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T his issue of  is dedicated to all the modelers who live by the phrase “For the Love of 

the Hobby” which is well-encapsulated in Brian Messenger’s pictorial essay.  In his essay, Brian showcases his 

freelanced two-level HOn3 (three-foot narrow gauge) layout which includes a logging scene on the top level and a de-

tailed waterfront scene on the lower level.  There is a lot going on during the day and the nighttime at the Red Hook 

Wharf, Pelican Bay, and the logging camp and sawmill at Cascade Creek. 

 

Also, we are excited to announce a new column starting with this issue, entitled “The Modeler’s Workshop with Dazzy 

Jay.”  Darren Johns (aka Dazzy Jay) starts off his column’s first installment titled “Paying it Forward” with a discussion 

about how he was mentored and why he believes that we all must do our part in sharing our skills and passing them 

along to the next generation of modelers.  We could not agree more and look forward to Darren’s upcoming articles.  

Be sure to check out his outstanding interviews and other modeling-related video content on his website Model Railroad 

Techniques. 

 

Bill Beranek - The Track Planner gives us his perspective on the differences between just railfanning and operating a 

model railroad like a real railroad in his article “Railfanning vs. Operating.”  He makes some very persuasive arguments 

as to why operations-based layouts make you an operator rather than a mere spectator of your layout. 

 

Harry M. Haythorn tells the story and the history behind Union Pacific’s 800 class 4-8-4s in his article “Kings of the 

Overland Route.”  Jack Hykaway’s article “Canada’s Icon: Canadian Pacific’s Royal Hudsons” dovetails with Harry’s arti-

cle as he takes us up north and tells the story of how the Canadian Pacific Railroad acquired and used the Hudson loco-

motives and their iconic rule over the Canadian rails.  Both stores will take you back into the history of the North Ameri-

can railroad frontier. 

 

Starting with the next issue, Bill Beranek will be writing an additional article series entitled “The Anatomy of a Model 

Railroad” in which he will document from start to finish, in a pictorial essay format, the design, benchwork, trackwork, 

wiring, control, facia, backdrop, and scenery of a unique N-scale point-to-point operations-based layout.  Find out more 

about it on page 30.  This will be an outstanding series for model railroaders of any skill level. 

 

We hope you enjoy this issue. 

 

Happy modeling! 

Editor’s Note...  

− Loggin’ Locos 
Editor-In-Chief 
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A Pictorial Essay 
By Brian Messenger 

All photographs courtesy of Brian Messenger  
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I 
 have been in the hobby of model railroading for more than 50 years 

and during that time I have built various layouts.  I owned and operated 

a hobby shop in Cape Town for almost 20 years.  When I sold the busi-

ness, I retired to Knysna on the Garden Route in South Africa. 

What I enjoy the most about this hobby is the creativity involved.  One 

must know a bit about everything: from planning to designing, carpentry to 

electrical, and track work to scenery.  You certainly do not have to be an 

"expert" in any of those areas - there’s room to learn new skills as you tack-

le new projects and gain modeling experience. 

I do a lot of scratch building of both structures and rolling stock.  I also 

modify vehicles, figures, and rolling stock to suit my needs for the layout. 

As in real life, everything must be weathered to look well-used.  One must 

always look around to see how it looks in the real world and then replicate 

that effect within your scale.  Wherever one looks, there is rust, dirt, rain 

damage, and buildings in need of repair.  My layout reflects what one sees in 

real life. 

I have always believed that this is a lifetime hobby and if you do not feel like 

working on it for any period of time, it will still be there when you return.  

A lot of modelers start with a table-tennis-sized surface (approximately a 6’ 

x 8’ table), for the layout and grow from there.  I did this as a youngster.  

Fast-forward to December 2017 to when I started my latest layout at my 

home in Knysna in a converted single-car garage. 

When I lived in Cape Town, I had a 22’ x 12’ layout built in a dedicated 

room.  When I moved, this was taken down and parts were saved and used 

on the Knysna layout.  Due to the slightly more constrained layout space 

(14’ x 11’), I decided that the old layout was too big for the space.  I de-

signed a new double-deck layout to fit in the converted garage.  The upper 
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Below: A panoramic view of my layout.  The top shelves (in blue), have a lot of leftover models 
on display from my hobby shop days.  

level is 62 inches off the floor and 12 inches wide, while the lower level is 46 

inches from floor level and 24 inches wide.  The two levels do not connect.  

To highlight the display, I installed LED strip lights under the valances all 

around the layout.  

The layout is an HOn3 (three-foot narrow gauge), a freelanced display on 

both levels.  The lower level uses primarily D&RGW locomotives and rolling 

stock.  The upper level - called the Cascade Creek Railroad - is focused on 

logging operations, with two Shay engines, two Heisler engines, a Galloping 

Goose freight, and a 2-6-6-2 Mallet which is used to haul long log trains.  

There is a log loading area which then sends the loaded logs on a journey 
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twice around the layout, eventually ending 

up at the yard at Cascade Creek.  There 

are other small industries along the way 

including an oil facility, a lumber rack, and 

stock pens just to add a bit of diversity. 

This layout is a work in progress and as 

most model railroaders say, “A model 

train layout is never finished.”  There is al-

ways something to add to it.  A lot of the 

buildings shown on the layout were 

brought to Knysna from the old layout 

that I had in Cape Town.  This layout is 

about a third smaller than my previous 

one. 

I hope you enjoy some photographs of my 

layout shown over the next several pages.  

                                          a 

Below: A Pacific Fast Mail (PFM) 2-6-6-2 Mallet type ROD locomotive for pulling long trains.  All my locomo-
tives use the Lenz DCC (Digital Command Control) system with full sound, lights, and bells and whistles.  This 
layout is designed to be used by three operators at the same time with their own controllers.  There is plenty 
of switching to be done. 

The beginning of the trackwork at Camp 
4 on the upper level.  This is the future 
site of the log loading area on the Cas-
cade Creek Railroad. 



The nearly-completed log loading area. Here, the logs are brought in 
from the forests by road and are then loaded onto log cars for ship-
ment by rail, to the sawmill at Cascade Creek.  
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The Sawmill at Cascade Creek is a 
modified Fine Scale Miniatures kit, 
which I built board-by-board, with 
full interior details and lights. 
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Cascade Creek Logging Company 

Right: The tracks pass 
through a large cut as 
they curve through a 
small town scene on 
the layout. 
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Night-time operations in the yard - sorting rolling stock. 
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The harbormaster has a 
commanding view from in 
his office windows (top left), 
at the Pelican Bay freight 
house.  This is a scratch-built 
model based on Campbell’s 
Bret’s Brewery but doubled 
in size and open to street 
loading behind the building. 
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Several interior views of my three-stall roundhouse. 
The interior illumination and detail bring this scene to life.  



P A G E  1 5  

A view of a two-stall 
engine house.  This 

building is a Fine Scale 
Miniatures kit with full 
interior detail and add-

ed interior lighting.  I 
also added a worker 

doing repairs using an 
arc welder just behind 

the locomotive. 
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The beginnings of the harbor lay-
out on the lower level.  Here, the 
cork has been cut away to allow 
the cutting and lowering of the 
harbor base. 

To create the simulated effect of water, I prefer using Woodland Scenics Realistic 
Water.  The buildings surrounding the harbor have full interior details, and interior 
and exterior lighting.  The boats, contractors’ barge, and the lighthouse also have 
working lights. 
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The Fos Scale Red Hook Wharf, which is composed 
of 9 buildings, was used to build this harbor scene. 



P A G E  1 8  



P A G E  1 9  



P A G E  2 0  

The barge is kit-
bashed and 
scratch-built us-
ing various parts 
from my bits box.  
It has been fitted 
with lights. 
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This scratch-built boat 
repair shop which is 
based on a mirror im-
age of the Fos Scale 
Shelby’s Marine has a 
fully detailed interior 
and lighting.  It is still 
under construction 
and a few of the 
castings remain to be 
painted.  A fully-
equipped workshop is 
inside and enables 
boat repairs to be 
completed. 
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The boat repair workshop is in position at the harbor. 
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Below: The boat repair workshop at night. 
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The ship chandler (ship supplies dealer), 
with the display window lit up for the night. 



