believed the Interstate Commerce Commission would approve the merger, as it had 
already approved several previous similar transactions. Announced on May 15, 1980, the 
merger plan was dropped four months later because of differences between the two CEO's. In 
the meantime the ICC approved the merger of the Missouri Pacific into the Union Pacific. 
John Reed then retired, and was replaced by John Schmidt, who had been a strong 
proponent of the 1980 merger. The second attempt at merging was announced in September 
of 1983, with Schmidt becoming CEO and Southern Pacific's Robert Krebs as President. On 
July 24, 1986 the ICC rejected the merger as anticompetitive. Schmidt retired 10 months later, 
and Robert Krebs became CEO. 

St. Andrews & Quebec Railway (St. Andrews, NB Canada) 25 The St. Andrews & Quebec was the first railroad chartered in Canada. The railroad's first 
locomotive, the Pioneer, was delivered in 1850, and ran between St. Andrews and Dumbarton 
for many years. Although being chartered in 1836, the railroad was not completed until 1850. 
[2]

St. Anthony Railroad (Idaho Falls, ID ) 108 The little known St. Anthony Railroad became famous as the Union Pacific's branch to 
Yellowstone Park. The line was intially conceived as merely an extension of the existing 
Oregon Short Line branch from Idaho Falls to St. Anthony. The first time that E.H. Harriman, 
who was then then President of the Union Pacific, visited Yellowstone in 1905, he immediately 
realized the tourist potential, and ordered that the St. Anthony line be extended to West 
Yellowstone. Construction on the extension was completed in 1907, and the first passenger 
train arrived at West Yellowstone on June 11, 1907.

St. Augustine & North Beach Railway (St. Augustine, FL ) The St. Augustine & North Beach Railway boasted that is was "the first urban railway in 
Florida." (Ref 1)St. Charles Air Line Railroad (Chicago, IL ) 11 The St. Charles Air Line was an important line that originally connected the mainlines of the 
Galena & Chicago Union Railway, the Chicago, Burlington & Quincy & Michigan Central with 
the Illinois Central’s Central Station, located at the edge of Lake Michigan. 

St. Charles Car Company (St. Charles, MO ) Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with an annual 
capacity of 5,000 freight cars, 150 passenger cars, and 250 street cars.St. Clair Incline Plane Railway (Pittsburgh, PA ) 13.0% The St.. Clair Incline was built in 1886 and operated by St. Clair Incline Plane Company, and 
was also known as the South Twenty-second Street Incline. It was a double track incline in 
Pittsburgh, from Josephine St. to Salisbury St. The lower station was near Bane School, at the 
intersection of S. 22nd Street and Josephine. The upper station was at Fort Laughlin in 
Arlington Heights (Pittsburgh), now the site of Arlington Playground on Salisbury Street. The 
incline was 2,000 ft (610 m) long, with a vertical rise of 250 ft (76 m). It closed in 1935. It was 
designed by the engineer, John N. McRoberts. As it carried both freight and passengers over 
steep tracks laid on the ground, it could be considered to be a cable railway. 
 

St. Germain Railway (Paris, France) 15 3.0% The railroad, as initially constructed, ended at  Le Pecq, as the locomotives were unable to 
climb the slope to St Germain. Le Pecq became known as St. Germain Station. The station 
was called St Germain but passengers had to finish their journey across the Seine and up the 
hill on foot or in a carriage.  
 
In 1847 the last section was built from a point in Vesinet (then still a forest) going up over the 
Seine and through a tunnel to St Germain. With a steady grade of three per cent it was 
operated on the atmospheric system, which means the train was attached to piston in a tube 
between the rails and pulled up by reduced air pressure in front of the piston. It was the 
second in the world (of four) to be run operated this way, and the last to be converted to 
locomotives (1860) because of the steep grade. The masonry viaduct near the Seine and the 
tunnel date from the 1847 construction. The terminal building was at the same location as the 
modern RER A station. The story is at https://journals.openedition.org/insitu/4192 (in French).

St. Johns & Halifax Railroad (Palatka, FL ) 52 The St. Johns & Halifax Railroad was an important early railroad, connecting Palatka and 
Daytona Beach. The railroad originally ran from Rolleston on the St Johns River, to Hastings, 
to Dinner Island, to Duke, to Raulerson (Espanola), to Bunnell Stop to Favoretta, and on to 
the Tomoka River just north of Ormond. [3]

St. Joseph & Iola Railroad (Port St. Joe (St. Joseph), FL ) 30 The St. Joseph & Iola Railroad was one of the first railroads built in the United States. (Ref 1)
St. Lawrence & Hudson Railroad (Canada) 4,000 The Canadian Pacific announced on November 21, 1995 that it was forming a new railroad to 

operate its eastern lines. The St. Lawrence & Hudson Railroad was organized to operate the 
Canadian Pacific's Delaware & Hudson Railway, and its Quebec to Chicago corridor,  in an 
effort to reduce the continuing losses that the CP had been experiencing on these lines.  
Following the commencement of operations, the St. Lawrence & Hudson sold 245 miles of 
track running from Farnham and Lennoxville, Quebec into Vermont to Iron Road Railways.  
The St. Lawrence & Hudson was successful in turning revitalizing the property, and on 
January 1, 2001, the Delaware & Hudson was transferred back to the Canadian Pacific, and 
the St. Lawrence & Hudson was dissovled.

St. Louis & Cairo Railroad (East St. Louis, IL ) 151 The St. Louis & Cairo Railroad (and its predecessor, the Cairo & St. Louis), was organized to 
extend the Mobile & Ohio Railroad line into the St. Louis area.  Also known as the East St. 
Louis & Cairo Short Line was organized to break the monopoly of the Illinois Central line to 
Cairo, and to aid in easing freight congestion in East St. Louis when the river is frozen or 
when it gets low.   The St. Louis & Cairo Railroad was organized on June 14, 1881, and on 
February 1, 1882, succeeded to the property of the Cairo & St. Louis Railroad, which was sold 
under foreclosure, July 14, 1881; the line was leased to and operated by the Mobile & Ohio 
Railroad for 45 years from February 1, 1886. 
------------------------------------ 
South of the St. Louis, Alton, and Terre Haute Railroad was the Illinoistown and Belleville 
Railroad, also known as the Cairo Shortline. The Cairo Shortline, constructed as a narrow 
gauge (three foot-wide tracks, as opposed to the standard 4 foot 8 1/2 inch gauge), had its 
railyards north of Pratt Street, a small roundhouse at the corner of Church and Fourth Streets, 
and direct connections with the East St. Louis grain elevator, as well as access tracks to the 
Wiggin's Ferry landing. (http://www.eslarp.uiuc.edu/ibex/archive/IDOT/idot18.htm) 
 
East St. Louis and Cairo Short Line becomes the 11th railroad in the city. It is a narrow-gauge 
line, three feet from rail to rail. The purpose of this line is to break the monopoly of the Illinois 
Central line to Cairo, and to aid in easing freight congestion in East St. Louis when the river is 
frozen or when it gets low. Its depot and roundhouse is on southern part of the Island. This 
railroad will be taken .over by the G M & 0 in the 1940s. (http://www.eslarp.uiuc.edu/ibex/
archive/nunes/timeline/separate%20identiy/1874.htm) 
 
ST. LOUIS & CAIRO RAILROAD, extends from East St. Louis to Cairo, Ill., 151.6 miles, with a 
branch from Millstadt Junction to High Prairie, 9 miles. The track is of standard gauge and laid 
mainly with steel rails.  
 
HISTORY. The original charter was granted to the Cairo & St. Louis Railroad Company, Feb. 
16, 1865, and the road opened, March 1, 1875. Subsequently it passed into the hands of a 
receiver, was sold under fore closure, July 14, 1881, and was taken charge of by a new 
company under its present name, Feb. 1, 1882. On Feb. 1, 1886, it was leased to the Mobile 
& Ohio Railroad Company for forty-five years, and now constitutes the Illinois Division of that 
line, giving it a connection with St. Louis. (http://www.trainorders.com/discussion/read.php?
1,709312) (1901 Edition of the Historical Encyclopedia of Illinois)

St. Louis & East St. Louis Electric Railway (St. Louis, MO ) 3 The St. Louis & East St. Louis Electric Railway was the first electric railway to operate across 
the Eads Bridge, crossing the Mississippi River at St. Louis. The railway was an important 
factor linking the cities around East St. Louis, IL with St. Louis. [1]

St. Louis & Iron Mountain Railroad (St. Louis, MO ) 218 The St. Louis & Iron Mountain was organized to connect St. Louis with the iron interests of 
Iron Mountain, Pilot Knob, and the mineral region of the southeast portion of the state. [6]St. Louis & North Arkansas (Joplin, MO ) 335 The corporate history of the Missouri & North Arkansas (St. Louis & North Arkansas) began 
with the incorporation of the Eureka Springs Railway Company in 1882.  This property was 
originally projected for the development of Eureka Springs as a health resort, and was 
patronized to a large extent by St. Louis citizens, who traveled on the St. Louis San Francisco 
Railroad from St. Louis to Seligman, MO, and then on the Eureka Springs Railway which 
connected Seligman with the resort of Eureka Springs, AR.    
 
Although the Eureka Springs Railway appears to have completed construction of its line 
between Seligman, MO, and Eureka Springs, it was not until the company was succeeded by 
the St. Louis and North Arkansas Railway, that operations were commenced between 
Seligman, and Eureka Springs in August 1906. Shortly afterwards, the company was placed in 
receivership, and was succeeded by the Missouri & North Arkansas.    
 
The Missouri & North Arkansas was built largely for the purpose of developing timber and 
mineral resources (a zinc mine was being developed at Harrison, AR at the time) between its 
terminal points. It began a major construction project, building a 335 mile line from Joplin, MO 
to Helena, AR, and integrating the former St. Louis & North Arkansas line. This line was 
completed in 1909.   

St. Louis & San Francisco Railroad (St. Louis, MO ) 5,257 St. Louis & San Francisco Railroad traces its history back to the Pacific Railroad, incorporated 
in 1849. The latter was organized to construct a transcontinental railroad linking St. Louis and 
Southern California. During the intervening years, several smaller railroads related to the 
Pacific Railroad began construction and bankrupted, eventually being purchased at a 
bankruptcy auction in 1876 to form the St. Louis & San Francisco Railroad.

St. Louis & Southeastern Railway  (East St. Louis, IL ) 278 The L&N had converted its southern lines to standard gauge by 1886 to coincide with the 
opening of the Henderson Bridge. This would be the first time that passengers and freight 
could travel uninterrupted from the north (Chicago) and the west (East St. Louis) to the south 
without changing trains or cars.

St. Louis & Suburban Railway (St. Louis, MO ) 28 When he St. Louis & Suburban Railway was built, it was the longest street railway in St. Louis. 
In 1892, it was the only electric line that extended from downtown into St. Louis county. It was 
also the first street railway in the U.S. to run a mail train. It operated both electric streetcars 
and cable railways. [2]

St. Louis Car Company (St. Louis, MO ) The St. Louis Car Company became the biggest streetcar builder in the world, building more 
than 75% of all PCC cars built in the U.S. [5]St. Louis Refrigerator Car Co (St. Louis, MO ) The Anheuser-Busch company organized the The St. Louis Refrigerator Car Company 
(SLRX) s a private refrigerator car line in 1878 to facilitate the distribution of its products in the 
U.S. SLRX built its own cars and operated them. Its car fleet was more than 5,000 cars in 
1920, and then declined rapidly afterwards.

St. Louis Transit Company (St. Louis, MO ) 419 Up to 1899, there were ten independent operation street railways in St. Louis. In that year, the 
ten companies were consolidated into two: the St. Louis Transit Company, and the St. Louis & 
Suburban Railway.  A city ordinance on March 20, 1899, authorized the company to acquire, 
lease and operate for 40 years any of the lines which may be acquired by the United Railways 
Company of St. Louis. 

St. Louis Waterworks Railway (St. Louis, MO ) 13 When the St. Louis Water Division built a new water purification plant in 1894 on the 
Mississippi River at Chain of Rocks (just south of the present-day Interstate 270 bridge), it 
also built a railroad line along the river to carry materials and workers northward from the city. 
At first the Water Division contracted with the Chicago Burlington & Quincy Railroad to run 
steam-powered trains over the line, then in 1902 it electrified the line and began to operate it 
directly. In addition to carrying Water Works employees, the line carried nearby residents to a 
connection with a city streetcar line, and city residents to a popular park at the Water Works. 
The Water Works streetcars were discontinued in 1935-36 in favor of buses, but the line and 
cars were not dismantled. Service was restored in 1944, for Water Works employees only, 
because of wartime gasoline and tire shortages, and finally ended for good in 1955. The 
Museum of Transportation received three of the remaining cars, and eventually restored #10 
to full operating condition. It began operation in summer 2002.

St. Louis-San Francisco Railroad (Kansas City, MO ) 4,749 The St. Louis-San Francisco Railroad (or Frisco) was an important link in the nation's railroad 
network. It's mainline connected St. Louis and Texas via Springfield, MO, and Oklahoma. 
Another mainline connected Kansas City with Birmingham, AL and Pensacola, FL via 
Springfield, MO and Memphis, TN. Ft. Leonard Wood, MO is just off the Frisco mainline and 
during World War II. and “between Springfield and St. Louis (the Frisco) was the busiest 
single line railroad in the country." [5]

St. Louis-Southwestern Railway (St. Louis, MO ) 2,375 The St. Louis-Southwestern Railway is commonly known as the "Cotton Belt", partly because 
the railroad's route took it through the heart of the Cotton Belt, and partly because one of its 
major investors, James W. Paramore, owned the St. Louis Cotton Compress Company and 
was looking for a faster and more efficient way to ship cotton. The railroad began as the Tyler 
Tap Railroad, a 3 foot narrow gauge line in Texas.

St. Louis, Alton & Chicago Railroad (Alton, IL ) 269 The Chicago & Alton Railroad was formed to acquiring the Chicago & Mississippi Railroad 
(which had subsequently been reorganized as the St. Louis, Alton & Chicago). The St. Louis, 
Alton & Chicago had begun construction in 1858, completing a line from Chicago to Joliet, 
while the Chicago & Mississippi held the charter to build from Joliet to Alton.    
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St. Louis, Alton & Terre Haute Railroad (East St. Louis, IL ) 252 An act passed by the Legislature of Illinois to incorporate the Terre-Haute and Alton railroad 
company went into effect January 26th, 1851. The line had originally been built as part of the 
Atlantic & Mississippi Railroad, and then became the Terre Haute & Alton. An extension from 
Alton to St. Louis was  subsequently built, and the road was then for several years known as 
the Terre Haute, Alton & St. Louis R.R.    
 
The Terre Haute, Alton & St. Louis Railroad was chartered January 28, 1851, to build a line 
from Terre Haute, IN to East St. Louis. Construction of the line was completed in 1856, and it 
was then reorganized as the St. Louis, Alton & Terre Haute Railroad on February 18, 1861.  
 
It was then leased to Indianapolis & St. Louis Railway for 99 Years from June 1, 1867. The 
railroad was absorbed by the Cleveland, Cincinnati, Chicago & St. Louis Railway in 1890.  In 
April 1896, the Illinois Central leased the St. Louis, Alton & Terre Haute Railroad for 99 years 
from October 1895, and the Belleville & Southern Illinois Railroad, carrying leases of six small 
roads.    
 
St. Louis Alton & Terre Haute Railroad route structure in 1900-  East St. Louis to Eldorado 
121 .00  Belleville to East Carondelet 17.30 Pinckneyville to Brooklyn 98.43  Harrison to 
Murphysboro 2.31  Belleville to East St. Louis 14.40  

St. Louis, Arkansas & Texas Railway (New Madrid, MO ) 1,206 The St. Louis, Arkansas & Texas Railway was one of the longest narrow gauge railroads in 
the United States, other than the Denver & Rio Grande Railway. St. Louis, Brownsville & Mexico Railway (Brownsville, TX ) 548 The St. Louis, Brownsville & Mexico was organized by B. F. Yoakum and his associates to 
build a railroad from Sinton, Texas, located just north of Corpus Christi, to the Mexican border 
at Brownsville, TX. The incorporators planned to make the railroad the final link in a railroad 
system known variously as the Yoakum System, and the Gulf Coast Lines, extending from 
Chicago, St. Louis, Memphis, Baton Rouge, and Houston to Brownsville. Yoakum also 
envisioned linking the network with Tampico and Mexico City.

St. Louis, Iron Mountain & Southern Railway (St. Louis, MO ) 3,130 The Iron Mountain Railroad was highly profitable, largely resulting from transporting iron ore 
from Ironton, MO, a geologic formation located 1 mile southeast of Pilot Knob, MO, and 85 
highway miles north of Poplar Bluff, MO and the same distance southwest of St. Louis. For 
three quarters of a century the Iron Mountain railroad has been one of the chief arteries of 
commerce in the middle west. 

St. Louis, Kansas City & Colorado Railroad (St. Louis (Forest Park, 
North line of), MO )

299 The St. Louis, Kansas City & Colorado Railroad was organized to reach the coal fields in 
Morgan County, MO. The corporation was named "St. Louis, Kansas City & Colorado Railroad 
Co." on the original charter, but the charter was later amended on Aug 26, 1888 to be "The St. 
Louis, Kansas City & Colorado Railroad Co."   
 
The railroad was built along much of a surveyed line of a proposed but never built connection 
for the Santa Fe called the Saint Louis, Ft. Scott & Santa Fe Air Line. [5] 
 
The original charter provided for constructing a line from Forest Park (St. Louis) to Union, MO, 
and then westward via Sedalia and Ft. Scott, with a branch running to Kansas City. Trackage 
rights over the Wabash Railway were used to reach the St. Louis Union Depot. The line 
reached Union, but no further.    
 
Following its acquisition by the Rock Island Railroad in May 1901, the Rock Island extended 
the line from Bland to Strasburg, MO, using the Kansas City Rock Island Railway from 
Strasburg to Kansas City.This railroad eventually became the St. Louis-Kansas City line of 
Rock Island Railroad.    
 
1891-North Line Forest Park, St. Louis, to Union, Missouri. 55.00 miles. Dripping Springs 
Branch: Bonner to Dripping Springs, Missouri. 1.70 miles. Trackage: Wabash Railway, Union 
Depot, St. Louis, Missouri to North Line Forest Park, St. Louis, Missouri.   1900-Forsythe 
Junction, St. Louis to Union, Missouri, 55.24 miles. Bonner to Dripping Spring, Misouri, 1.70 
miles. Trackage: Wabash Railway. Union Station, St. Louis to North Line Forest Park, St. 
Louis, 4.48 miles.   Chartered December 20, 1884, as St. Louis, Kansas City & Colorado 
Railroad. Charter amended, August 26, 1888, changing name to The St. Louis, Kansas City & 
Colorado Railroad. Sold to D.R. Francis and others, February 14, 1899, and then coming 
under the control of the Rock Island in 1901.   History-  The original road was built as the St. 
Louis County Railroad, a narrow gauge, about 3 miles long from Union Avenue in the western 
part of St. Louis. The road was then changed to standard gauge and extended to Creve 
Coeur Lake, 21 miles west of St. Louis. The Santa Fe bought the line when it reached Creve 
Coeur Lake, and changed the name to St. Louis, Kansas City & Colorado Railroad Company. 
The line was then extended to Union, Missouri.  After the road was extended to Union, it was 
turned over to the Frisco to operate. The Frisco continued to operate the road until the St. 
Louis, Kansas City and Colorado and the Santa Fe went into the hands of receivers. The 
receivers sold the line to D. R. Francis and others, December 14, 1899. 

St. Louis, Keokuk & Northwestern Railway (Burlington, IA ) 226 This railroad was promoted by various interests in Hannibal, MO in 1855 as a way to connect 
St. Louis and Keokuk, IA. The planned right of way would run along the west shore of the 
Mississippi River. Despite the interest, there was no ready railroad bridge connection across 
the Mississippi River that would be available to the promoters at that time. Completion of a 
bridge would mean a dramatic increase in rail traffic between Chicago, Iowa and Missouri.   
Eventually, a series of small independently owned railroads were built over the planned route 
were built following the completion of construction of a railroad bridge across the Mississippi 
in 1872. The roads were eventually merged as the St. Louis, Keokuk & Northwestern.  The St. 
Louis, Keokuk & Northwestern was the result of the consolidations and reorganizations of 
eleven railroads - the Canton & Bloomfield, the Alexandria, Canton, Lagrange & West Quincy, 
the Mississippi & Missouri Air Line, the Mississippi Valley, the Clarksville & Western, the 
Mississippi Valley & Western, the St. Louis, Keokuk & Northwestern, the Keokuk, Iowa City & 
Minnesota, the Keokuk, Mt. Pleasant & Northern, and the Mt. Pleasant & Keokuk.    

St. Louis, Memphis & Southeastern Railroad (St. Louis, MO ) 424 Construction of the St. Louis, Memphis & Southeastern provided an important link connecting 
the lines of the St. Louis & San Francisco Railroad. The main line ran between St. Louis and 
Luxora, AR. At Luxora, the line connected with a branch line of the Kansas City, Ft. Scott & 
Memphis. A branch ran from Cape Girardeau, MO to Hoxie, AR (129 miles; northwest of 
Memphis and Jonesboro, AR), provides a link with the Frisco line between St. Louis, Memphis 
and Birmingham.  Acquired Chester, Perryville & St. Genevieve Railroad 4/15/1902.

St. Paul & Des Moines Railroad (Mason City, IA ) 122 Purchased Des Moines, Iowa Falls & Northern Railway Aug 1, 1908. Purchased by the St. 
Paul & Kansas City Short Line Railroad, August, 1911.St. Paul & Pacific Railroad (St. Paul, MN ) 283 The Great Northern began as Minnesota & Pacific RR Company in 1857, which graded a line 
between St. Paul and St. Anthony, but did not complete construction. The line was then 
reorganized in March of 1862, and the St. Paul & Pacific then completed construction and 
began service on a 10 mile stretch of track between St. Paul and St. Anthony (in Minneapolis) 
on July 2, 1862. The St. Paul & Pacific was the first railroad to open in Minnesota.  
Reorganized as St. Paul, Minneapolis, & Manitoba Ry in 1879 by James J. Hill, a St. Paul 
businessman. Name changed to Great Northern Railway in 1889.

St. Regis Pulp & Paper Company (Mineral, WA ) 6.0% Predecessors:  West Fork Logging Co, Mineral, WA 1908-1955, 25 miles of track St. Paul & 
Tacoma Lumber Co., Tacoma, 1888-1949, 120 miles of ttrack Nooksack Timber Co, Deming, 
WA 1922-1929, 12 miles of track Natches Pass Railroad, Buckley, WA, 1896-1910, 7 miles of 
track

Stadler Rail (Bussnang, Switzerland) Stadler Rail AG (also Stadler Rail Group), based in Bussnang, Switzerland, is a manufacturer 
of locomotives and other rolling stock. 
 
In 1942 Ernst Stadler founded the Stadler Engineering Office which later became Stadler Rail. 
 
Factories[edit] 
Bussnang (CH); site of original factory 1962 
Stadler Bussnang AG 
Altenrhein (CH); acquired in 1997 from the Schindler Group 
Stadler Altenrhein AG 
Berlin-Pankow (D); acquired in 2000/2001 from Adtranz 
Stadler Pankow GmbH 
Biel/Bienne (CH); 2004 acquired by bid 
Stadler Stahlguss AG 
Siedlce (PL); 2007 acquired by 
Stadler Polska Sp.z o.o. 
Weiden (Oberpfalz (D)); ex Partner für Fahrzeugausstattung (PFA), since January 4, 2005 
called 
Stadler Weiden GmbH 
Winterthur (CH); ex Winpro AG (ex Swiss Locomotive and Machine Works) acquired on 
September 7, 2005 
Stadler Winterthur AG 
 
Products 
 
Stadler markets a range of standard modular vehicles, including: 
 
- Stadler EC250, a high speed electric multiple unit under development, 
- Stadler FLIRT, an electric multiple unit and diesel multiple unit 
- Stadler GTW, an articulated railcar[ 
- Stadler KISS, a bilevel electric multiple unit 
- Stadler Regio-Shuttle, a diesel multiple unit 
- Stadler SPATZ, a narrow gauge railcar with panoramic windows 
- Stadler Tango, a high-floor or partial low-floor tram 
- Stadler Variobahn, a fully low-floor tram 
 
Stadler has also built a number of custom vehicles for specific customers, in some cases 
including elements of their standard designs. These include: 
 
- Stadler NExT, a custom design for Regionalverkehr Bern-Solothurn in Switzerland 
- Stadler Allegra, a custom EMU for Rhaetian Railway in Switzerland 
- Ee 922, an electric shunting locomotive built for Swiss Federal Railways 
- Eem 923, a hybrid electro-diesel shunting locomotive built for Swiss Federal Railways 
- semi-modular light-rail vehicles for the Forchbahn and Trogenerbahn in Switzerland 
- rack railway cars for the Wengernalpbahn, the Jungfraubahn and the Rorschach-Heiden-
Bahn in Switzerland, the Montserrat Railway and the Vall de Núria Railway in Spain, and the 
Diakofto–Kalavryta Railway in Greece 
- Stadler He 4/4 for the Brazilian MRS logistics, the most powerful cogwheel locomotive in the 
world 

Standard Steel Car Company (Butler, PA ) Standard Steel Car, was an important pioneer in steel car construction. The company was 
immediately successful, and during its first two years of operation, the company produced 
60,000 cars. The company was founded by  John M. Hansen, who realized the need for the 
manufacturing of steel railroad cars rather than wooden cars while working as chief engineer 
at Pressed Steel Car Company of Pittsburgh. Hansen formed the company with H. J. Bearhart 
and Peter F. McCool. The name "standard" was derived to signify the idea for the 
standardization of the design and production of railroad cars, and Hansen felt it was important 
to have all materials needed in production to be made on site. Hence, the need for a large 
plant was developed. [3]

Standard Steel Casting Company (Philadelphia, PA ) The Thurlow Works was a manufacturer of large steel castings, especially for the railroad 
industry. America's first cast steel locomotive frames were poured at Thurlow in 1893.Stanserhorn Bahn (Nidwalden (near Obwalden), Switzerland) 3 6,070 The first public transport route to the peak was started in 1891 and completed in 1893, a three 
section funicular railway. The builders were the business partners Franz Josef Bucher-Durrer 
and Josef Durrer-Gasser. 
 
The first section started from Stans town, through the low pastures above the town and over 
three level crossings, to an intermediate station at Kälti (also sometimes spelt Chälti). The 
second section continued through forest to another intermediate station at Bluematt (also 
sometimes spelt Blumatt), then the third section crossed the high pastures and the exposed 
slope leading up to the summit station and hotel. This third section included a 160 metres 
(520 ft) long tunnel and a number of avalanche protection walls; the final section of it was 
carried on a stone embankment. Each section was electrically powered (making it one of the 
world's first electrically powered mountain railways), with the complete trip to the summit 
taking 45 minutes. 
 
The railway ran a tourist service until 1970, when on the night of the 2nd/3rd October the 
funicular cable was struck by lightning. This started a fire which destroyed the summit hotel 
and the driving engine for the third section in its basement. As a result of this, and also the 
imminent expiry of the concession, the second funicular section stopped operating in 1974. 
Part of the driving engine of this section can be seen today outside the summit buildings, 
while parts of two cars can still be seen at the former Bluematt station. 
 
A new cable car  was built to replace the two upper funicular sections, which started operation 
in May 1975. The first funicular section continued in operation, as it does to this day. 
 
In 2001 a revolving restaurant was built at the summit station, and in 2003 an outside 
observation deck was added. 
 
In 2010 construction work started on a new cable car to replace the 1975 installation. This 
was to be a new design, the world's first "CabriO" double deck open top cable car, built by 
Garaventa. Carrying 60 passengers per cabin with room for 30 on the open deck, passengers 
are able to observe the mountain scenery as well as the cable and engineering installations 
during the six minute journey. While this new cable car was being built, the first funicular 
section and its original wooden cars were renovated. The final run of the former cable car was 
on the 23rd October 2011;  the renovated funicular and new "CabriO" were opened on the 
29th June 2012. 
 
The funicular railway and cable car normally run daily from mid-April to mid-November. 
 
The journey to the top starts in Stans town at the original 1893 bottom station (450 metres 
(1,480 ft) elevation), close to Stans railway station on the Luzern-Engelberg line. The journey, 
on the original wooden funicular wagons, takes 9 minutes to the Kälti intermediate station 
(714 metres (2,343 ft) altitude). From here the "CabriO" cable car takes 61⁄4 minutes to the 
summit station (1,850 metres (6,070 ft) altitude). The cable car closely follows the route of the 
original second and third stage funiculars, and the remains of the track and the Bluematt 
station can still be seen. 
 
The summit buildings include a self service restaurant, three meeting/dining rooms, a souvenir 
shop, and a sun terrace and observation deck. 
 
From the summit buildings, a round trip walk is available around the summit (30 minutes), or 
to the peak at 1,898 metres (6,227 ft) altitude. From the peak, on a clear day, as well as the 
mountains around there are views as far as Alsace and the Black Forest in Germany. Ten 
lakes in total are visible: the Zugersee, Wichelsee, Vierwaldstättersee, Sempachersee, 
Sarnersee, Hallwilersee, Gerzensee, Bannalpsee, Baldeggersee and Alpnachersee. 
 
A variety of hiking trail routes are available down to Bluematt-Kälti-Stans, Ahornhütte-Büren, 
Wiesenberg-Dallenwil, or Wirzweli-Wolfenschiessen. The routes to/from the summit are 
closed in winter or in bad weather. 
 

Stansstad–Engelberg Railway (Stansstad, Switzerland) 15 25.0% The major part of the line to Engelberg was constructed by Stansstad–Engelberg Railway 
(StEB) and opened in 1898. The line ran from Stansstad to Engelberg and, like the Brünig line 
in its early days, relied on steamship connections with the rest of the Swiss railway network. 
Unlike the Brünig line, the StEB line was electrified from its opening, using a three-phase 
alternating current overhead line supply. It also used the Riggenbach rack system on its final 
approaches to Engleberg, but with a very steep maximum gradient of 25%. 
 
Stansstad, Switzerland is about half way between Zurich and Interlaken, at the west end of 
Lake Lucerne. 
----------------------------------------------------------- 
The Luzern–Stans–Engelberg railway line is a Swiss narrow gauge rack railway that connects 
Luzern, via Hergiswil and Stans, to the resort of Engelberg. The line was built by the 
Stansstad–Engelberg Railway (German: Stansstad-Engelberg-Bahn, StEB), which became 
the Luzern–Stans–Engelberg Railway (German: Luzern–Stans–Engelberg-Bahn, LSE) when 
the line was extended to Luzern. 
 
Today the line is owned by the Zentralbahn railway company, which also owns the Brünig line. 
Trains on the Luzern–Stans–Engelberg line use Brünig line tracks to access Luzern from 
Hergiswil. 
 
In 1890 the concession to build a line was given from Stansstad to Engelberg. The opening of 
the Stansstad-Engelberg-Bahn (StEB) followed in 1898. The opening of the railway resulted in 
the early demise of the Stansstad–Stans tramway, which connected Stanssted and Stans 
between 1893 and 1903. 
 
The line was electrified from its beginning, making it the longest electrically operated railway 
line of Switzerland at that time. Because of the maximum gradient of 25% on the rack section 
between Grafenort, Engelberg and Engelberg, it was decided to use three-phase alternating 
current. 
 
The railway ended at that time in Stansstad at the Lake of Lucerne. Passengers had to 
continue by lake steamer or bus. To connect the railway with the national rail network in 
Hergiswil, where the metre gauge Brünigbahn of SBB had a station, a concession was passed 
in 1956. However, it took some time to find the money to build the line to Hergiswil. To resolve 
the problems of old loans, a new company was incorporated in 1959, still named Elektrische 
Bahn Stansstad-Engelberg. In 1960 work on the Lopper tunnel started and on 27 August 
1964, the last three-phase train reached Engelberg. The rack line was rebuilt to Brünigbahn 
standards and a new overhead line for 15 kV 16? Hz was built. On 19 December 1964, the 
line went back into business as the Luzern-Stans-Engelberg-Bahn (LSE). The new motor 
coaches were built for the same maximum speed as the contemporary Brünigbahn motive 
power (75 km/h or 47 mph). 
 
In 2005 the LSE merged with the Swiss Federal Railway's Brünig line to form the Zentralbahn 
railway company. Formally, the Swiss Federal Railway sold the Brünig line to the LSE which 
paid for it with its own shares. LSE was subsequently renamed Zentralbahn and 2/3 of its 
shares are now owned by SBB. 
 
In December 2010, the Grafenort to Engelberg Tunnel opened between Grafenort and 
Engelberg, bypassing the very steep 25% incline. The bypass resulted in the closure of the 
former stations of Obermatt ZB and Grünenwald. In late 2012, a new tunnel route was opened 
between Kriens Mattenhof station and the approaches to Luzern station. The tunnel replaces 
a less direct surface alignment, allowing the abolition of several congested level crossings and 
the provision of double track. A new station, Luzern Allmend/Messe, built within the tunnel, 
serves the Swissporarena.

State Railway of Thailand (Thailand) 2,523 The State Railway of Thailand (SRT is the state-owned rail operator in Thailand. The network 
serves around 44 million passengers per year (2014). 
 
History 
 
The SRT was founded as the Royal State Railways of Siam (RSR) in 1890. King 
Chulalongkorn ordered the Department of Railways to be set up under the Department of 
Public Works and Town & Country Planning. Construction of the Bangkok-Ayutthaya railway 
(71 km or 44 mi), the first part of the Northern Line, was started in 1891 and completed on 23 
May 1892. The Thonburi-Phetchaburi line (150 km or 93 mi), later the Southern Line, was 
opened on 19 June 1903. The first railway commander of the RSR was Prince Purachatra 
Jayakara (Krom Phra Kamphaeng Phet Akkarayothin)The Northern Line was originally built as 
1,435 mm (4 ft 8 1⁄2 in) standard gauge, but in September 1919 it was decided to standardize 
on 1,000 mm (3 ft 3 3⁄8 in) meter gauge and the Northern Line was regauged during the next 
ten years. On 1 July 1951, RSR changed its name to the present State Railway of Thailand. 
 
In 2014 SRT had 4,043 km (2,512 mi) of track, all of it meter gauge Nearly all is single-track 
(3,685 km), although some important sections around Bangkok are double (251 km) or triple-
tracked (107 km) and there are plans to extend this. 
 
Issues 
 
The SRT has long been popularly perceived by the public as inefficient and resistant to 
change. Trains are usually late, and most of its equipment is old and poorly maintained. The 
worst financially performing state enterprise, the SRT consistently operates at a loss despite 
being endowed with large amounts of property and receiving large government budgets. It 
reported a preliminary loss of 7.58 billion baht in 2010. Recurring government attempts at 
restructuring and/or privatization throughout the 2000s have always been strongly opposed by 
the union and have not made any progress.SRT's failings are reflected in passenger numbers, 
which have dropped from 88 million in 1994 to 44 million in 2014.The Thai rail network has 
2,624 level crossings nationwide (2016). Many have no crossing barriers, making them the 
not infrequent sites of accidents. 
 
Network 
 
The SRT operates all of Thailand's national rail lines. Bangkok Railway Station (Hua 
Lamphong Station) is the main terminus of all routes. Phahonyothin and ICD Ladkrabang are 
the main freight terminals. 
 
See Wikipedia for additional information

Staten Island Rapid Transit Railway (Tottenville, NJ ) 24 The Staten Island Railway, and later the Staten Island Rapid Transit Ry became the primary 
commuter railroad on Staten Island, also operating ferry boats to New York City. In 1885, the 
Baltimore & Ohio gained control, giving it access to New York City as well.

StatesRail (Dallas, TX ) 1,647 StatesRail was acquired by RailAmerica in January, 2002, and its assets were transferred to 
New StatesRail Holdings, Inc. StatesRail is comprised of eight railroads (seven freight 
railroads and a tourist railroad in Hawaii) that operate 1,647 track miles in 11 states. (Ref 1) 
 
StatesRail owned the Kiamichi Railroad, Hugo, Okla., which operated 231 route miles of track 
in Arkansas, Oklahoma and Texas; the 141-mile Alabama & Gulf Coast Railway that extends 
from Kimbrough, Ala. to Pensacola, Fla.; the 690-mile Kyle Railroad Co., Phillipsburg, Kans.; 
the 341-mile San Joaquin Valley Railroad Co., Exeter, Calif.; the 135-mile Arizona Eastern 
Railway Co., Claypool, Ariz.; the 78-mile San Pedro & Southwestern Railroad, Benson, Ariz.; 
the 25-mile Eastern Alabama Railway, Sylacauga, Ala., and StatesRail Equipment Company, 
an equipment leasing affiliate.  
 
StatesRail also owns the Lahaina, Kaanapali & Pacific Railroad Company, which operates a 
scenic railroad in Maui, Hawaii. 
 
StatesRail handles approximately 175,000 carloads annually consisting of most major 
commodity groups. StatesRail has about 425 employees, 110 locomotives and manages a 
fleet of 2,700 rail cars, primarily covered hopper cars and boxcars. 

Stearns Manufacturing Co. (Erie, PA ) Initially, the Stearns Manufacturing Co., like its predecessors, was a manufacturer of sawmill 
machinery. Sometime between 1893 and 1894, Charles L Heisler assigned to Stearns, the 
rights to manufacture a steam locomotive of his patented design. The first one was built in 
August, 1894. By 1904, the Stearns firm had decided to close. The real estate and buildings 
were sold to Erie City Iron Works and the locomotive and saw mill machinery lines were sold 
to a group of men from Erie, PA and they reorganized as the Stearns Co. in 1905. In 1907 the 
Stearns Co. was reorganized and divided into two companies. The locomotive manufacturing 
being spun off to a new company called the Heisler Locomotive Works. [1]

Stephenson (Elizabeth, NJ ) For many years, the John Stephenson  Co. was the world's largest builder of streetcars.
Stephenson: Robert Stephenson & Co. (Newcastle-upon-Tyne, 
England)

The Robert Stephenson and Company was a locomotive manufacturing company founded in 
1823. It was the first company set up specifically to build steam locomotives for use on 
railroads. By 1899 around 3,000 locomotives had been built.  Foundation and early success  
The company was organized in 1823 in Forth Street, Newcastle-upon-Tyne in England by 
George Stephenson, his son Robert, with Edward Pease and Michael Longridge (the owner of 
the ironworks at Bedlington). It was founded as part of their construction of the Stockton and 
Darlington Railway. The manager of the works for a while was James Kennedy, who was later, 
like the Stephensons, President of the Institute of Mechanical Engineers  Its first engine was 
Locomotion No 1, which opened the line, followed by three more named Hope, Black 
Diamond and Diligence. The vertical cylinders meant that these locos rocked excessively and 
at the Hetton colliery railway Stephenson had introduced "steam springs" which had proved 
unsatisfactory. In 1828 he introduced the "Experiment" with inclined cylinders, which improved 
stability, and meant that it could be mounted on springs. Originally four wheeled, it was 
modified for six and another, Victory was built. Around this time, two locomotives were built for 
America. The first, a four coupled loco named America, was ordered by the Delaware and 
Hudson Railroad. The second, six-coupled and named Whistler was built for the Boston and 
Providence Rail Road in 1833, later renamed Massachusetts was lost in a bog in Mansfield, 
Massachusetts.  Rainhill trials  In 1829 Stephenson's Rocket won the Rainhill Trials. This 
locomotive engine had two notable improvements - a multi-tube boiler and a separate firebox. 
Originally angled, the cylinders were later made horizontal. The Invicta was the twentieth, and 
was built for the Canterbury and Whitstable Railway. Its cylinders were inclined, but moved to 
the front (chimney) end. In 1830 came the Planet class with the cylinders inside the frames, 
followed by the Patentee which added a pair of trailing wheels for greater stability with a larger 
boiler. This 2-2-2 design became the pattern for most locos, by many makers, for many years.  
The locomotive "John Bull", now in the Smithsonian (NMAH), is claimed to be the oldest still 
functional self propelled vehicle.  Over the remainder of the century, the company prospered 
in the face of increasing competition, supplying railways at home and abroad. By 1899 around 
3000 locomotives had been built and a new limited liability company was formed, Robert 
Stephenson and Company Limited and the works was moved to Darlington, the first 
locomotive leaving the shop in 1902.  Most railways in England were building their own rolling 
stock, so most of the output was for export, from 4-4-0's for the Oudh and Rohilkund Railway 
to 4-6-0 and 2-8-0 for the Bengal Nagpur Railway. These later were adopted as a standard for 
the Indian railways. The works built the first British 2-10-0 for the Argentine Great Western 
Railway in 1905.  During World War I, the company devoted itself to munitions work. However 
between 1917 and 1920, a large batch was ordered by the War Office for use on the 
continent. From then on, business was slack, for various reasons. Notable were thirty 2-6-0 
mixed traffic locomotives for the GWR in 1921, a batch of thirty 0-6-0 tank engines for the 
LNER and five 2-8-0 for the Somerset and Dorset Joint Railway. In 1936 and 1937, only forty 
six were built, including eleven 4-6-0 of the "Sandringham" class for the LNER.  Mergers and 
closure  In 1937, the company merged with the locomotive interests of Hawthorn Leslie and 
Company to form Robert Stephenson and Hawthorns Limited the shipbuilding side continuing 
separately. Main line locomotives continued to be built at Darlington, while industrial engines 
were built at Hawthorne Leslie's works at Forth Bank, Newcastle. in 1938 the good will of the 
Kitson and Manning Wardle companies was bought.  During World War II, the plant was fully 
occupied building 0-4-0 and 0-6-0 saddle tanks for industrial use, with, in 1943 ninety of the 
War Department's 0-6-0ST "Austerity" class.  In 1944, the Vulcan Foundry, which had been 
formed by Robert Stephenson and Charles Tayleur in 1830, acquired a substantial stock 
holding, and they became part of the English Electric Company. The bulk of the output was for 
export or industrial use, but British Railways ordered thirty five Class L1 2-6-4T for the Eastern 
region and eighty 0-6-0 pannier tanks for the Western Region.  The last steam locomotives to 
be built were a conventional 0-6-0T in 1958 and a six-coupled fireless locomotive in 1959. The 
Forth Street works were closed in 1960 and the Darlington Works, continuing with diesel and 
electric locos became English Electric Company Darlington Works in 1962.  The office block 
and one workshop of Stephenson's Forth Street Works in South St Newcastle upon Tyne 
have been restored by The Robert Stephenson Trust. The Trust lost its lease to these 
buildings in February 2009 following purchase of the whole Robert Stephenson & Co and 
Hawthorn Leslie locomotive works sites for redevelopment as the "Stephenson Quarter". The 
restored block and several other buildings are protected by Listed Building status but future 
public access is uncertain. 

Stimson Lumber Company (Ballard, WA ) The Stimson Lumber Company, previously operating in Michigan, moved to Washington in 
1889. It became a large logging and lumber firm with operations in Washington, Oregon, and 
California.

Stone & Webster Management Association (Boston, MA ) Stone & Webster was an American engineering services company based in Stoughton, 
Massachusetts. Stone & Webster was founded as an electrical testing lab and consulting firm 
by electrical engineers Charles Stone and Edwin Webster in 1889.  
 
Beginning in 1893, the company began to acquire stock interests in large number of utilities 
while offering managerial, engineering and financial consulting services to its customers. Even 
though Stone & Webster were not a holding company, their financial and managerial presence 
meant that they had considerable influence in policy decisions. They would often be paid in 
stock, thus increasing their control over their customers. By 1908, Stone & Webster listed 
thirty-one railway and lighting companies under its management. During this time, it came to 
specialize in managing street railway companies.  
 
The companies managed by Stone & Webster included:  Galveston-Houston Electric 
Company,  Connecticut Power Company, Cape Breton Electric Company, Ltd, El Paso Electric 
Company, Jacksonville Traction Company, Ponce Electric Company,  Columbus Power 
Company, Tarrant County Traction Company,  Lowell Electric Light Company, Puget Sound 
Electric Railway, Columbus Electric Company, Puget Sound International Railway & Electric 
Company, Central Mississippi Valley Electric Properties, Edison Electric Illuminating Company 
of Brocton, Houghton County Electric Light Company, Brockton & Plymouth Street Railway 
Company, Houghton County Traction Company, Pacific Northwest Traction Company, Railway 
& Lighting Securities Company, Sierra Pacific Electric Company, Norrn Texas Electric 
Company, Mississippi River Power Company, Eastern Texas Electric Company,  Electric Light 
& Power Company of Abington & Rockland Blackstone Valley Gas & Electric Company, 
Paducah Traction & Light Company, Galveston-Houston Electric Railway,  Blue Hill Street 
Railway Company, Tampa Electric Company, Pensacola Electric Company, Keokuk Electric 
Company, Houston Electric Company, Savannah Electric Company, Fall River Gas Works 
Company, Galveston Electric Company,  Key West Electric Company, Baton Rouge Electric 
Company, Public Service Investment Company, Haverhill Gas Light Company, Tacoma 
Railway & Power Company, Puget Sound Traction, Light & Power Company, 

Strates Shows Circus Train) By 1953, James E. Strates Shows was one of the largest midway companies in the United 
States.Strbské Pleso–Štrba rack railway (Štrba, Slovakia) 2,936 15.0%

Summit County Railroad (Echo, UT ) 10 5.7% Echo to Wasatch, Utah Territory, 7.50 miles. Branch: Grass Lake, Watson's to Coal Mines, 
2.95.  Chartered, November 29, 1871. Opened, July 1, 1873.   Wholly owned by Union Pacific 
Railway.