The ship chandler building 
(cardstock mock-up on 
left), is scratch-built from 
Builders in Scale plans 
(Tidewater Wharf) and 
modified to fit the space.  
The sailmaker building 
and restaurant (cardstock 
mock-ups on the right) 
are also scratch-built 
from the same plans. 
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Above: Customers are waiting for the bar/restaurant at the harbor to open.  The workers 
from the ship chandler next door are on their way to have a pint or two. 



About the Author 
 

Brian is a 68-years-young toolmaker, a draughtsman with an engineering back-
ground, and a collision repair specialist.  He was the owner and operator of a hob-
by shop for 25 years.  Brian has raced motocross, done motorcycle touring, and 
has surfed (including windsurfing).  He has been married to his wife Roz for 30 
years and they have no children. 

A toy bulldozer 
obtained at a toy 
shop has been 
converted into a 
detailed model 
for the layout. 
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The Jim Kalenowski N-Scale Track Plan. 

Image courtesy of Bill Beranek. 

Introducing a New Article Series 
 

The Anatomy of a Model Railroad  
By William (Bill) J. Beranek - The Track Planner 

Follow along as Bill Beranek takes you from start to finish of 

a point-to-point N-scale layout he designed for prototypical 

operations. The series will be presented in a pictorial essay 

format with photographs of the progress and commentary 

covering: 
 

✓ Layout Design Process  

✓ Benchwork and Trackwork 

✓ Control Panel and Wiring  

✓ Facia and Backdrops 

✓ Scenery 
 

Watch for the first installment  

in the next issue of 
The

 Modelers Journal. 
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Paying it 

Forward 
 

 
By 

Darren 

Johns 

All photographs courtesy of Darren Johns 

https://www.youtube.com/channel/UC0csH-0mipf-t24GvPST7Ag
https://www.youtube.com/channel/UC0csH-0mipf-t24GvPST7Ag
https://www.themodelersjournal.com/
https://www.themodelersjournal.com/
https://www.themodelersjournal.com/
https://www.themodelersjournal.com/
https://www.themodelersjournal.com/
http://www.modelrailroadtechniques.com/
https://www.themodelersjournal.com/
http://www.modelrailroadtechniques.com/
http://www.modelrailroadtechniques.com/
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I 
 am a firm believer in karma and 

the saying “one good turn de-

serves another.”  As model rail-

roaders, it is our responsibility to 

ensure that the world’s best hobby is 

enriched and continues to thrive.  

Therefore, it is important that we 

pass on all our knowledge and skills 

to any modeler that is willing to 

learn.  

During my modeling journey, I have 

been blessed enough to have several 

mentors who have helped me im-

measurably by passing on their 

knowledge and expertise to give me 

the skills in this great hobby of ours.   

There are two gentlemen, in particu-

lar, who have always been willing to 

assist me with any questions that I 

may have.  One gentleman, whom I 

have never personally met (as I met 

him in the TrainController Software 

Forum), has immensely helped me.  

In the past several years I have con-

versed with him, via email, several 

times a week, and sometimes even 

daily.  He has always helped me and 

has never asked anything in return.  

The other gentleman only lives a 30-

minute drive from me and we often 

talk model railroading. 

Did you pick up on the common 

theme here?  For the most part, 

model railroaders give so much to 

others whilst asking very little in re-

turn.  Why is this?  I assume that 

these modelers had mentors who 

passed their knowledge onto them, 

and now their morality dictates that 

they, in turn, pass these skills on to 

other modelers.  However, I also 

believe that these individuals want 

to ensure that their knowledge and 

skills are passed onto the next gen-

eration of model railroaders. 

I have a real conundrum - I do not 

know of any young modelers in my 

area.  So, how can I do my part and 

pass on what I have learned from my 

mentors?  Here comes my YouTube 

channel Model Railroad Techniques, 

Facebook and Instagram pages, and 

website 

www.modelrailroadtechniques.com.  

My rationale was that the youth of 

today are very tech-savvy, so this 

next step was logical to me.  To my 

surprise, and as my journey has de-

veloped into the digital model rail-

roading world, us older modelers 

are taking to technology like a duck 

to water.  A larger proportion of 

older modelers are subscribers to 

my channel and/or other social me-

dia platforms.   

TrainController is a 

German-based (I 

believe to be the 

ultimate) model 

railroad software. 

https://www.youtube.com/channel/UC0csH-0mipf-t24GvPST7Ag
https://www.facebook.com/modelrailroadtechniques/
https://www.instagram.com/modelrailroadtechniques/?igshid=1r4rwc5gqsq32&fbclid=IwAR0_xRkE3eh40vgd8LVajj12YlpQiNItTj_kBGiZXS7y8j5oIKh7MCfchxA
http://www.modelrailroadtechniques.com/
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Initially, my YouTube mission was to 

showcase and record my own learn-

ing and advancement in the hobby in 

the hopes that some other modelers 

would enjoy my content.  Some vid-

eos are specifically directed at the 

beginner (just like me), showing how 

to model certain techniques.  For 

example, I had never built a crafts-

man kit before; I have now produced 

videos of myself making three crafts-

man kits and my very first scratch-

built structure.  My skillset in this 

discipline is very much at the begin-

ner level, but I wanted the modeler 

to see that these kits can be built to 

a reasonably high standard.  Along 

the way, I have received some en-

couraging comments from various 

renowned modelers in this field, 

which always puts a fire in your 

stomach.  

I have made many mistakes along the 

way but have chosen not to edit 

these out to show a real organic 

process.  Often, I will then record 

how I have remedied these mistakes 

now writing articles for 

.  It did not take me long 

to agree that I would take on this 

challenge and I am excited to see 

where this challenge will take me.   

I have found my little niche, and in 

doing so, I am ensuring that I am do-

ing all I can to sustain and enrich the 

world’s best hobby.  There is a lot of 

doom and gloom from some sectors 

within our hobby saying “the hobby 

is dying” because bricks and mortar 

stores are closing, etc.  I don’t think 

that it is dying; rather it is diversify-

ing into a myriad of sub-niches and 

disciplines.  Each one has its aspects 

that could be covered in video, blog, 

or article form to name a few.   

So where do I go from here for my 

journey?  I will continue to put out 

content, write articles, and develop 

my website and social media.  I must 

add that I want to continue to build 

my layout too.  Some of you may be 

asking, “doesn’t all this take away 

time from building your layout?”  In 

along the way.  As I pen this article, I 

have more than 600 subscribers to 

my channels with over 42 videos 

uploaded and approximately 14,000 

views within the nine months my 

channel has been in operation.  I am 

not the sort of person to gloat, how-

ever, I want to show other modelers 

that it is possible to get our message 

out there, in video form, and that if I 

can do this so can others.  During 

this journey, I have thoroughly en-

joyed the community/comradery 

around YouTube and the relevant 

Facebook groups.  In particular, I am 

enthused about some upcoming col-

laborations, so watch this space. 

I was content with producing my 

videos when JD, the Editor-in-Chief 

of , reached 

out to me.  Needless to say, I was 

pleasantly surprised when he sug-

gested I should look at writing an 

article for this publication.  JD will 

attest to the fact I advised him that 

“I am not an author.”  With some 

guidance and gentle persuasion, I am 
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some regards, it does, but to be 

honest with you, without the help of 

my mentors I would not be as far-

advanced with my skills, techniques, 

and layout in the first place.   

You can never fully pay back your 

mentors or others who help you in 

the hobby, but we can “pay it for-

ward.”  This needs to be customary 

within our great hobby and needs to 

be embraced by all.  Help can be as 

simple as responding to a question 

on a Facebook post or assisting a 

modeler running how-to clinics at 

their local model railroad shows and 

meets.  The important message here 

is to spread the word, share your 

skills and knowledge, and ask nothing 

of Australia), where he became a 

railfan with his grandfather from a 

young age of the then SAR & AN-

South Australian and the Australian 

National Railways. 

Darren has been a model railroader 

for 30+ years.  He is currently work-

ing on his third layout - The Fallen 

Log Railway, which is a freelanced 

railroad predominately modeling 

Eras I - III European locomotives and 

rolling stock.  Darren posts weekly 

how-to and product review videos 

on his YouTube channel, Model Rail-

road Techniques, and can often be 

found on Facebook @modelrail-

roadtechniques. 

in return.  In doing so, our hobby 

can be sustained and grown for gen-

erations to come.  I have benefited 

from my mentors “paying it for-

ward” to me.  Now it is my turn to 

“pay it forward” and maybe it is 

yours too? 

Model on technicians and have a 

blessed one.  

Darren  

 

About the Author 

 

Darren Johns grew up in South Aus-

tralia (a state in the southern region 

https://www.youtube.com/channel/UC0csH-0mipf-t24GvPST7Ag
https://www.youtube.com/channel/UC0csH-0mipf-t24GvPST7Ag
https://www.facebook.com/modelrailroadtechniques/
https://www.facebook.com/modelrailroadtechniques/


When watching trains run becomes 

your focal point, my rebuttal has al-

ways been, “Watching trains running 

in circles will always become boring 

no matter how convoluted the circle 

might be.  What’s next?”  Seldom do 

I get plausible answers to that ques-

tion. 

As you might have guessed, I fall into 

the operators’ camp.   I am not de-

meaning the railfanning sector of the 

hobby.   The hobby is very diverse, 

and certainly large enough to sup-

port both railfans and operators. It 

isn’t a simple either-or situation. 

In this installment of “A Perspective 

on Track Planning”, I would like to 

go in-depth on why I believe design-
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ing and building operations-oriented 

layouts can greatly enhance a model-

er’s overall enjoyment of the hobby.  

Let’s see if I can lure a few railfan 

modelers out of their comfort zone 

and join me in the fascinating world 

of operations. 

Railfanning Layouts 

Repeating what I said earlier, there is 

nothing wrong with watching trains 

run.  We all do it, to one degree or 

another.  As a professional layout 

designer, I have to determine what 

my client’s true interests are.  Is it 

railfanning?  Or is it operations?  If I 

determine the client’s preference 

leans towards watching trains run, I 

will create a design conducive to 

O 
ver the past few years, I 

have participated in nu-

merous YouTube shows 

on the subjects of track planning and 

operations.  When the topic turns to 

operations there are always one or 

two modelers who weigh in with the 

standard comment: “I just like 

watching trains run.” 

I define this group of modelers as 

“railfan modelers” because over the 

years I have observed that they 

share three common traits.  They 

enjoy running trains of astronomical 

length, they enjoy running as many 

trains as possible at the same time, 

and they love to run their DCC en-

gines with speakers set to maximum 

volume. 

By William (Bill) J. Beranek - The Track Planner 

Railfanning 
vs. 

Operating 

http://www.thetrackplanner.com


ested and/or bored with it, and have 

decided to start from scratch with 

an operations-based design.  This is a 

one-way street; I cannot think of a 

time when a client tore down an 

operations-oriented layout to build a 

railfanning layout. 

Another problem with failed railfan-

ning layouts is that they get started 

without having a plausible plan in 

place.  There seems to be an over-

whelming rush to get trains running.  

Rushing layout construction has 

been the nail in the coffin for many 

layouts.  It can be compared to 

building a house without a floor plan 

- it never works! 

A Word About DCC 

With the advent of DCC, model rail-

roading has changed forever.  Before 

DCC, layouts designed for opera-

tions were difficult (at best), to op-

erate.  Operators had to worry 

about electrical blocks, the direction 

of travel, polarity switches, reverse 

loops, etc.  Operating DC layouts 

involved a lot of things beyond just 

operating trains.  Fortunately, with a 

properly designed operations-based 

track plan, all of that is history. 

Today, you can run trains in either 

direction without worrying about 

polarity, you can run through revers-

ing loops without even thinking 

about them, you can get motive 

power to emulate real scale speeds, 

and you can easily link multiple en-

gines together.  You can emulate 

almost anything that the prototype 

can do, in DCC.  I don’t think I can 

over-emphasize the sea of change 

DCC has brought to the hobby.  

Sound capability is perhaps second, 

but in my opinion, it is a very distant 
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railfanning.  If the client’s interest 

leans towards operations, I use a 

different set of design criteria.   

What does a railfan’s layout look 

like?  Generally, the railfan’s main 

interest is watching trains traverse 

through various scenic vistas along 

their loop.  For them, looping 

around the room is just fine.  There 

doesn’t have to be any specific rea-

son for the trains to be running, oth-

er than to provide some entertain-

ment to the client.  That is why I 

consider these types of layouts to be 

somewhat one dimensional – there 

is no “story” behind the train travel-

ing in front of your nose.  

It is not unusual for -railfanning lay-

outs to not have a specific theme.  

The layout may represent a particu-

lar region, but the trains won’t per-

form any specific prototypical tasks.  

There may be structures that are 

relevant to the region, but the struc-

tures are not relevant to the opera-

tion of the railroad.  An almost uni-

versal requirement for a railfan’s lay-

out is the double track mainline.  

This is entirely understandable.  Rail-

fans want trains moving.  They want 

the ability to run multiple trains at 

the same time, in opposite direc-

tions.  A double-track mainline al-

lows for high-capacity and minimal 

need for interaction in order to 

avoid collisions and damage to the 

models - you can sit back and enjoy 

as the trains run safely along. 

Railfanning Layouts 

Tend to be Generic 

For the reasons above, I generally 

design fairly generic track plans for 

these types of layouts.  In the design 

process, I focus more on how trains 

are going to look as they run 

through the scenes as opposed to 

how trains would perform specific 

prototypical jobs.  I generally do not 

include view blocks.  Railfan model-

ers like to be able to see the whole 

layout while standing or sitting in 

one location.  They do not want to 

walk with their trains; they want 

trains to come to them and to travel 

away from them, while being able to 

see all the trains, at the same time.  

This is in stark contrast to opera-

tions-oriented layouts where walking 

with your train and setting switches 

is almost mandatory. 

About 90% of the track plans I de-

sign are based on real railroad oper-

ations.  Of those, 80-90% have con-

tinuous running capabilities.  Alt-

hough mimicking realistic operations 

is the goal in these cases, clients oc-

casionally want to sit back and par-

take in some railfanning.  Converse-

ly, layouts designed with railfanning 

as the prime objective typically can-

not switch to prototypical opera-

tions-based layouts.  In most cases, 

the track plan does not lend itself to 

making the change. 

Railfanning Layouts 

Do Not Last 

Over the years, I have noticed a re-

curring issue with railfanning layouts 

- many never reach a finished state.  

Yes, I know the phrase, “a layout is 

never finished.”  I am talking about 

the layout that is perhaps fifty or 

sixty percent finished when the own-

er suddenly decides to tear it down 

and start over.  Does this happen 

that often?  Based on the number of 

potential clients that contact me, 

yes, it definitely does.  They are con-

tacting me because they have built a 

railfanning layout, become uninter-



believe that it takes away from the 

value of the experience.  Why rail 

fanners feel the need to have the 

volume at, or close to the maximum, 

is a mystery to me. 

Operations-Based 

Layouts Have Purpose 

A layout planned and built for opera-

tions has a purpose.  The builder is 

trying to create a miniature trans-

portation system, designed to func-

tion like a real railroad.  When you 

think of a layout in those terms, it 

takes on a whole new meaning.  You 

are no longer thinking about how 

fast you can get the benchwork built, 

the track laid, and the trains running.  

Not that railfanning layouts do not 

have a purpose, they do.  They are 

just very narrowly focused on 

watching trains coming from no-

where and going nowhere. 

When you start thinking in terms of 

operations, things you probably nev-

er thought about become important 

considerations.  Here are a few im-

portant things to consider: 

• Which railroad should I model? 

• What era should I model? 

• What locale do I depict? 

• Which industries do I model? 

• Do I include staging? 

• Do I build multiple levels? 

Selective compression on a railfan-

ning layout doesn't have the same 

meaning as on an operations-

oriented layout.  Suddenly, when 

presented with all the above choices, 

what is included, and what is left out 

becomes very important.  Here are 
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second, compared to the impact 

DCC has had. 

DCC has had a major effect on me, 

from both operations and business 

standpoints.  For years, designing 

track plans was a hobby, something I 

enjoyed doing.  Today, it has become 

a full-time business. 

When I was designing track plans as 

a hobby, operations-oriented layouts 

were just starting to show up in pub-

lications.  Back then, small percent-

ages of designers were putting their 

energy into operations-based lay-

outs.  Once DCC became available, 

the John Armstrong spaghetti bowl 

track plans of the 70s and the 80s 

gave way to operations-based plans.  