Sumner Heights & Hazelwood Valley Railway (Boston 
(Hazelwood), MA )

0 13.5% The Sumner Heights and Hazelwood Valley Railroad and Vicinity. It was situated in the town 
of Hyde Park, 7 1⁄2 miles (12.1 km) from Boston, on the line of the Boston and Providence 
Railroad. It was projected and built by George E. Mansfield as an experiment, and completed 
August 1875. It claimed to have been the narrowest gauge railroad in the world with a gauge 
of only 10 in (254 mm) between the rails. 
 
The line started from the summit of a small hill just back of the Hazelwood station, on the 
Providence Railroad, and after winding round the hill by sharp curves, comes down through 
Mr. Mansfield's back yard, and shot by an apparently very dangerous curve obliquely across a 
street, closely shaving a street corner, where it ran over a small bridge, and then across 
another street to the side near the railroad, and thence for a short distance parallel with the 
latter. 
 
Its length was nearly 1⁄4 mile (0.4 km). It had one 60 feet (18 m) long bridge, two level road 
crossings,one reverse curve as well as a switch, turnout and branch. The longest straight line 
on the Road was 50 feet (15 m). The maximum grade was 715 feet to the mile [2](13.5‰). 
The average grade was 280 feet to the mile (53 ‰). The sharpest curves had radii of 14, 25 
and 43 feet (4.3, 7.6 and 13.1 m). The curve on the bridge had a radius of 126 feet (38 m) 
radius, with grade of 317 feet to the mile (60 ‰). 
 
The ties or sleepers were composed of narrow strips of 1 inch (25 mm) thick board about 15 
inches (380 mm) long, upon which were nailed (with small finish nails) rails made of soft 
wood, about 1 inch (25 mm) square and 10 inches (250 mm) apart. On these were nailed 
narrow strips of thin hoop iron, to complete the whole affair. 
 
One of the cars used on this road was a platform, about 2 feet (0.61 m) wide and 5 feet (1.5 
m) long, and the diameter of the wheels was 5 inches (130 mm). The weight of the cars was 
100 and 150 pounds (45 and 68 kg), carrying more than six times their own weight, with 
speed of 25 miles per hour (40 km/h), the fastest time made was 45 seconds, including 
starting and stopping. 
 
It would seem, at first sight, that the whole affair was a mere boy’s plaything, and a dangerous 
one at that; but a test of its capacity undeceived the proprietor of such hasty judgment. It 
would appear, to begin with, that the wheels of the car, with their small flanges, would be sure 
to jump the track at every curve, but by a peculiarity in the way of connecting them with the 
car (an invention of Mr. Mansfield) they follow the track in every wind and curve as surely as if 
they were much larger in diameter and had a corresponding depth of flange. Four heavy men 
could ride in the car, which descended by gravitation, and was under complete brake control. 
Those who have ridden upon it were surprised at the absence of oscillation. 
 
Aftermath 
 
George Mansfield subsequently promoted the two foot gauge. He persuaded the citizens of 
Billerica in eastern Massachusetts of the economies of a two-foot line, and became general 
manager of the Billerica and Bedford Railroad when it was chartered in 1876 and built 
beginning in May 1877. George Mansfield was obsessed with narrow gauge and reducing 
what he called "oscillation," a phenomenon which is colloquially called harmonic rock or rock 
and roll. He did this by placing rail joints parallel to one another. A few years later Mansfield 
lifted the rails and moved them and the rolling stock to Maine, where it became the Sandy 
River Railroad and later merged into the Sandy River and Rangeley Lakes Railroad. 
Mansfield's influence caused the construction of nearly a dozen 2-foot gauge railroads in the 
state of Maine. 
 
Above from Ref [1]

Sumpter Valley Railroad (Baker City, OR ) 80 5,250 4.1% The Sumpter Valley Railroad operated 80 miles of railroad between Baker City and Praire 
City, plus several hundred more miles ot temporary track built into the cutting sites in the 
woods. The line was extended to Prairie City in the expectation that it would connect with the 
Nevada-California-Oregon (NCO), which  was building north. The latter never reached Prairie 
City, however./

SunRail (DeBary, FL ) 61 SunRail is a commuter rail system in the Greater Orlando, Florida area. Service began on 
May 1, 2014. Phase 1 comprises 31 miles (50 km) with 12 stations along the former CSX 
Transportation "A" Line connecting Volusia County and Orange County through Downtown 
Orlando. Extensions for Phase 2 added a new northern terminus at DeLand and four more 
stations southward, terminating at Poinciana in Osceola County. A third phase will add 13 
miles and extend the system from DeBary to the DeLand Amtrak Station. A fourth phase will 
extend the line to the Orlando International Airport, which will also be the terminus of the 
Bright Line trains.

Sunrise Peak Aerial Tramway (Silver Plume, CO ) 12,400 This tram began at SIlver Plume (elevation 9,100 ft) and ran up 3,300 ft to an elevation of 
1,2400 ft.Supe-Barranca (Supe, Peru) 55 3.5% Ferrocarilles de Supe a Barranca y de la Reparticion Alpas translated means:  "Railroads from 
Supe to Barranca and from the Reparticion Alpas".Susquehanna & New York Railroad (Towanda, PA ) 54 7.0% The first Susquehanna & New York Railway was chartered May 31, 1898,  to take over part of 
the Addison & Northern Pennsylvania Railroad which was sold under foreclosure on May 20, 
1898; the line ran from Gaines, Pennsylvania to the New York State Line.  Reorganized as the 
Susquehanna & New York Railroad, May 26, 1903. The last train ran May 22, 1942. 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
The second Susquehanna & New York was formed by the merger of the Barclay Railroad and 
the Binghamton, Towanda & Western on May 24, 1902.  
 
The Barclay Railroad was incorporated by the United States Leather Company to build a 
railroad from the foot of the inclined plane at Barclay, PA to the logging railroad serving the 
Grays Run mill. The charter also allowed the railroad to build from Powell to Ansonia and from 
Towanda to Binghamton; however, neither was built. The Barclay Railroad and the 
Binghamton, Towanda & Western Railroad were merged to form the Susquehanna & New 
York Railway in 1902. The following year, the Grays Run Railroad, which served the Keystone 
Lumber Company was merged into the latter. After the mergers, the railroad was rebuilt, being 
completed in 1904. It served serveral coal mines at Ralston, the lumber mill at Grays Run, the 
immense  Laquin Lumber Company, the tannery at Powell, and the saw mill of C.W. Sones at 
Masten. (Grays Run is 19 miles not of Williamsport, PA)  (Ref 2) 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
The Susquehanna and New York Railroad (reporting mark S&NY)[ was a short-line railroad 
connecting the Lehigh Valley Railroad at Towanda, Pennsylvania with the Pennsylvania 
Railroad at Marsh Hill Junction. The railroad carried freight and passengers between 
Williamsport and Towanda by rail rather than using the Susquehanna River or the 
Pennsylvania Canal. 
 
The railroad, 45 miles in length (72.4Äkm), in Northeastern Pennsylvania was originally built 
to carry timber and coal out of the Barclay Mountain (also called the South Mountain range of 
the Alleghenies)[2] the Towanda where these products could then be shipped by river or rail. 
 
History 
 
As with many railroads, the S&NY formed from an earlier company, absorbed companies 
during its heyday, and was later itself absorbed before being torn up to help with the war effort 
during World War II. The story of the S&NY starts in 1794 when Robert Barclay of London, 
England came to own 21,000 acres (85Äkm©˜) in the region. Little development occurred until 
coal was discovered on the land.  Professor Johnson or Richard Taylor (or possibly both) 
surveyed the land for a railroad about 1835, but no road was cut and access to the coal was 
still limited. 
 
The "Towanda and Franklin Railroad Company" was formed in 1853 to create a railroad to the 
coal mines but no rails were laid.[3] In 1854 the Barclay Railroad and Coal Company formed, 
and work on the road began. The Barclay Railroad was authorized to hold 2,000 acres 
(8Äkm©˜) of coal lands as well as lands for track, depots, and stations, etc. 
 
In 1856 the Pennsylvania Canal (North Branch Division) was built, improving access into the 
area and leading to renewed interest.[3] The "North Branch Canal" °© another name for the 
Pennsylvania Canal (North Branch Division) °© opened in Spring 1856 and the Barclay 
Railroad began hauling coal in July of that year.[4][5] The new railroad delivered over 7,000 
tons of coal to the canal boats in the first year. The coal was brought the 16 miles to Towanda 
where canal boats moved it to markets. James Macfarland, the railroad's first general 
manager, organized the Towanda Coal company, which leased and operated the railroad for 
20 years. 
The Bradford Reporter, a local newspaper, said the railroad was 16 and 3/4 miles long on 
November 6, 1856. The newspaper also reported that the train could pull 25 five ton cars at a 
time and make three trips per day between the coal mines and the canal boats. 
 
In 1867 the Pennsylvania & New York Railroad and Canal Company (later the "Wyoming 
Division" of the Lehigh Valley Railroad) connected Towanda to Waverly, New York.  Waverly 
connected to Erie, Pennsylvania[7] and easier transportation to more markets. The Erie 
Railroad obtained trackage rights directly into the Barclay coal fields. 
 
Significant damage occurred during the flood of 1900 (destroyed bridges, undermined 
roadbed, etc.). The lumber industry, however, was just beginning to expand so there was a 
financial driver to make repairs. The Binghamton, Towanda & Western Railroad company 
bought the Barclay Railroad and rebuilt the road. 
 
In 1902, the Binghamton, Towanda & Western Railroad was absorbed by the Susquehanna & 
New York Railroad company. A year later the S&NY bought the Gray's Run Railroad (renamed 
the "Gray's Run Branch") and added new track into Marsh Hill Junction, located in Lycoming 
County, Pennsylvania. The Gray's Run Branch, however, was abandoned later when the 
timber industry ran its course. 
 
In 1906 increased demand for timber resulted in improvements that reduced grades and 
eased curves. "Bigger rail" was laid, steel bridges replaced wooden ones, and a terminal was 
built at West Williamsport. The early days were called "harrowing" in one account. 
 
1906 also saw the railroad carry 78,000 passengers and 381,878 tons of freight for a total of 
$337,352 in revenues. From that, the railroad paid out $48,000 in dividends. 
 
During the Pennsylvania lumber boom one of the largest saw mills, owned by C. W. Sones, 
was located at Masten.  Sones also built a short line railroad called the Susquehanna & 
Eaglesmere Railroad to feed the S&NY. 
 
The boom town of Laquin with 20,000 acres (80Äkm©˜) of timber, contained 2,000 people and 
a payroll second only to Sayre,[14] which had the Lehigh Valley Shops to maintain trains and 
broad bottom land making travel easier. 
 
During the early years of the 20th century, the S&NY had two round trip passenger services 
per day. The S&NY also had regular "Sunday School picnics and wildflower excursions" that 
required extra cars to carry the passengers. The S&NY was a valuable connection between 
the Lehigh Valley and Pennsylvania railroads. 
 
When the United States entered World War I (WWI) the federal government took control of the 
nation's railroads[15][16] in the interest of national defense. The S&NY was placed under 
control of the Lehigh Valley Railroad during the war.  Government service resulted in improved 
roadbeds and bridges (paid for by the government).  By the time the war ended, business °© 
mainly timber °© had bottomed out. 
 
It is unclear how the Great Railroad Strike of 1922 affected the S&NY, which was basically a 
connection between larger railroads.[15] From 1927 onward, the S&NY was in decline. The 
Great Depression during the 1930s did not present any growth opportunities. By this time the 
primary resources of the Barclay Mountain region °© coal and timber °© were either mined 
out or not needed, possibly due to other cheaper sources. In 1939, the railroad had a deficit of 
$18,005. 
 
The Laquin Lumber Company, which had started a large mill in 1902 and drove much of the 
S&NY business, was shut down about 1920. A chemical mill remained in business for a while 
longer but it closed in 1926, further cutting into the S&NY business. 
 
Dismantled 
 
On May 23, 1942 the S&NY made its last scheduled run.[10][18] The rails between Monroeton 
and Ralston were taken up shortly afterward to run tracks throughout a large munitions plant 
at White Deer (near Williamsport).[10][18] That is, the rails were used within the plant to move 
materials through the manufacturing process. So the S&NY ended its life to support World 
War II (WWII). The rails between Towanda and Monroeton were bought by the Lehigh Valley 
Railroad.

Suzhou Rail Transit (Suzhou, China) 138 # Stations in system = 24
Swift Live Stock Express)
Swift Refrigerator Line (Chicago, IL ) In 1857, Swift & Co became the first large meat packer to ship its meat in refrigerator cars for 

long distances. In 1875, Philip D. Armour moved his Milwaukee based meat packing business 
to the Chicago Stock Yards, and began using a fleet of specially designed refrigerator cars to 
ship fresh meat across the country.  
 
The National Packing Company was formed in 1902 by the merger of Armour & Company, 
Swift & Company and Morris & Company. The newly formed company then purchased a 
number of smaller packing companies, including G. H. Hammond, and Fowler. The company 
eventually owned 23 stockyards and owned 2,800 refrigerator cars, and controlled about 10% 
of the U.S. meat production. It. became known as the “American Beef Trust”. Beginning in 
1905, the U.S. Government began an anti-trust investigation under the powers of the Elkins 
Act, forcing the National Packing Company to be dissolved in 1919.

Swinburne & Smith Locomotive Works (Paterson, NJ ) The Swinburne & Smith Locomotive Works was founded by William Swinburne amd Samuel 
Smith. Swinburne had been employed at Rogers, Ketchum and Grosvenor in Paterson, NJ, (a 
predecessor of the Rogers Locomotive Company) becoming the foreman of that locomotive 
building company. Sometime between 1845 and 1848, Smith left form his own company in a 
partnership with Smith. The partnership of Swinburne & Smith failed in 1851, and was 
reorganized as the New Jersey Locomotive Works. Swinburne left the partnership and 
founded his owne company, Wm. Swinburne & Co., building locomotives under the trade 
name of Swinburne Locomotive Works. The latter did not survive the Panic of 1857 and was 
purchased in 1858 by the New York and Erie Railway to serve as the railroad's repair shops in 
Paterson.   New Jersey Locomotive Works eventually became the Grant Locomotive Works.   
 

Swinburne Locomotive Works) The Swinburne & Smith Locomotive Works was founded by William Swinburne amd Samuel 
Smith. Swinburne had been employed at Rogers, Ketchum and Grosvenor in Paterson, NJ, (a 
predecessor of the Rogers Locomotive Company) becoming the foreman of that locomotive 
building company. Sometime between 1845 and 1848, Smith left form his own company in a 
partnership with Smith. The partnership of Swinburne & Smith failed in 1851, and was 
reorganized as the New Jersey Locomotive Works. Swinburne left the partnership and 
founded his owne company, Wm. Swinburne & Co., building locomotives under the trade 
name of Swinburne Locomotive Works. The latter did not survive the Panic of 1857 and was 
purchased in 1858 by the New York and Erie Railway to serve as the railroad's repair shops in 
Paterson.   New Jersey Locomotive Works eventually became the Grant Locomotive Works. 

Swiss Federal Railways (Switzerland) 1,968 The Swiss Federal Railways (SBB in German, CFF in French and FFS in Italian) is 
Switzerland’s biggest travel and transport company. 
 

Swiss Locomotive & Machine Works (Winterhur, Switzerland) The Swiss Locomotive & Machine Works (German Schweizerische Lokomotiv- und 
Maschinenfabrik; French Société Suisse pour la Construction de Locomotives et de 
Machines; or for both SLM) was a railway equipment manufacturer based in Winterthur in 
Switzerland. Much of the world's mountain railway equipment was constructed by them.  From 
1992, SLM returned to producing steam locomotives designed around advanced steam 
technology principles.  1998 the Cog-Railway division was sold to Stadler Rail, the 
Engineering division via Adtranz to Bombardier Transportation. The remaining Business was 
renamed as Sulzer-Winpro AG and as part of a Management Buyout in 2001 renamed in 
Winpro AG. The Advanced Steam division was sold in 2000 to DLM AG. In October 2001 the 
Measurement Division was sold to PROSE AG. Winpro AG was sold on 7 September 2005 to 
Stadler Rail.

Tacoma Rail (Tacoma, WA ) 204 3.3% Tacoma Rail is a public utility and owned by the city of Tacoma.  It is one of the largest short-
line railroad systems in the United States.Talgo (Madrid, Spain)

Tampa & Gulf Coast Railroad  (St. Petersburg, FL ) 78 The Tampa & Gulf Coast Railroad was the second railroad to enter St. Petersburg, FL. It 
provided an important connection between the city of St. Petersburg and the Seaboard Air 
Line Railway. [5]

Tampa Southern Railroad (Tampa (Uceta), FL ) 74 The Tampa Southern was an important subsidiary of the Atlantic Coast Line, extending the 
ACL's railroad service from Tampa to Bradenton-Sarasota-Fort Ogden. While freight was the 
primary intent of the Fort Ogden extension, it ended up having the additional benefit of 
providing a direct route for passenger trains traveling from Tampa and Sarasota further down 
the coast to Fort Myers and Naples. The extension would initially serve a pair of passenger 
trains from Tampa Union Station to Fort Myers and Naples that included through Pullman 
coaches from the Dixie Limited and the Palmetto. By 1949, the line had daily service from 
Tampa Union Station to Sarasota by the Atlantic Coast Line's West Coast Champion as well 
as a daily local passenger train. Two freight trains also ran to Sarasota six days a week.

Tanzania-Zambia Railway Authority (Dar es Salaan, Tanzania) 1,160 The TAZARA Railway, also called the Uhuru Railway or the Tanzam Railway, is a railway in 
East Africa linking the port of Dar es Salaam in east Tanzania with the town of Kapiri Mposhi 
in Zambia's Central Province. The single-track railway is 1,860 km (1,160 mi) long and is 
operated by the Tanzania-Zambia Railway Authority (TAZARA). 
 
The governments of Tanzania, Zambia and China built the railway to eliminate landlocked 
Zambia's economic dependence on Rhodesia and South Africa, both of which were ruled by 
white-minority governments.[1] The railway provided the only route for bulk trade from 
Zambia's Copperbelt to reach the sea without having to transit white-ruled territories. The 
spirit of Pan-African socialism among the leaders of Tanzania and Zambia and the symbolism 
of China's support for newly independent African countries gave rise to TAZARA's designation 
as the "Great Uhuru Railway", Uhuru being the Swahili word for Freedom. 
 
The project was built from 1970 to 1975 as a turnkey project financed and supported by 
China. At its completion, the TAZARA was the longest railway in sub-Saharan Africa.[2] 
TAZARA was also the largest single foreign-aid project undertaken by China at the time, at a 
construction cost of US $406 million (the equivalent of US $2.62 billion today).[3][4] 
 
TAZARA has faced operational difficulties from the start and was kept running by continued 
assistance from China, several European countries, and the United States. Freight traffic 
peaked at 1.2 million tons in 1986, but began to decline in the 1990s as the end of apartheid 
in South Africa and the independence of Namibia opened alternative transport routes for 
Zambian copper. Freight traffic bottomed out at 88,000 metric tons in Fiscal Year (FY) 
2014/2015, less than 2% of the railway's design capacity of 5 million tonnes per year.[5][6]

Tauern Railway (Schwarzach-Sankt Veit, Austria) 49 3.0% The Tauern Railway (German: Tauernbahn) is an Austrian railway line between Schwarzach-
Sankt Veit in the state of Salzburg and Spittal an der Drau in Carinthia. It is part of one of the 
most important north-south trunk routes (Magistrale) in Europe and also carries tourist traffic 
for the Gastein Valley. The standard gauge railway line is 79 km (49 mi) long and climbs the 
High Tauern range of the Central Eastern Alps with a maximum incline of 2.5%, it crosses the 
mountain crest through the 8,371 m (27,464 ft) long Tauern Tunnel. 
 
History 
 
The building of the Tauernbahn was part of the larger "Alpine Railways" investment project 
pushed by the Cisleithanian government of Austria-Hungary and Minister Heinrich von Wittek 
from 1901 onwards to connect the restored main Austrian seaport at Trieste with Bohemia and 
the northern parts of the Monarchy. Construction was executed by the public Imperial Royal 
Austrian State Railways to achieve an alternative route bypassing the Southern Railway line 
from Vienna to Trieste via the Semmering railway operated by the private Austrian Southern 
Railway company. Other sections built in the course of this infrastructure investment were the 
Karavanke railway including the Karawanken Tunnel from Villach to Jesenice, continued by 
the Bohinj Railway (Wocheiner Bahn) leading through the Julian Alps to Trieste, as well as the 
railway line from the city of Linz across the Pyhrn Pass to the Selzthal rail hub. 
 
Construction of the Tauern Tunnel began in July 1901, the northern ramp from Schwarzach-
St. Veit was built from 1902 onwards. The Bad Gastein station opened in 1905. The southern 
ramp down to Spittal an der Drau was erected from 1906 under the supervision of the 
Viennese engineer and entrepreneur Wilhelm Carl Gustav von Doderer, father of the writer 
Heimito von Doderer. The railway line was completed in 1909 and inaugurated by Emperor 
Franz Joseph I of Austria at Spittal station on July 5. 
 
The tunnel itself had been built double-track, the northern and southern sections only single-
track. The Obervellach station near the southern tunnel exit, situated on a slope 365 m 
(1,198 ft) above the village, from 1931 could be reached by a cable car, that was dismantled 
in 1976. In 1999 the Obervellach station was finally abandoned and relocated to Mallnitz. In 
1933-35 the Tauern Railway line was completely electrified. From 1969 onwards further 
sections were restored to double track including several new passages, viaducts and 
straightenings to cope with the high traffic load ad to allow higher travelling speeds, the 
southern ramp was completed in 2009. 
 
Since 1920 car shuttle trains (Tauernschleuse) through the Tauern Tunnel ply between the 
stations of Bad Gastein-Böckstein and Mallnitz.

Taunton Locomotive & Manufacturing Co. (Taunton, MA ) The Taunton Locomotive Manufacturing Company was one of the earliest firms in the United 
States established especially for the manufacture of steam locomotives. Located in Taunton, 
Massachusetts, the company was organized in 1849 and incorporated the following year by 
William A. Crocker, Willard W. Fairbanks, William R. Lee and their associates. Their first 
engine, the Rough and Ready was delivered in May 1849. 
 
Company history 
 
Willard W. Fairbanks was a machinist who had worked in Providence, Rhode Island building 
stationary and marine engines. The company's first engine was built from castings and plans 
prepared by George S. Griggs, who had been associated with the Boston & Providence 
Railroad, one of the earliest railroads in New England, which began operation in 1849. 
 
The company's shops were located on Wales Street just west of downtown Taunton along 
what was then the Taunton Branch Railroad, and later part of the Old Colony Railroad's vast 
system in Southeastern Massachusetts. 
 
In 1852 the company faced new competition from their neighbor across the tracks, the Mason 
Machine Works, a successful Taunton textile machine company, that decided to enter the 
locomotive-building trade. 
 
By 1860, Taunton Locomotive had produced almost 300 engines. In 1861, Harrison Tweed 
would take over control the company from Fairbanks, and lead it through perhaps its most 
productive period. He was succeeded by Parley I. Perrin (P.I. Perrin) in about 1871. Perrin 
began as a machinist had joined the company in 1846 as a forman and draftsman, and 
worked his way up through the leadership ranks. 
 
By 1877, Taunton Locomotive had its 675th locomotive. However, by then the company 
lagged far behind the larger locomotive builders of the time, such as Baldwin and 
Schenectady. The engines of Taunton, and the other New England locomotive builders were 
considered obsolete compared to these larger establishments. 
 
In 1883, the locomotive works established the Huber Printing Press Company to supplement 
its dwindling locomotive business. That same year, Nahum Stetson became president, after 
the death of Samuel L. Crocker. 
 
The last locomotive produced by Taunton Locomotive was built in 1889. The company also 
ventured into steam-powered snow plows, and other items, but sales gradually declined 
during the last decade of the 19th century. The company lasted until 1899. Over 900 steam 
locomotives had been produced by the Taunton Locomotive Manufacturing Company in its 
roughly sixty years in existence. 
 
Legacy 
 
In 1906 the site of the locomotive works was purchased by New England Cotton Yarns, a 
large conglomerate of textile mills, based in Boston. 
 
In 1947 the buildings of the Taunton Locomotive Manufacturing Company were demolished. 
 
The site is now occupied by a shopping center, constructed in the 1970s as part of an urban 
redevelopment plan by the City of Taunton. 

Tehran Metro  (Tehran, Iran) 111 # Stations in system = 80
Tennessee Central Railway (Hopkinsville, KY ) 294 The Tennessee Central Railway was unique among railroads, being the only only east west 

rail crossing of the rugged Cumberland Plateau in Tennessee and was one of only a few such 
rail cross ings in the Southern Appalachian plateaus. Its route took it through Nashville and 
Clarskville. Organized on April 20, 1901 as the Nashville & Clarksville Railroad, the name was 
changed on April 30, 1902 to the Tennessee Central Railroad. The change was the result of 
the 1902 purchase of several Tennessee railroad companies such as the Tennessee Central 
Railway, Cumberland Plateau Railroad, Tennessee Central Railway (not same as above) and 
the Nashville-Knoxville Railroad. These purchases provided the Tennessee Central with most 
of its route. The Railroad was a publicly held company.  

Tennessee Railroad (Oneida, TN ) 39 3.6% The Tennessee Railroad began as the Paint Rock Coal & Coke Company Railroad: Dr Gruno, 
a physician, was working with a construction gang heading south to the New River. Dr Gruno 
found large deposits of coal on the headwaters of Paint Rock Creek. He, along with several 
friends, constructed the Paint Rock Coal and Coke Company Railroad, a short branch coal 
railroad from Oneida to Morning Glory between 1889 and 1890. 
 
According to early reports, the company cut the tunnel in Tunnel Hill, a 402 feet long, timber-
lined tunnel that, in the middle, started down a 1.93% grade. The route became steeper down 
hill for the 2.6 miles, shallowing at 1.65%, only to increase to an 800 feet long section of 
3.56% to Paint Rock (Stanley). The grade uphill required Shay locomotives, and even then 
the trains were limited to one or two cars per run. 
 
In 1905, Samuael Spencer, then also the president of the Southern Railway, purchased the 
Paint Rock Coal and Coke Company railroad and reorganized it as the Tennessee Railway. In 
1906 he extended the railroad to the sawmill town of Norma. After the death of Samuel 
Spencer in 1907, his son H. B. Spencer, took over as president of the railroad. By 1910, he 
had extended the railroad to Newlands, 5-1/2 miles south of Smoky Junction. 
 
The railroad reached Smoky Junction at the branch of Smoky Creek by 1910, having built a 
branch line past Hembree between Big Mountain and Smoky Mountain. There it began coal 
hauling operations and continued both tasks until the mill at Norma stopped operation. By this 
time the railroad had entered Campbell County to a branch at Shea, and then on into Fork 
Mountain in Anderson County in 1925, a total of 45 miles from Oneida. Two other branches 
were constructed, the Dean branch, which was 3-1/2 miles long and Carbon Hill- Clinchmore, 
4-1/2 miles long.  
 
The Tennessee Railway Company was in the hands of receivers July 1, 1913 until June 30, 
1918. In 1918, the railroad was reorganized as the Tennessee Railroad Company. It again 
entered receivership on July 1, 1959, still with a Spencer at the company president level. 
 
Passenger service on the Tennessee Railroad was never fancy, using a wooden coach and 
combine, with a Brill motorcar in later days. In 1955 the Tennessee bought its first diesel, an 
Alco RS-1. The railroad purchased its last in 1963 and then scrapped all of its remaining 
steam locomotives. 
 
The line was acquired by the Southern Railway Company on February 20, 1973. From 1973 
to 1980, two runs a day pulled 125 cars out of the New River Valley. Coal was shipped from 
the loading facility near Smokey Junction to Oneida until 2004. Previous to this time coal was 
shipped from the Wash Plant to Oneida. Norfolk Southern abandoned the line between 
Oneida and Devonia. In 2005, National Coal purchased the line and with the help of the 
Northeast Tennessee Railroad Authority is set up as a shortline to transport coal from their 
mines. 
 
National Coal Corporation (NCC) is a new coal company, founded in January 2003 by a 
number of individuals with coal mining, business, and engineering experience. In March 2003, 
NCC purchased coal mineral rights to the New River Tract (more than 65,000 acres between 
its Smoky Junction preparation plant and the Baldwin Facility) along the former Tennessee 
Railroad. In July 2003, mining operations broke ground at a surface mine near several former 
mines at Devonia, Tennessee. 
 
During 2004, NCC acquired both active and non-active mining permits, miscellaneous mining 
equipment, a rail load-out facility and a coal wash plant from U.S. Coal, Inc. Later the same 
year, they acquired the surface ownership of 1,738 acres of land on the New River Tract. 
 
In July 2005, National Coal acquired the entire Baldwin Facility at Devonia, along with a 
permitted mine. In March 2006, National Coal purchase 42 miles of railroad track between 
Oneida and Devonia from Norfolk Southern for about $2.0 million. 
 
A few trains were operated initially but the market made operating the line impractical. 
However, several recent contracts have started coal trains moving over the line again. 
 
In 2008, the New River Scenic Railway started passenger service on the line with trips 
covering different parts of the line between Newtown and Devonia. 
(Ref 1) 
-----------------------------------------------------------------------------------------------------------------------------
---------------------------------------------------- 
The story of the Tennessee Railroad is one of incredible endurance against the odds. The 
Tennessee Railway, incorporated in 1904, was sold at foreclosure on Valentine’s Day in 1918 
and reorganized as the Tenneesse Railroad.  
 
The Tennessee Railroad (reporting mark TENN) was a short line standard gauge (4 ft 81⁄2in) 
common carrier railroad running from Oneida, Tennessee to Fork Mountain, Tennessee. 
Reorganized in 1973 by the Southern Railway as the Tennessee Railway, it remains a 
subsidiary of the Norfolk Southern Corporation. 
 
The Tennessee Railway never was a financial powerhouse. In 1959, the first petition for 
abandonment was filed, but the coal business picked up and it was withdrawn. In 1973, with 
the railroad in receivership, the line became part of the Southern Railway. In the years 
following, Southern upgraded the line with new ties and rail, daylighted the tunnel near 
Oneida, and streamlined operations to make the line an important feeder for coal traffic. 
 
As environmental regulations became more strict and tremendous low-sulfur coal reserves 
were discovered in Wyoming’s Powder River Basin, coal mining operations in the area began 
to play out. By 2005, it appeared the Tennessee was again doomed when Southern Railway 
successor Norfolk Southern filed to abandon the line, but thanks to National Coal Corporation, 
the line was purchased with hopes that King Coal would once again ply these rails on the way 
to market. National Coal originally selected the Watco Companies to manage and operate the 
line, but only one train ran in 2006. Since then the line has been inactive. In 2008, a company 
known as the New River Railway began operating passenger excursion trains over various 
parts of the line. 
 
In 1991, American country music band The Desert Rose Band filmed part of their music video 
for the single "You Can Go Home" at the Tennessee Railroad Museum.

TER Aquitaine (Irun, France) 2,500 TER Aquitaine was the regional rail network serving the Aquitaine région, France. In 2017 it 
was merged into the new TER Nouvelle-Aquitaine. The main route runs from Irun, on the 
Atlantic Ocean, near the border with Spain, north to Bordeaux-St. jean and then northwest 
Buissiere-Galant (with continuing service to Limoges). Another branch runs southeast from 
Bordeau-St. Jean to Marmande, Agen and Valence-d'Agen. The southernly line runs from Irun 
to Lourdes and Tarbes.

Terminal Railroad Association of St. Louis (St. Louis, MO ) 56 The Terminal Railroad Association of St. Louis (reporting mark TRRA) is a terminal railroad 
owned by railroads in St. Louis, Missouri which handles traffic through its metropolitan area.  It 
provides switching services and operates several classification yards. It owned extensive 
railroad terminal and yard facilities in both St. Louis and East St. Louis, providing connections 
and switching services for most of the railroads serving the area.

Terre Haute & Alton Railroad (East St. Louis, IL ) 172 The Terre Haute & Alton was the Ifirst railroad to connect East St. Louis with points in the 
east, via Terre Haute. The line had originally been built as part of the Atlantic & Mississippi 
Railroad, and then became the Terre Haute & Alton. The Terre Haute, Alton & St. Louis 
Railroad was chartered January 28, 1851, to build a line from Terre Haute, IN to East St. 
Louis. Construction of the line was completed in 1856. The route ran from Terre Haute to 
Paris, IL and then to Charleston, Shelbyville, Pana, Hillsboro, and then East St. Louis.

Terre Haute & Indianapolis Railroad (Indianapolis, IN ) 652 The Terre Haute & Indianapolis was built in connection with the St. Louis, Vandalia & Terre 
Haute (East St. Louis to Indiana State Line) to form a through route between Indianapolis and 
East St. Louis. The company entered into a joint perpetual lease to operate the St. Louis, 
Vandalia & Terre Haute Railroad from June 1, 1870 (jointly with Pittsburg, Cincinnati & St. 
Louis Railway). The line was chartered as the Terre Haute & Richmond Railroad in 1847, 
which completed its Initial construction, opening the line in February of 1852. It became the 
sucessor to the Terre Haute & Richmond in 1866.  The company also leased the Terre Haute 
& Peoria Railroad, the East St. Louis & Carondelet Railway (East St. Louis to East 
Carondelet, Illinois), and the Indiana & Lake Michigan Railway (South Bend, IN to St. Joseph, 
MI); During the 1890's, the Terre Haute & Indianapolis operated a continuous route between 
Terre Haute and St. Joseph, MI.  The Terre Haute & Indianapolis, and the Indiana & Lake 
Michigan Railway were placed in receivership on November 14, 1896.

Terre Haute, Indianapolis & Eastern Traction Co (Indianapolis, IN ) 512 The Terre Haute, Indianapolis & Eastern Traction Company system totaled over 400 miles of 
track at this point and was the largest Indiana interurban. Texarkana & Shreveport Railroad (Texarkana, AR ) 289 This abandoned railway was started by the Texarkana and Shreveport Railroad in order to 
connect major rail lines in both Texarkana and Shreveport to the south in Louisiana. 
Construction started in 1894 in Texarkana and wended southward, almost reaching the 
Arkansas-Louisiana state line when the Texarkana, Shreveport and Natchez Railroad 
purchased the T&S in 1899. The TS&N continued building the line and completed it to 
Shreveport. The Texas and Pacific Railroad purchased the line on February 9, 1901. 
 
The line saw both freight and passenger service initially, but as happens with most other 
railroad lines during the 1950s, traffic levels dwindled, and the northern 42 miles of the line 
(about 2/3rds of its total length) was up for abandonment in 1966. The southern end of the line 
was used to serve a refinery in Hosston, LA with access from Shreveport. Once the refinery 
closed in 1981, the tracks were abandoned soon after. 
 
Preceding from [1]

Texas & Atlantic Refrigerator Company (Denison, TX ) The Texas and Atlantic Refrigerator Company of Denison made the first effort in the United 
States to transport refrigerated beef over land in 1873Texas & New Orleans Railroad (Houston, TX ) 3,713 The Texas & New Orleans Railroad became the largest railroad in Texas. The lines owned or 
controlled by the T&NO and played a significant part in the Southern Pacific’s Sunset Route 
expansion between El Paso and New Orleans. The line became part of the Southern Pacific 
in 1881.  

Texas & Oklahoma Railroad (Cherokee, OK ) 351 The Texas & Oklahoma Railroad was incorporated in Delaware on April 22, 19991, and began 
operations on June 1 of that year. The company purchased two segments of track totalling 
351 miles, from the Santa Fe Railroad: The north section runs from a yard at Cherokee, OK 
south to Orient Junction, TX; the second section runs from Shaufler to Maryneal, TX. The 
Texas & Oklahoma also acquired a 99 year lease of trackage rights between Orient Junction 
and Shaufler over trackage retained by the Santa Fe, which included a yard at Sweetwater, 
TX.  The Texas & Oklahoma subsequently entered into two agreements for the operation of 
these lines:  (1) With the Texas North Orient Corporation to operate the Texas lines between 
the Texas-Oklahoma border and Orient Junction, TX, and between Shaufler and Maryneal, 
TX.  (2) An agreement with the Rio Grande Pacific Corporation to operate the balance of the 
Texas & Oklahoma lines between Cherokee, OK and the Texas-Oklahoma border.

Texas & Pacific Railway (New Orleans, LA ) 1,944 4,600 1.7% The Texas & Pacific Railway was the third longest railroad in Texas in 1931, with 1,039 
miles. :The Galveston, Harrisburg & San Antonio was the longest with 1,367 miles, followed 
by the Gulf, Colorado & Santa Fe with 1,143 miles. [8] The Texas Pacific established its 
headquarters and shops at Marshall. The T&P grew rapidly, building a through line to connect 
Texarkana and Dallas by the end of 1873. The Texarkana connection was of vital importance, 
as the St. Louis, Iron Mountain & Southern had just reached Texarkana in the same year. The 
joint line would soon connect St. Louis with Dallas. Eventually, this led to the merger of both 
railroads with the Missouri Pacific.
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Texas & St. Louis Railway (Cairo (Bird's Point, MO), IL ) 730 The Texas & St. Louis Railway was organized by a group of investors who owned a cotton 
press in St. Louis, and needed an economical way to ship their cotton into Texas. A narrow 
gauge route was selected that began in Bird's Point, MO, (5 miles south of Cairo, IL) on the 
Mississippi River, entering Arkansas near the northeast corner of Clay County and following a 
general southwesterly direction through Paragould, Jonesboro, Brinkley, Stuttgart, Pine Bluff, 
Rison, Fordyce, Camden and Lewisville to Texarkana. 

Texas Co. (Houston, TX )
Texas Electric Railway (Dallas, TX ) 277 The Texas Electric was at one time the largest interurban to operate between the Mississippi 

River and California.Texas Mexican Railway (Corpus Christi, TX ) 544 The Texas Mexican Railway served as a connector between the port of Corpus Christi and 
Laredo, TX on the Mexican Border. At Corpus Christi, it made connections with the Southern 
Pacific Lines and the Missouri Pacific Lines; in  Laredo, it connected with the International 
Great Northern (IGN), the National Railways of Mexico (NdeM), and the Rio Grande & Eagle 
Pass Railway. The IGN was part of the Missouri Pacific Lines, which would have given it 
access to St. Louis, MO.

Texas Pacific Coal Co. (Thurber, TX ) The first large scale Coal mining in Texas began in 1886 by Texas Pacific Coal Co. in Thurber 
(70 miles west of Fort Worth).   Nearly all of this is coal was consumed by the Texas & Pacific 
Railway.

TGV Lyria (Paris, France) 1,119 TGV Lyria is the brand name used for TGV railway lines connecting France and Switzerland. 
Lyria is also a corporation that runs the service using the staff of SNCF in France and Swiss 
Federal Railways (SBB CFF FFS) in Switzerland – the staff consists of one French and one 
Swiss train manager on the whole journey. 
 
Corporate status 
 
Initially, the corporation was a groupement d'intérêt économique (GIE: "group of (shared) 
economic interest") between SNCF and SBB CFF FFS whose goal was the creation of a TGV 
service between Gare de Lyon (Paris) and Lausanne/Bern. Today, the corporation is officially 
a limited company according to French law (Société par actions simplifiée / SAS). SNCF owns 
74% of the capital and SBB CFF FFS the remaining 26%. 
 
History 
 
Starting in mid-1961, the route between Paris and Lausanne was operated by the Trans 
Europ Express Cisalpin trains, which continued on to Milan. On January 22, 1984, this service 
was replaced by a new TGV service with tri-current locomotives, though service was cut back 
to Lausanne. In the spirit of the previous European expresses, the trains were christened with 
names: Champs-Elysées, Lemano, Lutetia and Cisalpin. On May 31, 1987, the train service 
was rebranded as EuroCity. By this time, a service to Bern was in place as well. 
 
The GIE was created for the first time on May 23, 1993, to operate the segments between 
Paris and Lausanne/Bern. Service to Geneva was not covered at that time. During the winter 
of 1995–1996, a single roundtrip per day was extended from Lausanne to Brigue to stop at 
stations serving ski resorts in the Rhône Valley. As was the case with other trains with similar 
service, these trains were branded as TGV des Neiges. On September 28, 1997, the service 
was slightly reorganized and rebranded as Ligne de Cœur, with new livery applied to the 
rolling stock. On March 4, 2002, the name Lyria was applied for the first time to the service. 
The name then slowly came to stand for all TGV services between France and Switzerland 
and was applied to Paris–Geneva trains around January 2005. Service to Geneva had existed 
as part of LGV Sud-Est since 1981. 
 
At the end of 2005, Lyria transported its 3 millionth passenger. 
 
After the opening of the TGV Est in June 2007, Lyria service between Paris and Zurich began 
using the newly constructed line instead of the previous route, passing through Strasbourg, 
Colmar, Mulhouse and Basel. Consequently, service from Paris departed from Gare de l'Est 
instead of Gare de Lyon until 2011. The service now uses new stock, the TGV POS. 
 
In February 2011, service improvements were announced, with a fleet of 19 TGV POS trains 
offering increased frequencies. 
 
Since December 12, 2010, travel time on the Paris–Geneva line has improved with the 
reconstruction of the Haut-Bugey line, which connects Bourg-en-Bresse and Bellegarde-sur-
Valserine. Until then, only the western part of the line was open (up to Oyonnax), and the 
project has restored the entire length of the line. Travel time between Paris and Geneva 
reduced by 30 minutes, to 3 hours and 5 minutes, and track capacity was also increased, 
allowing nine trains each way per day instead of the previous seven. 
 
In 2011, with the completion of the LGV Rhin-Rhône, travel time between Paris and Basel/
Zurich has been reduced by 30 minutes. The departure station in Paris has returned to Gare 
de Lyon. 
 
Current services 
 
Lyria runs the following routes: 
 
 • Geneva - Marseille - Nice: 1 or 2 roundtrips per day; travel time 3 h 30 min from Marseille, 6 
h 21 min from Nice 
 • Geneva - Paris: up to 8 roundtrips per day; travel time 3 h 8-13 min 
 • Lausanne - Geneva - Paris: 1 roundtrips per week; travel time 4 h 4/11 min 
 • Lausanne - Dijon - Paris: 4 roundtrips per day; travel time 3 h 40 min 
 • In summer on Saturdays, runs through to Brig; travel time 6 h 
 • Bern - Basel - Dijon - Paris: 1 trip per day, travel time 4 h 27 min 
 • Paris - Dijon - Basel - Bern - Interlaken Ost: 1 trip per day, travel time 5 h 30 min 
 • Zürich - Basel – Mulhouse – Paris: 4 roundtrips per day; travel time 4 h 3 min from Zürich 
and 3 h 3 min from Basel 
 
Rolling stock 
 
For the route between Paris and Lausanne, Bern, and Zurich, new TGV Sud-Est tri-current 
trains are used, with 7 trains owned by SNCF and 2 owned by CFF (train nos. 112 & 114). 
Since summer 2006, 5 trains (nos. 110, 111, 113, 114, and 118) were renovated to offer a 
better quality of service. The maximum speed is attained on the LGV Sud-Est between Aisy-
sous-Thil (west of Dijon) and Valenton (near Paris). 
 
Service to Geneva is operated using "classic" TGV Sud-Est equipment; that is, bi-current sets 
relieved by TGV Duplex. Trains, with the exception of those running to Geneva, used to carry 
the Ligne de cœur logo; this has been slowly replaced in 2006 with the TGV Lyria logo and 
only the old red-border livery remains. The CFF logo was also added to their cars during April 
2006. 
Since the opening of the LGV Est in 2007, service to Basel/Zurich is run by the new TGV POS 
as well as renovated TGV Réseau trains. 
 

Thalys (Amsterdam, Holland) Thalys is an international high-speed train operator originally built around the LGV Nord high-
speed line between Paris and Brussels. This track is shared with Eurostar trains that go from 
Paris or Brussels to London via Lille and the Channel Tunnel and with French domestic TGV 
trains. Thalys serves Amsterdam and Cologne as well. Its system is managed by Thalys 
International (SNCF (62%), NMBS/SNCB (28%), and Deutsche Bahn (10%)) and operated by 
THI Factory (SNCF (60%), NMBS/SNCB (40%)).

Theodore T. Woodruff Company) Theodore T. Woodruff became Master Car Builder for the Terre Haute, Alton & St. Louis 
Railroad around 1855. In December 1856, Woodruff received two patents for a hinged, 
convertible car seat. The design allowed a two car seat to be converted from day coach use to 
two night time sleeping berths. Curtains were hung between and in front of the berths for 
privacy. 
 
He went back to Springfield, Massachusetts, where he had a car built by T.W. Wason & Co. 
using the seats. 
 
The New York Central began using the car in 1858, with Woodruff personally managing the 
car. While there, he met Andrew Carnegie, who sent him to see Thomas A. Scott, 
superintendent of the Pennsylvania Railroad, who encouraged Woodruff to organize a 
company to build and operate the cars. Woodruff organized T.T. Woodruff & Company, with 
Carnegie being one of the investors. The Woodruff car was withdrawn from the New York 
Central and adopted by the Pennsylvania Railroad for use on its run between Pittsburgh and 
Philadelphia. It met with great success, and by the end of 1858 eight of the midwestern 
railroads had Woodruff cars in service.  
 
The company was reorganized in 1862 by Andrew Carnegie as the Central Transportation 
Company in 1862 to operate cars designed by the Woodruff Sleeping and Parlor Coach 
Company, and to consolidate the assets and patents of a smaller competitor,  the E.C. Knight 
Sleeping Car Company.  
 
Most of Central Transportation's sleeping cars operated on the eastern roads-principally the 
Pennsylvania Railroad. Theodore Woodruff was the principal stockholder and his brother 
Jonah was a manager.  
 