DCC freed them and me to concen-

trate on designing prototypical track 

plans, with prototypical operations 

as the focal point.  To John’s credit, 

he also evolved when he wrote the 

very successful book, Track Planning 

for Realistic Operations, back in 1998.  

The book is now in its third or 

fourth printing.  

Operations-Based 

Layouts 

If you have been on my website 

(www.thetrackplanner.com), or have 

read any of the numerous articles I 

have written, you know I am an una-

bashed operations-oriented track 

planner.  I feel that operations-

oriented layouts are superior to rail-

fanning layouts.  Again, I am not den-

igrating those who like railfanning 

layouts, I just have a different out-

look on how the hobby can be en-

joyed and enhanced.  

Below are my thoughts on why op-

eration-based layouts have retained 

my interest for four decades. 

Operations-Based 

Layouts Last Longer 

As I stated earlier, many railfanning 

layouts seem to have short life ex-

pectancies.  Conversely, layouts de-

signed with operations as the focal 

point tend to last years, if not dec-

ades.  As an example, I have operat-

ed on a layout that is over 30-years 

old.  Other than the change from 

DC to DCC, the layout operates the 

same way it did three decades ago.  

Why? 

For starters, the layout was planned 

and designed with operations as the 

focal point from the start.  The own-

er built a miniature transportation 

system, not a model railroad.  When 

the owner gives you a train to 

“operate”, you are not simply run-

ning a train around the room.  The 

train has a specific job.  You are the 

engineer – it is your job to see that 

the cars get to where they need to 

go.  It is quite difficult to explain how 

your mindset changes from “I’m run-

ning a toy” to “I’m operating a real 

train with a real job to do.”  To my 

way of thinking, that is “way cooler” 

than sitting in a chair watching a train 

traverse the room with no interac-

tion. 

Many of the layouts that I operate on 

have sound locomotives.  On almost 

every layout, the engines have had 

their volume turned way down.  In 

most cases, the sound is perceptible, 

but it takes a backseat to the con-

versation and important communica-

tion between operators.  Operators 

do not want to be yelling over a loud 

locomotive.  In my opinion, nothing 

screams “toy-like” more than a 

sound-equipped locomotive running 

at maximum volume, and I firmly 

http://www.thetrackplanner.com
https://www.themodelersjournal.com/


some points to consider in 

helping you distill your think-

ing: 

• Should I model a Class 1 

railroad? 

• Would a branch line be a 

better choice? 

• How do I make the lay-

out believable? 

• What can I not live 

without? 

• What can I live without? 

As you can see, the choices and de-

cisions are plentiful.  If decisions, like 

the ones listed above, hold no inter-

est for you, a railfanning layout is 

probably the better choice. 

Operating Layouts 

Build Long Term Friendships 

Layouts focusing on operations are 

meant to be shared.  If you build an 

operations-based layout, suddenly 

the layout takes on a life of its own.  

No longer is it just about you and 

the layout, but it is about sharing 

your creation with a group of fellow 

modelers in an operating session.  

Besides, as the owner, there is great 

satisfaction in seeing others enjoy 

your creation as much as you en-

joyed creating it. 

Most of the layouts on which I oper-

ate have operators who have been 

attending the operating sessions for 

years, even decades.  Many personal 

friendships have developed around 

the layout and its operations.  At 

one layout, after a five-hour session, 

many of the operators go out to din-

ner together and share that day's 

operating experiences.  Would that 

a still a lot of room for rail-

fanning.  The difference is you 

have gone from being a spec-

tator to becoming an opera-

tor.  I would hope that holds 

some appeal for even the 

diehard railfan modeler.   

Making the effort to join a 

group just might open a new 

world of model railroading 

for you.  Once you give it a 

try and find that it is not your 

cup of tea, then there is noth-

ing keeping you from going back.  

However, I am willing to bet that if 

you give it a fair chance, you will not 

go back! 

                                             e 
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likely happen if you invited groups 

over to “watch” trains run for two 

or three hours?  Maybe, but it 

wouldn’t be the same.  I can person-

ally attest that the friendships made 

because of peoples’ mutual interest 

in trains and operations can extend 

far beyond model railroading. 

Final Thoughts 

One of the more perplexing things 

about railfanning vs. operations-

oriented layouts is that you do not 

see a large percentage of railfan 

modelers make the jump to opera-

tions-based layouts.  As I said earlier, 

there are some, but it seems that 

the numbers are small - and that is a 

shame.  DCC and the quality of to-

day’s motive power have entirely 

changed the hobby and have made 

operations so much more enjoyable.  

Times have never been better for 

operations-based layouts.  

If you are having second thoughts 

about railfanning layouts, I highly en-

courage you to seek out a club or an 

operating group that holds monthly 

operating sessions.  Most groups are 

willing to invite guests to their oper-

ating sessions.  If you are thinking 

about joining the operations-

oriented camp, remember you are 

not leaving the railfan camp - there is 
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Many railfanning layouts 

have short life 

expectancies.  Layouts 

designed with operations 

as the focal point tend to 

last years, if not decades. 

http://www.thetrackplanner.com
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HARRY’S        UP-HUB 

Harry M. Haythorn, UPHS #4043 

Kings of the Overland Route  
Union Pacific’s 800 Class 4-8-4s  

All Photographs Courtesy of Harry M. Haythorn 

I 
magine it is a cool fall evening in 1950 and you are standing trackside a few miles 

east of North Platte, Nebraska.  454 tons of steam and steel are bearing down to-

wards you at 100 miles per hour, laughing past the timetable speed limit like there is 

no stopping it.  A banshee whistle screams out two longs, a short, and another long one 

as a heart-beating blur of rods, drivers, and dust fly past you.  The wheels of this behe-

moth sound like a machine gun blast on the jointed rail, and the blur of the two-tone-

grey Harriman cars being slung along behind this monster sing as they roll out the final 

miles before the station stop in North Platte.  The red markers fade into the west and 

quiet returns to the evening.   

Fast forward a few years and you are riding a dome coach on the eastbound City of Los 

Angeles, led by the relatively new E8s.  You notice the train has slowed some from the 

pace you are accustomed to and you look up from your newspaper to see a heavily-

smoking unit, requiring the trio to be set out at Grand Island.  As the train approaches 

Grand Island, you see F-E-F-3 #844 sitting on the mainline lead, which is just another 

washed-up racehorse with its best passenger days behind it, ready to be coupled onto 

the head end.  By the time the locomotives have been swapped, the air test has been 

passed, and the conductor has yelled “all aboard,” the City of Los Angeles is an hour and 

three minutes behind schedule.  The train pulls out of Grand Island, bound for Omaha 

Union Station, and quickly surpasses the diesels’ speed.  You roll into Omaha only eleven 

minutes off the mark. 

https://www.youtube.com/channel/UC6-MPHmYU3Cc2uEVfjZDIcQ
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with the help of ALCo.  The Great 

Depression shelved those plans for a 

few years. 

In the mid-1930s, the economy was 

improving, and UP needed modern 

power for both freight and passen-

ger trains.  With Union Pacific being 

a major freight hauler, the priority 

was the first order of 4-6-6-4 Chal-

lengers from ALCo in 1936.  The 

Challengers took their name from a 

Chicago to Los Angeles budget-fared 

train.  

By 1937, UP’s famous motive power 

man Otto Jabelmann was the head of 

the Research and Mechanical Stand-

ards department.  A.H. Fetters had 

already convinced the Management 

UP 844 rolls into North Platte from the east.  Photograph by Harry M. Haythorne. 

The American Locomotive Company 

(ALCo), not Union Pacific, was 

mostly responsible for UP’s F-E-F-1 

series.  In the mid-1920s, the road’s 

sixty 7000-series Mountains (4-8-2s) 

were being overworked because of 

an increase in passenger load, higher 

speeds required, and the lack of 

horsepower available.  This made it 

necessary to double-head many 

trains.  The summer months were 

especially hard on these engines and 

the need for new passenger power 

was never more obvious.  ALCo had 

been UP’s largest supplier of motive 

power for many years and was the 

builder of choice for the newest pro-

ject.  In 1929, A.H. Fetters, UP’s top 

locomotive design man, put a drafts-

man to work on a new-design 4-8-4 

department that new passenger 

power would be an economically 

sound decision, justifying his argu-

ment, knowing that new power 

would increase train speeds, increase 

train tonnage capacities, and elimi-

nate helpers west of Sydney, Nebras-

ka. 

The motive power men at UP were 

thoroughly impressed with New 

York Central’s Hudsons (4-6-4s) and 

even considered a Hudson as the 

new passenger power to augment 

the 7000-series Mountains.  These 

new Hudsons would have been the 

largest ever constructed, but they 

still would not have the horsepower 

and tractive effort required in the 

western states.  As a result, another 



F-E-F 1 #814 is on display in Council Bluffs, NE.  Photograph by Harry M. Haythorne. 
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preliminary sketch for a new 4-8-4 

was drawn up and presented to the 

board. 

The 4-8-4-1s: 

The Little 800s 

The 4-8-4 was A.H. Fetters’ last pro-

gram; he had been the most influen-

tial designer for UP since early in the 

century.  He took the design lead on 

key point elements such as the boil-

er, firebox, cab, valve gear, and the 

rods.  In addition, Jabelmann and Fet-

ters made a few improvements be-

fore finalizing the design, and con-

struction began. 

The front-end arrangement em-

ployed Master Mechanics smokebox-

es - five of which used the new 

Economizer “Thompson” front ends, 

thanks to ALCo promising better 

operating economics.  The smoke-

box doors of these new locomotives 

were large enough for easier flue 

removal, throttle work, exhaust port 

work, or any other front-end related 

work. 

Even though UP’s 4-8-2s carried 

road numbers in the 7000-series, the 

20 new 4-8-4s began at #800 as part 

of the management’s modernization 

program.  These new locos were 

officially christened F-E-F-1s or Four-

Eight-Four, First Series.  These were 

not a Northern-type because UP 

refused to have any affiliation with 

the Northern Pacific, which was the 

first road to successfully operate the 

4-8-4s.  Similarly, the UP also called 

their 2-10-2s TTTs and not Santa Fe 

types. 

The F-E-F-1s were not filled with 

many firsts, but they followed tried 

and true ALCo designs and methods.  

The 77-inch drivers were common 

on passenger locomotives across the 

country and were employed on the F

-E-F-1s.  The first series had smaller 

drivers relative to the two subse-

quent groups of F-E-Fs, and this led 

them to be nicknamed Little 800s or 

Little Fs. 

The original passenger train assign-

ments included handling the Challeng-

er, Overland Limited, Los Angeles Lim-

ited, Pacific Limited, Portland Rose, Cali-

fornia Fast Mail, and the Pony Express, 

among others.  The longest runs for 

the 800s were from Omaha, Nebras-

ka to Ogden, Utah which is 990 

miles, Omaha to Salt Lake City at 

1,024 miles, and Omaha to Hunting-

ton, Oregon at 1,394 miles.  The 

800s would roll a train for 24 hours 

with the only stops being for fuel, 

water, and servicing at scheduled 

station stops.  There were never any 



F-E-F 2 #825.  This is a builder’s photograph, most likely taken by the ALCo company photographer. 
The Harry M. Haythorne Collection.  
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rod failures reported on the 800s in 

their entire service careers.  

The in-train performance of these 

new locomotives proved to be bet-

ter than anticipated by both ALCo 

and UP.  This success proved that 

AlCo’s initial warning that 4-8-4s 

could not run long distances at high 

speeds due to high piston thrust 

forces, went unwarranted.  

Jabelmann and 

the F-E-F-2s 

Thanks to the success of the first 

series, UP management approved 

further passenger power additions in 

1938.  They gave Jabelmann and his 

group full control of the design, and 

the locomotives would be part of 

the “Modernization Plan,” incorpo-

rating many advances over the Little 

800s. 

Passenger power was always desired 

to be in place by early summer, so 

the design team quickly evaluated 

the performance pros and cons of 

the first series.  Most of the work 

had been done by the group in con-

tinual testing, especially in the front-

end designs.  The front-end designs 

were heavily influenced by Leonard 

Botteron, a designer who coined the 

idea of “Opening Them Up” to re-

duce backpressure.  

The F-E-F-2s retained the large 

smokebox door of the first series, 

however many other items were 

completely redesigned by necessity, 

including the drive rod, larger ten-

ders, and better seat padding.  The 

tender design was a new Union Pa-

cific design utilizing a cast steel bed 

with ten wheels for the water load 

and a four-wheel truck for the stok-

er and fuel loads.  The little 800s 

often ran short on water, but the 

new 14-wheel “Centipede” tenders 

helped to correct that problem.  

The F-E-F-2s also featured 80-inch 

drivers, which were better for long-

distance running at high speeds.  The 

cylinder diameter was increased 

from 24.5 to 25 inches, but the 32-

inch stroke was retained.  The Gen-

eral Steel Castings drop coupler pi-

lots were effective in grade crossing 

incidents and were thus retained on 

the new locomotives.  Overall, the 

15 new 800s were longer, heavier, 

and faster than the little 800s.  Num-

bers 820-834 were dynamically bal-

anced to 120 MPH, but they made 

continuous maximum horsepower at 

90 MPH and regularly ran at 110 

MPH on the Nebraska Division. 

The 820s came with four-port noz-

zles in the front end, below a 26.5-

inch diameter single stack.  This 

helped with efficiency at high speeds.  

The hollow pistons used on the little 

800s were also used to keep recip-

rocating weight down, yet they re-

tained exceptional strength. 

For water delivery, the new 4-8-4s 

utilized the exhaust steam injector 

with the check valve located on top 

of the boiler to supply water down-

ward for better heat transfer, which 

resulted in more steam delivered to 

the cylinders.  These locomotives 

featured an MB model stoker, which 

is larger than the older BK models 

used on numbers 800-819.  Addi-

tionally, force-feed lubrication was 

installed on almost every point that 

moved.  Another improvement was 

the use of lateral-springing devices 

on the drivers.  These combatted 

excessive sway, thereby increasing 

axle and bearing life significantly. 

From the start, the big 800s were 



F-E-F 2 #825 again in Two-Tone Gray, in 1950.  
The Harry M. Haythorne Collection. 
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plagued with smoke problems.  As 

one top mechanical engineer said, 

“Everyone knows what the problem 

is, Botteron had opened ‘em up too 

far.”  This led to continual testing 

and finally led to the addition of the 

large sheet-metal wings (called 

smoke lifters or elephant ears), be-

ginning in late 1944.  The wings 

changed the airflow over the nose 

and the boiler top by forcing air up 

between the wings and above the 

boiler top, pushing the smoke well 

out of the crew’s line of sight.  The 

840 was the test locomotive and the 

838 was the first to officially receive 

them.  The little 800s eventually got 

the wings as well.  Many other things 

were tried and tested on the 800s to 

keep the smoke out of the cab.  This 

included a skyline casing on the 815 

(very similar to those used on the 

Southern Pacific), to force the 

smoke along the top of the boiler, 

and to eventually exit above the cab.  

This proved to be unsuccessful and 

the casing was removed shortly after 

the tests began in 1940. 

The F-E-F-3s: 

The Ultimate War Babies 

UP’s last series of 4-8-4s were deliv-

ered in 1944 following a government 

directive to all western roads to pre-

pare for a 30% traffic increase as the 

war effort swung to the Pacific thea-

ter.  The ten engines in the third 

series, numbers 835-844, were exact 

copies of the 820-series, though ma-

terial shortages and restrictions ne-

cessitated heavier rods and valve 

gear items.  The most notable chang-

es were the double smokestack and 

cast pilots with an enclosed swinging 

coupler for even more protection 

during incidents.  

The F-E-F-2s and 3s were among the 

most tested and performance-

evaluated locomotives on the road.  

The front-end arrangement was test-

ed and changed many times to aid in 

efficiency and performance.  This is 

one of the reasons that the last ten 

and many of the 820-834 series re-

ceived double stacks with four UP-

designed nozzles per ring.  This was 

a standard configuration on the 

heavy Challengers (4-6-6-4s) and Big 

Boys (4-8-8-4s) as well.  Four loco-

motives received modified MM front 

ends with a triple 17-inch stack - 



F-E-F 3 #838 taken at the west curve of Buttermilk Hill, east of Brady, NE. 
The Harry M. Haythorne Collection, photographer unknown. 
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numbers 832, 835, 837, and 839. 