Woodruff assigned his patents to the new company, as did several other inventors. But in 
1864 Woodruff assigned all his interests to one of the other stockholders and retired from the 
sleeping car business. 
 
In 1870, Central Transportation became involved with Pullman in a patent infringement suit 
and after costly litigation was leased to, and assigned most of its patent rights to, the 
Pullmans Palace Car Company. 

Thessaly Railways (Kalampaka, Greece) 3.0% Thessaly Railways (Greek: Σιδηρόδροµοι Θεσσαλίας) was a railway company in Greece, 
which owned and operated the metre gauge railway network of Thessaly and Pelion railway 
from 1884 to 1955, when the company was absorbed by the Hellenic State Railways. Today 
the term usually refers to the section of mainline between Domokos and Rapsani and its two 
branches, the West Thessaly branch to Kalambaka and the Volos branch. 
 
The network of Thessaly Railways consisted of the following lines: 
 
Volos—Velestinon. The line extended from Volos station to the city centre along Dimitriados 
Street. 
 
Velestinon—Kalampaka, connecting with the Athens-Larissa-Thessaloniki standard gauge 
mainline at Palaiofarsalos. This section had a maximum gradient of 3% between Velestinon 
and Aerinon. 
 
Velestinon—Larissa, terminating to the Thessaly Railways station, next to the mainline 
(standard gauge) station. 
Volos—Mileai (Pelion railway) 
 
Construction started in 1882 under the general management of chief engineer Evaristo de 
Chirico. The section from Volos to Larissa, 61 km long, was inaugurated on 22 April 1884 by 
King George I. The 142 km section from Velestinon to Kalambaka was completed on 16 June 
1886.

Third Avenue Raiway System (New York (3rd Ave), NY ) 34 The Third Avenue Railway Co. was the second largest street railway system in Manhattan. 
Originally constructed as the Third Avenue Railroad, that company subsequently expanded 
into the Bronx and Westchester County by acquiring street railways in those areas.

Thomas Iron Company Railroad (Hokendauqua, PA ) 4.0% A narrow gauge railroad was constructed to carry cinders from the blast furnaces. The railroad 
was originally horse powered, and later by a steam locomotive supplied by the Baldwin 
Locomotive Works around 1870 [2]. The railroad had a 4% grade.

Thrall Car Manufacturing Co. (Winder, GA )
Thrall Car Manufacturing Company (Chicago Heights, IL ) A.J. Thrall established the Union Wagon Company in 1916, selling used and reconditioned rail 

car components.[1] This became the Thrall Car Manufacturing Company in 1917. By mid-
century, under the leadership of Richard L. Duchossois, the company focused on building 
specialized freight cars, such as double-stack containers, covered hoppers, autorack cars and 
single-level trailer cars. In the 1980s, Thrall acquired five competing car manufacturers and 
became the largest such manufacturer of these cars in the United States. In 1984, 
Duchossois purchased the remaining shares of the company owned by the Thrall family, and 
the company then operated as part of Duchossois Industries. In the 1990s, Thrall had a 
production capacity of over 16,000 freight cars per year, with more than 3,000 employees. 
 
From 1997, a European subsidiary Thrall Europa manufactured wagons in York, UK (Thrall 
Europa, York works, closed 2002). In 2000, Thrall Europa acquired the railway vehicle 
manufacturer âKD Vagonka Studénka (Czech republic), renamed Thrall Vagonka Studénka, 
a.s..(In 2006 Trinity Industries sold off its European operations to International Railway 
Systems) 
 
The closely held company was sold to Trinity Industries, based in Dallas, Texas, in 2001. The 
company was subsequently renamed Trinity Rail Group, LLC.

Thurso & Nation Valley Railway (Thurso, QC Canada) 56 9.0% This railway was organized by the Singer Company (Singer Sewing Machines) of Boston. 
Singer needed a low cost supply of wood for its cabinets, which was found in a tract of timber 
north of Thurso. The railroad was built to haul logs from the timber tract to a lumber mill that 
Singer built in Thurso.  The mainline was scrapped in 1986, but the line continued to provide 
switching services in Thurso after that time.

Tianjin Metro  (Tianjin, China) 98 # Stations in system = 76
Tiffany Refrigerator Car Co. (Chicago, IL ) The Tiffany Refrigerator Car Company was founded, using a patented design developed by 

Joel Tiffany. Tiffany's design related to providing a means of circulating cooled air within an 
insulated car. The design became immediately popular, and he is often credited with being the 
father of refrigerated railroad cars, even though there were many refrigerated cars that had 
been placed in service prior to the founding of this company. Tiffany's company had its cars 
manufacturered by other companies.  The Tiffany design featured the use of an overhead, V-
shaped ice tanks. Water that formed as the ice melted was collected at the end of the car. The 
cars were known for being highly efficient, requiring less ice than other competing products. 
The cars became very popular, with over 3,000 being in use. Other more successful designs 
were subsequently developed, and by 1890, the cars in use began to decline.  
 
In 1879, the National Tube Works constructed a series of "iron framework" refrigerator cars for 
the Tiffany Refrigerator Car Company under license to the La Mothe Manufacturing Company, 
which held the patent for an iron pipe car design. The cars were used on a number of 
railroads. [3]

Timken Roller Bearing Company (Canton, OH ) The Timken Roller Bearing Company was one of the first to introduce roller bearings for 
railroad cars. Their roller bearings revolutionized the railroad industry, improving safety and 
allowing higher speeds.

Tokyo Metro  (Tokyo, Japan) 121 # Stations in system = 179
Tokyo Metropolitan Bureau of Transportation (Tokyo, Japan) 68 6.7% The Toei Subway uses three track gauges: 1,067 mm, 1,372 mm and 1435 mm (the latter is 

standard gauge - 4 ft 8 1/2"). [1] The Toden Arakawa Line (Tokyo Sakura Tram), operated by 
TMBT has a grade of 6.7%. [2, 3]

Toledo & Ohio Central Railway (Toledo, OH ) 446 The Toledo & Ohio Central was an important transportation link connecting the Great Lakes 
Ore and Coal docks at Toledo, Ohio with the coal fields in southeastern Ohio and West 
Virginia at Charleston and Gauley Bridge. The line became part of the New York Central partly 
to supply the coal needed to operate the New York Central's steam engines. 

Toledo, Cincinnati & St. Louis Railroad (Toledo, OH ) 783 The 783 mile narrow gauge Toledo, Cincinnati & St. Louis Railroad  was formed by the direct 
or indirect mergers of the The Delphos & Kokomo Narrow Gauge Railroad, built in 1877; the 
Delphos, Bluffton & Frankfort Railroad, the Toledo, Frankfort & St. Louis Railroad, the Dayton, 
Covington & Toledo Railroad, the Cincinnati & Northern Railroad, the Dayton & Southwestern 
Railroad, the  Toledo & Grand Rapids Railroad, and Toledo & Maumee Railroad.  The Toledo, 
Cincinnati & St. Louis Railroad Company narrow gauge railroad lines extended from Toledo, 
Ohio, to St. Louis, Missouri, with a branch from Delphos, Ohio, to Cincinnati, and a branch 
from this line at Dayton, Ohio, to Ironton on the Ohio River. The corporation quickly became 
hopelessly insolvent, and fell into receivership on June 28, 1884, being foreclosed in 
December 1885 was reorganized by disposing of its Cincinnati branch, with the remaining 
lines being representing the Toledo, St. Louis & Kansas City, the "Clover Leaf" line. The 
Clover Leaf system eventually became part of the Nickel Plate. The Toledo, St. Louis & 
Kansas City began the process of converting the various lines to standard gauge, a process 
that took five years, being completed in 1890.  The Toledo, Dupont & Western Railway of 
Ohio, the Bluffton, Kokomo & Southwestern Railroad of Indiana, and the Toledo, Charleston & 
St. Louis Railroad of Illinois were consolidated to form the Toledo, St. Louis & Kansas City 
Railroads, with each railroad representing ownership of only the lines running within that 
particular state. The Toledo, Charleston & St. Louis Railroad of Illinois represented the portion 
of the consolidated line in Illinois.  The Dayton Divsion of the Toledo, Cincinnati & St. Louis 
was purchased by the Dayton & Northern Railway on or about April 23, 1886.  

Toledo, Peoria & Western Railway (Galesburg, IL ) 247 The Toledo, Peoria & Western mainline originally ran from Effner, IL to Warsaw. After a series 
of ownership changes, the current line runs from Galesburg, IL to Logansport, IN. In 1960, the 
Atchison, Topeka & Santa Fe and the Pennsylvania Railroad jointly purchased the line. The 
purchase extended the Pennsylvania RR's route to Keokuk, IA where it joined the Santa Fe. 
 
The Toledo, Peoria & Western Railroad was founded as the reorganization of the Peoria & 
Oquawka Eastern Extension to provide an east-west line connecting the Indiana-Illinois State 
line at Effner, and Warsaw, IL (opposite Keokuk, IA on the east side of the Mississippi River). 
The latter road was a predecessor of the Burlington Railroad. The line was operated in two 
divisions: the 1st from Effner to Peoria, and the 2nd from Peoria to Hamilton, on the 
Mississippi River. The western terminus was eventually changed to nearby Warsaw, IL.   
 
Following the completion of construction, the line was leased to Wabash, St. Louis & Pacific 
Railway for 49-1/2 Years from 5/22/1880; this lease was terminated in 1884, apparently 
because the road was placed in receivership.  The line was reorganized on October 29, 1886 
as the Toledo, Peoria & Western Railway, being reincorporated on March 22, 1887. In 1893, 
both the Pennsylvania Railroad and the St. Louis, Keokuk & Northwestern Railroad (controlled 
by the Chicago, Burlington & Quincy) companies acquired a large stock interest in the 
company, but the management and operation of the railroad remained independent.  
 
The St. Louis, Keokuk & Northwestern formed the "western extension" of the TP&W, providing 
a connection at Keokuk, IA, while the Pennsylvania Railroad provided the eastern connection 
for the TP&W.  In 1904,  the PRR affiliation can be seen in the TP&W passenger train 
schedules that appear in the PRR timetables of that era.     
 
Another reorganization occurred on April 1, 1927, whene the Toledo, Peoria & Western 
Railroad acquired the property of the Toledo, Peoria & Western Railway, sold at foreclosure 
auction on June 11, 1926.   
 
Ownership of the TP&W was purchased in 1960 and shared equally between the Santa Fe 
and the Pennsylvania Railroad. In 1976, the Santa Fe bought out the Pennsylvania's interest, 
and merged the TP&W into the Santa Fe on Jan 1, 1984. Then on Feb 1, 1989, the Santa Fe 
sold its interest to the Delaware Otsego Corp, who subsequently sold to RailAmerica in 
September 3, 1999.   ICC Valuation Reports Vol 134 indicate the TP&W was jointly controlled 
with the Pennsylvania Company Terminal Railroad Assn of St. louis, jointly controlled with the 
B&OS-W, CB&Q, CRI&P, Chicago & Alton, CCC&StL, IC, L&N, MP, MK&T, PCC&StL, StLSF, 
StLSW, SR, and Wabash.  On October 28, 2004.  the Surface Transportation Board (STB) 
approved the application of Pioneer Rail Corp  (Keokuk Junction Railway) to acquire the 
assets and 76 miles of track from the west end of the Toledo Peoria and Western Railway 
(TPW)  from LaHarpe to Peoria, Illinois. The Keokuk Junction completed the acquisition on 
February 11, 2005.

Toledo, St. Louis & Kansas City Railroad (Toledo, OH ) 550 The Toledo, St. Louis & Kansas City Railroad is the successor to the Main Line and the St. 
Louis Division of the Toledo, St. Louis & Cincinnati Railroad which was sold at foreclosure 
12/30/1885.   Built as 3 foot narrow gauge line: Toledo, Delphos & Burlington. The line was 
completed to East St. Louis in 1883, and was named the Toledo, St. Louis & Kansas City in 
1886. When construction was completed in 1883, the Clover Leaf was part of a 1,600 mile 
chain of narrow gauge railroads that ran between Toledo, and Ironton, OH and the Brazos 
River west of Houston, TX. The Clover Leaf was the longest narrow guage railroad east of the 
Mississippi. (from "Mattoon and Charleston Area Railroads", by Craig Sanders http://
books.google.com/books?id=HeoXblcqcicC (pp 89).  The property was then standard gauged 
and reorganized as Toledo, St. Louis & Western in 1893, and merged into the Nickel Plate in 
1923, which was subsequently acquired by the New York Central.  The New York Central 
Railroad and the Pennsylvania Railroad were merged to form the Penn Central Railroad on 
February 1, 1968. The Penn Central entered bankruptcy on June 21, 1970. Following the 
bankruptcy of the Penn Central and other lines, the US Government, through the agency of 
the United States Railway Association, merged the bankrupt eastern lines into a new 
government funded corporation on April 1, 1976: Conrail.  

Toledo, St. Louis & Western Railroad (Toledo, OH ) 450 The Toledo, St. Louis & Western Railroad line from Toledo to St. Louis and took nearly ten 
years to build. Eventually, it would take the acquisition of fourteen different sections of line to 
complete the planned route between Toledo and St. Louis. Many of the lines that formed the 
Toledo, St. Louis & Western were narrow gauge lines, not built to the standards needed for 
high speed travel. The first railroad to be constructed in this network of lines was the Toledo & 
Maumee, which build a seven mile line in 1874 alongside the Miami & Erie Canal near Toledo.  
The last portion of the line from Charleston to St. Louis was not completed until 1882.   
 
The Toledo, Cincinnati & St. Louis Railroad encountered financial problems almost as soon as 
it opened and was reorganized on June 12,1886, as the Toledo, St. Louis & Kansas City 
Railroad, after selling its Cincinnati line. It was at this time that the Clover Leaf was born. The 
Toledo to Frankfort, Indiana line was widened to the standard gauge in the following year. 
Another two years would be required before the Frankfort-St. Louis portion was completed.  
 
History    
 
The TStL&W originated with the Toledo, Cincinnati and St. Louis Railroad, a company formed 
in February 1881 as a consolidation of several smaller, narrow gauge lines connecting the 
Ohio cities of Toledo and Cincinnati with St. Louis, Missouri. Soon in financial difficulties, the 
company dropped its Cincinnati arm and reorganized in June 1886 as the Toledo, St. Louis 
and Kansas City Railroad and over the next two to three years widened its lines to standard 
gauge.  The following constituent companies formed the Toledo, St. Louis & Kansas City 
Railroad:   • Toledo, Dupont and Western Railway of Ohio  • Bluffton, Kokomo and 
Southwestern Railroad of Indiana  • Toledo, Charleston and St. Louis Railroad of Illinois 
 
The Toledo, St. Louis and Kansas City was reorganized in 1900 and renamed as the Toledo, 
St. Louis and Western Railroad. It operated 450.72 miles of line between Toledo and East St. 
Louis. The Clover Leaf became part of the larger New York, Chicago and St. Louis Railroad 
(the "Nickel Plate") on December 28, 1922.[1][2]  

Toledo, Wabash & Western Railroad (Toledo, OH ) 678 When organized, the Toledo, Wabash & Western was one of the largest railroads in the west 
at that time. [3]Tonopah & Tidewater Railroad (Ludlow, CA ) 169 Incorporated, July 19, 1904, to build a railroad from Ludlow, California to Tonopah, Nevada, 
about 200.00 miles. On July 25, 1933, Company was authorized by ICC to abandon operation 
of 25.68 miles of line extending from Ludlow to Crucero, all in San Bernardino County, 
California. Controlled by Borax Consolidated, Ltd, London, England.   
 
The Tonopah & Tidewater was constructed by the Pacific Coast Borax Company to connect 
the Lila C. Mine near Death Valley Junction, NV with the company's borax refinery in Los 
Angeles by using one of the major railroads that ran nearby to perform the line haul to Los 
Angeles. It connected with the Las Vegas-Tonopah Railroad at Death Valley Junction to 
service the Ryan and Lila C. borax mines near Ryan during the years 1914-28. The Tonopah 
& Tidewater, the Bullfrog Goldfield, and the Tonopah & Goldfield Railroads provided a through 
route between Ludlow, where a connection with the Atchison, Topeka & Santa Fe was made, 
and the gold mines at Tonopah. 
 
The Las Vegas-Tonopah Railroad was later merged into the Tonopah & Tidewater.   
 
The Pacific Coast Borax Company was founded by Francis "Borax" Smith, who made a 
fortune in the Borax mining business. The process of selecting a rail partner, and selecting the 
route proved to be more difficult than anticipated. The railroad's first choice was to connect 
with the San Pedro, Los Angeles & Salt Lake Railroad, which had been founded by Senator 
William A. Clark, who had his own mining interests along with the railroad. Clark agreed to 
connect with the Tonopah & Tidewater at Las Vegas, and then backed out of the deal after the 
T&T had begun construction of its line. The T&T then selected the Santa Fe Railroad at 
Ludlow, CA as the connecting point. Ludlow was 55 miles eas of Barstow on the Santa Fe 
mainline. Beatty was located near the California-Nevada border, 110 miles northwest of Las 
Vegas.  Altho the Lila C. mine was depleted by 1915, new deposits of borax (called 
colemanite) were discovered in Death Valley, which continued to be a source of revenues for 
the railroad into the late 1920's. An even larger deposit was found east of Mojave at Boron, 
CA. Although the new deposit was larger than the previous mines, it was located off line, 
being served directly by the UP and the Santa Fe. As the Death Valley mine played out, it took 
the foturnes of the Tonopah & Tidewater with it.  The loss of its primary freight traffic source, 
and the onset of the Depression eventually led to the cessation of service in 1940.

Toronto Locomotive Works (Toronto, ON Canada) James Good established the first locomotive works in Canada.
Toronto Transit Commission (Toronto, ON Canada) 98
Tradepoint Rail (Baltimore, MD ) 100 Tradepoint Rail operates the largest privately owned rail yard on the East Coast with both 

CSX and Norfolk Southern access.Trail Creek Tramway Company (Trail, BC Canada) 4.8% This tramway connected the gold mines at Rossland with the smelter at Trail, BC. The line 
was converted to standard gauge by the Canadian Pacific Railroad after it purchased the line 
in 1898.

Trailer Train) TTX is the largest railroad car provider in the United States.
Trans Europ Express [Trans-Europe Express) The Trans Europ Express was an all-first class train, that required a supplemental payment. 

The trains operated between Germany, Switzerland, Italy and the Netherlands. Many of the 
trainsets had unusually modernistic designs for the times.

Trans-Asian Railway (Singapore, Republic of Singapore) 8,750 The Trans-Asian Railway (TAR) is a project to create an integrated freight railway network 
across Europe and Asia. The project is of the United Nations Economic and Social 
Commission for Asia and the Pacific (UNESCAP). 
 

Trans-Australian Railway (Kalgoorlie, Australia) 1,052 The Trans-Australian Railway crosses the Nullarbor Plain of Australia from Port Augusta in 
South Australia to Kalgoorlie in Western Australia. It includes a 478 kilometres (297 mi) stretch 
of dead-straight track, the world's longest.

Trans-Iranian Railway (Bandar Imam Khomeini, Iran) 2,570 7,270 2.8% The Trans-Iranian Railway was constructed originally to transport oil, linking the Caspian Seat 
at Bandar Turkmen with Bandar Imam Khomeini on the Persian Gulf. During World War II, the 
railroad played an importnat part in transporting military equipment and troops. In 1963, a line 
was added connecting Tehran to the mainline. During the period 1928-1938, the railroad 
contructed 2,569 miles of line.

Trans-Mongolian (Ulan-Ude, Russia) 1,376 The Trans-Mongolian Railway follows an ancient tea-caravan route from China to Russia and 
connects Ulan-Ude, on the Trans-Baikal (Trans-Siberian) railway in Russia, with the Chinese 
city of Jining, by way of Ulaanbaatar in Mongolia. 
 
Other important stops are Sükhbaatar, Darkhan, Choir, and Zamyn-Üüd/Erenhot (border 
crossing and gauge-changing station). The line was built between 1949 and 1961. In most of 
Mongolia, it is single track, and in China double track. The gauge is 1,520 mm (4 ft 11 
27⁄32 in) in Russia and Mongolia and 1,435 mm (4 ft 8 1⁄2 in) in China. There are important 
branches leading to Erdenet and Baganuur. 
 
History 
 
Railway development came late to Mongolia. Construction of the Trans-Mongolian line began 
in 1947, reaching Ulan Bator from the north in 1950 and the Chinese border in 1955. Before 
that the only railways in Mongolia had been a 43 km (27 mi) line (opened in 1938) connecting 
the coal mines at Nalaikh to the capital and a Soviet-built 236 km (147 mi) freight-only branch 
(completed in 1939) from Borzya on the Trans-Siberian Railway to Bayantümen, Dornod near 
Choibalsan in north-eastern Mongolia. 
 
Russian Irkutsk State University of Railway Engineering opened its Ulaanbaatar branch in 
June 2009. 
 
Operation 
 
The Mongolian Railway company Mongolyn Tömör Zam carries 80% of all freight and 30% of 
all passenger transport within Mongolia. In the aftermath of the 1990 Democratic revolution 
freight traffic was reduced by about half, but by 2005 had almost returned to previous levels. 
Passenger numbers had already reached the old levels again by 2001, with 4.1 million 
passengers. Most trains are headed by at least two locomotives. 
 
While Mongolian trains run on 1,520 mm (4 ft 11 27⁄32 in) (Russian gauge), China uses 
1,435 mm (4 ft 8  1⁄2 in) (standard gauge). For this reason through carriages between the two 
countries must have their bogies changed at the border. Each carriage has to be lifted in turn 
to have its bogies changed and the whole operation, combined with passport and customs 
control, can take several hours. Freight wagons likewise have their bogies exchanged at this 
break-of-gauge. 
 
Ownership 
 
While state owned, there are plans to sell 51% of the shares to investors to finance the 
enlarged network. 
 
New lines 
 
In October 2014, the Mongolian government announced its intention to build large-scale 
transport infrastructure projects to boost mineral shipments from Russia to China via the 
Trans Mongolian Railway. A 547 km line will be constructed from Erdenet to Ovoot. "In 
addition this new railway will bring major economic and social benefits to Northern Mongolian 
provinces as economic development and regional integration is fast-tracked" said the 
managing director of Aspire Mining, the company in charge of the railway construction. 
 
Mongolian Railway State Owned Share Holding Company has received a license to build a 
new railway network to allow for exports of the mining sector in 2011. First phase of the 
construction will be a Dalanzadgad-Tavantolgoi-Tsagaansuvarga-Zuunbayan-Sainshand-
Baruun Urt-Khoot-Choibalsan alignment about 1100 km long in Russian gauge. 
 
As of spring 2012, MTZ SOSC began the construction work. 
 
One smaller line already attaches to the Chinese network in western Mongolia from Nariin 
Sukhait (coal mine) to Shiveekhüren (Chinese border) for 45 km. 
 
Further lines planned are Ukhaa Khudag (part of the Tavan Tolgoi coal field) - Oyu Tolgoi 
(copper/gold mine) - Gashuun Sukhait (Chinese border) of ca. 260 km in Chinese gauge. 

Trans-Siberian Railway (Moscow, Russia) 5,772 From the very beginning, the Trans-Siberian Railway was "larger and more costly than any 
project in the world". Experts have estimated that it cost $50 Billion in today's money to build 
the railroad. 

TransAdelaide (Adelaide, Australia) 87 TransAdelaide was a publicly owned corporation which provided suburban train and tram 
services in Adelaide, South Australia, under contract to the Government of South Australia. 
 
Between 4 July 1994, and 22 April 2000, TransAdelaide also operated local bus services in 
Adelaide. All metropolitan bus routes have since been transferred to private companies such 
as Torrens Transit, but TransAdelaide retained the contract to maintain and operate the rail 
system until at least April 2010. 
 
TransAdelaide was part of the Adelaide Metro public transport system. Adelaide Metro is a 
trading brand of the S.A. Government’s Office of Public Transport, which provides funding, 
coordination and a central publicity and marketing service for public transport in the city. 
Adelaide Metro also administers the Metroticket system, which allows unlimited transfers 
between all buses, trains and trams in the Adelaide metropolitan area within a ticket’s period 
of validity. 
 
TransAdelaide was abolished in late 2010, and its staff and functions were transferred to the 
newly created Office of the Rail Commissioner. 
 

Transco Railway Products Inc. - Bucyrus (Bucyrus, OH ) Transco was founded in October 1936, with its business mainly focused on servicing the 
railroad industry. In 1984, the company was restructured, with Transco Inc. now serving as the 
parent company for a number of subsidiary corporations, including Transco Railway Products 
Inc., Transco Products Inc., and Advance Thermal Corp.  
 
Transco Railway Products Inc. has its corporate offices in Chicago, Illinois and operates 
seven separate manufacturing facilities located strategically in major rail transportation 
corridors.   
 
Transco currently operates 8 railway car repair plants    
 
- Miles City, MT 901 N. Lake Avenue, Miles City, MT 59301 Ph: (406) 232-1527  
- Sioux City, IA 733 Cunningham Drive Sioux City, IA 51106 Ph: (712) 233-2696  
- Oelwein, IA 300 7th Avenue N.W., Oelwein, IA 50662  Ph: (319) 283-5291  
- Logansport, IN 1331 S. 18th Street, Logansport, IN 46947 Ph: (574) 753-6226  
- Toledo, OH 4800 Schwartz Rd., Toledo, OH 43611 Ph: (419) 726-3383  
- Bucyrus, OH 820 Hopley Ave., Bucyrus, OH 44820 Ph: (419) 562-1031  
- Williamsport, PA 2483 Trenton Ave., Williamsport, PA 17701 Ph: (570) 322-3411  
- Buffalo, NY Rt. 179 & Milestrip Rd., Blasdell, NY 14219 Ph: (716) 824-1219 

Transcontinental Air Transport (New York, NY ) 2,647 Transcontinental Air Transport (T-A-T) was an airline founded in 1928 by Clement Melville 
Keys that merged in 1930 with Western Air Express to form what became TWA. Keys enlisted 
the help of Charles Lindbergh to design a transcontinental network to get government airmail 
contracts. Lindbergh established numerous airports across the country in this effort. 
 
History 
 
On July 7, 1929 transcontinental trips began. It initially offered a 51-hour train/plane trip with 
the first leg on the Pennsylvania Railroad overnight from New York City to Columbus, Ohio, 
where passengers boarded a Ford Trimotor aircraft at Port Columbus International Airport that 
stopped in Indianapolis, St. Louis, Kansas City, Wichita, and finally Waynoka, Oklahoma. 
There, passengers caught the Santa Fe Railway for an overnight trip to Clovis, New Mexico, 
where they would take a second Ford Trimotor flight to Albuquerque, Winslow, Az., Los 
Angeles, or San Francisco. Its slogan was "Harnessing the Plane and the Iron Horse." One-
way fare from New York to Los Angeles (including a lower berth each night on the train) was 
$338. 
 
Cynics were to deride its TAT abbreviation as "Take A Train." 
 
The Ford Trimotor service was one of the first to offer meals en route. It was also one of the 
first to be geared toward passenger service (while most airlines at the time were focused on 
transporting air mail). 
 
In 1929 it merged with Maddux Air Lines and in 1930, during what was to become the Air Mail 
scandal, it merged with Western Air Express to form Transcontinental & Western Air (T&WA) 
that later became TWA. 
 
First air crash 
 
On September 3, 1929 a westbound TAT flight crashed on Mt. Taylor in New Mexico, with loss 
of all aboard. The Associated Press said it was the first plane crash on a regular commercial 
land route. The September crash was the first of three serious accidents for TAT over the next 
five months. 
 
Museum 
 
The Western New Mexico Aviation Heritage Museum in Grants, New Mexico has a restored 
light and arrow which was used to direct pilots along the way. The Waynoka Air-Rail Museum 
has a nice history of this service as well (Wanoka, OK). 
 
From Wikipedia 
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
Transcontinental Air Transport—the combined railroad and air transport line that was first 
planned more than a year ago—is to begin its operation with full service on daily schedule on 
July 8, when the "Airway Limited" of the Pennsylvania will leave Pennsylvania terminal, New 
York, for "Port Columbus," the new air-rail terminal near Columbus, O., with the first official 
load of air-rail passengers. At Port Columbus these passengers will be transferred to a Ford 
tri-motored plane destined again to turn back its passengers to railroad hands at Waynoka, 
Okla., where they are to embark on the Atchison, Topeka & Santa Fe to travel over night to 
Clovis, N. M. At Clovis passengers will again board a Ford tri-motor and to be flown to Los 
Angeles. 
 
There are a number of intermediate stops between Columbus and Waynoka and between 
Clovis and Los Angeles. The plane stops at Indianapolis, St. Louis, Kansas City and Wichita 
the first day and at Albuquerque, Winslow, Ariz., Kingman, Ariz., and Barstow, Cal., on its 
second day trip. The complete trip from coast-to-coast is made in from 48 to 49 hours. 
 
Meals are arranged so that dinner and breakfast are served in the dining car of the "Airway 
Limited," a Fred Harvey luncheon is served on the plane while en route between St. Louis and 
Kansas City, dinner at the Harvey House at Waynoka, breakfast at the Harvey House at 
Clovis and a Fred Harvey luncheon on the plane between Albuquerque and Winslow. 
 
The Planes 
 
The planes used on the route were designed to carry 15 persons, but in order to insure a 
maximum of safety, the T.A.T. has arranged that they shall carry only 10 with the remaining 
space given over to radio communication equipment and to accommodations for a cabin 
attendant whose sole duty it is to make passengers comfortable. 
 
The planes are metal throughout, the fuselage being of steel tubing, while the covering is of 
corrugated duralumin. They have a wing span of 77 ft. 10 in., a length over-all of 48 ft. 10 in., 
and a height of 13 ft. 8 in. They are equipped with three Pratt & Whitney "Wasp" motors, 
having a total horsepower of 1250 to 1300. The planes are designed to make level flight 
possible on one motor. They will be perfectly maneuverable in flight on two. They weigh 7800 
lb., empty and the total weight loaded amounts to 13250 lb. They are capable of lifting more 
than that, but all loads are adjusted so that there is constantly a large factor of safety. With the 
normal gasoline load aboard of 277 gal., they have a cruising radius of 500 miles. Operation 
was begun with 10 of these ships representing an investment of about $650,000. 
 
The selection of pilot personnel occupied a period of several months and was based on a 
survey of the entire country. As a result, the average flying time of the first pilots is about 
3,000 hours, including an average of 500 hours on tri-motored planes alone. These pilots 
have, so far as possible, been assigned to the particular section of the country with which they 
are familiar, both as to topography and weather conditions. There are 16 first pilots, and an 
equal number of second pilots, all of the latter being graduates of Kelly Field, the Army 
training school and are skilled in the operation of all types of ships and the use of the radio. In 
the air, the second pilot will handle the radio transmission and fly the plane at the order of the 
first pilot whose word is final in all matters pertaining to the ship and passengers while in flight. 
The problem of doubtful flying weather will be solved by a board consisting of the first pilots, 
the 
weather man and the general superintendent.  
 
The idea for a line of this kind had been in the minds of several people for some time, one of 
whom was Colonel Paul Henderson, formerly assistant postmaster general in charge of air 
mail. Colonel Henderson is now vice-president of the T.A.T. The beginnings of the present 
service were evolved by Colonel Henderson, D. M. Scheaffer, chief passenger transportation, 
of the Pennsylvania, C. M. Keys, president of the Curtiss Aeroplane & Motor Company and a 
leader today in the field - of aeronautical organization and finance.  
 
Following the success of Colonel Charles Lindbergh's flight to Paris and the public enthusiasm 
aroused it was felt the time was ripe to 
launch the plan. Conferences with railroad officers were held and it was decided to send C. H. 
Mathews, Jr., then assistant general traffic manager and C. E. McCullough, then general 
passenger agent, of the Pennsylvania, to Europe to study the air transportation of passengers 
abroad. [Mr. Mathews is now general traffic managerpassenger and Mr. McCullough is 
passenger traffic manager at Chicago.] The Pennsylvania took an active and financial interest 
in the new enterprise and the Santa Fe extended its co-operation to the new line. The Santa 
Fe today is handling passengers in the western part not only of the T.A.T. air-rail service, but 
the New York Central and Universal Airlines system, known as the "Great Circle Route." 
 
The Passenger Is Made Comfortable 
 
W. W. Atterbury, president of the Pennsylvania, in a statement for Airway Age, said that, 
relative to the inauguration of the new service on July 8, "Those of us who are in the railroad 
industry feel highly gratified by this development. It illustrates our belief that railroads cannot 
stand still. Railroad service today is better than ever before in the country's history, but the 
railroads are not resting upon the efficient fulfillment of the needs of the moment. 
 
"It seems to me that today the term 'railroad' does not adequately describe the scope of 
transportation service that the railroads render. Railroad operations now include the airplane, 
the motor bus and the motor truck. We are prepared to offer the traveling public the kind of 
service best adapted to its needs. 
 
"Just as we have found that, in many instances, freight and passenger traffic over short 
distances can be handled more effectively by motor truck and motor bus, likewise we realize 
that the speedier transportation achieved by the airplane offers another desirable service over 
the distances of the United States. 
 
"The railroads will remain, of course, the backbone of the nation's transportation system. We 
recognize, however, that we can co-ordinate these other forms of transportation into the 
railroad service as a whole. In this way, also, the Pennsylvania Railroad guarantees to its 
traveling public the maintenance of the high standards 
that govern the operation of Pennsylvania trains. 
 
"The entrance of the airplane in the transportation field affords a further form of speed and 
flexibility to the utilization of the world's resources. It will be only a question of time before this 
Transcontinental rail-air service will be supplemented by branch lines extending to many of 
the off-line cities." 
 
W. B. Storey, president of the Atchison. Topeka & Santa Fe. in a statement for Airway Age. 
said: 
 
"Expedited transportation of passengers by airplane is an accomplished fact. Riding in the air 
has come to stay. 
"As yet the possibilities of this new service are not fully developed. Great speed already is 
assured, with attendant saving of time. Such travel comforts as a somewhat limited space 
permits are provided. American inventive genius can be trusted to achieve many things which 
now may seem problematical. 
 
"Notwithstanding the competition that may develop later, we of the railroads are not worried. In 
fact, we are working in close co-operation with the big air transport companies. Because air 
travel by night is as yet unsatisfactory, it has been found desirable to offer the public a 
combination train-plane trip for long distances, using the air by day and steel rails by night. 
The Santa Fe is party to several such combinations, three of them spanning the continent 
from New York or Chicago to Los Angeles. By the train-plane a passenger who is in a hurry 
and yet prefers a Pullman for night journeys, can make the transcontinental trip in only two 
nights from New York and one from Chicago. Our part in the transaction consists in taking any 
business offered. While we might prefer to carry travelers 'Santa Fe All the Way.' we are glad 
to carry them for shorter distances, wherever they take our rails, and whether they get off an 
airplane or motor car to do so." 
 
He added: "Frankly, I do not believe the airplane will revolutionize travel between the Atlantic 
and Pacific, any more than the motor bus has done so. It will, however, enable those who 
must save time for business or other reasons to accomplish that end. The tourist on pleasure 
bent still will use our trains, for the most part, either all the way or for a considerable leg of the 
journey. We think there will be enough business of this kind to go around." 
 
Officers and Directors 
 
As organizers, the Transcontinental Air Transport had the Pennsylvania railroad, the National 
Air Transport and groups of men associated with the following companies: Curtiss Aeroplane 
& Motor Company, Wright Aeronautical Corporation. Blair & Company, plus a group of 
bankers headed by H. M. Bixby and Harry B. Knight, both of St. Louis. 
 
The directorate chosen to conduct the affairs of the corporation comprises: Harold M. Bixby, 
vice-president the State National Bank, St. Louis, Mo.; Henry Breckinridge, of Breckinridge & 
Shonk, attorneys; Howard E. Coffin, chairman, National Air Transport, Inc., and director. 
National Aviation Corporation. North American Aviation, National Aviation Corporation, Curtiss 
Flying Service. Inc.; Chester W. Cuthell, of Cuthell, Hotchkiss & Mills, attorneys, director. 
Curtiss Aeroplane & Motor Company, Inc., Curtiss Flying Service, Inc., National Aviation 
Corporation, North American Aviation, Inc.; Thomas Dysart of Knight, Dysart & Gamble. St. 
Louis, director. North American Aviation, Inc.; Thomas V. Eastland, of Bond & Goodwin & 
Tucker, Inc., San Francisco, director. Aviation Corporation of California, North American 
Aviation, Inc.; Julien I.. Eysmans, vice-president of the Pennsylvania in charge of traffic; Fred 
Harvey, of Kansas City, representing the hotels and restaurants along the Santa Fe route; 
Paul Henderson, vice-president, National Air Transport, Inc., director, National Air Transport, 
Inc., North American Aviation, Inc.; Richard Hoyt, of Hayden, Stone & Company, chairman of 
board, Wright Aeronautical Corporation; Leonard Kennedy, vice-president, Curtiss Aeroplane 
& Motor Company, Inc., director National Air Transport, Inc., National Aviation Corporation, 
Curtiss Flying Service, Inc., North American Aviation, Inc.; C. M. Keys, of C. M. Keys & 
Company, president, Curtiss Aeroplane & Motor Company, Inc., president North American 
Aviation, Inc., director, National Air Transport, Inc., National Aviation Corporation, Curtiss 
Flying Service, Curtiss Aeroplane & Motor Company, Inc.; Harry B. Knight, of Knight, Dysart & 
Gamble, St. Louis, Mo.; Charles L. Lawrance, president. Wright Aeronautical Corporation, 
director, National Air Transport, Inc., National Aviation Corporation; Walter Marvin, of Hemphill, 
Noyes & Company, director, Curtiss Flying Service, Inc., National Aviation Corporation. North 
American Aviation, Inc.; William B. Mayo, Ford Motor Company; Earle H. Reynolds, president, 
National Air Transport, Inc., president, Peoples Trust & Savings Bank, Chicago, director, 
Curtiss Flying Service, Inc., North American Aviation, Inc., National Aviation Corporation; 
Daniel M. Sheaffer, chief of passenger transportation of the Pennsylvania; James C. Willson, 
of J. C. Willson & Company, Louisville, Ky., president, National Aviation Corporation, director, 
Curtiss Aeroplane & Export Corporation, Curtiss Flying Service, Inc., North American Aviation, 
Inc.; William H. Vanderbilt, capitalist, director, Curtiss Flying Service, Inc., and North American 
Aviation, Inc. 
 
Ref [3] 

Transdev (Lombard, IL ) Transdev was an international public transport group based in Issy-les-Moulineaux near Paris, 
France and operating in several countries. Originally created as Société centrale pour 
l'équipement du territoire in 1955 and developing transportation activities since 1973, 
Transdev was a subsidiary Caisse des Dépôts et Consignations, a French stated-owned 
financial institution.[1] On March 3, 2011, the group merged with Veolia Transport, one of its 
main competitors, into Veolia Transdev.[2] During 2013, Veolia Transdev was renamed 
Transdev, recognising the planned withdrawal of Veolia Environnement from ownership of the 
group. As part of this merger, the RATP Group, a minority shareholder in Transdev, took direct 
ownership of a number of former Transdev operations in lieu of a cash payment. 
 
Transdev, formerly Veolia Transdev, Currently is a French-based international private public 
transport operator with operations in 19 countries. 
 
History 
 
The Transdev group was formed by the merger of Veolia Transport and Transdev on 3 April 
2011. Veolia Environnement and Caisse des Dépôts et Consignations (CDC) had 50% 
shareholdings. It was initially planned for the company to be sold by an initial public offering, 
potentially accompanied by a rebranding, within 12 months of the merger. 
 
On 6 December 2011 Veolia Environment, seeking to reduce debt and focus on its core 
businesses of water, waste and energy, announced a €5bn divestment program over 2012/13 
that would include a sale of its share in Veolia Transdev within two years. At the time of the 
announcement, Veolia Transdev declared its intention to concentrate on four main markets 
(France, the Netherlands, Germany, United States), to develop UK, Asia and Australia and to 
divest from other countries and other activities amounting to about 9-10% of global revenue in 
2012/13. 
 
After this announcement, the Caisse des Dépôts et Consignations, for its part, officially 
reiterated its commitment to Veolia Transdev and its continued support as a shareholder to 
the group's development. 
 
In early 2012 it was reported that Cube Infrastructure, a fund controlled by the French bank 
Natixis (Groupe BPCE), was likely to acquire about half of Veolia's stake in Transdev. The 
Caisse des Dépôts would take over the other half. This was not implemented, but instead, 
Caisse des Dépôts acquired 10% of the shares from Veolia in October 2012. Following the 
sale of Transdev subsidiary SNCM in late 2015, CDC and Veolia continued talks about selling 
Veolia's stake in the joint venture. 
 
In 2013 CEO Jérôme Gallot confirmed Veolia Transdev would consolidate its operations down 
to 17 countries. Veolia Transdev has since been renamed to simply Transdev, but it is 
important to note that this is a different entity to the Transdev that Veolia Transport merged 
with in 2011, due to the partial ownership by Veolia Environnement and increased number of 
subsidiary operating companies as a result of that merger. 
 
Transdev is organised into seven geographical areas (strike-through countries were former 
operations): 
 
France 
Benelux (Netherlands, Belgium) 
North America (USA, Canada) 
Germany and Central Europe (Croatia, Poland, Czech Republic, Serbia, Slovakia, Slovenia) 
UK and Northern Europe (Finland, Ireland, Sweden) 
Asia and the Pacific (Australia, China, South Korea, India, New Zealand) 
Southern Europe and the rest of the world (Chile, Colombia, Israel, Morocco, Portugal, Spain) 
 
Operations in France 
 
Transdev's subsidiary Société Varoise de Transports (SVT) operates two lines of the Bouches 
du Rhône district network since 1 January 2014, serving a population of more than one million 
inhabitants. 
 
Transdev owned 66% of SNCM, a French ferry company operating in the Mediterranean. 
However, as of 2014, Transdev was planning to sell its shares. SNCM was finally sold to a 
Corsican firm Rocca Group in late 2015 and was renamed Maritima Ferries in January 2016. 
 
Thello (see Italy section) operates trains between Italy and France; Transdev relinquished its 
33% holding in 2016. 
 
In July 2015, Transdev commenced operating 17 coach routes under the Isilines brand to 
coincide with the deregulation of the French coach market. 
 
Operations in Benelux 
 
Veolia Transport Nederland 
 
Transdev Netherlands is made up of three operations, Connexxion, Veolia Transport 
Nederland and Witte Kruis. It was set up in December 2015 to group the three operations 
together under one brand, after bringing Connexxion and Veolia Transport Nederland under 
one management earlier in May that year. Each operation continues to exist separately with 
its branding unchanged. This arrangement was planned ever since the global rebranding of 
Veolia Transdev in 2013. 
 
Connexxion is owned by Transdev-BNG-Connexxion Holding BV (TBCH), a consortium 
between Transdev (75% as of 2012), BNG Bank (25% as of 2012) and Connexxion Holding 
N.V. The consortium used to own 66.7% of shares until they bought the remaining 33.3% of 
shares from the Dutch state in February 2013. 
 
Veolia Transport Nederland operates bus, train and ferry services around Netherlands since 
1997. Witte Kruis (Dutch for White Cross) is Transdev's mobile care organization in 
Netherlands. 
 
Former operations 
 
Belgium 
 
In Belgium, Veolia Transdev's operations were known as Veolia Transport Belgium (VTB). 
VTB was sold to a consortium consisting of Cube Infrastructure and Gimv in March 2014. 
 
Operations in North America 
 
Transdev North America, formerly Veolia Transportation until August/September 2014, is the 
North American business unit of Transdev. It operates a number of public transport services 
across the United States and Canada. 
 
Transdev North America's operations can be split into four divisions: Transit (buses and 
paratransit), Rail (trains and light rail), On-Demand (airport shuttles, taxis, private sedans and 
charter bus services) and IntelliRide (healthcare-related transportation). 
 
Other North American operations inherited from the old Transdev were never part of Veolia 
Transportation and therefore are not part of Transdev North America. 
 
Canada 
 
In April 2005 Veolia were awarded the contract in York Region in suburban Toronto, Ontario, 
Canada running the bus rapid transit (BRT) naming the routes VIVA and joining with York 
Region Transit (YRT) as a one fare transit system. 
 
York BRT Services L.P is the Transdev North America Canadian subsidiary responsible for 
operations in York Region: 
 
York Region : York Region Transit's Vaughan routes and Viva Rapid Transit (Purple, Orange, 
Green, Pink and Blue) routes 
 
Other Canadian operations 
 
Transdev also operates Limocar, a coach operator in Quebec, Canada. It was inherited from 
the old Transdev and hence is not part of Transdev North America operations. 
 
United States 
 
Transdev North America US' operations include: 
 
Denver, Colorado : Regional Transportation District (RTD) routes throughout the metro-wide 
District. The contract has been renewed for a three-year term from 2014 with two (one-year) 
options. 
Las Vegas: Paratransit service under contract to Regional Transportation Commission of 
Southern Nevada (RTC) since early August 2014 
Arcadia, CA: Approximately half of Foothill Transit's services since October 5, 2014 (contract 
awarded in July 2014) 
Miami : Tri-Rail, a train system (contact won in 2007 by Veolia Transportation) in the Miami 
metropolitan area of Florida 
Napa County, California: Vine Transit 
Nassau County, New York: Nassau Inter-County Express (formerly MTA Long Island Bus) 
since January 1, 2012 
Phoenix, Arizona: Valley Metro Bus 
Redding: Redding Area Bus Authority. The contract has been extended for another 2 years 
from July 1, 2014. 
San Diego : San Diego Metropolitan Transit System bus routes and the SPRINTER DMU light 
rail system 
San Francisco: Manages 20 independent providers to operate paratransit services on behalf 
of the San Francisco Municipal Transportation Agency (SFMTA). 
 