Even though Otto Jabelmann was 

best known for his super steam de-

signs on the UP, he had long been a 

believer in diesel power, and he even 

had a plan to dieselize as early as 

1942.  In all actuality, the only reason 

that the last ten 800s, the last Chal-

lengers, and the last Big Boys were 

built was because of the war situa-

tion.  Jabelmann would have never 

recommended more steam, had the 

need for more motive power not 

been so pressing; he wanted diesels, 

but wartime restrictions made them 

unavailable.  Also, the powers at Un-

ion Pacific were initially divided on 

its motive power future. 

Several factors entered the steam 

versus diesel debate.  One was that 

Jabelmann had led a “dual career” 

with the road.  He had risen in the 

ranks from a lowly draftsman to the 

master designer, and yet he was also 

a major designer in the “M-10000 

Streamliner” in 1934.  Thus, he had 

been on both sides of the debate.  

He had seen the performance and 

fuel savings of the diesel locomo-

tives, but he was a huge proponent 

for steam advancement.  The other 

major influence was that of the 

road’s President William M. Jeffers, a 

dyed-in-the-wool steam man. 

Aware of the performance of the 

Electro-Motive FT demonstrator 

diesels on tour during 1939-40, 

Jabelmann felt that a viable and relia-

ble diesel was at hand - on the hori-

zon very shortly.  He had his top 

aide draft a plan to dieselize the UP 

as soon as the war ended.  However, 

Jeffers had a different course of ac-

tion planned for more steam loco-

motives to be added to the roster, 

and when Jabelmann presented his 

plan, Jeffers told him to go back and 

“draw up a better steam locomo-

tive.” 

Super 800s: 

The 1942 Design 

So, on that note, Jabelmann directed 

his staff to begin work on a better 

dual-service locomotive design in 

1942.  To appease Jeffers, he also 

said, “We are going to diesel power 

after the war, but we have to lay out 

a plan for a steam locomotive as 

well.” 

First, the existing fleet was reviewed, 

and the decision was then made to 

go with a 4-8-4 rather than an articu-

lated design.  This choice was made 

because the maintenance costs and 

the larger size of articulated engines 

would be difficult to support system-

wide without expansions to existing 

infrastructure, including turntables 

and roundhouses.  The emphasis on 

standardization was of the highest 

importance to keep maintenance and 

operating costs as low as possible.  
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Following this line of thinking, a 

thorough investigation of all items 

that were currently in use on all the 

modern power was carried out. 

The size was not the primary issue.  

The locomotive needed to be better, 

but the needs of a freight loco and 

passenger loco are very different.  

Thus, the requirement for a dual-

service locomotive would be a chal-

lenge to design; boiler size and effi-

ciency would be critical to the steam 

supply.  The most efficient boiler on 

the system was found to be that of 

the big 800s.  Although calculations 

were developed for larger boilers, 

the final decision was that the 

boilers on the 800s were large 

enough if the firebox could be 

expanded so the combustion 

chamber could handle a larger 

volume of fuel.  

A larger firebox meant the MB 

stoker used on all modern 

large road power could again 

be deployed on this new loco-

motive.  The Northwest and 

South-Central Districts were 

already oil-burning territories, 

so a few of the new locomotives 

would have to be oil burners or be 

designed so they could easily be con-

verted to use oil.  The decision was 

made that the new power would go 

to the Nebraska and Wyoming divi-

sions, releasing some 4-6-6-4s for oil 

conversion.  

The smokeboxes were not changed, 

but that decision was highly debated.  

The Mechanical department had 

been experimenting with the front-

end design.  Botteron’s effort to 

open the steam passages to reduce 

backpressure was taken a step fur-

ther and four smokestacks were 

proposed. 

As with the existing frames of other 

modern power, the cylinders were 

integrally cast, and no size changes 

were proposed.  The use of 80-inch 

drivers was retained for the purpose 

of standardization and these 80-

inchers provided speed for passen-

ger service and the horsepower 

needed for freight. 

The new engines would all use the 

specifications of the big 800s, includ-

ing a Walshaerts valve gear with a 

Franklin power reverse and a front-

end throttle.  The pilot, trailing, and 

tender wheels were all the largest 

possible at 42 inches.  

Jabelmann wanted to use roller bear-

ings on all new power, a design 

choice influenced by a study done by 

Norfolk and Western.  The Mechan-

ical departments of the UP had al-

ways shied away from using them.  

However, despite their reservations, 

the 1942 design finally incorporated 

them. 

The braking system would use inte-

gral cast reservoirs and the pumps 

and compressors were to be mount-

ed on the pilot deck.  The aftercool-

ing would be provided by Wilson 

pumps, which eliminated the maze of 

piping that existed on older power.  

The pilot would be the latest model 

of the General Steel Casting (GSC) 

retractable coupler.  It had been 

proven that the GSC pilot offered 

the greatest grade crossing accident 

protection, especially when in the 

closed position. 

A unique feature was to be a revolv-

ing safety light mounted above the 

standard Pyle-National headlight.  

This idea originated from the use of 

the same type of lights on the diesel 

streamliners.  The new light would 

be on in normal operation, but it 

would be connected to a pressure 

switch in the brake line and during 

braking would change to 

red and rotate like a MARS 

light on the big 800s and 

EMD E-units. 

Not one, but two tenders 

were considered.  The first 

one was the obvious 14-

wheel “centipede” type in 

use behind the big 800s, the 

Heavy Challengers, and the 

Big Boys.  The other design 

on the drawing board was a 

two-truck, four-axle-per-

truck design.  This was in considera-

tion to the territory to which the 

locomotive was assigned and because 

the centipedes were notorious for 

derailing on tight-radius curves in 

engine terminals and yards.  

The use of a full vestibule cab, like 

those used on the Canadian Pacific 

and Canadian National, was also con-

sidered.  However, the expansion of 

the cab would result in clearance 

issues and therefore that plan was 

shelved. 

The final design was a 4-8-4 with 

highly standardized and proven parts 

and beautiful lines.  If produced, it 

In the mid-1930s, the 

economy was improving, 

and UP needed modern 

power for both freight and 

passenger trains. 



F-E-F 3 #844 rolling into North Platte from the west.  Photograph by Harry M. Haythorne. 
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would have developed the same 

horsepower as the big 800s but 

would have been more efficient.  

By the time Jablemann and his staff 

sent the design to Jeffers, he was 

busy as the nation’s wartime 

“Rubber Czar” and the plans were 

put in the “post-war” files.  Howev-

er, in 1943, Jablemann suddenly died 

while on a government trip to Great 

Britain. 

Super 800s: 

The 1945 Design 

The super 4-8-4 project was revived 

in August of 1945.  The builders had 

begun directing their efforts towards 

diesel production.  At this time, Jef-

fers was preparing to step down, but 

he was still in command, and there-

fore steam designs were pushed to 

the top of the pile.  Jeffers’ last task 

for his crew was to design a high-

speed freight locomotive. 

The initial step was to use the 1942 

specifications with a few revisions.  

These revisions included a larger 

firebox, boiler, and smokebox.  

These steps led to the retainment of 

the MB stoker and more arches 

were added, thus making the com-

bustion chamber and boiler more 

efficient.  Both efficiencies would be 

aided by using the Type A superheat-

er instead of the Type E.  Water de-

livery would be made possible by 

using the tried and true Worthing-

ton SA unit.  The net effect would be 

to produce a locomotive with an 

adequate steam supply for the ser-

vice intended.  The GSC pilot would 

be unchanged as well as the pumps 

and aftercoolers. 

Some particularly good designs were 

also to be incorporated, such as the 

Canadian National’s short-type 

smoke wings and over-fire jets.  The 

idea of using poppet valves for the 

cylinders (decreases wear at high 

speeds), would have been incorpo-

rated, however, the conditions of the 

US roads proved too harsh. 

A few other improvements included 

a better all-weather cab, the use of 

oil-firing throughout the whole sys-

tem, welded boilers and flues, and 

increased sandbox sizes.  The use of 

the standard Nation-Pyle light was 

also incorporated to reduce costs.  

The tenders featured full-tops and 

could hold 25,000 gallons of water 

and 6,000 gallons of oil. 

These were all great ideas, but when 

Jeffers stepped down, his followers 

did not share his love of steam pow-

er and the idea of a new steam de-

sign for the UP was dead. 