Former operations 
 
Boston : Veolia Transportation operated the MBTA's regional commuter rail operations in 
conjunction with Bombardier Transportation and Alternate Concepts, Inc. as the 
Massachusetts Bay Commuter Railroad (MBCR) until 30 June 2014. MBCR lost the bid for 
the contract in 2013 and Keolis, the successful bidder for the contract, took over operations on 
1 July 2014. 
 
Operations in Germany & Central Europe 
 
Germany 
 
Transdev GmbH operates buses and trains in Germany. It was renamed from Veolia Verkehr 
GmbH in March 2015. 
 
Former operations 
 
Main article: Veolia Transport § Central Europe 
 
In Central Europe, Veolia Transdev's operations were known as Veolia Transport Central 
Europe GmbH (VTCE) and included operations in Czech Republic, Slovakia, Poland and 
Serbia. They were sold to Arriva in May 2013. 
 
Operations in the UK and Northern Europe 
 
Finland 
 
Transdev operates in Finland as Transdev Finland Oy. It was rebranded from Veolia Transport 
Finland Oy on 5 February 2015. 
 
Ireland 
 
Transdev operates Dublin's Luas tram system. Transdev Ireland was renamed from Veolia 
Transport Ireland in May 2013. 
 
Sweden 
 
Transdev, known as Transdev Sverige AB, operates a number of subsidiaries in Sweden. The 
company was rebranded from Veolia Transport Sverige AB on 2 February 2015.[39] Its 
subsidiaries are: 
 
Bussakuten 
 
Flygbussarna Airport Coaches, which operates coach services between Sweden's largest 
airports and the surrounding towns & cities, or charter services around Sweden. They also 
operates a few coaches to to various ferry terminals. 
 
Norrköping: Transdev operates the Norrköping tramway on behalf of Östgötatrafiken. 
 
People Travel Group 
 
Snälltåget, an operator which runs long distance trains from Malmö to Stockholm and 
Uppsala, in the winter season going further on to Åre, and the long distance train from Malmö 
to Berlin with train ferry via Trelleborg to Sassnitz in the summer season. 
 
Styrsöbolaget, a ferry company in Gothenburg, which operates the cross-river ferries 
(Älvsnabben) as well as the ferries to the south archipelago. 
 
Transdev also operates some local city bus networks or interurban lines on contract to the 
local authorities (Västtrafik). 
Transdev also won the tender to operate bus services in Umeå from 13 June 2016. 
 
Ceased contracts: 
 
Stockholm: Until April 2012, Veolia Transport (now Transdev) was running three tram 
networks (Lidingöbanan, Nockebybanan and Tvärbanan) and a local railway (Saltsjöbanan) in 
the city on behalf of SL. 
 
United Kingdom 
 
Transdev in Burnley & Pendle Wright Eclipse Gemini 2 bodied Volvo B9TL in Manchester in 
November 2013 
 
In the United Kingdom, Transdev operates Transdev Blazefield, Green Tomato Cars, Trident 
Niven, Black Car Service, Cabfind.com, and holds a 5% shareholding in Nottingham City 
Transport. 
 
Transdev Blazefield is a bus group with operations in Yorkshire and Lancashire. It has five 
operating subsidiaries: 
 
Blackburn Bus Company 
Harrogate Bus Company 
Keighley Bus Company 
Transdev in Burnley & Pendle 
Yorkshire Coastliner 
Transdev owns three car services in London. Green Tomato Cars is an environmentally 
friendly passenger car service in London and was established in 2006. Trident Niven, 
acquired in December 2012, is a London-based private hire company and has a fleet of 100 
cars. Black Car Service, established in May 2014, is a new corporate chauffeured car service 
in London, with a fleet of 150 black unbranded Volkswagen CCs (as of May 2014). 
 
Transdev also owns a 5% share in Nottingham City Transport, the largest municipal bus 
operator in England. 
 
Former UK operations 
 
Arrow Light Rail, a consortium between Transdev, Nottingham City Transport, Bombardier 
Transportation, Carillion, Galaxy and Innisfree, was contracted to build and operate the 
Nottingham Express Transit for 30.5 years from 9 March 2004. However, the contract was 
ripped up in 2011 when Tramlink Nottingham was selected as the preferred bidder for the 
construction of Phase 2 of the light rail. The last day of operations of Arrow Light Rail was 16 
December 2011, few months after the establishment of Veolia Transdev. 
 
Transdev also owned and operated London Sovereign, one of 20 bus operators serving 
London, until it was sold to RATP Group in April 2014. 
 
Operations in Asia and the Pacific 
 
Australia & New Zealand 
 
Transdev Brisbane Ferries CityCats on the Brisbane River 
 
Main article: Transdev Australasia 
 
Transdev Australasia operates: 
 
Buslink Vivo (50/50 joint venture with Buslink): Operates buses in Darwin 
Harbour City Ferries (50/50 joint venture with Transfield Services): Operates ferries on 
Sydney Harbour 
Transdev Auckland: Operates rail services in Auckland 
Transdev Brisbane Ferries: Operates ferries on the Brisbane River 
Transdev Melbourne: Operates buses in Melbourne 
Transdev NSW: Operates buses in Sydney 
Transdev Perth: Operates buses in Perth 
Transdev Queensland: Operates buses in Brisbane 
Transdev Wellington (in partnership with Hyundai Rotem): Operates trains in Wellington 
 
Transdev Sydney: Operates light rail in Sydney 
East Asia 
 
Veolia Transport-RATP Asia (VTRA) is a joint venture between Transdev and RATP Group, 
created in 2009 between Veolia Transport and RATP Dev. 
 
Currently, VTRA had no fixed name after Veolia Transdev's global rebranding in 2013. While 
the name VTRA still exists, such as when VTRA bidded for a bus contract in Singapore (but 
the sightseeing bus operations are already known to be operated by VTRA since September 
2014) and retained the name VTRA, other name variations have also been used. Hong Kong 
Tramways and RATP Dev refer VTRA by the name "RATP Dev Transdev Asia" (RDTA), while 
Transdev refers it as "Transdev RATPDev". 
 
Veolia Transport China Limited (VTCL) was a subsidiary of VTRA and was in charge of its 
operations in China (Nanjing and Hong Kong). Before VTRA was set up, VTCL was the 
Chinese subdiary of Veolia Transport, and had a joint venture with Nanjing Zhongbei since 
September 2008. This joint venture later was continued between VTRA and Nanjing 
Zhongbei. The VTCL name was not mentioned in Transdev, RATP or the old VTRA websites, 
but was instead mentioned in the Hong Kong Tramways website until it was revamped in 
2015. 
 
VTRA operates: 
 
Buses in Nanjing, China under a joint venture with Nanjing Zhongbei since September 
2008[60] 
Hong Kong Tramways on Hong Kong Island, Hong Kong since April 2009 (100% ownership) 
Mumbai Metro Line 1 in Mumbai, India since June 2014 
Seoul Subway Line 9 in Seoul, Korea since July 2009, under a contract that will last for 10 
years. The contact has been renewed for another 10 years in October 2013. 
Singapore Ducktours, which is a tourist bus company and also includes the Downtown Bay 
bus operations, one of the holders of City Sightseeing Singapore franchise. 
Shenyang Tramways in Shenyang, China since August 2013 
 
Former operations 
 
VTRA also owned Reolian who operated buses in Macau since August 2011 until July 2014, 
after the company filed for bankruptcy in October 2013. 
 
Operations in Southern Europe 
 
Italy 
 
 
Main article: Thello 
Thello was a joint venture between Transdev and Italian state owned railway company 
Trenitalia, operating train services between France and Italy. 
 
Portugal 
 
Transdev Portugal operates Metro do Porto light rail in Portugal, as well as bus and coach 
services all around Portugal. 
 
Spain 
 
Transdev is one of the few companies that make up TramMet, a joint venture company that 
operates two tram lines in Barcelona: Trambaix and Trambesòs. Transdev has 66% stake in 
the operating companies of the tram networks, and 5.53% of the concession companies. 
 
Additionally, Transdev, together with Saycr and Ineco, forms the Tenemetro, S.L., which has 
14% stake (Transdev 8.5%) of Metropolitano de Tenerife (MTSA), the operator of Tenerife 
Tram.This tram operation was passed down from the old Transdev. 
 
Operations in the rest of the world 
 
Colombia 
 
Transdev, in conjunction with three other operators, runs a 84 km right-of-way bus line of 
TransMilenio system in Bogotá. 
 
Chile 
 
Transdev operates Redbus Urbano in Santiago, Chile. It is Transdev's largest bus urban 
networks with revenues of more than 70 million euros in 2012. 
 
Morocco 
 
Transdev operates the Rabat-Salé tramway in Morocco for a contract of six years awarded 
2010, with operations started in May 2011. It is Morocco's first light rail service. Until Veolia 
Transdev's rebranding to Transdev in 2013, the Moroccan tramway was operated under the 
old Transdev's name and logo. 
 
Former operations 
 
Israel (light rail) 
 
Transdev inherited from Veolia Transport the Jerusalem Light Rail project that Veolia 
Environment had been trying to sell since at least 2009. 
 
As of December 2011, the agreed sale of the Jerusalem Light Rail to Egged was reported to 
have been held up by the Israeli state. Egged will however need Veolia's expertise for at least 
five years to run the light rail successfully. The sale was finally approved in August 2015. 
 
Israel (buses) 
 
Transdev also operated buses in Israel as Veolia Transport Israel (more commonly Connex 
Israel): 
 
Modi'in: Intercity and urban buses in a city located between Jerusalem and Tel Aviv.  
Formerly run by Margalit. 
Ashdod: Intercity buses to Tel Aviv and Gush Dan, and to Ashkelon. Formerly run by Egged 
Bus Cooperative. 
Tiberias: Urban and regional buses. Formerly run by Egged Bus Cooperative. 
Yavne: Urban buses. Formerly run by Egged Bus Cooperative. 
Lod: Urban buses and intercity buses to Tel Aviv. Formerly run by Egged Bus Cooperative. 
Bnei Brak: Intercity buses to Jerusalem. Formerly run by Dan Bus Company. 
The buses in Modi'in were sold to Kavim in July 2013, while the rest were sold to Afikim in 
September 2013. 
 

Transit Company, Limited (Toronto, ON Canada)
TransNamib (Namibia) 1,787 TransNamib is the national railway of Namibia.
Transnet (Johannesburg, South Africa) 18,848 Transnet  (South Africa) is the largest government owned railroad outside the U.S.
Transportacion Ferroviaria Mexicana, S.A. de C.V. (Mexcio City, MX 
Mexico)

2,500 Ferrocarriles Nacionales de Mexicano (previously known as Nacionales de Mexico) was 
owned by the Government of Mexico from 1914 to 1996. In 1995, the Government of Mexico 
began a program to privatize the railroads then owned by the Government of Mexico. During 
the period between 1997 and 1999, the Mexican Government reorganized Ferrocarriles 
Nacionales de Mexicano into a set of regional railroads, which were subsequently auctioned 
off into the following components:  Transportacion Ferroviaria Mexicana (TFM) Ferrocarril 
Mexicano (Ferromex) Ferrocarril del Sureste (Ferrosur) Ferrocarril Coahuila Durango (Linea 
de Coahuila Durango)(LFCD) Ferrocarriles Chiapas Mayab (Ferrocarril del Istmo de 
Tehuantepec replaced Ferrocarrilees Chiapas Mayab, after the latter rescinded its concession 
and ceased operation) Ferrocarril y Terminal del Valle de México (FTVM)  This railroad is the 
largest and most heavily used railroad in Mexico, and is the principal rail gateway between the 
U.S. and Mexico. The major lines include Mexco City, San Luis Potosi, Monterey, and Laredo, 
and from Matomoros, Brownsville and the port cities of Vera Cruz, Tampico, and Lazaro 
Cardenas.  TFM is a railroad located entirely in Mexico, operates from  Nuevo Laredo south to 
Monterrey, San Luis Potosi, Querataro, and Mexico  City, and, from the Querataro-Mexico City 
area, west to Lazero Cardenas  and east to Veracruz. TFM owns no U.S. property and does 
not operate in  the U.S.  (1) TFM (prior to May 9, 2003) held a 100% ownership  interest in 
Mexrail, was owned by Grupo Transportaci[oacute]n Ferroviaria Mexicana, S.A. de C.V. 
(Grupo TFM, which owns an 80% interest in TFM) and the Mexican Federal Government 
(which owned a 20% interest in TFM).  (2) Grupo TFM was owned by NAFTA Rail, S.A. de 
C.V. (``NAFTA Rail #1,'' which owned a 36.9% interest in Grupo TFM),  TMM Multimodal 
(which owned a 38.5% interest in Grupo TFM), and TFM (which held a 24.6% interest, with 
limited voting rights, in Grupo  TFM, its 80% parent).   (3) NAFTA Rail #1 was a wholly owned  
indirect subsidiary of KCS.  (4) TMM Multimodal was a 96.3%-owned  direct subsidiary of 
TMM Holdings, S.A. de C.V., which is itself was a wholly owned direct subsidiary of Grupo 
TMM, S.A. (Grupo TMM, a noncarrier).

Transports Publics Fribourgeois (Bulle, Switzerland) 33 5.0% The Transports Publics Fribourgeois Railway consists of a small city streetcar line of about 3 
miles, and a 48 km (30 mile) long narrow gauge network.Tredegar Iron Works (Richmond, VA )  In 1861, the company was the third largest iron works in the U.S. The company was an early 
producer of steam locomotives,, building about 70 steam locomotives between 1850 and 
1860.   By 1860, the Tredegar Iron Works was the largest of its kind in the South, and the 3rd 
largest in the U.S. At its peak during the Civil War, the company had of two rolling mills 
capable of producing 14,000 long tons of iron per year. 

Tren a las Nubes (Salta, Argentina) 130 13,850 The Tren a las Nubes is a tourist train service that runs along the eastern part of the Salta–
Antofagasta railway line of the Belgrano Railway that connects the Argentine Northwest with 
the Chilean border in the Andes. It is the fifth highest railway in the world. 

Tri-City Railway & Light Co.  (Davenport, IA ) 184 Davenport, Rock Island, Iowa and Moline and East Moline, Illinois, 85.50 miles.   The Tri-City 
Railway & Light Co. acquired the stocks in 1906 of the following: People's Power Co., Moline 
and Rock Island, Illinois. People's Light Co., Davenport, Iowa. Davenport Gas & Electric Co., 
Davenport, Iowa. Tri-City Railway Co.   Also the Davenport Suburban Railway Co., Davenport, 
Iowa. Moline, East Moline & Watertown Railway Co.   Incorporated March 31, 1906, in 
Connecticut, for the purpose of purchasing and holding the securities of public utility 
companies located in Davenport, la., and Rock Island, Moline and East Moline, IL. Has 
acquired all the capital stocks and a large proportion of the outstanding bonds of the following 
companies: Peoples Power Co. (Gas and electric lighting, Moline, East Moline, Silvis, 
Watertown, Hampton, Sears, Rapid City, Port Byron and Rock Island). Peoples Light Co. (Gas 
and electric lighting, Davenport). Tri-City Ry Co. of Iowa and Tri-City Ry Co. of Illinois (Electric 
transportation, Davenport, Bettendorf and Rockingham, Iowa, and Rock Island and Moline, 
IL.). Moline-Rock Island Manufacturing Co. ----- These companies own and operate, without 
competition, all the street railway lines (183.63 miles), all the gas plants (in 1921, sales about 
1,002,958,900 cu. ft.), and all the electric lighting companies in the contiguous cities of 
Davenport and Muscatine, la., Rock Island, Moline and East Moline, 111., and the gas and 
electric service in Iowa City, la. These cities, with the outlying suburbs of Watertown, Milan 
and Bettendorf, which are also served, have a population of approximately 209,000. The 
franchises of the constituent companies extend, with one relatively unimportant exception to 
1930 or beyond.  Railway Department.—The extension ordinances granted the Tri-City Ry Co. 
of Iowa and the People's Light Co. provided for the building of an interurban road to 
Muscatine. The Davenport & Muscatine RR Co. was incorporated during the year 1910 for 
this purpose, and road was placed in regular operation in Aug, 1912. The length of this road is 
about 30 miles, and cost approximately $1,000,000. The Davenport & Muscatine RR Co. 
purchased the property of the Iowa & Illinois Ry Co. and the Iowa & Illinois Ry Terminal Co. 
Jan 1, 1916, and the name was changed to the Clinton, Davenport & Muscatine Ry.  avenport 
& Muscatine Ry.—This company was incorporated in 1910, in la., and has constructed and 
equipped a line of electric railway extending from Davenport to Muscatine, la. The Davenport 
fit Muscatine Ry agreed to construct and to sell and transfer said line of railway, when 
completed, to the Tri-City Ry fit Light Co., or to a subsidiary company authorized to acquire 
and operate said railway. Funds for the construction of said railway were supplied through the 
issue of First and Refunding bonds described below.  COMPANIES CONTROLLED BY TRI-
CITY RY A LIGHT CO. CLINTON, DAVENPORT & MUSCATINE RY. (Controlled by Stock 
Ownership).—Inc. in 1910, in Iowa, as the Davenport & Muscatine Ry. On Jan 1, 1916, 
purchased the physical property and franchises of the Iowa & Illinois Ry Co. and the Iowa & 
Illinois Ry Terminal Co., subject to first mortgage 5% bonds outstanding of $1,063,000. all 
owned by Tri-City Ry & Light Co. All of the stock of the Iowa & Illinois Ry Co. and Iowa & 
Illinois Ry Terminal Co. has been cancelled. Length of track (city lines, 10 miles; interurban, 
Davenport to Muscatine, 30 miles), 40 miles; Davenport to Clinton, la., 38 miles. Gauge, 
standard. Rail, T, 70 lbs. Cars, 51. The line between Davenport and Muscatine was placed in 
regular operation in Aug, 1912. Power purchased from Moline-Rock Island Mfg. Co.   

Trinity Industries (Dallas, TX ) After World War II, the U.S. Department of Justice forced Pullman Inc. to divide its railroad car 
manufacturing and sleeping car businesses.   Pullman Inc. retained the Pullman-Standard Car 
Manufacturing Co. In 1980, Pullman Inc. was purchased by Wheelabrator-Frye Inc., a New 
Hampshire–based conglomerate. In mid-1981, Pullman, Inc., spun off its freight car 
manufacturing interests as Pullman Transportation Company. Several plants were closed and 
in 1984, the remaining railcar manufacturing plants and the Pullman-Standard freight car 
designs and patents were sold to Trinity Industries.Two years later, the Pullman Car Works 
closed. Most of its rail-car manufacturing assets and its remaining freight car plants were 
subsequently sold to Dallas-based Trinity Industries.

Trinity Industries, Inc. (Bill, WY ) During the period from 1958-1976, Trinity supplied components for rail tank cars. In 1977, 
however, they began building their own tank cars. Their products met with good success, and 
by 1980, they had become the 5th largest car builder in the country.  
 
Trinity was active in the mergers and acquisitions field, acquiring: 
 
  Pullman Standard – 1983 
  Greenville – 1986 
  Standard Forgings of Chicago – 1986 
  Ortner – 1987 
  Transcisco Industries – 1996 
  McConway and Torley – 1998 
  Thrall – 2001

Trinity North American Freight Car (Cartersville, GA ) The Cartersville plant was closed in 2009, resulting in the layoff of over 600 people. It was 
reopened on May 1, 2014. The current workforce in 2017 was abpit 300 people.Trinity Railway Express (Dallas, TX ) 34 The Trinity Railway Express links DFW Airport with downtown Ft. Worth and Dallas, 
coordinated with other commuter services provided by the Fort Worth Transportation Authority 
and Dallas Area Rapid Transit (DART). The line operates over former Rock Island trackage 
adapted for high speed commuter line using refurbished RDC's.  
 
The Trinity Railway Express (or TRE) is a commuter rail line in the Dallas–Fort Worth 
metroplex. It was established by an interlocal agreement between Dallas Area Rapid Transit 
(DART) and the Fort Worth Transportation Authority (The T). Each transit authority owns a 
50% stake in the joint rail project and contractor Herzog Transit Services operates the line. 
The TRE began operating in December 1996. 
 
As of the fourth quarter of 2014, the TRE has an average weekday ridership of 8,200 
passengers per day and is the fifteenth most-ridden commuter rail system in the United 
States. In 2014, the TRE carried 2,293,500 passengers. 
 
Before 2006, the TRE was typically shown as a green line on DART maps and therefore was 
sometimes referred to as the "Green Line," but this was not an official designation. In 2006, 
DART chose green as the color for its new light rail route, the Green Line. Since 2006, the 
TRE has been shown as a dark blue line on DART maps. 
 
History 
 
Named after the Trinity River, which flows between Fort Worth and Dallas, the TRE was 
launched on December 30, 1996, shortly after the inaugural service of Dallas' DART Light Rail 
system, operating from Union Station to the South Irving Station in Irving. On September 18, 
2000, the line was extended to the Richland Hills Station and, for the first time, there was rail 
service available between downtown Dallas and DFW Airport. On November 13, 2000 the 
West Irving Station also opened. On December 3, 2001, the TRE was extended to its current 
terminus at the T&P Station in downtown Fort Worth. 
 
Route 
 
The eastern terminus of the TRE line is Dallas Union Station on the west side of downtown 
Dallas. The line runs northwest, past the American Airlines Center and Southwestern Medical 
Center, through Irving, Dallas/Fort Worth International Airport, Hurst, and Richland Hills before 
ending with two stops in downtown Fort Worth (the Fort Worth Intermodal Transportation 
Center at 9th and Jones Streets and the T&P Station on Throckmorton Street). There are a 
total of ten regular station stops, including a stop at Victory Station (which until the opening of 
DART's Green line in September 2009, was used only for special events). Not all trains are 
through trains - a number of trains either terminate or originate at the CentrePort/DFW Airport 
Station. 
 

Troy Hill Inclined Plane Co (Pittsburgh, PA ) "The first inclined plane in Allegheny (Pittsburgh) was the Mount Troy Incline..."
Tshiuetin Rail Transportation (Emeril Labrador, NF Canada) 135 Tshiuetin Rail Transportation Inc. (reporting mark TSH, formerly TRT) is a rail company that 

owns and operates a 217-kilometre (135 mi) Canadian regional railway that stretches through 
the wilderness of western Labrador and northeastern Quebec.[2][3] It connects Emeril, 
Labrador with Schefferville, Quebec on the interprovincial boundary. The company also 
operates a 356-kilometre (221 mi) railway that connects Sept-Îles, Quebec to Emeril.[2] The 
company is the first railway in North America owned and operated by First Nations people,[4] 
specifically by the Innu Nation of Matimekush-Lac John, the Naskapi Nation of 
Kawawachikamach, and the Innu Takuaikan Uashat Mak Mani-Utenam.

TTX Company (Chicago, IL ) Trailer Train was created to provide its owning railroads with a pool of railcars that do not 
require the railroads to spend scarce capital to sustain extra fleets of railcars. The company 
currently owns and manages a fleet of more than 200,000 flat cars, boxcars and gondolas, 
making it the largest privately owned railcar company in the U.S. Its cars ransport intermodal 
containers, automobiles, lumber, machinery, building materials, steel and other commodities 
across Canada, Mexico and the United States.   The company owns two subsidiaries: 
RailBox, and Railgon.

Tua Railway (Tua, Portugal) 34 The Tua line was a metre gauge railway line in northern Portugal. It was opened in 1887 and 
(partially) closed in 2008. 
History 
 
This highly scenic line ran north from a junction with the main Douro line at Tua Station, 
closely following the banks of the Tua River to the towns of Mirandela and Bragança. The 
railway opened in 1887. It was the first and longest (at 133.8 km) of all the narrow gauge 
railways built to serve the area north of the River Douro. It was originally operated by 
Companhia Nacional de Caminhos de Ferro (CN). From 1947 onwards, until closure, the line 
was operated by CP. 
 
Trains on the line were hauled by steam locomotives for much of the line's existence. From 
the 1970s onwards trains on the line were hauled by CP Class 9020 diesel locomotives, which 
were withdrawn when the line closed. Diesel railbuses, such as the Série 9300 and finally the 
Série 9500, were also used on some passenger trains. 
 
Part of the route of the Tua line will be submerged under water when the Foz Tua Dam project 
on the Tua River is completed 
 
Other narrow gauge railways in northern Portugal included the Corgo line and the Tâmega 
line (both of which closed in 2009) and the Sabor line (which closed in 1988). 
 
Closure 
 
The northern section of the line between Mirandela and Bragança was suddenly closed in 
December 1991, with the closure being formalised in 1992. The southern section between 
Tua and Mirandela remained in use. 
 
Most of the remaining 54 km section south of Mirandela was closed abruptly in August 2008 
on grounds that emergency track repairs were necessary. This followed the derailment of a 
railcar near Brunheda, resulting in the death of a passenger and 25 injuries. 
 
A twice-daily taxi service replaced the train service, but was withdrawn on 1 July 2012 thus 
appearing to mark the final and formal closure of the line. However, the taxi service was 
restarted on 9 July 2012 for a further initial three-month period, later extended indefinitely and 
(as of April 2013) continues to operate. Though actual train services have been withdrawn, it 
is still possible travel as a passenger with a CP ticket using the replacement road service. 
 
Budget cuts by the Portuguese Government led to a decision to permanently close the line, as 
announced in the Government's Strategic Transport Plan 2011–2015, published in October 
2011. Actual train services were effectively withdrawn in 2008, apart from a short section 
around Mirandela which is operated as the Metro de Mirandela.

Turkestan–Siberia Railway (Arys, Uzbekistan) 890 The Turkestano-Siberian Railroad, brought trains to the steppes of the old Tsarist Empire, 
Kazakhstan, and the promise of revolution. One of the great projects of the Soviet Union's 
First Five-Year Plan, Turksib was part of a larger campaign of rapid industrialization to 
transform the country into the first socialist society on earth. [3]

Turkish State Railways (Svilengrad, Bulgaria) 6,829 The Turkish State Railways is the 22nd largest railroad in the world.
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Tuscumbia Railway (Tuscumbia, AL ) 3 The Tuscumbia Railway was the first railroad that was built west of the Alleghany Mountains. 
It may have been the fourth railroad to be incorporated in the U.S.Twin City Rapid Transit (Minneapolis, MN ) 530 The St. Paul City Railway and the Minneapolis Street Railway were merged in 1891 to 
become the Twin City Rapid Transit. The last streetcar operations ended on June 18, 1954.  
When the transportation system peaked in 1922, it had nearly 530 miles (850 km) of track and 
1021 streetcars and over 1,000 employees. Rail extended a distance of about 50 miles (80 
km) from Stillwater on the bank of the St. Croix River in the east to Lake Minnetonka in the 
west. For a time, TCRT was the largest employer in the area.

Tyrone & Clearfield Railway (Tyrone, PA ) 88 The Tyrone & Clearfield Railroad was chartered on March 23rd. of 1854. It was the first 
railroad to be chartered in Clearfield County, PA. Uetliberg Bahn (Zurich, Switzerland) 6 7.9% The Uetliberg railway line (German: Uetlibergbahn) is a passenger railway line which runs 
from the central station in the Swiss city of Zürich (Zürich Hauptbahnhof) through the city's 
western outskirts to the summit of the Uetliberg. The route serves as line S10 of the Zürich S-
Bahn, with the Zürcher Verkehrsverbund's (ZVV's) standards zonal fares applying. 
 
The line was opened in 1875 and electrified in 1923. In 1990 it was extended to its current 
terminus at Zürich Hauptbahnhof. Today it is owned by the Sihltal Zürich Uetliberg Bahn, a 
company that also owns the Sihltal line, and operates other transport services. 
 
The line has a maximum gradient of 7.9% and is the steepest standard gauge adhesion 
railway in Europe. It carries both leisure and local commuter traffic.

Uganda Railway (Mombasa, Kenya) 900 8,350 4.0% The Uganda Railway, colloquially known as the Lunatic Express or the Lunatic Line, is a 
railway system and former railway company dating to the colonial period. The line links the 
interiors of Uganda and Kenya with the Indian Ocean at Mombasa in Kenya. The railway was 
constructed through tropical Africa:. 2,500 workers died during its construction. 

Uintah Railway (Mack, CO ) 54 8,437 7.5% The Unitah Railway was built to transport gilsonite from mines located at Dragon, UT. The 
route passed over the 8,400 ft elevation Baxter Pass, with grades of up to 7.5% and 60 
degree curves. This part of the line required Thirty-six bridges  in a distance of about twenty-
eight miles. [5] In 1911 the Uintah Railroad was extended northward beyond Dragon to the 
new mining towns of Watson and Rainbow, Utah.  The railroad originally used Shay 
locomotives for the steep climb up Baxter Pass, but in 1926, the line purchased a narrow 
gauge mallet articulated steam locomotive that was specifically designed for this work. A 
second identical engine was purchased two years later. These locomotives were some of the 
largest narrow gauge locomotives used in the U.S. 

Ukrainian Railways (Ukraine) 14,260 Ukrainian Railway is a state-owned railroad in Ukraine. It has a combined total track length of 
over 23,000 km, making it the 13th largest in the world. It is also the world's 6th largest rail 
passenger transporter and world's 7th largest freight transporter.

Ulaanbataar Railway (Mongolia) 1,125 The national rail operator is UBTZ (Ulaanbataar Railway), traditionally also known as 
Mongolian Railway (MTZ). This can be a source of confusion, since MTZ is a separate 
company established in 2008.

Ulster & Delaware Railroad (Kingston, NY ) 129 4.0% The Ulster & Delaware was built to bring coal from a connection with the Delaware & Hudson 
Railroad at Oneonta to the Hudson River steamboats owned by Thomas Cornell. Cornell 
operated the largest fleet of tugboats on the Hudson River and was one of the U&D's chief 
promoters.     
 
The Ulster & Delaware was known as the most scenic line in the east because of its line 
which crossed the Catskill Mountains.  The line was chartered in 1866 as the Rondout & 
Oswego, and reorganized in 1872 as the New York, Kingston & Syracuse, it became the 
Ulster & Delaware in 1875, and was completed to Oneonta in 1900.     
 
The line was built from Kingston Point on the Hudson River; to a connection and shared 
station with the New York, West Shore & Buffalo near Cornell Street and Broadway in 
Kingston. From this point the tracks extended through the Shandaken Valley to Bloomsville in 
Delaware County.   A narrow gauge branch - the Stony Clove & Catskill Mountain -ran from 
Phoenicia, through Stony Clove Notch, to Hunter, and a connecting narrow-gauge extension, 
the Kaaterskill Railroad, from near Hunter to the Mountain Top destinations of Tannersville, 
Haines Falls, Kaaterskill Falls, and Catskill Mountain House. The Stony Clove branch curved 
out across the Esopus just below the present bridge into Phoenicia (a pier on the South side 
of the creek can still be seen), crossed Bridge Street, and then crossed Main Street, and up 
the Cove parallel to what is now Route 214. Although the tracks were torn up for scrap at the 
beginning of the Second World War, the right-of-way can still be followed within Stony Clove 
State Park.  At the turn of the century the railroad was completed to connect with the 
Delaware and Hudson RR in Oneonta. On January 1, 1902, the Ulster & Delaware Railroad, 
the Delaware & Otsego Railroad, the Hobart Branch Railroad, the Kaaterskill Railroad, and 
the Stony Clove & Catskill Mountain Railroad were consolidated. At its peak, the railroad 
carried vacationers to the grand resort hotels and small boarding houses along the line. 
Coaches would stand ready at Kingston Point for the arrival of steamships of the Hudson 
River Day Line, and then load additional passengers at Kingston Union Station connecting by 
train from Weehawken, before taking on the steep mountain grades leading into the Catskills. 
Through coaches and Pullman sleepers were coupled onto U&D trains to be brought to 
popular vacation resorts of the day. Traffic was so heavy in the first two decades of the 
century that automatic block signaling was installed to Phoenicia, and the entire line graded 
and aligned to allow 60 mph running. With the onset of the Great Depression and the 
increased use of the personal automobile, the railroad suffered heavy losses and was placed 
in receivership February 1932. The railroad was then sold to the New York Central, becoming 
its Catskill Mountain Branch. The Central's successor, Conrail abandoned the railroad in 1976, 
with Stamford becoming the end of the line. Action by Ulster County saved the remaining 
trackage from the scrapper and the right-of-way from returning to forest. The Ulster County 
portion, from Kingston to Highmount, was subsequently leased to the new Catskill Mountain 
Railroad, the current operator.  (from http://www.esrm.com/phoeniciastation.php) 
 
------------------- 
When a scenic train ride was established in Arkville, NY in 1986, the excursion was dubbed 
the Delaware & Ulster. The name was a nod to the historic Ulster & Delaware Railroad that 
had rolled along the same tracks for more than a century. 
 
The path of the Ulster & Delaware wound trains from Kingston Point on the Hudson River, 
through the Catskill Region and ultimately to Oneonta in the Susquehanna Valley. 
 
The U&D was originally chartered as the Rondout & Oswego and was reorganized three 
years later as the New York, Kingston and Syracuse. The line became the Ulster & Delaware 
in 1875 and track to Oneonta was completed in 1900. 
 
The region also featured the Stony Clove and Catskill Mountain Railroad. Originally a narrow-
gauge railroad, the line extended from Phoenicia through Stony Clove Notch to Hunter. The 
Kaaterskill Railroad, a connecting narrow-gauge extension, began near Hunter-Tannersville 
and rolled to Mountain Top area destinations in Haines Falls, Kaaterskill Falls and the 
illustrious Catskill Mountain House. 
 
The picturesque path traced by the Ulster & Delaware led many to dub the train “The Most 
Scenic Rail Line in the East.” The dramatic Catskill Mountain backdrop was enjoyable for 
passengers, but the terrain placed great demands on the rolling stock. The four-percent 
grades along the railroad made it necessary for three 10-wheeled engines to pull an eight-car 
passenger train. 
 
The railroads were essential to nearly every aspect of the Catskill Region’s economic vitality. 
The U&D provided transportation for the final leg of a booming tourist trade as vacationers 
from the metropolitan region arrived for long visits at the area’s many grand lodging facilities. 
 
The rail lines also provided efficient transportation for commercial goods such as vegetables, 
dairy products, timber and bluestone. While not a direct route, one of the reasons for the 
construction of the U&D was so the railroad could provide a link for carrying coal bound for 
New York City from mines in northern Pennsylvania. 
 
The U&D was a thriving entity through the World War I era. The first signs in the decline in rail 
traffic occurred in the 1920s as automobiles, trucks and improved roadways started to chip 
away at the popularity of trains. 
 
Financial problems resulted in a forcible merger with New York Central in 1932. The railroad 
became a part of Penn Central in 1968 and that corporation eventually began abandoning 
sections of the line. The last commercial train on the U&D tracks ran in 1976, that’s when 
Conrail, which had taken over for Penn Central, ceased operation of the branch. 
 
Fortunately, the leadership at the A. Lindsay and Olive B. O’Connor Foundation in Hobart had 
the foresight to ensure that much of the track and most rights-of-way were left intact as part of 
a local public ownership arrangement. 
 
The O’Connor Foundation’s contributions eventually made possible the rebirth of the line 
under the Delaware & Ulster moniker. Another section of track in Ulster County, NY is home to 
a similar scenic excursion, the Catskill Mountain Railroad, which transports visitors along the 
Esopus Creek between Phoenicia and Mount Pleasant. 
 
From Delaware & Ulster Railroad durr.org 
 
Ulster & Delaware up in the Catskill Mountains. That railroad fascinated me. It had a four 
percent grade at one point on the hill going up to High Mount.  (Steamtown Collection STEA 
6227 Oral Interview w/John Bartel)

Uncanoonuc Incline Railway & Development Company 
(Goffstown, NH )

4 35.0% This street railway connected Goffstown, with the summit of Uncanoonuc Mountain. The line 
was about 3 miles long. Goffstown is 9 miles west of Manchester, NH. Goffstown was 
connected to Manchester by the Manchester Street Railway. 
 
The line was built as a combination of a traditional 2.5 mile streetcar line, and the remainder 
an incline railway. 
 
From Ref [1] 
 
Ref [3] clearly shows the junction between the streetcar line and the incline railway

Union Iron Works (San Francisco, CA ) The Union Iron Works, primarily built small iron cars for industrial use, as well as streetcars for 
San Francisco Municipal Railroad.  The company was consolidated into Bethlehem Steel 
Company on December 10, 1904, along with Samuel L. Moore & Sons Co., Elizabethport, 
Eastern Shipbuilding Co., New London, Conn. N. J. Canda Manufacturing Co., Carteret, N. J. 
Crescent Shipyard Co., Elizabethport, N. J. Union Iron Works, San Francisco. Harlan & 
Hollingsworth Co., Wilmington, Del. 
-----------------------------------------------------------------------------------------------------------------------------
----------------------------------------------------- 
Union Iron Works, located in San Francisco, California, on the southeast waterfront, was a 
central business within the large industrial zone of Potrero Point, for four decades at the end 
of the nineteenth and beginning of the twentieth centuries. 
 
Most of Union Iron Work’s production involved the construction of ships. However, a number 
of steam locomotives were built  
Locomotives built during the arly years. 
 
The named locomotives built by Union Iron Works were: 
 
"California" for the San Francisco and San Jose Railroad 
"Atlantic" for the San Francisco and San Jose Railroad 
"A. A. Sargent" for the Central Pacific Railroad 
"Mt. Diablo" for the Pittsburg Railroad 
"Boston" for the Pittsburg Railroad 
"Union" for the San Francisco and San Jose Railroad 
"Sampson" for the Pittsburg Railroad 
"D. O. Mills" (named after Darius Ogden Mills) for the Black Diamond Coal Mining Railroad 
(also known as the "Black Diamond Railroad") 
"Calistoga" for the California Pacific Railroad 
"Lyon" for the Virginia and Truckee Railroad 
"Ormsby" for the Virginia and Truckee Railroad 
"Storey" for the Virginia and Truckee Railroad 
"J. G. Downey" (named for John G. Downey, nineteenth-century Governor of California) for 
the San Francisco and North Pacific Railroad 
"W. C. Ralston" (named for William Chapman Ralston) for the San Francisco and North 
Pacific Railroad 
"Geyser" for the San Francisco and North Pacific Railroad 
"Santa Rosa" for the San Francisco and North Pacific Railroad 
"John D. Hall" for the Battle Mountain and Lewis Railroad 
"S. H. Harmon" for the Gualala Railroad 
"Starr Grove" for the Battle Mountain and Lewis Railroad 
"F. Camacho" for the Acajutla and Sonsonate Railroad 
"Ukiah" for the San Francisco and North Pacific Railroad 
 
 
History 
 
The Donahue Brothers Peter and James, Irish immigrants, founded Union Iron Works in the 
south of Market area of San Francisco in 1849. After years as the premiere producer of 
mining, railroad, agricultural and locomotive machinery in California, Union Iron Works, led by 
I.M. Scott, entered the ship building business and relocated to Potrero Point where its 
shipyards still exist, making the site on the north side of the Potrero the longest running 
privately owned shipyard in the United States. After Bethlehem Shipbuilding Corporation 
bought the works in 1905, the consolidated company came to include the Alameda Works 
Shipyard, located across the San Francisco Bay in Alameda and the Hunter's Point shipyard 
to the south. 
 
In 1885, the Union Iron Works launched the first steel hulled ship on the west coast, the 
Arago, built with steel from the Pacific Rolling Mills. In 1886, UIW was awarded a $1,000,000 
contract to build a Naval cruiser, the Charleston, which they completed in eighteen months. 
From the completion of the Arago in 1884 to 1902, UIW built seventy-five marine vessels, 
including two of the most famous vessels of the Spanish–American War, the Olympia and the 
Oregon. 
 
An 1892 description of the yards stated that between 1200 and 1500 men were employed and 
the yearly gross revenue was between $2,000,000 and $4,000,000. By the turn of the century, 
the shipyard had expanded in area and employment had more than doubled to 3,500. These 
industrial facilities used five types of power, distributed throughout; electricity, compressed air, 
steam, hydraulic and coal or gas fire.  
 
Union Iron works built a number of ships for the United States Navy. These ships include the 
USS Oregon laid down in 1891, and Adder-class submarines Grampus and Pike which were 
launched in 1902 and 1903, respectively. The latter two were subcontracted from the Holland 
Torpedo Boat Company, and were the first submarines built on the West Coast. 
 
In 1902, the Union Iron Works was absorbed into a combine called the United States 
Shipbuilding Company and was mired in three years of litigation. In 1905, the entire 40-acre 
(160,000 m2) shipyard was purchased by Bethlehem Shipbuilding Corporation for one million 
dollars. Charles M. Schwab stood on the steps of the UIW office building on 20th Street during 
the auction. At this point, he was the only bidder. Schwab was widely believed to have 
engineered the demise of the U.S. Shipbuilding Corporation in order to gain control of the 
industry. Whether or not that was true, he certainly benefited from the collapse of the US 
Shipbuilding combine. 
 
At the time of the 1906 San Francisco earthquake, the coastal passenger liner Columbia of 
the San Francisco and Portland Steamship Company had been undergoing a refit at the 
yard's hydraulic drydock. The earthquake caused the iron hulled Columbia to shift off her 
supports and roll onto the drydock on her starboard side. This rendered the drydock, a key 
feature of the yard, damaged beyond economic repair. The Columbia on the other hand, 
despite being partially flooded and damaged, was repaired and returned to service in January 
1907.  
 
In 1908, Bethlehem Shipbuilding Corporation bought the Hunters Point, San Francisco, 
California drydocks. In the pre-World War I era, Union Iron Works built several navy ships that 
became internationally famous due to the Spanish–American War; Commodore Dewey's 
flagship the Olympia. After 1905, the shipyard operated as part of Bethlehem Steel, and 
produced both warships and merchant ships.

Union Lumber Company Ten Mile Branch Inclines (Rockport, CA ) 70.0% The Union Lumber Company operated nine inclines on its South Fork Ten Mile Branch, 
located a few miles northeast of Rockport, CA, on the Pacific Ocean. The area is about 36 
miles north of Ft. Bragg.

Union Pacific Fruit Express Co.) PFE was incorporated in Utah by UP and SP in 1906. On March 31, 1978, PFE was split into 
two separate corporations. Union Pacific Fruit Express (UPFE) was formed by Union Pacific, 
and ownership of the remaining portion was retained by SP under the PFE name.

Union Pacific Land Company) The Union Pacific's landholdings were obtained through land grants give to the railroad to aid 
in the financing the construction of the railroad. As a result, the Union Pacific became the 
single largest owner of land in the western United States, other than the federal government.

Union Pacific Railroad (Omaha, NE ) 35,200 10,221 3.0% The Union Pacific Railroad is a railroad that grew from great ambitions to great achievements. 
Today, the Union Pacific and the Burlington Northern Santa Fe (BNSF Railway) are virtually 
tied as the largest railroads in the U.S., ranked by mileage operated. Founded in 1862, the 
original Union Pacific Rail Road was part of the First Transcontinental Railroad project 
(Omaha-Ogden,UT), later known as the Overland Route (Chicago-Oakland). More recently, 
UP absorbed the Missouri Pacific Railroad (St. Louis-Texas), the Chicago and North Western 
Transportation Company (Chicago-Omaha), the Western Pacific Railroad (Oakland-Salt Lake 
City), the Missouri–Kansas–Texas Railroad (Oklahoma and Texas) and the Chicago, Rock 
Island and Pacific Railroad (midwest to Texas). In 1996, the Union Pacific merged with 
Southern Pacific Transportation Company (west coast from Los Angeles to Portland, and LA 
to New Orleans), itself a giant system that was absorbed by the Denver and Rio Grande 
Western Railroad (Colorado and Utah).

Union Pacific Railway, Eastern Division (Kansas City, MO ) 430 The Union Pacific Railway, Eastern Division, which began construction in 1863, was the first 
railroad to connect the Missouri River with the state’s western border. In 1869 it became the 
Kansas Pacific and later it became a part of the vast Union Pacific system.

Union Pacific, Denver & Gulf Railway (Ft. Collins, CO ) 1,020 The Union Pacific, Denver & Gulf merged lines ran from (a)  Julesburg, CO to LaSalle, CO 
(151 miles); (b) from Orin Junction (north of Wendover, WY) to LaSalle, CO; (c) Greeley to Ft. 
Collins and south to Denver; (d) Denver to Ft. Worth.  The UPD&G was formed by the Union 
Pacific Railroad to merge the Canon de Agua Railroad, the Cheyenne & Northern Railway, the 
Chicosa Canon Railway, the Colorado Central Rail Road (including a CC subsidiary in 
Wyoming), the Denver & Middle Park Railroad, the Denver, Marshall & Boulder Railway, the 
Denver, Texas & Ft. Worth Railroad, the Denver, Texas & Gulf Railroad, the Ft. Worth & 
Denver City Railway, the Georgetown, Breckenridge & Leadville Railway, the Greely Salt Lake 
& Pacific Railway, and the Road Canon Railroad.   The Ft. Worth & Denver City Railway had 
constructed a line north from Ft. Worth toward Denver, and  the Denver, Texas & Fort Worth 
had built a line south from Pueblo, Colorado.      The UPD&G was placed in receivership 
December 11, 1893 shortly after the Union Pacific was placed in receivership, and was sold 
under foreclosure,  November 19, 1898, and succeeded by Colorado & Southern Railway, 
December 20, 1898. The Colorado & Southern Railway took possession of this Company, 
January 11, 1899.  A separate bankruptcy trustee was appointed for the UPD&G. The trustee 
reorganized the UPD&G which became the Denver, Leadville & Gunnison in 1890.   The 
DL&G was then reorganized, forming the Colorado & Southern Railway in 1898. In 1908, the 
Chicago, Burlington & Quincy Railroad acquired a two-thirds interest in the C&S. It was not 
until 1981 that the Burlington Northern merged the C&S into its system.   