The Legacy 

of the 844 (8444) 

A super 800 never came to pass on 

the Union Pacific, but the last 4-8-4 

delivered (No. 844) has never been 

retired and has been in passenger 



F-E-F 3 #844 on the east curve of Buttermilk Hill east of Brady, NE.  
Photograph by Harry M. Haythorne.  
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and freight service since 1944.  To-

day, the 844 has been to places that 

her cold and scrapped sisters would 

never have thought of going.  

The 844 has been touted as the Liv-

ing Legend.  It has helped stalled 

freights during excursions, raced the 

SP’s legendary 4449, and has even 

run with that rival steam engine.  It 

also ran many miles with stablemates 

3985, 6936, and the UP’s E-units.  

Now, it is running alongside its big 

brother, Big Boy No. 4014.  When 

the GP30s numbered in the 800 se-

ries arrived on the property, the 

locomotive was renumbered to 

8444.  It initially ran in the two-tone 

gray paint, and now it is back in black 

and graphite. 

The beauty of the 800s cannot be 

surpassed in my mind, and 844 is the 

perfect example of brute force and 

elegance; beauty and the beast if you 

will.  Yes, the 800s are my favorite 

locomotives and it shows in my 

modeled fleet as I have 21 of them.  

I hope that this article helps you 

through these strange Coronavirus 

times.  This is part one of two arti-

cles on the 800s.  The next article 

will be on modeling these magnifi-

cent machines.   

                                           f 

All classic photos are scans of pictures 

that I own; the others are ones I have 

taken over the years.  

 

About the Author 

Harry is a rancher in Nebraska who 

works with his father and grandfa-

ther to help run their 22,000-acre, 

1,500-head of mother-cow, ranch.   

Harry has been model railroading for 

over 20 years and models the Union 

Pacific Steam era from the 1930s to 

the 1960s, in central and western 

Nebraska.   

Harry is a Sustaining Member of the 

Union Pacific Historical Society and a 

member of the UPHS Streamliner 

100 club.  He is a National Model 

Railroad Association member cur-

rently working on his Master Model 

Railroader Certificate.   

Harry regularly posts videos on his 

YouTube page. You can follow Harry 

as he works on his 7th layout at 

https://www.youtube.com/channel/

UC6-MPHmYU3Cc2uEVfjZDIcQ. 

https://www.youtube.com/channel/UC6-MPHmYU3Cc2uEVfjZDIcQ
https://www.youtube.com/channel/UC6-MPHmYU3Cc2uEVfjZDIcQ
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Just like the  
, 

The Trackside Photographer 
is another invaluable resource 

for the prototype modeler! 

If you are looking for a wealth of interesting railroad lore along the 

tracks: depots, freight houses, signals, interlocking towers, bridges, 

trestles, shops, turntables and other trackside structures and equipment, 

then look no further than The Trackside Photographer. 

 

Visit The Trackside Photographer and explore the visual and cultural land-

scape that the railroad moves through, with photographs of trackside 

structures and scenery and writing about the history of sites that are 

rapidly changing, or have already disappeared. 

Visit our friends at 

The Trackside Photographer 
TheTracksidePhotographer.com 

http://thetracksidephotographer.com/
http://www.youtubemodelbuilders.com/emag/
http://thetracksidephotographer.com/
http://thetracksidephotographer.com/
http://thetracksidephotographer.com/
http://thetracksidephotographer.com/
http://thetracksidephotographer.com/
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C 
ANADA – 1920.  A remarkable transformation had occurred in the 53 years since 

confederation.  Thousands of immigrants had already made the long journey from 

Europe, leaving their possessions and their loved ones behind to make better lives 

for themselves in a new country, full of wide-open spaces and opportunities.  Most of these 

immigrants landed in Halifax, where they were escorted off the boat and onto a waiting train.  

The Canadian Pacific (CPR), the Canadian Northern (CNoR), the National Transcontinental 

(NTR), the Grand Trunk Pacific (GTP), and later the Canadian National (CNR) were instru-

mental in shuttling hundreds of thousands of people to Winnipeg, the gateway to the wide-

open expanses of the fertile Canadian prairies. 

The railways made huge profits on moving immigrants, starting in the 1890s.  Their margins 

were increased by decreasing the standards of service and offering bare-bones accommoda-

tions for newcomers who possessed little more than the clothes on their backs.  To move as 

many people as cheaply as possible, colonist cars were used.  One such car – CN 7188 – has 

been preserved at the Winnipeg Railway Museum, and it was used to transport immigrants 

from Halifax to Winnipeg and from Winnipeg to other destinations throughout the prairies.  

After the odious two-week journey from Halifax, immigrants were led off the train and 

promptly taken to the basement of the Winnipeg station to meet with immigration services.  

Immigrants of Italian or Spanish descent were considered “undesirable” and they were sent 

back east on the next train. 

Accommodations onboard were very sparse; heating and lighting were provided by an oil 

stove and several kerosene lamps mounted on the walls.  Passengers were forced to make 

their own meals and do their own laundry during the long trek from the east.  Most times im-

migrants were isolated on the train by installing "spacer" cars, often boxcars, to stop the im-

migrants from walking through the train and mixing with Canadian passengers in the more 

comfortable quarters. 

By Jack Hykaway 

Canada’s Icon: 

Canadian Pacific ’s 

Royal Hudsons  

https://www.youtube.com/user/WinnipegRailfanner1


Competition is Born 

Following a spike in the 1900s and 

the early 1910s, immigration 

dropped steeply during WWI.  Im-

migration was beginning to bounce 

back in 1918 when the Canadian 

government formed the CNR from 

the ashes of the CNoR, GTP, NTR, 

and many smaller systems.  Although 

the CNR system was a chaotic mess 

for some time after the merger, it 

was a fierce competitor to the well-

established and privately-owned 

CPR, especially in highly frequented 

passenger corridors in Ontario and 

Quebec.  

By the mid-1920s, the CNR was well

-established and the two giants com-

peted for passengers by shaving pre-

cious minutes from their schedules, 

and by investing in new and more 

comfortable equipment.  Ridership 

was high; train lengths increased 

while train speeds forced locomo-

tives to their limit to meet the de-

manding schedules.  CPR Chief of 

Motive Power and Rolling Stock H. 

B. Bowen realized the only way to 

meet travelers’ expectations was to 

invest in more horsepower.  CPR’s 4

-6-2 Pacific locomotives that were 

used throughout the 1920s on pas-

senger trains could not provide effi-

cient and consistent high-speed ser-

vice for the 1930s and beyond.  

Bowen was not new to this game.  

By the time he was searching for a 

solution to CPR’s passenger horse-

power problems, he had already de-

signed and built a muscly locomotive 

capable of hauling heavy freight 

trains over CPR’s most treacherous 

terrain.  The Montreal Locomotive 

Works (MLW)-built 2-10-4 Selkirks 

were powerful locomotives which 

were able to contend with the infa-

mous pieces of CPR’s network 

through Kicking Horse Pass and 

Rogers Pass. 

The Hudson? 

The new locomotive would have to 

have high tractive capabilities to op-

timize acceleration and braking – 

critical for any fast passenger service 

with frequent station stops.  Addi-
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The ex-CPR 2860 built as a Royal Hudson is on display at the West Coast Railway Heritage Park in Squamish, BC.  
Photo by: Shaund at wts wikivoyage, CC BY-SA [(https://creativecommons.org/licenses/by-sa/3.0)]  

https://creativecommons.org/licenses/by-sa/3.0
https://commons.wikimedia.org/wiki/File:The_Royal_Hudson_engine_at_the_West_Coast_Railway_Heritage_Park,_Squamish.jpg


tionally, the locomotive would be 

required to sustain high speeds, and 

operate reliably at those speeds.  

Competitor CNR had invested in a 

fleet of 4-8-4 Northerns. The CNR 

Northerns were large and powerful, 

however, they were not optimized 

to cater to passenger services.  CPR 

also experimented with these units, 

purchasing two.  Locomotives 3100 

and 3101 were nearly 75,000lbs 

heavier than the CNR’s version to 

meet CPR’s mainline tractive re-

quirements.  Because of their 

weight, they proved too slow to ac-

celerate.  Designing a lighter loco-

motive with a 4-8-4-wheel configura-

tion would not meet CPR’s require-

ments, and so that idea was 

scrapped. 