Union Refrigerator Transit Lines (Milwaukee, WI ) The Union Refrigerator Transit Company was organized by the Joseph Schiltz Brewing 
Company to own and operate its line of refrigerated rail cars.  Reporting marks used by the 
company included: URT, URTX, TMX, MRUX.

Union Stock Yards & Transit  (Chicago, IL ) 15 The Union Stock Yards and Transit Company (USY&T) was chartered in 1864 to build a 
central stock yards facility that became Chicago Stock Yards. The Stock Yards owned a 320-
acre tract between Halsted Avenue and Ashland Avenue, south of 39th Street. To serve the 
stock yards, the USY&T built a network of rail lines within the stock yards complex, as well as 
an east - west line paralleling and adjacent to 40th Street from the yards to the Illinois Central 
Railroad near 43rd Street and Oakenwald Avenue.This line became known as the Stock Yards 
branch. Stations at Lake Park, Cottage Grove, Langely, Vincennes, Grand Boulevard (later 
South Park and now King Drive), Indiana, and Michigan were served by various trains, some 
acting as Stock Yards-Kenwood locals, some offering service downtown to LaSalle Street 
Station, some Illinois Central runs going as far south as Riverdale, and by 1898 some stock 
yards shuttles to Indiana, so that passengers could transfer to the South Side Elevated there. 
(from http://www.chicago-l.org/operations/lines/stockyards.html)  
 
------ From Wikipedia   
 
The Union Stock Yard & Transit Co., or The Yards, was the meatpacking district in Chicago for 
over a century starting in 1865. The district was operated by a group of railroad companies 
that acquired swampland and turned it to a centralized processing area. It operated in the 
New City community area of Chicago, Illinois for 106 years, helping the city become known as 
"hog butcher for the world" and the center of the American meatpacking industry for decades.  
Both the rise and fall of the district owe their fortunes to the evolution of transportation 
services and technology in America. The stockyards have become an integral part of the 
popular culture of Chicago's history.  From the Civil War until the 1920s and peaking in 1924, 
more meat was processed in Chicago than in any other place in the world. Construction 
began in June 1865 with an opening on Christmas Day in 1865.  
 
The Yards closed at midnight on Friday, July 30, 1971, after several decades of decline during 
the decentralization of the meatpacking industry. The Union Stock Yard Gate was designated 
a Chicago Landmark on February 24, 1972, and a National Historic Landmark on May 29, 
1981.  A consortium of 9 railroad companies (hence the "Union" name) acquired a 320-acre 
(1.3 km2) swampland area in southwest Chicago for $100,000 in 1864. The stockyards were 
connected to the city's main rail lines by 15 miles (24 km) of track. Eventually, the 375-acre 
(1.52 km2) site had 2300 separate livestock pens in addition to hotels, saloons, restaurants, 
and offices for merchants and brokers.    
 
Led by Timothy Blackstone, a founder and the first president of the Union Stock Yards and 
Transit Company, "The Yards" experienced tremendous growth. Processing two million 
animals yearly by 1870, the number had risen to nine million by 1890. Between 1865 and 
1900, approximately 400 million livestock were butchered within the confines of the Yards.  By 
the turn of the century the 475 acre stockyards employed 25,000 people and produced 82 
percent of the domestic meat consumption, contained 50 miles of road, and had 130 miles of 
railroad track along its perimeter.  
 
By 1921, the stockyards employed 40,000 people. Two thousand of these worked directly for 
the Union Stock Yard & Transit Co. and the rest worked for companies such as meatpackers 
who had plants in the stockyards. At its largest size, The Yards covered nearly 1 square mile 
(3 km2) of land, from Halsted Street to Ashland Avenue and from 39th (now Pershing Rd.) to 
47th Streets.  The size and scale of the stockyards, along with technological advancements in 
rail transport and refrigeration, allowed for the creation of some of America's first truly global 
companies led by entrepreneurs such as Gustavus Franklin Swift and Philip Danforth Armour.  
 
The mechanized process with its killing wheel and conveyors helped inspire the automobile 
assembly line. In addition, hedging transactions by the stockyard companies was pivotal in the 
establishment and growth of the Chicago-based commodity exchanges and futures markets.  
Numerous meatpacking companies were concentrated near the yards, including Armour, 
Swift, Morris, and Hammond. Eventually, meatpacking byproduct manufacturing of leather, 
soap, fertilizer, glue, pharmaceuticals, imitation ivory, gelatin, shoe polish, buttons, perfume, 
and violin strings prospered in the neighborhood.  Next to the Union Stock Yards, the 
International Amphitheatre building was built on Halsted Street in the 1930s, originally to hold 
the International Livestock Exhibition. However, the International Amphitheatre became a 
venue for many events and its use continued for years after the stockyards closed in 1971.  
 
--------- Early History  the following describes the early years of the stockyard,  from Henry H. 
Porter, a Short Autobiography http://archive.org/details/hhportershortaut00port  There were 
three stock yards in Chicago, one at Twenty-ninth Street and Cottage Grove Avenue on the 
Michigan Central Railroad, one on the West Side about Eighteenth Street on the line of the Ft. 
Wayne Railroad, and the one above referred to at Twenty-second Street on the lines of the 
Michigan Southern and Chicago & Rock Island railroads. All the live stock coming to Chicago 
was delivered to one or another of these three yards.    
 
The yards were very crude and little was done for the care of the animals or the comfort of the 
customers, but they were very profitable, so much so that some of the western railroads 
decided to build their own yards. Had this been done in the manner in which the stock 
business was then handled, it would have been very expensive to the railroads carrying stock 
east. Switching cars to the various yards was expensive as it was, and any additional ones 
would have increased this cost. Under these conditions the railroads decided to build the 
present Union Stock Yards.    
 
The Union Stock Yards & Transit Company was organized on the 13th of February, 1865. The 
amount subscribed by the railroads for this undertaking aggregated one million dollars. When 
finished, the yards cost about one million four hundred thousand dollars, the additional four 
hundred thousand being borrowed from the Connecticut Mutual Insurance Company.   From 
their inception the yards were very profitable, and within a year or two this four hundred 
thousand dollars was paid out of earnings, after which the railroads began to receive 
dividends on their stock; and singularly enough, every railroad sold its stock as soon as it 
could get cost or a little more.   For the sum of little more than one million dollars the railroads 
parted with their ownership in the yards, the value of which, together with the dividends that 
have been paid, must now be more than fifty million dollars, and much of this profit the 
railroads themselves have paid to these stock yards for the use of the tracks built out of their 
earnings.  

Union Tank Car Co (Chicago, IL ) Union Tank Car, together with its Canadian affilate, Procor, and a Mexican business, is the 
largest lessor of tank cars in North America. Union Traction Company of Philadelphia (Philadelphia, PA ) 450 The Union Traction Company operated in the city of Philadelphia and in the suburbs, and was 
the largest single street railway property in the world in 1898. The company subsequently 
leased for 999 years the property of the Philadelphia Traction Company which operated under 
lease 21 smaller lines in Philadelphia. On January 1, 1898, Union Traction leased for 999 
years the one remaining street railway in the city: the Hestonville, Mantua & Fairmont 
Passenger Railway Company. The company owned 26 cars houses with a storage capacity of 
3,000 cars. [1]

Union Works (S. Boston, MA ) The Union Works was founded by Seth Wilmarth, who learned to be a machinist at an early 
age. He came into the employ of Holmes Hinkley in Boston, who soon became an early 
builder of steam locomotives. Wilmarth left Hinkley to open his own machine shop around 
1836; the firm became successful, and he incorporated the company under the name of the 
Union Works.   In 1851, he and his engineers designed and crafted their first two locomotives, 
the Jenny Lind (named after a popular opera star of the time) and the Pioneer.   Willmarth 
produced approximately 200 locomotives between 1848 and 1854, when he closed the 
business, apparently because of an unpaid bill.

United Aircraft - Railroad division (Hartford, CT ) United Aircraft produced the Turbo-Train, early high-speed, gas turbine train. It was one of the 
first gas turbine powered trains to enter service for passenger traffic, and was also one of the 
first tilting trains to enter service.

United Fruit Company (New Orleans, LA ) By the 1930s the company owned 3.5 million acres of land in Central America and the 
Caribbean and was the single largest land owner in Guatemala. Such holdings gave it great 
power over the governments of small countries. That was one of the factors that led to the 
coining of the phrase "banana republic". [2]

United New Jersey Railroad & Canal Company (Camden, NJ ) 162 The lease, by the PRR of the UNJ&CC was strategically important to the PRR, giving it 
access to a rail network in New Jersey, and connections in Camden and Newark. The lease 
ultimately led to the PRR's expansion into New York City via the Hudson River and the 
construction of Pennsylvania Station in NYC, and connections with the New Haven Railroad 
with its New England network.

United Railroads of San Francisco (San Francisco, CA ) 273 The United Railroads of San Francisco owned and operated a suburban line to San Mateo, 
and leased the San Francisco Electric Railways (which owned the Parkside Transit Company 
and the Visiachion Valley line) and the Gough Street Railroad; the South San Francisco 
Railroad & Power Company is part of the system.  
 
The Baltimore Syndicate purchased the San Francisco & San Mateo Electric Railway, and the 
Sutter Street Railway (of San Francisco) using financing supplied by Brown Bros & Company, 
New York City. The new owners then purchased the Market Street Railway, San Francisco's 
largest transit system, from the Southern Pacific. This was followed by the Sutro Railroad, 
also of San Francisco. The Baltimore Syndicate then formed new corporation called the 
United Railroads of San Francisco on March 8, 1902  to acquire and merge the Market Street 
Railway and the Sutter Street Railway. It also took over the San Francisco & San Mateo 
Railway, the first electric line in the city.  The United Railroads ran into financial difficulties and 
was reorganized as the Market Street Railway (again) on April 1, 1921. The Market Street 
Railway survived as an independent company until 29-Sep-1944, when it was taken over by 
the San Francisco Municipal Railway.

United Railways (St. Louis, MO ) 462 The United Railways of St. Louis, acquired the following companies by purchase of practically 
all of their stock:  Baden & St. Louis Railroad, Benton-Bellefontaine Railway, Cass Avenue & 
Fair Ground Railway, Citizens' Railway of St. Louis, Clayton & Forest Park Railway, Compton 
Heights, Union Depot & Merchants' Terminal Railroad,  Delmar Avenue & Clayton Railway, 
Forest Park, Laclede & Fourth Street Railway, Grand Avenue Railway, Jefferson Avenue 
Railroad, King's Highway Railroad, Lindell Railway, Midland Street Railway, Missouri Railroad, 
Mound City Street Railway, National Railway, Northern Central Railway, St. Louis, Clayton & 
Creve Coeur Lake Railroad, St. Louis County Street Railway, St. Louis Cross County 
Railroad, St. Louis Railroad. Southwestern Railway, St. Louis Traction Company, Southern 
Electric Railroad, Taylor Avenue Railway, Union Depot Railroad, Union Railroad, United 
Railway (Central Traction Company), Vandeventer Avenue Railroad.  
 
Reorganized April 1919. See Ref 3 for details of reorganization and actions by Reciever.

United Railways & Electric Co. (Baltimore, MD ) 404 This company operated all of the street railways in the city and county of Baltimore. The 
company was formed by the consolidation, March 4, 1899 of the Baltimore City Passenger 
Railway, Baltimore Consolidated Railway, Baltimore & Northern Electric Railway, Central 
Railway, Baltimore, Gardensville & Bel Air Electric Railway. Baltimore, Catonsville & Ellicott's 
Mills Passenger Railroad, Maryland Traction Company, Baltimore & Curtis Bay Railway 
Company, Gwynn's Falls Railway Company of Baltimore, Short Line Electric Railway, Pimlico 
& Pikesville Railroad, and the Walbrook, Gwynn-Oak & Powhatan Railroad Company.   The 
Baltimore & Laurel Electric Railway was incorporated in the interest of this Company in 1901.   
Leased Lines:   Baltimore, Sparrow's Point & Chesapeake Railway.   The first section of the 
Baltimore & Bel Air Electric Railway, between Hamilton and Carney, on the Baltimore & 
Hartford turnpike of this Company, 3.25 miles in length, was put into operation on October 15, 
1904. This Company also controls, by ownership of stock, the York Road Turnpike, Charles 
Street Avenue Turnpike, the Hartford Turnpike and the Baltimore & Jerusalem Turnpike.   The 
company owns all the stock and leases for 999 years, the Baltimore, Sparrow's Point & 
Chesapeake Ry., which is a consolidation of the Baltimore, Middle River & Sparrow's Point R. 
R. and the Dundalk, Sparrow's Point & North Point Ry., and guarantees its bonds. The 
company also controls by ownership of stock the York Road Turnpike, the Charles Street 
Avenue Turnpike, the Hartford Turnpike, the Baltimore & Jerusalem Turnpike, and the 
Baltimore & Laurel Electric Ry. Co.

United States Express Company (New York, NY ) 32,000 The United States Express Company was one of the larger express companies in the U.S., 
until 1914, when it was dissovled and the business was taken over by its other chief 
competitors: Adams Express, American Express, Southern Express, and Wells Fargo 
Express. In 1910, the company operated over 32,000 route miles, and generated $17.7 million 
in revenues.

United States Railroad Administration) On April 4 1917, the United States entered World War I, and very soon the country discovered 
that the nation's railroads proved inadequate to the task of serving the nation's war efforts. 
After the USRA became operational, it was responsiible for coordinating the operation of 
railroads, and approved all expenditures for new equipment and facilities.    
 
After the USRA became operational, railroads were organized into three divisions: East, West 
and South. Duplicate passenger services were killed off, costly and employee-heavy sleeping 
car services were cut back and extra fares applied to discourage their use. Uniform passenger 
ticketing was instituted, and competing services on different former railroads were cut back. 
Terminals, facilities and shops were shared.    
 
Although there were good reasons to establish the USRA, the  effort proved to be a disaster 
for the railroads and its customers: the railroads received a fixed compensation for the use of 
their equipment and tracks, that in many cases was not sufficient for maintenance, or to 
provide for capital improvements. When the war ended, the railroads had to invest large sums 
of money to replace worn out equipment and facilities without compensation from the 
government.  
 
The Director of the USRA, William Gibbs McAdoo, became a powerful figure during the time 
the agency was in operation, but history has treated him with less respect.   
 
The USRA did provide a positive result, however, by developing a set of common standard car 
and locomotive designs, that became known as the USRA design. The USRA designs proved 
to be rugged, and long-lived.  One of the lasting positive legacies of the USRA was 
establishment of the so-called "USRA Standard", which resulted in the production of over 
3,200 steam locomotives and 100,000 railroad cars. The USRA standard designs proved long 
lasting-a total of 97 railroads used locomotives and cars based on the USRA standards.   
 
The Esch–Cummins Act of 1920 terminated  the period of railroad control and operation by 
the United States Railroad Administration (USRA), and provided for adjustments of damages 
caused by nationalization.  The USRA Corporation was active at least until 1937, owing to 
litigation over railroad claims for compensation. [9, 8] 
 
Background   
 
There were several sources of the "railroad problem" at the beginning of World War I. 
Although the carriers had made massive investments in the first years of the twentieth 
century, there were still inadequacies in terminals, trackage, and rolling stock. Inflation struck 
the American economy, and when in 1906 Congress empowered the Interstate Commerce 
Commission (ICC) to set maximum shipping rates, the rail firms had difficulty securing 
revenue sufficient to keep pace with rising costs. The ICC did allow some increases in rates, 
however.   Also, investors had overexpanded the nation's trackage, so by late 1915 fully one-
sixth of the railroad trackage in the country belonged to roads in receivership (bankruptcy).  
 
The railroad unions (commonly called "brotherhoods"), desiring shorter working days and 
better pay, threatened strike action in the second half of 1916. To avert a strike, President 
Woodrow Wilson secured Congressional passage of the Adamson Act, which set the eight 
hour day as the industry standard.  When the Supreme Court ruled the law constitutional, the 
carriers had no choice but to comply.   
 
The railroads attempted to coordinate their efforts to support the war by creating the 
Railroads' War Board, but private action ran into anti-trust and other regulatory barriers. 
Observers noted, for example, that sometimes competitive practices prevailed that were not in 
the best interests of efficient mobilization. Also, government departments sought priority for 
shipment made on their behalf, and congestion in freight yards, terminals, and port facilities 
became staggering.   
 
Finally, in December 1917 the ICC recommended federal control of the railroad industry to 
ensure efficient operation. The resulting efficiencies were to go beyond simply easing the 
congestion and expediting the flow of goods; they were to bring all parties—management, 
labor, investors, and shippers—together in a harmonious whole working on behalf of the 
national interest. President Wilson issued an order for nationalization on December 26, 1917. 
The resulting administration was widely despised within the railroad industry and by its 
customers.   
 
Despite the end of direct operational control of the railroads by the USRA, the agency itself 
continued to function until it was abolished by the Reorganization Plan No. II of 1939, effective 
July 1, 1939.

United States Rolling Stock Co. (Hegewisch, IL ) The U.S. Rolling Stock Company was organized by A. Hegewisch to manufacture, sell and 
lease locomotives, and freight cars. Although incorprated, with a headquarters office in New 
York City, its manufacturing plant was located in Chicago.  
 
The company bought 1500 acres of land on the south side of Chicago, near the Calumet 
River, to build his manufacturing plant, and for employee housing.  The owners of the 
company were connected with the Atlantic & Great Western, which became one of the first 
customers of the firm. In 1875, the company constructed a second manufacturing plant at 
Urbana, OH.   In 1885, the company relocated its manufacturing facility from Blue Island to 
Hegewisch, IL. Additional plants were constructed in Decatur and Anniston, AL.  
 
The company fell on hard times following the Panic of 1893 and was reorganized as the 
United States Car Company, around 1894. In 1898 the company became Illinois Car & 
Equipment., and then in 1902, it became Western Steel Car & Foundry, a subsidiary of the 
Pressed Steel Car Co. 
 
Listed in 1890 Directory of Iron & Steel Works in the U.S. and Canada, with annual production 
capacity of 6,000 freight cars and 150 passenger cars.  (From http://www.midcontinent.org/
rollingstock/builders/us_rollingstock.htm)

United States Tube Rolling Stock Company (New York, NY ) The United States Tube Rolling Stock Company was one of the first manufacturers to  build 
iron railway cars. United Traction Co. (Pittsburgh, PA ) 411 In October, 1899, the Philadelphia Company, a natural gas utility company, acquired the 
United Traction Company by an exchange of stock. United Traction had absorbed a number of 
street railways in Pittsburgh and Alleheny, totalling 411 miles of track (United operated 117 
miles of track with the remainder being subsidiaries and leased roads; it operated 385 cars).  
The major companies owned by this company included:  United Traction Company of 
Pittsburg Consolidated Traction Company Southern Traction Company East McKeesport 
Street Railway Tustin Street Railway Pittsburg & Charleroi Railway  The United Traction 
Company of Pittsburg purchased the Second Avenue Traction Co. (including the McKeesport 
& Reynoldton Passenger Ry. Co., and the Pittsburg, Glenwood & Homestead Passenger 
Street Ry. Co.) and the North Side Traction Co. (which was, leased to the Second Avenue 
Traction Co., and which leases the Federal Street & Pleasant Valley Passenger Ry. Co.). This 
company also purchased the capital stock, and leased the property of the Pittsburg, Allegheny 
& Manchester Traction Co. (lessor of the Union Passenger Railway. Co.), for 950 years from 
June, 1897. In Dec., 1901, this company leased the property of the Pittsburg & Birmingham 
Traction Co. and Pittsburg & Charleroi Street Ry. Co.   On January 1, 1902, the Pittsburg 
Railways assumed control, under an operating contract, of all the street railways owned by the 
Philadelphia Co.    

United Transportation Union (Cleveland, OH ) The UTU is the largest railroad operating union in North America, with more than 600 locals 
representing 125,000 active and retired railroad, bus, mass transit, and airline workers in the 
United States. It merged almost all of the important railway unions into a single organization, 
with the exception of the Brotherhood of Locomotive Engineers, which remained a separate 
organization, until merging with the Teamsters in 2004.

Universal Carloading & Distributing Company) Universal Carloading & Distributing Company the company operated freight stations in major 
cities around the country. During the early 1930's, it was the largest forwarder operating on 
the PRR.

Usambara Railway (Tanga, Tanzania) 2.5% The Usambara Railway was the first railway to be built in German East Africa and what is 
today Tanzania. It was created organized to connect the port of Tanga on the Indian Ocean 
with the Lake Victoria by passing south of the Usambara Mountains.

Utah & Northern Railway (Ogden, UT ) 466 The Utah & Northern was organized to build a railroad connecting Ogden, UT with the copper 
mines in Butte and Garrison, where a connection with the Northern Pacific was made. The 
huge Anaconda Copper Mining Company was founded in 1881. At the time, the 466 mile line 
was the longest narrow gauge railroad in the country. 

Utah & Pleasant Valley Railway (Provo, UT ) 60 7,967 The Pleasant Valley was a predecessor to the Rio Grande Western. This line joined the Rio 
Grande at Colton, UT.Utah Central Railway (Salt Lake City, UT ) 55 7,040 7.2% The Utah Central Railway was organized on April 8, 1890  to consolidate the Utah Western 
Railway and the Salt Lake & Eastern Railway. Bankrupted and sold at foreclosure in 1893.  
The Utah Central Railroad was chartered, December 29, 1897, as successor Utah Central 
Railway, and to consolidate the Lake & Fort Douglas Railway Company, the Salt Lake & 
Eastern Railway Company.  Leased to Rio Grande Western Railway, for 49 years from 
January 1, 1898. The Rio Grande Western Railway owns all of the capital stock of this 
Company. Salt Lake to Park City, Utah and Spurs, 35.65 miles. Ontario Mine Spur, 1.60 miles, 
Jointly owned with Union Pacific Railroad.    
 
This, road has 6% and 6-1/2% grades for considerable of its length, and one very short strip 
of 7-1/4%; while 4% and 5% grades are very common. (Ref 3) 
 
Absorbed by the Denver & Rio Grande Railroad August 1, 1908.  After the Utah Central 
purchased the line, the railroad was operated as built by the Salt Lake & Eastern: the line had 
many sharp curves and grades of up to 6%. Because of the curves and grades, he railroad 
purchased a Shay engine to handle its trains.  The line eventually was converted to standard 
gauge, and the line was relocated, elminating almost entirely all grades on the line.

Utah Idaho Central Railroad (Ogden, UT ) 95 This line was the longest of Utah's interurban lines. It operated the city lines in Ogden, Logan, 
and interurban branch lines to Huntsville, Plain City, Quinney and North Ogden to Hot Springs 
and Brigham.  

Utah Railway (Grand Junction, CO ) 425 The Utah Railway (URC/UTAH) was incorporated to transport coal from mines near Helper to 
Provo.  The railroad's core business continues to be the movement of coal. The railroad has 
been an integral part of Utah's coal industry, having transported more than 140 million tons of 
coal in its history. Today UTAH transports some 60,000 carloads of coal each year for 
movement to power plants and industrial customers.  Utah Railway transports more than 
90,000 carloads of freight per year in central and northern Utah, including line haul and 
switching service. It currently operate over 45 miles of owned track and 378 miles under track 
access agreements with Burlington Northern Santa Fe (BNSF) and Union Pacific (UP).  

Utah Transit Authority (Provo, UT ) 135 The Utah Transit Authority (UTA) is the provider of public transportation throughout the 
Wasatch Front of Utah, in the United States, which includes the metropolitan areas of Ogden, 
Park City, Provo, Salt Lake City and Tooele. It operates fixed route buses, express buses, ski 
buses, three light rail lines (TRAX), a streetcar line (the S-Line), and a commuter rail train (the 
FrontRunner) from Ogden through Salt Lake City to Provo. 
 
- The TRAX light rail system operates 45 miles of line 
- FrontRunner operates 88 miles of commuter heavy rail from Ogden to Provo 
- The S Line streetcar operates 2 miles of line in Salt Lake City 
 
 

Utah Transit Authority (Ogden, UT ) 88 The UTA FrontRunner (reporting mark UTAX) is a commuter rail system operated by the Utah 
Transit Authority (UTA), serving the northern portion of the Wasatch Front from Salt Lake 
Central Station to Ogden Union Station. The system opened 26 April 2008. A future expansion 
will provide access south from Salt Lake City to Provo, via many Salt Lake and Provo 
suburbs, extending the line to a total of 88 miles. 
 
- The TRAX light rail system operates 45 miles of line 
- FrontRunner operates 88 miles of commuter heavy rail from Ogden to Provo 
- The S Line streetcar operates 2 miles of line in Salt Lake City 
 
 

Utah Transit Authority (Salt Lake City, UT ) 45 TRAX (full name Transit Express) is a three-line light rail system in Utah's Salt Lake Valley, 
serving Salt Lake City and several of its suburbs throughout Salt Lake County. The system is 
operated by the Utah Transit Authority (UTA).  The first line, running from downtown Salt Lake 
City south to Sandy, was completed in 1999. The second line from downtown to the University 
of Utah was completed in 2001 and extended in 2003. An extension to the Salt Lake City 
Intermodal Hub was completed in April 2008. In August 2011, two extensions to South Jordan 
and West Valley City were completed. Plans call for two additional TRAX extensions to Draper 
and the Salt Lake City International Airport to be finished by 2014.   Both the University Line 
and its extension to the University Medical Center were completed ahead of schedule. 
Additional expansions have been proposed for the near future, all four of which have been 
approved and funded.  A daily ridership of 15,000 was expected for the initial 15-mile (24 km) 
line in 1999. By the beginning of 2008, the expanded system of 17.5 miles (28.2 km) was 
served an estimated 40,000 passengers each day. The American Public Transportation 
Association estimated fourth quarter 2011 ridership at 59,100, making it the ninth-busiest light 
rail system in the country. 
 
- The TRAX light rail system operates 45 miles of line 
- FrontRunner operates 88 miles of commuter heavy rail from Ogden to Provo 
- The S Line streetcar operates 2 miles of line in Salt Lake City

Uzbek Railways (Uzbekistan) 2,895 The Uzbekistan Railways (Uzbek: O‘zbekiston Temir Yo‘llari) are the national rail carrier of 
Uzbekistan. The company owns and operates all railways within the country. It is a state-
owned stock company, formed in 1994 to operate railways within the former Uzbek SSR. The 
total length of its main railway network is 3,645 km. It employs 54,700 people.

Vale - Brazil (Brazil) Vale is the largest producer of iron ore and nickel in the world. 
Vale Railway (Sudbury, ON Canada) The Vale Railway (reporting mark VAEX), formerly the INCO Railway (reporting mark INCX], is 

an industrial railway operating in the City of Greater Sudbury, Ontario, Canada. It is owned 
and operated by Vale Limited.An internal, private railway, the line connects Vale's mines and 
processing plants that dominates the city's skyline. The line serves Copper Cliff North Mine, 
Copper Cliff South Mine, Creighton Mine, Frood Mine, Stobie Mine, Clarabelle Mill, Copper 
Cliff Smelter, and Copper Cliff Nickel Refinery. The isolated Levack mine spur in the north end 
of the city serves Coleman Mine and is operated by the Canadian Pacific Railway. The line 
was once entirely electrified along its route. Electrification began in 1926, but ended in 2000 in 
favour of diesel locomotives.

Vall de Núria Rack Railway (Ribes de Freser, Spain) 8 The Vall de Núria Rack Railway (Catalan: Cremallera de Núria, IPA: [k??m???e?? <eth>? ?
nu?i?]) is a mountain railway line in the Pyrenees mountains in the north of the Catalonia 
region of Spain. The line connects Ribes de Freser with Queralbs and Vall de Núria in 
Ripollès, Girona. As Queralbs is the highest point in the valley reachable by road, the rack 
railway is – besides the old footpath / mule track – the only way to reach the shrine and ski 
resort at Núria. 
 
The line opened on March 22, 1931, and has been electrically operated from the start. It 
became part of the Ferrocarrils de la Generalitat de Catalunya (FGC) on January 2, 1984 and 
remains in their ownership. The line connects to the main R3 line at Ribes de Freser, but the 
stations have separate access. 
 
The line is 12.5 km (7.8 mi) long and has a rail gauge of 1,000 mm (3 ft 3 3⁄8 in). The first 5.5 
km (3.4 mi) of the line is operated by conventional rail adhesion. The remainder of the line is 
operated as a rack railway, using the Abt system and with a maximum gradient of 15%. In 
total the line overcomes a height difference of 1,062 m (3,484 ft). The line is electrified with an 
overhead supply at 1500 V DC. 
 
Three generations of rolling stock still exist on the line. The original stock consisted of 
passenger cars hauled by four six wheeled electric locomotives, built by SLM and BBC in 
1930–31, numbered E1-E4. These were supplemented by four two-car electric trains, built by 
SLM and BBC in 1985, and numbered A5-A8. The final generation is represented by two low-
floor electric motor coaches of type Stadler GTW, built by Stadler Rail in Switzerland in 2003, 
and numbered A10-A11. The line also owns a diesel rack locomotive, D9, used on works 
trains and to push the snow plough. 
 
Cars A10 and A11 are identical to the rolling stock of the Montserrat Rack Railway. The 
Montserrat line is also owned by the FGC and there is some sharing of stock between the two 
lines, with locomotive E4 transferred to that line for use on work trains. 
 

Valtionrautatiet / Statsjärnvägarna (Finland) 3,000
Van Noy Railway Hotel and News Company (Kansas City, MO ) During the period from about 1900 to 1950, the Van Noy Railway Hotel and News Company, 

located in Kansas City, operated hotels, eating houses, lunchrooms, newsstands, and cigar 
stands mainly in the southeast, the Midwest, the southwest, and the northwestern parts of the 
U.S. Although the majority of the business was not related to the railroads, smaller amout of 
its business came from restaurants and hotels that were either located in a depot, or in a hotel 
adjacent to the railroad station. The company also provided “news boys” (news butchers) who 
travelled on the train, selling newspapers, magazines, candies, soft drinks and food to the 
passengers.  
 
At their height, Van Noy operated close to thirty "Eating Houses" in five South-Central states. 
Van Noy later transitioned to airport restaurants and were quite successful. They are known 
today as HMSHost. [5] In 1910, the Van Noy Railroad News Company controlled sales 
distribution along 32,000 miles (51,000 km) of railroad. The Company also had 52 hotels and 
restaurants, 20 concession stores, and 21 distribution offices around that time. [2]  
 
The company was known variously as the Van Noy Railway Hotel and News Company 
(Interstate Company; Van Noy-Interstate Co., the Brown News Company, the Van Noy-Brown 
News Company) during the period up to 1926, when the name was changed to the “Interstate 
Company”. All of its business with the railroads was conducted by terms specified in various 
contracts, some of which are summarized in [6]. 

Vandalia Railroad (South Bend, IN ) 910 The ‘’’Vandalia Railroad’’’ was formed in 1905 by a merger of several lines in Indiana and 
Illinois including the Terre Haute & Indianapolis Rail Road and the St. Louis, Vandalia & Terre 
Haute Railroad which covered a route from Indianapolis, Indiana to St. Louis, Missouri. 
Another route between Terre Haute, Indiana and Toledo, was created with the inclusion of the 
Terre Haute & Logansport and Logansport & Toledo branches. 
 
In 1917 the line was acquired by the Pittsburgh, Cincinnati, Chicago and St. Louis Railroad 
giving the Pennsylvania Railroad a direct route from New York City to St. Louis. In 1968 PRR 
merged with NYC to become Penn Central and in 1976 becoming part of Conrail. Much of the 
North-South line was abandoned with the Conrail formation but parts of the East-West line 
survive as part of CSX Transportation. 
 
Route 
 
The East-West line ran from Indianapolis to St. Louis with a major branch connecting Decatur, 
Illinois and Peoria, Illinois. The line was double-tracked for much of its length serving the coal 
region of southern Illinois and as a passenger route for the Pennsylvania Railroad’s Blue 
Ribbon named trains The St Louisan, the Jeffersonian, and the Spirit of St. Louis. 
 
The North-South route from Logansport, IN, to South Bend, IN. Logansport was a PRR hub, 
with six branch lines radiating in many directions. Logansport also featured a yard and engine 
terminal. From Logansport, the line proceeded northward intersecting every major east-west 
trunk line including the PRR's main east-west route and PRR's "panhandle" route. Upon 
reaching South Bend, the line proceeded northward through an industrial corridor toward the 
Studebaker plant to a depot just short of South Bend Union Station. Because the New York 
Central (NYC) trackage was elevated, interchange with NYC and tenant Grand Trunk Western 
(GTW) was indirect via a west-routed branch that reached the Studebaker plant railroad, New 
Jersey, Indiana, and Illinois (NJI&I) subsidiary of the Wabash Railroad, GTW, and NYC's 
Kankakee Belt Railroad subsidiary. PRR maintained few facilities other than the depot in town 
as there were no other connecting PRR lines in South Bend. 
 
Equipment 
 
The Vandalia Railroad was a PRR subsidiary for most of the twentieth century. PRR was 
known for equipment standardization and as such, all properties and subsidiaries operated 
with standardized PRR equipment. No known photographs of Vandalia-lettered equipment 
exist. 
Traffic 
 
Freight traffic was the primary use of the Vandalia Railroad. Studebaker loaded trucks for 
shipment south. Passenger trains were operated, including football specials for the University 
of Notre Dame. The university is located a few miles north of the station. 
 
Abandonment 
 
Despite the shutdown of most Studebaker operations in South Bend, abandonment was 
delayed until the Conrail consolidation. At that time, Conrail had three routes to/through South 
Bend and the Vandalia Railroad was deemed redundant. It has been abandoned piecemeal 
from the city border northward, with online industries served from trains based on the former 
NYC territory. 
 
Remnants 
 
The depot in South Bend still stands as a business. The tracks to the South still stand to 
Ewing Street, but are not in use. The tracks west to the Kankakee Belt connection still stand 
and are rarely used. 
 

Via Rail Canada, Inc. (Canada) 7,800 VIA Rail Canada took over operations of intercity passenger trains from the Canadian National 
Railway and Canadian Pacific Ltd. VIA Rail operates all of the Canadian rail passenger 
services in all provinces except for Prince Edward Island and Newfoundland. The Via name 
and logo was introduced by CN in 1976.  
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
Via Rail Canada (reporting mark VIA) (/?vi?/; generally shortened to Via Rail or Via; styled 
corporately as VIA Rail Canada) is an independent crown corporation, subsidized by the 
Minister of Transport, mandated to offer intercity passenger rail services in Canada. 
Via Rail operates 475 trains per week in eight Canadian provinces (exceptions are 
Newfoundland and Labrador and Prince Edward Island) over a network of 12,500 kilometres 
(7,800 mi) of track, 98% of which is owned and maintained by other railway companies, 
mostly by CN and CP. Via Rail carried approximately 3.8 million passengers in 2015, the 
majority on routes along the Quebec City–Windsor Corridor. 
 
Background 
 
Yearly passenger levels on Canada's passenger trains peaked at 60 million during World War 
II. Following the war the growth of air travel and the personal automobile caused significant 
loss of mode share for Canada's passenger train operators. By the 1960s it was obvious to 
both Canadian National Railway (CN) and the Canadian Pacific Railway (CP) that passenger 
trains were not economically viable in the current market. The CP sought to divest itself of its 
trains but federal government regulators and politicians balked, forcing the CP to maintain a 
minimal service through the 1970s, with the government subsidizing up to 80% of losses. CN, 
being a Crown corporation at that time, was encouraged by the federal government and 
political interests to invest in passenger trains. Innovative marketing schemes such as Red, 
White, and Blue fares, new equipment such as scenic dome cars and rail diesel cars, and 
services such as Rapido and the UAC TurboTrain trains temporarily increased numbers of 
passengers, reversing previous declines. 
 
These increases proved temporary: by 1977 total passenger numbers had dropped beneath 
five million. The decline of passenger rail became a federal election issue in 1974 when the 
government of Pierre Trudeau promised to implement a nationwide carrier similar to Amtrak in 
the United States. Starting in 1976, CN began branding its passenger services with the 
bilingual name Via or Via CN. The Via logo began to appear on CN passenger locomotives 
and cars, while still carrying CN logos as well. That September, Via published a single 
timetable with information on both CN and CP trains, marking the first time that Canadians 
could find all major passenger trains in one publication. In 1977, CN underwent a dramatic 
restructuring when it placed various non-core freight railway activities into separate 
subsidiaries such as ferries under CN Marine and passenger trains under Via Rail which was 
subsequently renamed Via Rail Canada. 
 
Formation of Via Rail Canada - 1977 
 
On January 12, 1977, CN spun off its passenger services as a separate Crown corporation, 
VIA Rail Canada. At its inception, Via acquired all CN passenger cars and locomotives. 
Following several months of negotiation, on October 29, 1978, Via took over operation of CP 
passenger train services, and took possession of cars and locomotives. Passenger train 
services which were not included in the creation of Via Rail included those offered by BC Rail, 
Algoma Central Railway, Ontario Northland Railway, Quebec North Shore and Labrador 
Railway, various urban commuter train services operated by CN and CP, and remaining CN 
passenger services in Newfoundland. At this time, Via did not own any trackage and had to 
pay right-of-way fees to CN and CP, sometimes being the only user of rural branch lines. 
 
Via initially had a tremendous variety of equipment, with much of it in need of replacement, 
and operated routes stretching from Sydney, Nova Scotia to Prince Rupert, British Columbia 
and north to Churchill, Manitoba. Over 150 scheduled trains per week were in operation, 
including transcontinental services, regional trains, and corridor services. 
 
While Via is an independent federal Crown corporation mandated to operate as a business, it 
is hindered by the fact that it was created by an Order in Council of the Privy Council, and not 
from legislation passed by Parliament. If Via were enabled by legislation, the company could 
be permitted to seek funding on the open money markets as other Crown corporations such 
as CN have done in the past. It is largely for this reason that critics say Via is vulnerable to 
federal budget cuts and continues to answer first to its political masters, as opposed to the 
business decisions needed to ensure the viability of intercity passenger rail service. 
 
Service cuts - 1981 
 
Greater numbers of passengers would not be Via's saviour. In 1981, Prime Minister Pierre 
Trudeau's government endorsed Minister of Transport Jean-Luc Pépin's plan which cut Via's 
budget, leading to a 40% reduction in the company's operations. Gone were frequently sold-
out trains such as the Super Continental (which reduced Via to operating only one 
transcontinental train, The Canadian) and the popular Atlantic, among others. 
 
Via also sought to reduce its reliance on over 30-year-old second-hand equipment and placed 
a significant order with Bombardier Transportation for new high-speed locomotives and cars 
which would be used in its corridor trains. The LRC (Light, Rapid, Comfortable) locomotives 
and cars used advanced technology such as active tilt to increase speed, but proved 
troublesome and took several years to work out problems (by 1990 only a handful of LRC 
locomotives remained in service which were subsequently retired by the arrival of the GE 
Genesis locomotives in 2001). 
 
Service restoration - 1985 
 
The election of Brian Mulroney's government in 1984 brought a friend to Via, initially, when 
several of Mulroney's commitments included rescinding the Via cuts of 1981 by restoring the 
Super Continental (under pressure from his western caucus), and the Atlantic (under pressure 
from his eastern caucus and the then-Saint John mayor Elsie Wayne). Prime Minister 
Mulroney's government gave Via funding to refurbish some of its cars, and purchase new 
locomotives, this time a more reliable model from General Motors Diesel Division. 
 
It was during this time on February 8, 1986, that Via's eastbound Super Continental collided 
with a CN freight train near Hinton, Alberta, as a result of the freight train crew missing a 
signal light. The resulting derailment killed 23 people. 
 
Service cuts - 1990 
 
The Ocean leaves the station at Amherst, Nova Scotia in July 2006 en route to Halifax. The 
image shows a vintage stainless steel "Park" observation car at the rear of the train. The other 
cars are newer Renaissance cars introduced by Via in 2003. 
By the late 1980s, inflation and other rising costs were taking their toll on federal budgets and 
in the Mulroney government's 1989 budget, Via again saw its budget slashed, surpassing 
even the 1981 cuts under Trudeau. Minister of Transport Benoît Bouchard oversaw the 
reduction in service on January 15, 1990, when Via's operations were reduced by 55%. 
 
Services such as the Super Continental were cut again, along with numerous disparate rural 
services such as in Nova Scotia's Annapolis Valley and Cape Breton Island, western Canada, 
and in the corridor. The Canadian was also moved from its 'home' rails on CP to the northerly 
CN route (which the Super Continental had used). The shift to the less-populated (and less 
scenic) route between Toronto and Vancouver severed major western cities such as Regina 
and Calgary from the passenger rail network and flared western bitterness toward Ottawa. 
 
The official justification for the rerouting was that the trains would serve more remote 
communities, but the concentration of ridings held by the Progressive Conservatives along the 
CN route attracted the charge that the move was chiefly political. Harvie André, one of 
Alberta's federal cabinet ministers who represented Calgary, stated publicly that he did not 
care if he never saw a passenger train again in his life. 
 
After these cuts, Via was a much smaller company and immediately took to rationalizing its 
fleet of cars and locomotives, resulting in a fleet of refurbished stainless steel (HEP-1 and 
HEP-2 rebuilds, for "head end power") and LRC cars, as well as rationalizing its locomotive 
fleet with GM and Bombardier (LRC) units. 
 
Service cuts - 1994 
 
Via was not spared from further cutbacks in Jean Chrétien's government elected in 1993. 
Minister of Finance Paul Martin's first budget in 1994 saw further Via cuts which saw the 
popular Atlantic dropped from the schedule, focusing the eastern transcontinental service on 
the Ocean. 
 
This move was seen as somewhat controversial and politically motivated as the principal 
cities benefiting from the Atlantic's service were Sherbrooke, Quebec and Saint John, New 
Brunswick, where the only two Progressive Conservative Party Members of Parliament in 
Canada were elected in the 1993 federal election in which Chrétien's Liberal Party took power. 
The Ocean service which was preserved operates on track between Montreal and Halifax 
running through the lower St. Lawrence River valley and northern New Brunswick. The 
Minister of Transport in Chrétien's government at the time, Douglas Young, was elected from a 
district that included Bathurst, New Brunswick, on the Ocean's route. A remote Via service to 
Quebec's Gaspé Peninsula, the Chaleur was also spared from being cut at this time, despite 
carrying fewer passengers than the Atlantic. 
 
Renaissance funding - 2000-2003 
 
By the late 1990s, with a rail-friendly Minister of Transport, David Collenette, in office, there 
were modest funding increases to Via. Corridor services were improved with new and faster 
trains, a weekly tourist train The Bras d'Or returned Via service to Cape Breton Island for the 
first time since the 1990 cuts, and a commitment was made to continue operating on 
Vancouver Island, but western Canada continued to languish with the only service provided by 
the Canadian and a few remote service trains in northern BC and Manitoba. 
 
In a significant new funding program dubbed "Renaissance", a fleet of unused passenger cars 
which had been built for planned Nightstar sleeper services between locations in the United 
Kingdom and Continental Europe, via the Channel Tunnel, were purchased and adapted 
following the cancellation of the Nightstar project. The new "Renaissance" cars were swiftly 
nicknamed déplaisance ("displeasure") by French-speaking employees and customers, due to 
early problems adapting the equipment for Canadian use. Doors and toilets froze in cold 
Atlantic Canada temperatures, resulting in delays and service interruptions. New diesel-
electric P42DC locomotives purchased from General Electric allowed the withdrawal of older 
locomotives, including the remaining LRC locomotives. The LRC passenger cars were 
retained and continued to provide much of the Corridor service. This expansion to Via's fleet 
has permitted scheduling flexibility, particularly in the corridor. Additionally, many passenger 
stations have been remodelled into passenger-friendly destinations, with several hosting co-
located transit and regional bus hubs for various municipalities. 
 
Renaissance II proposal and cancellation - 2003-2004 
 
On October 24, 2003, federal Minister of Transport David Collenette announced $700 million 
in new funding over the next five years. This funding was far below the $3 billion needed to 
implement a high-speed rail proposal in the Quebec City-Windsor Corridor nicknamed 
ViaFast, however the funding was intended to "provide for faster, more frequent and more 
reliable passenger service across Canada... [preserving] the option for higher speed rail, such 
as the Via Fast proposal" said Collenette. This new project was to be called "Renaissance 
II".Critics of "Renaissance II" noted that the majority of spending would take place in the 
corridor services and not add new trains or improved scheduling to Atlantic and Western 
Canada. 
 
On December 18, 2003, Prime Minister Paul Martin announced a freeze in federal spending 
on all major capital projects, including Via's five-year $700 million capital investment 
'Renaissance II' program announced just six weeks earlier by outgoing Prime Minister 
Chrétien's administration. Critics of Martin's cuts claimed that he was in a distinct conflict of 
interest as his family through Canada Steamship Lines and various subsidiary and affiliated 
companies had once had a significant investment in the Voyageur Colonial Bus Lines, an 
intercity bus line in Quebec and eastern Ontario that is a key competitor of Via Rail. 
 
Service cuts - 2004-2005 
 
Route cuts under the Martin government included the withdrawal of the seasonal Bras d'Or 
tourist train, which ran for the last time in September 2004, and the Montreal-Toronto 
overnight Enterprise, which was discontinued in September 2005. The Sarnia–Chicago 
International was also discontinued in April 2004 by Amtrak. Via's portion of the route from 
Toronto-Sarnia remained in operation as Via was able to use their own equipment to operate 
the train. 
 
Via's role in the sponsorship scandal - 2004 
 
The federal Auditor General's report released publicly on February 10, 2004, showed what 
appeared to be a criminal misdirection of government funds intended for advertising to key 
Quebec-based supporters of the Liberal Party of Canada. (See sponsorship scandal.) 
Included in the Auditor General's report was the fact that Via Rail was used as one of several 
federal government departments, agencies, and Crown corporations to funnel these illicit 
funds. Forced to act on the Auditor General's report due to its political implications, Prime 
Minister Paul Martin's government suspended Via Rail President Marc LeFrançois on 
February 24, 2004, giving him an ultimatum of several days to defend himself against 
allegations in the report or face further disciplinary action. 
 
Several days later, during LeFrançois's suspension, a former Via Rail marketing department 
employee, Myriam Bédard, claimed she was fired several years earlier when she questioned 
company billing practices in dealing with advertising companies. (According to CBC News, an 
arbitrator's report later concluded that Bédard had voluntarily left Via Rail.) She was publicly 
belittled by Via Rail Chief Executive Officer Jean Pelletier in national media on February 27, 
2004. Pelletier retracted his statements but on March 1, 2004, Pelletier was fired. On March 5, 
2004, after failing to defend himself adequately against the allegations in the Auditor General's 
report, LeFrançois was fired as well. 
 
Increasing problems and reinstated funding - 2005-2009 
 
The reversal of funding in 2003 led to a backlog of deferred maintenance and left Via unable 
to replace or refurbish life-expired locomotives and rolling stock. Regardless, Via ridership 
increased from 3.8 million in 2005 to 4.1 million in 2006. 
 
On October 11, 2007, Finance Minister Jim Flaherty announced federal government funding 
of $691.9 million over five years, of which $519 million is capital funding, and the remainder 
additional operating funding. The capital funding is earmarked to refurbish Via's fleet of 54 
F40PH-2 locomotives to meet new emissions standards and extend their service lives by 15–
20 years, refurbish the interiors of the LRC coaches, reduce track capacity bottlenecks and 
speed restrictions in the Windsor-Quebec City Corridor, and make repairs to a number of 
stations across the network. 
 
This announcement is similar in content to the previous Renaissance II package, and once 
again can be criticized for not including any new equipment or funding for services outside the 
Corridor. Shortly after this announcement was made, documents obtained by The Canadian 
Press under the Access to Information Act revealed that delays due to equipment failures had 
risen by 60% since the previous year. The company attributed this to problems with the aging 
F40 locomotive fleet. 
 
On January 27, 2009, the Government of Canada announced in its 2009 Economic Action 
Plan that it would increase funding to Via by $407 million to support improvements to 
passenger rail services, including higher train frequencies and enhanced on-time performance 
and speed, particularly in the Montreal-Ottawa-Toronto corridor. 
Labour difficulties - 2009-2010 
 
On July 21, 2009, VIA Rail announced that its engineers would go on strike as of July 24 if no 
deal was reached by then, and began cancelling all trains in anticipation of strike. The strike 
officially began at midnight on July 24 after it became clear that no deal had been reached. 
Engineers had been without a contract since December 31, 2006. Full service was resumed 
on July 27, 2009. 
A strike by the Canadian Auto Workers union, representing around 2,200 employees, was 
planned to begin on 4 July 2010, but was called off after the union and Via reached a three-
year contract. 
 
Service cuts - 2011 
 
The Victoria–Courtenay service on Vancouver Island was suspended indefinitely in March 
2011 due to deteriorating track. 
 
Service cuts - 2012 
 
On June 27, 2012, Via Rail announced another round of budget cuts to be achieved by 
reducing service: 
 • The Canadian was reduced from 3 days a week to 2 days a week beginning in November 
2012, service will be 2 days a week from November to April during off peak season and 
returning to 3 per week during peak season from May to October. 
 • The Ocean was reduced from 6 days a week to 3 days a week beginning in October 2012. 
 • Corridor services west of Toronto were reduced, and there will be weekend service 
reductions to Montreal and Ottawa. 
 • Corridor services to Sarnia and Niagara Region were reduced to one per day starting in 
October 2012, with some cuts starting in July 2012. Sarnia was left with only one train each 
way per day.  Niagara Falls lost all service except the joint Amtrak-Via Maple Leaf service. 
 
 • Corridor services to Kitchener, London, and Windsor[ were reduced to fewer trains per day 
starting in October 2012, though still at least two each way. 
 
Service cuts, 2013 
 
 • Gaspé service, which had been replaced by bus service sometime in 2011, was suspended 
indefinitely[18] in September 2013. 
 
Service Restoration, 2014 
 
 • Corridor late-evening Toronto-Montreal stopping service was reintroduced, with a 18:00 
departure from Toronto and 18:30 departure from Montreal Fridays and Sundays 
 
 • Express Corridor Toronto-Ottawa midday service was introduced, departing Fridays-
Mondays at 10:45 from Toronto and 10:30 from Ottawa 
 
Service Increase, 2015 
 
 • Frequency increased to mid-sized stations on the Quebec-Windsor corridor, with stopping 
patterns added at Cobourg, Belleville, Kingston, and Brockville for select Corridor Toronto-
Montreal and Toronto-Ottawa-Montreal services 
 
 • Evening frequency increases on select days on Toronto-Montreal and Montreal-Ottawa 
routes 
 
 • Via announces it is exploring the potential to introduce a daily regional service in Nova 
Scotia and New Brunswick (Halifax-Moncton; Moncton-Campbellton) to complement the 
thrice-weekly Ocean service to Montreal. In an interview Via Rail president Yves Desjardins-
Siciliano also notes that the subsidy for passenger rail travel in Canada in 2015 is about 200 
percent: for every $1 travelers spend on fares, Canada pays $2 in subsidy. 
 
 

Victorian Railway (Australia) 4,755 The Victorian Railways operated in the Australian state of Victoria from 1859 to 1983. The first 
railways in Victoria were private companies, but when these companies failed or defaulted, 
the Victorian Railways was established to take over their operations. Most of the lines 
operated by the Victorian Railways were of 5 ft 3 in (1,600 mm), however the railways also 
operated up to five 2 ft 6 in (762 mm) narrow gauge lines between 1898 and 1962, and a 4 ft 
8 1⁄2 in (1,435 mm) standard gauge line between Albury and Melbourne from 1961. 
 
History 
 
Formation 
 
A Department of Railways was created in 1856 with the first appointment of staff. British 
engineer, George Christian Darbyshire was made first Engineer-in-Chief in 1857, and steered 
all railway construction work until his replacement by Thomas Higginbotham in 1860. Because 
of political turmoil in the Victorian Government, Higginbotham was one of 137 officials 
removed from office on Black Wednesday on 8 January 1878 when the Government was 
denied supply. He, like a number of other senior officers, was not reappointed. Robert Watson 
then took over as Engineer-in-Chief. But in 1880 a new Ministry expressed a wish to redress 
the injustice by re-instating Higginbotham. However, at the sudden death of Higginbotham in 
1880, William Elsdon took over for two years before his retirement in 1882, and Watson then 
returned to his former position as Engineer-in-Chief, which he held up to the time of his death. 
 
On 1 November 1883 assent was given to the Victorian Railways Commissioners Act 1883, 
47 Vic., No.767, to construct, maintain and manage the state's railways. The staff of the 
Department of Railways came under the authority of the Railway Commissioners, which 
became commonly known as Victorian Railways. The elaborate headquarters at 67 Spencer 
Street were opened in 1893. 
 
Growth 
 
Victorian Railways grew to service all parts of the state, even extending some lines into New 
South Wales under the 1922 Border Railways Act. In the late 19th century the railways 
became something of a political football with politicians demanding new lines to be built in 
places where traffic levels never justified it. In 1864 there was just 254 miles (409 km) of 
railway. The system expanded rapidly to reach 2,900 route miles (4,670 km) by 1891 and to 
its greatest extent of 4,755 route miles (7652 km) in 1939. The result was that by the 
beginning of the 20th century, no Victorian (apart from those in the mountain regions) were 
more than 25 miles (42 km) from a railway line. The period from the end of the 1930s saw a 
slow decline in route mileage as unprofitable branches were closed. 
 
Conversion of the Melbourne suburban system to electric operation commenced in 1919 and 
was completed by 1930, creating what was claimed at the time to be the world's largest 
electric suburban rail system. 1937 saw the introduction of the streamlined Spirit of Progress 
passenger train, with air conditioning and all steel carriage construction. Diesel power was 
introduced in 1951 with ten F-class diesel-electric shunting locomotives, followed by B-class 
mainline diesel-electric locomotives in 1952/53. A standard gauge line connecting to the New 
South Wales system was constructed in 1961 allowing through trains to operate between 
Melbourne and Sydney, Australia's two largest cities, for the first time. The last steam 
locomotive was withdrawn in 1972. 
 
Demise 
 
In May 1973 the Railways (Amendment) Act 1972 passed the management of the Railways 
from the Victorian Railways Commissioners to a Victorian Railways Board. In 1974 the 
Victorian Railways was rebranded as VicRail, but the royal blue and gold livery used on rolling 
stock was retained until 1981. 
 
In 1983 VicRail was divided into two—the State Transport Authority taking responsibility for 
the provision of country rail and road, passenger and freight services, and the Metropolitan 
Transit Authority taking over suburban passenger operations. 
 
The State Transport Authority traded under the V/Line name, while the Metropolitan Transit 
Authority used that name until the Public Transport Corporation ("The Met") was formed in 
1989. Between 1996 and 1999 V/Line and The Met were privatised. V/Line Passenger was 
franchised to the National Express Group, returning to government ownership in 2002. The V/
Line Freight division was sold to Freight Victoria and is now owned by Pacific National, The 
infrastructure is now managed by VicTrack with the interstate rail freight infrastructure leased 
to the Australian Rail Track Corporation. Metro Trains Melbourne now operates the suburban 
railway network. 
 
Management 
 
When first formed in 1857, the management of the Railways Department was initially vested 
in the President of the Board of Land and Works, this situation remaining until 1884. With the 
passing of the Victorian Railways Commissioners Act 1883, a board of four commissioners 
was put in charge, responsible to the Minister of Railways (the Minister of Transport from 1935 
onwards). 
 
The Chairman of Commissioners of the Victorian Railways were: 
 
Richard Speight: 1883 to 1892 
Richard Hodge Francis: 1892 to 1894 
James Syder: 1894 to 1896 
John Mathieson: 1896 to 1901 
William Francis Joseph Fitzpatrick: 1901 to 1903 
Thomas James Tait: 1903 to 1910 
William Francis Joseph Fitzpatrick: 1910 to 1915 
Charles Ernest Norman: 1915 to 1920 
Harold Winthrop Clapp: 1920 to 1939 
Norman Charles Harris: 1940 to 1950 
Robert George Wishart: 1950 to 1955 
Edgar Henry Brownbill: 1956 to 1967 
George Frederick Brown: 1967 to 1973 
 
After the Bland Report of 1972, in May 1973 the Railways (Amendment) Act 1972 passed the 
management of the Railways from the Victorian Railways Commissioners to a Victorian 
Railways Board. The board could have up to seven members, with six being initially 
appointed. This remained until 1983 when the board was discontinued under the Transport 
Act 1983. 
 
Fleet 
 
The Victorian Railways operated a wide variety of locomotives and rolling stock to provide 
passenger and goods services. This included equipment acquired from the private companies 
that built the first railways in Victoria. The majority was the fleet was broad gauge, with a 
specialised fleet used on the narrow gauge lines. In later years gauge conversion was used to 
place stock from the main VR fleet onto standard gauge. 
 
The first locomotives used in the state were small steam locomotives, the majority being 
imported from the United Kingdom, with later years seeing larger units being built locally. 
Electric locomotives were acquired with the electrification of the suburban railways, with more 
powerful units acquired when the mainline to Traralgon was electrified. Dieselisation occurred 
from 1951, but the B class of 1952 revolutionised main line operations. Apart from the F class 
shunters, Clyde Engineering had a monopoly on Victorian diesel-electric locomotives, as the 
Australian licensee of General Motors EMD engines and traction motors, fitting them into 
locally designed bodies. 
 
Early passenger services were operated with 4 and 6 wheeled "dogbox" passenger carriages, 
but larger bogie rollingstock started to appear from the turn of the century. On the Melbourne 
suburban network electric multiple units were introduced speeding up services. Experiments 
were also made with various diesel and petrol railcars for use on smaller branch lines. By the 
late 1970s, country passenger services were run down, and older wooden rolling stock was 
now approaching their use by date. As a result, the New Deal saw modern steel carriages 
introduced from 1981. 
 
Early wagons were built on four wheeled under frames, but from 1871 bogie vehicles begun to 
appear. The last four wheeled open wagons were built in 1958, but were not scrapped in large 
numbers until the 1980s when new bogie wagons replaced them, by 1987 the bogie wagon 
fleet numbered 5000. 
 
When the Victorian Railways (now known as VicRail) was divided into two in 1983, the 
Metropolitan Transit Authority received the suburban electric multiple unit fleet, while the State 
Transport Authority took responsibility for remainder for the provision of country passenger 
and freight services. 
 
Operational branches 
 
The Victorian Railways was divided up into a number of branches, each with a set of 
responsibilities. These branches were reorganised a number of times, in 1962 they were: 
 
- Secretaries: headed by the Secretary for Railways, dealt with policy, administration, 
transport regulation and legal matters. 
- Rolling Stock: headed by the Chief Mechanical Engineer, was responsible for design, 
construction, operation, and maintenance of all locomotives and rolling stock. 
- Way and Works: headed by the Chief Civil Engineer, it constructed and maintained all fixed 
infrastructure such as track, bridges, stations, signalling and safeworking. 
- Traffic: headed by the Chief Traffic Manager, it operated all goods and passenger services 
both on rail and road. 
- Electrical Engineering: headed by the Chief Electrical Engineer, it managed the suburban 
railway electrification system, as well as power supply to stations. 
- Accountancy: headed by the Controller of Accounts, it recorded all payments, prepared 
budgets, conducted audits, and paid salaries and wages to employees 
- Commercial: headed by the Chief Commercial Manager, it set goods rates and passenger 
fares, solicited for new traffic to rail, and took action against by-laws offenders. 
- Stores: headed by the Controller of Stores, it received all incoming stores and materials, and 
controlled the railway printing works. 
- Refreshment Services: headed by the Superintendent of Refreshment Services, it controlled 
food and bookstore services at station, managed advertising at stations, as well as the railway 
bakery, butchery, poultry farm and laundry. 
 
Visual identification 
 
For most of the 20th century, the colours of royal blue and gold were the distinctive feature of 
the Victorian Railways. It was first introduced on the Spirit of Progress express train in 1937 
along with the winged "VR" logo and was refined to the final form with the arrival of the B 
class diesel electric locomotives in 1952. The revised logo was inspired by that of the Erie 
Railroad in the United States. 
 
While the Spirit of Progress carriages wore the royal blue and gold striping, the remainder of 
the passenger fleet wore a more plain red livery. Additional carriages did not appear in the 
blue and gold until the 1954 Royal Tour by HM Queen Elizabeth II. Freight stock was painted 
in a slightly different red / brown with only identifying lettering painted in white on the side. 
 
In 1961 with the coming of the standard gauge line into Victoria, the Victorian Railways held a 
competition to find a "symbol, sign or slogan" to be carried on new freight vehicles for the line. 
The winner was an 18-year-old art student from Bentleigh, with the logo being a stylised VR 
with arrowheads either end. By the 1970s most bogie vehicles wore the logo, until May 1983 
pending the launch of V/Line. 
 
In 1974 the Victorian Railways was rebranded as VicRail, with a new logo unveiled on 12 April 
1976, but the royal blue and gold image was retained until 1981, when the orange and silver 
"teacup" scheme was launched on locomotives, Comeng trains, and passenger carriages. 
This was the last livery, with V/Line launched in August 1983 with a "stylised capital lettered 
logo with the V and the L split by a deep slashing stroke". 
 
Named trains 
 
The Victorian Railways operated a number of named passenger trains, including the: 
 
Geelong Flyer 
Great Northern Limited 
The Overland 
The Boat Train 
Spirit of Progress 
The Gippslander 
Intercapital Daylight 
Mildura Sunlight 
Southern Aurora 
The Northerner 
Vinelander 
The West Coaster 
Fruit Flyer 
 
The railways also operated a number of specialist trains that were used to bring services to 
rural and isolated populations. These included: 
 
Better Farming Train 
Reso Train 
Train of Knowledge 
 
Other functions 
 
From 1888 the Victorian Railways began to take on a role in tourism, operating the Victorian 
Government Tourist Bureaux until it was taken over by the state government in 1959. In 1911 
the Victorian Railways Commissioners assumed responsibility for the State Coal Mine at 
Wonthaggi from the Mines Department. 
 
The railways also operated the Newport Power Stations A and B, railway refreshment 
services, road motor services for passengers, and motor transport services for goods. The 
railways also operated two tram routes in Melbourne, the Electric Street Railways. Finally, the 
railways ran three guesthouse / ski lodges which were taken over from previous operators: the 
Mount Buffalo Chalet from 1925–1985, the Feathertop Bungalow 1927–1939 and Hotham 
Heights 1934–1951. 

Vietnam Railways (Vietnam) 1,959 Vietnam Railways is the state-owned operator of the railway system in Vietnam. The principal 
route is the 1600 km single track North-South Railway line, running between Hanoi and Ho 
Chi Minh City. This was built at the metre gauge in the 1880s during the French colonial rule. 
There are also standard gauge lines running from Hanoi to the People’s Republic of China, 
eventually leading to Beijing, and some mixed gauge in and around Hanoi. 
 
Problems 
 
Notwithstanding the poor state of the country’s road network, the railway system does not 
make a great contribution to the national transport infrastructure, carrying only about 0.7% of 
all freight. The 30 to 40-hour passenger trip between Hanoi and Ho Chi Minh City is 
undertaken by few, although visitor resorts such as Hu?, H?i An, and Nha Trang lie along the 
route and generate some tourist traffic. Following the Sino-Vietnamese War of 1979 some 
travel restraints are still in place in the border region and the usage of the lines north and east 
of Hanoi is curtailed as a result. The Ho Chi Minh City–Hanoi line is poorly maintained and the 
engineering infrastructure, much damaged by war, has even now received only temporary 
repair in many places. In addition, the center of the country is subject to violent annual 
flooding and bridges are often swept away, causing lengthy closures. 
 
Projects 
 
In 2008, the Ho Chi Minh City government approved construction of a subway rail system, 
eventually to comprise four lines, the first to be completed by 2013. 
 
There is a long-term plan to build a completely new standard-gauge line to connect the two 
main cities. New international routes to Phnom Penh and thus via Bangkok to Singapore are 
also under consideration. A parliamentary resolution of 2005 proposed that foreign investors 
be invited to invest in Vietnam Railways. On 9/11/08 the Cambodian Ministry of Transportation 
announced a new railway line with the total length of 257 km will connect Phnom Penh with 
Loc Ninh (Binh Phuoc province), Vietnam. This 550 – million – dollar project has been 
carefully investigated by Chinese experts and is about to be carried out in the near future. 
Vietnam is extending its network to Loc Ninh. In August 2010, the government announced 
plans to build two sections of standard-gauge railway, from Hanoi to Vinh and from Ho Chi 
Minh City to Nha Trang. 
 
Although on the face of things the possibility of a good return might appear small, there are 
precedents: the lines into China have benefited from Chinese investment and, more recently, 
Japanese investment was spent on the Hai Van Tunnel project, a new road tunnel alongside 
the north-south rail line near Da Nang. 
 
At a more local level, the picturesque hill town and resort of ?à L?t was once connected by a 
scenic little rack railway to the main north-south line at Thap Cham. Although there is now little 
visible trace of the trackbed in the green and fertile landscape, local businesses have secured 
a promise of government funding for its reinstatement, to benefit tourism in the area. 
Currently, the only railway at ?à L?t is an 8 km remnant from the old railway connection that 
runs from ?à L?t station to the nearby village of Tr?i Mát. This is run as a tourist attraction. 
 
Other projects likely to receive foreign money are proposed light rail systems within Hanoi. 
High-speed rail plans on hold 
 
Vietnam Railways also planned a 1,630-kilometre (1,013 mi) high-speed standard gauge link 
from its capital Hanoi in the north to Ho Chi Minh City in the south, capable of running at 250 
to 300 km/h (155 to 186 mph). It was planned to have an initial travel time of 9 hours and to 
make a series of improvements over time to eventually reduce the time to 5 hours. The 
current single track line has journey times from just under thirty hours. 
 
The funding of the $33 billion line was to come mostly from the Vietnamese government, with 
the help of Japanese aid (on the understanding that Japanese firms would engineer the bulk 
of the project). In 2010, there was an unsuccessful push to fund the project, and efforts to 
promote the project have fallen off since then. 
 
The timetable called for the initial construction (the 9-hour line) to be completed in 2016, and 
the line improvements (the 5-hour line) by 2025. At one point, the Vietnamese prime minister 
had set a target to complete the line by 2013. Approval was delayed several times, and in May 
2010, the plan was finally rejected by the government.

Virginia & Tennessee Railroad (Lynchburg (Cumberland Gap), VA ) 213 The Virginia & Tennessee, he East Tennessee & Virginia, the East Tennessee & Georgia, and 
the Memphis & Charleston Railroads were strategically important railroads that opened a 
through route from the northeast to the major cities of the south. The route extended from 
Lynchburg, VA to Memphis, TN. However, Lynchburg was connected to Richmond, and 
Norfolk, VA by other railroads. Thus, these railroads made it possible to travel from almost any 
place in the east to Memphis. [4] 

Virginia & Truckee Railroad (Reno, NV ) 52 3.9% Chartered, November, 1869. Opened, October 18, 1872. The Virginia & Truckee was used 
chiefly for the transportation of ores and materials for the silver mines of Nevada.   Silver City 
Branch: Main Line to Silver City, Nevada.   Succeeded by Virginia & Truckee Railway, June 
24, 1905. Receiver appointed April 27, 1938. 
 
The Virginia and Truckee Railroad (reporting mark VT) was built to serve the Comstock Lode 
mining communities of northwestern Nevada. At its height, the railroad's route ran from Reno 
south to Carson City, Nevada. In Carson City, the mainline split into two branches. One 
branch continued south to Minden, while the other branch traveled east to Virginia City. The 
first section constructed from Virginia City to Carson City was constructed commencing in 
1869 to haul ore, lumber and supplies for the Comstock Lode. 
 
The railroad was abandoned in 1950 after years of declining revenue. Much of the rail 
infrastructure was pulled up and sold, along with the remaining locomotives and railcars. In 
the 1970s, with public interest in historic railroads on the rise, the old lines were rebuilt by 
private investors, with an eye towards re-opening the lines. 
 
Today, the privately owned Virginia & Truckee Railroad Company operates as a heritage 
railroad, headquartered in Virginia City. The present route is 14.1 miles (22.7 km) long. The 
Virginia & Truckee Railroad owns and uses the service mark "Queen of the Short Lines." The 
V&T Railroad runs up to 7 trains per day, many in steam behind locomotive #29, a 2-8-0 
Consolidation, or an ex-US Army GE 80 ton diesel from Virginia City from Memorial Day until 
the end of October each year. 
 
The public Nevada Commission for the Reconstruction of the V&T Railway has rebuilt the line 
from Gold Hill (connection with the current V&T Railroad) to Carson City, running the first train 
over the line in 68 years on 14 August 2009. The Commission acquired a 1914 2-8-2 Mikado 
steam locomotive (The McCloud no. 18), which had been in use by the Sierra Railroad, out of 
Oakdale, California on special lunch and dinner trains. When the no. 18 arrived on the V&T, 
boiler problems were discovered, and the locomotive awaited repair at the Virginia and 
Truckee shops in Virginia City. She went to Hollywood for the filming of Water for Elephants. 
She returned after her scenes were filmed and finally had her first revenue run on July 24, 
2010. Cars and locomotives from the original railroad are on display at the Nevada State 
Railroad Museum in Carson City, at the Comstock History Center on C Street in Virginia City, 
at the California State Railroad Museum in Sacramento and at the Railroad Museum of 
Pennsylvania in Strasburg. 
 
In order to ascend the mountain to Virginia City it was necessary to build an enormous trestle. 
Popular Nevada mythology says Crown Point Trestle was considered to be such a feat of 
engineering that it is featured on the Nevada State Seal. This myth is mentioned by Lucius 
Beebe.  
 
Former Nevada State Archivist Guy Rocha debunks this myth on the state's Myth-a-Month 
page, pointing out that the state seal predates the trestle and shows a viaduct, not a trestle. 
 
History 
 
The Comstock Lode 
 
Gold was discovered in Nevada (then western Utah Territory) in the spring of 1850, by a 
company of Mormon emigrants on their way to the California Gold Rush. These early travelers 
only lingered in Nevada until they could cross the Sierras. By 1858 prospectors were soon 
permanently camping in the area around what is now Virginia City. In 1859, gold was found in 
outcroppings in the hills and canyons just outside what is now Virginia City. Among the gold 
ore in these outcroppings were bluish chunks of silver ore which clogged the rockers. Silver 
was not recognized in this form, so initially it was overlooked in favor of the gold, and later 
found to be quite valuable. This was the first of the silver from what came to be called the 
Comstock Lode. 
 
Numerous mills appeared along the Carson River from Dayton to Brunswick (toward Eagle 
Valley) to process the ore from the Comstock Lode. Low interest rates enticed mine and mill 
owners alike to finance through the bank. Many of these mills and some mines were built with 
loans from the Bank of California, whose Nevada agent, William Sharon, would foreclose 
upon the mines or mills when their owners defaulted on payments. Thus, the bank gradually 
came into possession of many important mining and ore-processing facilities. Sharon, along 
with business partners Darius Ogden Mills and William Ralston, formed the bank-owned 
Union Mill & Mining Company to process the ore from the mills that had been foreclosed 
upon. 
 
Initially, the Comstock Lode was a boon for the Virginia City area, as the city grew to over 
20,000 persons at its height, and was among the largest and wealthiest cities in the West.  
 
However, from the beginning, the costs to transport Comstock ore to the mills from points on 
the Lode (as well to return with wood and lumber to supply the mines) became so great that 
many mines were closed and only the higher quality ores were worth processing. Being in 
control of mines and mills with his partners, Sharon realized that a cheap form of 
transportation between the mines, the mills, and the cities would allow the banks holdings to 
be more profitable.  
 
Early years 
 
There were many propositions starting as early as 1861 for railroads to service the area and 
decrease costs. Sharon eventually (with the addition of $500,000 in county bonds to move the 
railroad), envisioned a railroad to run from Virginia City, through Gold Hill where the first of the 
Comstock Lode was mined, passing the mills along the river, ending at the state capital, 
Carson City.  When finished, this route would cover 21 miles, descend 1,575 feet of elevation 
and have so many curves as to make 17 full circles in the thirteen and a half miles from the 
river to Virginia City. Ground was broken on February 18, 1869, two miles below Gold Hill on 
American Flats when grading crews went to work. There were seven tunnels on the line 
requiring 2 – 5 months each to hole through and an 85 ft tall, 500 ft long trestle to be built over 
the Crown Point ravine. The first track and ceremonial first spike was driven on September 28, 
1869 by superintendent H. M. Yerington, with the first passenger train pulling into Virginia City 
on Jan. 29, 1870.  
 
Named the Lyon, engine No. 1 was one of three 2-6-0's purchased from H.J. Booth by the 
fledgling railroad, along with engine No. 2, the Ormsby and No. 3, the Storey. The railroad 
placed orders for five locomotives, three from H.J. Booth and two from Baldwin Locomotive 
Works in Philadelphia, PA. The first three of the five original locomotives purchased were 
named after Nevada counties. The last two of the five were built by Baldwin and were named 
Virginia engine No 4 and Carson engine No 5, after the respective towns. The Baldwin 
locomotives, Virginia and Carson, were dis-assembled at Reno on a Central Pacific siding 
then hauled up the Geiger Grade from Reno to Virginia City, thus reassembled. They had the 
distinction of being the first locomotives in Virginia City. The Lyon, with the distinction of being 
the first locomotive for the V&T RR, was also the engine that pulled the work train, finally 
arriving in Virginia City on January 28, 1870, completing the initially planned route. The line 
was opened in its entirety on Jan 29 with regular passenger service starting on Feb 1, 1870. 
 
On Nov. 12, 1869 V&T Engine no. 2, an H.J. Booth 2-6-0, pulled the first car of revenue for the 
company from Carson City to Gold Hill, a flat car loaded with lumber for the Crown Point 
Company. This milestone was also marked by the opening of the Crown Point Ravine bridge 
and the first crossing of the work train, engine No. 1 plus four cars, followed closely behind by 
engine No. 2, plus four cars (1 revenue). It is assumed that from the 12th to the 18th the 
railroad laid track (spurs) to service the local mines of Gold Hill, for without the track, you can't 
get cars in to load. Without cars, you have nothing to haul, and this WAS primarily a freight 
road. (There is nothing in print to reference this). However, on Nov. 18 1869, engine No. 1 
hauled the railroads first revenue train of ore from the Yellow Jacket mine. By December 21, 
regular scheduled trains were running between Gold Hill and Carson City, hauling wood and 
lumber up the hill and ore back down to the mills. 
 
“The first lot of ore from the Yellow Jacket mine and in fact from the Comstock ledge - yet 
shipped over the railroad was sent down yesterday to the Yellow Jacket mill on Carson River. 
There were seven car loads of it, about eight and a half tons to the load, not far from 60 tons. 
This was from the 700 foot level of the old north mine, and dumped directly into the cars, the 
railroad passing within a few feet of the shaft. It is low grade ore, assaying $26 or $28 to the 
ton, and will yield under the stamps not far from $17 per ton. It is ore which heretofore was 
considered too poor to work and was accordingly used to fill up drifts with. The railroad now 
affords for the first time a chance to work this low grade ore profitably”. - Gold Hill Daily News,  
 
The first Ore Shipment - Nov 19, 1869.The Gold Hill Daily News, states that low grade ore is 
valued at $26 – $28.00 to the ton. It also states that (after transportation and milling costs, 
‘yield under the stamps') the result would be around $17.00 to the ton coming back to the 
mine. Milling rates were about $7/ton. Based on an average of $27/ton of low grade ore, that 
left a freight cost of $3/ton. That one ton of ore could pay the wages for 3 experienced 
underground miners and a carpenter for a day. So you use your low grade ore to pay 
expenses, and reap the profits from the high grade. With the coming of the railroad, a 
reduction in freight rates for lumber by almost half occurred, and the railroad could haul more 
material by the trainload, so mining activity would increase, creating more business for the 
railroad. Sharon's idea of low cost transportation paid off. 
 
The railroad had cost $1,750,000 to build, not including the cost of rolling stock or buildings. 
The V&T ran 30 - 45 trains per day at the height of the Big Bonanza from Carson to Virginia 
City and Gold Hill. Still primarily a freight railroad, there were 22 locomotives and 361 freight 
cars in use at the peak of the Virginia and Truckee operations (1876 & 1877), which carried 
over 400,000 tons of freight per month. This was in contrast to a mere 10 passenger cars. 
 
Expansion and prosperity 
 
In late 1871, a line extension to Reno was begun, to connect the V&T line with the Central 
Pacific Railroad. This would allow through train service between Virginia City and San 
Francisco. Construction began with track being installed starting at the Reno end of the line. 
The first train to run end-to-end from Virginia City to Reno took place on August 24, 1872, 
pulled appropriately by the road's newest locomotive at the time, No. 11, the Reno. This 
milestone marked the completion of the Virginia and Truckee Railroad. In 1875, the railroad 
was earning a profit of over $100,000 per month and started paying annual dividends of 
$360,000 (or $30,000/month) to investors. 
 
In 1880, the V&T built a 3 ft (914 mm) narrow gauge railroad called the Carson & Colorado. 
The railroad never did reach the state of Colorado; its aim was to head to the southern part of 
California, and eventually to the Colorado River where new mining claims were being struck. 
These never did pan out, and by 1891 those claim sites were all but forgotten. A liability to the 
V&T, the "slim princess" was sold to the Southern Pacific Railroad in 1900. In the words of 
Ogden Mills, "Either we built this line 300 miles too short or 300 years too early" reflected 
V&T's attitude towards the railroad. 
 
Shortly after the sale of the C&C, however, silver was discovered at Tonopah, Nevada. The 
C&C became prosperous for the Southern Pacific, as wagon trains would run for miles 
through the desert to reach the narrow-gauge line, which would then carry it back to the V&T 
at the Mound House junction. Because of the break of gauge between the C&C and V&T, the 
Tonopah ore had to be unloaded from the narrow-gauge cars and into the standard gauge 
cars at the C&C northern terminus. Southern Pacific officials did not like this arrangement, so 
in 1904 they converted the entire narrow-gauge line to standard gauge, now renamed the 
Nevada & California Railroad. In addition, the Southern Pacific (controlled at the time by the 
Union Pacific Railroad) offered to buy the Virginia & Truckee, but the V&T officials set their 
price too high (according to U.P. president Harriman). Instead, the Southern Pacific built their 
own line from the closest junction on the former C&C. The line ran 28 miles from Hazen to 
Fort Churchill and connected their own main lines, thus bypassing the V&T entirely. 
 
In 1904, the corporation changed its name to the Virginia and Truckee Railway. In response to 
agricultural and cattle ranch concerns, the V&T built a short branch line to Minden, NV, about 
26 miles south of Carson City, in 1906. This branch line brought in increased freight traffic; as 
a result the V&T purchased three new ten-wheelers from Baldwin: No. 25, 26, and 27, in 
1905, 1907, and 1913 respectively.  
 
Decline of the railroad 
 
The Virginia and Truckee's decline began as early as 1924, the first year in which the railroad 
had failed to make a profit. Mining revenue had dropped off to very low levels, though revenue 
from the Minden line continued to flow. Passenger revenue was on a steady decline, due to 
the increased use of the automobile on the ever-expanding highway system in the US.  
 
The sole owner of the railroad in 1933 was Ogden Livingston Mills, grandson of original co-
founder Darius Ogden Mills.  He personally paid the deficits in the railroad's operating costs 
as a nod to the past and his family's involvement in the early days of Virginia City. In 1938, a 
year after Mills' death, the railroad went into receivership, and its management began making 
plans to cease operations,  with the Virginia City branch already having been dismantled 
during that year.  
 
At the time of the railroad's closure, it had only three locomotives operating, the second no. 5 
(2-8-0 built by ALCO in 1925), as well as numbers 26 and 27 (both 4-6-0's built by Baldwin in 
1907 and 1913, respectively). The #26 was originally was scheduled to haul the last train, but 
after making its run on May 1, 1950, the single-stall locomotive shed it was stored in had 
caught fire. The 26, deemed as a total loss, was scrapped, and the road instead restored no. 
27 for the occasion. On May 30, 1950, the no. 27 pulled the Virginia and Truckee's final train, 
rather fitting as experts considered, since the 27 was the last engine purchased new by the 
road. 
 
Lucius Beebe, a noted railroad historian, settled in Virginia City with Charles Clegg, a 
photographer and helped to revitalize the town and interest in the railroad by writing books 
about the Virginia & Truckee as well as other Colorado narrow gauge railroads, such as the 
Carson and Colorado Railroad.  

Virginia Bridge & Iron Co. (Roanoke, VA ) Although primarily a manufacturer of steel bridges and buildings, the company did build some 
railroad cars, probably during slow periods when it was not busy with its primary business. Ref 
[2] illustrates a 120 ton gondola built for the Virginian Railway in 1916. This car was probably 
the largest capacity coal car built at the time. In 1930 it was the "largest structural steel plant 
in the South", with plants in Roanoke, Birmingham and Memphis.

Virginia Railway & Power Company) 171 Virginia Railway & Power Company, founded by Frank Jay Gould, according to its website. In 
1925, the name was changed to the Virginia Electric and Power Company (VEPCO), and 
Dominion was operated as a regulated monopoly. In 1940, Dominion doubled its service 
territory by merging with the Virginia Public Service Company. In 1980, Dominion Resources, 
Inc., was incorporated as the holding company for VEPCO.   
 
In 1913, the principal lines were located in Richmond and in Norfolk, VA. 
 
1909: Virginia Railway and Power (VR&P; the original name of Vepco) is incorporated. It is a 
reorganization and consolidation of: Virginia Passenger & Power Co. (1901), Richmond 
Traction Co. (1895), Richmond Passenger & Power (1899), Richmond & Petersburg Electric 
Railway (1898) 
 
1911: The Norfolk & Portsmouth Traction Company (previously the Norfolk, Portsmouth & 
Newport News Ry), 1891  is merged on June 30, 1911; The Norfolk & Atlantic Terminal 
Company was merged into the Norfolk & Portsmouth Traction Co. on JUne 30, 1911.  
 
1925:VR&P is purchased by a syndicate headed by Stone & Webster, Inc., a New York 
engineering and consulting company, and is renamed Virginia Power and Electric Company. 
1940: Vepco merges with the Virginia Public Service Company, more than doubling Vepco's 
service area and making it one of the largest U.S. electric utilities.  
 
1983: Dominion Resources, Inc. (DRI) is organized as a holding company for Vepco.   
-----------------------------------------------------------------------------------------------------------------------------
--------------------------------------------------- 
History 
 
Virginia Railway and Power was founded in 1909, but its corporate roots date to the 
Appomattox Trustees, established in 1781 by the Virginia General Assembly to foster 
navigation on the Appomattox River for hauling rum and tobacco. The trustees, who included 
George Washington and James Madison, founded the Upper Appomattox Company, a canal 
company, in 1795.  
 
In 1888 Upper Appomattox, which possessed water rights in the area, took over some 
hydroelectric plants, adding a steam generating plant in 1889. In 1901 control of the water 
rights passed to the Virginia Passenger and Power Company, a transit and electric utility 
owned by George Fisher & Associates, which went into receivership in 1904.  
 
Virginia Passenger and Power was bought in 1909 by the newly formed Virginia Railway and 
Power Company (VR&P), owned chiefly by Frank Jay Gould, son of financial speculator Jay 
Gould.  VR&P bought three more transit and power companies in Richmond, whose street 
railways had been the nation's first successful electrified trolley system--Richmond Passenger 
& Power, Richmond Traction Company, and Richmond & Petersburg Electric Railway 
Company.  
 
As was typical of the day, the new company's earnings came overwhelmingly from transit, 
$1.4 million compared to $614,000 for business and consumer electricity in 1910.   
 
There followed a series of acquisitions by VR&P--Norfolk & Portsmouth Traction Company in 
1911; Richmond Railway & Viaduct Company in 1916; and Norfolk & Ocean View Railway 
Company in 1917. In 1911 the company also acquired gas properties in Norfolk, Virginia, and 
entered the natural gas distribution business.  
 
The Norfolk acquisitions provided access to a fast-growing market during World War I, since 
Norfolk was a major U.S. Navy port. Indeed, a naval officer was assigned to direct the use of 
electricity during the war, and trolley cars were halted when the military needed extra power. 
Disappointed passengers nicknamed the company "The Virginia Railway and Powerless 
Company."  
 
The electric-transit business was in decline.  
 
Expansion of Virginia Electric and Power Company: 1925-46  In 1925 VR&P was purchased 
by a syndicate headed by Stone & Webster, Inc., a New York engineering and consulting 
company. A holding company, Engineers Public Service, was formed to own and manage the 
company, whose name was changed to Virginia Electric and Power Company, the better to 
reflect the changing electrical industry. Luke C. Bradley, former president of a Texas utility 
company, became president, succeeding Wheelwright.  
 
In the same year, Vepco acquired Petersburg Power Company and expanded electrical 
service north into the Fredericksburg-Ashland areas of Virginia and south into eastern North 
Carolina.  Vepco's new Petersburg, Virginia office building, fronting on a new bridge over the 
Appomattox River, was dedicated in October 1925. Its second floor opened onto the bridge 
and served as a waiting room for passengers on Vepco's interurban trolley between Richmond 
and Petersburg, 20 miles south. Vepco's goal was to put public transportation within four 
blocks of every Richmond resident. It spent more than $3.8 million on extensions and 
improvements in 1924 and 1925.   
 
Because the automobile had begun to challenge the streetcar, Vepco provided more 
comfortable trolley cars, including 15 with mahogany interiors and deep-cushioned leather 
seats. These were unveiled with fanfare and the offer of free rides for several days. Other cars 
were refurbished with seats of woven rattan over cushions. On the outside over the windows 
was painted the slogan, "Why not ride with us and save the difference?"   
 
In 1926 Vepco received a 30-year public-transit franchise from the city of Richmond, over the 
mayor's veto; he objected to provisions governing tax revenues. The agreement was generally 
well received, however, and an era of good feeling ensued, demonstrated in part by the 
stationing of police officers to help streetcars manage busy intersections during rush hours. 
William E Wood, Vepco's vice-president, succeeded Bradley in 1927 when Bradley left to 
head another utility company.   
 
Vepco made two acquisitions in the next few years--the Norfolk Railway & Light Company in 
1927 and the City Gas Company of Norfolk in 1930. The former added territory in the 
southern part of Virginia. In 1930 Vepco also made its last major track expansion, the Broad 
Street extension to the Richmond city limits. The company acquired new leadership in 1929, 
when Jack G. Holtzclaw became president a few months after Wood left for New York to 
become executive vice-president of the holding company, Engineers Public Service. Vepco 
had 100,000 customers and annual revenues of $11 million.   
 
Vepco's transit business suffered in the 1920s as the automobile grew in popularity. Annual 
revenues dropped from $290,000 in 1923 to $85,000 in 1931, and the company cut back 
service. The 40-mile roundtrip between Richmond and Petersburg was reduced from 70 to 58 
minutes by making an earlier turnaround in Richmond, and baggage service was dropped. A 
more significant change was the substitution of motor buses for electric streetcars on this 
route in September 1936. The streetcars were on their way out; the last was to run in 
September 1949. During World War II, as in World War I, several Vepco-area cities in Virginia 
were central to the war effort, Norfolk as Atlantic Fleet headquarters, Newport News as site of 
a major shipyard, and Yorktown as site of the Naval Mine Depot.   
 
Meanwhile, Vepco ownership was challenged by the Securities and Exchange Commission 
(SEC) in its widespread dissolution of utility holding companies. Sued by the SEC in 1940, the 
Vepco owner, Engineers Public Service, had to divest itself of everything but Vepco. It sold the 
Richmond and Norfolk transit systems, which became the Virginia Transit Company. The 
Portsmouth and Petersburg lines were sold a few months later. 

Virginia Railway Express (Washington, DC ) 90 The Virginia Railway Express (VRE) (reporting mark VREX) is a regional/commuter rail 
service that connects the Northern Virginia suburbs to Union Station in Washington, D.C., via 
two lines: the Fredericksburg Line from Fredericksburg, Virginia, and the Manassas Line from 
Broad Run/Airport station in Bristow, Virginia. 
 
Service to Manassas began on June 22, 1992; the Fredericksburg service started on July 20, 
1992. 
 
VRE is owned by the Northern Virginia Transportation Commission and the Potomac and 
Rappahannock Transportation Commission. The NVTC and PRTC are governmental entities 
that were created by the Commonwealth of Virginia. Local governments (such as counties 
and cities) within each commission's geographic area are members of each commission. 
 
History 
 
Discussions about commuter rail service in Northern Virginia had occurred as early as 1964 at 
the Northern Virginia Transportation Commission, but died in the face of opposition by the 
freight railroads whose tracks offered ready access to core employment areas. But the 
Metropolitan Washington Council of Governments eventually commissioned a regional 
feasibility study by R.L. Banks and Associates, Inc., and planning began in earnest for VRE in 
1984. 
 
By 1986, it became apparent that the jurisdictions outside of NVTC could not reach 
agreement on how to support VRE by joining NVTC so the Potomac and Rappahannock 
Transportation Commission was created for Prince William and Stafford counties and the city 
of Manassas. Legislation established a 2% motor fuels tax to support VRE expenses and 
other transportation investments. 
By 1988, NVTC and PRTC established a VRE Operations Board, consisting of three voting 
members plus alternates from each of the two commissions, plus a voting representative of 
the Commonwealth of Virginia (currently a representative of the Director of the Virginia 
Department of Rail and Public Transportation). The following year, the jurisdictions 
participating in the VRE project agreed to fund it according to a formula that weighted 
ridership by jurisdiction of residence with a factor of 90% and population with a factor of 10%. 
Arlington and Alexandria agreed to contribute to the project and have paid each year 
approximately what their formula share would be. The cities of Fredericksburg and Manassas 
Park joined PRTC in 1990 and signed the VRE Master Agreement and became participating 
jurisdictions in 1992. 
 
Spotsylvania County joined in February 2010. 
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Virginia Rainy Lake Logging Railroad (Cusson, MN ) 20 At one point, the Virginia and Rainy Lake Company was the largest white pine lumber 
company in the world.Virginian Railway (Norfolk, VA ) 623 2.0% The Virginia Ry was one of the last "new" Class I railroads built in the U.S. [8] It became one 
of the most profitable railroads in the country earning the nickname "Richest Little Railroad in 
the World."  At the time the Virginian began construction, there was not a single coal mine 
development on the main line.  By 1933, 91 mines were developed by the Virginian.  It shared 
in the development of 47 mines on connecting lines which it acquired or built for a total of 138 
working mines. [5]. The railroad was one of the first in the country to adopt a 100 ton open top 
hopper car riding on six axle trucks for its heavy coal traffic. [8; photo] 
 

Vitznau – Rigi Bahn Railway (Vitznau, Switzerland) 3 5,085 25.0% The Vitznau-Rigi Bahn is also notable as the first mountain rack railway in Europe. The Rigi 
Railways are the highest standard gauge railways in Europe. VMV Enterprises (Paducah, KY ) Illinois Central sold  their line from Mayfield to Louisville and their locomotive shop facilities in 
Paducah to Jim Smith and David Reed; they subsequently formed the Paducah & Louisville 
Railroad to take over operations of the railroad line; VMV Enterprises was formed to own the 
former IC Shops in Paducah. In 1988, First Chicago Corporation acquired both assets, which 
became part of Kentucky Railworks, Inc.  In 1995, the Paducah & Louisville and VMV 
Enterprises were again divided, with the Paducah & Illinois being purchased by its officers, 
and the CSX, while VMV Enterprises was acquired by an investment group. In 2002, VMV 
declared bankruptcy and was reorganized as National Railway Equipment Company. 