Bowen went back to square one.  

He searched south of the border, 

and his attention went to the New 

York Central Railroad (NYC).  The 

NYC had invested heavily in a fleet 

of 4-6-4 locomotives which had 

proved successful in passenger ser-

vice.  Named ‘Hudson’ after their 

route along the Hudson River in 

New York State, Bowen was im-

pressed with their performance on 

the NYC and he began a trial at the 

CPR with a few design modifications 

to suit his needs.  

Bowen’s H1a Hudsons were on the 

property by 1929.  Each unit 

weighed in at 194,000lbs and deliv-

ered 45,000lbs of tractive effort.  It 

had the characteristics of a sprinter, 

including 75” driving wheels, and 

plenty of steam capacity thanks to an 

Elesco Type E superheater and a BK 

automatic stoker.  Despite world-

wide financial uncertainty in the ear-

ly 1930s, a second set of Hudsons 

(H1b) was ordered, which included 

some design changes and refine-

ments.  Most notably, two H1b Hud-

sons featured trailing-truck boosters, 

increasing their tractive effort by 

12,000lbs.  These two were often 

used as helpers on passenger trains 

west of Calgary.  This modification 

raised their tractive output to match 

that of the CNR’s competing North-

erns, with one less axle to maintain. 

In 1931, CPR organized a 130-mile 

test run.  An H1 Hudson was 

pushed to its limits pulling a 19-car 

consist weighing in at 1,652 tons.  
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The ex-CPR Royal Hudson 2860 at Squamish, BC. This locomotive is now owned by the BC Government. 
Photo by Rev Edward Brain [CC BY-SA (https://creativecommons.org/licenses/by-sa/3.0)]  

https://www.railarchive.net/firing/images/p028_large.jpg
https://www.railarchive.net/firing/images/p028_large.jpg
https://creativecommons.org/licenses/by-sa/3.0
https://upload.wikimedia.org/wikipedia/commons/e/eb/Royal_Hudson_2860_in_Squamish_BC.jpg
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Railway Age reported on this run and 

published a report shortly thereaf-

ter.  The report highlighted quantita-

tive values, such as the locomotive’s 

average steam pressure of 274psi, 

and feedwater temperature of 222 

degrees (F).  Speeds were docu-

mented at upwards of 90MPH.  De-

spite the frantic pace, Railway Age 

reported “smooth and easy-riding 

qualities.”  

Earning a Royal Approval 

In 1939, King George VI and Queen 

Elizabeth visited Canada to take a 

tour of the country by rail.  The 

CPR was selected to transport their 

majesties from Quebec City to Van-

couver (3,224 miles), while the CNR 

would handle their return trip.  The 

royal train was led by CPR Hudson 

No. 2850, which wore a silver and 

blue livery for the event.  Sister lo-

comotive 2851 led the pilot train.  

The pilot train ran ahead of the royal 

train, transporting technical staff, 

press, and supplies for their majes-

ties.  2850 and 2851 were part of a 

30-unit order purchased in 1937 

when economic conditions im-

proved following the great depres-

sion of the 1930s.  These Hudsons 

were classified as type H1c, and they 

differed from the H1a/H1b quite 

substantially due to their iconic semi

-streamlined design, with a recessed 

headlight and a streamlined teardrop 

stack.  The H1c shared many similar-

ities with their older siblings, includ-

ing impressive 75” driving wheels 

producing 45,300lbs of tractive ef-

fort.  Their tenders could hold 21 

tons of coal and 12,000 gallons of 

water.  Each Hudson cost the CPR 

$128,870 in 1937 – which is roughly 

$2.3 Million in 2020.  

The King, being a railway buff him-

self, rode up in the spacious en-

closed cab of the 2850 whenever he 

could during the trip.  He was im-

pressed that the locomotive per-

formed without failure or interrup-

tion for the entirety of the journey, 

under the skillful eye of 25 different 

locomotive crews.  He allowed the 

CPR to rename all 30 H1c-type 

Hudsons and any succeeding group 

of Hudson locomotives as ‘Royal 

Hudsons.’  To commemorate their 

royal status, each locomotive was 

outfitted with Royal Crowns on the 

running board skirts.  This was the 

only time a locomotive outside of 

the United Kingdom was given royal 

CPR 2821 is at Montreal Westmount on July 12, 1952, with an express train to Sudbury in tow.  
Photo by Brooksbank [CC BY (https://creativecommons.org/licenses/by/4.0)]  

https://creativecommons.org/licenses/by-sa/4.0
https://commons.wikimedia.org/wiki/File:Canada_Rail_014_Montreal_W_7.jpg
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status by a reigning monarch.  These 

locomotives became known world-

wide as Royal Hudsons.  The H1a/

H1b Hudsons were not given royal 

status. 

CPR ordered two more sets of Roy-

al Hudson locomotives (10 H1d and 

5 H1e), to round out their fleet to 

45 locomotives by 1940.  These 

were sophisticated locomotives, rep-

resenting the best and latest in 

steam technology.  As such, they 

were assigned to high-profile passen-

ger trains from coast to coast, in-

cluding CPR’s flagship transcontinen-

tal train The Dominion.  The Royal 

Hudsons were swapped at Fort Wil-

liam (Thunder Bay), Calgary, and 

Revelstoke.  At Calgary, the Royal 

Hudson was exchanged for a more 

powerful Selkirk (2-10-4).  This was 

a necessary swap to combat the 

mountain grades while maintaining a 

reasonable speed.  At Revelstoke, 

the Selkirk was taken off and re-

placed with an H1e Royal Hudson 

based out of Vancouver. 

Late into their careers on December 

31, 1952 the locomotives were as-

signed as follows: 

• 9 (2820-2828) in Montreal; 

• 7 (2838-2842, 2855-2856) in To-

ronto; 

• 4 (2850-2851,2853-2854) in Fort 

William (Thunder Bay); 

• 17 (2829-2837, 2843-2849, 

2852) in Winnipeg; 

• 2 (2858-2859) in Calgary; 

• 5 (2860-2864) in Vancouver (All 

H1e) 

While the Royal Hudsons were a 

common sight on passenger trains in 

Western Canada, they were an ir-

regular sight on eastern CPR main-

lines.  The line from Montreal to 

Saint John, NB had several bridges 

which were not robust enough to 

consistently support the weight of 

one of these locomotives, and so 

they were never permanently as-

signed east of Montreal. 

Rapid dieselization throughout the 

1950s by the CPR spelled the end of 

the Royal Hudson’s iconic rule of 

Canadian rails.  Throughout the 

1950s, Canadian Pacific took its fleet 

of Royal Hudsons from long-distance 

passenger duties to local commuter 

services and fast-freight operations.  

Finally, by 1960, the last Royal Hud-

son was sidelined and drained, clos-

ing a historical chapter of Canadian 

railroading. 

Luckily, there are several Hudson-

class locomotives that have been 

preserved.  Most notably, CPR 2850 

has been preserved and it is on stat-

ic display at Exporail in Montreal.  

CPR 2858 is also on static display, at 

the National Museum of Science and 

Technology in Ottawa.  Both 2850 

and 2858 are H1c Royal Hudsons. 

Additionally, CPR 2816 and CPR 

2860 have both been preserved.  

CPR 2860 is an H1d Royal Hudson, 

and it is currently owned by the 

British Columbia Government, on 

lease to the West Coast Railway 

Heritage Park in Squamish, BC.  It 

was operational as recently as 2010.  

CPR 2816 is the only non-

streamlined Hudson preserved.  It is 

currently owned by the CPR, and it 

ran as recently as 2012 on excursion 

specials.  However, new leadership 

at Canadian Pacific have not contin-

ued interest in maintaining the com-

pany’s steam program, and the 2816 

has been in storage since. 

 

Read On: 

• Rapido Trains, Inc.: https://

rapidotrains.com/hudson-master

-class 

• Steam Locomotive LOCOBASE: 

https://

www.steamlocomotive.com/

locobase.php?

country=Canada&wheel=4-6-

4&railroad=cpr#5874 

• Brighton Digital Archives: http://

vitacollections.ca/

brightonarchives/3221522/data 
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https://www.youtube.com/user/WinnipegRailfanner1
https://www.youtube.com/user/WinnipegRailfanner1
https://www.youtube.com/user/WinnipegRailfanner1
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