VR Group (Finland) 3,000 VR or VR Group (Finnish: VR-Yhtymä Oy, Swedish: VR-Group Ab) is a state-owned railway 
company in Finland. Formerly known as Suomen Valtion Rautatiet (Finnish State Railways) 
until 1922 and Valtionrautatiet / Statsjärnvägarna (State Railways) until 1995. Its most 
important function is the operation of freight and passenger rail services. 
 
Since 2010, the maintenance and the construction of the railway network are the responsibility 
of the Finnish Transport Agency (Finnish: Liikennevirasto). The operation and network were 
originally carried out by the parent company Valtionrautatiet until 1995, when it was split into 
VR Group and the rail administration entity Ratahallintokeskus. 
 
History 
 
Rail transport started in Finland in 1862, and multiple main lines were built at the end of the 
nineteenth and the beginning of the twentieth century in addition to smaller private railways. 
Valtion Rautatiet operated mainly on the bigger and longer main lines. During the twentieth 
century, most private railway companies were shut down and Valtionrautatiet assumed a 
monopoly in rail transport. In 1995 the company was privatised into VR group. 
 
Company organisation 
 
Companies in the group provide road freight and bus services, catering and real estate 
management, and provide data, technological, and telecommunications services for the 
transport and logistics sectors. The group owns a bus company, Pohjolan Liikenne, and a 
road freight haulage company VR Transpoint. 
 
Altogether the group of companies includes 21 companies employing a total of about 14,400 
people. 
 
Main article: Rail transport in Finland 
 
Because in most parts of Finland the density of population is low, Finland is not optimally 
suited for railways. Commuter services are nowadays rare outside the Helsinki area, but 
express trains interconnect most cities. As in France, the majority of passenger services are 
connections to the capital, Helsinki. VR provides car transport services. Seven stations allow 
loading and unloading of cars on trains: Helsinki, Turku and Tampere in the south, Oulu 
further north, and Rovaniemi, Kemijärvi and Kolari in Lapland. Car transport trains stop at 
other stations along the way for normal passenger transport. Finland is the only Nordic 
country to offer car transport on trains. However, car transport on trains is available on many 
European countries outside the Nordic countries. 
 

Vulcan Iron Works (Wilkes Barre, PA ) Vulcan Iron Works, based in Wilkes-Barre, Pennsylvania, manufactured a large number of 
steam, diesel and other types of locomotives, in addition to car manufacturing. At the 
beginning of the 20th Century it was Pennsylvania's third largest locomotive producer. 

Wabash Pittsburgh Terminal Railway (Pittsburgh, PA ) 63 The Wabash Pittsburgh Terminal Railway (WPT) was organized to connect the Wheeling & 
Lake Erie with Pittsburgh proper.  It was the final link in a transcontinental railroad scheme, 
with the Wabash Railroad and the WPT being the most important.

Wabash Railroad (Toledo, OH ) 2,519 2.0% The history of the Wabash begins with the Great Western (of Illinois), whose name has since 
been successively changed to Toledo, Wabash and Western and Wabash, St. Louis and 
Pacific.  The Great Western was an extension of the Northern Cross Railroad (of Ill), and was 
completed to Bement, IL, north of Moultrie County. Operations on the Great Western began in 
April, 1854.       
 
Merger of Wabash Railway Company (lines east of Mississippi River) and St. Louis, Kansas 
City & Northern Railroad (lines west of Mississippi River).  
 
The Wabash became part of the Jay Gould Empire in the 1880's under the management of 
the Missouri Pacific. As part of this investment, the Wabash was leased to the St. Louis & Iron 
Mountain for 99 years. The lease was cancelled on May 29, 1884 because of financial 
difficulties that were being experienced, and on the 29th of May, 1884, the Wabash, St. Louis 
and Pacific Railway went into the hands of a receiver, and was sold, and on August 1, 1889, 
the Wabash Railroad Company was organized under the laws of Michigan, Ohio, Indiana, 
Illinois and Missouri, and acquired the properties of the following constituent companies:   
 
1.) Detroit and State Line, Wabash Railroad Company, a corporation of the State of Michigan.  
2.) Toledo Western Railroad Company, a corporation of Ohio.  
3.) Wabash Western Railway Company of Indiana, corporation of Indiana.  
4.) Wabash Eastern Railway Company of Illinois, a corporation of Illinois.  
5.) Wabash Western Railway Company, a corporation of Missouri.      
 
On June 14, 1897, the Wabash negotiated a trackage rights agreement with the Grand Trunk 
Railway, between Detroit and Buffalo. The agreement also gave it the right to use the Grand 
Trunk’s ferries. [6] As a result of the agreement, its traffic and revenues increased 
substantially. 
 
The Wabash Railroad Company (1889), was reorganized again in 1915 as the Wabash 
Railroad. The Wabash Railway Company was reorganized again on December 31, 1941 as 
the Wabash Railroad Company. 
--------------------  
From Wikipedia   
 
The Wabash Railroad (reporting mark WAB) was a Class I railroad that operated in the mid-
central United States. It served a large area, including trackage in the states of Ohio, Indiana, 
Illinois, Iowa, Michigan, Missouri and Ontario. Its primary connections included Chicago, 
Illinois, Kansas City, Missouri, Detroit, Michigan, Buffalo, New York, St. Louis, Missouri, and 
Toledo, Ohio. 
 
The Wabash's major freight traffic advantage was the direct line from Kansas City to Detroit, 
without going through St. Louis or Chicago. Despite the Wabash name disappearing in the 
1960s, the company continued to exist on paper until being merged into the Norfolk Southern 
Railway in 1997.   
 
At the end of 1960 Wabash operated 2,423 miles of road on 4,311 miles of track, not including 
Ann Arbor and NJI&I; that year it reported 6,407 million net ton-miles of revenue freight and 
164 million passenger miles.   
 
The name Wabash Railroad or Wabash Railway may refer to various corporate entities 
formed over the years using one or the other of these two names. The first railroad to use only 
Wabash and no other city in its name was the Wabash Railway in January 1877 which was 
renamed from the Toledo, Wabash and Western Railway formed on July 1, 1865.   
 
The earliest predecessor of the Wabash System was the Northern Cross Railway, the first 
railroad built in Illinois. The Toledo and Illinois Railroad was chartered April 20, 1853 in Ohio to 
build from Toledo on Lake Erie west to the Indiana state line. The Lake Erie, Wabash and St. 
Louis Railroad was chartered in Indiana on August 19 to continue the line west through 
Wabash into Illinois towards St. Louis, Missouri, and the two companies merged August 4, 
1856 to form the Toledo, Wabash and Western Railroad with a total length of 243 miles. 
 
The latter company soon went bankrupt and was sold at foreclosure. The Toledo and Wabash 
Railroad was chartered October 7, 1858 and acquired the Ohio portion of the former on 
October 8. The Wabash and Western Railroad was chartered on September 27 and acquired 
the Indiana portion on October 5. On December 15, the two companies merged as the Toledo 
and Wabash Railway.  
 
That company merged with the Great Western Railway of Illinois, the Illinois and Southern 
Iowa Railroad, the Quincy and Toledo Railroad and the Warsaw and Peoria Railroad to form 
the final Toledo, Wabash and Western Railway.   
 
It was this group of railroads that formed the beginning of the Wabash System with the 
rename in 1877. Later mergers and reorganizations formed the Wabash, St. Louis and Pacific 
Railway on November 7, 1879, and Wabash Railroad on August 1, 1889. 
 
 Financier John Whitfield Bunn was one of several capitalists who were instrumental in the 
consolidation of the Wabash System.   
 
In 1904, the Wabash Pittsburgh Terminal Railway was formed and acquired control of the 
Wheeling and Lake Erie Railroad, giving the Wabash access to Pittsburgh, Pennsylvania as 
the final step in an attempt to break the near-monopoly of the Pennsylvania Railroad and New 
York Central Railroad for traffic to the east. However, the Wabash had overextended itself, 
and the WPT went bankrupt in 1908; it would later become part of the Pittsburgh and West 
Virginia Railway. The Wabash Railroad itself was sold at foreclosure July 21, 1915 and 
reorganized October 22 as the Wabash Railway.   
 
The Pennsylvania Railroad acquired loose control of the Wabash in 1927 by buying stock 
through its Pennsylvania Company. In 1929 the Interstate Commerce Commission charged 
the PRR with violating the Clayton Antitrust Act. The ruling was appealed, and in 1933 the 
Circuit Court ruled that the control was for investment only and did not violate the act.   
 
The Wabash Railway again entered receivership on December 1, 1931. The Wabash 
Railroad, controlled by the PRR, was organized in July 1941 and bought the Wabash Railway 
on December 1.  In fall of 1960, the PRR agreed to a lease of the Wabash by the Norfolk and 
Western Railway.   
 
The PRR's Detroit, Toledo and Ironton Railroad assumed control of the Wabash's Ann Arbor 
on December 31, 1962. On October 16, 1964 the New York, Chicago and St. Louis Railroad 
(Nickel Plate Road) merged into the Norfolk and Western Railway, and the N&W leased the 
Wabash and Pittsburgh and West Virginia Railway.  On March 31, 1970 the Pennsylvania 
Company exchanged its last Wabash shares for N&W common stock; that stock was later 
divested as a condition of the 1968 merger into Penn Central Transportation.  
 
Because it was only leased, as opposed to merged outright, the Wabash Railroad continued 
to trade its stock on the NYSE.  This arrangement would last until November 1991, when the 
N&W decided to purchase the Wabash outright. Under the terms of the agreement, Wabash 
shareholders (with the exception of the N&W, who held 99% of the Wabash's stock) received 
$75 in cash plus an additional $3.90 per share of Wabash preferred stock and $649.97 in 
cash for each share of Wabash common. The Wabash then became a wholly owned 
subsidiary of the N&W.  The Norfolk & Western itself was merged into the Southern Railway 
(by this point renamed Norfolk Southern Railway) in 1997 and thus ended the history of a 
colorful carrier spanning 120 years. 
 
 

Wabash, St. Louis & Pacific - Iowa narrow gauge Lines (Adel, IA ) 149 The Wabash, St. Louis & Pacific constructed two narrow gauge lines in Iowa: 
- Adel to Jefferson and Fonda, 114 miles in 1880 
- Clive to Boone, 35 miles in 1882 
 
These lines became part of the Milwaukee Road. (Ref 1)

Wabash, St. Louis & Pacific Railway (Toledo, OH ) 3,671 The Wabash, St. Louis & Pacific Railway was the third largest mileage of any distinct railroad 
in the world in 1882. [2]Wabtec Corporation (Wilmerding, PA ) Wabtec Corporation was formed in November 1999 when Westinghouse Air Brake Company 
merged with MotivePower Industries, Inc.  Westinghouse Air Brake was founded in 1869 by 
George Westinghouse shortly after he successfully demonstrated the first straight air brake 
systems to the railroad industry. Three years later, Westinghouse developed the first 
automatic air brake system, which had a built-in safeguard whereby the brakes on the entire 
train would apply automatically if the train should separate or if air pressure should escape 
due to leakage in the system. This system was first installed on a Pennsylvania Railroad 
passenger train in Pittsburgh in 1872, and its efficiency dramatically improved the safety and 
popularity of rail transportation in North America. In 1990, the company's assets and the 
WABCO name were purchased in a management buyout, and a new WABCO was created 
that went public in 1995.  MotivePower Industries began rebuilding locomotives for U.S. 
railroads in the early 1970s. In 1991, the company initiated a strategy to expand its 
capabilities by acquiring various companies that manufactured and distributed locomotive 
parts. Each of the acquired companies provided value-added, engineered products and had 
leading market shares. The company went public in 1994.  Today, Wabtec manufactures a 
broad range of products for locomotives, freight cars and passenger transit vehicles. The 
company also builds new locomotives up to 4,000 horsepower and provides aftermarket 
services, through its Morrison Knudsendivision.  (from http://www.wabtec.com/corp/
history.asp)

Wagner Car Works (Buffalo, NY ) Wagner was an early, distinguished builder of railroad sleeping, passenger, parlor, dining, 
buffet and other  cars. Eventually, it lost out to the Pullman Co. 1884 annual production cacity 
of 250 cars. The Wagner Palace Car Company operated these cars under contract with the 
railroads.

Wagner Palace Car Company (Buffalo, NY ) The history of the Wagner Palace Car Company began with the founding of the New York 
Central Sleeping Car Company, in 1858 at New York City. Webster Wagner had founded the 
New York Central Sleeping Car Company as part of a partnership arrangement with 
Commodore Cornelius Vanderbilt, whose New York Central was the primary customer of his 
cars.  Wagner learned the wagon-making trade from his elder brother, with whom he formed a 
partnership. When that business failed, he become a station agent for the New York Central in 
his home town of Palatine Bridge, New York, where he apparently came to the attention of the 
Commodore.  In 1869, the Gates Sleeping Car Company was absorbed and the firm 
reorganized as the Wagner Palace Car Company. Gates had been one of the earliest—if not 
the earliest—of the sleeping car companies.  Wagner Palace Car Company, founded by 
Webster Wagner, was a builder of luxurious sleeping cars-and a major competitor of the 
Pullman Company in the late 1800's 
 
In 1875, Wagner sleeping cars replace Pullmans on the Michigan Central Railroad. Wagner 
inaugurates through cars between Boston and Chicago via both the MC and the Lake Shore & 
Michigan Southern routes. [1] 
 
 In 1883, the company operated manufacturing plants in Buffalo and Schenectady. It was one 
of the largest employers in Buffalo in 1890. The Wagner sleeping cars "borrowed" on many 
designs patented by the Pullman Company, and as a result, Wagner was frequently involved 
in litigation with Pullman over its designs. The company was sometimes known as the Wagner 
Silver Palace Car Company, although it does not appear to have ever been incoporated as 
such.  His first car designs were based on a single level of beds, with the bedding being 
stored in a closet at the end of the car.  Commodore Vanderbilt, the founder of the New York 
Central, appears to have been an investor in the New York Central Sleeping Car Company, 
and in Wagner's enterprise. During the span of ownership by the New York Central the 
Vanderbilt family directly controlled the company, either through Vanderbilts, Vanderbilt 
relatives, or by appointments. The name was changed to the Wagner Palace Car Co. in 1886.  
In 1869, the Wagner Company purchased the Gates Sleeping Car Company, founded by G.B. 
Gates, General Manager of the Lake Shore Railroad. After the merger of the Hudson River 
Railroad and the New York Central in 1869, the Gates Sleeping cars were used over the 
entire New York Central route.  Listed in 1890 Directory of Iron & Steel Works in the U.S. and 
Canada, with locations at both Buffalo and Schenectady. The General office was located 
opposite Grand Central Terminal, in New York City. Manufacturing plants were located in 
Buffalo.  The Wagner Palace Car Company was purchased by Pullman in 1899.

Wankie Coal Railway (HWange (Wankie), South Africa) 2,530 The Wankie Coal Field, one of the largest in the world, was discovered here in 1895. Today 
the coal for the whole country is transported by the Wankie mining railway to Thomson 
Junction, where it is handed over to the National Railways of Zimbabwe (NRZ) for onward 
transmission.

Warren Tank Car  Company (Warren, PA )
Wasatch & Jordan Valley Railroad (Sandy, UT ) 17 5.4% The Bingham Canyon & Camp Floyd (Bingham-Sandy), the Wasatch & Jordan Valley (Sandy-

Alta), and the Little Cottonwood    
 
This road was a sister road to the Bingham Line. It was incorporated in 1872 and completed in 
1879. The Denver & Rio Grande Western acquired the road in 1881.   
 
The Wasatch & Jordan Valley Railroad connected with Utah Southern Railroad at Sandy, 
Utah. Construction began between Sandy and Granite, in 1872, and to Alta, in 1876. This 
portion of the line was opened in 1875. Merged, Brigham, Canon & Camp Floyd Railroad, in 
1878. Reorganized and purchased Rio Grande Western Railroad 1889.   
 
History-   
 
The upper part of the branch from Sandy to Wasatch was built by the Wasatch & Jordan 
Valley Railroad Company in 1873 and extended to Alta in 1876, primarily to reach the rich 
gold mines at Alta, bringing the ores from those mines to the old smelter at Sandy. Soon after 
the construction of the branch, granite quarries were opened at Wasatch from which granite 
for the Mormon Temple and other important buildings was obtained. While the narrow gauge 
track was built from Wasatch to Alta, it was found impossible to operate the upper part of the 
line successfully with steam power, horses being substituted as motive power for operating 
the track as a tramway from Wasatch to Alta.   
 
In 1881, the branch and tramway were acquired by the Denver & Rio Grande Western 
Railway Company, but operation of the upper part of the branch was soon discontinued.  The 
lower part, from Midvale to Sandy, was originally a part of Bingham Canon and Camp Floyd 
Railroad which was acquired by the Denver & Rio Crande Western Railway Company in 
1881.   
 
Operation of the rail and tram line between Wasatch and Alta was virtually discontinued in 
August 1898 by the Rio Grande Western. Much later, the line was relaid as standard gauge in 
1913**. It saw daily service from 1913 to 1917, while leased to the Salt Lake & Alta Railroad. 
Between 1917 and 1923 there was only irregular service, about two or three times per week. 
There was only occasional use after 1923, with two trips made in 1932 and none in 1933. No 
shipments of ore were made after June 1930. There was no service on the branch after June 
1932.  
 
Car loadings of granite building stone furnished "considerable traffic, but all of that traffic now 
moves by truck". (193 ICC 461)  ** The new line was known as the Little Cottonwood 
Tranportation Co., incorporated in Maine on August 8, 1916; and in Utah on November 3, 
1916. (Utah Corporation Index 12256).  
 
The Little Cottonwood Transportation Company was a narrow gauge railroad built by the 
Denver & Rio Grande Railroad (Rio Grande Western), and then leased to the Little 
Cottonwood to provide a connection between the Salt Lake & Alta Railroad at Wasatch, with 
the mines and ore smelters in Little Cottonwood Canyon at Alta. A Shay locomotive was used 
because of the steep grades on this line. Ore was transported from the mines to the railhead 
at Tanner's Flat by the Michigan-Utah aerial tram.    
 
The Little Cottonwood Transportation Company ceased operation in 1925, with operations 
being taken over by the Alta Scenic Railway.  October 1916:  Construction of the first mile 
completed. The Shay is on hand and as soon as the track is properly ballasted, the Shay will 
be used to complete construction. To be completed to Tanners Flat "within a few weeks". At 
Tanners Flat, a large tonnage of ore will be delivered via the aerial tramway of Michigan-Utah 
Mining Co.  After many years of inoperative ownership, the track was removed above Sand Pit 
in 1934. 

Washington Coal & Coke Co. (Dawson, PA )
Washington Metropolitan Area Transit Authority (Washington, DC ) 117 It is the second-busiest rapid transit system in the United States in number of passenger trips, 

after the New York City Subway. In 2006, it transported 206 million passengers.Wason Car Company (Springfield, MA ) Wason was the first to manufacture sleeping cars in America.
Watco Companies (Pittsburg, KS ) 5,100 Watco Companies, Inc. (WCI) is a Pittsburg, Kansas-based transportation company that was 

formed in 1983 by Charles R. (Dick) Webb. Watco is composed of three divisions: 
transportation, mechanical and transloading. WCI is the owner of Watco Transportation 
Services, Inc. (WTS), which operates 23 shortline railroads in 18 states and is one of the 
largest shortline railroad companies in the United States. As of July 2010 they operated on 
3,500 miles (5,600 km) of leased and owned track. Also lumped under transportation is the 
contract switching that the company provides service for 23 customers. This is the service that 
Watco originally offered before branching out into other areas.  Watco’s mechanical division 
has 14 car repair shops and is the largest mechanical services provider in the United States.
[citation needed] They provide program, contract and emergency repairs. These services 
include maintenance of all types of cars including coal fleets, the preparation and cleaning of 
boxcars and refrigerated cars. There are 19 mobile repair shops and four locomotive shops in 
the Watco network.  The transloading division operates seven warehouses throughout the 
country. They also operate several transloading facilities and specialize in loading and 
unloading railcars and moving commodities to their next destination.  Watco also owns 
Greens Port Industrial Park on the Houston Ship Channel in Harris County, Texas.  In 2004 
Watco Companies owned seven shortline railroads in the United States:   The Kansas & 
Oklahoma Railroad based in Wichita, Kans.;  South Kansas & Oklahoma Railroad, based in 
Cherryvale, Kans.;  Eastern Idaho Railroad, based in Twin Falls, Idaho;  Palouse River & 
Coulee City Railroad, based in Rosalia, Washington;  Timber Rock Railroad, based in Jasper, 
Texas;  Pennsylvania Southwestern Railroad, based in Midland, Penn.    
 
Watco also operates major railroad support facilities based in Jacksonville, FL, Coffeyville, 
KS, Pittsburg, KS, and Baytown, TX.  Watco Companies was started in 1983 by Charles R. 
"Dick" Webb. The first operation was an industrial switching operation in DeRidder, Louisiana, 
that is still in existence. Webb then started his first mechanical operation, a railcar repair shop 
in Coffeyville, Kansas.  The Coffeyville mechanical shop was held captive to the major rail 
lines, and during discussions with the Union Pacific the opportunity arose to purchase the line 
running from Nevada, Missouri, to Coffeyville. This was one of the Union Pacific’s first 
shortline sales. Watco then looked to the West Region, acquiring the Blue Mountain Railroad 
in 1998, the Palouse River and Coulee City Railroad in 1992 and the Eastern Idaho Railroad 
in 1993.  In 1998, they began operating the Stillwater Central Railroad in Oklahoma and the 
Timber Rock Railroad in Texas. The Kansas and Oklahoma Railroad was acquired in 2001 
and the Pennsylvania Southwestern Railroad in 2003. In 2004, they started operations of the 
Great Northwest Railroad in Washington, the Kaw River in Kansas and Missouri, and the 
Mission Mountain Railroad in Montana. In 2005 they began operating the Alabama Southern 
Railroad, the Louisiana Southern Railroad, the Mississippi Southern Railroad, and the 
Yellowstone Valley Railroad in Montana. The Austin Western Railroad was started in 2007 and 
shares rail with passenger rail. They also acquired Millennium Rail, Inc., a mechanical service 
company in 2007. The Baton Rouge Southern and the Pacific Sun Railroad were started in 
2008, and they also acquired the mechanical services company Fitzgerald Railcar Services, 
Inc., and Reload, Inc., a 25-year experienced transloading business. The Grand Elk Railroad 
began operations in 2009.  In December 2010 Watco was awarded a long-term grain rail 
contract to provide services to the CBH Group of Western Australia. Operations will 
commence in May 2012.  On December 15, Kinder Morgan Energy Partners, L.P. NYSE: KMP 
announced an agreement whereby Kinder Morgan will invest up to $150 million over the next 
year in Watco Companies in exchange for a preferred equity position in the company. Kinder 
Morgan’s initial investment will be $50 million upon closing, which is scheduled to occur in 
January 2011. Kinder Morgan is a leading pipeline transportation and energy storage 
company in North America. The transaction provides capital to Watco for further expansion of 
specific projects and offers Kinder Morgan the opportunity to share in the subsequent growth.  
In April 2011, Watco began operating the Autauga Northern Railroad (AUT), between 
Maplesville and Autauga Creek, Alabama, the third shortline in Alabama operated by Watco.  
In late November and early December 2011, Watco purchased two shortline and regional 
railroads, the Wisconsin and Southern Railroad and the Birmingham Southern Railroad, as 
well as forming the new Swan Ranch Railroad.   
 
GBW Railcar Services was created on June 4, 2014 as a joint venture between the 
Greenbrier Companies and Watco to own and operate Greenbrier's and Watco's railcar repair, 
refurbishment and maintenance business. The company has 38 facilities located across North 
America with 2,100 employees. 

Weehawken Incline Railway (Weehawken, NJ ) 72.0% This electrically operated elevator was designed primarily to lift loaded wagons from the shore 
roads along the Hudson River to the heights above. (Ref 1) 
 
The Eldorado Elevator rose from the West Shore Ferry Terminal at Weehawken to meet the 
streetcar line that travelled along a trestle to a cut in the Palisades which ran parallel to the 
Eldorado, a pleasure garden, and then proceeded east and north to the Nungesser's 
Guttenberg Racetrack. (Ref 2) 
 

Wells Fargo Express Company (San Francisco, CA ) 43,944 Wells Fargo was founded shortly after the beginning of the California Gold Rush in 1848. 
California was "primitive" at the time, and lacked any type  of efficient transportation. Thus, the 
company was founded to meet the need of transporting miners, mining supplies, and all types 
of merchandise and household goods to California. The company became famous for its 
"Wells Fargo Stagecoach" that was used to transport passenger and freight around the west. 
Today, the stagecoach is an important symbol of its past.

Wells Fargo Express Company (Chicago, IL ) The company operated a moderately large fleet of refrigerator cars in the early 1900's.
Wells Fargo Rail (Rosemont, IL ) On January 1, 2016, Wells Fargo Rail completed the purchase of the GE Rail Services 

business from GE Capital. This purchase makes Wells Fargo Rail the largest and most 
diverse railcar and locomotive leasing company in North America with more than 175,000 
railcars and 1,800 locomotives. This acquisition allows us to continue to focus on our top 
priority of meeting the evolving needs of our customers.

Wengernalp Railway (Lauterbrunnen, Switzerland) 12 The Wengernalp railway (German: Wengernalpbahn, WAB) is a 19.091 kilometres (11.863 mi) 
long rack railway line in Switzerland. It runs from Lauterbrunnen to Grindelwald via Wengen 
and Kleine Scheidegg, making it the world's longest continuous rack and pinion railway. 
 
The line is normally operated in two sections, with trains from either direction terminating at 
Kleine Scheidegg. At the latter station, most passengers transfer to the Jungfrau railway for 
the continuation of the journey to the highest railway station in Europe at Jungfraujoch. 
 
The line is owned by the Jungfraubahn Holding AG, a holding company that also owns the 
Jungfraubahn and Bergbahn Lauterbrunnen–Mürren railways. Through that holding company 
it is part of the Allianz - Jungfrau Top of Europe marketing alliance, which also includes the 
separately owned Berner Oberland and Schynige Platte railways. 
 
Operations 
 
The line is built to 800 mm gauge (2 ft 7 1⁄2 in gauge), and uses the Riggenbach rack system, 
as modified by Arnold Pauli. Modern stock uses Strub rack system. 
 
Nowadays, most passenger trains are made up of railcars, the powered car still being 
positioned at the lower end of the train, and so train compositions do not usually cross Kleine 
Scheidegg to travel directly from Lauterbrunnen over to Grindelwald. However, a triangular 
junction specially built into the mountainside at Kleine Scheidegg allows the train to be turned 
if necessary so that it can also be used on the other side of the col. The newest of these trains 
reach 28 km/h on the steepest stretch. 
 
At peak periods, additional trains can be put into operation at short intervals ahead of the 
scheduled train, allowing capacity to be optimised according to demand. This demands an 
extremely flexible organization procedure and enormous care and attention with regard to 
dispatching trains. Since most of the line is single track, the extra trains display a green disk 
with a diagonal white line on the front to indicate to station staff and signal operators that there 
is a train following in the same direction 
 
The busiest stretch of railway runs from Lauterbrunnen to Wengen as this is also used to 
transport goods to traffic-free Wengen. 
The railway operates two workshops at Lauterbrunnen and Grindelwald Grund. 
History 
 
In 1875, the first plans for a railway on the route later taken by the Wengernal line were drawn 
up, but the high projected costs meant that the concession expired. Fifteen years later, in 
1890, Leo Heer-Bétrix gained a new 80 year concession to build and operate the railway. The 
Wengernalp Bahn was founded. 
 
Construction work commenced in 1891, and the following year the first steam locomotive 
reaches Wengen on 18 April and Kleine Scheidegg on 10 August. The full length of the line, 
from Lauterbrunnen to Grindelwald, opened on 20 June 1893 as a summer only service. 
 
The electrification of the line between Lauterbrunnen and Kleine Scheidegg was completed on 
3 June 1909 using 1500 V DC, with electric locomotives positioned, for safety reasons, at the 
lower end of the trains. The section between Grindelwald and Kleine Scheidegg followed on 
24 June 1910. Steam operation ceased in 1912. 
 
On the 7 July 1910, a new route, longer but less steep, was opened between Lauterbrunnen 
to Wengen. The older route was retained for nearly a hundred further years, being finally 
decommissioned and dismantled in 2009 because of the steep gradient of 25% and the 
geological security risks. 
 
In 1913, winter operations commenced between Lauterbrunnen to Kleine Scheidegg, followed 
by year round operations over the same section in 1925. Winter operations between 
Grindelwald and Kleine Scheidegg started in 1934, followed by year round operations in 1960. 
 
In 1942, the headquarters of the railway moved from Zurich to Interlaken. In 1947, the first 
motorcoaches are purchased. The following year the partly underground turning triangle at 
Kleine Scheidegg was constructed. 
 
In 1990, an avalanche shelter is built on the Lauterbrunnen side of the operation, whilst in 
1995 Wengen station was rebuilt to include a freight delivery terminal. In 2005, Wengernalp 
station platforms were extended from 127 m to 181 m usable length. In 2011, new double 
track loop was opened between Wengen and Allmend, allowing the introduction of a clock-
face timetable between Lauterbrunnen and Kleine Scheidegg.

Wentworth Incline (Hamilton, ON Canada) 40.0% The Wentworth incline was built on a grade of 40% and began operation in August 1895. 
Track guage was 12 feet 1-1/2 inches, the line 800 feet long. The cars on the incline were 
connected to operate in balance with the trip taking 1-1/2 minutes at a fare of two cents. 
Newer cars replaced the original ones in 1910. A rock slide badly damaged the incline 
structure on November 3, 1913. Operations were resumed on April 30, 1914 after rebuilding, 
continuing until August 15, 1936. Attempts made by Mountain residents to restore its 
operation were unsuccessful. After 13 years of dis-use, the incline railway was demolished in 
1949. A stub line of the Hamilton Street Railway carried passengers to and from the foot of the 
incline.

WES Commuter Rail (Beaverton, OR ) 15 Westside Express Service (WES) is a 14.7-mile (23.7 km) United States commuter rail line 
between Beaverton and Wilsonville, Oregon, in the Portland metropolitan area, mostly 
following busy Oregon Highway 217 and Interstate 5. The diesel-powered passenger rail 
service opened in February 2009 on upgraded existing freight rail tracks operated by the 
Portland & Western Railroad (P&W). TriMet, the metropolitan area's regional transit agency, 
manages and funds the service, and it also owns and maintains the railcars and stations, but 
P&W staff operate the vehicles. In planning since the mid-1990s, the line has five stations: 
two in Beaverton, one in Tigard, one in Tualatin, and one in Wilsonville. 
 
History 
 
P&W’s freight line between Beaverton and Wilsonville was originally built by The Oregon 
Electric Railway (OE) Company. OE provided interurban passenger and freight service on 
electric rail lines linking Portland, Salem, and Eugene. By 1914, 26 trains using this line were 
entering and departing Portland every day. After the rise of the automobile, ridership 
diminished, and OE stopped offering passenger service in 1933. Passenger rail returned to 
Washington County in 1998 when the Tri-County Metropolitan Transportation District of 
Oregon (TriMet), which operates mass transportation systems in the region, began using an 
abandoned Burlington Northern railroad right-of-way between downtown Hillsboro and 
Beaverton for the light rail line known as Westside MAX. The right-of-way between the two 
towns was originally part of Oregon Electric's former Forest Grove line; portions of the line had 
carried BN freight trains as recently as 1994, before TriMet acquired it. 
 
Construction[edit] 
? 
 
Wilsonville Station under construction 
Led by Washington County, planning for WES began in 1996, when county officials started 
working with the cities of Beaverton, Tigard, Tualatin, Wilsonville and Sherwood, as well as 
government transportation agencies to study the idea of establishing passenger rail service 
between Beaverton and Wilsonville on the existing P&W line.[4] TriMet took over as the 
project's lead planning agency in 2002.[8] After years of delays due to lack of funding, the 
project received approval from the Federal Transit Administration in May 2004,[9] resulting in 
the funding of approximately 50 percent of the line's capital costs. Track work began October 
23, 2006, in Wilsonville, and a ceremonial "ground-breaking" was held two days later in 
Tigard,[10] although the project had already started and no dirt was moved. 
 
During planning and construction, the project was called the Washington County Commuter 
Rail,  or alternately the Wilsonville to Beaverton Commuter Rail since much of Wilsonville is in 
Clackamas County. TriMet held a naming contest to choose a name for the new line, and in 
November 2007 it announced WES (Westside Express Service) as the winner.  By December 
of that year, construction on the rail line was 75 percent complete and included five new 
bridges and two rehabilitated bridges, and improvements to 14 miles (23 km) of track and 
14 road crossings. A distinctive feature of the line is the gauntlet track sections installed at the 
Hall-Nimbus, Tigard and Tualatin stations. The feature allows P&W freight trains to swing 
clear of the high-level platforms at the stops, so that wider cars do not strike them. 
 
In June 2008, the line was more than 90 percent complete, with all the track in place. The four 
Colorado Railcar Diesel multiple unit (DMU) cars ordered for the line then arrived;[3] a total of 
three powered DMU cars and one non-powered "trailer car" were tested on the route. A 
ceremonial inaugural run for dignitaries and journalists took place on January 22, and public 
preview rides on January 30, ahead of a February 2, 2009, public opening.

West Chicago Street Railroad  (Chicago, IL ) 210 This Company acquired control of all of the street railway lines in the West Division of Chicago 
in 1887 by the purchase of the majority of all of the capital stock of: Chicago West Division 
Railway, Chicago Passenger Railway.   Lines Leased by West Chicago Street Railroad: 
Chicago Electric Transit Co., Chicago West Division Railway, Chicago Passenger Railway, 
Cicero & Proviso Street Railway, Ogden Street Railway, West Chicago Street Railroad Tunnel 
Co. Acquired control of Chicago West Division Railway, 1897. This road was operated by the 
Chicago Union Traction Company, which in turn was purchased at forclosure by Chicago 
Railways Co., January 25, 1908. -------- The company guaranteed the principal and interest of 
$180,000 of the bonds of the North Chicago Electric Ry. Co., $842,000 of the bonds of the 
Chicago Electric Transit Co., the $2,000,000 issue of the Cicero & Proviso Street Ry. Co. and 
§750,000 first mortgage bonds of the Ogden Street Ry. Co., all of which companies which 
were then owned by the Chicago Consolidated Traction Co.  The bonds of the West Chicago 
Street R. R. Tunnel Co. are secured by a first mortgage on real estate and tunnel property 
costing $2,515,000, of which the real estate alone cost, $715,000.  In Mar., 1896, the 
stockholders of the Chicago Passenger Ry. Co. authorized the directors to increase its capital 
stock from $1,000,000 to $2,000,000, and to issue additional bonds to the amount of 
$1,000,000. $730,000 of new stock was subscribed for at par by the trustee representing the 
interest of the West Chicago Street R. R. Co. in the capital stock of the Chicago Passenger 
Ry. Co. ($1,340,000), and the remainder was taken at par by the outside stockholders. The 
bonds were sold to reimburse the West Chicago R. R. Co. for its expenditures upon the 
system of the Chicago Passenger Ry. Co.  The West Chicago Street Railroad owned a 
controlling interest ($625,100 out of $1,250,000) of the capital stock of the Chicago West 
Division Ry. Co. and operates it under a 99 year lease, by the terms of which the company 
assumes the principal and interest of the lessor's funded indebtedness ($4,070,000) and pays 
as rental 35 p. c. per annum on the outstanding capital stock ($624,900), which it does not 
own.  The Chicago West Division Ry. Co. owns a controlling interest ($1,460,000 out of 
$2,000,000) of the capital stock of the Chicago Passenger Ry. Co.. and the company also 
operates this property under a 99 year lease, having assumed the lessor's funded 
indebtedness and agreed to pay 5 p. c. per annum on its entire capital stock.  The company 
operates the West Chicago Street R. R. Tunnel Co.'s property under a 999 year lease made in 
1889, by the terms of which the company agrees to pay an annual toll on each car passing 
through the tunnel, to form a rental which shall never fall below an amount sufficient to pay the 
interest on the bonds and to provide a sinking fund for their retirement.  The company formerly 
leased the property of the Cicero & Proviso Street Ry. Co., and the Ogden Street Ry. Co., but 
these companies are now owned by the Chicago Consolidated Traction Co.

West Coast Express (Vancouver, BC Canada) 43 West Coast Express is a commuter rail service operating over Canadian Pacific tracks linking 
Mission, Port Haney, Maple Ridge, Pitt Meadows, Port Coquitlam, Coquitlam and Port Moody 
with downtown Vancouver.   The Greater Vancouver Transportation Authority was established 
in July 1998 with overall responsibility for bus , ferry, and commuter rail operations in the 
Vancouver area. This organization was renamed TransLink on April 1, 1999.

West End Street Railway (Boston, MA ) 217 The West End Street Railway was the first electric streetcar line in Boston, established in 
1889. In the 1890s, this became the largest electric streetcar system in the nation. Frank 
Sprague electrified the original line, and by 1891, the company operated 217 miles of street 
railways.

West Feliciana Railroad (St. Francisville (Bayou Sara), LA ) 27 The West Feliciana Railroad was the first railroad in Mississippi, and the first railroad to be 
chartered west of the Appalachians. [3] Built to transport cotton from the county seat of 
Woodville to the river boats on the Mississippi at Bayou Sara, Louisiana, it was the first 
railroad to use standard gauge track and the first to adopt the use of the cattle guard. This 
railroad, which made its first run in 1842, was the first to issue and print freight tariff bills, and 
its home office in Woodville is thought to the the oldest of its kind in the nation. [5]

West Japan Railway Company (Osaka, Japan) 3,115
West Point Foundry Shops (Cold Spring, NY ) The West Point Foundry was the first commercial locomotive builder in America. The company 

almost immediately opened a machine shop in New York City at Beach and West Streets on 
the Hudson River, allowing it to receive and assemble "knocked down" locomotives from 
England. It assembled one of the locomotives used on the Delaware & Hudson Canal 
Company line in 1828. A number of early locomotives were built at the foundry, including the 
Best Friend of Charleston, the West Point, the DeWitt Clinton, Phoenix, and Experiment. A 
total of 12 locomotives were built the the West Point Foundry. 

West Shore Railroad (Weehawken, NJ ) 490 The West Shore Railroad was the final name of a railroad from Weehawken, New Jersey, 
across the Hudson River from New York City, north along the west shore of the river to Albany, 
New York and then west to Buffalo. It was organized as a competitor to the New York Central 
and Hudson River Railroad, but was soon taken over by that company.

West Side Flume & Lumber Company Railroad (Tuolumne, CA ) 4.8% Corporate or commonly used name: Hetch Hetchy & Yosemite Valleys Railway Company
West Side Lumber Company Railroad (Tuolumne, CA ) 70 4.8% After being purchased by the Pickering Lumber Company in 1925, the West Side Lumber 

Company mill and logging operations were closed in 1930, on account of the Great 
Depression. Pickering itself became bankrupt in 1931, and closed all of its mills and logging 
operations. In 1934, Pickering sold the West Side Lumber Company to another lumber 
company in Michigan; after this date, the West Side Lumber Company began operations 
again. Pickering again acquired the company in 1958.  Although the railroad is listed as 
having 70 miles of track, it actually built around 250 miles of track-as new lines were 
constructed, old lines were scrapped, thus reducing the maximum total in service at its peak 
to 70 miles.

West Tennessee Railroad (Corinth, MS ) 127 3.0% Formed to own and operate former GM&O/ICG line between points shown. The West 
Tennessee Railroad (reporting mark WTNN) is a shortline railroad in the Southern U.S., 
connecting Corinth, Mississippi to Fulton, Kentucky via western Tennessee. The company 
began operating in 1984 on a part of the former Mobile and Ohio Railroad (M&O) main line 
between Jackson and Kenton, Tennessee. 
 
It significantly expanded operations in 2001 through the lease, from the Norfolk Southern 
Railway, of the ex-M&O from Corinth to Jackson and a former main line of the Illinois Central 
Railroad (IC) from Jackson north to Fulton, as well as a branch from Jackson to Poplar Corner 
(ex-Birmingham and Northwestern Railway, acquired by the Gulf, Mobile and Northern 
Railroad in 1924). All of these lines were part of the Illinois Central Gulf Railroad (ICG) prior to 
its 1980s program of spin-offs, during which Gibson County purchased the Jackson-Kenton 
line and the Southern Railway acquired the Corinth-Fulton line and Poplar Corner branch.   
 
The company is under common control with the South Central Tennessee Railroad and the 
Tennken Railroad  Its main line is planned to be upgraded as part of the MidAmerica Corridor, 
an initiative by the Canadian National Railway and Norfolk Southern Railway to improve rail 
service between Illinois and the Southeast.   

Western & Atlantic Railroad (Atlanta, GA ) 138 The Western & Atlantic Railroad was formed to connect Atlanta (then known as Terminus) with 
the Tennessee River at Chattanooga. The railroad was designed to open the trade routes 
betweem the south and the Tennessee and Ohio valleys to the the north. In order to facilitate 
construction, the railroad was owned and financed by the State of Georgia, which constructed 
the road. When line was opened in 1850, it connected with the Georgia Railroad in Atanta, 
providing a through route from Chattanooga to the port of Augusta.  On October 24, 1870, the 
line was leased for 20 years to the Western & Atlantic Railroad Company, formed by a group 
of individuals who were officials of connecting railroads that had trackage rights over the 
Western & Atlantic. The original lease was then extended to 29 years from December 27, 
1870.   
 
------------ From Wikipedia   
 
The Western and Atlantic Railroad of the State of Georgia' (W&A) is a historic, government 
owned railroad that operates in the southeastern United States from Atlanta, Georgia to 
Chattanooga, Tennessee.  It was founded on December 21, 1836 as the Western and Atlantic 
Railroad of the State of Georgia. The city of Atlanta was founded as the terminus of the W&A. 
The line is still owned by the State of Georgia from Atlanta to CT Tower in Chattanooga, and is 
leased by CSX Transportation.  This line is famous because of the Andrews Raid (commonly 
referred to as the Great Locomotive Chase), which took place on the W&A during the 
American Civil War on the morning of April 12, 1862.  History  In 1836, the Georgia General 
Assembly voted to build the Western and Atlantic Railroad of the State of Georgia to provide a 
link between the port of Savannah and the Midwest. The initial route of that state-sponsored 
project was to run from Chattanooga to a spot east of the Chattahoochee River, in present 
day Fulton County. The plan was to eventually link up with the Georgia Railroad from Augusta 
and the Macon and Western Railroad, which ran from Macon to Savannah. An engineer was 
chosen to recommend the location where the Western and Atlantic line would terminate. Once 
he surveyed various possible routes, he drove a stake into the ground near what is now 
Forsyth and Magnolia Streets. The zero milepost was later placed at that spot. In 1842, the 
zero milepost was moved to a spot immediately adjacent to the current day southern entrance 
to Underground Atlanta. The area developed into a settlement, known as "Terminus", literally 
meaning "end of the line". In 1843, the small settlement of Terminus was incorporated as the 
city of Marthasville. Two years later, by Act of the Georgia General Assembly the city was 
renamed "Atlanta.  Through 1870, it was called the State Road, and was operated directly by 
the state under a superintendent appointed by and reporting to the governor of Georgia. On 
December 27 of that year, operations were transferred to the Western & Atlantic Railroad 
Company, a group of 23 investors including Georgia's wartime governor Joseph E. Brown, 
who leased it (both tracks and rolling stock) from the state for $25,000 per month. This 
expired exactly 20 years later in 1890, when the Nashville, Chattanooga & St. Louis (NC&StL) 
leased it for 29 years. The railroad that was handed over to the NC&StL was in very poor 
condition. The locomotives that were transferred consisted only of those listed on the 1870 
lease as property of the State, with all of the more modern engines purchased under Gov. 
Brown's Western and Atlantic Railroad Company having been sold to other railroads. While 
most of the passenger equipment was usable, almost all of the locomotives were 
condemnable and all of the freight cars were scrapped. The value of the locomotives was 
disputed for some twenty years. A major change in the new lease in 1890 stipulated that all 
improvements made to the road by the lessee would become property of the state at the 
termination of the lease. Included in the definition of improvements were modifications to the 
facilities, right of way and new equipment purchased for use over that line including but not 
limited to passenger cars, freight cars and locomotives. As it turned out, the NC&StL would 
continue to hold the lease to the Western and Atlantic Railroad of the State of Georgia until it 
was absorbed by its parent company, the Louisville and Nashville Railroad which was itself 
owned by the Atlantic Coast Line-one of the principal railroads in the Family Lines System and 
later CSX Transportation which continues to operate the line as the Western and Atlantic 
Subdivision. CSXT signed the current lease on the W&A from the State of Georgia in May 
1986, set to expire on December 31, 2019.  After being captured by the Union in mid-1864 
and until the end of the war in 1865, the line was briefly operated by the United States Military 
Railroad (USMRR).  The railroad was originally constructed as a five foot guage railroad, 
which was the standard rail gauge of most railroads in the South . In 1886, the change to the 
northern standard of 4 ft 8 1⁄2 in (1,435 mm) began on June 1. The W&A accomplished this 
along all 138 miles (222 km) in less than 24 hours, beginning at 1:30 p.m. on May 31 and 
finishing at 10 the next morning. The railroad used over 400 men, prying up one rail and 
moving it closer to the other by exactly three inches (76 mm), leaving a  gauge of 4 ft 9 in 
(1.448 meters).   Aside from a few track realignments by the Nashville, Chattanooga and St. 
Louis Railway, the W&A has changed little since 1862. The most significant changes were 
realignment during the creation of Lake Allatoona, with the tracks from the original alignment 
through Allatoona Pass removed. The Etowah River bridge had also been replaced. The 
famed Chetoogeta Mountain Tunnel in Tunnel Hill, Georgia was abandoned in 1928 because 
it was too small to accommodate the larger trains of the era, and a new tunnel was built 
nearby.

Western Beet Sugar Company (Watsonville, CA ) In 1888, Spreckels established the Western Beet Sugar Company in Watsonville, which was 
at that time the largest beet sugar factory in the U.S.Western Farmers Electric Cooperative Railroad (Hugo, OK ) 6 Western Farmers Electric Cooperative (WFEC) is a generation and transmission cooperative 
that provides essential electric service to 21 member cooperatives, Altus Air Force Base, and 
other power users. WFEC has been in existence for 75 years, and has grown into Oklahoma’s 
largest locally owned power supply system. WFEC was organized in 1941 when western 
Oklahoma rural electric distribution cooperatives found it necessary to secure an adequate 
power supply at rates farmers and rural industrial developers could afford.

Western Fruit Express) Western Fruit Express was organized to provide refrigerator cars for the GN's perishable 
(Apples and other) business. [2] IAbout 58% of the apples are grown in the US [3], are grown 
primarily from Yakima, Columbia Basin, Wenatchee, Lake Chelan, and Okanogan.[4]

Western Maryland Railway (Baltimore, MD ) 712 4,066 3.0% The Western Maryland Railroad had the highest crossing of the Alleghenies for a standard 
gauge railroad west of the Rockies.Western Oasis Railway (Kharga, Egypt) 125 4.0% The Kharga Oasis, which was known as the 'Southern Oasis' to the Ancient Egyptians and 
Oasis Magna to the Romans, is the largest of the oases in the Libyan desert of Egypt. [2]Western Pacific Railroad (Salt Lake City, UT ) 1,434 5,900 2.2% The Western Pacific was built by George Gould, in order to provide a western outlet for his 
Denver & Rio Grande system, that he had gained control of in 1901. It was the last major 
railroad built in the lower 48 states.

Western Railroad of Massachusetts (Worcester, MA ) 173 The Western Railway of Massachusetts completed the link between Boston and Albany. 
Connections with other railroads at Albany completed the connection to Buffalo in 1842. The 
Western Railroad of Massachusetts constructed a strategically important line connecting 
Worcester with Albany, NY, where connections were established with predecessors of the 
New York Central. The Boston & Worcester, merged with the Western Railroad of 
Massachusetts forming a through line between Boston and Albany, which eventually became 
part of the Boston & Albany and the New York Central Railroad. 

Western Railway (India) 3,800 On 5th November, 1951 the Bombay, Baroda, and Central India Railway was merged with the 
Saurashtra Railway, Rajputana Railway, Jaipur Railway and Cutch State Railway to give rise 
to the Western Railway.  In 2012, the railroad operated the following:  - Broad Gauge    4,147 
km - Metre Gauge     1,412 ikm - Narrow Gauge     613 km  Total                      6,181 km

Western Railway of Alabama (West Point, GA ) 138 The Western Railroad of Alabama was originally chartered on Feb 28, 1860 by the owners of 
the Montgomery & West Point Railroad, but apparently no construction occurred; the line was 
then rechartered on September 1, 1870, becoming the successor to the Montgomery & Selma 
Railroad, to build a line from Selma, AL to West Point, GA.    
 
The Western Railroad of Alabama was built as part of a "connector line" of railroads running 
from Savannah, Georgia to Vicksburg, Mississippi. The Georgia Railroad (Augusta to Atlanta), 
the Atlanta & West Point Railway (Atlanta to West Point, GA), and the Western Railway of 
Alabama (West Point to Montgomery) provided a through route linking Augusta and 
Montgomery. The roads operated under common ownership, and their routes were used by 
the SR, and L&N to gain access to or through Atlanta from eastern points such as New York 
and Washington, and southern cities, such as New Orleans.   
 
The core of the road was formed on September 1, 1870, when the Montgomery & West Point 
Railroad (Montgomery to West Point), and the Western Railroad of Alabama (the original 
WofA) were consolidated to form the Western Railway of Alabama.   The first section of road 
that was built ran from Selma to Montgomery, AL, being opened in December 1870, with the 
line reaching its final destination in West Point, GA in 1877.    
 
In 1874 the road was placed in the hands of a receiver. It was sold May 19, 1875, being 
purchased jointly by the Central Railroad Company of Georgia and the Georgia Railroad 
Company. The Georgia Railroad agreed to control the line from West Point to Opelika, and the 
Central Railroad Company the line from Columbus to Opelika. The remainder of the line from 
Opelika to Selma was operated jointly.    
 
The line was then reorganized as the Western Railway of Alabama. The Atlanta & West Point 
and the Western Railway of Alabama were then operated together as the West Point Route 
and were closely affiliated with the Georgia Railroad.    
 
 On the 1st of May, 1880, the purchasers leased the portion of the road extending from 
Montgomery to Selma, 50 miles, to the Louisville & Nashville Railroad for five years, and on 
September 1, 1881, transferred the Columbus Branch to the Columbus & Western Railroad. 
In 1883, this branch was formally deeded to the Columbus & Western Company, the 
consideration being that the Central of Georgia should bonds of the Western of Alabama.    
 
The Western Railroad of Alabama was succeeded by Western Railway of Alabama 3/15/1883 
and took formal possession of the former road, April 1, 1883.  

Western Steel Car & Foundry (Chicago, IL ) 1884 capacity of 75 freight cars per day. Production facilities at Chicago and Anniston, AL. In 
1905, the Western Steel Car & Foundry Company, a major freight car producer based in 
Hegewisch, was making about 100 cars a day with annual sales of  over $7.5 million. 

Western Wheeled Scraper Co. (Aurora, IL ) The Western Wheeled Scraper Company was organized to build scrapers that were used in 
the building of railroad grades and roads. The first contract for the company came from the 
Chicago, Burlington & Quincy. The company relocated to Aurora, IL in 1891. The company 
began bulding railcars in 1904. 
 
The F. C. Austin Manufacturing Company, of Harvey, IL, and the Western Wheeled Scraper 
Co. merged to form the Austin-Western Company.

Westinghouse Electric & Machine Co. (E. Pittsburgh, PA ) Produced the first transformer in the U.S., generating stations, meters, motors, and 
transmission lines. Westinghouse emphasized alternating current and ts advantages over the 
direct current systems. It aslo electrified New Haven RR (New York, New Haven, and Hartford 
Railroad) in 1906.

Weyerhaeuser Timber Co. (Everett, WA ) 64 Weyerhaeuser Timber Company's Everett Mill B operated a large 30" gauge railroad with 64 
miles of track, 7 battery powered electric locomotives, and over 2,200 cars at this sawmill 
location. The mill began operation in 1915, a few years after the completion of the Panama 
Canal, bringing the potential for " unparalleled prosperity to the Pacific Northwest".  The mill 
could turn out four hundred thousand feet of lumber in eight hours, a capacity so huge that it 
would open a new epoch for the entire timber industry." [1]

Weyerhaeuser Timber Co (Longview, WA ) 17 At the end of the nineteenth century, Frederick Weyerhaeuser headed a Midwestern timber 
concern that was said to be the largest lumber business in the country. By this time, most of 
the old growth forests in the Great Lakes area were logged. Weyerhaeuser needed more 
trees to harvest and looked to the Southern and Western states. In 1891, while investigating 
the two regions, he moved to St. Paul and two years later moved to Summit Street next door 
to an old time St. Paul resident, James J. Hill. James J. Hill, President of the Great Northern 
Railway, was just completing the railroad from St. Paul to Seattle. Weyerhaeuser and Hill 
became good friends, and they occasionally discussed the Pacific Northwest. By 1900 James 
Hill had gained the controlling interest in the Northern Pacific Railroad, the major competitor of 
the Great Northern in Washington. With the purchase of the railroad company came the 
remnants of the 44,000,000 acres (68,750 square miles) of land the Northern Pacific once 
owned along its railroad route from Lake Superior to Puget Sound. The Northern Pacific had 
received this land from the federal government in the 1870s and early 1880s for constructing 
the transcontinental railroad. One evening the conversation between Hill and Weyerhaeuser 
turned to timberlands in Washington owned by the Northern Pacific. The conversation became 
negotiation because Weyerhaeuser needed trees and Hill needed cash. Nothing much is 
known about the negotiations except that it was claimed that Weyerhaeuser made an offer of 
$5 an acre for 900,000 acres of land ($4,500,000) and Hill put a price of $7 an acre 
($6,300,000). They arrived at an agreed price of $6 an acre ($5,400,00). The agreement was 
$3,000,000 down and eight semiannual payments of $300,000 plus interest. The down 
payment strained Weyerhaeuser's finances and stretched his capacity to raise money to the 
utmost. On January 3, 1900, the papers were signed and the property was transferred to 
Weyerhaeuser. This was one of the largest single land transfers in American history. As part of 
the agreement, Hill gave Weyerhaeuser extremely low rates for eastbound shipping for timber. 
No one knew how much timber there was and many thought the purchase was quite 
speculative. The purchase turned out to be exceedingly cheap. Twelve years later, it was 
determined that Weyerhaeuser had paid only 10 cents per 1000 board feet (one board foot is 
2 inches by 6 inches by 12 inches). Shortly after the purchase, Weyerhaeuser and other 
investors formed the Weyerhaeuser Timber Company. Weyerhaeuser continued to purchase 
timberland in Washington and by 1903 the company's holdings had increased by 67 percent 
to 1,500,000 acres. Although the company established a sawmill in Everett in 1903, 
manufacturing lumber was a secondary activity until 1915. From 1900 to 1915 the firm 
managed its holdings, sold timber to other sawmills, and purchased more timberland. (Ref 1)

Weyerhaeuser Timber-Klamath Falls (Klamath Falls, OR )
Weyerhaeuser Timber-Vail (Vail (Olympia), WA ) 98 Vail is located 16 miles southeast of Olympia. Weyerhaeuser operated three camps out of its 

Vail, Washington headquarters camp starting in early 1928. This was one of the large logging 
operations in the world, averaging 1 million feet per day. The railroad was enormous by 
logging standards-98 miles in including 26 miles of mainline extending from Vail to the 
tidewater log dump at South Bay near Olympia, where logs were towed by barge to the giant 
Weyerhaeuser mill at Everett. (Ref 2)

Wheeling & Lake Erie Railroad (Toledo, OH ) 529 The W&LE was organized to connect the Ohio River and the coal fields of southeastern Ohio 
to the ports on Lake Erie. Over several decades the WLE would grow into a significant 
railroad feeding into Cleveland’s growing industries, mainly freighting coal.

Wheeling & Lake Erie Railway (Toledo (via trackage rights), OH ) 878 The Wheeling & Lake Erie Railway was formed after the Wheeling & Lake Erie Railway (1871) 
was dissolved in 1989. The new Wheeling & Lake Erie Railway was formed in 1990 by 
purchasing 575 miles of track from the Norfolk Southern made up of a combination of the 
former W&LE, the Pittsburgh & West Virginia (PWV) and the Akron, Canton & Youngstown 
(ACY) lines.  Total trackage, including  trackage rights from NS, encompassed 840 miles.  In 
October, 1964, the Norfolk & Western acquired and merged the New York, Chicago & St. 
Louis (Nickel Plate), the Wabash Railway, the Akron, Canton & Youngstown, the Pittsburgh & 
West Virginia, and the Wheeling & Lake Erie (the W&LE had been leased to the NKP since 
1949). The merger was designed to provide increased economies of scale and to diversify the 
N&W away from its heavy dependence on coal revenues.  The merged corporation was 
dissolved by the N&W on January 1, 1982. On May 17, 1990, N&W sold the assets and 
trackage to a new regional rail line, the Wheeling & Lake Erie Railway.

Whitcomb Locomotive Works (Rochelle, IL ) Whitcomb produced a variety of small gasoline and diesel industrial locomotives, primarily for 
mining and industrial use. The company was one of the largest producers of these types of 
locomotives: it produced over 5,000 locomotives between 1906 and 1954. 

White Pass & Yukon Railway Co., Limited (Skagway, AK ) 110 2,865 3.9% The White Pass and Yukon was formed to provide a transportation link to gold miners who 
flocked to the Yukon during the late 1800's during the gold rush. The railroad provided the 
primary route to the Yukon interior. [7]

White Pass & Yukon Route (Skagway, AK ) 110 2,865 3.9% The White Pass and Yukon was formed to provide a transportation link to gold miners who 
flocked to the Yukon during the late 1800's during the gold rush. 
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White River Railroad (Rochester, VT ) 19 The  White River Valley Electric Railroad was organized in 1896, and the line was charted 
along the course of the White River. The name was changed to White River Valley Railroad in 
1900 and finally White River Railroad. Built on a shoestring budget, the first train arrived in 
Rochester in December 1900. Because the railroad followed the course of the White River 
closely, it was frequently damaged by floods and was often referred to as "The Peavine".

Willamette Locomotive Mfg Co (Portland, OR ) Beginning in 1922,  the company manufactured a total of 33 geared steam locomotive known 
as the "Willamette", a Shay-type locomotive for use in logging operations in Washington and 
Oregon. Company was known as the Willamette Iron & Steel Company from 1922-1929.

Willamette Valley & Coast Railroad (Newport (Yaquina), OR ) 138 The Willamette Valley & Coast Railroad was organized with the objective of connecting 
Newport (Yaquina) on the Pacific Coast, with plans to connect the the Union Pacific. By 1887, 
it had completed a 138 mile line from Newport to Detroit, OR via Corvallis and Albany; the 
latter two were important junction points on the Oregon & California/Southern Pacific. Detroit, 
OR, however, was in the middle of a timber rich area and nothing more. The promoter, T. 
Egenton Hogg,  envisioned that Yaquina Bay would become the "San Francisco of the North" 
and that Corvallis and Albany would beat Portland to become Oregon's railroad center. [3] 
Virtually all of the railroad's income came from a sawmill near Detroit.

Williams Valley Railroad (Lykens, PA ) 7 3.3% The railroad was originally chartered on September 19, 1891, to connect Brookside (the site 
of a large colliery served by the Reading) with Lykens. [2] Williamsport & Elmira Railroad (Williamsport, PA ) 75 The Williamsport & Elmira was originally constructed to connect the coal mines around 
Ralston, PA with the Susquehanna River at Williamsport, PA. The first 25 mile section was 
constructed in 1838.

Wilmington & Raleigh Railroad  (Wilmington, NC ) 161 The Wilmington & Raleigh Railroad was the first railroad to be chartered in North Carolina and 
was longest in the world at the time.Wilson Car Lines (Chicago, IL ) Wilson Car Lines was formed as a reorganization of the Schwarzschild & Sulzberger Packing 
Company, which Thomas E. Wilson had been managing as trustee. The company became a 
very large and profitable meat packer, and the operator of the Wilson Car Lines.

Winnipeg Hydro Tramway (Pointe du Bois, MB Canada) This railroad was constructed by Winnipeg Hydro to connect its generating stations. The 
railroad transported construction supplies and staff provisions, as well as staff and locals, 
between Lac du Bonnet, Pointe du Bois and Slave Falls. The only other means of 
transportation between these communities at that time was by water. The tramway operated 
as a private railway for the greater part of the first half of the 20th century. In 1962 a paved 
highway was constructed between Lac du Bonnet and Pointe du Bois after it proved to be a 
more economical option than operating and maintaining the railway. 
 

Winona & St. Peter Railroad (Winona, MN ) 319 The railroad connected the Mississippi to the Minnesota Rivers, allowing agricultural produce 
and lumber to move between these cities and then be transported up the rivers to Minneapolis 
and Saint Paul. It was one of the first important railroads to be opened in Minnesota.

Winooski & Burlington Horse Railroad Company (Burlington, VT ) It was the first horse-drawn railroad to be chartered in Vermont
Winton Engine Company) The Winton Engine Company was founded by Alexander Winton in 1897 as an automobile 

manufacturing company. The company founded the Winton Engine Company in 1912. The 
Winton Engine Company was the first company to develop a successful diesel engine 
prototype, that would eventually become the prime mover of the highly successful Electro-
Motive Corporation.   In 1912, Winton entered the market for manufacturing stationary 
gasoline and diesel engines, used in stationary power plants, and in marine applications, by 
forming the Winton Engine Company. More than a decade later, the company ceased 
producing autos in 1924, as both Ford, and General Motors had become the dominant forces 
in that industry.    Winton built he first successful diesel-electric locomotive in 1929. Despite 
the successful demonstraction, Winton required significant additional development before they 
could commercialize their product. Winton could not afford the cost of continuing to develop 
the technology, and this lead to the acquisition of the Winton Engine Company by GM on June 
20, 1930. GM then renamed the company the Winton Engine Corporation in 1935.  GM 
assigned Charles F. Kettering, head of the GM Research Labs to lead a Winton-GM team to 
develop a two-stroke diesel engine that could be used in railroad locomotives.  Kettering’s 
team made rapid progress on the engine. By 1933, the engine development had progressed 
to the point where it was ready for a demonstration installation in the GM Pavilion at the 
Century of Progress. GM decided to power their Chevrolet assembly line in the pavilion with 
two prototype two-stroke diesels. During one of his visits to the Century of Progress, Ralph 
Budd, President of the Burlington Railroad, visited the GM Pavilion and saw they prototype 
engines at work. He realized that the GM diesel was the ideal unit to power his revolutionary 
stainless steel streamliner, that became known as the Zephyr.  Electro-Motive Corporation 
and the Winton Engine Company were purchased by General Motors Corporation, on January 
1, 1941; GM then merged the companies forming a new division: the Electro-Motive Division 
of GM.

Wisconsin & Southern Railroad (Milwaukee, WI ) 700 Wisconsin & Southern Railroad is Wisconsin’s third largest railroad.  The railroad is a  
privately owned and managed regional railroad company operating in the southern half of the 
State of Wisconsin and northeastern Illinois. 

Wisconsin Central Limited (Chicago, IL ) 3,000 The Wisconsin Central Transportation Corporation was formed through the merger of 
Wisconsin Central Limited (WCL) and the Fox Valley & Western Limited (FVW), the Algoma 
Central and the Sault Ste. Marie Bridge Co. Wisconsin Central Limited was formed through 
the purchase and operate the Soo Line Railroad's Lake States Transportation Division.  The 
Canadian National Railway entered into a contract with the Wisconsin Central Transportation 
Company in 1998 to take over all of its traffic; the line was purchased on October 9, 2001.

Wisconsin Central Railroad (Chicago, IL ) 1,043 The Wisconsin Central Railway was officially incorporated by a special act of the Wisconsin 
Legislature and organized as a land grant railroad, to tap the vast forest and lumber reserve of 
northern Wisconsin.  [8] The railroad became an important railroad in Wisconsin the late 
1800s: it operated through trains to Chicago via a lease beginning in 1890, and its access to 
important iron ore deposits in northern Wisconsin and Upper Michigan. Minneapolis, St. Paul 
& Sault Ste. Marie gained stock control in 1909, mainly to gain access to the iron ore deposits.

Wisconsin Central Transportation Corp (Minneapolis, MN ) 3,000 The Wisconsin Central Transportation Corporation was formed through the merger of 
Wisconsin Central Limited (WCL), the Fox Valley & Western Limited (FVW), the Algoma 
Central Railway and the Sault St. Marie Bridge Co.  It is a holding company for railroad 
subsidiaries. It acquired 220 miles of ex-C&NW Upper Michigan lines from Union Pacific on 
January 27, 1997.

Wisconsin Logging & Timber Company Logging Incline (Stella, 
WA )

66.0% The Wisconsin Logging & Timber Company was in business from ca. 1908 to ca. 1924.  The 
company was headquartered in Portland, Oregon, but it had logging camps first at Oak Point 
and then at Stella, both in Cowlitz County. 
 
Oak Point is on the north bank of the Columbia River fourteen miles west of Longview in 
southwest Cowlitz County. It was named for very large oak trees, some up to thirteen feet in 
circumference, which grew on the point. They were noted by Lieut. W. R. Broughton of Capt. 
George Vancouver's 1792 expedition. A post office was established at Oak Point on February 
18, 1851 and continued until August 31, 1937. Alexander S. Abernethy was first post master 
who built and operated a sawmill and later a grist mill in the neighborhood. 
 
Stella is a community at the mouth of Germany Creek on the north bank of the Columbia 
River nine miles west of Longview in southwest Cowlitz County. It was named for a daughter 
of John A. Packard who established a store on the site in 1880. A post office was established 
August 14, 1884. 
 
Above from Ref [1] 

Wollaton Wagonway (Wollaton (Nottingham, East Midlands), England) 2 The Wollaton Wagonway ( built between October 1603 and 1604 in the East Midlands of 
England is commonly credited as the world's first overground wagonway and is therefore 
regarded as a significant step in the development of railways.

Woodruff Sleeping & Palace Car Company (NY ) The Theodore.T. Woodruff Company was organized in 1856. Theordore Woodruff, the Master 
Mechanic of the Terre Haute & Alton Railroad, designed the first Woodruff sleeping car in the 
early 1860's. The company was reorganized in 1862 by Andrew Carnegi as the Central 
Transportation Company in 1862 to operate cars designed by the Woodruff Sleeping and 
Parlor Coach Company, and to consolidate the assets and patents of a smaller competitor,  
the E.C. Knight Sleeping Car Company. Most of Central Transportation's sleeping cars 
operated on the eastern roads-principally the Pennsylvania Railroad. Theodore Woodruff was 
the principal stockholder and his brother Jonah was a manager. Woodruff assigned his 
patents to the new company, as did several other inventors. But in 1864 Woodruff assigned all 
his interests to one of the other stockholders and retired from the sleeping car business.   
Woodruff was the first company to introduce a Silver Palace car, in 1866, one year before the 
founding of the Pullman Palace Car Company. These cars carried the term luxury to a level 
never seen since. The cars featured silver plated lamps and fixtures, elegantly carved black 
walnut interiors, velvet curtains at the windows, and imported carpets, along with stained 
glass inserts in the clerestory windows. Woodruff's designs included silver plated columns that 
were used to support the roof and sleeping berths, thus deriving the name "Silver Palace 
Car". Woodruff's company became known as the Woodruff Sleeping & Palace Car Company 
after that date.  The term "Palace Car" quickly caugt the attention and imagination of the 
traveling public. Pullman incorporated his sleeping car company in 1867 under the name of 
the Pullman Palace Car Company. Following that date, the term Palace Car came to be 
associated with the luxurious sleeping car accomodations, and the high level of service that 
was provided by the Pullman Palace Car an Woodruff companies. Several other sleeping car 
companies adopted the "Palace" name as part of their corporate identify, in an effort to 
associate elegance, and high level of service accorded by Woodruff's Silver Palace Car, and 
Pullman Palace Car companies with their own brand.s The Holland, Palace Car Company 
(mfg by Harlan & Hollingsworth), and the Wagner Palace Car Company were two companies 
that adopted this strategy.   Barney & Smith, Jackson & Sharp, and Harlan & Hollingsworth 
carried the Palace Car concept a step further, by branding their cars "Silver Palace Cars", 
partly in an effort to suggest an even higher level of luxury than Pullman's Palace Cars. 
(many, if not all of Woodruff's cars were built by Jackson & Sharp). Barney & Smith had been 
building cars for Pullman using the Pullman designs, while also building cars that it sold under 
its own Silver Palace brand. Pullman sued Barney & Smih in 1880, charging that Barney  
Smith had incoporated Pullman's patents in the Barney & Smith products. Pullman won its 
suit.  The first "Silver Palace Cars" built by Harlan & Hollingsworth were introduced in 1866, 
and by 1870 the company was operating a total of 21 sleeping cars. Jonah Woodruff 
organized the Woodruff Sleeping and Palace Car Company in 1871. His palatial "Silver 
Palace Cars" were used on the Central Pacific Railroad and other western lines.   In 1870 the 
Central Transportation Company entered into a 99 year lease agreement with the Pullman 
Palace Car Company transferring its plant and personal property, together with its contracts 
which it had with railroad companies for the use of its sleeping cars on their roads, and also 
the patents belonging to it. The Central Transportation then became involved with Pullman in 
a patent infringement suit and after costly litigation selling its assets to the Pullman Company 
in 1909.  The company fell on hard times and was purchased by the Union Palace Car Co in 
December 1888. Less than a year later, the Union Palace Car Company was sold to Pullman.  
Woodruff had patented  the convertible car seats which turned the cars from seats during the 
day into sleeping berths at night. 

Worcester & Nashua Railroad (Worcester, MA ) 46 The Worcester & Nashua Railroad was a successful and important railroad for its time, 
connecting New Hampshire with Worcester, and Boston via connections. [1, pp 18]Worcester Consolidated Street Railway (Worcester, MA ) 300 This Company owned the entire street railway system of the City of Worcester, and has lines 
extending from that City to and into Fitchburg, Leominster,Lancaster, Hudson, Boylston, 
Berlin, Clinton, Westboro, Marlborough, Northborough, Shrewbury, Grafton, Millbury, Leicester 
and Spencer. The Worcester Railways & Investment Company controlled this Company.    
 
The Worcester Consolidated Street Railway was chartered May 31, 1897 to consolidate the 
Citizen's Street Railway, and the Worcester Street Railway. All stock of this company 
purchased by Worcester Traction Company, 1893; however, Worcester Traction was 
liquidated prior to the March 1, 1901 consolidation.  Leased North End Street Railway, August 
1, 1895. Leased Worcester & Shrewsbury Railroad Company, July 1, 1896.  On March 1, 
1901, Worcester Consolidated Street Railway consolidated the Worcester & Suburban Street 
Railway, the Worcester & Marlborough Street Railway, Worcester & Clinton Street Railway, 
Clinton & Hudson Street Railway, Leominster & Clinton Street Railway, and Fitchburg & 
Suburban Street Railway. 

Wuhan Metro  (Wuhan, China) 170 A long-term plan expects the Wuhan Metro to operate 25 lines, including 12 urban lines and 
13 suburban lines, totaling a length of 1,045 kilometres (649 mi), making it one of the most 
expansive rail transit systems in the world.

Wurtemburg State Railways (Stuttgart, Germany) 1,400 The Royal Württemberg State Railways (Königlich Württembergische Staats-Eisenbahnen or 
K.W.St.E.) were the state railways of the Kingdom of Württemberg (from 1918 the People's 
State of Württemberg) between 1843 and 1920. Lines ran in all four directions from Stuttgart, 
which is centrally located in the former Kingdom of Wurttemburg. 

Yazoo & Mississippi Valley Railroad (Memphis, TN ) 1,372 The Yazoo & Mississippi Valley was chartered in 1884 to build a line west from Jackson, MS 
to build to Yazoo City, MS.   At the same time, another road, the Louisville, New Orleans & 
Texas Railway was under construction between Memphis and New Orleans via Vicksburg and 
Baton Rouge. The LNO&T was being financed by C. P. Huntington, who believed he could 
build a through route connecting the Southern Pacific at New Orleans with the Chesapeake, 
Ohio & Southwestern (CO&SW) at Memphis. Both the SP and CO&SW were financed by 
Huntington. Huntington completed construction on the LNO&T in 1884 and then purchased 
the Mississippi & Tennessee (Grenada, MS to Memphis, TN) in order to thwart the Illinois 
Central.  Eventually, following financial difficultires, Huntington sold his lines, with the Illinois 
Central purchasing the LNO&T and the Mississippi & Tennessee and then merging them with 
the its own Yazoo & Mississippi Valley on October 24, 1892, extending the route from 
Memphis to New Orleans.  The Yazoo & Mississippi Valley, a former subsidiary of the Illinois 
Central, was merged into the IC in 1945.  In 1899, the Company purchased the Rosedale & 
Mississippi Valley Central Railroad, extending from Rosedale to Phalia, Mississippi.  
Completed & Operated Baton Rouge, Hammond & Eastern Railroad since 2/12/1908.   
Operated under lease by Yazoo & Mississippi Valley Railroad: Helm & Northwestern Railroad. 
Minter City, Southern & Western Railroad. Sunflower & Eastern Railway; Alabama & 
Vicksburg Railway, Meridian to Vicksburg, Mississippi; Vicksburg, Shreveport & Pacific 
Railway: Delta Point to Shreveport, Louisiana; Vicksburg Bridge & Terminal Company. 

Ybbs Valley Railway (Waidhofen an der Ybbs, Austria) 21 3.4% The Ybbs Valley Railway (German: Ybbstalbahn) was a narrow-gauge railway of the Austrian 
Federal Railways with a track gauge of 760 mm (2 ft 5 15⁄16 in), located in the Lower Austrian 
Mostviertel. 
 
The original route followed the valley of the river Ybbs from Waidhofen an der Ybbs to 
Kienberg-Gaming, with a branchline to the town of Ybbsitz. A small section from Waidhofen an 
der Ybbs to Gstadt still operates as Waidhofen City Railway (German: Citybahn Waidhofen), 
while the route from Lunz am See to Kienberg-Gaming is currently operated as a heritage 
railway under the name Ybbsthalbahn-Bergstrecke (mountain line). Plans are under way to 
extend the heritage section to the town of Göstling, where tracks of the old railway are still in 
place. 
 
Route 
 
Waidhofen an der Ybbs - Lunz am See 
 
The Ybbs Valley Railway starts from the narrow-gauge railway platform opposite the main 
standard gauge station at Waidhofen am der Ybbs, where the workshops are located. Until 
the end of freight service transhipment from normal to narrow gauge was done in this station. 
The railway first serves several halts in the city of Waidhofen, crossing a spectacular viaduct 
over the town, until it comes to the station at Gstadt at the 6 km mark which is the end of the 
line since 12 December 2010. This station used to be the junction for the branch line to 
Ybbsitz. 
 
Großhollenstein 
 
The main route closed since December 2010 then followed the river Ybbs, which it crossed 
three times. The next large station was Opponitz, the location of the only tunnel of the Ybbs 
Valley Railway, and then after 25 km Hollenstein an der Ybbs (station Großhollenstein). This 
section from here gained altitude, as it followed the valley of the upper Ybbs. 
 
This section served mainly smaller stops, which were used mainly by hikers during the 
summer, only Sankt Georgen am Reith providing much local passenger traffic. At kilometre 44 
is the tourist town of Göstling in the Scheibbs district. From July 2012 the line beyond this 
point to Lunz am See was due to re-open as a heritage railway, joining the existing operation 
from Lunz over the Pfaffenschlag pass to Kienberg-Gaming. However, the re-opening of this 
extension has been delayed. The Lunz - Keinberg Gaming section was closed in May 1988 
and has operated since 1990 as a heritage railway. 
 
At Kienberg-Gaming it connected to the standard gauge Erlauf Valley Railway, now closed as 
far as the district capital, Scheibbs. A 700 mm (2 ft 3 9⁄16 in) gauge forestry railway up the 
valley of the Ois river terminated at Lunz am See station until it closed in the 1970s. 
 
Gstadt - Ybbsitz 
 
Gstadt station used to be the junction for the branch line until December 2010, this line 
branching off the main route and crossing the Ybbs on a steel girder bridge. The line, which 
followed the valley of the Kleine Ybbs (Little Ybbs), served several small stops and ended 
after six kilometers in the market town of Ybbsitz. The line crossed several level crossings, 
resulting in conflict with automobile traffic. Track removal on this line started in July 2013. 
 
Gaming - Lunz am See (preserved railway) 
 
The starting point of the museum railway today is the station at Kienberg-Gaming, the original 
terminal of the Ybbs Valley Railway and formerly the last stop of the standard gauge Erlauf 
Valley Railway of the ÖBB. This line is now closed beyond Scheibbs. At Kienberg-Gaming are 
the railway's facilities: the locomotive shed with workshop, which has been increased in size 
by the ÖGLB, a turntable, and a newly built carriage shed. 
 
Shortly after leaving Kienberg-Gaming station the railway crosses a main road, and a little 
later, on a steel framework bridge, the Pockaubach and the road to Gresten. The alignment 
follows a steep wooded mountain saddle-back up to the summit of the Pfaffenschlag, at which 
first the stop, Gaming, is reached. The scenery opens up here to offer a beautiful panorama 
view over the region and the Kartause Gaming, after which the railway enters a steep rocky 
section in dense forest, and runs through many deep cuttings. In this section are the two 
landmarks of the "mountain line", two steel trestle viaducts, a bridge type otherwise only used 
in Austria on the Stubaitalbahn. The maximum grade on this section of the Ybbs Valley 
Railway is 3.44% (1:29), which is the steepest gradient of any Austrian narrow-gauge railway 
with a track gauge of 760 mm (2 ft 5 15⁄16 in). 
 
The highest point the railway, 699 m, is reached at Pfaffenschlag, which also highest point of 
the parallel pass road. At this station the steam engines replenish their water supply, then the 
railway follows the valley of the Bodingbach. The tracks run through several deep rock 
cuttings, and in particularly steep area solid retaining walls are used. The railway soon 
reaches the first houses of the summer-resort Lunz am See and runs through a forest of 
wood-apples. The railway then runs partially close area between the roofs of houses and a 
cliff. After crossing the Bodingbach the railway reaches the station of Lunz am See, which it 
used in conjunction with the section of the Ybbs Valley Railway formerly run by the ÖBB but 
now closed as far as Gstadt, though the track is still intact. 
 
History 
 
There were plans in 1870 to build a railway up the valley of the Ybbs to Kienberg-Gaming. 
The collapse of the stock market of Vienna in 1873 brought a sudden end to this project. In 
the 1880s representatives of the Ybbstal again looked at building a secondary line, however 
only in 1893 did negotiations with the government Ministries begin. On 26 December of the 
same year a law was passed for the building of the Ybbs Valley Railway. Consequently, a 
decree of the Ministry of the Interior was given on the 11 September 1895 for the 
establishment of a corporation with the capital investment of 1,612,000 guldens. 
 
The turning of the first sod for the initial section from Waidhofen to Gross Hollenstein took 
place at Waidhofen on 1 June 1895. The opening of this section took place on 15 July 1896. 
Three years later, on 15 May 1898, the second section from Gross Hollenstein to Lunz am 
See was opened. The section from Lunz am See - the so-called "Bergstrecke" - to Kienberg-
Gaming, the most difficult section to construct, was opened later that year, on 12 November. 
Thus the entire 71 km route was constructed over a period of only 3 years. 
 
With the building of the railway, the practice of rafting timber down the river ceased as it was 
unable to compete. The iron and steel processing industry was however tied up better with the 
ore mines on the Erzberg mountain and this industry prospered. 
 
Closure of the mountain line and re-opening as a museum railway 
 
The heavily graded section of the Ybbs Valley Railwayknown as the "Bergstrecke", with a 
length of 17.5 kilometers, connected the upper Ybbstal around Lunz am See and Göstling an 
der Ybbs with the Erlauftal, where it connected to the standard gauge line to the town of 
Scheibbs. The drift of passengers to buses and private cars on the faster road connection 
over the Grubberg pass road, as well as the transit of almost all goods traffic through 
Waidhofen led to a continuous decline in income. These developments led finally in May 1988 
to the closure of this section of the railway. 
 
The Austrian Society for Local Railways (ÖGLB) already successfully operated the Höllental 
Railway as a museum railway at this time, the operating company being the NÖLB 
(Niederösterreich local railways). The NÖLB leased this section from ÖBB and commenced 
operation as a museum railway in 1990 under the name "Ötscherland Express". Later the 
railway was renamed the "Ybbsthalbahn-Bergstrecke" (Ybbs Valley Railway mountain line). 
 
Economic importance 
 
The economic importance of the Ybbs Valley Railway was particularly great from its 
completion in 1898 to about 1960. Today important companies such as Welser or the Böhler 
Uddeholm company have their parent plants in Ybbsitz and Böhlerwerk and were over many 
years the major employers in this region. By working with these industries and their meeting 
their need for efficient transport the railway also became an important employer.

Yosemite Lumber Company Incline Railroad (El Portal, CA ) 2 5,000 77.0% The Yosemite Lumber Company constructed an inclined railway opposite the hotel in El 
Portal. The incline was used to transport logs. The incline was built because of the steep 
grade and lack of real estate that made switchbacks impractical. [3] 

Yosemite Sugar Pine Lumber Company Railroad (Fish Camp, 
Yosemite National Park, CA )

40 12.0% The Yosemite Mountain Sugar Pine Railroad (YMSPRR) is a historic 3 ft (914 mm) narrow 
gauge railroad with two operating steam train locomotives located near Fish Camp, California, 
in the Sierra National Forest near the southern entrance to Yosemite National Park. Rudy 
Stauffer organized the YMSPRR in 1961, utilizing historic railroad track, rolling stock and 
locomotives to construct a tourist line along the historic route of the Madera Sugar Pine 
Lumber Company. 
 
Service began with the purchase of three-truck Shay locomotive No. 10 from the West Side 
Lumber Company railway of Tuolumne, California. Built in 1928, No. 10 was recognized as 
the largest narrow gauge Shay locomotive—and one of the last ever constructed. After his 
retirement in 1981, Rudy Stauffer was succeeded by his son, Max, as the railroad's owner and 
operator. In 1986, the YMSPRR purchased Shay No. 15—also a former West Side Lumber 
Company locomotive—from the West Side & Cherry Valley Railroad tourist line in Tuolumne. 
 
The two steam locomotives operate daily during the summer months, while the railroad's 
Model A "Jenny" railcars, capable of carrying about a dozen passengers, typically handle 
operations during the off-season. 
 
History 
 
The current railroad follows a portion of grade originally carved into the mountain by the 
Madera Sugar Pine Lumber Company in the early 20th Century. The company originated in 
1874, when it was organized as the California Lumber Company to log the area surrounding 
Oakhurst, California. The Madera Sugar Pine Lumber Company once had a large sawmill at 
Sugar Pine, California, just south of the current YMSPRR.The railroad had seven locomotives, 
over 100 log cars, and 140 miles (230 km) of track in the surrounding mountains. In addition 
to the railroad, the Company also transported lumber in a flume that stretched 54 miles (87 
km) from Sugar Pine to Madera, California. This was the most efficient way to transport rough 
cut lumber out of the mountains for finishing and transport at the bottom of the mountain. The 
Madera Sugar Pine Lumber Company practiced clearcutting, which removed almost every 
single tree within the stands of timber surrounding the YMSPRR track. The thick forest 
surrounding YMSPRR today belies this history, although large stumps from the original old 
growth timber dot the forest floor lining the tracks. 
 
Due to the onset of the Great Depression and a lack of trees, the operation closed in 1931. 
But the graded right-of-way through the forest remained, enabling the Stauffer family to 
reconstruct a portion of the line in 1961. The current railroad utilizes locomotives, converted 
log disconnect cars, and other railroad equipment purchased from the West Side Lumber 
Company after it ceased railroad operations in 1961. 

Yosemite Valley Railway (Incline (El Portal), CA ) 2 65.0% The Yosemite Valley Railroad operated a cable railway at Incline, California. The Yosemite 
Valley RR (YV) Incline was the longest, at 8,300 feet, incline hoist ever built. It allowed sugar 
pine logs of the Yosemite Lumber Company to be lowered down the steep slopes of Trumbull 
Peak and transferred to the YV for shipment to the mill at Merced Falls. (Ref 3+4)

Youngstown Steel Car Company (Youngstown, OH )
Yugoslav Railways (Yugoslavia) 4,400 The company was first founded as the National Railways of the Kingdom of the Serbs, Croats 

and Slovenes by incorporating the already existing railroad companies. In 1929, it was 
renamed along with the country to Yugoslav State Railways (JDŽ). In 1941 the railway ceased 
to exist and two new railway companies were created: Croatian State Railways (HDŽ) and 
Serbian State Railways (SDŽ). The railway was reestablished after World War II. In 1952 it 
was renamed to Yugoslav Railways. 
 
It ceased to exist after the breakup of Yugoslavia in the 1990s. Several successor companies 
were formed from the assets of the railway: 
 
Željeznica Crne Gore (ŽCG) - Montenegro 
Hrvatske željeznice (HŽ) - Croatia 
Željeznice Federacije Bosne i Hercegovine (ŽFBiH) - Federation of Bosnia and Herzegovina, 
Bosnia and Herzegovina 
Željeznice Republike Srpske (ŽRS) - Republika Srpska, Bosnia and Herzegovina 
Makedonski Železnici (MŽ) - Macedonia 
Slovenske železnice (SŽ) Slovenia 
Železnice Srbije (ŽS) - Serbia 
Hekurudhat e Kosovës - Kosovo

Zeleznice Slovenskej Republiky (Slovakia) 2,200
Zentralbahn (Lucerne, Switzerland) 68 25.0% The Zentralbahn is a Swiss railway company that owns and operates two connecting railway 

lines in Central Switzerland and the Bernese Oberland. It was created on January 1, 2005, 
with the acquisition of the independently owned Luzern–Stans–Engelberg Railway, and the 
Brünig line of the Swiss Federal Railways. The company has its headquarters in Stansstad. 
 
The railway owns the infrastructure of the 74 km (46 mi) long inter-regional Brünig line, which 
links Lucerne and Interlaken over the Brünig Pass, and the 25 km (16 mi) long Luzern–Stans–
Engelberg line from Hergiswil, on the Brünig line some 9 km (5.6 mi) out of Lucerne, to 
Engelberg. Both lines are built to the metre gauge, and use rack railway technology to climb 
their steepest gradients, although most of both lines uses conventional adhesion. 
 
The railway operates two hourly InterRegio express services, one between Lucerne and 
Interlaken, and one between Lucerne and Engelberg. It also operates two half-hourly services 
of the Lucerne S-Bahn, the S4 between Lucerne and Wolfenschiessen and the S5 between 
Lucerne and Giswil. At the Interlaken end of the line, an hourly Regio service is operated as 
far as Meiringen. Only the two InterRegio services traverse the company's rack sections and 
require rack equipped stock. 
 
History of the Brünig line 
 
The Brünig line was constructed in incremental stages between 1888 and 1916. The first 
stages, over the Brünig Pass between Brienz and Alpnachstad were opened by the Jura–
Bern–Lucerne Railway (JBL), who also extended the line from Alpnachstad to Lucerne, giving 
connections to the rest of the Swiss railway network. Subsequently the JBL became part of 
the Jura–Simplon Railway (JS) in 1891, and the JS became part of the Swiss Federal 
Railways (SBB) in 1903. The SBB opened the last section of the line, from Brienz to 
Interlaken in 1916. 
 
As constructed, the line was operated by steam locomotives, and used the Riggenbach rack 
system to overcome gradients of up to 12% on the approaches to each side of the Brünig 
Pass. The line was electrified in 1941 and 1942, using the standard Swiss main line system of 
15 kV 16 2⁄3 Hz AC supplied by overhead line. The rack sections were retained. 
 
History of the Luzern–Stans–Engelberg line 
 
The major part of the line to Engelberg was constructed by Stansstad–Engelberg Railway 
(StEB) and opened in 1898. The line ran from Stansstad to Engelberg and, like the Brünig line 
in its early days, relied on steamship connections with the rest of the Swiss railway network. 
Unlike the Brünig line, the StEB line was electrified from its opening, using a three-phase 
alternating current overhead line supply. It also used the Riggenbach rack system on its final 
approaches to Engleberg, but with a very steep maximum gradient of 25%. 
 
In 1960 work started on connecting the Engelberg line to the Swiss railway network by 
constructing a new line between Stansstad and Hergiswil on the Brünig line. This involved 
constructing a bridge over the narrow Alpnachersee arm of Lake Lucerne, followed by the 
Lopper II tunnel, under a shoulder of Mount Pilatus. In order to allow Engelberg trains to run 
over the Brünig line into Lucerne, the whole railway was converted to the same electrical 
system (15 kV 16 2⁄3 Hz AC), and new rolling stock acquired. The line reopened in 1964, and 
the owning company changed its name to the Luzern–Stans–Engelberg Railway (LSE). 
 
Merger and since 
 
For 40 years, the ownership structure of the two lines remained unchanged, with LSE owned 
trains running over SBB owned tracks between Hergiswil and Lucerne. However, in June 
2004, the Swiss Federal Council empowered the SBB to transfer the Brünig line to the LSE 
with effect from January 2005. In return the LSE issued shares to the SBB, and as a result 2/3 
of its shares are now owned by SBB. The LSE was subsequently renamed the Zentralbahn to 
reflect its much larger scale of operation. 
 
At the end of 2009, the Zentralbahn took over the operation of the 1,435 mm (4 ft 8 1⁄2 in) 
(standard gauge) tracks of the Kriens-Luzern-Bahn between Lucerne and Horw. Most of these 
tracks were already laid in a dual gauge configuration with the metre gauge tracks of the 
Brünig line. 
 
Since the merger several major projects have been undertaken. In 2010, the 4,043 m 
(13,264 ft) Grafenort to Engelberg tunnel was constructed to replace the very steep final 
approach to Engelberg. Whilst still rack operated, the tunnel has a maximum gradient of 
10.5% as opposed to 25%. 
 
In late 2012, a new tunnel route was opened between Kriens Mattenhof station and the 
approaches to Lucerne station, on the stretch of the Brünig line also used by Engelberg trains. 
The tunnel replaces a less direct surface alignment, allowing the abolition of several 
congested level crossings and the provision of double track. A new station, Lucerne Allmend/
Messe, built within the tunnel, serves the Swissporarena. 


